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French  Marine  and  Navy. — The  following 
table  shows  the  gradual  increase  in  the  mari- 
time resources  of  France  since  the  establish- 
ment of  the  new  system,  compared  with  what 
they  were  in  1791 : 

Men  Inscribed.          1791.  1836.  1845.  1850. 

Officers  and  Sailors..  62,478  54,703  04,946  71,195 

Landsmen 10,897  13,372  20,930  24,709 

Boys 8,352  12,477  15,400  17,502 

Workmen    and    Ap- 
prentices    13,232  11,616  11,000  14,951 

Captains,  masters  and 

pilots fl,145  10,634  12,800  14.493 


Total 111,104      104,813      124,200      139,310 

This  increase,  amounting  to  one-fourth  of 
the  number  furnished  by  the  inscription  in 
1791,  is  greater  than  any  previous  one  within 
an  equal  period  of  years,  and  shows  the  im- 
mense progress  of  trade  and  manufacture  in 
France.  From  1847  to  1856  the  whole  ton- 
nage of  French  ships  has  increased  from  663,- 
000  to  908,000,  the  difference  being  chiefly 
owing  to  the  building  of  larger  vessels,  so 
that^the  number  of  those  exceeding  400  tons 
has  risen  from  58  to  442.  Estimating  the 
number  of  seamen  at  the  rate  of  eight  men 
per  100  tons,  the  whole  French  mercantile 
navy  would  seem  at  present  to  amount  to 
80,000  men.  In  1850  the  commission  of  en- 
quiry calculated  that  about  56,000  men  might 
be  relied  on  for  the  manning  of  the  navy,  and 
the  author  believes  that  at  present  the  State 
might  count  upon  an  average  of  between 
53/000  and  60,000  men— a  force  barely  suffi- 
cient to  man  the  French  fleet.  The  author 
concludes  with  the  reflection  that,  even  as 
England  has  hitherto  escaped  the  danger  of 
an  invasion  by  keeping  up  a  sufficient  mari- 
time force,  so  should  France  do  the  same,  and 
thus  render  a  war  between  two  equally  power- 
ful nations  impossible. 


THE  RECORD. 


A  NEW  VOLUME. 


The  last  number  closed  the  seventh  volume, 
and  this  commences  the  eighth  of  the  Rail- 
road Record.  We  have  been  looking  over 
the  index  of  these  seven  volumes,  to  ascertain, 
in  perfect  candor,  whether  we  had  fulfilled  our 
undertaking,  and  whether  we  had  done  justice 
to  the  public  and  ourselves.  We  can  say, 
fairly  and  candidly  that  we  hare  done  what 
we  undertook  to  do,  and  done  full  justice  to 
all  who  have  taken,  or  been  pleased  to  read 
our  Journal.  We  undertook,  not  merely  to 
furnish  information,  as  to  railroads  ;  but,  to 
give  commercial  information,  and  particularly 
the  statistics  of  trade,  commerce,  and  society. 
We  have  done  all  this.  We  have  furnished 
all  the  fresh  information  as  to  railroads  ;  and 
we  have  given  all  the  reports  and  statements 
which  were  of  value  to  the  public,  or  the 
companies  by  which  theyswere  put  forth. 
But,  in  addition  to  this,  we  have  full  and  vari- 
ous articles  on  statistics,  which  have  not  been 
found,  certainly  not  to  (he  same  extent,  in  any 
other  paper  or  publication.  The  Record  has, 
therefore,  had  a  peculiar  feature,  and  one  we 
thought  valuable  to  the  public,  and.  especial- 
ly, to  that  class  of  intelligent  readers  who 
know  how  to  understand  and  appreciate  the 
importance  of  Ja  As  and  great  principles  in 
regard  to  commerce  and  society.  So  far, 
then,  we  are  satisfied.  We  have  not  failed  in 
any  part  of  our  duty  to  the  public  or  our- 
selves. But,  we  confess  not  to  be  entirely  sat- 
isfied, that  the  public  or  even  our  readers  have 
done  justice  to  us.  Occupying  this  peculiar 
position,  and  furnishing  a  great  deal  of  infor- 
mation, and  much  of  it  original,  we  should  be 
better  known,  and  better  remunerated,  than 
we  are.  If  their  be  a  failure  in  this,  whose 
fault  is  it?  Perhaps  we  ought  to  have  em- 
ployed agents,  and  advertised  ourselves  more. 
But,  all  this  would  be  wholly  unnecessary,  if 
those  of  our  readsrs  who  were  interested  in 
our  work  would  kindly  act  as  our  agents,  even 
to  the  extent  of  only  one  or  two  persons.  A 
work  like  ours  is  not  one  which  admits  of 
those  efforts  before  the  public,  for  its  own 
support,  which  are  required  for  large  commer- 
cial enterprises.  It  ought  not  to  be  expected. 
Our  work  is  rather  a  scientific  than  a  com- 
mercial, or  even  a  personal  business.  We 
are  working  out  social  problems,  by  the  his- 
tory of  great  material  works,  the  operations 
of  commerce,  and  the  statistics  of  society. 

If  we  were  a  railroad  paper  only  (which  we 
are  to  a  sufficient  extent,)  we  might,  perhaps, 
be  involved  in  the  depreciation  of  that  great 
interest.  But  we  furnish  new  and  valuable 
information  on  many  other  subjects,  and  try 
to  commend  ourselves  to  all  the  seekers  after 
knowledge.  If  we  have  done  so,  will  they  not 
commend  us  to  others?  . 


Again,  we  think  that  railroad  companies 
in  the  West,  whose  reports  and  interests  we 
are  publishing  and  aiding,  as  far  as  we  can, 
should  take  more  interest  in  our  advancement. 
In  the  West  we  have  no  competition ;  and, 
certainly,  those  railroad  companies  which  do 
not  f»vor  us,  neglect  their  own  interest,  as 
well  as  do  injustice  to  us.  If  we  had  less 
merit  than  we  honestly  think  we  have,  it 
would  still  be  their  interest,  and  should  be 
their  pleasure,  to  give  us  their  aid  and  coun- 
tenance. There  are  some  officers  and  agents 
of  companies,  who  positively  think  it  economy 
te  cut  off  or  refuse  to  take  a  newspaper,  even 
a  journal  which  rela_es  to  their  own  business 
and  profession.  They  are  honest  in  this  ;  but 
surely  they  never  heard  the  maxim — " penny 
icise  and  pound  foolish  ;"  and  no  maxim 
has  more  meaning.  A  daily  paper,  two  or 
three  railroad  and  statistical  journals,  and  a 
monthly  on  mining,  might  probably  come  to 
twenty  dollars  a  year;  and  a  company  which 
is  spending  two  hundred  ^ujusand  perannum, 
and  some  of  it  unneeeMfrily,  economizes  by 
cutting  off  this  petty  sum  fur  papers.  The 
minds  of  its  officers  are  uninformed,  and  the 
rationale  of  many  things  relating  to  their 
profession,  they  know  nothing  of.  Is  this 
economy  ?  Or,  do  they  take  Eastern  papers  ? 
Then,  we  say,  they  do  injustice  to  the  West 
and  themselves.  We  undervalue  no  other 
publications  ;  but,  we  do  say,  that  they  ought 
not  to  surpercede  a  Journal  here  established 
for  the  Western  people. 

With  these  remarks,  we  announce  the 
commencement  of  the  Eighth  Volume,  in 
which  Statistics,  (for  which  we  have  peculiar 
advantages,)  Commerce,  Finance,  Mining,  and 
Manufactures  will  all  be  considered,  as  well 
as  the  fullest  Railroad  Information. 


BALTIMORE  AND  OHIO  RAILROAD 
AND  WESTERN  PRODUCE- 

Among  the  great  improvements  in  the  lines 
of  commerce  and  the  internal  trade  of  the 
country,  there  is  not  one  of  greater  impor- 
tance than  the  Baltimore  and  Ohio  Railroad. 
Its  tonnage  and  receipts,  though  very  large, 
are  by  no  means  tests  of  its  great  value  to 
the  West.  It  is  in  the  forwarding  of  Western 
produce  to  Atlantic  markets,  that  this  work 
takes  the  first  rank  in  the  country.  We  have 
before  us  the  last  Annual  Report,  and  propose 
to  show  briefly  the  office  this  road  performs  in 
the  commerce  of  the  country.  Our  readers 
will  remember  that  prior  to  1845,  the  whole 
means  of  transportation  between  the  Ohio 
river  and  Frederick,  Maryland,  was  by  stages, 
and  wagons.  The  former  carried  only  pas- 
sengers, and  the  latter  dry-goods.  But  a 
small  portion  of  agricultural  produce  could 
go  on  that  route,  and  for  nearly  twenty  years 
the  canals  of  New  York  were  almost  the  only 
reliance  for  the    transportation    of  Western 
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products.  Abtp  we  have  the  canals,  as  be 
fore;  the  New  York  Central  Railroad;  the 
New  York  and  Erie  Railroad;  the  Pennsylva- 
nia Railroads,  and  the  Baltimore  and  Ohio 
Railroad.  It  is  of  the  latter,  (solely  in  refer- 
ence to  agricultural  products,)  we  would  now 
speak.  We  will  take  the  leading  articles 
separately,  viz. : 

FLOtTB. 

In  1855— carried 533,320  bbls. 

Inl856        ■' 910.696    « 

In  1857        "        7!ll,5t-5    " 

In  1858        "         98li,(ilil     " 

Inl859        "         752.927    " 

Since  1850,  the  variations  in  the  quantity 
carried  have  mainly  been  caused  by  the  varia- 
tions of  the  cropland  for  a  few  years  past, 
these  variations  have  been  alternate — one 
year  a  full  crop  and  the  next  a  poor  one. 

TOBACCO. 

In  1855 13.081  libds. 

In  1856 16,82!)      " 

In  1857 11,440      " 

In  1858 30.943      " 

In  1859 .• 25,861      " 

There  has  been  a  steady  and  rapid  increase 
in  the  quantity  of -j^tetern  tobacco  carried  to 
the  Baltimore  market.  The  inspections  of 
Ohio  tobacco,  for  the  year  1859,  at  Baltimore 
were  15,500  hhds.,  so  that  this  amount  at  least 
was  carried  from  Ohio.  The  residue  came 
from  Western  Maryland  and  Virginia. 

PROYISIOXS. 

Reducing   tons   to   barrels   the  amount   of 

pickled   pork,   hams,    shoulders,   bacon,   and 

beef  carried  from  the  West  to  Baltimore,  for 

five  years  past,  was  as  follows: 

In  1655 172,942  bbls. 

In  1856 252,084    " 

In  1857 184'Hi9    " 

In  1858 218.043     " 

In  1859 184,226     " 

WHISKY. 

In  1855 66,437  bbls. 

In  1856 105,931     " 

In  1857 12H,II44    " 

In  1658 135,128    " 

In  1859 103,327    " 

EARD    AKD    BUTTER. 

In  1655 — carried 9,418,000  lbs. 

In  1656        "         11,752,000    " 

Id  1857        «•         12,928,100" 

In  I85S        "         10.544,(100    " 

In  1859        "         8,002,000    •' 

LIVE   STOCK. 

This  we  give  only  for  the  year  1859,  as 
follows : 

Cattle 19,843  bead. 

Horiea 3,174     " 

Hogs 137,174      " 

Bneep 65,092      " 

Since  1857,  there  has  been  no  increase, 
but  rather  diminution  of  the  amount  of  pro- 
duce carried  on  the  Baltimore  road;  but  this 
has  been  solely  caused  by  the  diminution  of 
crops.  The  crops  of  1855  and  1857,  were 
very  good  ones;  but  all  others,  (viz.:  1854, 
1856,  1858,  and,  in  a  large  degree,  1859,) 
were  bad  in  the  West;  so  that  the  great  Rail- 
road routes  to  the  East  failed  badly,  in  regard 
to  profit. 

Vi  e  may  now  look  to  some  of  the  exchanges 
which  were  made  for  this  immense  amount  of 
Weitern  produce. 


COFFEE. 

Coffee  carried  Westwardly  in  1859. 23,824,000  lbs. 

According  to  the  ordinary  proportion  of 
Coffee  drank  in  the  West,  this  quantity  is 
enough  for  the  supply  of  1,500,000  persons. 

SUGAR 
Sugar  carried  West  in  1859 11,176,000  Its. 

This  would  not  supply  more  than  120,000 
persons;  but  here  comes  one  of  the  peculiar 
features  of  trade.  Oursugaris  mainly  brought 
from  New  Orleans,  and  hence  the  supply  from 
Baltimore  is  small. 

OYSTERS. 

This  amounts  now  to  a  large  trade,  and  we 

have  already  given   some  particulars  of  the 

immense  trade  of  Baltimore  in  this  article. 

The  quantity  carried  West  in  1859,  was: 

Oysters 752  tons. 

Or 1,5"4.(001  s. 

Equal  to 500,000  cans. 

Compared  with  the  tonnage  of  staple  arti- 
cles, this  is.  small  ;  but,  regarded  as  a  mere 
article  of  luxury,  it  is  very  large. 

The  articles  of  other  groceries  and  merchan- 
dize are  numerous,  but  we  can  not  reduce 
them  to  any  terms  which  will  be  commonly 
understood.  As  Baltimore  is  really  the  near- 
est point  of  trade  water  to  Cincinnati,  it  must 
always  command  a  large  trade. 


BARS  AT  THE  MOUTH  OF  THE  MIS- 
SISSIPPI. 

Will  you  permit  me,  Messrs.  Editors,  to  use 
your  columns  for  the  purpose  of  alluding  to 
the  recent  message  of  the  President  on  return- 
ing the  resolution  of  Congress  "  in  relation 
to  the  removal  of  the  obstructions  to  the 
navigation  at  the  mouths  of  the  Mississippi 
river  ?  " 

I  have  no  wish  to  comment  on  the  well-worn 
political  and  constitutional  obstacles  in  the 
way  of  making  great  improvements  by  the 
Federal  Government,  which  are  questions  not 
precisely  in  my  ordinary  line  of  thought.  My 
purpose  is  to  confine  myself  to  the  one  impor- 
tant fact  communicated  by  the  President,  viz: 
that  "  at  different  periods  sums  amounting  in 
the  aggregate  to  six  hundred  and  ninety  thou- 
sand dollars  have  been  appropriated  by  Con- 
gress for  the  purpose  of  removing  the  bars 
and  obstructions  at  the  mouths  of  the  Mis- 
sissippi, yet  it  is  to  be  acknowledged  that  this 
money  has  been  expended  with  but  little,  if 
any,  practical  benefit  to  its  navigation." 

1  have  a  personal  interest  in  this  exhibit  of 
the  final  result  of  the  experiments  which  have 
been  for  some  years  in  progress  for  deepening 
the  channels  across  these  bars,  which  I  think 
fully  justifies  me  in  now  publicly  stating  the 
prominent  facts  connected  therewith. 

I  do  not  understand  from  the  message  that 
the  President  is  opposed  to  making  this  im- 
provement, cither  on  political  or  financial 
grounds ;  but  it  is  very  obvious  that  the  Ad- 
ministration i3  discouraged  —  as  they  well 
might  be  —  by  the  disastrous  failure  of  the 


experiments  which  have  been  hitherto  made 
at  that  point,  and  it  is  important,  therefore, 
that  it  should  be  known  that  the  unfortunate 
result  now  announced  by  the  President  is  not 
referable  to  the  natural  difficulties  of  the  en- 
terprise, however  serious  these  may  be,  but  is 
due  entirely  to  the  plans  and  mode  of  execu- 
tion which  have  been  adopted. 

An  attempt  was  made  to  remove  the  bars, 
or  to  increase  the  depth  of  the  channels  across 
them,  by  the  construction  of  dykes  and  jetties 
upon  the  soft,  and  in  many  places,  almost 
fluid  mud  which  there  defines  the  borders  of 
the  river,  or  separates  it  from  the  sea.  These 
works  were  formed  of  piles  forced  into  this  soft 
bottom,  and  which  were,  of  course,  constantly 
washed  away,  without  effecting  in  the  smallest 
degree,  the  purpose  for  which  they  were  con- 
trived— which  was  to  quicken  the  motion  of 
the  river,  and  thus  force  it  to  scoop  out  its 
own  channel  to  a  greater  depth.  This  plan 
of  deepening  the  waters  across  these  bars  was 
suggested  more  than  one  hundred  and  thirty 
years  ago,  and  the  proposition  has  been  since 
renewed,  from  time  to  time,  until,  in  1856,  it 
was  ordered  by  the  Department  to  be  tested, 
under  its  own  officers,  and  a  contract  of  its 
own  making,  with  abundant  funds  and  all 
needful  appliances.  There  was  no  deficiency 
of  men,  money,  machinery,  or  advisers.  I 
think  I  am  right  in  saying  that  the  Depart- 
ment sent  one  board  of  United  States  officers 
and  engineers  to  view  the  ground  and  direct 
the  surveys ;  two  other  boards  to  devise  the 
plans;  a  fourth  board  to  make  the  contracts; 
and,  finally,  other  equally  distinguished  gen- 
tlemen to  conduct  the  work — selecting  for  the 
last  duty  parties  who  were  not  committed 
either  to  the  plans  or  the  contracts,  or  in  any 
form  responsible  for  the  success  of  the  under- 
taking. Before  the  work  was  finished  its 
failure  became  manifest ;  and  the  official  re- 
ports began  to  allude  to  the  want  of  experience 
of  the  unfortunate  contractors,  who  would 
assuredly  have  been  ruined  by  their  venture 
but  for  the  relief  afforded  by  the  consideration 
and  humanity  of  the  present  Administration. 

The  result  is  now  known,  and  that  result  is 
simply  utter  failure. 

Now  I  hold  it  to  be  due  to  myself,  and  my 
privilege,  to  state  that  I  was  employed  in  the 
autumn  of  1850  to  visit  the  mouths  of  the 
Mississippi  and  report  suggestions  for  the  im- 
provement of  the  navigation  across  these  bars. 
I  discharged  that  duty,  and  my  report  was 
duly  submitted  and  published  in  the  Senate 
documents  of  1853. 

In  that  report  I  pointed  put  the  cause  of  the 
formation  of  these  bars — which  had  not  before 
be.en  recognised  —  and  submitted  a  plan  for 
their  removal,  in  accordance  with  the  law 
which  controls  their  formation. 

In  the  attempts  which  the  Government  has 
caused  to  be  made  to  deepen  the  channels, 
that  law,  I  am  compelled  to  say,  has  been 
violated ;  and  the  works  have  been  conducted 
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in  the  supposition  that  the  water  which  is  in 
contact  with  the  bars  at  the  mouths  of  the 
Mississippi,  in  times  of  floods,  flows  outwards, 
towards  the  Gulf,  while,  in  fact,  it  flows  in  the 
opposite  direction;  that  is,  from  the  Gulf, 
along  the  bottom,  towards  tke  river. 

I  also  took  up  and  discussed  the  plan,  then 
only  proposed,  of  forming  jetties,  and  stop- 
ping the  lateral  vents  through  which  a  portion 
of  the  water  brought  down  by  the  Mississippi 
is  discharged  into  the  Gulf  of  Mexico — the 
plan  which  had  been  so  long  and  so  often  ad- 
vocated, and  which  was  finally  adopted  and 
has  now  been  fully  tested  by  the  Department- 
That  plan,  in  my  report,  received  direct,  un- 
equivocal, and  entire  condemnation,  as  im- 
practicable in  the  execution,  and  certain  to 
result  in  disappointment  if  it  could  be  accom- 
plished. The  facts  and  arguments  intended 
to  show  that  the  plan  was  impracticable  and 
could  not  succeed,  appeared,  to  my  mind,  to 
be  perfectly  conclusive ;  and  equally  conclu- 
sive, it  seemed  to  me,  was  the  evidence  sub- 
mitted in  my  report  that  there  is  but  one  plan 
that  can  be  successfully  applied  to  counteract 
the  natural  forces  which  are  constantly  at  work 
to  produce  and  maintain  the  bars. 

The  arguments  which  I  submitted  were  re- 
jected by  the  Department,  and  the  plan  which 
I  condemned  was  adopted  by  the  Department. 
The  adopted  plan  has  since  been  fully  tried, 
and  its  failure,  so  far,  has  furnished  practical 
confirmation  of  the  correctness  of  my  con- 
clusions. It  has  failed  utterly,  though  tried 
with  all  the  aid  which  the  combined  skill  of 
four  boards  of  eminent  engineers  could  con- 
tribute to  make  it  succeed. 

My  wish  now  is  to  induce  those  members  of 
Congress  who  feel  peculiar  interest  in  opening 
the  Mississippi  for  the  entrance  of  vessels  of 
deep  draught,  to  refer  to  my  report  for  the 
facts  and  arguments  therein  submitted  to 
show  that  the  adopted  plan  could  not  possibly 
succeed,  and  that  another  plan,  which  pro- 
posed to  enlist  the  power  of  the  Mississippi  in 
its  aid,  would  succeed.  This  report  will  be 
found  in  the  Senate  document,  No.  17,  31st 
Cong.,  2d  Sess.,  and  also  in  the  appendix  to 
my  work  on  The  Mississippi  and  Ohio  Rivers. 

It  will  now  be  for  Congress,  and  the  Execu- 
tive to  decide  whether  to  abandon  this  work — 
one  of  the  most  important  in  the  country — or 
to  change  the  plan  and  remove  the  obstruc- 
tion, so  that  great  ships  may  ascend  the  Mis- 
sissippi to  New  Orleans. 

CHARLES  ELLET,  Jr., 

Civil  Engineer. 
Washington,  Feb.  14,  1860. 

Dayton  and  Michigan  R.  R. — The  earnings 
of  this  road  are  steadily  increasing.  The  earn- 
ings for  January  were  upward  of  $26,000, — a 
gain  of  over  $1,000  on  December,  and  Febru- 
ary bids  fair  for  an  equal  increase. 


STATISTICAL  VIEW  OF  THE  INDICT- 
ED CRIMES  AND  OFFENSES  COM- 
MITTED, IN  THE  STATE  OF  OHIO, 
FOR  THE  YEAR  ENDING  JULY  1, 
1859. 

The  following  table  is  taken  from  the  re- 
port of  the  Commissioner  of  Statistics,  for  the 
State  of  Ohio,  just  made  to  the  Legislature 
and  not  yet  published.  It  is  interesting,  as 
it  gives,  in  detail,  the  crimes  of  each  county. 

Table  of  Crimes,  distinguitliing  the  Classes  of  Crime* 
Indicted,  and  tke  dumber  of  Convictions,  in  the 
several  Countits  of  Ohio,  for  the  year  ending 
July  1,  1859: 

a         S>-        t-        £        B  3 

— "  ■  rt»  ZSS  SB    r*  J.  •  B 


Counties,     b  ! 
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'  The  Erie  and  Pittsburg  road  has  been 
opened  from  Girard  to  Jamestown,  Pa.,  a  dis- 
ance  of  about  50  miles. 


Adams 14 

Allen 59 

Ashland 26 

Ashtabula 2.5 

Athens 31 

Auglaize 23 

Belmont. 40 

Brown 20 

Butler 87 

Carroll 22 

Champaign  ..  35 

Clark 35 

Clermont 27 

Clinton 34 

Columbiana.  .  50 

Coshocton....  58 

Crawford....  18 

Cuyahoga....  128 

Darke 26 

Defiance 16 

Delaware 28 

Brie 28 

Fairfield 33 

Fayette 31 

franklin 63 

Fulton 34 

Gallia 34 

Geauga 18 

Greene 86 

Guernsey  ....  13 

Hamilton 238 

Hancock 44 

Hardin 14 

Harrison 22 

Henry 32 

Highland 25 

Hocking 4 

Holmes 6 

Huron CO 

Jackson 19 

Jefferson 25 

Knox 64 

Lake 5 

Lawrence....  142 

Licking 52 

Logan 41 

Lorain 54 

Lucas 181 

Madison 23 

Mahoning....  18 

Marion ......  44 

Medina — 

Meigs 69 

Mercer 10 

Miami 30 

Monroe 15 

Montgomery..  36 

Morgan 50 

Morrow 22 

Muskingum..  18 

Noble 13 

Ottowa 17 

Paulding....  14 

Perry 11 

Pickaway....  19 

Pike 13 

Portage 36 

Preble 13 

Putnam  ....  30 

Richland 24 

Ross 34 

Sandusky.   ..  23 

Scioto 32 

Seneca 46 

Shelby 52 

Stark 90 

Summit 52 

Trumbull....  56 

Tuscarawas...  9 

Union 28 

Vanwert — 

Vinton 8 

Warren 80 

Washington..  142 

Wayne 25 

Willianis 37 

Wood 20 

Wyandot...  4  24 
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STATISTICS  OF  EMIGRATION- 

The  following  table  of  the  Liverpool  Emi- 
gration, for  1859,  will  prove  interesting; 
especially  to  put  on  record  for  future  compa- 
rison. The  emigration  to  the  United  States 
is  less  than  half  what  it  was  a  few  years 
since. 

EMIGRATION  FROM  LIVERPOOL  FOR  1859. 
From  Vve  Liverpool  Albion. 
The  official  returns  of  the  emigration  from 
Liverpool  during  the  year  just  closed  have 
now  been  completed  at  the  Goverment  Office; 
and,  although  on  comparison  with  the  year 
preceding,  the  numbers  in  the  aggregate  do 
not  appear  to  vary  very  materially,  the  varia- 
tion in  the  tide  of  emigration  to  the  different 
countries  has  been  most  marked.  The  total 
number  of  passengers  "under  the  Act'  who 
have  taken  their  departure  from  the  Mersey 
during  the  twelve  months  just  elapsed  have 
numbered  (inclusive  of  cabin  passengers) 
68,035,  against  70,466  in  1858,  being  a  de- 
crease of  2,4-11.  During  the  past  year,  to  the 
United  States,  Z68  ships,  of  286,960  tons,  sail- 
ed, with  1,561  cabin  and  47,137  steerage  pas- 
sengers "under  the  Act7,"- against,  in  1858, 
167  ships,  of  256,556  tons,  with  1,446  cabin 
and  43, 180  steerage  passengers,  being  a  falling 
oft' of  about  3,000.  In  "short  ships,'  not  "un- 
der the  Act,"  or  submitting  to  Government 
Inspection,  143  vessels  sailed  in  1859,  with 
5,203  cabin  and  2,283  steerage  passengers. 
These  "short  ships"  include  all  travelers  by 
the  Cunard,Cauadian  and  African  mail  steam- 
ers, etc.  To  Canada  the  departure  numbered 
only  three  vessels  "under  the  Act,"  of  2,359 
tons,  with  544  steerage  passengers,  against, 
in  1858,  7  ships  of  8,027  tons,  with  12  cabin 
and  1,934  steerage  passengers.  However,  in 
1859,  "short  ships"  carried  to  the  Canadian 
Provinces  1,958  cabin  and  2,118  steerage  pas- 
sengers. To  the  Australian  Colonies  the 
greatest  falling  oft'  has  been  exhibited,  scarcely 
more  than  two-thirds  the  number  of  emigrants 
having  left  the  Mersey  during  the  past  year. 
52  ships,  of  72,189  tons,  sailed  to  Victoria, 
with  508  cabin  and  9,883  steerage  passengers, 
against,  in  1858,  66  ships,  of  90,888  tons,  with 
690  cabin  and  15,662  steerage  passengers. 
To  Melbourne  18  "short  ships'  took  their  de- 
parture, with  32  cabin  and  333  steerage  pas- 
sengers. To  New  South  Wales  9  ships,  of 
10,154  tons,  sailed  with  4  cabin  and  3,476 
steerage  passengers — the  great  proportion  be- 
ing Government  emigrants  (dispatched  by  the 
Colonial  and  Emigration  Commissioners,) 
against  9  vessels,  of  9,579  tons,  with  a  like 
number  of  cabin  and  3,455  steerage  passen- 
gers— being  a  slight  improvement  over  1858. 
Only  8  cabin  passengers  were  conveyed  to 
New  South  Wales  in  "short  ships"  during  the 
year.  To  South  Australia  3  ships,  of  2,443 
tons,  were  engaged  in  the  conveyance  of  1,052 
Government  emigrants,  against,  in  1858,  5 
vessels,  of  5,881  tons,  with  1,991  passengers, 
also  at  the  expense  of  the  Emigration  Com- 
missioners. None  carried  out  in"  short  ships." 
A  feature  which  distinguishes  last  year's  Liv- 
erpool emigration  has  been  the  dispatch  of  6 
vessels,  of  6,704  tons,  which  carried  out  104 
cabin  and  1,317  steerage  passengers — the 
same  number  of  sailings  with  passengers  direct 
being  heretofore  unheard  of.  To  the  Cape  of 
Good  Hope  the  departure  comprised  4  vessels, 
of  2,860  tons,  with  7  cabin  and  993  steerage 
passengers,  against,  in  1858,  6  ships,  of  5,420 
tons,  with  10  cabin  and  2,059  steerage  passen- 
gers— the  latter  in  both  years  being  sent  out 
at  the  colonial  expense— the  selections  of  the 
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Commissioners  in  London,  Hon.  William  Field, 
10  cabin  passengers  were,  in  addition,  "short 
shipped"  to  the  Cape  of  Good  Hope.  To  the 
East  Indies  3  ships  "under  the  Act"  were 
dispatched  daring  the  second  half  of  the  past 
year,  with  1,544  steerage  passengers,  all  sol- 
diers' wives  and  children,  (which  can  hardly 
be  classed  as  passengers.)  and  13  "short  ships" 
sailed  with  96  cabin  and  20  steerage  passen- 
gers; the  unfortunate  Accrington,  which  has 
pnt  into  the  Brazils  with  65  deaths  among  the 
passengers,  and  captain  and  mate  poisoned, 
■was  one  of  the  former  class.  In  to  the  forego- 
ing, the  following  "short  ships"  have  sailed 
during  the  year:  To  Amer  ca  35  ships,  with 
230  cabin  and  38  steerage  passengers ;  to 
Africa,  12  mail  steamships-carried  296  cabin 
passengers;  to  the  West  Indies,  5  vessels,  with 
39  cabin  passengers;  to  New  Brunswick,  3 
ships,  with  31  cabin  and  3  steerage  passen- 
gers ;  to  Prince  Edward  Island,  9  cabin  pas- 
sengers; and  to  China,  4  cabin  passengers — 
making  a  grand  total  "under  the  Act"  and 
"not  under  the  Act,"  of  10,103  cabin  and 
71,652  steerage  —  81,755  passengers,  or  an 
average  of  nearly  7,000  souls  per  month  sail- 
ing from  Liverpool.  With  the  exceptions  of 
the  melancholy  losses  of  the  Royal  Charter, 
Pamona,  Indian,  etc.,  there  have  been  no  fea- 
tures calling  for  particular  notice  in  glancing 
at  the  emigration  for  the  year,  which  closed, 
as  usual  at  this  season,  at  almosf  its  dullest 
point. 


ANNUAL  MEETING  OF  THE   PENN- 
SYLVANIA KAILROAD  CO. 

INTERESTING     STATEMENT     OF     AFFAIRS. 

At  the  annual  meeting  of  the  stockholders 
of  the  Pennsylvania  Railroad  Company  there 
was  a  full  attendance  of  stockholders. 

The  meeting  was  called  to  order  by  Mr 
Lewis  Elkin,  upon  whose  motion  the  Hon. 
Alexander  Henry,  Mayor  of  the  city,  was  call- 
ed to  the  chair.  Mr.  Edmund  Smith  was  se- 
lected to  act  as  Secretary  of  the  meeting. 

The  Thirteenth  Annual  Report  of  the  Board 
of  Directors  was  read  by  the  Secreatry. 

A3vN-UAL     REPORT. 

OFFICE    OF    THE    PENNSYLVANIA    R.  R.   CO..) 

Philadelphia,  Feb.  4,  I860.     | 
To  the  Stockholder.':  of  the 

Pennsylvania  Railroad  Company: 

In  obedience  to  the  requirements  of  the 
Charter  of  the  Company,  your  Board  of  Direc- 
tors submit  their  report  of  the  operations  of 
your  road  daring  the  past  year,  and  the  condi- 
tion of  the  Company  at  its  close. 

The  recovery  of  the  manufacturing  and 
agricultural  interests  of  the  country  from  the 
consequences  of  the  financial  revulsion  of 
1857,  and  the  failure  of  the  cereal  crops  of  the 
west  for  that  as  well  as  the  preceding  and  suc- 
ceeding year,  has  necessarily  been  slow. 

Under  these  circumstances  we  could  scarce- 
ly have  hoped  for  any  material  increase  in  the 
traffic  of  the  road  during  the  year  1859.  The 
increased  business  has,  however,  been  steady, 
and  exhibits  a  general  improvement  in  the 
sources  from  whence  the  revenue  of  the  Com- 
pany is  derived. 

The  earnings  from  freight,  owing  to  the  ex- 
treme low  rat«3  obtained  during  a  considera- 
ble portion  of  the  year,  consequent  on  the 
competition  between  the  New  York  Central 
Railroad  and  the  transporters  on  the  Erie 
Canal,  do  not  correspond  with  the  increased 
tonnage  of  the  road. 


The  following  condensed  statement  exhibits 
the  results  of  the  operations  of  your  road  for 
the  year  1859. 

Earnings  of  the  Company  from  the  business 
of  the  road : 

From  Passengers 51,450,912  43 

"      U.S.' Mails 74,4*1  00 

"      Expresses 7S.13U  110 

"      Freights 3,656,111   15 

"      Miscellaneous  Sources 135,728  63 

85,362,355  21 
Expenses  of  operating  the  Road  were  : 

Cost  of  conducting  Transportation. .  $1,333,04]  00 

"      Motive  Power 80-1.076  92 

"       Maintenance  of  Road 671.11,0  19 

"       Maintenance  of  Cars 190,278  34 

"       General  Expenses 72.21170 

S3. 130.738  T2 
Net  earnings  of  the  Road..-.. §2,231,617  06 

The  earnings  of  the  road,  as  compared  with 
those  of  the  preceding  year,  give  an  increase 
of  $177,024  53. 

The  increased  earnings  for  first  class  pas- 
sengers amount  to  §73,355  99,  while  the  earn- 
ings from  the  emigrant  business  show  a  de- 
crease of  $24,681  71;  leaving  as  the  increase 
from  the  whole  passenger  traffic  the  sum  of 
$48,674  28.  This  increase  was  mainly  deriv- 
ed from  the  local  travel  upon  the  road,  and 
is  due  to  the  increased  facilities  afforded  for 
this  character  of  business.  The  Philadelphia 
Division  shows  an  increase  equivalent  to  a 
passage  over  the  whole  division  of  from  169,- 
373  in  1858,  to  196,488  in  1859,  and  on  the 
main  line  of  tho  Harrisburg  and  Lancaster 
Road  from  109,481  in  1858,  to  124,244  in  1859, 
notwithstanding  the  competition  between  Har- 
risburg and  Philadelphia,  by  the  Philadelphia 
and  Reading  Railroad  and  its  Lebanon  Valley 
Branch. 

The  whole  number  of  passengers  transported 
by  the  Company  during  the  year  was  1,459.110, 
and  the  miles  traveled  amounted  to  54,839,- 
691,  or  an  average  of  37  5-10  miles  per  pas- 
senger. It  affords  much  gratification  to  the 
Board  to  renew  the  statement  made  in  the  last 
annual  report,  that  notwithstanding  the  large 
number  of  passengers  carried  over  the  road, 
not  a  single  life  has  been  lost. 

The  freight  earnings  for  the  year  amounted 
to  the  sum  of  $119,904  84  more  than  was  de- 
rived from  this  source  in  1858.  The  increase 
of  the  freight  earnings  is  entirely  due  to  the 
local  business  exceeding  that  of  1858,  the 
amount  of  110,937  tons,  while  the  through 
freight,  amounting  in  all  to  233,606  tons,  was 
only  increased  12,396  tons. 

The  whole  tonnage  moved  upon  the  road 
during  1859  was  1,170,240  tons,  exclusive  of 
70,875  tons  of  wood,  coal,  lumber,  etc.,  for  the 
use  of  the  Company.  Embraced  in  the  fore- 
going tonnage  there  was  transported  in  the 
cars  of  the  Company  210,903  tons  of  coal, 
and  of  the  same  article  210,722  tons  in  the 
cars  of  individuals,  making  the  entire  move 
ment  of  coal  421,625  tons,  and  an  increase  in 
this  traffic  over  the  preceding  year  of  81,087. 
The  amount  of  coal  delivered  in  Pittsburgh 
during  the  last  year  (all  in  cars  other  than 
those  of  the  Company)  was  100,302  Ions,  and 
varying  but  little  from  the  amount  of  the  year 
1858. 

For  more  full  and  precise  information  in 
regard  to  the  earnings  and  expenses  of  the 
road,  the  kind  and  amount  of  tonnage,  and  for 
numerous  interesting  details,  the  stockholders 
are  respectfully  referred  to  the  ample  tabu- 
lar statements  from  the  Controller  and  Audi- 
tor, which  will  be  found  appended  to  this 
repo  t. 

The  result  of  the  year's  business  should  be 
gratifying  to  the  shareholders,  as  demonstrat- 
ing the  value  of  their  property,  and  showing 


the  strength  of  its  position.  Your  Board  of 
D  rectors  have  not  only  been  enabled  to  de- 
clare three  per  cent,  serai-annual  dividends, 
clear  of  State  tax,  but  have  had  a  balance  suf- 
ficient to  justify  the  creation  of  a  Sinking 
Fund  for  the  redemption  of  the  Second 
Mortgage  Bonds  of  the  Company,  in  accord- 
ance with  previous  intimations  to  these  bond- 
holders. 

The  funds  furnished  to  the  Trustees  of  the 
Sinking  Fund  have  been  invested  by  them  in 
the  shares  of  the  Cumberland  Valley  Railroad 
Compnay,  and  to  an  amount  of  more  than 
one-half  of  the  Capital  Stock  of  the  Company. 
This  investment,  while  it  yields  a  full  interest 
upon  the  outlay,  protects  the  business  of  this 
Company  from  the  undue  influences  of  other 
interests.  ♦ 

The  roadway  has  not  only  been  maintained 
in  complete  order  during  the  year,  but  it  has 
passed  the  period  at  which  railroads  usually 
attain  their  maximum  cost  for  "maintenance 
of  way."  Owing,  however,  to  the  qualify  of 
the  iron  used  in  its  construction,  the  Pennsyl- 
vania Railroad  has  but  just  reached  this 
point.  The  amount  of  iron  supplied  for  re- 
pairs during  the  year,  is  equivalent  to  fifty 
miles  of  track,  which,  with  the  present  extent 
of  line  is  abont  the  quantity  that  will  be  an- 
nually reqnired  to  keep  the  road  in  good  con- 
dition. A  Io%ver  rate  of  speed  for  both  pas- 
senger and  freight  trains  would  materially 
lessen  the  wear  of  the  rails  and  the  machi- 
nery, and  effect  important  savings  in  the 
cost  of  working  the  road  in  nearly  every  de- 
partment. 

To  attain  high  speeds  heavy  and  powerful 
locomotives  must  be  used,  and  additional  safe- 
guards are  required  to  compensate  for  the  in- 
creased risk  involved.  The  destructive  effects 
of  these  heavy  machines,  moving  at  high  velo- 
cities, can  be  readily  appreciated  by  every  one, 
and  it  is,  therefore,  a  matter  of  surprise  that 
railroad  managers  should  persist  in  this  prac- 
tice. This  Company  can  not,  however,  re- 
duce the  speed  of  its  trains,  or  advance  its 
through  rates  and  retain  its  customers,  while 
its  chief  competitors  continue  to  insist  upon  an 
adverse  policy. 

The  earnings  of  the  Canals  owned  by  the 
Company,  for  the  year  1859,  were: 

From  the  Eastern  Division $152,871  23 

"        Juniata  Divisions 26,824  49 

14        Western  Divisions 15,514  04. 

From  Miscellaneous  Receipts 2,839  52 

8197,519  38 
The  Expenses  of  maintaining  the  Canals  for 
the  same  period,  were  as  follows  : 

For  repairs,  renewals,  and  enlargement 5140,105  07 

For  superintendence,  collectors,  lock  tenders, 
waymasters,  stationery,  etc 35,347  31 

8175.542  38 
Leaving  net  earnings  of  the  Canals 822,097  00 

The  increase  in   the  canal  revenues   over 

1858,  was  $18,440  30,  and  the  increased  ex- 
penditures were  $51,394  06,  embracing  the 
sum  of  $24,294  79  expended  en  the  re-erection 
of  a  bridge  over  the  Susquehanna  river  at 
Clark's  Ferry,  which  had  been  blown  down  by 
a  severe  storm,  and  also  an  expenditure  of 
about  $8,000  incurred  for  steam  towage,  ren- 
dered necessary  in  consequence  ot  the  destruc- 
tion of  the  bridge.  The  remaining  portion  of 
the  increase  of  expenses  was  incurred  in  deep- 
ening and  enlarging  the  capacity  of  the  East- 
ern Division  of  the  canal. 

The  amount  of  coal  transported  on  the 
canals  of  the  Company  during  the  year  1859, 
was  515,366  tons,  being  an  increase  over  the 
preceding  year  of  104,634  tons,  and  the  amount 
of  lumber  transported  was  increased  from 
95,770,453  feet  in  1858  to  120,014,675  feet  in 

1859,  giving  an  average  increase  of  tonnage 
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of  about  twenty-five  per  cent,  The  gross  re- 
venue of  the  canals  was  not,  however,  in- 
creased in  the  same  ratio  as  the  tonnage, 
owing  to  a  reduction  of  tolls  rendered  necessa- 
ry in  order  to  retain  this  traffic  in  its  custo- 
mary channel. 

The  enlargement  of  the  Susquehanna  and 
Wyoming  canals,  which  it  is  understood  will 
be  effected  before  the  opening  of  navigation  in 
the  ensuing  spring,  will  so  reduce  the  cost  of 
transportation  on  the  whole  line  as  to  allow  a 
restoration  of  the  tolls  on  their  former  limit. 
It  has  been  the  policy  of  this  Company  (con- 
trary to  public  expectation,)  to  cultivate  the 
trade  upon  their  canals  and  develope  the  re- 
sources of  the  region  of  country  contiguous  to 
them,  in  order,  if  possible,  to  render  them  pro- 
ductive property. 

These  canals  were  received  from  the  Com- 
monwealth in  a  very  delapidated  condition; 
the  prism  of  the  canal  being  so  reduced  as  to 
scarcely  afford  more  than  a  depth  of  three 
feet  of  water  throughout.  The  condition  of 
these  works  rendered  it  impracticable  for  those 
engaged  in  transportation  on  them  to  contend 
successfully  with  the  railroads  for  the  traffic  of 
the  country  traversed,  and  the  consequence 
was,  at  the  time  the  Company  received  posses- 
sion of  them,  their  trade  was  gradually  declin- 
ing. 

Upon  the  Eastern  Division  the  depth  of 
water  has  been  increased  to  a  minimum  of 
five  feet,  and  the  other  divisions  of  the  works, 
where  any  trade  of  importance  was  to  be  ac- 
commodated, have  been  restored  to  their  ori- 
ginal capacity.  No  portion  of  these  canals, 
except  the  Eastern  Division,  (of  46  miles  in 
length)  is  self-sustaining;  but  it  is  hoped  that 
the  Juniata  Division,  as  far  west  as  Hunting- 
don, may  ultimately  be  made  to  produce  some 
net  revenue. 

The  management  of  the  entire  line  of  canals 
has  been  phiced  under  Thomas  T.  Wierraan, 
Esq.,  civil  engineer,  who  has  conducted  the 
affairs  in  this  branch  of  the  Company's  ser- 
vice with  commendable  judgment  and  eco- 
nomy. 

It  will  be  seen  from  the  statement  of  the 
Treasurer,  annexed  to  the  report,  that  there 
has  been  received  from  Shareholders,  in  pay- 
ment for  the  Capital  Stock  of  the  Company, 
up  to — 

January  1,  1860 $  13,249,125  CO 

And  from  loans,  etc 9,8(17,038  32 

Mortgages  and  Ground  Rents  on  Real 
Estate 315,479  11 

Amount  of  Bonds  due  the  State  of  Pennsyl- 
vania for  purchase  Main  Line  of  Public 
Works 7,300,000  00 

Balance  of  laterest  and  Dividends  due  to 
Stockholders,  and  State  tax  on  Coupons 
and  dividends  unpaid 45,349  03 

Balance  to  creditor  Contingent  Fund 406,874  23 

Balance  to  Credit  of  Profit  and  Loss,  after 
dedutti  ng  discount  on  2d  Mortgage  Bonds 
solddu*_'g  the  year 732,%6  39 

$31,356,832  39 

WHICH   HAS    BEEN  EXPENDED   AS   FOLLOWS: 

Cost  of  Road,  including  Engineering,  Land 
Damages,  Fencing,  Machine  Shops.  En- 
gine Houses-  Station  aud  Warehouses, 
Car  Sheds,  Water  Stations,  Foremen's  and 
Tool  Houses,  and  Shop  Machinery,  be- 
tween Harrisburg  and  Pittsburg  ;  and  Sta- 
tion and  War  chouses  on  the  Philadelphia 
Division... $16,904,525  16 

Less  profits  of  Road,  after  paying  interest  to 
Stockholders,  up  to  November  I,  1855, 
credited  to  Cost  of  Construction,  as  requir- 
ed by  Charter 589,185  79 

S16,31o,3:,9  37 

Cost  of  Main  Line  of  Public  Works  purchas- 
ed from  Slate  of  Pennsylvania 7,500,000  00 

Cost  of  Equipment  of  Road,  including  Loco- 
motives, Freight,  Road  and  Passenger 
Cars 2,974,473  23 

Cost  of  Real  Estate  of  the  Company 1  644,030  62 

Cost  of  Telegraph  Line 45,264  28 

Extension     of    Pennsylvania    Railroad    to 

Steubenville  and  Pittsburg  R.  R. 5,214  09 

Total  Cost  of  Roads  and  Canals  belonging 

to  the  Company .-828,484,221  59 


Amount   of   Stock  of  the    Pittsburg,    Fort 

Wayne  and  Chicago  R.  R.  Co 816,050  00 

Amount  of  B.mds  of  Municipal  and  Railroad 
Corporations 46,7'2  50 

Amount  of  Bills  and  Accounts  receivable 605,131  65 

Amount  of  Sinking  Fund .$482,230  0U 

Less  this  sum  to  be  paid  in  instal- 
ments of   §lll.ltO0    per,  month 

from  Income  of  Road 204:, 971  CO 

277,255  00 

Amount  of  Fuel  and  Materials  on  hand  for 
Shops,  Repairs  of  Locomotives,  Cars  and 
maintenance  of  way 316.549  10 

Balance  in  hands  of  Agents 269,941  91 

Balance  in  hands  of  Treasurer,  Decetnber31, 

1859 340,867  93 

$31,365,832  68 

There  has  been  charged  to  construction 
and  equipment  account  for  the  past  year  the 
sum  of  §758,547  26,  which  has  been  expended 
in  completing  the  second  track  from  Pittsburg 
to  Lockport,  and  from  Johnstown,  in  Cambria 
county,  to  Barree,  in  Huntingdon  county, 
leaving  a  space  of  6  5-10  miles  to  be  filled  up 
between  Lockport  and  Johnstown,  and  of 
55  9-10  miles  between  Barree  and  Harrisburg, 
in  all  72  4-10  miles,  to  complete  a  line  of  dou- 
ble track  for  the  entire  length  of  your  road. 
Other  portions  of  this  expenditure  has  been 
made  in  extensions  of  the  shops  at  Pittsburg 
and  Altoona;  the  construction  of  sidings, 
warehouses  and  passenger  stations  on  the  line 
of  the  Philadelphia  Division  (Philadelphia 
and  Columbia  Railroad,)  and  in  the  increase 
of  our  car  equipment;  details  of  all  which  will 
be  found,  in  the  tabular  statement  marked  B, 
hereto  appended. 

These  expenditures  have,  in  part,  been  met, 
as  well  as  a  payment  to  the  State  of  $100,000 
on  account  of  the  Main  Line  purchase,  by  an 
increase  of  the  funded  debt  of  the  Company — 
the  remainder,  after  providing  for  the  pay- 
ments due  to  the  Sinking  Fund,  having  been 
contributed  from  the  profits  of  the  road. 

The  erection  of  a  passenger  station  at  Pitts- 
burg and  one  at  Lancaster,  a  warehouse  at 
Johnstown,  and  the  extension  of  the  second 
track  from  Barree  to  Petersburg  or  Hunting- 
don, as  also  the  cost  of  reaching  a  Delaware 
terminus,  will  require  an  expenditure  to  be 
provided  for  in  1860. 

The  practical  working  of  the  road  since  the 
purchase  of  the  Philadelphia  division  has 
demonstrated  the  importance  of  a  change  in 
the  distribution  of  the  motive  power  of  the 
line,  which  will  render  necessary  the  enlarge- 
ment of  the  accommodations  for  it  at  Harris- 
burg, and  throw  out  of  use  the  intermediate 
shops.  It  is  estimated  by  the  General  Super- 
intendent that  the  cost  resulting  from  such  an 
arrangement  (and  by  which  the  road  can  be 
operated  in  three  divisions)  would  be  fully  cov- 
ered by  the  saviug  effected  in  the  motive 
power  and  transportation  department  in  a  sin- 
gle year. 

The  Pittsburg,  Fort  Wayne  and  Chicago 
Railroad  Company,  which  from  time  to  time 
received  pecuniary  aid  from  this  Company,  has 
been  in  operation  from  Pittsburg  to  Ghicaco 
during  the  entire  year  1859.  Its  increased  re- 
venues during  that  period,  over  those  of  the 
preceding  year,  when  we  consider  the  depress- 
ed condition  of  the  trade  of  the  northwest, 
should  be  deemed  quite  satisfactory.  Had  the 
older  portion  of  the  road  and  machinery  been 
maintained  in  good,  effective  condition,  the 
net  results  upon  that  road  would  have  been 
such  as  to  restore  confidence  in  the  enterprise. 
The  heavy  expenditures  on  these  accounts, 
however,  left  but  a  small  amount  to  be  applied 
to  the  liquidation  of  the  floating  debt,  and  to 
meet  the  advances  required  for  the  extension 
of  the  line. 

This  floatiug  debt  consisted  chiefly  of  the 
aggregate  of  that  of  the  three  companies  com- 
posing the   consolidated   line,  which,  at  the 


time  of  consolidation  was  much  larger  than 
prudence  justified.  It  was  carried  mainly  by 
a  hypothecation  of  its  bonds.  The  protection 
of  these  bonds  from  sacrifice  has  been  the 
chief  difficulty  encountered  in  arranging  the 
indebtedness  of  that  company. 

Under  the  belief  that  the  floating  debt  ere* 
ditors  received  too  much  consideration  from 
the  Directors,  to  the  injury  of  the  mortgage 
bondholders,  the  latter  applied  to  the  United 
States  District  Court  for  the  appointment  of  a 
Receiver.  This  proceeding  was  concurred  in 
by  the  Board  of  Directors,  after  a  change  in 
the  officer  was  agreed  upon,  and  the  decree  of 
the  Court  so  arranged  as  to  equitably  protect 
all  interests  involved.  The  decree  of  the 
Court  protects,  as  far  as  practicable,  the  in- 
terests of  the  Pennsylvania  Railrod  Company, 
while  it  relieves  the  working  of  the  road  from 
vexatious  interruptions  from  its  creditors. 

Your  Board  of  Directors  in  pursuance  of 
resolutions  passed  at  your  last  annual  meeting, 
advertised  for  proposals  for  property  suitable 
for  a  terminal  depot  on  the  Delaware  river,  at 
any  point  between  the  mouth  of  the  Schuyl- 
kill and  two  miles  above  Richmond.  Under 
this  invitation  offers  for  property  at  different 
locations  were  received  and  referred  to  the 
Chief  Engineer  of  the  City  for  estimates  of 
reaching  the  several  properties  offered.  The 
report  of  this  officer  was  published  for  your  in- 
formation. After  a  careful  consideration  of 
this  report,  and  an  examination  of  the  various 
sites  by  special  committees  of  the  Board,  the 
location  was  determined,  with  remarkable 
unanimity,  at  the  foot  of  Washington  street, 
immediately  above  the  Navy  Yard.  Every 
member  of  the  Board,  except  one,  fully  believ- 
ed that  the  place  selected  is,  under  all  the  cir- 
cumstances, the  best  adapted  to  the  purpose 
for  which  a  river  terminus  is  required.  The 
object  to  be  attained  by  a  terminus  on  the  De- 
laware, is  to  reduce  the  cost  of  placing  the 
products  of  the  West,  and  the  interior  of  our 
own  State,  via.  the  Pennsylvania  route,  at  a 
point  where  cheap  storage  and  good  shipping 
facilities  can  be  obtained,  and  thus  secure  our 
due  proportion  of  these  products  for  transpor- 
tation, to  be  shipped  coastwise  or  to  foreign 
markets.  The  requirements  for  such  a  site 
were  economy  in  the  construction  of  a  road 
adapted  to  the  use  of  locomotive  steam  power, 
convenience  of  access,  ample  space  at  moder- 
ate cost,  and  proximity  to  the  business  center 
of  the  city. 

The  location  at  the  foot  of  Washington 
Street  was  early  determined  upon  in  the  minds 
of  a  majority  of  the  Board  as  the  one  which 
would  best  meet  these  requirements,  and  the 
only  difficulty  experienced  in  arriving  at  a  de- 
finite conclusion  was  as  to  the  continued  use 
of  locomotives  upon  that  avenue.  After  ma- 
turely considering  the  subject,  they  felt  justi- 
fied that  the  great  interests  involved  in  the 
enterprise  would  be  sufficient  to  control  this 
question,  while  to  reach  any  other  point  sug- 
gested there  was  no  route  that  could  at  all 
compare  with  it  in  cheapness  of  construction, 
or  superior  to  it  in  acceptability  from  the  busi- 
ness center  of  Philadelphia,  unless  it  was  that 
via.  Market  street,  which  required  to  make  it 
available  municipal  and  individual  conces- 
sions that  it  scarcely  seemed  reasonable  to 
ask. 

The  large  sura  required  to  complete  the 
Callowhill  street  connection,  added  to  the  high 
price  of  land  at  the  terminus,  placed  it  beyond 
the  consideration  of  the  board  as  a  project  to 
which  they  felt  justified  in  contributing  any 
considerable  amount.  The  sum  required  to 
consummate  this  connection,  if  it  had  all  to 
be  furnished  by  the  Pennsylvania  Railroad 
Company,  wtfuld  be  bo  large  that  the  interest 
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npon  it  would  defeat  the  main  object  sought 
in  reaching  the  Delaware  front — that  of  re- 
ducing the  cost  of  placing  produce  on  ship- 
hoard.  To  render  this  route  available  for  the 
object  intended,  the  parties  constructing  it 
would  necessarily  have  to  sink  the  larger  por- 
tion oi  their  investment,  as  the  interest  upon 
the  cost  of  the  improvement  must  form  part 
of  the  charge  for  transportion.  Reduce  these 
charges  to  the  lowest  remunerating  standard, 
and  the  advantages  of  this  company  are  in- 
creased so  as  to  enable  them  to  meet  their 
competitors  and  vastly  augment  the  business 
of  our  city. 

Under  existing  arrangements  a  large  portion 
of  the  western  products  brought  to  Philadel 
phia,  passes  directly  through  to  other  markets 
for  sale,  storage,  or  shipment,  where  superior 
facilities  are  offered.  One  of  the  objects  to  be 
obtained  by  ample  depot  privileges  on  the 
Delaware  front,  is  to  retain  the  produce  on 
storage  in  warehouses  on  the  wharf,  until  the 
owner  determines  upon  his  market.  This  ac- 
cumulation of  produce  will  inevitably  attract 
shipping  to  this  port,  and  create  a  competition 
for  the  freights  now  so  much  desired. 

The  ronte  adopted  also  affords  the  advantage 
of  connecting  (by  a  short  branch  road)  direct- 
ly with  the  City  Gas  Works,  which  would  effect 
a  saving  in  transponation  and  handling  of  the 
coals  annually  consumed  by  them,  equal  to  the 
interest  upon  the  cost  of  extending  the  road 
from  west  Philadelphia  (its  present  terminus.) 
to  a  connection  with  the  Philadelphia,  Wil- 
mington and  Baltimore  Bailroad,  east  of  the 
Schuylkill  A  connection  with  the  latter  road 
at  the  west  end  of  Gray's  Ferry  Bridge  may  be 
made  at  small  expense,  which,  combined  with 
an  extension  of  the  Philadelphia  and  Reading 
Railroad  to  the  Pennsylvania  Railroad,  on  the 
west  bank  of  the  Schuylkill,  would  enable  the 
former  Company  to  supply  the  region  of  coun- 
try reached  by  the  West  Chester  and  Philadel- 
phia, Wilmington  and  Baltimore  Railroads, 
with  coal,  instead  of  passing,  as  at  present, 
along  Broad  street. 

It  has  been  the  policy  of  your  Board  to  seek 
an  increase  of  traffic  by  securing  freights  de- 
stined to  any  part  of  the  world,  in  all  cases 
where  they  believed  they  could  add  to  the  pro- 
fits of  the  shareholders,  while  they  have,  with 
equal  care,  sought  to  protect  the  manufactur- 
ing and  commercial  interests  of  Philadelphia, 
whose  means  have  been  so  liberally  embarked 
in  the  enterprise,  by  such  differences  in  her 
favor,  in  the  rates  of  freight,  as  were  due  to 
the  shorter  distance,  it  was  to  be  transported 
to  and  from  the  West.  More  than  this  could 
scarcely  be  asked  of  this  Company,  and  more, 
if  demanded,  would  not  be  permitted  by  the 
competing  lines  of  transportation  between  the 
East  and  the  West.  During  the  past  year  the 
New  York  Central  Railroad  Company,  in  an 
unreasonable  (if  sincere)  effort  to  bring  the 
rates  to  and  from  New  York  to  the  same 
level  with  those  of  Philadelphia  and  Baltimore, 
sacrificed  hundreds  of  thousands  of  dollars  to 
herself  and  rivals,  without  attaining  her  object, 
beyond  temporarily  destroying  the  uniformity 
of  these  differences  in  rates. 

It  is  with  feelings  of  regret  that  the  Board 
have  to  record  the  decease,  during  the  past 
year,  of  Benjamin  T.  Curtis,  Esq.,  elected  a 
Director  to  represent  the  interests  of  the  city 
of  Philadelphia.  Always  prompt,  courteous 
and  affable  in  the  performance  of  his  duties, 
he  won  for  himself  the  confidence  and  esteem 
of  hi3  colleague*. 

Your  Board  of  Directors  refer  yon  to  the  ac- 
companying report  of  the  General  Superin- 
tendent, and  to  these  from  the  hands  of  other 
departments  of  the  Company's  service,  as  con-  ' 


taining  much  valuable  detailed  information — 
qnite  too  voluminous  to  be  embodied  in  this 
report. 

In  conclusion,  it  is  with  great  pleasure  that 
the  Directors  record  their  appreciation  of  the 
skill,  zeal  and  fidelity  of  the  officers  to  whom 
the  details  of  the  management  of  the  Road 
and  canals  is  more  immediately  "confined. 

By  order  of  the  Board. 

J.  Edgar  Thomson,  President 

Ww.  B.  Foster,  Jr.,  Vice  President. 

Mr.  Elkin  moved  that  the  report  be  ac- 
cepted and  published  for  the  use  of  the  stock- 
holders. 

Mr.  John  M.  Kennedy  offered  the  following 
as  an  amendment: 

Resolved,  That  the  report  and  papers  sub- 
mitted to  this  meeting,  by  the  President  and 

Directors,  be  referred  to  a  committee  of 

stockholders,  for  examination,  and  that  said 
committee  be  authorized  to  inquire  into  the 
general  policy  of  the  Company,  its  connections 
with  other  roads,  the  conditions  on  which  this 
Company  pro  rates  therewith,  as  compared 
with  its  charges  on  local  business,  and  the 
probable  influence  thereof  on  the  revenues  of 
the  Company  and  the  industrial  interests  of 
Pittsburgh,  Philadelphia,  and  Pennsylvania 
with  directions  to  report  fully  thereon  to  an 
adjourned  meeting  of  the  stockholders. 

Mr.  Elkin  declined  to  accept  the  amend- 
ment. 

Mr  Kennedy  urged  the  necessity  of  the  ex- 
ercise of  more  caution  in  the  accepting  of  an- 
nual reports;  it  was  imp  ssible  to  properly 
understand  these  reports  upon  hearing  them 
read  at  annual  meetings.  Mr.  K.  read  a  by- 
law of  the  Pittsburg,  Fort  Wayne  and  Chicago 
Railroad,  which  requires  that  all  important 
measures  shall  receive  the  sanction  of  the 
shareholders,  and  the  books  of  the  Company 
are  always  to  be  open  to  the  inspection  of  an 
examining  committee.  The  speaker  declared 
that  there  was  a  great  diversity  of  opinion  as 
to  the  policy  of  the  Company.  He  contended 
that  its  effect  was  to  discriminate  against 
Philadelphia,  and  to  make  New  York  and  Cin- 
cinnati the  termini  of  the  road,  instead  of 
Philadelphia  and  Pittsburg.  As  regards  the 
question  of  a  Delaware  terminus,  he  was  op- 
posed to  the  point  selected.  Mr.  K.  then  went 
into  an  argument  to  prove  that  in  respect  to 
freight  there  were  discriminations  against 
Philadelphia  and  in  favor  of  New  York.  He 
instanced  the  shipments  of  flour,  and  contend- 
ed that  the  tariff  of  charges  established,  tend 
to  the  building  up  of  Eastern  cities  to  the  pre- 
judice of  Philadelphia.  He  held  that  there 
was  sufficient  ground  for  a  difference  of  opinion 
as  to  the  policy  of  the  management  of  the  af- 
fairs of  the  Company. 

Mr.  K  proceeded  further,  and  was  called  to 
order  by  Mr.  David  Winebrenner,  who  contend- 
ed that  Mr.  Kennedy  was  urging  at  great  length 
matters  which  are  not  before  the  meeting. 
[Applause.] 

The  Chairman  decided  that  the  debate  was 
germain  to  the  resolution  before  the  meet- 
ing. 

Mr.  Kennedy  then  resumed,  and  argued  at 
length  against  the  policy  of  the  Directors  of 
the  Company.  If  the  Stockholders  of  the 
United  States  or  the  Bank  of  Pennsylvania 
had  reposed  le  s  implicit  confidence  in  their 
Boards  of  Directors,  the  consequences  would 
have  been  less  disastrous.     [Applause.] 

Mr.  Elkin  reminded  the  meeting  that  under 
the  present  law,  the  report  was  published  a 
month  before  the  election  of  Directors,  and 
every  stockholder  has  an  opportunity  to  exa- 
mine the  report  before  voting.  If  the  appoint- 
ment of  an  inquisitorial  committee  was  order- 


ed, he  believed  that  a  portion  of  the  Board 
would  resign.  He  moved  the  indefinite  post- 
ponement of  the  amendment 

A  stockholder — "If  that  is  to  cause  them  to 
resign,  the  sooner  they  resign  the  better." 
[Applause.] 

Mr.  Kennedy  again  resumed  his  argument 
against  the  policy  of  the  Company  in  respect 
to  the  tariff  of  charges  on  freight. 

Mr.  David  Winebrenner  asked  if  the  amend- 
ment was  not  based  upon  the  fact  that  the 
Board  has  chosen  Prime  street  as  a  terminus, 
in  opposition  to  the  inconceivable  humbug 
of  a  tunnel  under  Callowhill  street.  [Ap- 
plause.] 

The  motion  to  postpone  the  amendment 
of  Mr.  Kennedy  was  carried  by  a  vote  of  74 
to  54 

A  long  discussion  on  points  of  order  took 
place.  Mr.  Moncure  Robinson,  in  discussing 
them,  took  occasion  to  remark  that  it  would 
be  desirable  to  have  some  disclosures  from  the 
Board  as  to  the  reasons  for  its  policy  in  re- 
spect to  the  tariff  of  charges  on  freight. 

Col.  James  Page  spoke  in  favor  of  scrutiny 
in  the  affairs  of  the  Company  by  the  stockhol- 
ders. Every  man  should  attend  to  his  own 
business  if  he  would  have  it  properly  attended 
to.  [Applause.]  He  was  in  favor  of  a  com- 
mittee of  inquiry,  and  no  member  of  the  Board 
or  officer  should  object  to  it.  He  had  an  abid- 
ing confidence  in  the  Board,  and  a  committee 
of  inquiry  does  not  assail  the  members  of  it 
[Applause.] 

The  motion  of  Mr.  Elkin  to  accept  the 
report  and  publish  it,  was  unanimously  adopted. 

Mr.  Moncure  Robinson  spoke  of  the  impor- 
tance of  the  road,  and  urged  that  the  adminis- 
tration of  the  affairs  of  the  Company  should 
receive  the  undivided  attention  of  its  chief 
eqecutive  officer.  [Applause.]  He  was  will- 
ing to  increase  the  salary  of  the  President. 
He  offered  the  following  resolution: 

Resolved,  That  the  following  be  adopted  a3 
a  permanent  by-law  of  this  Company,  repeal- 
able  only  by  the  Stockholders  in  general  meet- 
ing, viz.  : 

The  President  of  this  Company  shall  give 
his  undivided  attention  to  its  affairs,  and  shall 
not  hold  a  salaried  office,  or  receive  a  com- 
pensation for  services  from  any  other  Com- 
pany. 

A  resolution  was  offered  by  Mr.  H  M.  Phil- 
lips, as  a  substitute  for  the  above. 

After  considerable  discussion,  the  matter 
was  postponed  by  a  large  majority,  until  the 
next  annual  meeting  of  the  stockholders. 

Mr.  Kennedy  offered  the  following : 

Resolved,  That  the  President  be  requested 
to  memorialize  the  Legislature  for  an  amend- 
ment to  the  charter  of  this  Company,  provid- 
ing that  the  City  Councils  of  Philadelphia 
alone  shall  have  power  to  fill  any  vacancy  oc- 
curring, from  any  cause-  in  the  city's  represen- 
tation in  the  Board  of  Directors. 

Carried  unanimously. 

Mr.  Ellcin  offered  the  following  resolntion: 

Resolved,  That  the  President  and  Directors 
of  the  Company  be  directed  to  publish,  in  two 
daily  newspapers,  their  annual  report,  hereaf- 
ter, for  one  week  before  the  annual  meeting 
of  the  stockholders. 

Not  agreed  to. 

Mr.  Kennedy  offered  the  subjoined: 

Resolved,  That  the  President  and  Directors 
be  directed  to  prepare  and  publish,  for  the  use 
of  the  Stockholders,  a  statement  setting  forth 
in  detail  the  relative  charges  on  through  and 
local  freight,  with  a  general  exposition  of  the 
prorating  system. 

Not  agreed  to. 

The  meeting  then  adjourned. 
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ANNUAL    REPORT    OF    THE    NEW 
JERSEY  R.  R.  CO. 

We  are  under  renewed  obligations  to  Mr. 
Wm,  Parry,  for  the  following  statistics  : 

Capital  Stock 33,7-19,000  00 

Funded  debt  (including  $48-5,000,  the  cost  of 
the  property,  &c.,  purchased  of  the  Jersey 
Associates) 688,000  00 

Profit  and  loss,  being  surplus  earnings  ex- 
pended in  the  construction  of  the  road,  and 
in  payment  of  the  property  stated  below.. . . 

Less  paid  for  relaying  the  road  with  new  rait.. 

Less  paid  for  damage  by  fire  to  steamboat  J.  S. 
Darcy 

Dividend,  1st  January,  payable  1st  February, 
186U 


5*27. 
10 


17 


025  99 
,510  00 


is? 


,207  37 
,450  00 


$5,124.61)8  62 


COST    OF    RAILROAD    AND    EQUIPMENTS. 
For  graduation  and  masonry,  bridges,  super- 
structure, iron,  passenger  and  freight   sta- 
tions, buildings  and  fixtures,  engine  and  car 
houses,  workshops,  machinery  and  fixtures, 

engineering,  land,  and  land  damages $3,374,910  36 

Locomotives,  tenders  and  snow  plows 142,780  09 

Cars— passenger,  freight  and  baggage 200,105  ?.6 

C<>st  of  railroad  and  equipments 3,717,885  81 

PROPERTY,  VIZ : 

Bridge,  ferry,  turnpike  and  other  stocks,  real 
estate,  ferry  boats,  privileges  and  fixtures 
(including  the  property  and  privileges  pur- 
chased of  the  Jersey  Associates  for 
$485,000) $1 ,241.839  19 

Cash  in  bank,  and  cash  items  on  demand 156,943  62 

35,124,668  62 
,    Receipts  and  expenditures  for  the  year  I8o9  : 

RECEIPTS. 

From  passengers $727,181  34 

From  freight 90,080  78 

From  TJ.  S.  Mail,  rents,  express  freight  and 

other  sources 206,420  53 


$1,025,682  65 


EXPENSES. 

Maintaining  railroad,  bridges,   and 
buildings $65,038  06 

Repairs   of  locomotives,   car3,   and 

machinery 42,727  42 

Fuel— cost  and  labor  in  preparing..      66,143  74 

Operating  the  road  and  transporting 
passengers  and  freight 197,052  68 

Office  expenses,  salaries  and  contin- 
gencies       11,110  27 

$382,072  17 

$643,610  48 

Interest  on  bonds $41,505  00 

Transit    duty    on    passengers    and 

freight 17,076  76 

Tax  on  capital  stock 18,7  45  t*0 

Dividends  in  cash,  August  and  Feb- 
ruary   374, 90n  00 

Profit  and  loss,  to  surplus  earnings,  191,383  72 

$643,610  48 

OPERATIONS  OF  THE  COMPANY  DURING  THE    YEAR    1859. 

The  number  of  passengers  and  tons  of  goods,  wares  and 
merchandise  transported  over  the  New  Jersey  R.  R.  during 
the  year  1859  : 

PASSENGERS, 

Passing  over  the  whole  line  of  the  road 329,856  J 

"         between  Jersey  City  and  Newark 1,201,024 

"                    '*                Elizabeth 132.205 

;;                                     "                 Railway 87,777>£ 

"  '*  "  Uniontown    & 

Metu-.hin...  9.313 

'*                  N.  Brunswick.  77,614 

all  intermediate  places . . .  672,337 

/xt  .-     ?&* 2,501^24 

(Not  including  commuters  and  free  passengers.) 

GOODS,  WARES    AND    MERCHANDISE. 

Passing  over  the  whole  line  of  the  road,  (tons) 1,204 

"         between  Jersey  City  and  Newark 381908 

"  Elizabeth 4.057  1 

Rahway 5,776* 

N.  Brunswick  ...13.268 
all  intermediate  places 34,793 

Total,  (tons) 98,007 

Number  of  miles  run  by  passenger,  freight  and  other 
trams,  44 /,u/  I. 

Office  N.  J.  R.  R.  Co.,  7 
Jan.  24, 1S60.  S 

H.  J.  Sonthma.vd,  Treasurer. 

P.  Wolcott  Jackson,  Secretary 
John  S.  Darcy,  President. 
3.  P.  Jackson,  Viae  Prcsidtni  and  Oen'l  Swp't, 


STATE  AID  TO  RAILE0ADS 


j  REPORT  OF  T.  BUTLER  KING  TO  THE  LEGISLATURE 
I  OP  GEORGIA. 

The  governor  Introduced  this  most  impor- 
tant subject  by  saying:  "In  my  annual  mes- 
sage to  the  last  legislature,  I  gave  it  as  my 
opinion  that  it  would  be  a  good  policy  for  the 
State  to  lend  her  credit  to  aid  in  the  construc- 
tion of  such  other  railroads  as  may  be  neces- 
sary to  the  more  full  development  of  her  vast 
resources,  provided  she  be  made  perfectly  se- 
cure, beyond  doubt,  against  ultimate  loss.  I 
still  entertain  the  same  opinion."  This  opi- 
nion went  before  the  people  of  Georgia,  has 
been  maturely  considered  by  them,  and  they 
have  given  the  best  evidence  in  their  power  of 
approval  of  it,  in  his  re-election  by  much  the 
largest  majority  of  suffrages  that  ever  elevated 
a  citizen  of  this  State  to  the  executive  chair. 
This  decided  expression  of  the  popular  will 
must  be  as  gratifying  to  his  excellency  as  it  is 
sure  to  place  him  in  the  front  rauk  of  the 
friends  of  progress. 

It  may  be  contended  by  those  opposed  to 
this  policy,  that  it  was  not  the  ruling  question 
in  the  canvass,  yet  it  must,  in  the  opinion  of 
the  undesigned,  be  admitted,  that  it  was  of 
sufficient  importance  to  have  had  a  very  de- 
cided influence  in  his  re-nomination  and  elec- 
tion, and  that  his  triumphant  success  is  con- 
clusive evidence  that  his  opinions  are  approv- 
ed by  the  great  mass  of  the  people. 

This  policy,  if  adopted  by  the  legislature, 
will  inaugurate  a  system  of  improvement  and 
material  progress  for  Georgia  far  superior  in 
the  wisdom  of  its  provisions  and  limitations 
to  any  heretofore  adopted  by  either  of  her  sis- 
ter States;  and  while  it  will  give  suitable  en- 
couragement and  aid  to  great  and  important 
works,  will  hold  out  no  temptation  to  those 
who  would  recklessly  embark  in  unprofitable 
undertakings.  It  will  accord  with  the  prudent 
and  enlightened  views  of  the  people,  and 
awaken  a  spirit  of  enterprise  which  must 
soon  elevate  our  noble  State  to  the  real  and 
unquestionable  rank  of  "Empire  State  of  the 
South." 

When  a  State  is  about  to  adopt  a  system  for 
the  development  of  her  resources,  to  increase 
her  wealth  and  power,  either  by  the  expendi- 
ture of  her  own  means,  or  by  encouragement 
and  aid  to  her  citizens,  it  is  prudent  and  pro- 
per to  take  a  view  of  her  geographical  position 
with  respect  to  communication  and  intercourse 
with  adjoining  States,  and  her  connection 
with  the  commerce  of  the  world,  both  domestic 
and  foreign. 

The  reckless  extravagance  with  which  many 
of  the  interior  States  of  the  Union  have  enter- 
ed on  a  system  of  railroad  improvements,  and 
an  unguarded  issue  of  State  credits,  has  been 
caused  by  a  total  neglect  or  disregard  of  these 
most  important  considerations.  Any  State 
about  to  engage  in  such  a  system  should  ex- 
ercise the  caution  and  sagacity  to  first  consi- 
der well  the  amount  of  the  proposed  cost  or 
risk,  and  the  certain  and  probable  profits. 

Second,  the  pecuniary  strength  to  be  real- 
ized in  the  increased  value  of  the  taxable 
property  of  her  citizens,  and  the  augmentation 
of  the  political  power  to  be  acquired  by  it. 
For  although  the  latter  objects  are  of  vital 
importance  in  the  estimation  of  every  states- 
man, they  are  not  commonly  regarded  in 
time  of  peace,  as  the  leading  or  governing 
motives  in  risks  or  investments  of  that  nature. 
To  estimate  clearly  (he  great  natural  advan- 
tages and  commercial  position  of  Georgia,  it 
will  be  necessary  to  compare  them  with  those  ' 


of  her  great  Northern  sister  States,  on  the 
Atlantic  border,  and  to  show,  that  with  one 
twentieth  part  of  the  expenditure,  that  has 
been  made  by  those  States,  or  in  fact  by  sim- 
ply lending  their  credit,  as  proposed  in  the 
message,  she  may  soon  rival  them  in  wealth 
and  commerce. 

GEORGIA   RAILROAD    SYSTEM. 

The  sea  coast  of  the  United  States,  from  St. 
Mary's  in  Georgia,  to  Eastport  in  Maine,  has 
an  almost  due  north-east  direction.  The  for- 
mer being  situated  on  the  eighty-second,  and 
the  latter  on  the  sixty-seventh  degree  of  longi- 
tude, west  from  Greenwich,  or  in  other  words, 
Eastport  is  near  800  milrs,  Boston  about  660, 
and  New  York  500  miles  east  of  St.  Mary's. 
New  Orleans  and  St.  Louis  are  very  near  the 
nineteenth  degree  of  longitude,  showin"  that 
the  coast  of  Georgia  is  about  five  hundred 
miles  nearer  to  the  general  course  of  the  Mis- 
sisippi  river  than  New  York,  and  near  seven 
hundred  nearer  than  Boston.  It  is  further 
from  New  York  to  St  Louis  by  railway,  than 
it  will  be,  when  the  roads  now  in  progress 
shall  be  completed,  from  our  coast  to  the  very 
center  of  the  rich  cotton  producing  region  of 
Texas.  It  has  been  found  quite  practicable 
to  transport  produce  from  Missouri  and  Iowa 
to  New  York,  and  merchandise  from  that  city 
to  those  States  by  railroad,  and  it  therefore 
must  be  regarded  as  equally  practicable  to 
bring  the  cotton  of  Texas,  and  the  intermedi- 
ate States  of  Louisiana,  Mississippi  and  Ala- 
bama, to  our  ports  by  a  similar  mode  of  con- 
veyance. St.  Louis  is  one  hundred  and  fifty 
miles  nearer  to  Savannah  than  it  is  to  New 
York  on  a  right  line,  and  by  railroad  the  dif- 
ference of  distance  will  be  more  than  two 
hundred  miles.  The  distance  from  Memphis 
to  Savannah,  is  701  miles  by.  railroad,  and 
from  Yicksburg  it  will  be  about  022  miles. 

The  Baltimore  and  Ohio  Railroad  Company, 
not  long  since,  transported  coal  for  one  cent 
a  ton  per  mile;  at  that  rate,  bales  of  cotton 
weighing  500  lbs.  each,  of  four  to  the  ton, 
could  be  delivered  from  Memphis  at  Savannah 
at  §1  75  per  bale.  But,  if  we  adopt  the  rate3 
charged  on  the  New  York  Railroads,  for  mix- 
ed freights  two  cents  per  ton,  per  mile,  it 
would  cost  $14  02  to  transport  a  ton — four 
bales — from  Memphis  to  Savannah,  or  $3  50 
per  bale.  The  Memphis  Bulletin  publishes  a 
statement,  showing  that  cotton  may  be  sent 
from  that  place  to  New  Yord,  by  way  of  St. 
Louis,  for  $4  87}  per  bale,  and  that  to  send 
by  way  of  New  Orleans  it  costs  $5  62}. 
Showing  a  difference  in  favor  of  the  St.  Louis 
route  of  75  cents  per  bale. 

These  figures  show  that  if  our  railroad  sys- 
tem were  extended  by  the  construction  of 
new  lines,  so  as  to  reduce  the  present  exorbi- 
tant charges  on  freight  and  facilitate  tran- 
sportation, cotton  would  be  brought  from 
Memphis  to  the  ports  of  Georgia  for  $1  75 
per  bale  less  than  it  can  be  carried  from  that 
place  to  New  York  by  way  of  St.  Louis,  and 
$2  50  less  than  by  way  of  New  Orleans.  As- 
suming the  distance  from  Vicksburg  to  be 
622  miles,  and  adopting  the  New  York  rates 
for  mixed  freights,  the  highest  at  two  cents 
per  ton  per  mile,  we  see  that  cotton  can  be 
transported  from  that  place  to  Savannah  for 
$3  11  per  bale  of  500  pounds. 

The  speed  of  freight  trains  on  railroads 
ought  to  be  twelve  miles  an  hour,  which  would 
deliver  freight,  from  Memphis  at  Savannah  or 
Brunswick  in  fifty-two  hours.  The  passage  of 
steamers  from  Memphis  to  New  Orleans  is 
from  three  to  four  days.  At  the  ports  of 
Georgia,  cotton  will  be  from  ten  to  twenty 
days  nearer  the  Northern  and  European  mar- 
kets than  in  New  Orleans ;  and  in  addition 
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to  that  saving  of  time,  the  costs  and  charges 
of  receiving,  storage,  commissions,  insurance, 
and  freight  are  much  lower  at  Savannah  than 
at  New  Orleans,  and  that  difference  will  more 
than  pay  the  freight  from  the  Mississippi  to 
our  ports.  In  consequence  of  the  Northern 
course  of  the  Gulf  stream,  and  the  dangerous 
pessage  South,  round  the  capes  and  keys  of 
Florida,  sailing  vessels,  hound  to  the  Gulf 
ports  from  Europe  or  the  North,  are  compell- 
ed to  go  into  the  Caribbean  sea,  east  of  Cuba, 
and  pass  round  the  west  end  of  that  Island 
into  the  Gulf  of  Mexico.  This  circuitous  pas- 
sage requires  about  thirty-five  days  from  New 
York  to  New  Orleans,  and  retards  very  much 
the  transmission  of  merchandise  for  the  sup- 
ply of  the  Western  markets. 

The  ordinary  voyage  from  New  York  to  the 
coast  of  Georgia,  is  five  days  ;  therefore,  mer- 
chandise destined  for  the  States  west  of  her 
would,  if  sent  iu  sailing  vessels  to  the  ports 
of  Georgia,  reach  their  destination  within 
eight  or  ten  days,  and  if  sent  in  steamers,  in 
about  six  days — thus  saving  from  twenty  five 
to  thirty  days. 

This  saving  of  time  is  the  very  soul  of  com- 
merce. The  law  of  trade  is,  that  what  one 
merchant  can  do  with  certainty,  celerity,  and 
profit,  all  others  iu  the  same  pursuit  must  do 
to  compete  successfully  with  him.  It  is, 
therefore,  quite  certain  that  all  the  merchan- 
dise destined  to  supply  the  States  west  of  us 
must  come  to  our  ports  and  pay  freight  on 
our  railroads;  and  it  is  equally  certain  that 
the  cotton  ■will  come  from  the  west  to  meet 
the  ships.  The  laws  of  trade  operate  with 
as  much  certainty  as  the  laws  of  gravita- 
tion. 

On  the  completien  of  the  Memphis  and 
Charleston  Railroad,  it  was  supposed  that 
cotton  would  be  immediately  sent  from  the 
tormer  to  the  latter  city;  and,  because  it  was 
not,  the  argument  has  been  raised  that  it  will 
not,  under  any  circumstances,  or  at  any  time, 
be  sent  for  shipment  from  the  Mississippi  to 
our  Atlantic  ports.  The  reasons  why  the  ex- 
pected result  did  not  follow  the  completion  of 
that  work  are  very  obvious.  First,  the  Missis- 
sippi cottons  bear  higher  prices  in  New  Or- 
leans than  uplands  do  in  our  Atlantic  mar- 
kets. Second,  the  road  is  but  a  single  track, 
prices  of  freight  too  high,  and  the  delays  in 
transportation  too  great,  to  encourage  any 
change  in  the  direction  of  that  branch  of 
commerce  When  several  competing  lines  of 
railroad  shall  have  been  completed  to  the 
Mississippi  river,  affording,  from  several  points, 
cheap  and  rapid  transportation  to  our  sea- 
ports, cotton  will  be  purchased  at  those  places 
and  sent  through  to  them  for  shipment,  as  it  is 
now  purchased  in  and  sent  forward  from  our 
interior  towns  and  cities. 

Another  reason  was,  that  the  producers  of 
inferior  cotton  in  North  Alabama  and  Ten- 
nessee could,  by  sending  their  crops  to  New 
Orleans,  pass  them  off  for  Mississippi  cottons, 
at  better  prices  than  could  be  obtained  in 
Charleston  or  Savannah,  When  cheap  and 
rapid  communication  by  railroad  shall  have 
been  perfectly  established,  produce  will  follow 
those  channels  to  market  as  surely  as  water 
flows  where  the  declivity  is  greatest. 

To  make  money  is  the  great,  object  of  all 
commercial  transactions,  and  a  saviny  of  one 
dollar  per  bale  would  be  sufficient  to  change 
its  direction  to  market. 

The  cost  of  the  freight  and  insurance  from 
Savannah  to  Liverpool  is $2  IS  less  than  from 
New  Orleans  to  Liverpool;  and  the  charges 
for  receiving,  storing,  commissions,  forward- 
ing, etc.,  etc',  in  New  Orleans  are  about  §2  25 
per  bale  more  than  they  are  in    Savanuah, 


making  $4  40  per  bale;  and  the  freight  from 
Yicksburg  to  New  Orleans,  50  cents,  and  we 
have  $4  90  per  bale  in  favor  of  shipments 
from  Savannah,  which  must  decide  the  move- 
ment in  favor  of  that  port 

It  now  remains  to  be  shown  what  States  this 
movement  will  embrace,  and  the  amount  of 
trade  and  traffic  it  will  control. 

The  States  of  Alabama,  Mississippi,  Louisi- 
ana, Texas,  Arkansas,  and  Tennessee,  contain 
an  area  of  625,974  square  miles,  and  iu  1850 
produced  1,544,690  bales  of  cotton.  They 
now,  probably,  produce  more  than  2,500,000. 
The  crop  of  Texas  has  increased  since  that 
time  from  57,556  to  more  than  250,000,  and 
her  soil  is  capable  of  producing  at  least  two 
millions  of  bales.  The  alluvial  soil  of  the 
Valley  of  the  Mississippi  river,  lying  within 
the  States  of  Louisiana,  Arkansas,  Tennessee, 
and  Mississippi,  is  estimated  to  be  capable  of 
producing  more  than  four  millions  of  bales ; 
and  the  product  will  increase  from  what  it 
now  is  as  fast  as  the  consumption  may  de- 
mand it. 

Therefore,  it  is  reasonable  to  suppose  that 
within  a  period  of  twenty-five  years  hence, 
these  States  will  produce  at  least  four  milion 
bales  of  cotton,  which,  at  ten  cents  per  pound, 
or  fifty  dollars  per  bale,  will  lie  worth  two 
hundred  million  dollars ;  and  there  can  not 
be  a  doubt  on  the  mind  of  any  reasonable 
man,  who  will  take  a  proper  view  of  the  geo- 
graphical position  of  Georgia,  that  she  may, 
by  the  adoptation  of  the  policy  recommended 
in  the  message,  attract  to  her  own  seaports 
more  than  one-half  of  this  vast  product;  that 
she  will  become  one  of  the  largest  exporting 
and  importing  States  of  the  Union,  and  that 
her  railroads  will  be  the  channels  of  traffic 
between  the  great  cotton  producing  States 
and  the  commercial  world. 

EXPERIENCE    OF    THE    SEVERAL   STATES. 

The  State  of  New  York  was  the  first,  among 
the  States  of  the  Union,  to  commence  a  sys- 
tem of  internal  improvement,  to  develop  her 
own  resources,  and  attract  to  her  seaport  the 
trade  of  the  North-western  States.  It  is  pro- 
per, therefore,  to  see  wJiat  was  her  own  condi- 
tion with  respect  to  population,  and  the  value 
of  her  taxable  property,  when  she  began  those 
works  which  have  so  vastly  augmented  her 
wealth,  prosperity,  and  power.  At  the  time 
she  commenced  the  Erie  Canal,  the  number 
of  her  inhabitants  was  not  much  larger  than 
that  of  this  State  at  the  present  time,  and 
when  that  work  was  completed  in  the  year 
1825,  the  taxable  value  of  her  property 
amounted  to  but  $312,256,257  ;  not  much 
more  than  one  half  the  value  of  the  taxable 
property  of  Georgia  at  this  time.  The  great 
object  of  that  work  was  to  draw  the  trade  of 
the  North-western  States  and  Territories  to 
New  York.  Those  States  are  Ohio,  Indiana, 
Michigan,  Illinois,  Wisconsin  and  Iowa.  They 
embrace  an  area  of  391.363  square  miles,  and 
had,  at  that  time,  a  population  of  1,121,372. 
Their  exports  consisted  chiefly  of  wheat  and 
flour.  New  York  has  continued  to  pursue 
this  system  until  she  has  expended  on  canals, 
of  her  own  means,  $54,054,601  02.  The  State 
and  her  citizens,  have  expended  on  railroads 
8132,753,160  34,  making  an  aggregate  expen- 
diture of  $186,807,761   36. 

This  vast  sum  has  been  employed  to  develop 
her  own  resources,  and  to  compete  with  her 
sister  States,  Massachusetts  and  Pennsylvania, 
for  the  commerce  and  traffic  of  the  States 
lying  west  Jof  her,  The  canal  and  railroad 
system  of  Pennsylvania  has  cost  over  one  hun- 
dred millions  of  dollars,  about  forty-seven 
millions  of  which  the  State  expended  of  her 
own  mean3.      A  very  large  proportion  of  this 


was  used  in  extending  her  lines  of  improve-- 
ment  west  for  the  purpose  of  competing  with 
New  York  for  the  trade  of  that  region.  Mas- 
sachusetts next  entered  the  field  of  competi- 
tion, and  with  a  population  about  equal  to 
that  of  Georgia,  and  a  territory  not  one-eighth 
as  large,  she  has  expended  on  her  railroads 
$64,805,018.  Her  railroads  have  cost  over 
$43,000  per  mile,  and  yet  they  pay  an  average 
dividend  of  six  per  eent. 

Those  three  States  have  expended  on  canals 
and  railroads  more  than  three  hundred  and 
seventy  millions,  a  very  large  proportion  of 
which  was  applied  to  works  designed  to  at- 
tract the  trade  of  the  North-west  to  their  sea- 
ports; a  trade  which  never  can  equal  in  value 
that  of  the  cotton  States,  which  will  seek  a 
market  over  the  railroads  of  Georgia,  if  the 
policy  proposed  be  adopted,  without  drawing 
one  dollar  from  the  treasury. 

For  the  purpose  of  presenting  a  clear  view 
of  the  effects  of  improvements  in  the  State  of 
New  York,  on  her  wealth  and  power,  it  is  only 
necessary  to  point  to  her  3,500,000  people, 
and  to  the  taxable  value  of  her  property, 
amounting  to  $1,404,907,079,  and  then  to  con- 
sidar  what  would  have  been  her  condition  if 
she  had  remoined  inactive,  and  allowed  Mas- 
sachusetts and  Pennsylvania  to  perfect  their 
system  of  canals  and  railroads  without  compe- 
tion.  Is  it  not  evident,  that,  instead  of  being 
the  first  and  most  powerful  State  in  the  Union, 
she  would  at  this  hour  only  occupy  the  third  or 
fourth  rank  ? 

The  geographical  position  of  Georgia  is  far 
more  commanding  than  that  of  New  York! 
and  if  she  is  true  to  herself,  and  now  moves 
in  earnest  io  the  adoption  of  a  wise  system, 
she  may  realize  results  more  certain  and  aston- 
ishing, than  those  which  have  elevated  her 
great  Northern  sister  to  one  of  the  first  posi- 
tions in  the  commercial  world.  In  all  the 
States  of  the  Union,  where  railroads  have  been 
constructed,  the  value  of  property,  and  the 
popnlation,  have  vastly  increased,  and  all 
pursuits  have  become  more  profitable. 

The  value  of  property  in  the  State  of  New 
York  has  more  than  doubled  in  ten  years, 
since  the  completion  of  her  railroads;  in 
1849,  it  amounted  to  $665,850,737;  in  1859  it 
was  $1,404,907,679.  In  the  State  of  Ohio  a 
similar  result  has  followed  the  construction  of 
her  railroads  ;  the  value  of  her  taxable  pro- 
perty, i a  1850,  was  $439,966,340,  in  1859,  it 
was  $850,800,031,  a  fraction  less  than  one 
hundred  per  cent,  increase  in  nine  years. 
The  value  of  taxable  property  in  Pennsylva- 
nia has  increased  about  in  a  similar  propor- 
tion. In  New  Jersey,  the  value  of  land  five 
miles  in  width,  on  each  side  of  the  Camden 
and  Amboy  Railroad,  has  increased  in  value 
as  much  as  that  double  track  road  has  cost. 
The  Virginia  and  East  Tennessee  Railroad  is 
204  miles  in  length,  and  cost  about  $7,000,- 
000.  In  1850,  the  taxable  value  of  lands  in 
the  counties  thiough  which  it  passes,  taken 
from  the  census,  was  $28,952,627,  and  in  1856, 
the  assessment  makes  it  $54,917,228,  an  in- 
crease in  six  years  of  $25,365,558,  or  almost 
one  hundred  per  cent. 

WHAT  RAILROADS  HAVE  DONE. 

In  North  Carolina,  the  pine  land  that  was 
worth  but  5  to  10  cents  per  acre,  before  the 
railroads  were  built,  is  now  selling  for  three, 
'  five,  and  in  many  places,  ten  dollars  per  acre. 
The  Greenville  Alabamian  states  that,  in 
1853,  when  the  survey  of  the  Montgomery  and 
Pensacola  Railroad  was  commenced,  the  value 
of  land  in  Butler  county  was  $531,015;  in 
1855,  when  the  grading  was  commenced,  it 
was  $891,175;  ami  in  1858  it  was  over  $2,000,- 
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000,  showing  an  increase  of  near  four  hundred 
per  cent. 

In  nine  of  the  South-western  counties  of 
Georgia,  which  have  been  approached  by  rail- 
road since  1850,  the  value  of  land  has  risen 
from  $11, 9-11, 715  to  $28,639,027,  an  increase 
of  $11, 697, 311,  or  of  98  per  cent,  in  nine  years 
There  are  in  the  counties  south  of  the  Ocmul- 
gee  river,  and  west  of  the  Altamaha,  remote 
from  railroad,  6,743,349  acres  of  unculled 
pine  timber  land.  If  the  contemplated  lines 
of  railroad  shall  be  constructed,  those  lands 
will  be  worth,  for  the  timber  and  for  the  culti- 
vation— where  now  it  is  of  little  or  no  value — 
from  five  to  ten  dollars  per  acre,  and  add 
not  less  than  thirty  millions  of  dollars  to  the 
taxable  value  of  property  in  the  Stale. 

The  mountains  of  Georgia  are  rich  in  met- 
als and  minerals,  and  probably  contain  as 
much  coal  and  iron  as  those  of  Pennsylvania, 
which  now  send  forth  a  product  worth  more 
than  seventy-five  millions  of  dollars  annually, 
from  a  region  which,  before  canals  and  rail- 
roads were  built,  was  like  that  of  Georgia,  of 
little  value.  There  can  not  be  a  doubt,  there- 
fore, that  suitable  railroad  communications 
will  develop  the  wealth  of  our  mineral  region, 
and  make  it  as  populous  and  productive  as 
any  in  the  world. 

There  being  now  returns  showing  the  taxa- 
ble land  in  Georgia,  previous  to,  nor  for  some 
years  after  the  construction  of  the  Central 
Railroad,  and  the  Georgia  Railroad,  and  most 
of  their  connections,  it  is  Dot  possible  to 
ascertain  the  effect  of  those  works  on  the  tax- 
able value  of  property  in  this  State,  but  the 
more  recent  extension  of  the  South-western 
Railroad,  in  the  nine  counties  above  alluded 
to,  shows  very  conclusively  what  it  must  have 
been. 

Evidences  of  the  increased  value  of  proper- 
ty, caused  by  the  construction  of  railroads, 
might  be  multiplied  to  an  almost  indefinite 
extent,  from  all  parts  of  the  Union  where  they 
have  been  built,  but  it  is  believed  that  enough 
has  been  adduced  to  show,  beyond  doubt,  that 
if  the  policy  proposed  in  the  message  shall  be 
carried  into  practical  effect  by  the  legislature, 
that  while  the  State  will  be  perfectly  secure 
from  pecuniary  loss  or  injury  to  her  credit, 
incalculable  benefits  will  be  conferred  on  those 
portions  of  her  territory  which  are  now  with- 
out railroad  facilities;  that  the  taxable  value 
of  all  property  will  bo  vastly  increased;  that 
all  occupations  and  pursuits  must  participate 
in  the  general  prosperity;  that  our  towns  and 
cities  will  be  enriched  by  an  extensive  and 
profitable  trade,  and  Georgia  become  the  great 
agricultural,  mining,  and  commercial  State  of 
the  South. 

The  last  annual  report  of  the  Gorgia  Rail- 
road and  Banking  Company,  March,  1859, 
shows  that  their  capital  stock  is  $4,000,010, 
and  that  the  net  earnings  of  their  railroad 
and  bank  for  the  year  amounted  to  $599,211  80, 
which  gives  a  dividend  on  that  capital  of 
14  8-lU  per  cent.  Some  previous  years  gives 
a  larger  result.  The  Annual  Report  of  the 
Central  Railroad  and  Banking  Company  for 
1858,  shows  their  capital  stock  to  be  $3,750,- 
000,  and  the  net  earnings  of  their  Railroad 
and  Bank  for  the  year,  to  have  been  $787, 
103  69,  which  gives  a  dividend  on  their  capital 
of  20  8  per  cent. 

These  figures  prove  that  the  former  could 
have  paid  a  dividend  of  over  seven  per  cent, 
the  legal  interest  of  Georgia — on  twice  the 
amount  of  their  capital,  or  on  $8,000,000,  and 
that  the  latter  companies  could,  very  nearly, 
have  paid  a  like  dividend  on  three  times  the 
amount  of  their  capital,  or  on  $11,250,000, 
and  that  the  two  companies  could  have  paid 


a  dividend  of  seven  per  cent,  on  819,250,000, 
or  on  $11,500,000,  more  than  their  capital 
stock. 

This  statement  proves  that  three  additional 
railroads  running  from  the  interior,  to  the  sea- 
coast,  would  each,  with  only  the  present 
amount  of  traffic,  pay  a  dividend  of  seven  per 
cent,  per  annum.  But  when  we  consider  that 
the  exports  of  upland  cotton  from  Savannah 
have  increased  from  202,363  bal«s  in  1853  to 
452,266  in  1859,  and  that  175,445  bales  of 
that  increase  occurred  in  the  present  year, 
we  can  not  fail  to  perceive  that  the  cotton  of 
western  Georgia,  and  eastern  Alabama,  which 
formerly  went  to  ports  on  the  Gulf,  is  begin- 
ning to  find  its  way  to  the  Atlantic  by  railroad 
conveyance.  This  goes  to  prove  the  argu- 
ment presented  in  this  report,  that  as  our 
railroad  system  is  increased  and  extended 
westward,  the  cotton  of  the  States  lying  west 
of  Georgia,  will  be  sent  to  her  Atlantic  ports, 
and  that  the  time  is  not  distant,  when  more 
than  two  millions  of  bales  will  annually  take 
that  direction,  and  supply  all  the  railroads 
that  can  be  constructed  under  the  proposed 
measure,  each,  with  more  freights  and  pas- 
senger traffic,  than  the  Central  Railroad  now 
carries. 

Therefore,  considering  the  large  profits  re- 
alized by  the  two  roads  before  mentioned, 
and  the  increase  of  business  which  must  come 
from  and  go  to  the  cotton  States  west  of  us, 
as  railroad  communications  shall  be  extended 
through  them,  there  can  not  be  a  doubt  on  the 
mind  of  any  reasonable  man  that  the  new 
lines  contemplated  will  yield  such  profits  as  to 
put  to  rest  all  fears  that  they  will  not  pay 
promptly,  the  interest  and  principal  of  the 
bonds,  as  they  become  due,  which  it  is  propos- 
ed that  the  State  will  indorse. — De  Bow  s 
Review. 


PACIFIC  RAILROAD. 

The  following  resolutions,  offered  by  Col. 
Prall,  in  the  Senate,  on  the  1st.  inst.,  passed 
that  body  at  the  time,  and  have  since  passed 
the  House,  viz : 

Whereas.  The  State  of  Kentucky  is  govern- 
ed by  the  same  local  interests  as  cur  sister 
State  of  Tennessee,  and  the  two  States  are  now 
brought  into  more  intimate  business  relations 
by  the  completion  of  the  Louisville  and  Nash- 
ville railroad,  while  other  links  of  inter-com- 
munication are  in  contemplation;  and  it  was 
recently  affirmed  by  the  Legislature  of  Tennes- 
see that  the  State  has  by  legislation  establish- 
ed extensile  rail  way  inter-communications  with 
her  sister  States,  tending  to  cement  their  union 
by  commercial  interest,  and  to  develop  their 
respective  sources  of  wealth,  to  the  especial 
benefit  of  each,  for  the  good  of  the  whole; 
through  the  patriotic  generosity  of  the  States 
lying  west  of  the  Mississippi  river,  and  of  the 
government  of  the  Unite  1  States,  a  continuous 
line  of  railroad  from  the  termini  of  the  Tennes- 
see railways  at  Memphis,  and  from  other  ports 
on  the  Mississippi  river,  has  been  provided  for 
as  far  as  the  eastern  boundary  line  of  the  State 
of  Texas  ;  and  Texas  has  nobly  granted  the 
Southern  Pacific  Railroad  the  right  of  way,  and 
other  authority  to  construct  a  railroad  from 
the  eastern  boundary  of  that  State  to  El  Paso, 
on  the  Rio  Grande,  on  the  confines  of  the 
United  States  Territory  of  Arizona,  and  to  ena- 
ble it  to  complete  tbe  same  has  granted  to  said 
company,  in  fee  simple,  sixteen  sections  of 
land,  anrl  a  loan  for  ten  years  of  $6,000  for 
every  mile  thereof  constructed,  thus  completing 
half  the  distance  from  the  Mississippi  river  to 
the  Pacific  Ocean;  and  for  extending  this  road 


to  the  Pacific  Ocean,  the  extent  of  line  across 
the  Territory  of  Arizona,  a  distance  of  572 
miles,  and  over  California,  of  260  miles,  mak- 
ing the  the  total  distance  from  El  Paso  to  the 
Pacific  Ocean  838  miles,  means  are  yet  un- 
provided ;  and  by  the  climate,  topography,  ma- 
terials, fuel,  water,  and  a  country  whose  agri- 
cultural and  mineral  resources  are  inviting 
their  development  of  inexhaustible  wealth,  na- 
ture has  stamped  upon  this  line  all  the  quali- 
ties of  a  great  national  railway — not  a  mere 
individual  or  State  enterprise,  but  one  tending 
to  nationality  in  its  character,  and  even  to  bo 
a  thoroughfare  to  foreign  nations,  promoting, 
revolutionizing,  and  regulating  the  commerce 
of  the  several  States  of  the  Union,  and  of  the 
United  States,  with  other  parts  of  the  world, 
and  the  States  with  each  other;  affording  to 
the  government  of  the  United  States  a  direct, 
safe  and  speedy  military  and  postal  route, 
within  the  federal  territory,  between  its  Atlan- 
tic and  Pacific  States,  whereby  mails,  troops, 
and  munitions  of  war  may  at  all  times  hereaf- 
ter be  transported  with  the  utmost  speed  and 
safety;  and  the  completion  of  this  inter-oceanic 
railway  will  be  greatly  conducive  to  the  best 
interests  of  the  State  of  Kentucky  and  the  en- 
tire west  and  southwest;  therefore, 

Resolved,  That  we  regard  the  the  Southern 
Pacific  Railroad  as  a  necessity  of  the  age,  and 
that  we  co.nmend  it,  and  its  extension  from 
El  Paso,  through  Arizona  to  the  Pacific  ocean, 
I  to  the  favorable  consideration  of  our  Senators 
and  Representatives  in  Congress,  so  as  to  ob- 
tain therefor  such  countenance  and  aid  as  may, 
within  the  constitutional  limits,  be  properly 
conferred. 

Resolved,  That  a  copy  of  the  foregoing  pre- 
amble and  resolutions  be  furnished  each  ono 
of  our  Senators  and  representatives  in  Congress 
of  the  United  States,  by  the  Governor,  as  soon 
after  as  possible. 

MONETARY  AND  COMMERCIAL. 

There  has  been  no  noticable  feature  transpired  relative 
ti  money  matters  since  our  last  issue.  The  demand  has 
been  full,  and  equal  to  the  ability  of  lenders  to  nwet,  but 
has  not  been  characterized  with  anything  like  tightness  as 
compared  with  a  short  time  p:ist ;  it  may,  however,  be  re- 
garded as  close.  The  banks  are  doing  all  they  can  to  aid 
their  customers  and  afford  the  best  facilities  in  their  power 
to  legitimate  business.  Rates  remain  without  change  in 
bank  JO®  12;  outside  transactions  I3@I8. 

For  Exchange  on  the  East  there  has  been  a  good  demand 
and  a  firm  market  at  previous  quotations  38@40  prem. 
buying,  and  i  prem.  selling.  New  Orleans  is  dull  and  but 
little  doing.     We  quote  : 

BUYING.  SELLING. 

New  York  Sight 38©40  prem.  f  @i  prem. 

Boston 37@4U  prem.  |@i  prem. 

Philadelphia ©4"  prem.  f@i  prem. 

Baltimore 37@40  prem.  £©■£  prem. 

New  Orleans.... par®—  prem.  1        prem. 

American  Gold 25@30  $@i  prem. 

Relative  to  Stocks  the  Tribune  of  Tuesday  says  :  Central 
was  very  firm  under  the  adjournment  of  the  discussion  in 
the  Legislature,  aud  sold  as  high  as  72 J  against  7I|  on 
Saturday.  The  Western  shares  are  neglected,  but  gener- 
ally well  sustained,  The  bear-jobbers,  until  toward  the 
close,  did  not  seem  disposed  to  make  much  demonstration, 
and  then  they  did  not  press  the  market  with  much  vigor. 
In  the  Bond  market  the  transactions  were  to  fair  extent  at 
about  previous  prices.  The  closing  quotations  were : 
Virginia  6s,  93©93X ;  Messouri  6s,  bl)J©8flff ;  Canton 
Company,  lfij@17  ;  Cumberland  Coal,  15®15X  ;  Pacific 
Mail,  93@93£;  New  York  Central  Railroad,  72}@72J;  Erie 
lt:iiln)ad,9i®!»£;  Hudson  River  Railroad,  4li£@4i>i;  Harlem 
Railroad,  8±©iU  J  Harlem  Preferred,  33£®33*  ;  Reading 
Railroad,  4li|©4<»jj ;  Michigan  Central  Railroad,  373®3rt  ; 
Michigan  Southern  and  Northern  Indiana  Railroad,  (>£@'>i; 
Do.  Guaranteed,  14|@I5;  Panama  Railroad,  133$@i34; 
Illinois  Central  Railroad.  5ti?@.?6i  ;  Galena  and  Chicago 
Railroad,  58®58i;  Cleveland  and  Toledo  Railroad,  !9J©1UJ; 
Chicago  and  Rock  Island  Raiu'oad,  62j@63  ;  Illinois  Cen- 
tral 7s,  ti8i©88 h 


ot 
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A  Feature  is  Railroad  Traveling — The 
New  Sleeping  Car. — In  company  with  sever- 
al gentlemen  of  the  press  of  this  city,  we 
paid  a  visit,  yesterday  afternoon,  to  the  depot 
of  the  Terre  Haute,  Alton  and  St.  Louis  Rail- 
road, for  the  purpose  of  examining  a  sleeping: 
car  recently  built  for  the  accommodation  of 
passengers.  It  is  not  the  property  of  the  road, 
but  is  owned,  we  believe,  by  Mr.  H.  Q.  Sander- 
son, the  General  Agent,  and  another  gentle- 
man. This  ear  was  manufactured  by  the  cele- 
brated ear  builders,  Eaton,  Gilbert  &  Co.,  of 
Troy,  N.  Y.  It  is  fifty-four  feet  in  length,  ten 
feet  wide,  and  has  room  enough  in  each  end 
for  water  closets,  <fcc.  The  sleeping  arrange- 
ments of  the  car  would  require  much  space  to 
describe  in  detail.  The  contrivances  for  fit- 
ting and  adjusting  the  berths  as  they  may  be 
desired,  are  very  ingenious.  Each  brace  of 
seats  is,  by  a  turn  of  the  hand,  almost,  thrown 
into  a  wide  double  berth,  supplied  with  a  curled 
hair  mattress  of  the  most  luxurious  kind,  and 
abundantly  furnished  with  all  the  accessories 
of  clothing,  <fcc,  that,  can  be  desired  by  the 
most  fastidious  for  a  comfortable  night's  rest. 
Above  these,  single  or  double  berths  are  con- 
structed, according  to  the  wish  of  the  occu- 
pants, the  latter  beiDg  redered  equal,  in  point 
of  comfort  and  ease,  to  the  lower  beds  just  de- 
scribed. 

The  berths  are  all  curtained  from  the  pas- 
sage between  them,  so  that  the  occupant  or 
occupants  of  each  section  are  secluded  almost 
as  much  as  in  a  hotel  sleeping  apartment. — 
A  transverse  curtain  at  the  center  divides  the 
car,  and  equally  apportions  its  accommoda- 
tions to  ladies  and  gentlemen. 

Ventilators  are  arranged  along  the  sides  of 
the  ear.  and  can  be  adjusted  so  as  to  let  in  a 
small  or  large  current  of  air,  to  suit  the  option 
of  the  sleeper.  We  can  not  half  enumerate 
the  advantages  this  car  possesses  over  all  others 
we  have  seen.  The  Terre  Haute  R.  R.  is  for- 
tunate in  purchasing  a  car  combining  so  many 
comforts  and  elegaueies.  Mr.  Vorce  is  the 
Conductor  of  the  car. — St.  Louis  Bulletin. 


Sonora  Exploring  and  Mining  Co. 


THE  ANNUAL  MEETING  OF  THE  STOCKHOLDERS 
of  this  Company  will  l>e  held  in  the  City  of  Cincin- 
nati at  the  Office,  107  Walnut  Street,  on  the  third  Mnnd  ly 
of  March  next,  pursuant  to  the  By-Law  of  said  Company. 
for  the  purpose  of  receiving  Reports  and  Electing  Officers 
for  the  ensuing  year. 

JOHN   KEN.NETT, 
Chairman  of  Meeting  of  Stockholders. 
Ciieinntdi,  Feb.   16,  1800. 


Santa  Rita  Silver  Mining  Co. 


THE  ANNUAL  MEETING  OF  THE  STOCKHOLDERS 
of  this  Company  will  he  held  in  the  C.tv  of  Cincin- 
nati at  the  Office.  167  Walnut  Street,  on  the  third  Monday 
of  March  next,  pursuant  to  the  By-Law  of  paid  Company, 
for  the  purpose  of  receiving  Reports  and  Electing  Officers 
for  the  ensuing  year. 

T.  WRIGIITSON,  Secretary. 
E.  Cincinnati,  Fe/j   16,  1SCU. 


(CONTRACTS  fur  Kails  at  a  fixed  price,  or  on  com 
vy  mUsion,  delivered  at  an  English  port,  or  at  a   por 
In  ibc  United  Stales,  will  be  made  by  the  undersigned 
THKOUOKE DKHOK. 
nol3  10  Wat.  Broad  way,  New  Vor 


T.  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

«•■«'  '»•  e»t  etli  Hi.  bet  Walnut  .\:  \  ,„, 

CINCIAXATI  O 


I860.  I860. 

THE   PENNSYLVANIA 

CENTRAL   RAILROAD. 

260    MILES    DOUBLE    TRACK. 

The  Capacity  of  this  Road  is  now  equal  to  any 
iu  the  Country. 

THREE    THROUGH 

PASSENGER   TRAINS   BETWEEN 
PITTSBURG  AND   PHILADELPHIA, 

Connecting  direc'.  in  the  Union  Depot,  at  Pittsburgh,  with 
Through  Trains  from  all  Western  Cities  for  Philadelphia, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train ;  Woodruffs 
Sleeping  Cars  to  Express  and  Fast  Trains.  '1'Iie  Ex- 
press runs  Daily, Mail  and  Fast  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  fall  rail)  are  good  on  either  of  the  above  trains,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fall 
River  or  Stonington  Lines.     Baggage  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail- 
road Officss  in  the  West ;  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

]TJFare  always  as    low  anil    time  as 
quick  as  by  any  other  Koute. 

ASK    FOR    TICKETS    BY    PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DIRECT  LINE    BETWEEN  THE  EAST 
AND  THE  GREAT   WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  dray  age  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A.  STEWART,  Pittsburg  ; 
H.  S.  Pierce  &  Co.,  Zanesville. 0.',  .7-  J  Johnston,  Ripley, 
O  ;  R.  McNeely,  Maysville.  Ky.;  Ormsby  &.  Cropper,  Ports- 
mouth, O.;  Paddock  &  Co.,  Jeffersonville,  Ind.;  H,  W. 
Brown  &  Co.,  Cincinnati,  0. ;  A  them  &;  Hibbert,  Cincin- 
nati, 0.;  R  C.  Meldrum.  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  a.  O'Riley  &  Co.,  Evansville.  Ind  ;  N. 
W.  Graham  &  Co.,  Cairo,  111.;  R.  F.  Sass,  Shalerfe  Glass, 
St.  Louis,  Mo.  ;  John  H-  Harris,  Nashville,  Tena.  ;  Harris 
it  Hunt,  Memphis,  Tenn.;  Clarke  &  Co.,  Chicago,  III.;  W. 
H.  H.  Koontz,  Alton,  III.  ;  or  to  Freight  Agents  of  Rail- 
roads at  different  points  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
aud  Speedy  Transportation  of  LIVE  STOCK, 

And  Good  Accommodations,  with  usual  privileges  for  per" 
sons  traveling  in  charge  thereof. 

FKKIGHTS, 

By  this  Route  Freights  of  all  descriptions  can  he  forward- 
ed to  and  from  Philadelphia.  New  York.  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  Goods  can  he  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky.  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin,  Missouri.  Kansas, 
Arkansas,  and  lied  Rivers)  and  at  Cleveland,  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North-Wes- 
tern  Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence  on 
its  npeedv  Iran  if  t. 

THK  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at  all  times 
as  favorable  aw  are  charged  by  other  Railroad  Cora- 
panics. 

IJ~~PBe  particular  to  mark  packages  "  via.  Pehkhylva- 
rtiK  Railroad." 

E.  J-  SNKEDKR,  Philadelphia. 

MAGRAW  &  KOONS,  S(»  North  Street,  Baltimore. 

LEECH   Sl  CO.,  No.  2  Astor  House,  or  No.  I   S.  Wm. 
Street.  N.  Y. 

LEECH  &  CO..  No.  77  State  Street,  Boston. 

II.  n.  HOUSTON.  GenH  Freight  A  gH,  Philadelphia. 
L.  L-  HOUPT.  GenH  Ticket  AgH*  Philadelphia. 
THOS.  A.  SCOTT,  GetVl  tiwrtt,  AJtooua,  Pa. 
Fb.  2-]yr. 


Direct  Route  to  the  North-West! 


— YIA- 


ILLINOIS  CENTRAL 

RAILROAD 

AND  PANA  OR  SANDOVAL 


Decatur, 

Bloomington, 

Burlingtou, 

La  Salle, 

Dixon, 

Prairie  du  Chien 

St.  Anthony, 

And  all  points  in  Iowa  and  Minnesota 


FOR 

Springfield, 
Peoria, 
Quincy, 
Rock  Island, 
Galena. 
St   Paul,  and 


Passengers  leaving  Cincinnati  either  by  INDIANAPOLIS 
AND  CINCINNATI  OR  CINCINNATI,  HAMILTON 
AND  DAYTON  RAILROADS  make  direct  connections, 
twice  daily,  at  PANA  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.with  I.  C.R.R,  at  SANDOVAL. 

Passengers  for  the  North-  West  • 

Desirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  via 

PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R  R  , 

and  avoid  change  of  Cars  and  Baggage, and  the  expense 
attendant  thereon. 

Daily  connections  arc  made  at  Dunleith  with  a  Line 

FIRST    CLASS    STEAMERS 

Running  in   Direct  connection   with  this  Road  for  all 

TOWNS  ON  THE   UPPER  MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Fort  Dodge  and  Sioux  City. 

ICFThe  Equipments  of  the   ILLINOIS  CENTRAL  R. 

R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Patent  Berth  Sleeping  Cars  are  run  on  all 
Night  Trains. 

Fare  the  same  as  by  any  other  Route,  and 
Tickets  good  until  used. 

Through- Tickets  can  he  procured  at  Spencer   House, 
come/  office  ;  No.  1   Burnet    House  ;    135  Vine    Street, 
between  Burnet  House  and  Host  Office;  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.  H.  NICHOLS, 
GenH  Southern  Agent*  Cincinnati. 
W.  P.  JOHNSON, 

Gen^l  Passenger  Agent*  Chicago. 

Winter  Arrangement,  lS59-'60. 

baltimorI  AND  OHIO 


XlAIIilEiOAD. 

GREAT  NATIONAL  BOUTJb 


TERMINATES  AT  WASHINGTON  AND  BALTI- 
MORE on  the  East,  and  Wheeling,  Benwood  and 
Parkersburg  on  the  West,  at  which  places  it  unites  with 
Railroads,  Steamers,  etc.,  for  abd  from  all  points  in  the 

West,   South-West  and  North-West. 

WVO       THAIKTS 

Leave  Wheeling  dally  at  12:35  P.M.,  and  I«:10  P.M. 
One  Train  leaves  Parkersburg  daily  at  9:20  P.  M. 
Direct  connections  are  made  by  these  trains 

FOR   ALL    THE  EASTERN  CITIES. 

This  is  the  only  route  to  Washington  City. 
Passengers  by  this  route  can  visit  Baltimore,  Philadel- 
phia, New  York  and  Boston,  at  the  cost  of  a  ticket  to  Boston 
ahme  by  other  lines. 

Through  tickets  to  the  Eastern  cities  can  be  procured  via 
'Washington  City  at  an  additional  charge  of  $2. 

Time    as    quick  and    Fare  as    low    as   by    any    other 
ROUTE.  J 

Wt*  Inquire  for  tickets  via  Baltimore  and  Ohio  Rail- 
road, at  any  of  the  principal  Railroad  Offices  in  the  West. 
E.  F.  FULLER, 
General  Western  A1  gent 
L.  M.  COLE, 
General  Ticket  J&jrtnt* 
W.  P.  BMITH,  Master  Transportation. 


THE    RAILROAD    RECORD. 


11 


PATENTED   GAS  WORKS 

or  THE 

Mil  GASWORKS  CD. 

Gas  "Works,  to  be  generally  adopted  by  the  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  pos>ess  the 
following  advantages,  to  wit:  great  simplicity  of  con- 
struction and  operation ;  reliability  to  insure  a  regular 
supply  01  light;  purification  of  the  gas  to  prevent  clog- 
King  ;  freedom  fnom  unhealthy  and  offensive  odors  ;  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  V  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Scientific  American 
of  March  13,  1258,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simplify  of  construction  peculiar 
to  the  aubin  Works,  the  retcrt  is  the  only  pai t  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while  J  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trifling. 

The  Cost  of  ihe  Gas 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  3U0  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PEICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  3"u  cubic  feet $3f)f>  00 

■do  do  350        »«■  335  0(1 

do  do  400        »  375  00 

do  do  500        "  450  00 

do  do  GOO         "  525  00 

do  do  700        ■«  6110  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  ho^er  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gasworks  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  that  an  ordinary  fish- 
tail burner  (known  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing  the  Contents  and  best 
Proportions  of  Gasometers  front  400 
to  4OO0  f  t.,  and  tlie  N  umber  of  Lights 
they  willsupply  lor  a  given  time. 

Contents  in     No.  of  hours         Diameter  of        Height  of 
Cubic  Feet,     for  10  lights.  Gasometer.       Gasometer. 

400  20  10  ft.  5  ft.  3  in. 

500  25  10  ft.  6  ft.  6  in. 

750  37  12  ft.  6  in.  6  ft.  2  in. 

1000  50  13  ft.  7  ft.  8  in. 

1500  75  15  ft.  8  ft.  Gin. 

2000  100  17  ft.  3  in.         8  ft.  7  in. 

2500  125  lRft.  10  ft. 

3000  150  20  ft.  10  ft. 

3500  175  20  ft.  6  in.        10ft.  1  in. 

4000  200  21ft.  11  ft.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  for  a  few  days.  Even  in  winter,  it 
can  be  kept  aoy  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories,  &c:,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  C0VERDALE, 

107  Walnut  Street,  Cincinnati, Ohio, 
who  ha3  the  exclusive  right  to  manufacture  and  sell  in  the 
State  of  Ohio. 
Feb.  24th,  1859. 


APPLEGATE  &  CO., 

Booksellers,  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O. 


APPLEGATE  &  CO., 

flclKii,   Staituuera  uitd    Blank-book 
BLamifacrurcrs,  4.;  .Main    tstrevrf  Cincin- 
nati, invite  tho  attention    of  iiuukm  Hers, 
Country  meruit  ants',  Teiachevs, 

a  ti  d    utluu's    to  our  variid  and 

extensive,  stuck  of  School.  Classi- 

cal,Theological,  Sehntifie,    Stan- 

dard, and  miscellaneous    Bunks,  Paper, 
Blank-books,    Stationery,    etc.,  ete.j 
which,  from  our    uuniciuiis  and  favora- 
ble  arrange  merits    with    tho 
leadingpublish  ers,  a?  well  us 
the  pii  n  cipal                   ni  an  u  tact  urcrs 
and    importers               of  Taper  ami  sta- 
tionery,  we  can   offer   superior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   stock  ana  prices 
with  any   other  house    in   the   \\  est- 

BOOKSELLERS, 

Our   Stock    of    Stationery 

is  very  complete,     embracing 

in   part    all   the    varieties    of  Cap, 

Letter,   Packet,    Commercial,    Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing 
and  Tea  wrap- 
boards,  Env  el- 
Pen  s,  Penhold- 
rac  k  s,  Copying 
Books,  Ink  and 
sures,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping ;  Bonnet 
opes,  Gold  &  steel 
ere.  Pencils,  Pen- 
p  r esses,  and 
Inkstands  ;  Era- 
wax,  Wafers, 
Banker's   cases, 

head  Jioxes,  En- 


Telope  and    Card  cases ,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articlos 

used  in  the  coun  ting-  bouse. 

Stationers, 

To   our  Blank    Books   wo 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  .'■mii. ill  memo- 
t  h  e  largo  Super 
rial  Ledger,  and 
variety  of  styles 
work  m  ansliip. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  of  pa- 


randuni  book  to 
Royal  and  Impe- 
bound  In  a  grent 
a  n  d  of  superior 
Books  made  to 
eired  pa  t  te  rn, 
printed  headings 
give    satisfaction 

per,    accuracy   o  f 


ruling'  and   durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  beat 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS 


We  are   prepared   \o 

Print  and  Bind  books 

tion  and  in  any  stylo 

aired,  at  rates  as  low 

quality  of  work 

c  u  t  o  d  in  this 

where.      Our 

executing  these 


Stereotype, 
of  any  descrip- 
that  may  be  de- 
as   the    aamo 

can  be  eie- 
city  or  else- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style  and  on      short  notice. 


Merchants   and 
Bills  of  Lading, 
Railroad    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch.     Orders  re- 


others  wishing 
Bill     Heads, 

Dray  receipts,  f$ 
any  other  descrip- 
please  bear  in  mind 
with  neatness  and 
spectfully  solicited* 


Publishers 


Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
Clarkos*  Com-  menta- 

ries.Dfck's  Works.  R  o  1- 

lin's  Anciant  History,  Plutarch's 
Lives,  Josephns,  Spectator,  Chain  of 
Sacred    Wonderss    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

43  MAIN  STBEET.   ClN. 


W.  HARVEY'S  SAFETY  JOINT 


For    Coupling    the    Ends    of   "I" 
^PATENTED,  KOY.  2,  1858. 


Rail 


Tig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  whu  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  nils,  sn  that  it  may  form  an  unbmken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  to  fill  up  the  recess  in 
tbe  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  tbe  one  shown  in  the  drawing-  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  tbe  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  thechair,  as  shown 
in  Fig.  3. 


's*  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the*  "ner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess n  the  side  of  the  rail,  as  its  upper  part  can  not  project 
later  My  beyond  the  head  of  the  rails,  or  it  would  Interfere 
with  the  flanges  of  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  mils, 
and  partly  upon  the  Inside  lip  Of  the  chair,  as  shown  in  the 
model.  From  the  inner  sido  of  this  plate,  projects  two 
ctrong  horizontal  tongues  C  C.  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  nre 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  heart nes  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D,  in  which  re- 
cesses are  provided  fr-r  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place.  . 

Tbe  plates  C  and  D,  constructed,  ami  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  tbe  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  t'-te  outside  plate.  By  driving  through  two  keys, 
they  clamp  and  lock  the  plates  firmly  together,  so  that  uei- 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  is  mad 
for  expansion  and  contraction  between  the   tongues  an 
slots  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  present  mode  of  f listening  them— each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  on  e 
part  assists  and  takes  tho  strain  off  the  other,  in  such  a  man 
ner  that  there  is  no  particular  strain  on   any  part  of  st 
jojnt,  which  must  wear  smooth  and  make  a  perfectly  afe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss   of  life  and  destruction   o  ■ 
property,  and  saving  at  ieast  fifty  percent,  on  the  wear 
the  rolling  stock  of  the  road. 

W.  HARVEY,  Inventor  and  PatknterY 
41  Jefferaoastreei,  Albany, 
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PROSSER'S  PATENT 

0R1 GIXA L    LAP-  WEL DSD 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  EXD  TO  EM). 


EXAMELED    IRON    PIPES    AND    PUMPS, 

FOR    WATER    SrPPLT,    ACIDS,    ETC. 

„s i2  h  1-    '  M  '-"  <^>  R'l'ERS. 

PBOSSKlIiSPAIEJiT  S  (J  It  t' A  C  F.  CON- 
DIiIVSER*  for  high  pressure  stenm,  with  sea  or 
other  bad  bniSer  writer,  gauges,  3  cutter  drills,  covn'er- 
sinks.  tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrcne/ies, 
tabes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes.  Steel  for 
Pollers.  THOS.    PROSSF.R  &.   SON. 

«7jan.  28  Piatt  Street,  New  York. 

<*.  G.  LOBDELL.        1.  S.  M'COMBS.        I>.  P.  BUSH. 

BbSH&LOBDELL, 

Wilmington  -..-...  Delaware 

MANUFACTUREES   OF 


For  R.  R.  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttiit 

FOR   THEIR 

C3LS2P.ATSD     WHEELS, 

EITHER   SINGLE   OR    DOUBLE  PLATE, 

WITH     OR     WITHOUT     AXLES 

WHEELS  FITTED 
To    Hammered   or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 


Most  Reasonable  Terms. 


an?. 


A  Book  for  Even'  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAIN ix  a 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter*  Transient  and  Regular;  Abstract 
of  l/te  Laics  and  Regulations  of  tlie  Post-Ofjlce  De- 
partment, t&C.,  &c. 

COMPILED    BY   E.   PENROSE   JUNES, 
Late  Assistant  Post-3/aoter  at  Cincinnati. 

Price   Twenty-Five   Cents* 

BEAD  THE  FOLLOWING  CERTIFICATE. 
U.  S.  Bcakic  Agekcy,  Cincinnati  Post-Office,) 
January,  It?59.     ( 
This  W't-lc  has  been  carefully  compiled  and  corrected  by 
E.  Pe*p.03e  .Ioxes,  Esq..  late  Assistant  Poet-Master  or  the 
Cincinnati  P.  0.,from  the  Records  in  ibis  Department,  and 
other  sources,  and  conUinB  the  most  complete  list  of  Post- 
Offices,  especially  of   the    Western,    North -Western,  and 
Booth- Western  Sta;es,  yet  published. 

MAHI/GN  JI    MEDARY, 
Agent  and  fnspect 'or  of  Blanks ,  &c.,for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
piler is  promptly  advised  of  all  2?ew  Offices,  C/tanges  ard 
Regulations  t>t  the  Department,  the  information  is  carraciad 
ap  to  the  )a*t  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Oe«ekv»:.  That  tbi3  list  is  arranged  by  States  and  Conn- 
ie*, making  it  especially  valua'-le  to  business  men.  No 
similar  arrangement  hasbern  published  since  J85G.  There 
are  3b<0  m-.re  offices  in  this  than  in  any  book  heretofore 
lssa<id.  Tfie  Price  is  one-half  that  of  any  work  of  the  kind 
now  pur 

7!e  copies  sent  by  mail  (postage  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  In  Silver  or 
Postage  Stamps.  Five  Copies  Rent  for  $]  00,  or  Twelve 
Copies  for  §:J.oO. 

Address  C.  8.  W1LL1IAMS, 

1M  Walnut  Street, 
Uxe.tt  10  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


'  SEWING  MACHINES. 


WOT.  "SUMNER  &  CO.,  cor.  Fourth  and  "Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICES: 
Louisville,  Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

"We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  oood,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  anfl  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Wfty-Five   IPoilars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.re  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  aud  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

Jt^Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehl'J. WM._SUMNER  &.  CO. 

10C\€\  Kc£fi  No-  '  Kailroad  Spikes,  5fc  by  U-lGth 
l«WM    Corby,  Gossin  &  Co.'s  make,  for  sale  very 
low  by  TRABEK  &  AUBERY, 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BR0., 

172  Elm  Street,  bet.  4th  and  bth, 
CINCINNATI,  O. 
Sole  Manufacturers  of  McGowan' o  bauble  Action 

SUCTION  &  FORCE  PUMP 

AND 

Compound  Steam  Pumping  Engine 

WOULD  respectfully  i  nvlte 
the  attention  of  KAILKUaD 
Companies,      Manufacturer 
Distillers,  Miners,  and  the  put 
lie  generally  to  those  Pumps' 
as  the  bestPumpnow  in  use' 
and  acknowledged  by  all  wi.o 
have  used  them  to  be  perfect— 
are  simple  in  their  construe 
tion,  compact, durable  and  nol 
likely  to  get  out  of  order;  wei" 
adapted  for  Steamboats,  Kail 
road  Water  Stations  Distillc 
ries.     Breweries,     Kurnacet 
Mines,  Rolling  Mill*,  Pape 
Mills,  Factories,  Wells,  CDi 
terns, £'  "tionary  File  Engines, Garden  Engines  and  [*> 
all  purposes  whorea  Pump  can  be  used.    Also, for  for- 
cing a  large  body  of  watei  to  a  great  heigh  1  ordi stance 
rapidly. 

Also,  McGowan  s  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids.  Hot  Oil*,  Molasses,  &  c  Hose  Coupling] 
Lead.Ooppe  rand  Gas  Pipe  furnished  uttheU  west  ma  ' 
kel  prices. 

Full*jnd  perfect  atisfaction  guaranteed  in  ullcascB, 
when  properly  put  up  according  to  directions. 

Orders  thankfully  received  and  promptly  fill  cdut  the 

■hottest  notice. 

SILVER    AJtDAj      (The  highest    prize)  awarded 

ese  pumpaandfUeam  Pumping  Engine  utth    late  Pa 

Ohio  Mechanics*  Institute  June    it;,  i^.'i  -] 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur* 
chase  Ag.4,  m.6. 

FREEDOM  IRON  (MPaMT 

MAXUFACTUTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Pi4on  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lenistown,  Miifliu  Co»,  Peon, 

JOHN  A.  WRIGHT,  SmpH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


HEW  YORK  EENTML  H.  B. 


Leave  Albany.        Arr.  Buffalo.  Arr.  S.  Br. 

Steamboat  Exp..  7  00  a.  M.                 701)  p.m.  7  00  p.  h. 

Mail O.HIa.m.  12.50a.m. 

New  York  Exp.. 11-15  a.  M.                  0.00  p.  M  9.00  p.  M. 

Night  Exp 5.00  p.m.                  4.00  a.m.  4.00  a.  m. 

Utica  Accum'n..  6  00  p.  m.    Ar.  U.  10.00  p.  m.  ■ 

N.  Y.Mail 11.15  P.M.                IO.Oi' a.  m.  10.00  a,  mJ 

Leave  Buffalo.        Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15  a.  m.                  5.15  a.  m.  3.31)  p.  M. 

Steamboat  Kxp..  6.00  a.  m.                  8.00  a.  M.  8.00  p.  M. 

Mail 2.30p.m. 


Cleveland  Exp..  0.P0  p.  m. 
Cincinnati  Exp. 11.00  p.  M. 
Utica  Accom'u.. 


6.00  p.  M.  4.-I0  a.  M. 
11.00  p.  M  8.30  a.m. 
10.00  a.  M. 


CINCINNATI 

LOCOMOTIVE  WORKS, 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiencyand  durability  tothebest  Eastern 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  fcinds  of  heavy 
for^ingandcastingdoneat  short  notice.  Also,  boltsfor 
bridgescu    withdispatch. 

u     c  MOORE  &  RICHARDSON. 

THE  KENTUCKY 


MIL  ) 


ISTITUTE 


DIRECTED  by  a  Board  or  Visitors  appointed  by  the 
Shite,  is  under  the  superintendence  of  C'ol.  t).  \V. 
IflOKGAN,  a  distinguished  graduate  ol  West  Point 
and  a  practical  Engineer,  aided  by  an  able  FsculKy 

The  courso  ot  xtudy  is  that  taught  in  the  best  Col  leges 
hut  more  extended  in    Mathematics,  Mechanics,   Ma 
eti incs,Oonet ruction,  A griculiuro  t  (.'hemis try  and  Mining 
Geology  ;  atBo  ill  English  Lilciature,  Historical  Read- 
ings, aud  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools  of  ArchltcctHre,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui  t 
time  means,  and  object  of  Profession  a  I  preparation,  both  " 
before  and  after  graduating. 

The  twelttb  annual  term  is  now  open.    Charges,  $102 
per  hfllf-yearly  session,  payable  in  advance. 

AdJieHs  the  Superintendent,  ut  »  Military  Institute 
Franklin  Springs, Ky.,1' or  the  undersigned. 

P.  DODLEV. 
President  of  th   Board 
Jan 
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E.  D    MANSFIELD, 
T.  WEIGHTSOH. 


Editors. 


CINCINNATI; 
Thursday  Morning,   March  1,  I8(J0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 
OFFICE  -No.  1G7    Walnut    Street. 

SUBSCRIPTS— $  PeVAnnvim.iii  Advance. 

To  3  ubscribers  in  Great  Britain,   13s.  6d.  ($3)  payable  in 
advance. 

[For  the  Railroad  Jlecnrd.] 

THE  CINCINNATI  &  CHICAGO  R.  E. 
CO..  OP  INDIANA. 

The  suit  now  pending  in  the  United  States 
Court,  at  Indianapolis,  Ind.,  brought  by  the 
Second  Mortgage  Bondholders,  against  the 
Cincinnati  &  Chicago  R.  R.  Co.,  wi5i  probably 
be  forced  to  an  issue  at  the  regular  term  of 
of  the  Court,  commencing  the  third  Monday 
of  May  next,  unless  an  effort  is  made  to  set. 
tie  the  difficulties  that  are  now  pressing  it 
down. 

We  understand  the  Bonds  actually  sold 
amount  to  less  than  §800,000;  the  other  liabi- 
bilities  about  $1,000,000,  and  the  stock  $3,- 
000,000. 

The  road  is  completed  from  Richmond  to 
Logansport,  Indiana,  108  miles,  in  good  run- 
ning order,  with  rolling  stock  appraised  at 
$125,000,  and  should,  with  fair  management, 
earn  enough  to  pay  the  interest  on  its  indebt- 
edness. If  so,  why  should  it  he  sold  for  a 
mere  trifle,  and  all  the  holders  of  junior  se- 
curities, unsecured  creditors  and  stockholders 
sacrificed?  Can  nit  an  arrangement  for  cap- 
italizing this  Company,  based  upon  the  same 
principles  as  the  settlements  now  being  carried 
out  with  the  Marietta  Railroad  Company,  be 
gotten  up  and  carried  through  ? 

Certainly  the  debts  and  liabilities  of  this 
Company  are  not  so  great  as  to  make  it  ne- 
cessary that  every  thing  should  be  lost  or 
given  up  to  parties  now  seeking  to  take  it 
for  a  debt  less  than  $800,000. 

Stockholders. 

[It  would  be  well  for  all  roads  in  a  similar 
condition,  if  the  creditors  and  stockholders 
could  agree  upon  some  just  plan  of  capitaliza- 
tion, and  save  the  costs,  not  only  of  money 
but  loss  of  time,  influence,  power,  and  depre- 
ciation of  property  attendant  upon  long  litiga- 
tion, and  place  the  roads  in  that  efficient  con- 
dition necessary  to  transact  business  in  an 
economical  manner,  and  to  reduce  the  nomi- 
nal capital  to  a  point  that  the  stock  will  pay 
a  dividend.  This  will  be  better  for  all  parties, 
for  we  believe  the  day  is  past  when  our  courts 
will  allow  the  Bondholders  to  ride  roughshod 
over  all  other  classes  of  creditors,  and  that 
the  rights  of  others,  besides  those  bavin"  a 
mortgage,  will  have  to  be  respected.] 


SALE  OP    THE    MARIETTA    &  CIN- 
CINNATI R.  R. 

We  regard  this  as  one  of  the  most  impor- 
tant events  which  has  recently  occurred  in 
railroad  history.  This  road  is  unquestionably 
one  of  the  most  useful  In  the  country;  and 
yet,  has  been  so  embarrassed  and  clogged,  as 
not  to  be  able  to  do  one  half  the  business, 
it  certainly  would  do,  when  fully  completed 
and  unembarrassed.  At  length,  after  two 
years  in  the  hands  a  Receiver,  litigation,  dis- 
satisfaction, and  a  deprecation  of  business, 
it  is  placed  in  a  situation  to  fulfil  its  true  des- 
tiny, as  one  of  the  great  trunk  lines  to  the 
East.  The  final  result,  as  reached  by  the  re- 
cent sale,  we  understand  to  be  these: 

1st.  The  entire  debts  and  stock  are  cap- 
italized in  the  manner  following,  viz.: 

The  First  and  Second  Mortgages  and  large 
sums  to  be  advanced,  lo  be  preferred  stock  ; 

Third  Mortgages  to  be  stock  at  about  45 
per  cent.  ; 

Unsecured  debts,  about  40  per  cent.; 

Stock  about  20  per  cent. 

The  result  of  this  arrangement  will  be  to 
reduce  the  entire  nominal  cost  from  $13,000,- 
000  to  $8,000,000,  arid  secure  an  additional 
capital  to  complete  the  work.  To  accomplish 
this,  there  was  first  an  agreement  among 
bondholders,  creditors,  and  stockholders,  as 
to  what  was  to  be  done ;  next  the  Legislature 
has  just  passed  a  law  authorizing  the  sale  of 
the  road  and  its  franchises,  and  thus  enabling 
the  Company  to  make  a  legal  transfer  to  the 
new  Company;  and  thirdly,  there  was  the  ac- 
tual sale,  by  which  the  work  will  be  transfer- 
red, and  be  completed.  The  sale  was  made 
for  $200,000  in  addition  to  the  above  sums,  in 
ordur  to  pay  the  expenses  of  the  suits ;  the 
arrearages  to  workmen  and  any  other  present 
expenses. 

So  far,  the  work  of  renovation  has  gone  on 
well,  and  if  perfected,  it  is  easy  to  see,  that 
both  creditors  and  the  public  will  be  satisfied. 
The  new  company  will,  however,  commence 
with  a  great  problem  on  its  hands ;  and  on  the 
proper  solution  of  that  problem,  must  depend, 
in  a  great  measure,  its  success.  To  accomplish 
the  great  work  of  making  the  best  Eastern 
line,  (which  it  may  become)  one  thing  seems 
to  be  essential — that  from  the  wharves  in  Bal- 
timore, to  the  depot  of  the  Ohio  and  Missis- 
sippi Railroad,  there  should  be  one  continu- 
ous, unbroken,  independent  line.  How  is  that 
to  be  obtained  ?  From  Baltimore  to  the  Ohio 
River,  this  is  obtained.  But  from  the  Ohio 
River  to  Cincinnati,  there  are  two  great,  and 
disadvantageous  breaks.  1.  There  is  the  break 
of  the  Ohio  River.  Sooner  or  later  this 
ought  to  be  avoided,  by  a  railroad  bridge. 
We  have  no  doubt,  that  the  want  of  this  is  one 
great  cause  of  the  preference  of  the  Northern 
Routes,  at  the  present  moment.  Removed, 
the  advaniage  of  the  Baltimore  route  would  be 
so  great,  as  to  command  preference  over  the 
Northern   route  in  regard  to  the  whole  trade 


of  the  Ohio  Valley.  2.  But,  granting  that  the 
bridge  could  be  done  without  for  some  years, 
there  is  another  and  greater  break  at  Cincin- 
nati. The  lease  of  a  part  of  the  Little  Miami 
Road  undoubtedly  enables  the  Company  to 
send  their  cars  into  Cincinnati.  But,  this  is 
attended,  at  the  very  outset,  with  one  great 
obstacle;  that  is,  being  obliged  to  conform,  in 
every  respect,  to  the  time  and  mode  of  doing 
business  on  the  Miami  Road  ;  and  that,  under 
the  influence  of  a  decided  rivalry  in  business. 
But  granting  again,  that  this  could  be  made 
tolerable,  (which,  when  the  Marietta  Road 
doubles  its  business,  can  not,)  yet,  there  is  no 
connection  between  the  Marietta  Road  and  the 
Western  business.  How  shall  that  be  made? 
The  Marietla  Road  may  do  as  it  has  done, 
join  hands  with  its  rival  and  go  through  Front 
street.  But,  this  is  not  desirable,  if  they  can 
do  better.  How  can  they?  We  remain  of 
the  opinion,  frequently  expressed  in  the  He- 
cord,  that  both  for  the  Marietta  and  the  Wil- 
mington Roads,  the  true  policy  is,  whenever 
it  becomes  possible,  to  assist  the  Tunnel  Com- 
pany, and  make  the  tunnel.  This  would  re- 
lieve both  difficulties;  and  the  Marietta  Com- 
pany would  command  an  independent  track 
through  Cincinnati;  for  it  is  undoubtedly 
true,  that  a  belter,  shorter,  and  easier  connec- 
tion with  the  Western  Roads  can  be  made 
through  the  Tunnel.  On  this  point  we  shall 
speak  more  extendedly  at  another  time.  In 
the  meanwhile  we  take  this  opportunity  of 
congratulating  Messrs.  Wilson,  Powell  and 
other  managers  of  the  Marietta  Company  on 
what  seems  to  be  a  successful  accomplishment 
of  their  plans,  and  which,  we  believe,  will  be 
equally  auspicious  for  the  interests  ofthepublic. 


RAILROAD  CONSOLIDATION. 

The  negotiations  so  long  pending  between 
the  Little  Miami  and  the  Cincinnati,  Hamil- 
ton &  Dayton  Railroads  for  a  consolidation  of 
earnings,  have  at  last  been  terminated  by  an 
agreement  to  divide  on  the  basis  proposed 
last  summer — namely,  31  per  cent,  to  the  C, 
H.  &  D.,  and  69  per  cent,  to  the  Little  Miami 
and  the  C.  &  X. ,  with  an  allowance  of  50  per 
cent,  to  each  for  expenses. 

Though  opposed,  as  a  general  thing  to  all 
combinations,  we  see  nothing  very  objectiona- 
ble in  this  arrangement;  for  there  are  too 
many  competing  routes  to  allow  of  any  thing 
like  extortion  on  the  part  of  these  two  Com- 
panies, should  they  ever  entertain  such  an 
idea.  On  the  other  hand  the  arrangement 
can  not  but  prove  of  great  advantage  to  the 
parties  in  interest,  by  reducing  expenses,  and 
doing  away  with  foolish  rivalry  and  competi- 
tion. If  these  Companies  make  use  of  the 
advantages  they  now  possess,  we  shall  expect 
very  soon  to  see  their  stocks  at  par  in  our 
market — a  consummation  devoutly  to  be  wish- 
ed. For  the  details  of  the  contract  we  refer 
our  readers  to  the  document  itself  in  another 
portion  of  our  paper. 
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SHIPPING   COMMERCE  AND   NAVI- 
GATION. 

The  United  States  are  now,  if  not  the  first, 
certainly  the  second  nation  in  the  amount  of 
its  shipping,  and  the  extent  of  its  navigation. 
The  American  ship  building  and  navigation 
are  very  remarkable,  so  much  so,  as  to  make 
an  epoch  in  the  commercial  history  of  the 
world.      At    the   adoption   of   the   American 
Constitution,  in  17S8,  the  American  shipping 
was  very  small,  and  our  navigation  limited. 
In  1S60,  it  is  scarcely  inferior  to  that  of  Great 
Britain,  the  most  commercial  nation  on  earth- 
The  causes  of  this  are  two-fold ;  the  remarka- 
able    enterprise    or  commercial    spirit   which 
free   institutions   have  brought  out;  and  the 
second  is,  the  immense  extent  of  our  sea  coast, 
which  constitutes  the  best  part  of  the  entire 
coast  of  America.      Both  these  causes  have 
conspired  to  develop  an   extent  and  activity 
of  commerce  in  the  United  States  altogether 
unprecedented  in  history.     Nor  is  it  likely  to 
diminish,  till   the  population   and    cultivation 
of  the  United  States  shall  cease  in  its  rapid 
growth.      In   the    meanwhile,    let   us   take    a 
glance   at   the   growth   of   navigation.      The 
following  is  the  total  tonnage  in  each  decen- 
nial period  for  forty  years,  viz. : 

1819 1,260,751  tons. 

1829 1,9611.197    " 

1839 2,(91,478     » 

1849 3,334,015    " 

1859 5,145,037    " 

The  increase  from  1819  to  1839,  was  66 
per  cent.;  and  from  1839  to  1859,  was  150  per 
cent. ;  showing  that  the  increase  of  naviga- 
tion grows  even  with  its  immense  magnitude 
as  rapidly  as  ever.  The  increase  of  the  last 
five  years,  however,  has  sensibly  diminished; 
because,  in  1855,  the  California  trade  and  the 
influx  of  immigration  had  both  reached  their 
height.  The  result  of  incroase  since  is  ex- 
pressed as  follows,  viz : 

The  number  of  vessels  built  and  their  ton- 
nage for  five  years  past  are  as  follows: 

1855 2,034  583.4.50.04 

1356 1,7(13  409.303.73 

1857 1.434  378.804.70 

1853 1,225  242,2^6.09 

1859 870  150,602.33 

This  is  a  rapid  diminution,  for  the  present; 
hut  is  fully  accounted  for  by  what  we  have 
mentioned. 

The  distribution,  of  the  tounige  is  as  fol- 
lows, viz. : 

The  tonnage  owned  in  the  United  States, 
as  returned  to  the  Treasury  Department,  was 
]a3t  employed  as  follows  : — 

In  the  foreign  trade : 

Tons  and  R5lhs. 

Permanent  registered  tonnage l,K7(',fil7  73 

Temporary        "  '•        ' 63(5.784   11 


In  the  coasting  trade.... 

In  the  cod  fishery 

In  the  mackerel  fishery. 


.2,439,320  32 
.  120,577  07 
.      27.069  91 

2,586,967  35 


Employed  in  steam  navigation  : 


Registered  tonnage 92,747  73 

Enrolled  tonnage 676,004  83 


St.    Louis,   and    Wheeling.      Three- 
of    all    steamers    are    built    in    the 


Total  in  steam  navigation 168,752  01 

It  will  be  seen  that  the  tonnage  employed 
in  foreign  trade  is  exactly  one  half.  The 
domestic  steam  tonnage  is  just  one-eighth. 

The  coasting  trade  employs  nearly  half 
the  tonnage  of  navigation ;  and  there  is  no 
difficulty  in  comprehending  this,  when  we  re- 
flect, that  the  United  S'ates  has  6,000  miles 
of  coast  line,  and  that  on  the  Atlantic  side  it 
is  filled  with  ports,  from  which  products  of  all 
descriptions  are  interchanged  for  the  domestic 
consumption  of  the  country.  The  ship  build- 
ing of  the  country,  for  1859,  is  thus  pre- 
sented: 

Shins  and  barques 89 

Brigs • 28 

Schooners 297 

Shops  and  small  craft 284 

Steamers 172 

Total  number  built 870 

The  ship  building  for  the  past  forty  years, 

iucluding  steamboats,  in  periods  of  ten  years, 

is  as  follows,  viz. : 


Total  to  the  foreign  trade 2,507,101  84 

Permanent  enrolled  tonnage 2,579,1126  49 

Temporary        '■  •  •        7,340  81 

2.586.91.7  37 


Total  United  Slates  tonna 


5,145,1.37  34 

On  the  enrolled  and  licensed  tonnage  there 
were  employed : 


1819., 
1829. 
1839. 
1849. 
1859., 


imers. 

Total. 



850 

43 

785 

125 

858 

208 

1,547 

172 

870 

This  does  not  represent  the  growth  of  the 
tonnage  for  this  season.  In  the  last  forty 
years,  the  size  and  tonnage  of  vessels  have 
greatly  increased.  Both  steamers  and  ves- 
sels average  double  the  tonnage  which  they 
had  forty  years  ago ;  besides  which,  the  an- 
nual building  is  at  least  half  (deducting  the 
annual  loss,)  to  be  added  on  to  the  previous 
aggregate;  so  that  the  tonnage  would  increase 
if  the  annual  amount  built  did  not. 

The  ship  building  is  classified  by  States,  in 
magnitude  thus,  for  the  year  1859  : 

No.  of  Vessels. 

Maine 107 

Neil.  York 203 

Massachusetts 110 

Pennsylvania 170 

Ohio 06 

Kentucky 28 

Connecticut 31 

Maryland 01 

Missouri 9 

Michigan 38 

In  the  other  States  the  building  is  unimpor- 
tant. Nearly  half  of  the  ship  building  in  the 
United  States  is  in  New  England,  and  one- 
fourth  in  the  State  of  Maine.  Nearly  half  of 
all  built,  west  of  the  Alleghanies,  is  in 
Ohio. 

The    building    of   steamers    was    as    fol- 
lows, viz.  : 


Detroit, 
fourths 
West. 

The  employment  given  to  ships  and  sea- 
men, by  the  fisheries,  is  a  very  interesting 
point  in  our  navigation.  The  tonnage  now 
employed  by  our  fisheries  is  thus  represent- 
ed, viz.  : 

Whale  Fishery 200.000  tons. 

CodFUherv  110,000    •• 

Mackerel  Fishery 30,1.00     " 

The  Mackerel  fishery,  though  of  the  small- 
est tonnage,  gives  employment  to  about  250 
schooners  and  sloops ;  and  the  Cod  fisheries 
too,  at  least,  600  small  vessels.  The  Whale 
fishery  is  carried  on  in  ships,  of  from  300  to 
800  tons ;  and  probably  employs  altogether 
not  less  than  400  of  these  large  ships.  The 
entire  fisheries  have  not  less  than  1,200,  and 
probably,  1,500  vessels  constantly  engaged. 
This  is  the  school  of  our  hardy  seamen,  who 
in  skill,  courage,  and  fortitude,  are  unequalled 
by  any  in  the  world. 

In  the  domestic  trade  are  employed,  at 
this  time,  650,000  tons  in  steamers.  Estimat- 
ing the  average  tonnage  of  steamboats  now, 
at  300  tons,  and  we  suspect  that  it  is  hardly 
too  much,  and  we  have  2,200  steamers  em- 
ployed ;  which  is,  probably,  near  the  mark. 

This  review  of  our  Commercial  Marine  cer- 
tainly presents  the  idea  of  an  immense  and 
fast  extending  commerce.  Taken  in  connec- 
tion with  6,000  locomotives,  traversing  28,000 
miles  of  iron  rails — what  a  vast,  comprehen- 
sive grasp  is  this,  or  the  still  more  vast  inter- 
nal commerce  of  this  great  continent. 


Tonnage. 

55,959 

37,185 

32,599 

SI.  583 

]  9.521 

8.3112 

7,118 

0,406 

5.693 

5,633 


In  Pennsylvania. 
In  New  York.... 

In  Ohio 

f r.  Kentucky* 
In  Virginia. 


In  Michigan 11 

The  principal  points  of  ship  building  are 
Pittsburg,  Cincinnati,  New  York,  Louisville, 


RAILWAY  WAR. 

There  is  a  regular  "  quadrilateral  "  railway 
war  in  progress  in  New  Jersey,  between  the 
Camden  and  Amboy,  the  N.  J.  Transportation 
Co.,  the  N.  J.  Central,  and  the  Hoboken  Ferry 
Company,  which  is  likely  to  result  in  great 
benefit  to  the  traveling  public,  as  well  as  to 
the  people  of  that  benighted  commonwealth. 

Our  readers  are  all  aware  that  for  a  quarter 
of  a  century,  railroading  in  New  Jersey  has 
been  a  close  monopoly,  in  the  hands  of  the 
managers  of  the  Camden  and  Amboy  Railway 
Company,  who,  by  various  means  not  general- 
ly known,  have  managed  to  control  both  Leg- 
islature and  people — until  the  traveling  public 
entertained  serious  thoughts  of  petitioning 
Congress  to  change  the  name  of  that  State  to 
Camden  and  Amboy  I  So  complete  has  been 
this  monopoly,  that  that  Company,  though 
connecting  the  two  largest  cities  of  the  union, 
with  a  passenger  travel  unequaled,  have  been 
able  to  charge  through  passengers  $3  00  for 
87  miles  —  nearly  3}  cents  per  mile  —  a  much 
greater  rate  than  is  charged  on  any  leading 
road  in  the  country.  In  defense  of  this  out- 
rageous charge,  it  is  urged  that  the  Company 
are  compelled  to  pay  the  State  one  dollar  for 
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each  through  passenger.  But  this  is  not  so  ; 
for  the  fact  has  leaked  out,  in  the  course  of 
the  controversy  now  raging,  that  this  Company 
pay  but  fourteen  cents  per  through  passenger. 
We  have  the  word  of  a  stockholder  that  it  is 
but  ten — and  which  is  in  lieu  of  all  other  taxes 
on  capital,  real  estate,  franchises,  and  person- 
al property  1  True,  they  have  had  to  pay  some 
pretty  heavy  subsidies  to  various  parties,  in 
order  to  maintain  their  position.  Among 
others,  the  N.  J.  Transportation  Co.,  which 
holds  the  key  between  Newark  and  New  York, 
has  been  a  pretty  severe  thorn  in  the  side  of 
the  Camden  and  Amboy,  and  they  have  been 
striving  for  some  time  to  get  to  windward  of 
them,  but  have  heretofore  failed.  They  now 
come  before  the  Legislature  in  the  name  of 
the  Hoboken  Land  and  Ferry  Co.,  another 
heavily  subsidied  party,  and  ask  for  the  right 
to  build  a  road  from  Hoboken  to  Newark,  or 
to  take  one  or  more  of  the  tracks,  bridges,  &c., 
of  the  N.  J.  Ti  ansportation  Co.,  and  appro- 
priate the  same  to  their  own  use,  whether  that 
Company  is  willing  or  not.  To  this  the  Trans- 
portation Company  very  naturally  objects,  as 
it  would  open  up  a  competition  where  they 
have  now  the  monopoly,  and  more,  give  their 
great  rival  an  independent  entrance  to  New 
York,  and,  of  course,  rob  them  of  the  advan- 
tages they  now  possess.  Yet,  monstrous  as 
some  of  the  provisions  of  this  bill  are,  it  has 
already  passed  the  Senate,  and  no  doubt  is 
entertained  of  its  passing  the  lower  House. — 
Should  it  do  so,  though  designed  to  aid  the  C. 
and  A.,  it  will  most  likely  be  their  bane,  and, 
like  other  great  inventions,  "  return  to  plague 
the  inventor,"  for  it  will  unquestionably  be 
the  entering  wedge  to  a  little  wholesome  com- 
petition in  that  State,  by  forcing  the  N.  J. 
Transportation  Co.  to  combine  with  the  N.  J. 
Central,  and  open  up  the  Allentown  route,  by 
which  Cincinnati  passengers  can  reach  New 
York  two  or  three  hours  sooner  than  via  Phil- 
adelphia, and  bring  the  C.  and  A.  down  to  a 
fair  price  on  their  through  passengers.  It  is 
"  a  pretty  fight  as  it  stands,"  and  the  public 
look  on  with  a  good  deal  of  interest,  in  the 
hope  that,  however  it  may  terminate,  they  may 
be  the  gainers. 


MARRIAGE  LICENCES. 

Statistical  Table  of  the- Number  of  Marriage  Licences 
iesued,  Wills  and  Administrations,  Recorded  in 
each  County  of  Ohio,  for  the  year  ending  July  1, 
1859  :— 


Counties. 


■Wills. 


Ariams, 17 

Allen 18 

Ashland 12 

Ashtabula 27 

Athens... J 1 

Auglaize , 13 

Belmont 37 

Brown 15 

Butler 25 

Carrol  1 24 

Champaign *'..  18 

Clark 27 

Clermont 17 

Clinton U 

Columbiana •  ••• .  42 

Coahocton 14 

Crawford.... 19 


Adminis- 

trations. 

Marriages 

29 

131 

32 

173 

14 

2(15 

30 

199 

14 

198 

24 

150 

48 

218 

37 

248 

53 

350 

10 

101 

27 

213 

as 

213 

44 

245 

IB 

176 

27 

211 

38 

190 

24 

255 

Cuyahoga 39 

Darke 9 

Defiance 3 

Delaware 11 

Krie lil 

Fairfield 27 

Fayette 6 

Franklin 41 

Fulton 6 

Gallia 17 

Geauga 12 

Greene 23 

Guernsey ....  26 

Hamilton 122 

Hancock 13 

Hardin 2 

Harrison 33 

Henry 6 

Highland 30 

Hocking 12 

Holmes 19 

Huron 19 

Jackson 18 

Jeflerson 27 

Knox 26 

Lake 16 

Lawrence 8 

Licking 27 

Logan 14 

Lorain 27 

Lucia 18 

Madison 9 

Mahoning 24 

Marion 8 

Medina ]R 

Meigs 14 

Mercer II 

Miami 20 

Monroe 24 

Montgomery 30 

Morgan 9 

Morrow 11 

Mu;>kiuguin 30 

Noble 10 

Ottowa 3 

I'aulding 7 

Perry 17 

Pickaway 17 

Pike....I 10 

Portage ■  2g 

Preble  '. 28 

Putnam 7 

Richland 29 

Hoss 33 

Sandusky 14 

Scioto 6 

Seneca 29 

Shelby 12 

Stark 31 

Summit 19 

Trumbull 21 

Tuscarawas 25 

Union 6 

Vanweit •  3 

Vinton 6 

Warren 27 

Washington 16 

Wayne 16 

Williams 11 

Wood 3 

Wyandut 13 

Total 1671            3600           21,010 

N.  B. — The  number  of  Marriages  is  1,600  less  than  in 
1858.  To  the  whole  number  of  Marriages  should  be  added 
about  10  per  cent,  for  those  who  do  not  take  out  licen- 
ces This  gives  24,860  marriages  in  1858,  and  23,200  in 
1859. 


THE  PRO-RATA  LAW] 

The  Pro-Rata  Freight  law  is  still  the  subject 
of  fierce  contest,  in  the  New  STork  Legislature, 
and  charges  of  bribery  and  corruption  are  rife 
on  every  hand.  It  is,  no  doubt,  a  very  unjust 
and  impolitic  measure,  and  one,  if  passed,  that 
is  calculated  to  do  an  immense  amount  of 
mischief  to  the  commerce  of  New  York.  The 
Economist  says: 

Notwithstanding  that  the  measure  has  met 
with  the  unqualified  reprobation  of  almost  the 
whole  press  of  the  State,  and  that  commercial 
corporations  of  the  highest  standing  have  pro- 
tested against  it  as  dangerously  threatening 
to  the  interests  of  the  city  and  State  of  New 
York:  notwithstanding  that  the  press  repre- 
sentative of  the  interests  of  competing  States 
and  cities  is  chuckling  complacently  over  the 
pusillanimous  doings  of  legislators  who  are 
transferring  at  a  stroke  the  first  commercial 


59 

784 

29 

219 

8 

96 

25 

208 

31 

223 

£0 

283 

12 

138 

49 

492 

1:1 

SO 

27 

2C3 

24 

141 

36 

256 

30 

207 

199 

2432 

22 

106 

Hi 

113 

21 

147 

H 

83 

43 

222 

II 

185 

20 

157 

38 

288 

15 

139 

19 

202 

27 

255 

!8 

132 

15 

2.9 

:>6 

246 

33 

lc3 

40 

3M 

'.'8 

173 

16 

102 

21 

173 

24 

J26 

22 

205 

SI 

300 

20 

77 

?3 

281 

55 

223 

87 

4^5 

21 

1.3 

11 

103 

30 

340 

12 

185 

7 

42 

15 

35 

-2 

150 

24 

215 

27 

111 

24 

229 

32 

187 

22 

55 

48 

208 

49 

343 

22 

213 

:i5 

231 

21 

303 

23 

163 

59 

365 

30 

233 

38 

224 

51 

255 

13 

J  56 

13 

80 

20 

115 

43 

225 

25 

288 

27 

281 

15 

85 

10 

142 

19 

123 

interests  of  the  State  into  the  hands  of  rivals  ; 
yet  still  the  promoters  of  the  bill  Show  no 
slackening  of  their  purpose  to  carry  it  through, 
deeming  themselves  competent  to  heedlessly 
over-ride  the  highest  interests  over  which  they 
are  appointed  to  preside. 

In  regard  to  the  working  of  such  a  law,  the 
Economist  agrees  with  us.     It  says : 

If  the  same  rates  are  to  be  charged  for 
Western  produce  and  travel  as  f  r  State,  then 
the  through  revenues  must  emigrate  to  com- 
peting roads,  unless  it  is  asked  that  the  way 
traffic  shall  pay  the  comparatively  low  rates 
now  charged  for  through,  and  not  the  latter 
raised  to  the  higher  standard  of  the  former, — 
which  would  of  course  speedily  ruin  the  roads. 
If  the  advocates  of  Pro  Rata  understand  what 
they  demand,  they  must  be  aware  that  their 
freight  can  not  be  carried  at  lower  rates  than 
are  now  charged:  their  request  then  amounts 
simply  to  this — that  Western  freight  shall  be 
thrown  off  our  roads  for  the  purpose  of  pro- 
tecting a  few  millers,  even  though  the  roads 
should  be  irreparably  damaged  by  the  meas- 
ure. Most  magnanimous  justice  this  !  Most 
generous  and  broad-hearted  patriotism  I  But 
do  not  our  pseudo-patriots  sec  that,  after  all, 
their  legislation  would  defeat  its  own  purpose? 
Let  the  through  freight  of  the  roa.ds  be  cur- 
tailed, and  of  course,  in  like  proportion,  a 
higher  tariff  must  be  imposed  on  the  State 
traffic,  so  that  the  poor  millers  would  find 
themselves  even  in  a  worse  predicament  than 
ever. 


MEMPHIS  AND  OHIO  R.  R. 

This  road  being  in  a  running  condition  for 
nearly  its  whole  length,  will  require  but  little 
comment.  There  is  but  twenty-eight  miles  of 
it  which  is  not  passed  daily  by  its  trains;  and 
this  remnant  to  Paris  is  graded  ready  for  the 
iron,  and  track  parties  are  now  putting  down 
the  iron  with  as  little  delay  as  possible.  The 
tabular  statement  in  reference  thereto,  will 
give  all  the  information,  in  relation  to  its  con- 
dition, which  is  at  all  important.  When  its 
receipts  are  looked  to,  and  it  is  cansidered 
that  it  is  yet  deficient  in  its  great  northern 
terminus,  (by  way  of  the  Memphis,  C.  &  L. 
Road  and  N.  &  L.)  at  Louisville.  Its  earn- 
ings, too,  being  for  only  eighty  seven  miles  of 
roadway,  go  beyond  the  most  sanguine  expec- 
tations of  its  friends.  When  this  connection 
is  obtained,  (as  it  is  believed  it  will  be  during 
the  next  year,)  doubtless  the  result  will  be 
much  more  satisfactory  to  its  projectors. 
Connecting  at  Humboldt,  in  Gibson  county, 
with  that  great  artery  in  the  railroad  system 
of  the  South,  the  Mobile  and  Ohio,  it  gives, 
while,  at  the  same  time  it  receives,  immense 
support  from  that  road.  The  gross  receipts 
from  Memphis  to  Humboldt,  $150,015  30. 
Road  expenses,  $62,167  41.  Leave  net  earn- 
ings, $87,857  83,  which  is  more  than  sufficient 
to  pay  interest  on  funded  debt  to  the  State  for 
bonds  loaned. 

TABLE    I. 

Total  amount  of  capital  stock  subscribed $1,039,000  00 

*Total  amount  of  capital   stock  paid  in,  tap- 

proximation) 570,000  00 

*  Amount  paid  in  by  Individuals  not  included. 
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Amount  of  St  ite  aid  g ranted  to 

road.vay 51,306,01)0  00 

Amount  of  State  aid    granted  to 

bridges Con ,000  '■<> 

Amount   of  State  aid  received,  3ut!i  June. 

Funded  debt  due  on  Sute  bonds.  J,17O,U0U  00 
Fand'vi  debts  doe  to  others  than 
IheSaae IQ'-TO"  "" 

Amount  of  floating  debt..-  •  ••- 

Cost  of  road  and  equipment 

Cost  of  equip'Oents  ...... ...........-^..., 

Receipts  ftom  Pa>»sen:rers 71:574  65 

••     Freights 76.076  85 

"  ••     all  other  sources 1.46.1  80 


T">tal  receipts 

Total  expenditures 

?set  receipts •  •  • 

Gost  per  cent,  of  earnings   for  year  eudiug 

JuneS'th -' 

Amount  of  earnings  paid  to  interest  on  State 

Foan. *••• 

Total  length  of  road  in  TeDn 

«•  "  **      finished • 

Average  interest  on  funded  debt--  • .. 

Average  interest  on  floating  d^ht 


1,509,000  0B 
1,170,000  00 


1 ,361.000.  fit) 
X-trt.tmft  Oil 

2.3:i0.lll  "iff 
141, Hi  37 


1.0.015  3" 
0>,]57  47 
87,857  63 

41  per  cent. 

50,533  00 
130.6  miles. 
Ion         •' 
6  pet  cent. 
8    •• 


TABLE    II. 

REALIZED      FROM      SALE 

STATE   BONDS. 


OF     STOCK     AXD 
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Amount  Re- 
alized in 
Work. 

CHARACTERISTICS    OF    THE    ROAD. 

Total  length  of  road KtO  G  miles. 

»•  "  "in  Tennessee 130.6      ** 

»*  "  "     finished 100 

»*  "  "  '•         in  Tenn 100 

Length  of  branches  owned  by  Company..   Kone 

Leug:h  of  road  graded 1:10.6  miles. 

Aggregate  length  of  sidings,  exclusive  of 

branch  fl    3  6.7 

Nnmberof  si  iin.'s  an<l  turnouts S»5 

Weight  of  r-til  per  lined  yard  on   main 

line 58  to  63  pounds. 

"Weight  of  mil  per  lineal  yard  on  branrhes. 

Kum>>er  of  tons  per  mile  on  branches 

Mixlmum  gr-ide  on  main  line 55.8 

Totil  fall  on  main  l.ne 

T<>td  decree*  of  curvature  in  main  road..    1  279 

Total  length  &lraight  line-  mam  road Ill  6 

Tnt-il  len/ih  carved  line,  main  road 19.0 

Width  of  earth  excavation  at  grade, 22  feet. 

TFidth  of  embniikmenu  -it  grade IS    " 

Av*-r-t?e    slope    of   earth    excavation    at 

gride U  to  1.4  to  1 

NuniMjr  of  truiabridgtB 14 

Aggregate  length  ofiruss  bridges 1,480 

Number  ofilnw  bridges : 1 

A^2r^;ate  length  of  draw  bridges 1'iOfeet. 

Aggregate  length  of  trestling 10,700  feet 

Number  a'-  crosi  lies  per  mile 2.400 

Dimensions  of  cross  lies K  by  8 — P&fli  feet 

Character  of  timber  us*;d WJcp.oak*cypresfl 

Gharacterof  j  dot  fisteuings H'roughl  chairs. 

Weight  of  wrougot  ir  )ii  fa*ieniiigs H  to  1«  pounds. 

Number  of  railroads  crossed  at  era  le l 

JFfffitier   of  way   stotions    for    Express 

Trti.s 12 

Ka      it  of  flag  atatifjns 1  £ 

..-uibeT  ■(  -n  ;  ■II-;  h  his-s 1 

Somber  of  michine  shops ] 

>aut'teruf  vrooiiea  -i«p  .i  bLlldlngs. ',1 

N  amber  of  brick  d-p^t  build. ngs 1 

Nom ■— r  '<f  turn-Wd^s 3 

Number  of  wood  and  water  stations G 


EQUIPMENT    OF    ROAU. 

Number  of  locomatives 9 

*'  passenger  cars *••  5 

"  baggage  and  express  cars. . ..  *2 

41  box  freight  cars-  •  ..^. ...  34 

44  platform  cirs 51 

l*  gravel  <-ars * 54 

"  roadcars. 4 

"  miles  run  by  passenger  trains  PI  ,47!? 

"  miles  run  by  freight  trains.. .   47.;i-'H 

Total  nnmber  of  miles  run  by  all 1.8,807 

T  >td  number  of  passengers 62,61-9 

Rate  of  fare  charged  per  mile  for  through 

passengers - 3  7-8  cents. 

Rate  of   Tare  charged  per  mile   for  way 

passengers -.. 4  cents. 

Number  of  tor>s  of  way  freight.- 47,560 

ACCIDKNTS. 

Total  numl>eTof  persons- im'nred 

"  *k  "         kined 

4*  "  other  persons  injured. .. 

"  M         "         killed....   3 

The  officers  of  the  Company  are:  Robertson 
Topp,  President)  J.  T.  Trezevant,  Secretary 
and  Treasurer;  H.  D.  Pickett,  Chief  Engi- 
neer ;  H.  Coffin,  Siqierintendent  The  prin- 
cipal office  of  the  Company  is  at  Memphis, 
Shelby  county,  Tennessee. 


AGEEEMENT 

Between  the  Little  Miami  and  Columbus  and 
JEenia  liailroad  Companies,  of  the  Jirsi 
part,  and  the  Cincinnati,  Hamilton  and 
Dayton  Railroad  Company  of  the  second 
part,  and  tlie  Dayton,  Xenia  and  Belpre 
Railroad  Company  on  the.  third  part,  wit- 
nesseth  : 

Whereas,  the  parties  of  the  first  part  are 
operating  their  roads  for  their  common  bene- 
fit, under  a  written  agreement,  dated  30tlr 
November,  A.  D.  1853,  and  the  Columbus  and 
Xenia  Railroad  Company  have  leased  and  the 
parties  of  the  first  part  are  operating  nnder 
said  written  agreement  so  much  of  the  line  of 
the  Dayton,  Xenia  and  Belpre  road  as  con- 
nects with  the  Columbus  and  Xenia  Road  at 
Xenia,  and  with  tne  Cincinnati,  Hamilton  and 
Dayton  Road  at  Dayton,  and  it  is  deemed  for 
the  common  benefit  of  the  parties  hereto,  that 
the  said  lines  of  roads  so  connected  should 
enter  into  the  arrangement  following,  and  the 
parties  of  the  first  and  second  part  do  hereby 
stipulate  and  agree  with  each  other  as  fol- 
lows : 

First — This  contract  shall  continue  in  torce 
for  twenty  years,  but  any  modification  or  al- 
teration of  the  same  may  be  made  by  the  Ex- 
ecutive Committee,  as  hereinafter  provided, 
subject  to  the  ratification  of  the  Boards  of 
Directors  of  the  respective  Companies  of  the 
(1st)  first  and  (2d)  second  part,  parties  here- 
to 

Second — Fifty  per  cent,  to  be  retained  out 
of  the  gross  earnings  by  esch  Company  earn- 
ing the  same,  for  the  expenses  of  the  business 
done  by  such  Company,  and  the  remainder 
shall  be  considered  net  earnings,  for  division 
between  the  parties  of  the  first  and  second 
part:  Provider],  that  when  in  any  year  during 
the  continuance  of  this  contract,  the  gross  ag- 
gregate  earnings  of  the  parties  shall  amount 
to  two  millions  and  fifty  thousand  dollars  or 
upward,  the  rents  payable  by  the  Columbus 
and  Xenia  Railroad  Company  to  the  Dayton, 
Xenia  and  Belpre  Railroad  Company,  and 
others  under  their  lease,  dated  the  11th  day 
of  December,  A.  D.  1858,  not  in  all  exceeding 
thirty  thousand  dollars,  t-hall  be  first  deducted 
out  of  said  aggregate  gro<s  earnings,  and  in 
such  case  the  remainder,  after  deducting  said 
rentals,  shall  be  considered  the  gross  earnings, 
one  half  of  which  shall  be  the  net  earnings  for 


division  between  the  parties  of  the  first  and 
3scond  part. 

Third — The  net  earnings  of  the  said  parties 
(after  malting  deductions  as  aforesaid,)  in- 
cluding all  the  earnings  and  incomes  of  the 
several  roads  operated  by  the  said  parties,  as 
hereinafter  provided,  shall  be  aggregated  and 
divided  between  them,  as  follows: 

1st.  When  the  aggregate  of  the  joint  gross 
earnings  amount  to  one  million,  eight  hun- 
dred and  fifty  thousand  dollars,  or -under,  the 
proportion  of  the  net  earnings  of  the  party 
of  the  first  part  to  be  paid  them  shall  be  six- 
ty-nine per  cent,  of  the  whole;  and  the  pro- 
portion to  be  pa-id  to  the  party  of  the  second 
part  shall  he  thirty-one  per  cent,  of  the  whole 
net  earnings. 

2d.  When  in  any  year  during  the  continu- 
ance of  this  contract,  the  aggregate  gross 
earnings  exceed  one  million,  "eight  hundred 
and  fifty  thousand  dollars,  the  proportion  of 
the  net  earnings  to  which  the  party  of  the  se- 
cond part  is  entitled  as  aforesaid,  shall  be  in- 
creased and  advanced  one-fourth  of  one  per 
cent,  on  said  aggregate  net  earnings,  for  every 
twenty-five  thousand  dollars  of  such  increased 
gross  earnings,  until  said  aggregate  gross 
earnings  amount  to  two  million,  three  hundred 
and  twenty-five  thousand  dollars;  but  said  in- 
crease of  one  fourth  of  one  per  cent,  on  net 
earnings  shall  not  be  added  or  further  ad- 
vanced for  or  upon  any  gross  earnings  exceed- 
ing said  two  millions  three  hundred  and 
twenty-five  thousand  dollars  ;  and  when  in  any 
year  the  said  aggregate  gross  earnings  exceed 
said  sum  of  two  million  three  hundred  and 
twenty-five  thousand  dollars,  the  party  of  the 
first  part  shall  be  entitled  to  sixty-four  and 
one-fourth  (64J-)  per  cent,  on  the  ao-greo-ate 
net  earnings,  and  the  party  of  the  second  part 
to  thirty-five  and  three-fourths  (H5f)  per  cent, 
thereon.  The  said  net  earnings  for  the  first 
three  quarters  of  the  first  year  shall  be  ad- 
justed in  the  proportion  of  sixty  nine  and 
thirty-one,  and  the  fourth  quarter  be  adjusted 
and  settled  in  proportion  to  the  amount  of 
gross  earnings  of  that  year,  as  hereinafter 
provided.  And  afterward  the  said  net  earn- 
ings of  the  said  parties  shall  quarterly,  as  they 
accrue,  be  adjusted,  settled  and  paid,  as  if 
each  party  would  be  entitled  to  the  some  pro- 
portion which  such  party  received  the  next 
preceding  year,  and  on  the  last  quarter  day 
of  each  year,  the  proportion  to  which  the 
parties  shall  be  entitled  for  the  year,  as  pro- 
vided in  this  section,  shall  be  ascertained,  ad- 
justed and  paid.  Quarterly  days  for  such  pay- 
ments, in  each  and  every  year,  shall  be  fixed 
bv  the  Executive  Committee  hereinafter  nam- 
ed, or  by  the  concurrent  resolutions  of  the 
Boards  of  Directors  of  the  said  parties;  and 
until  such  action  is  had,  such  quarter  days 
shall  be  the  second  Mondays  in  February,  May, 
August,  and  November. 

Fourth — The  earnings  and  income  which 
enter  into  the  division  named  in  Article 
Three,  shall  be  those  arising  from  transporta- 
tion of  freights  and  passengers,  and  all  ofher 
earnings  whatsoever  in  operating  the  roads, 
inclusive  of  incomes  from  the  use  of  engines 
and  rolling  stock  of  one  of  the  parlies  by  the 
other,  or  by  or  on  other  roads,  of  rents  of 
trade  when  the  rent  is  received  instead  of  and 
fur  the  Company's  proportion  of  fares;  and 
also  all  other  incomes,  derived  by  rent  or 
otherwise,  from  the  use  by  railroads  or  others 
of  depots  and  tracks  ;  and  of  all  real  estate 
and  fixtures,  used  or  retained  by  either  of 
the  parties  for  depot  or  other  railroad  pur- 
poses; and  also  inclusive  of  the  receipts, 
earnings  and  incomes  derived  by  either  of  the 
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parties  as  lessees  of  any  other  railroad  or  part 
thereof. 

Filth — Each  Company  of  the  parties  of  the 
first  and  second  part  shall  furnish  its  own  ma- 
chinery, rolling  stock,  etc.,  and  necessary  as- 
sistants', officers  and  employes  for  doing  the 
business  of  their  road. 

Each  party  of  the  first  and  second  part  shall 
be  responsible  for  its  own  damages,  losses, 
injuries,  failures  or  defaults,  and  shall  protect 
and  indemnify  the  other  party  against  any  lia- 
bility therefor,  and  shall  repay  them  all  out- 
lays and  expenses  made  and  suffered  by  them 
on  account  thereof. 

Sixth — Each  road  shall,  under  the  directions 
of  the  Executive  Committee  hereafter  provid- 
ed, do  that  business  most  convenient  and 
natural  to  it,  and  which  on  joint  account  can 
be  most  economically  done  to  themselves  and 
to  shippers. 

Seventh — An  Executive  Committee,  com- 
posed of  the  Presidents  of  the  three  Compa- 
nies, parties  of  the  first  and  second  part,  shall 
have  the  power  and  be  charged  with  the  duty 
of  supervising  and  directing  all  necessary  con- 
tracts to  be  made  with  connecting  roads  and 
lines,  and  who  shall  determine  the  policy  to  be 
p  irsued  between  them.  This  committee  shall 
also  be  charged  with  the  general  policy  to  be 
pursued  by  the  parties  to  this  agreement  in 
reference  to  the  business  of  their  several  lines, 
manner  of  keeping  accouuts  of  each,  neces- 
sary to  properly  and  fairly  carry  out  this  con- 
tract, and  to  whom  each  line  of  road  shall 
make  monthly  statement  of  their  respective 
earnings.  This  committee  shall  meet  once  a 
week,  or  as  often  as  may  be  necessary  to  pro- 
mote and  guard  the  interests  of  the  several 
companies  parties  hereto,  of  the  first  and  se- 
cond parts;  and  the  Committee  shall  meet  on 
the  call  of  any  member  of  the  Committee. 
Either  Board  may,  in  the  absence  or  inability 
of  its  President  to  attend  a  meeting  of  said 
Committee,  appoint  any  other  officer  or  mem- 
ber of  the  Board  to  act  in  the  place  of  such 
President,  for  the  time  being.  Upon  all 
questions  at  any  time  arising  to  the  true,  pro- 
per or  legal  meaning  of  this  contract,  or  of 
any  part  thereof,  or  of  the  exercise  of  powers 
under  the  same,  there  shall  be,  on  the  part  of 
the  Committee,  an  unanimity  of  opinion  be- 
fore final  action,  and  in  case  of  disagreement, 
one  Director  shall  be  added  by  the  Committee 
from  the  Cincinnati,  Hamilton  and  Dayton 
Railroad  Company,  and  the  four  shall  name  a 
fifth  disinterested  person,  and  the  decision  of 
a  majority  in  such  cases  shall  be  final.  The 
Executive  Committee  shall  cause  a  record  to 
be  kept  of  all  their  official  appointments  of 
outside  agents  or  employees,  with  the  cost, 
charges  and  pay,  together  with  the  incidents 
thereof,  all  contracts  or  agreements  with  other 
roads,  and  all  other  important  and  official 
acts,  capable  and  convenient  to  be  recorded, 
a  copy  of  which  shall,  from  time  to  time,  be 
furnished  to  each  of  the  respective  Boards 
of  the  said  parties  of  the  first  and  second 
parts,  and  the  original  shall  be  open  to  the 
inspection  of  each  Director  of  the  several 
Boards. 

Eighth — Each  road  shall  be  managed  under 
its  own  organizatinn  for  through  and  local 
business,  and  have  its  own  Superintendent, 
unless  hereafter  and  by  the  unanimous 
agreement  of  the  three  Presidents,  concurred 
in  by  their  respective  Boards  of  Directors,  it 
shall  be  deemed  for  the  interest  of  the  parties 
to  have  the  Superintendency  arranged  under 
one  General  Superintendent  and  one  or  more 
Assistant  Superintendents,  when  the  salaries 
of  each  shall  be  paid  by  the  parties  in  the  pro- 
portion of  the  division  of  the  net  earnings  be- 
fore provided  for^- 


Ninth — There  shall  be  one  General  Ticket 
Agent  for  the  said  Companies,  who  shall  be 
appointed  by  the  Executive  Committee,  the 
payment  of  whose  salary  and  office  expenses 
shall  be  borne  by  the  parties  of  the  first  and 
second  part  jointly,  but  in  proportion  to  the 
division  of  net  earnings  between  tbem.  All 
other  agents  and  employees,  of  or  tor  either 
party,  not  necessary  for  the  working  and 
management  of  the  ordinary  business  of  the 
roads,  inclusive  of  all  agents  and  employees 
at  any  and  all  places  abroad,  shall  be  ap- 
pointed by  the  Executive  Committee,  paid 
in  proportion  as  aforesaid,  and  such  agents 
and  employees  may  be  removed  by  the  Com- 
mittee, or  by  either  member  thereof. 

Tenth — The  several  Companies  parties  to 
this  agreement  shall  hold  themselves  ready 
to  do  business  with  all  connecting  roads,  and 
lines  of  roads,  and  whether  the  latter  be  by 
rail  and  water  or  not,  on  fair  and  equitable 
terms;  and  all  previously  existing  contracts 
between  them  shall  be  left  to  the  liability 
and  observance  of  the  parties  to  such  con- 
tracts. 

Eleventh — All  through  rates,  for  freights 
and  passengers,  shall,  from  time  to  time,  be 
fixed  and  maintained  by  the  Executive  Com- 
mittee. They  shall  also,  and  from  time  to 
time,  fix  and  maintain  so  much  of  the  local 
rates  of  either  of  the  roads  of  the  parties  here- 
to, as  may  be  necessary  in  establishing  the 
through  rates  in  connection  with  any  other 
roads.  But  the  rates  to  and  from  Cincinnati 
and  Columbus  direct,  and  to  and  from  those 
cities  by  way  of  Dayton  and  Xenia,  shall  be 
the  same,  unless  the  Executive  Committee 
shall  otherwise  determine. 

Twelfth — Neither  Company  shall  appoint, 
have,  or  in  any  way,  directly  or  indirectly, 
maintain  any  outside  agent  or  employee,  other 
than  by  joint  action,  as  provided  in  article 
nine  (9). 

Thirteenth — The  said  parties  of  the  third 
part  do  hereby  assent  to  and  concur  in  the 
stipulations  of  their  said  lessees,  hereinabove 
set  forth,  and  it  is  understood  and  agreed  be- 
tween the  Columbus  and  Xenia  Railroad  Com- 
pany and  the  party  of  the  third  part,  that  the 
term  of  said  lease  now  existing  between 
them,  and  every  provision  and  stipulation 
thereof  shall  be  extended  to  the  period  of 
twenty  years  from  the  time  this  contract  takes 
effect. 

The  twenty  years  fixed  for  the  period  of  the 
continuance  of  this  contract,  shall  commence 
on  the  2d  day  of  April,  A.  D.  1860,  or  on  or 
before  the  1st  day  of  May,  A.  D.  1860,  as  may 
be  agreed  upon  by  the  above  mentioned  Ex- 
ecutive Committee  of  the  parties  of  the  first 
and  second  part. 

This  contract  shall  take  effect  and  become 
obligatory  upon  the  parties  thereto,  when  ap- 
proved by  each  of  the  Boards  and  the  stock- 
holders of  each  of  the  corporations  parties 
hereto. 

This  contract  not  to  affect  or  impair  the 
original  contract  of  leate  between  the  party 
of  the  third  part  and  the  said  Columbus  and 
Xenia  Railroad  Company,  except  as  to  the 
extension  of  time  above  provided  for — -Com- 
mercial. 


J8@=  The  Pres't  of  the  Cin.,  Ham.  &  Dayton 
road  has  tendered  the  facilities  of  that  line  to 
any  committee  that  may  be  appointed  in  this 
city  to  select  suitable  grounds  for  the  next  Na- 
tional Fair. 


£Sg°*  The  Legislature  of  Missouri   met  on 
i  the  27th  at  Jefferson,  in  extra  session,  for  the 
cbnsideration  of  further  aid  to  railroads. 


SALE  OF  THE  MARIETTA  AND  CIN- 
CINNATI RAILROAD,  AT  CHILLI- 
COTHE,  ON  SATURDAY. 

We  received,  on  Saturday,  in  time  for  an 
evening  bulletin,  a  dispatch  from  Chillieolhe, 
announcing  the  sale  of  the  Marietta  find  Cin- 
cinnati Railroad  and  all  the  property,  of  what- 
ever nature,  thereunto  belonging,  by  Orland 
Smith,  as  Receiver,  under  a  decree  of  the  Ross 
County  Court.  The  price  paid  was  two  hun- 
dred thousand  dollars,  that  sum  being  the  min- 
imum fixed  by  the  Court.  The  property  was 
purchased  for  the  account  of  Ebenezer  W.  Fer- 
rie  and  Thomas  Wilde  Powell,  of  London;  Noah 
L.  Wilson,  of  Chillicothe,  Francis  J.  Haseltine, 
of  Zaleski,  and  David  Gibson  s<nd  W.  F.  Roel- 
ofson,  of  this  city,  Trustees  under  the  compro- 
mise agreement  for  capitalization. 

The  Marietta  and  Cincinnati  Railroad  Com- 
pany was  incorporated  by  an  act  of  the  Legis- 
lature in  1845,  as  the  "Belpre  and  Cincinnati 
Railroad  Company."  In  1851  the  Company 
was  authorized  to  change  its  name  to  that  of 
the  Marietta  and  Cincinnati  Railroad  Com- 
pany. The  original  idea  of  the  projectors  of 
this  magnificent  enteprisewas  to  build  a  road 
through  the  rich  agricultural,  coal  and  iron 
sections  of  Southern  Ohio,  with  a  view  to  a 
direct,  line  between  the  Parkersburg  terminus 
of  the  Baltimore  and  Ohio  road  and  the  city 
of  Cincinnati.  It  was  subsequently  deter- 
mined to  build  to  Marietta  direct,  and  from 
that  point  to  carry  one  Division  of  the  line  to 
a  Wheeling  connection  with  the  Pennsylvania 
Central,  and  another  (famous  in  railway  histo- 
ry as  the  Independence  line,)  to  a  point  on  the 
Northwestern  branch  of  the  Baltimore  and 
Ohio  road — the  junction  to  he  formed  not  far 
from  Cornwallis  Station.  This  branch  of  the 
M.  &  C.,  was  to  cross  the  Ohio  a  few  miles 
above  Marietta.  Thus  it  was  proposed  to  "have 
an  alternate  line  to  Philadelphia  direct,  and  to 
Baltimore  direct.  To  the  support  of  this 
scheme  the  city  of  Marietta  and  county  of 
Washington  came  forward  very  liberally,  and 
the  Pennsylvania  Railroad  itself  subscribed 
and  paid  seven  hundred  and  fifty  thousand 
dollars. 

The  road  has  been  completed  from  Love- 
land,  on  the  Little  Miami,  to  Marietta— about 
185  miles — and  an  Independent  Company  lias 
completed  a  road,  connecting  with  the  M.  & 
C,  at  Scott's  landing  On  the  Ohio,  to  within 
about  three  miles  of  Parkersburg.  There  are, 
in  round  numbers,  invested  in  the  Marietta 
and  Cincinnati  Road  thirteen  millions  of  dol- 
lars, viz : 

First  Mortgage  Bonds  and  Unpaid  Interest $3,000,000 

Secund        -  2,500.000 

T-ircl  »         "  "  "  1,5011,(01) 

Debts 2.500,(100 

Stock  3,5  0.000 

Total $13,0011,(1110 

The  Courts,  finding  the  Railroad  Company 
utterly  insolvent,  and  unable  to  raise  the  mon- 
ey (say  one  million  of  dollars)  necessary  to 
complete  the  line,  and  unable  even  to  keep  the 
road  in  operation  for  half  a  year  longer,  made 
a  decree  to  sell  the  entire  property  under  the 
mortgages. 

The  "scheme"  which  has  been  agreed  upon 
by  a  majority  of  parties  interested,  including 
the  mortga/ees,  the  general  creditors,  stock- 
holders, &c,  was  thus  stated  during  the  recent 
discussions  before  the  Legislatu  e; 

"  That  a  law  shall  be  passed,  enabling  the 
Court  to  pass  the  franchise  by  the  sale,  or  de- 
claring that  it  does  or  shall  pass,  and  author- 
izing the  purchasers  to  issue  new  stock,  and 
organize  anew,  by  issuing  stock  to  the  several 
parties  in  interest,  according  to  the  agree- 
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ment  of  the  parties  aforesaid,  to  wit :  pre- 
ferred six  per  cent,  stock  to  the  first  and  sec- 
ond mortgagees,  for  the  full  amount  of  their  7 
per  cent,  bonds,  and  for  the  money  necessary 
to  finish  the  road,  which  they  are  to  advance  ; 
preferred  6  per  cent,  stock  to  the  third  mort 
gagees,  to  less  than  half  the  amount  of  their 
claims;  and  common  stock  to  the  general 
creditors  and  stockholders,  to  the  amount  of 
$1,500,000,  to  be  apportioned  so  as  to  give  to 
the  creditors  double  the  per  centage  given  to 
the  stockholders.  The  first  and  second  mort- 
gagees to  advance  money  to  finish  the  road, 
and  to  pay  certain  claims  of  operatives  and 
others  preferred  by  the  Court,  and  ordered  by 
the  decree  to  be  paid  out  of  the  purchase 
money." 

In  a  letter  written  by  a  bondholder  to  a  gen- 
tleman in  this  citv.  subsequent  to  the  decree 
of  sale,  the  following  language  was  used,  which 
we  re-produce,  to  show  the  views  of  that  class 
of  creditors: 

"  If  the  franchise  or  charier  can  be  made  to 
pass  under  a  sale  on  the  decree,  the  mort- 
gagees are  willing  to  purchase  and  complete 
the  road,  and  continue  it  in  operation.  In 
the  present  state  of  doubt,  whether  the  fran- 
chise or  charter  would  so  pass,  without  an 
enabling  act,  no  one  will  purchase.  Even 
with  such  an  act,  a  sale  can  not  be  made  to 
produce  any  considerable  part  of  the  mortgage 
debts,  much  less  any  thing  to  reach  the  gen- 
eral creditors  or  the  stockholders.  Without 
the  law,  the  road  must  be  abandoned,  and  lost 
to  the  public,  with  the  loss  of  the  total  amount 
of  the  general  debts  and  the  stock,  and  the 
greater  part  of  the  mortgage  debts,  because  a 
sale  would  produce  only  the  value  of  the 
movable  material  of  the  road,  which  (with 
doubtful  power  to  remove  them)  would  be  a 
mere  trifle.  The  road  without  the  franchises 
is  valueless.  To  capitalists,  or  purchasers,  the 
doubt  whether  the  franchises  would  pass  with- 
out the  law,  is  the  same  in  effect  as  the  reality; 
because  no  prudent  capitalist  would  invest 
under  such  a  doubt." 

With  the  merely  personal  relations  of  the 
parties  most  influential  n  carrying  through 
the  measure  which  was  finally  consummated 
at  Chiilicotbe,  on  Saturday,  we  have  now  noth- 
ing to  do.  We  are  to  regard  the  fact  that  under 
an  agreement  between  a  majority  of  the  par- 
ties in  interest,  a  new  company  has  been 
formed,  who  claim  they  have  secured  not  only 
the  property,  but  the  franchise,  so  that  nothing 
less  than  a  decision  of  the  Supreme  Court  of 
the  State  can  affect  theirjtitle. 

The  immediate  and  practical  result  of  the 
sale  under  the  legislation  to  which  we  have 
referred,  is  that  the  people  of  Southern  Ohio 
will,  and  that  within  a  few  months,  have  a 
completed,  and  thoroughly  conditioned  and 
equipped  railroad  from  the  city  of  Cincinnati 
to  the  Ohio  river  terminus  of  the  shorter  arm 
of  the  great  Baltimore  and  Ohio  Road.  When 
the  material  benefits  of  such  a  line — shortening 
the  distance  between  this  city  and  the  seaboard 
by  sixty  miles — are  compared  with  the  sums 
invested  by  the  cities  and  counties  along  the 
line,  the  latter  will  be  regarded  by  the  people 
who  pay  the  taxes  as  inconsiderable. 

We  shall,  for  the  time,  content  ourselves 
with  an  allusion  to  a  single  result  of  the  com- 
pletion of  the  Marietta  and  Cincinnati  scheme 
as  being  likely  to  develop  within  a  compara- 
tively short  period.  The  Ohio  &  Mississippi, 
Cincinnati,  Hamilton  &  Dayton,  and  Little 
Miami  Companies  have  found  themselves  quite 
unable  to  compete,  with  a  desirable  measure 
of  success,  with  the  Railway  lines  of  central 
and  northern  Illinois,  Indiana  and  Ohio,  for  the 
carrying  trade  between  the  region  of  which  St. 


Louis   is  the  distributing  center,  and  the  At- 
lantic seaboard. 

One  reason  for  this  has  been  found  to  exist 
in  the  necessity  that  has  existed  for  breaking 
bulk  at  this  point.  But  with  the  completion 
of  the  Marietta  line  to  the  Cincinnati  Depot 
of  the  Indianapolis  and  Cincinnati  road,  there 
will  be  formed  a  line  of  continuous  gauge  from 
St.  Louis,  Burlington  and  Dubuque,  on  the 
Mississippi,  on  the  West,  and  Baltimore  and 
Philadelphia  on  the  East,  through  Cincinnati. 
The  gauges  of  the  Terre  Haute,  Alton  and  St. 
Louis,  Illinois  Central,  Peoria,  Logansport  and 
Burlingtou,  Indianapolis  &  Peru,  Terre  Haute 
&  Richmond,  Indianapolis  &  Cincinnati,  Ma 
rietta  &  Cincinnati,  and  Pennsylvania  Central 
and  Baltimore  &  Ohio  are  similar.  —  Cin. 
Commercial. 


RAILROAD  LEGISLATION. 

The  following  Bill  is  now  under  discussion 
before  the  Legislature  of  Pennsylvania  : 
AN  ACT  authorizing  the  sale  of  the  Pittsburg 

and  Connellsville  Railroad. 

Whereas,  The  Pittsburg  and  Connellsville 
Railroad  Company  have  for  the  space  of  more 
than  three  years,  neglected  and  refused  to  pay 
the  interest  due  to  the  stockholders  thereof,  as 
they  bound  and  obligated  themselves  to  do  by 
the  resolution  of  the  Board  of  Directors,  and 
the  said  company  is  in  a  failing  and  insolvent 
condition,  for  remedy  thereof  to  the  creditors 
and  stockholders: 

Section  1.  Be  it  enacted  by  the  Senate  and 
House  of  Representatives  of  the  Commonwealth 
of  Pennsylvania  in  General  Assembly  met, 
and  it  is  hereby  enacted  by  the  authority  of 
the  same,  That  John  O.  Kimmel,  Wm.  J.  Bear, 
John  D.  Roddy,  Ross  Forward  and  Alexander 
Stutzman,  of  the  county  of  Somerset,  be  and 
they  are  hereby  appointed  Commissioners  af- 
ter the  expiration  of  ninety  days  from  the  pas- 
sage of  this  act,  to  sell  by  public  sale  and 
convey  the  same  to  the  purchaser  or  purchas- 
ers, by  such  deed  or  assurance  as  they  may 
deem  sufficient,  the  said  Pittsburg  and  Con- 
nellsville Railroad,  from  the  city  of  Pittsburg 
to  the  Maryland  State  line,  together  with  all 
the  rights,  liberties,  privileges  and  franchises 
belonging  to  the  said  Company,  so  that  the 
purchaser  or  purchasers  of  said  railroad,  then- 
venders  or  assigns  shall  have,  enjoy,  and  pos- 
sess all  the  rights,  liberties,  privileges  and 
franchises  that  said  Railroad  Company  had 
and  possessed  under  their  act  of  incorporation, 
or  any  supplement  thereto. 

Sec.  2.  That  the  said  Commissioners  shall 
have  full  power  and  authority  to  sell  and  con- 
vey the  said  railroad  and  the  privileges  and 
franchises  thereof  to  the  highest  and  best  bid- 
der, on  the  following  terms:  Fifty  thousand 
dollars  of  the  purchase  money  to  be  paid  by 
the  purchaser  or  purchasers  on  the  day  of  sale, 
or  within  thirty  days  thereafter,  with  interest 
at  the  rate  of  six  per  cent,  per  annum.  Fifty 
thousand  dollars  each  and  every  year  thereaf- 
ter, with  interest  as  above  named  until  the 
whole  amount  of  said  purchase  money  is  fully 
paid.  And  for  the  security  of  the  purchase 
money  to  the  Commissioners,  the  said  purchase 
money,  until  paid,  shall  remain  a  lien  on  said 
Pittsburg  and  Connellsville  Railroad,  and  also 
be  further  secured  by  mortgage  and  bonds  on 
said  road. 

Sec.  3.  That  it  shall  be  lawful  for  any  per- 
son or  persons,  railroad,  or  any  incorporated 
company,  or  any  company  which  may  hereaf- 
ter be  incorporated  by  and  under  t  e  laws  of 
this  commonwealth  to  become  the  purchasers 
of  the  Pittsburg  and  Connellsvillo  Railroad : 


and  in  the  event  of  a  sale  of  the  said  Pittsburg 
and  Connellsville  Railroad  being  made  to  in- 
dividuals, it  shall  be  lawful  for  such  individu- 
als so  purchasing,  after  the  said  public  sale,  to 
assign  and  transfer  their  right  to  the  said 
Pittsburg  and  Connellsville  railroad  under  said 
purchase  to  any  railroad  company  created  by 
the  laws  of  any  one  of  the  United  States,  and 
such  railroad  company,  on  compliance  with 
the  conditions  of  the  said  sale,  and  on  the 
payment  or  securing  of  the  purchase  money 
to  be  paid  to  the  said  Commissioners,  as 
hereinbefore  provided,  shall  be  fully  invested 
with  the  rights  of  said  purchasers,  and  be  en- 
titled to  the  same  rights  and  privileges  as  if 
the  said  Pittsburg  and  Connellsville  Railroad 
had  been  purchased  by  and  sold  to  said  com- 
pany at  the  time  of  said  public  sale.  Provided, 
That  if  the  Pennsylvania  Railroad  Company 
shall  become  the  purchaser  of  the  said  Pitts- 
burg and  Connellsville  Railroad,  they  shall 
pay  into  the  treasury  of  the  commonwealth  of 
Pennsylvania  in  addition  the  sum  of  one  mil- 
lion dollars  in  five  equal  installments,  the  first 
installment  to  be  paid  on  the  first  day  of  Janu- 
ary, eighteen  hundred  and  sixty  three,  with 
interest  on  the  whole  sum  of  one  million  of 
dollars  from  the  first  day  of  January,  eighteen 
hundred  and  sixty  three,  at  the  rate  of  five 
per  cent,  per  annum,  and  also  within  three 
years  from  the  first  day  of  April,  eighteen 
hundred  and  sixty,  fully  construct  and  com- 
plete the  said  Pittsburg  and  Connellsville  Rail- 
road, from  the  city  of  Pittsburg  to  the  town  of 
Bridgeport,  in  the  county  of  Bedford,  accord- 
ing to  the  true  intent  and  meaning  of  the  act 
of  incorporation,  and  the  said  supplement 
thereto;  then  and  in  that  case  the  said  Penn- 
sylvania Railroad  Company  shall  be  dis- 
charged by  the  said  commonwealth  forever 
from  the  payment  of  all  taxes  upon  tonnage  or 
freight  carried  over  said  Pennsylvania  Rail- 
road. 

Sec  4.  That  before  making  sale  of  the  said 
railroad,  the  said  commissioners  shall  adver- 
tise the  said  sale  for  four  weeks  in  at  least  two 
newspapers  published  at  the  city  of  Pittsburg, 
two  at  the  city  of  Philadelphia,  two  at  the  city 
of  Baltimore,  in  the  State  of  Maryland,  two  at 
the  city  of  New  York,  two  in  the  county  of 
Westmoreland,  and  two  in  the  county  of 
Somerset;  said  sale  to  be  held  at  the  court 
house,  in  the  borough  of  Somerset,  on  the  terms 
hereinbefore  provided  for,  and  as  soon  as  the 
purchaser  or  purchasers  shall  have  made  the 
payment  of  fifty  thousand  dollars,  required  to 
be  paid  on  the  day  of  sale,  and  delivered  their 
mortgage  and  bonds  for  the  unpaid  installments 
to  the  commissioners,  and  shall  have  fully 
complied  with  the  conditions  of  this  act,  then 
the  said  commissioners  shall  transfer  under 
their  hands  and  seals  to  such  purchasers,  their 
successors  or  assigns,  upon  such  terms  and 
conditions  as  are  mentioned  in  this  act,  the 
whole  of  the  Pittsburg  and  Connellsville  Rail- 
road, from  the  city  of  Pittsburg  to  the  Mary- 
land State  line,  together  with  all  the  land, 
buildings,  reservoirs,  machinery,  locomotives, 
cars,  trucks,  stationary  engines,  workshops, 
depots,  tools,  water  stations,  toll  houses,  offi- 
ces, stock,  and  materials  whatsoever  and  where- 
soever thereunto  belonging  or  held  for  the  use 
of  the  same,  and  together  with  all  right,  title, 
interest,  claim  and  demands  of  the  said  Pitts- 
burg and  Connellsville  Railroad  Company,  or 
the  stockholders  thereof 

Sec.  5.  That  in  case  any  of  said  Commis- 
sioners shall  die,  resign  or  neglect  or  refuse  to 
perform  the  duties  assigned  them,  the  Court 
of  Common  Pleas  of  the  county  of  Somerset 
shall  have  full  power  and  authority  to  fill  any 
vacancy  that  may  be  occasioned  thereby. — 
Provided,  before  the  said  Commissioners  shall 
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have  performed  any  of  their  duties  under  this 
act,  they  shall  give  bond  and  security  in  the 
sum  of  two  hundred  thousand  dollars,  to  be 
approved  by  the  Court  of  Common  Pleas  of 
Somerset  county,  for  the  faithful  performance 
of  their  duties,  which  bond  shall  bo  filed  among 
the  records  of  said  Court. 

Sec.  6.  That  the  sale  so  made  by  the  said 
Commissioners  shall  divest  all  liens,  whether 
the  same  be  mortgages,  judgments  or  other- 
wise, and  the  said  railroad  shall  go  to  the  pur- 
chasers free  and  unincumbered,  and  the  entire 
proceeds  of  said  sale  shall  be  applied  by  the 
said  Commissioners  whenever  fifty  thousand 
dollars  may  be  paid  to  them  in  the  following 
order:  First,  to  mortgages  according  to  their 
priority  of  lien;  second,  to  all  judgment  credi- 
tors where  judgment  was  obtained  in  a  court 
of  Record,  according  to  the  date  of  said  judg- 
ment; third,  all  otber  debts  to  be  paid  pro 
rata;  fourth,  if  any  surplus  remains,  to  the 
stockholders  equally  according  to  their  respec- 
tive shares  so  held. 


MANDAMUS  AGAINST  THE  CITY- 

The  following  is  a  report  of  the  decision  of 
the  Supreme  Court  at  Philadelphia,  in  the 
case  of  the  Commonwealth  ex.  rel.  Hamilton 
vs.  The  Select  and  Common  Council  of  this 
city,  in  which  the  public  here  is  deeply  inter- 
ested: 

The  alternative  mandamus  in  the  case,  fol- 
lowing the  suggestion  of  the  relator,  avers  that 
he  is  the  owner  of  two  certificates  of  loan  or 
bonds,  of  the  city  of  Pittsburg,  each  for  the 
sum  of  §1,000,  the  ownership  of  which  he 
acquired  by  purchase;  that  these  certificates 
of  loan  or  bonds  with  others  amounting  in 
all  to  the  sum  of  $150,000,  were  issued  by  the 
city  of  Pittsburg  in  payment  of  a  subscription 
for  3,000  shares  of  the  capital  stock  of  the 
Chartiers  Valley  Railroad  Company;  that 
these  bonds,  regularly  signed,  pledge  the  faith, 
credit  and  property  of  the  said  city  of  Pitts- 
burg, for  the  payment  of  the  principal  and 
interest  thereof.  It  is  further  averred  that  a 
large  amount  of  interest  is  now,  and  has  been 
for  a  long  time  past,  due  and  payable  upon 
these  bonds,  but  that  the  city  of  Pittsburg  lias 
wholly  neglected  and  refused  to  pay  the  same, 
so  due,  or  make  any  provision  whatever  for 
the  payment  thereon.  And  hence  the  writ  of 
mandamus  to  compel  the  Select  and  Common 
Council  to  make  the  necessary  promise  to 
meet  this  demand.  In  a  long  opinion  deliv- 
ered on  Saturday,  Judge  Strong,  in  most  em- 
phatic language,  declared  that  the  Councils 
were  bound  to  raise  funds  to  meet  the  interest 
due  on  the  bonds  issued  by  the  city.  In  con- 
clusion, the  Judge  says:  "The  impolicy  of  mu- 
nicipal subscription  to  stock  in  railroad  com- 
panies must  be  admitted,  but  the  constitution- 
ality of  laws  authorizing  them  has  been  sus- 
tained not  only  in  this  State  but  in  our  sister 
States,  by  a  weight,  and  uniformity  of  judicial 
decisions,  such  as  very  few  other  constitution- 
al views  have  been  able  to  bring  to  their  sap- 
port." 

The  following  decree  in  the  case  was  then 
made:  And  now  to  wit,  February  13,  1SG0, 
this  cause  having  come  on  for  hearing  at  the 
last  term  of  the  Court  at  Pittsburg,  was  fully 
argued  by  counsel,  whereupon  the  Court,  after 
due  and  mature  consideration  thereon  had, 
for  that  it  appears  that  the  said  return  by  the 
said  defendants,  made  to  the  alternative  writ, 
is  altogether  insufficient,  do  order  and  adjudge 
that  judgment  be  entered  upon  the  demurrer 
for  the  Commonwealth,  and  that  the  defend- 
ants and  their  successors  in  office,  be  and  they 


are  hereby  commanded  forthwith,  to  make 
full  and  ample  provision  for  the  payment  of 
all  the  interest  now  due  upon  the  bonds  issued 
by  the  Mayor,  Aldermen,  and  Citizens  of  Pitts- 
tmrg  in  payment  of  their  subscriptions  of 
$150,000  to  the  capital  stock  of  the  Chartiers 
Valley  Railroad  Company,  according  to  the 
t?nor  of  said  bond;  by  the  assessment  and 
collection  of  such  taxes  as  may  be  necessary 
for  the  purpose.  And  it  is  further  order- 
ed that  the  defendants  pay  the  costs  of  this 
suit. 


KENTUCKY  RAILROADS. 

The  failure  of  the  bill  offered  by  Mr.  Fisk, 
in  the  Kentucky  Legislature,  to  extend  State 
aid  to  our  railroad  system,  is  much  to  be  re- 
gretted bv  the  friends  of  enterprise  all  over  the 
State,  and  it  must  have  the  effect  to  keep  back 
that  kind  of  improvement  within  our  borders 
far  behind  onr  more  enterprising  neighbors  in 
the  States  which  surround  us.  We  observe, 
though,  that  the  want  of  legislation  in  this 
State  for  the  promotion  of  such  improvement 
does  not  abate  the  zeal  of  our  sister  States  in 
their  efforts  to  reach  us  and  connect  their  rail- 
roads with  us,  but  on  the  contrary,  they  seem 
to  be.  redoubling  their  efforts  to  get  to  our 
frontier  on  all  sides,  as  if  for  the  purpose  of 
convincing  our  people  in  that  way  that  they 
are  behind  the  age,  and  must  soon  get  to  work 
if  they  would  keep  pace  with  the  progress  of 
the  day.  Virginia  in  particular  is  lending  all 
her  efforts  to  the  completion  of  the  great  link 
of  road  in  the  Southern  route  from  East  to 
West,  which  she  has  taken  upon  herself  to  build 
— and  we  learn  that  she  has  just  appropriated 
two  millions  dollars  more  to  the  Covington 
and  Ohio  road,  which  forms  the  connection 
with  our  State,  and  with  the  system  in  the 
South. 

Virginia  is  behaving  nobly  in  the  prosecution 
of  this  work,  and  we  fear  very  much  that  that 
old  State  whioh  has  hitherto  been  so  much 
taunted  for  her  want  of  enterprise  in  the  erec- 
tion of  works  of  internal  improvement,  will 
leave  all  the  credit  which  attaches  to  old  fogy- 
ism  to  her  young  daughter,  Kentucky. 

South  of  us,  in  Tennessee,  and  east  of  us  in 
Virginia,  the  work  is  actively  going  on  to  com- 
pletion, but  here  we  are  at  a  perfect  stand-still, 
and  not  one  lick  is  being  struck — although  we 
are  probably  more  deeply  interested  than  any 
other  peopie. 

It  is  certainly  high  time  Kentuckians  were 
waking  up  to  the  importance  of  the  interests 
they  have  at  stake  in  the  great  Southern  sys- 
tem of  railroads,  and  they  should  at  once  set 
about  the  effort  to  complete  the  links  within 
our  State,  which  is  necessary  to  complete  the 
chain. 

The  Maysville  and  Big  Sandy,  and  the 
Maysville  and  Lexington  roads,  are  very  impor- 
tant parts  of  the  great  route,  and  certainly  pass 
through  a  country  as  richly  endowed  by  nature 
as  any  other  on  the  face  of  the  globe.  The 
people  who  occupy  it  are  wealthy  and  intelli- 
gent—  and  if  they  could  only  be  brought  to 
think  together  that  they  could  do  sd,  we  be- 
lieve that  I  hey  have  enough  public  spirit  to 
complete  their  roads  at  once.  The  grand  con- 
fidence seems  to  be  wanting,  though,  in  their 
own  capacity  to  act  effectively,  and  whilst  this 
distrust  of  their  ability  continues,  everybody 
seems  to  hang  back  as  if  there  was  really  dan- 
ger threatening  the  individual  who  makes  the 
start. 

It  is  time  the  people  were  getting  over  this 
backwardness  on  this  subject — they  know  that 
the  roads  are  important,  not  only  for  their  pros- 
perity and  welfare,  but  for  the,  welfare  also  of 


the  entire  South,  and  as  Virginia  is  now  using 
every  effort  lo  reach  us  on  the  East,  and  Ten- 
nessee, on  the  South,  has  already  united  with 
us  at  one  point,  we  have  every  consideration  to 
arouse  our  spirit  of  enterprise,  and  meet  thera 
on  onr  borders  with  the  least  delay  that  is  prac- 
ticable.— Maysville  Eagle. 


THE  PORT  ROYAL  R.  R  -NO  4- 

What  benefit  is  the  city  of  Charleston  to  de- 
rive from  this  enterprise,  is  the  question  I  pro- 
pose to  discuss  in  this  article.  A  city  that  as- 
pires to  be  the  mart  of  the  region  to  which  she 
is  the  focus  of  attraction,  can  not  be  indiffer- 
ent to  any  pathway  that  may  bring  tribute 
from  a  new  source,  or  that  will  furnish  greater 
facilities  of  trade  from  points  that  are  already 
accessible  to  her  commercial  influence.  The 
diversion  of  the  travel  from  Charleston,  by  the 
Manchester  Road,  is  a  living  example  of  what 
disaster  over-confidence  in  themselves  and  in- 
difference to  the  progress  of  the  times  may 
inflict  upon  a  community.  Charleston  is  the 
commercial  emporium  of  the  South  Atlantic 
States;  from  colonial  times  she  has  held  this 
position.  When  the  products  of  the  eastern 
slope  of  the  Allegheny  alone  furnished  the  trade 
for  the  commercial  cities  along  the  Atlantic 
shore,  Charleston  then  held  a  much  higher 
relative  position  in  the  scale  of  commerce 
than  she  does  now.  While  other  cities  extend- 
ed their  railroad  enterprises  in  every  direction 
that  promises  a  prospect  of  profit,  she  has  con- 
tented herself  with  a  single  pathway  to  the 
West;  and  this  pathway,  in  itself,  a  monopoly, 
not  subject  to  her  control,  that  can  at  any 
time  cripple  her  trade  by  its  own  will  or  ca- 
price. Free  trade  and  competition  is  the  vital 
spark  of  commercial  existence.  To  afford  this 
competition,  to  open  and  establish  this  rival 
pathway  to  the  fertile  West,  is  one  of  the  ob- 
jects of  this  Port  Royal  Railroad.  In  its  pro- 
gress thither,  it  is  proposed  to  carry  it  through 
a  prosperous  region  of  country  lyinr;  within, 
our  own  State,  and  from  which  Charleston  has 
hitherto  drawn  no  tribute,  and  which  she  has 
permitted  a  smaller,  but  a  more  enterprising 
rival  city  to  monopolize.  The  Charleston  and 
Savannah  Railroad  stretches  its  arms  out  in 
the  direction  of  the  rice  and  long  cotton  re- 
gion lying  along  the  seaboard  to  the  south  of 
her;  diverging  from  this  line  at  a  distance  of 
fifty-two  miles  from  Charleston,  it  is  proposed 
to  build  a  branch  road  under  the  appellation 
of  the  Port  Royal  Railroad.  This  route  will 
bring  tribute  from  a  new  source,  and  at  the 
same  time  will  reach  the  city  of  Augusta  by 
another  and  a  rival  road,  equally  as  short  a3 
the  South  Carolina  road,  and  will  thus  afford 
to  Charleston  a  double  path  to  the  West.  One 
of  the  most  practical  minds  in  South  Carolina 
has  declared  that,  so  desirable  was  another 
outlet  to  the  West  from  Charleston,  that  he 
would  venture  his  reputation  upon  it  that  if 
she  was  ever  given  the  opportunity  of  creating 
this  outlet,  that  Charleston  would  furnish  the 
capital  to  construct  the  road  herself.  This 
opportunity  is  now  offered  her.  Nor  is  she 
called  upon  single  handed  to  carry  out  the  en- 
terprise. A  wealthy  and  energetic  people  are 
ready,  able  and  willing  to  help  her.  The 
trade  from  the  Charleston  and  Savannah  Rail- 
road, to  which  Charleston  has  contributed 
laro-ely,  will  double  and  treble  itself  from  this 
branch,  and  will  assist  in  rendering  this  road 
not  one  of  the  least  important  to  her  future 
prosperity.  It  has  long  been  desired  by  the 
citizens  of  Charleston  to  have  direct  inter- 
course with  Macon  and  Southwestern  Georgia. 
This  Port  Royal  road  would  furnish  the  key 
by  which  this  hitherto  locked-up   region   to 
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Charleston  may  be  opened.  It  is  now  proposed 
by  the  citizens  of  Augusta  and  Macon  to  make 
a  direct  railroad  communication  between  those 
cities.  When  this  is  done,  through  Augusta 
will  lie  the  long  coveted  pathway  to  the  West. 
But  how  is  it  possible  for  a  single  railroad  to  I 
transport  to  Charleston  all  the  products  that 
will  accumulate  in  Augusta  from  her  various 
railroads?  If  Charleston  suffers  now  from  the 
monopoly  of  one  road,  how  will  it  be  then,  when 
there  will  be  so  much  more  need  of  despatch 
and  accommodation  ?  E. 


POET  ROYAL  E.  E-NO.  5. 

Charleston  can  be  influenced  but  by  one 
motive  in  holding  back  from  assisting  in  car- 
rving  out  this  enterprise  It  is  that  she  appre- 
hends that  this  Port  Royal  Railroad  may,  at 
some  future  time,  divert  the  trade  of  the  West 
to  some  other  point;  and  that  possibly  the 
deep  harbor  of  Port  Royal  may  usurp  the  em 
pire  of  commerce  from  her.  Let  us  examine 
the  question  closely  and  calmly,  as  the  only 
one  that  can  be  brought  to  bear  upon  the  wise 
action  of  Charleston  in  furthering  this  enter- 
prise. The  question  then  is,  can  Charleston 
maintain  her  hitherto  commercial  ascendency? 
She  -has  capital  and  abundant  commercial 
ability  to  do  so.  She  has  sufficient  .energy  to 
compete  with  her  rivals.  The  only  difficulty 
that  lies  in  her  way  is  the  shallow  approaches 
to  her  wharves.  If  this  impediment  were  not 
in  her  way  it  would  be  easy  to  foretell  her 
destinv.  Will  foreign  commerce  always  re- 
quire the  large  craft  that  are  now  used  to  car- 
ry on  distant  voyages  ?  If  so,  is  it  possible 
for  Charleston  to  deepen  her  channels?  If 
she  can  accomplish  this,  then  she  need  appre- 
hend no  rival.  If  she  can  transact  the  for- 
esrn  commerce  of  the  South,  Charleston  will 
c  >ntinue  to  be  the  pride  and  boast  of  every 
S  mth  Carolinian.  But  suppose,  on  the  other 
hand,  she,  from  causes  beyond  her  control, 
cm  not  accomplish  a  great  destiny  for  herself, 
f  jr  her  State  or  her  section  Because  she  can 
not  do  this,  is  she  to  remain  supine  and  make 
110  effort  to  return  to  her  kind  mother,  South 
Carolina,  none  of  the  comfort  and  sustenance 
w  iich  she  has  lavished  upon  her  in  the  long 
y;ars  of  her  commercial  career?  South  Caro- 
l.na.  to  be  great  and  prosperous,  must  hold 
t  ie  keys  of  commerce  in  her  grasp.  By  her 
ommercial  position  and  enterprise,  though 
t  ie  smallest  and  least  populous  of  her  sur- 
rounding sister  slave  Sta'es,  she  has  held  a 
h'gh  and  influential  position  among  them. — 
Deprive  her  of  this  source  of  wealth  and  pow- 
er, and  her  strengih  and  influence  will  have 
gone.  If  deep  water  is  essential  to  successful 
foreign  intercourse,  and  South  Carolina,  under 
a  prehension  of  injuring  Charleston,  does  not 
br.ng  into  notice  or  call  into 'action  ths  eapa- 
c  fy  of  the  great  port  of  the  cotton  region 
w  ic'i  lies  within  her  own  borders,  is  it  to  be 
ejected  tl  a  North  Carolina  and  Georgia 
will  have  the  same  consideration  for  the  fame 
and  destiny  of  Charleston,  as  not  to  call  the 
attention  of  commercial  enterprise  to  their 
harbors  at  Beaufort  and  Brunswick,  both  much 
superior  to  that  of  Charleston  ?  Is  the  motto 
and  policy  of  Charleston  to  he,  rule  or  ruin  ? 
If  she  loves  South  Carolina — if  she  holds  the 
destiny  of  this  Southern  country  above  Iter 
own  progress — then  should  she  do  h'-r  duty, 
and  leave  the  consequences  to  fate.  While  it 
is  day  let  her  work  for  her  own  good  and  ben- 
efit, and  when  her  night  does  come — if  ever  it 
does  ewe — then  it  v.-j II  be  time  enough  to  fol  I 
the  hands  in  sleep.  The  dictates  of  patriot!  m 
—  he  love  of  country— call  upon  the  commer- 
cial representatives  of  the  commercial  inter- 


ests of  South  Carolina  not  to  let  the  sceptre  of 
commerce  fall  from  her  grasp;  but  if  her  em- 
pire is  not  to  be  maintained  at  one  point  with- 
in her  border,  why  then  tratfsfer  it  to' another 
rather  than  let  it  be  swept  awa^from  her  alto- 
gether. As  the  representatives  of  the  commer- 
cial strength  of  South  Carolina  are  concen- 
trated in  the  city  of  Charleston,  let  them  do 
everything  to  attract  commercial  power  to  hit 
old  city;  and  if  she  can  not  accomplish  a 
great  and  powerful  destiny  for  themselves  and 
their  posterity,  why  let  them  take  up  their  al- 
tars and  their  household  gods,  and  transplant 
them  upon  the  wide  waters  of  Port  Royal,  and 
accomplish  a  great  destiny  for  themselves  and 
for  South  Carolina.  Let  the  citizens  of 
Charleston  contribute  their  share  to  build  the 
railroad  to  Augusta — the  result  is  inevitable: 
it  will  open  another  stream  of  wealth  which 
will  be  incalculable  in  the  future,  and  which 
must  bring  tribute  to  Charleston  ;  or,  if  not  to 
Charleston,  will  restore  to  the  elder  daughter 
of  South  Carolina  that  coronet  which  timid 
counselors  plucked  from  her  brow  in  years 
long  gone  by,  and  which,  if  she  had  been  per- 
mitted to  wear,  would  have  enabled  her  to 
gather  in  her  lap  the  vast  treasures  that  have 
been  furnished  by  Southern  products,  to  fill 
the  coffers  of  Northern  commerce.  This  en- 
terprise is  now  earnestly  brought  to  the  atten- 
tion of  the  commercial  men  of  Charleston — 
what  action  will  they  take  on  the  subject?  Are 
they  prepared  to  sustain  the  Port  Royal  Rail- 
road? We  propose  to  try  them. —  Charleston 
Mercury.  E. 


MINEEAL  POINT  EAILEOAD. 

This  road  runs  from  Mineral  Point,  the 
principal  city  in  the  lead  mines,  and  seat  of 
Iowa  county,  Wis.,  to  Warren,  in  Illinois,  on 
the  Illinois  Central  Railroad,  a  distance  of 
only  thirty  two  miles.  Its  entire  cost  was  over 
$1,000,000,  of  which  the  city  of  Mineral  Point, 
and  vicinity  subscribed  and  paid  in  cash,  the 
§120,000,  besides  issuing  bonds  for  $60,000 
more,  to  pay  which,  an  annual  tax  is  levied. 
The  road  is  in  complete  order,  well  provided 
with  locomotives,  passenger  and  freight,  cars, 
and  ably  managed  by  Sup't  Geo.  W.  Cobb,  as- 
sisted by  James  Wilkins,  Esq.,  Gen'l  Ticket 
Agent.  This  road  will  probably  be  extended 
before  lonsr  to  the  North-west,  striking  the 
Wisconsin  river,  and  intersecting  the  Milwau- 
kee and  Mississippi  R.  R.,  at  or  near  Avoca, 
thence  on  to  La  Crosse  and  the  upper  Missis- 
sippi country;  this  being  virtually  an  extension 
of  the  main  line  of  the  Illinois  Central  R  R 
northward,  from  Freeport  and  Warren.  A  pre 
liminary  survey  of  this  extension  has  already 
completed. 

The  following  are  the  earnings  from  the  bus- 
iness of  this  road  for  the  year  1809:  From 
freight,  $19,545  36;  passengers,  $7,150  54; 
mails  and  miscellaneous,  §2,250  78.  Total, 
$28,950  l>8.  Total  amount  of  back  charges  re- 
ceived at  stations,  $22,782  11.  Coupon  ticket 
sales  over  other  roads,  $5,687  45.  Total  receipts 
for  1851),  857,520  24. 

Of  the  yearly  business,  the  greater  propor- 
tion consisted  of  merchandise,  say  about 
1,000,000  H.s.  Lumber,  1,302,264  feet;  lath 
and  shingles.  1,080;  coal  and  coke,  1,480,000 
lbs.;  salt,  2,518  bbls.  The  shipments  for  1  he 
year  are:  wheat,  1 10,080  hush. ;  Oats,  23,366 
bush.;  corn,  2,436  bush. ;  barley,  1.500  bush.; 
potatoes,  1,545  bush.;  dressed  hogs,  301,752 
lbs.;    hides,  43,756  lbs.;    flour,  5,O0U  barrels ; 

Cattle,  1.212  head;  hogs,  561  head;  lead, 
3,236,898  lbs.;  zinc,  252  piprs.:  8,000  lbs.  be- 
ing the  first  zinc  ever  manufactured  in  Wis- 
consin, or  the  North. wc.it. —  Western  Railroad 
Gazelle, 


EAILWAY  COMPETITION. 

AUXILIARY   LINES,   GROSS   EARNINGS   IN    1859j 
COMPARED    WITH    1856. 

We  continue  our  remarks  upon  the  subject 
of  railway  competition,  embracing  those  roads 
that  constitute  the  connecting  links  between 
the  principal  feeders  of  the  Illinois  and  Wis- 
consin system,  and  the  distributing  or  trunk 
roads  of  the  East. 

In  order  to  show  the  progress  of  this  compe- 
tition, we  give  below  such  roads  as  acted  on 
these  auxiliaries  in  1856,  with  their  mileage 
and  gross  receipts  from  traffic  : 

SOUTH    SHORE   LINES. 

Michigan  S..  and  N.  Ind 3G4  miles,  S2,7II,S48 

Cleveland  &  Toledo 201     <•'  961,4*1 

Toledo,  Wabash  &  Western 21H     *'•    ■  290,32-2 

Pittsburg,  Fort  Wayne  &  Chicago..   .340    "  1.007.452 

$4,983,U93 
NORTH   SHORE   LINS. 
Michigan  Central 284  miles,  $2.8(10.412 

Aggregate  receipts  ofl,392  miles  in  18.51! S7.783.53.) 

In  1859,  the  Detroit  and  Milwaukee  road 
entered  into  competition  on  the  North  Shore 
Line,  which,  with  the  completion  of  the  West- 
ern portion  of  the  Fort  Wayne  and  Chicago 
road,  and  the  addition  of  the  Goshen  branch, 
and  Detroit  Monroe  &  Toledo  roads  in  1857 
and  1858,  gives  us  an  increase  of  533  miles  of 
rail  to  perform  this  same  auxiliary  business, 
enjoyed  to  a  large  extent  by  the  two  older 
Michigan  roads  in  1856.  Thus  in  1859,  the 
mileage  and  earnings  were  as  follows : 
SOUTH    SHORE   LINES. 

Michigan  S.  and  N.  Indiana 539  miles,  $1,7.18,(149 

Cleveland  &  Toledo 201     ••  805,175 

Toledo.  Wah;ish  and  Western 242    ''  762,508 

Pittsburg,  Fort  Wayne  &  Chicago 471    "  1,763.943 

$3,1)70,575 

NOR  I'll   SHORE    LINES] 

Michigan  Central.... 284  miles,       1,838,159 

Detroit  &  Milwaukee 188     "  5110  939 

Aggregate  receipts  of  1.925  miles  iD  1859 197,409,043 

Last  three  months  estimated  the  same  as  last  year. 
It  will  be  seen  from  the  above  tables  that 
the  business  made  tributary  to  the  South  Shore 
lines  exhibits  a  small  gain  in  1859  over  1856, 
while,  on  the  other  hand,  the  whole  decline 
comes  from  the  two  roads  having  their  termini 
at  Detroit,  A  comparison  of  the  earnings  of 
the  Michigan  Southern  and  Michigan  Central 
roads,  between  1856  and  1859,  reveals  the 
mystery  of  their  unproductiveness.  The  ag- 
gregate falling  off  in  receipts  of  the  two  roads, 
in  1859,  as  compared  with  185G,  amounts  to 
the  large  sum  of  §1,938,212,  while  the  aggre- 
gate deficiency  of  all  the  lines,  in  competition 
fir  the  same  business,  amounted  to  but  $347,- 
14G ;  and  if  the  traffic  thrown  over  the  roads 
leading  from  Laporte  to  Richmond,  composing 
the  Cincinnati  Line,  could  be  added  to  the 
above  list,  the  aggregate  earnings,  in  1859, 
would,  undoubtedly,  exceed  those  of  1856. — 
Here  we  have  1,925  miles  of  railway  acting  as 
auxiliaries  to  lines  east  and  west  of  their  re- 
spective tracks,  and  not  only  was  every  mile 
unproductive  in  1859,  but  all  bankrupt  but 
two.  With  most  of  these  properties  bad  man- 
agement has  contributed  more  to  their  ruin 
than  competition.  The  Michigan  Southern 
and  Northern  Indiana  road,  in  particular,  af- 
fords a  striking  illustration.  In  1856,  the 
earnings  on  364  miles  of  road  were  §2,714,- 
848,  or~$7,458  per  mile,  while,  in  1859,  they 
were  for  539  miles  but  $1,738,949,  or  $3,226 
per  mile;  two  unproductive  branches  —  the 
Goshen,  120  miles,  and  Detroit,  Monroe  and 
Toledo  line,  55  miles,  having  been  added 
since  1856.  In  addition  to  being  subjected  to 
severe  competition,  the  share  capital  of  this 
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road  lias  been  irretrievably  ruined  by  a  waste- 
ful expenditure  of  the  means  of  the  Company, 
in  the  days  of  its  prosperity,  when  tbey  should 
have  been  husbanded  to  meet  the  reverses  that 
all  roads  are  liable  to.  The  Michigan  Central 
has  been  better  managed,  but  is  now  suffering" 
from  the  creation  of  competing  lines,  and  di- 
version of  business;  and,  although  just,  barely 
able  to  earn  the  interest  on  its  debt,  contribute 
promptly  to  a  sinking  fund,  and  to  keep  its 
property  in  repair,  is  unable  to  work  out  any- 
thing for  the  stockholders  worth  speaking  of. 
Owing  to  the  eariv  closing  of  the  Lake  by  ice, 
the  Detroit  and  Milwaukee  road  has  lost  all  its 
winter  business  with  the  North-west,  besides 
being  compelled  to  bring  back  to  Detroit  a 
large  quantity  ol  Western  bound  freight,  to  1)3 
forwarded  to  Wisconsin  via  Chicago.  The 
Pittsburg,  Fort  Wayne  and  Chicago  road  is 
operated  bv  a  Receiver,  the  road  requiring  an 
outlay  of  from  5500,000  to  $600,000  on  the 
road  and  bridges  before  it  can  do  a  large 
freighting  business.  The  Toledo,  Wabash  & 
Western  Company  have  twice  been  under 
financial  embarrassments  since  the  line  was 
opened.  The  Cleveland  and  Toledo  is  unable 
to  earn  much,  if  anything,  for  stockholders, 
but,  like  the  Michigan  Central,  is  snug  in  its 
finances  compared  with  the  others.  With  the 
four  delinquent  roads,  representing  a  cost,  of 
$51,524,989,  there  are  grave  'doubts  jvh.etb.er 
the  whole  share  capital  i.  not  already  sunk, 
and  a  dead  loss  to  its  proprietors.  The  roads 
are  built,  however,  and  as  long  as  they  pay 
running  expenses,  they  will  be  operated;  and 
thus  be  made  to  continue  that  serious  compe- 
tition which  makes  them  all  unremunerative. 
— Am.  Railway  Review, 


ITALIAN  RAILWAYS. 

Until  the  opening  of  the  Turin  and  Genoa 
Railway,  in  December,  1853,  no  railway  com- 
munication existed  between  the  Mediterranean 
and  extensive  country  comprised  between  the 
Swiss  and  Rhastian  Alps  on  the  north,  and  the 
Appenines  on  the  South.  Now  the  fortunes 
of  war  have  rendered  it  probable  that  several 
of  the  Parmesian  and  Modenese  provinces 
will  be  secured  to  Victor  Emanuel,  that  sover- 
eign has  commanded  a  survey  for  a  railway 
from  Spezia  (50  miles  southeast  of  Genoa) 
across  the  Appenines  to  Parma.  This  line, 
although  it  will  be  but  about  50  miles  long, 
will  be  one  of  great  importance,  both  politi- 
cally and  as  a  work  of  engineering.  Spezia  is 
one  of  the  very  best  harbors  on  the  Mediterra- 
nean, and  it  is  said  to  be  the  intention  of  the 
King  of  Sardinia  to  establish  his  national 
d  >ckyards  there  on  a  grand  scale.  From  Spe- 
zia the  railway  would  extend  up  the  valley  of 
the  Magra,  to  the  thriving  town  of  Pontremoli, 
and  thence  over  or  through  the  Appenines 
into  the  valley  of  the  Taro,  and  past  Borgotaro 
Fornovo  to  Parma.  As  the  latter  city  is  but 
about  400  feet,  above  the  level  of  the  sea,  and 
as  the  Alpe  di  Succiso,  the  Orsaio,  the  Penna 
and  the  Regola  peaks  of  the  Appenines,  flank- 
ing the  Cisa  Pass,  rise  from  5,800  to  0,800  feet 
abuve  the  sea,  it  is  evident  that  the  easiest 
practicable  ascent  and  descent  on  the  two 
slopes^  must  be  inclined,  on  an  average,  at 
least  I  in  30  or  1  in  35.  At  present  on  rail- 
way approaches  nearer  to  Parma  than  that 
from  Verona  to  Mantua;  and  the  Allessandria 
and  Genoa  line  is  the  only  railway  between 
the  Po  and  the  Appenines.  A  great  trunk 
line,  however,  300  miles  long,  is  likely  to  be 
soon  made  from  Milan  through  Piacenza  Par- 
ma, Modena,  and  Bologna  to  Rimini,  and 
thence  along  the  Adriatic  coast  to  Ancona. — 


From  Bologna  a  line  is  contemplated  over  the 
Porretta  Pass  to  Pistola,  whence  the  Tuscan 
lines  already  completed  to  Florence,  Pisa, 
and  Leghorn.  With  the  completion  of  a  link 
of  35  iriles  from  Modena  to  Mantua,  the  whole 
system  of  railways  in  the  north  of  Italy  would 
be  placed  in  communication,  at  Verona  with 
the  Tyrolese  Railway,  a  great  northern  trunk 
line,  to  be  constructed  by  the  Lombardo-Vene- 
tian  and  South  Austrian  Company,  from  Vero- 
na through  Innspruck  to  the  Bavarian  frontier. 
To  the  Lombardo- Venetian  system,  and  to  the 
extensive  lines  which  is  proposed  on  the  north 
and  south  of  it,  the  Spezia  and  Parma  line 
will  be  the  only  direct  outlet  to  the  Mediterra- 
nean;  and  thus,  with  such  a  system  of  rail- 
ways behind  it,  Spezia  might  attain  a  com- 
mercial importance  greater  than  that  of  Tri- 
este or  Genoa.  A  wealthy  company  has  pro- 
posed also  to  construct  a  great  line  of  railway 
along  the  Mediterranean  coast,  from  Toulon, 
through  Nice,  Voltri,  Genoa,  and  Spezia,  to 
Pisa.  This  line,  which  would  be  nearly  3.50 
miles  long,  would  be  among  the  most  costly 
in  Europe,  as  the  forty  odd  miles  along  the 
same  frowning  coast,  from  Marseilles  to  Tou- 
lon, are  said  to  have  been  The  importance 
of  this  line  of  railway,  in  connection  with  that 
from  Spezia  to  Parma,  would  be  hardly,  if  at 
all,  less  than  of  a  line  across  the  Alps,  nor,  to 
tell  the  truth,  would  it  involve  much  less  diffi- 
culties of  construction. — London  Engineer. 


The  steamer  Black  Hawk,  will  run  regularly 
between  Kansas  City,  Leavenworth  and  the 
southern  terminus  of  the  Platte  County  Rail, 
rood,  making  daily  connections.  AIT  of  these 
steamers  will  be  under  the  immediate  super- 
intendence of  Capt.  Ford,  late  of  the  Die  ver 
non,  long  in  the  employ  of  the  Keokuk  Packet 
Company,  and  a  man  almost  universally  known 
for  his  strict  deportment  and  eminent  busi- 
ness qualifications.  The  lines  need  no  better 
recommendations  for  their  success  and  general 
satisfaction:  We  also  learn  from  Col.  Hay- 
ward,  that  the  present  arrangement  with  the 
North  Missouri  Road,  will  lie  maintained  and 
adhered  to  as  strictly  during  the  ensuing 
spring*  and  summer,  as  it  has  the  present  win- 
ter. It.  is  needless  to  say  that  we  wish  the  ar- 
rangement and  enterprise  unbounded  success 
and  prosperity. — Hannibal  Messenger. 


HANNIBAL  AND  ST.  JOSEPH  R.  R. 

NEW  ARRANGEMENTS — THE   FORMATION  OF  THREE 
PACKET   LINES — SIX    BOATS,    ETC. 

We  were  informed  yesterday,  by  Col.  J.  T. 
K.  Hayward,  the  ever  stirring  and  wide-awake 
General  Superintendent  of  the  Hannibal  and 
St.  Joseph  Railroad,  who  arrived  from  St. 
Louis  the  evening  previous,  that  while  there, 
he  succeeded  in  consummating  and  entering 
into  a  permanent  arrangement  with  six  steam- 
boats, to  run  in  connection  with  the  railroad 
immediately  on  the  opening  of  navigation  on 
the  Mississippi  and  Missouri  rivers.  The  two 
well  known,  new  and  popular  steamers,  Han- 
nibal City,  and  City  of  Louisiana,  commanded 
respectively  by  those  whole-souled,  and  well 
known  river  men,  Captains  Matson  and  Sheble, 
on  the  opening  of  navigation  will  take  .the 
track,  and  run  as  regular  daily  packets  be- 
tween here  and  St.  Louis.  Each  of  these 
boats  will  lay  here  at  the  wharf  every  other 
day,  and  make  the  run  to  St.  Louis  at  night; 
thus  giving  railroad  passengers  an  opportunity 
of  rest  and  repose,  while  pursuing  their  jour- 
ney. The  steamers  Omaha,  Emilie,  and  Des 
Moines,  all  of  which  have  been  overhauled, 
corked,  refitted,  and  painted  up,  will  make  re- 
gular trips  in  connection  with  the  road,  and 
form  a  Tri-weekly  and  Weekly  line  on  the  Mis- 
souri river,  between  St.  Jcseph  Missouri,  Oma- 
ha, Nebraska,  and  Sioux  City,  Iowa.  One  of 
these  packets  will  go  through  to  Sioux  City 
each  week,  while  the  two  others  will  make 
regular  tri-weekly  trips  to  Omaha.  Three  bet- 
ter boats  than  the  Emilie,  Omaha,  and  Des 
Moines,  could  not  have  been  selected.  The 
former  is  bran  new,  having  come  out  only  in 
the  latter  part  of  last  season,  but  early  enough 
to  prove  what  she  could  do,  under  the  com- 
mand of  the  veteren  Labarge.  The  Omaha  is 
too  well  known,  and  popular  in  the  upper 
Missouri,  to  need  any  recommendation  from 
us,  while  the  Des  Moines  is  a  new  first  class 
packet,  originally  built" for  the  upper  Missis- 
sippi, but  has  been  overhauled  and  fitted  up  the 
present  winter    expressly   for    the    Missouri. 


A  meeting  of  prominent  Railroad  men 
was  held  at  Indianapolis,  commencing  on  the 
21st  inst.  Several  interesting  and  needed 
reforms  were  before  the  meeting  when  we 
went  to  press. 


Samuel  O.  Young,  formerly  general 
dispatcher  of  the  Pennsylvania  Central  Rail- 
road, has  been  appointed  superintendent  of 
'he  middle  division  of  that  road. 

MONETARY  AND  COMMERCIAL. 

It  is  hut  a  mere  burlesque  to  make  remarks  on  money 
matters  ia  Cincinnati  j  the  real  fact  is,  there  is  no  hanking 
material  in  the  town,  and  the  constant  and  continued  fluc- 
tuations of  money  rasy  nnd  money  tight,  fn>m  one  day  to 
another,  will  continue  ns  long  as  our  liresent  system  con- 
tinues. Cincinnati  needs  and  should  have  a  real  paid  up 
banking  capital  of  25  millions,  with  hanks  that  issue  only 
their  own  notes,  and  pay  out  the  gold  when  it  is  called  for. 

The  Commercial  s  ys,  hankers  are  un  <nimous  in  report- 
ing a  very  active  use  of  all  the  facilities  they  can  extend  to 
their  customers,  in  the  way  of  discounts.  A  strong  check- 
ing on  balances  also  has  been  observed  hy  some.  Much  of 
this  demand  for  money  arises  from  the  negotiations  makirg 
for  Wirch  payments  ',  but  the  greater  part  from  the  final.  - 
ciering  of  produce  and  provision  operations  ;  particular'y 
with  reference  to  the  hirgc  contracts  soon  to  mature. 

The  Price  Current  remarks:  There  baa  been  rather  a 
pressing  demand  for  money  during  the  wee'-',  which  became 
more  pressing  from  day  to  day,  and  yesterday  there  was  a 
marked  stringency,  all  the  discount  houses  being  taxed  to 
iheir  utmost  capacity.  TliTe  was  some  gnod  paper  offering 
outside  the  regular  houses,  and  sold  at  15@18  per  cent.— 
This  pressure  in  the  money  market  at  this  time  does  no 
look  well,  ami  is.  to  say  the  least  of  it,  unnatural. 

Exchange  is  Grin,  with  a  light  supply,  and  this  in  Ihefnce 
of  the  scarcity  of  currency.  Quotations  remain  as  hereto- 
fore : 

BUYING.  SELLING. 

New  York  Sight 402i45  prem.        |@iprem. 

Boston '. 3-@4"  prem.         |@£  prem. 

Philadelphia @J"  prem.        i<&»  prem. 

Baltimore 37©40  prem.        |@£  prem. 

New  Orleans..., ...par® —  prem.        £ 

American  Go. Id 25@30  prem         |@±  prem. 

Missouri  funds  are  selling  at  J?  discount,  and  2  per  cent, 
for  Iowa,  Wisconsin  and  Illinois. 

The  Tribune,  of  Tuesday,  gives  the  following  price  of 
Bonds  and  Stocks,  with  a  steady  market : 

Virginia  Us,  93$©93  ;  Missouri  Ha,  80@?0£  ;  CantoD  Com- 
pany, 17£®172i;  Cumberland  Coal,  J5f@75fc  J  Pacific 
Mail,  9-l£@94£;  New  York  Central  R.  R.,  7C£@71  ;  Erie 
R.  R..  H'®9;  Hudson  River  R.  R.,  39&@39 >£  ;  Harlem 
R.  R,,  flip's- ;  Harlem  Preferred,  33®33j  ;  Reading  R.  R. 
40-J@4f \  ;  Michigan  Central  R.  R.,37|@:i7£;  Michigan 
Southern  and  Northern  Indiana  It.  R>.  6$@7  ;  do.  Guaran- 
teed, 15@1-H  ;  Panama  R.  R.j  134@I34£  ;  Illinois  Centra 
R.  R.,  56£@57;  Galena  and  Chicago  R.  R.,  57@57| ; 
Cleveland  and  Toledo  R.  R.,1P&@19}  ;  Chicago  and  Rock 
Island  R.  K.,  6iJ£^2$ ;  Illinois  Central  It.  R,  7s,  88± 
and  8S$- 
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THE    RAILROAD    RECORD. 


Ninth  Monthly  Report  of  the  Receiver  of  thk 
Cincisxati,  Wilmington  and  Zanesville  Railroad.— 
William  Key  Bond,  Esq.,  Receiver  of  the  Cincinnati.  Wil- 
mington and  Zanesville  Railroad,  filed  his  ninth  monthly 
report  with  the  Clerk  of  the  United  States  Court  on  Monday, 
embracing  the  operations  of  the  road  for  the  month  of 
January.      We  compile  the  following  abstract : 

BARKINGS. 

Passengers,  through  business *W  jj] 

Express a»9  'Q 

$5,333  32 

Freight,  through  business ; S~>29  PO 

■*      local  kt         VUO  08 

B8,r59  88 

Total  Earnings $13,3i>3  20 

EXPENSES. 

Total  ordinary  expenses $9,835  G4 

Taxes *53  r1 

Extra  ordinary  expenses 2*K)  <4 

Capital  account 28b*  21 

Total  expenses S  10,775  89 

Showing  an  excess  of  Earnings  over  Expenses  of 
S2.60G  40,  subject  to  over-charges,  drawbacks,  and  deduc- 
tions. 

The  total  of  cash  receipts  from  all  sources  for  the  month, 
■were  S;8,?25  58,  which  embraces  amounts  due  in  Novem- 
ber and  December,  and  including  receipts  for  January,  and 
freight  balances  due  in  October,  November,  December,  and 
January,  with  SG.3D6  8G,  paid  on  account  by  the  Little 
Miami  Railroad,  with  two  or  three  other  small  '.items  o 
balances. 


I860. 


X&QQ. 


rXIOX   COAL  AND  OIL  COMPANY, 

(Chartered  by  the  Legislatures  of  Virginia  and   Kentucky.) 

MANUFACTURERS   OF 

"MAYSTILLE     COAL     OIJL.S," 

BOTH    BURNING    AND    PARAFFINE    LUBRICATING, 

BESGOI.E.    X  APHTHA,    PARAFFINE  WAX,  PARAFFINE 

WAX   CANDLES,  ROLLING  MILL   GREASE,  ETC., 

ETC.,  FROM    PURE    CAXNEL    COAL. 

SUTTON    STREET MAYSVILLE,  KY. 

0rder3  addressed  to  the  Union  Coal  and  Oil  Co.,  or 
to  John  II.  Richeson,  Maysville,  Ky.,  will  receive  prompt 
attention.  Fb.28. 

Sunora  Exploring  and  Mining  Co. 


THE  ANNUAL  MEETING  OF  THE  STOCKHOLDERS 
of  this  Company  will  beheld  in  the  City  of  Cincin- 
nati at  the  Office*  167  Walnut  Street,  on  the  third  Monday 
o(  March  next,  pursuant  to  the  By-Law  of  said  Company, 
for  the  purpose  of  receiving  Reports  and  Electing  Oincers 
for  the  ensuing  year. 

JOHN  KEN5ETT, 
Chairman  of  Meeting  of  Stockholders. 
Cincinnati,  Feb.   16,  1860. 


Santa  Rita  Silver  Mining  Co. 


THE  ANNUAL  MEETING  OF  THIS  STOCKHOLDERS 
of  thin  Company  trill  be  held  In  the  C.ty  of  Cincin- 
nati at  the  Office,  167  Walnut  Street,  on  the  third  Monday 
of  March  ne%t.  pursuant  to  the  By-Law  of  Paid  Company, 
for  the  purpose  of  receiving  Esparto  and  Electing  Officers 
for  Ifee  ensuing  year. 

T.  WRIGIITSON,  Secretary. 
^Cincinnati,  Feb.  16,  I860. 


CtONTRACTS  for  Kails  at  a  fixed  price,  or  on  com 
f  rnij-^ion,  delivered  at  an  English  port,  or  at  a    por 
)n  the  United  States,  will  be  made  by  the  under.-d"ned 
THKOUOKE DKMON, 
nol3  10  Wal  Broadway, New  Yor 


T,  F.  RANDOLPH  &  BRO. 
Mathematical   Instrument  Makers 

H  o.  67  vi  est  etU  St.  bet  Wnnut  3c  Vine 

eiKCUJHATJ  0 


THE   PENNSYLVANIA 

CENTRAL   RAILROAD. 

260    MILES    DOUBLE    TRACK. 


The  Capacity  of  this  Road  is  now  equal  to  any 
iu  the  Country. 

THREE    THROUGH 

PASSENGER   TRAINS   BETWEEN 
PITTSBURG  AND  PHILADELPHIA, 

Connecting  direcS  in  the  Union  Pep^t,  at  Pittsburgh, -with 
Through  Trains  from  nil  Western  Cities  for  Philadelphia, 
New  York,  Boston,  Baltimore,  anil  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speerl  and  comfort,  hy  any  other  route. 

Express. and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train  ;  Woodruffs 
Sleeping  Cars  to  Express  and  Past  Trains.  '1'h.c  Ex- 
press runs  Duily,  Mail  and  Past  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Past  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York  ; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
'Pickets  fall  rail)  are  good  on  either  of  the  above  trains,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fall 
River  or  StoBington  Lines.     Baggage  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail- 
road Officss  in  the  West ;  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

Uj=Fare  always  as    low  and    time  as 
quick  as  by  any  oilier  BSoute. 

ASK    FOR    TICKETS    BY    PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  ttie 

DIRECT  LINE.   BETWEEN  THE  EAST 
AND  THE  GREAT   WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitta- 
burg,  avoiding  all  dray  age  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts^.'  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A.  STEWART,  Pittsburg  ; 
H.  S  Pierce  &  Co.,  Zanesville.  0.;  J.  J  Johnston,  Ripley, 
O  ',  R.  McNeely,  Maysville-  Ky.",  OVmsby  &  Cropper,  Ports- 
mouth, O.;  Paddock  &  Co.,  Jetieisonville,  Ind.;  H.  W. 
Brown  &  Co.,  Cincinnati,  O.  ;  Athern  &.  Hibbert,  Cincin- 
nati, 0.;  R  C.  Meldi-uni.  Madison,  Ind.;  .7os.  E.  Moore. 
Louisville,  Kv.;  P.  O.  O'Rilev  &  Co.,  Kvansville  Ind  ;  N. 
W.  Graham  &  Co.,  Cairo,  III.;  R-  F.  Sass,  Shaler  &  Glass, 
St.  Louis,  Mo.  ;  John  II.  Harris.  Nashville,  Teun.  ;  Harris 
A  Hunt,  Memphis,  Tenn.;  Clarke  &  Co.,  Chicago,  III.;  W, 
H.  II.  Knnntz,  Alton,  111.  ;  or  to  Freight  Agents  of  Rail- 
roads at  different  points  jn  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
aud  Speedy  Transportation  of  LIVE  STOCK, 

And  Good  Accommodations,  with  usual  privileges  for  per- 
sons traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  be  forward- 
ed to  and  from  Philadelphia.  New  York.  Boston,  or  Balti- 
more, to  and  frnm  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
b-y  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  Goods  can  he  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky.  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin,  Missouri,  K  msas, 
Arkansas,  and  Red  Rivera;  and  at  Cleveland.  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North-Wes- 
tern Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence  on 
Its  speedy  transit 

THK  RATIOS  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  fCt  all  times 
an  favorable  as  are  charged  by  other  Railroad  Com- 
panies . 

]J^"r'Be  particular  to  mark  packages  "  via.  Pennsylva- 
nia Railroad." 

E.  3.  SN'KKDKR,  Philadelphia. 

MAflliAW  &.  K00NS.6U  North  Street,  Baltimore. 

LKKCII  &.  CO.,  No.  2  Astor  House,  or  No.  1   S.  Wm. 
Street.  N.  Y. 

LEECH  &  CO.,  No.  77  State  Street,  Boston. 

H.  II.  HOUSTON.  GeriU  freight.  AgH,  Philadelphia. 
L.  L.  HOUPT.  GenU  Ticket  AgH,  Philadelphia. 
Tnos.  A.  SCOTT,  Gcri'l  Bm%  AJtoona,  Pa. 
Fb.  S-Jyr. 


Direct  Route  to  the  North- West! 


ILLINOIS  CENTRAL 


AND  PANA  OR  SANDOVAL 

FOR 


Decatur, 

Bloomington, 

Burlington, 

La  Salle, 

Dixon, 


Springfield, 
Peoria, 
Quincy, 
Rock  Island, 
Galena, 


Prairie  du  Chicn,  St   Paul,  and 

St.  Anthony, 
And  all  points  in  Iowa  aud  Minnesota. 


Passengers  leaving  Cincinnati  either  by  INDIANAPOLIS 
AND  CINCINNATI  OR  CINCINNATI,  HAMILTON 
AND  DAYTON  RAILROADS  make  direct  connections, 
twice  daily,  at  PANA  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.  with  I.  C.R.R,  at  SANDOVAL. 

Passengers  for  the  North-  West 

Desirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  via 

PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R   R  , 

and  avoid  change  of  Cars  and  Baggage,  and  the  expense 
attendant  thereon. 

Daily  connections  are  made  at  Dunleith  with  a  Line 

FIRST    CLASS    STEAMERS 

Running  in   Direct  connection   with  this  Road  for  all 

TOWNS  ON  THE   UPPER  MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Fort  Dodge  and  Sioux  City. 

ICJ'The  Equipments  of  the  ILLINOIS  CENTRAL  R. 
R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Patent  Berth  Sleeping  Cars  are  run  on  all 
Night  Trains. 

Fare  the  same  as  by  any  other  Route,  and 
Tickets  good  until  used. 

Through  Tickets  can  be  procured  at  Spencer   House, 
corner  office  ;  No.   1    Burnet    House  ;    13.3   Vine    Street, 
between  Burnet  House  and  Post  Office  ;  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.  H.  NICHOLS, 
GenH  Southern  Agent,  Cincinnati, 
W.  P.  JOHNSON, 

Gen"l  Passenger  Agent,  Chicago. 

Winter  Arrangement,  l$59-'60. 

baltimoiTe  AND  OHIO 


QREAT  NATIONAL  B0UTA 


TERMINATES  AT  WASHINGTON  AND  BALTI- 
MORE on  the  East,  and  Wheeling,  Benwood  and 
Parket'SblU'g  on  the  West,  at  which  places  it  unites  with 
Railroads,  Steamers,  etc.,  for  and  from  all  points  in  the 

West,    South-West  and  North-West. 

T"WO       TRAIKTS 
Leave  Wheeling  daily  at  12:35  P.  M.,  nnd  11I:J0  P.  M. 
One  Train  leaves  Parkersburg  daily  at  9:20  P.  M. 
Direct  connections  are  made  by  these  trains 

FOR   ALL    THE  EASTERN  CITIES. 

This  is  the  only  route  to  Washington  City. 
Passengers  by  this  route  can  visit  Baltimore,  Philadel- 
phia, Nov  York  and  Boston,  at  the  cost  of  a  ticket  to  Boston 
alone  by  other  lines. 

Through  tickets  to  the  Eastern  cities  can  be  procured  via 
Washington  Oily  at  an  additional  charge  of  S3. 

Time    as    quick  and    Fare  as    low    as   by    any    other 
R0LTK. 

Bj=  Inquire  for  tickets  via  Baltimore  and  Onio  Rail- 
road, at  any  of  the  principal  Railroad  Offices  in  the  West. 
E.  F.  FULLER, 
General  Western  Apcnt 
L.  M.  COLE, 
General  Ticket  ^jront. 
W.  P.  SMITH, Master  Transportation. 
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PATENTED   GAS  WORKS 


Gas  Works,  to  be  generally  adopted  by  the  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following  advantages,  to  wit:  great  simplicity  of  con- 
struction and  operation;  reliability  to  insure  a  regular 
supply  oi  light;  purification  of  the  gas  to  prevent  clog- 
ging; freedom  from  unhealthy  and  offensive  odors  ;  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  V  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Scientific  American 
of  March  13,  1258,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simpl'ofy  of  construction  peculiar 
to  the  Aubin  Works,  tlie  retc.t  is  the  only  part  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trifling.    ■ 

The  Cost  of  the  Gas 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  3u0  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  4 U  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  3<W  cubic  feet, $300  no 

do  do  350        « 335  00 

do  do  400       ."  375  00 

do  do  500        «  450  00 

do  do  600        «  525  00 

do  do  700        "  61)0  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  ho£er  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gasworks  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  tnat  an  ordinary  fish- 
tail burner  (known  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  sHiowimg  tlie  Contents  and  best 
Proportions  o£  O.isometers  from  400 
lo  4000  tt.,  and  tne  l\  umber  off  Lights 
ihey  willsupply  lor  a  graven  lime. 


Contents  in 

No.  of  hours 

Diameter  of 

lleight  of 

Cnbic  Feet. 

for  10  lis 

hts. 

Gasometer. 

Gasometer. 

400 

20 

10  ft. 

5  ft.  Sin. 

501) 

25 

]0ft. 

6  ft.  6  in. 

750 

37 

12  ft.  6  in. 

6  ft.  2  in. 

101)0 

50 

13  ft. 

7  ft.  8  in. 

1500 

75 

15  ft. 

8  ft.  0  in. 

20110 

100 

17  ft.  3  in. 

8  ft.  7  in. 

251)0 

125 

18  ft. 

10  ft. 

3U00 

•       150 

20  ft. 

10  ft. 

3500 

175 

20  ft.  fi  in. 

10ft.  1  in. 

401)0 

200 

21  ft. 

lift.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  ior  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories,  &c,  &.c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  C0VERDALE, 

107  Walnut  Street,  Cincinnati,  Ohio, 
who  has  the  exclusive  right  to  manufacture  and  sell  in  the 
State  of  Ohio. 
Feb.  24th,  1859. 


APPLfiGATE  &  CO., 

Booksellers, Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O. 


APPLE  GATE  &  CO., 


APS»IiEflATE   &  CO.,  Book- 
sellers,  Staiiuuurs   and    Blank-book 
Manufacturers,  43  Slain    Streets  Cincin- 
nati, invite  tlie  attention    of  Booksellers, 
Country  me  roll 
a  n  d   others   to 
extensive  stock 
cal, Theological, 
dard,  ami  miscellaneous    Books,  Paper, 
Blank-books,    Stationery,    etc.,  etc.; 
which,  from  uur   numerous  aud  favora- 
ble   arrange  merits    with    the 
leading  publish  ers,  as  well  aa 
the  ])  r  i  n  cipal                m  a  n  u  fa  c  t  urers 
and    importers              of  Paper  and  Sta- 
tionery,  we  can   offer  sapor  ior   induce- 
ments* to    purchasers.        We  respectfully 
solicit  a  comparison  of  stock  ana  prices 
with  any  other  houso    in  the  West 


ants,   Teachers, 

our  varied  and 

of  School;  Class!- 

Scit  .ntilie,    Sum- 


BOOKSELLERS, 

Our   Stock    of    Stationery 

is  very  complete,     embracing 

in   part    all   the.    varieties    o  f  Cap, 

Letter,   Packet,    Commercial,    Bath 

and   Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Pen  s,  Penhold- 
rack.B,  Copying 
Books,  Ink  and 
sures.  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  £  steel 
ers,  Pencils,  Pcn- 

freBses,    and 
nkstnnds;    Era- 
wax,  Wafers, 
Banker's   cases, 
head  boxes,  En- 


velope and    Card  cases ,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales.  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  orticlos 

used  in  the  counting-house. 

Stationery 

To   our  Blank    Books   we 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  memo- 
t  h  e  large  Super 
rial  Ledger,  and 
variety  of  styles 
w  o  rk  m  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  of  pa- 


randum  book  t  o 
Boyal  and  Impe- 
bound  in  a  great 
and  of  superior 
Books  made  to 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy   o  f 


ruling    and   durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  beat 
style.     We  challenge  a  compa- 
rison with  any  other  houBe. 

BLANK   BOOK    MANUFACTURERS. 


We  Are   prepared  io 

Print  and  Bind  books 

tion  and'  in  any  style 

Bired,  at  rates  as  low 

quality  of  work 

cuted  in  this 

where.      Our 

executing  these 


Stereotype, 
of  any  descrip- 
that  may  be  de- 
as   the    samo 

can  be  exa- 
city  or  else- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 


style   and  on 

Merchants  and 

Bills  of  Lading, 

Railroad    and 

Cards,   Circulars,  or 

tion  of  printing,  will 

that  we  do  such  -obs 

despatch..     Orders  ra- 


il or  t   notice. 

others  wishing 
Bill    Heads, 

Dray  receipts,  ^ 
any  other  descrip. 
please  bear  in  mind 
with  neatness  and 
spectfuliy  solicited. 


Publishers 


Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,   which   are, 
C  1  a  r  k  o  s1    Com-  m  e  n  t  a  - 

ries,Dick's  "Works,  R  o  1- 

lin's  Ancient  History,  Plutarch's 
Lives,  Josephns,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's     German,     „ 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     ete and  cannot  fail  to  please.  . 
*We  in       vite  all  to  give  us  a  call. 

43  MAIN  STREET,   ClN. 


W.  HARVEY'S  SAFETY  JOINT 


For     Coupling    the    Ends    of    "  T' 
■^PATEXTEDj  NOV.  2,  1S58. 


JRa  i  I 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is 
view  of  outside  plare  C,  whn  h  is  applied  on  the  outer  sid 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  fac 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  tb 
wheels,  as  they  pass  the  squnre  extremities  of  the  raiise 
This  plate  may  be  of  such  form  as  to  fill  up  the  recess  in. 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  1  ist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
in  Fig. 3, 


the  ig-  2  is  a  view  of  inside  plate  D,  which  Is  applied  on 
cesi  liner  side  of  the  joint  This  plate  must  fit  into  the  re- 
I  n  the  side  of  the  rail,  as  its  upper  p.irt  can  not  project 
Inter*  —  .v  bey  end  the  head  of  the  rails,  or"  it  would  interfere 
with  e  shegeflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  (be  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  ns  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  oT  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  kevs,  which  are 
driven  through  them.,  and  corresponding  vertical  slotsin  thn 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  find  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D,  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tnngued  together,  by  the  tongues  passing  through  the  rails, 
amfsecured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  13  the  introduction  of  two  peculiarly  constructed 
side-clamning  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys, 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  is  mad 
for  expansion  and  contraction  between  the  tongues  an 
slotsin  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  present  mode  or  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  SFCiiring  rails  *-*iy 
be  considered  past  improvement.    It  will  be  seen  thr    of' 
part  assists  and  takes  tho  strain  off  the  other,  in  such  a  .   ..a 
ner  that  there  is  no  particular  strain  on    any  part  of  at 
joint,  which  must  wear  smooth  and  make  a  perfectly  afe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheel    e 
and  axles,  preventing  the  loss   of  life  and   destruction 
property,  and  saving  at  iehs't  fifty  per  cent,  on  the  wear 
the  rolling  stock  of  the  road. 

W.  HARVEY,  Inventor.  andPatekteeY 
41  Jefferson  street,  Albany, 
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PKOSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM   BSD  TO  EAD. 

P*j3LRIS'    PATENT 
ENAMELED    IRON'    1'IPES    AND    PUMPS, 

FOR    WATER   SUPPLY,    ACIDS,    ETC. 

s  o  r .  I',    T  M  l->  O  R T  E R  s . 

PROSSKlCtS  PA'I  RiN'T  gVKI'ACG  COiV- 
DKNSEIt*  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauge.*.  3  cutter  drill.?,  courier- 
sinks,  tube  end  cutting  bars,  expanders  tube  scalers, 
steel  icireand  icJialebone  brushes,  pall  lecer  icre.ncloes, 
t «&?s— plain  or  enameled,  screwed  together  for  Artesian 
^Vt-lls.  Hollow  Slabs  for  various  purposes.  Steel  for 
Pollers.  THOS.    VROSSF.R  &    SON. 

8Tjan.  2S  Plat  Street,  New  York. 

a .  G.  LOBDELL.        H.  S.  M'COMBS.        T>.  P.  BUSH. 

BDSH&LOBBELL, 

Wilmington  .......  Delaware 

MANUFACTURERS   OF 
AND 


For  B.R.Cars&  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  -Exti  nt 

FOR    THEIR 
EITHER   SINGLE   OR    DOUBLE   PLATE, 

WITH     OR     WITHOUT     AXLES 

WHEELS  FITTED 

To    Hammered   or    Rolled    Axles, 

lo  the  best  manner,  at  the  shortest  notice,  and  on     the 

Most  Reasonable  Terms. 


A  Book  for  Even  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-nPPIGK  GUIDE! 

Tor  Post-Masters  and  Business  Men. 

CONTAINING 
A  Complete  List  of  Post-Offices  in  tlte  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  LlMributing  Post-Office*;  Bates 
of  Foreign  and  Iiomesiic  Letter  Postage ;  Pates  of 
Printed  Matter.  Transient  and  Regular;  Abstract 
of  tlie  Laus  and  Regulations  of  t/ic  Post-OJlce  De- 
partment, t£c,  oZc. 

COMPILED    BY    E.    PENROSE    JOKES, 

Late  Assistant  Pont-Maoter  at  Cincinnati. 

Price   Twenty- Five    Co  nits. 

BEAD  THE   FOLLOWING  CERTIFICATE. 
•  TT.  8.  Blask  Agkscv,  Cincinnati  Post-OfpiceJ 
January,  IH.Jfl.     \ 
Thi«  w.rlc  has  been  carefully  compiled  and  corrected  by 
E.  Penrose  Jones,  Em-,  late  Assistant  Pn*t-Master of  the 
Cincinnati  P.  0.,from  the  Records  in  this  Department,  and 
other  source*,  and  contains  the  most  complete  li*t  of  Post- 
Offices,  especially  of  the    Western,   North- Western,  ami 
South-Western  Sta;es,  jet  published. 

MAIJLoN  II    MEDARY, 
AQtnt  and  In*x*4Ctor  of  Mants^  doc.,  for  P.  O.lJcpart. 

The  book  makes  an  actavo  pamphlet  of  abont  100  pagea. 
The  entire  matter  i«  kept  standing  in  type,  and  as  the  com- 
piler is  promptly  advised  of  all  jVew  Ofiictn,  Chan  gen  ard 
Regulations  ol  the  Department,  the  information  is  corr.'cisd 
up  to  the  last  rta>  of  publ'-Htion,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Obskrvk,  That  thin  Jfoi  is  arranged  by  Stole*  and  Omn- 
ie*.  making  it  especially  valuaMe  to  business  men-  No 
similar  arrangement  has  been  published  sine*;  J850.  There 
are  3000  more  offices  In  this  thai  Id  any  book  heretofore 
issued-  77/«  Price  ia  one-half  that  jf  any  work  of  the  kind 
now  published. 

vr  SJnsle  crp;es  sent  by  mail  (psmajre  prepaid)  to  any 
address,  upon  receiving  Theniy-flve  Cent.  In  Silver  or 
boscage  Stamps.  F.ve  Copies  sent  for  £1  CO,  or  Twelve 
Copies  for  *2.nC 

Address  C.  S.  WILLHAJIS, 

1IM  Walnut  Street, 
Kar-tt  10  Cincinnati,  Ohio. 


WILSON'S 


SEWING  MACHINES. 


W9I.  *UJ»ffIVF,U  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICES: 
Louisville,  Ky„  Columbus,  0., 

Lafayette,  Ind.,  Dayton,  0., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewin?  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  unon.  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

It  fly-Five   E9ollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  auhk  on 
doth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesl  fairies,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

M/'r1  Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

tenia. WM.  SUMNER  &  CO. 

Irtfjrt  Kegs  No'.  I   Railroad  Spikes;  ft}  by  iMoTh 
i  «vw    Corby, Gossin  A  Co.'s  make,  for  sale  very 
low  by  TRABEK  A  .-\UBERY. 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BR0., 

172  Elm  Street,  let.  ilk  and  5th, 
CINCINNATI,  0. 

Sole  Manufacturers  of  McGowan'o  I/auble  Action 

SUCTION  &  FORCE  PUMP 

AND 

Compound  Steam  Pumping  Engine 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Aline rs,andtlu  put 
lie  generally  to  these  Pumps* 
as  Lhe  bunt  Pump  no w  in  hue 
and  acknowledged  °y  a"  wn 
ha  ve  used  them  to  he  perfect  - 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  to  get  out  of  older;  we. 
adapted  forSteamooiils,  Kail 
mad  Water  Stations  Distilli 
ries,     Breweries,     Furnace* 
Mines,   Rolling  Mil  In,  Rape 
Mill*,  Factories,  Wells,  CJ> 
[erns,?     tfonar>  Fn«  Engines, Garden  Knginesand  (^ 
a  1 1  purposes  when  a  Pump  can  be  used.    Also,  for  for 
ring  a  large  body  of  water  to  a  great  height  ordinance 
rapidly. 

Also,  McGowan  s  Patent  Ball  Valve  Pump,  designed 
ror  Hot  Liquid*,  lot  Oils,  MoUcsp*;  Ac  Hose  Ccuplins 
Lead  ,Copper  and  Can  Pipe  luriilahcd  aithe  u  wemma " 
kel  pflc«  «. 

Fall  "nd  perfect  attraction  guaranteed  in  allcascA, 
when  properly  put  up  according  to  directions. 

Orrteri  thonMully  received  u  nUpron  ptly  filled  at  the 

shoTte»t  notice, 

SILVKK     ,Vr.DA.,      (The  highest    prize)  awarded 

epc  pumps  audited  m  Pumping  hog  I  nt  at  th    Ute  Pa 

OiiiO  hiecbaui  &a' Institute  June    18,  I8.v>  —  i 


Street  and  Other  Railroad  Iron. 

W00T>,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur* 
chase  Ag.4,  m.6. 

'  FREEDOM  IRON  COMPANY, 

MANUFACTUTERS   OP 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Pi4on  Rods, 

Bar  of  nil  Sizes, 

And  all   Foiginga  for  Bailroad  Machinery. 

LnviViOTUK  Miiflin  €o»,  Penn, 

JO&IIV  A.  WRIGHT,  SupU. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
conl  PiL'  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


NEW  YORK  CEITBAL  R.  H. 


Leave  Albany. 
Steamboat  Exp..  7  IN)  A.  M. 

Mail 9.iIIa.  m. 

New  York  Exp. .11-15  a.  m. 

Night  Exp 5.011P.M. 

Utica  Accom'u..  6  in)  p.  m.    Ai 

N.  Y.  Mail 11.15 P.  M. 

Leave  BuRalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Kxp..  S.itU  a.  m. 

Mail 

Cleveland  Exp..  B.fa  p.  m. 
Cincinnati  Exp. H.iNlr.  m. 
Utica  Accom'u.. — 


Arr.  Buffalo. 

7  III!  p.  M. 

19.SU  a  M. 

fi.dfl  p.  m 

4.UII  A.  M. 
.  U.  10.00  p.  m. 

in.o  a.  m. 

Leave  Bridge. 

5.15  a.  m. 

8.1:0    A.    M. 


fi.OO  p.  M. 
11.00  p.  M 


Arr.  S.  Br. 
7  00  p.  H. 

9.UU  p.  M. 

4.00  A.  M. 

lo.oo  a,  m; 

Ar.  Alb'y 
3  3(1  p.  m. 
S.00  P.  M. 
2.30  p.  M. 
4.10  a.  M. 
8.30  a.  !t. 
10.00  a.  M. 


CINCINNATI 
LOCOMOTIVE  WORKS. 


The  undersigned  arc  prepared  to  furnish  Locomotiv 
equal  in  etlicienc)  and  durability  to  the  oest  Eastern 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  foi  railroad  shops.  Also,  all  kinds  of  heavy 
forgriugand  casting  done  at  short  notice  Also,  bolt  6f  or 
bridge*  cu    with  iispatch, 

MOORK  A  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
Slate,  ia  under  the  superintendence  or  Col.  K.  \\m 
r?10IS<;Al\9  ft  distinguished  graduate  ol  Went  Point 
u nt)  n  practical  Engineer,  uided  hy  an  flhlu  Fuculty 

The  course  ol  study  in  that  taught  in  the  best.  Colleges 
but  more  extended  In   Mathematics,  Mechanics,   Ma 
chines, Const i  uction,  Agriculiui  ciif 'In  mist  1  y  and  Mining 
Geology  ;  »lan  ill  English  Literature,  Hislnrical  Read- 
ings.  and  Modern  Languages,  accom  pun  led  by  daily  an  J 
regulated  exercise. 

Schools  of  Architecture,  Engineering,  Commerce, 
Medicine, and  Law,  admit  ol  selecting  studies  to  suit 
liine  means, arid  object  ol  Profeesionalpiepaiation,  both 
belore  ond  after  graduating. 

The  t  welll h  annual  term  is  now  open.  Charges,  SI 02 
per  half-yearly  session,  pa  j  a  hie  in  advance. 

AdJrcPK  the  Supertiitendenl,  at  '*  Militarj  Institute 
Franklin  Springs,  Ky.,1' or  the  undersigned. 

P.  DUDLEY. 
PreBidcntofth    Board 
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E.  D    MAHSFIELD, 
T.  WEIGHTSOH. 


Editors. 


CINCINNATI: 

Thursday   morning,  March  8,  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORSTING, 

BY  WBIGHTSON  &  CO. 

OFFICE-No.  167   Walnut   Street. 

StTBSCRIPTIMS— $S  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  Cd.  ($3)  payable  iu 
advance. 


ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lives  of  Nonpareil. 

One  square, hingle insertion SI  U<J 

*'*        "        per  month, 3  00 

■{        "        six  months, : 12  00 

"       u       per  annum, 20  uo 

"    column,  single  insertion, *..  5  (M> 

"      ■  4*        per  month , 10  00 

*'        ',        six  months, "Si..  40  00 

*•        *'        per  annum, 80  00 

*(    page,  single  insertion, 15  00 

'•        4*        per  month 25  00 

"        ■■         six  months, 110  00 

**        "        per  annum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 


TIIE  LAW   OF  NEWSPAPERS. 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible 

Subscriptions  and  communications  addressed  to 
WKIGHTS0N  &  CO., 

Publishers  and  Proprietors. 


JT/3  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Aloar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  II  Cle- 
ments Lane,  London,  England. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


COVINGTON  &  LEXINGTON  R.  E.  CO. 

FINAL  DECREE    OF   SALE. 

We  publish,  in  another  place,  the  decree 
of  the  Fayette  Circuit  Court,  confirming  the 
sale  of  the  Covington  and  Lexington  Railroad 
to  R.  B.  Bowler,  Esq. 

There  has  been  a  great  deal  said  against 
the  sale  of  this  road;  but,  we  have  not  been 
able  to  agree  with  those  who  objected.  The 
sale  was  a  fair  one,  and  the  result  will  be  a 
public  benefit.  The  sooner  our  insolvent 
roads  are  sold,  or  capitalized,  the  better- 
While  they  remain  in  an  embarrassed  condi. 
tion,  they  will  only  be  a  source  of  irritation  to 
all  concerned.  A  road  which  owes  two  mil- 
lions of  dollars  more  than  it  can  pay,  must 
sooner  or  later  be  sold;  and  every  fragment 
which  can  be  saved  is  clear  gain.  In  the 
present  case,  nearly  all  the  stockholders  have 
received  their  stock,  in  collateral  benefits ; 
and  the  general  property  of  the  road  is  the 
main  thing  to  be  sought.  That  is  gained  by 
the  sale. 


VIEW  OF  THE  COMING  CENSUS. 

RELATION     OF     THE     RACES. 

The  coming  Census  will  be  taken  on  the 
1st  of  June — three  months  hence.  But,  such 
has  been  the  uniform  progress  of  the  United 
States  for  seventy  years,  that  we  know,  within 
a  very  near  approximation,  what  the  result 
will  be.  In  addition  to  this,  the  States  of 
Massachusetts,  New  York,  Georgia,  Arkansas, 
Louisiana,  Illinois,  Iowa,  Michigan,  Wiscon- 
sin, and  Minnesota  took  State  Censuses  in 
1855,  or  since,  so  as  to  closely  ascertain  their 
present  rate  of  increase.  These  States  being 
in  the  different  parts  of  the  country,  their  rnte 
of  increase  enables  us  to  ascertain  that  of  the 
whole.  Assuming  these  data  then,  and  know- 
ing that  the  past  decennial  ratios  were  from 
1830  to  1840,  was  33  per  cent;  and  from  1810 
to  1850,  was  36  per  cent. ;  (and  that  the  lat- 
ter rate  was  nearer  the  truth  from  1850  to 
1857,)  we  arrive  at  the  conclusion,  that  the 
population  of  the  United  States  in  June,  1860, 
will  be — 31,278,156;  and  the  results  of  the 
last  forty  years  will  then  stand  thus  : 

In  1820 9.63B.1S1 

In  1830 I2.cn6,l5p 

In  1840 IT.lJf.n.4.V< 

In  1850 93  101,870 

In  I860 31. 1178,156 

In  one  generation  then,  the  aggregate  pop- 
ulation of  the  United  States  will  have  gained 
more  than  three  fold ;  in  fact,  the  enormous 
amount  of  two  hundred  and  twenty  per 
cent. 

In  ''Darby's  View"  of  the  United  States, 
(one  of  the  most  interesting  works  on  Ameri- 
can Geography,)  is  a  calculation  of  American 
population  up  to  1940,  founded  on  the  Census 
data,  which  makes  the  population  of  1940, 
near  four  hundred  millions. 

In  that  calculation,  Mr.  Darby  made  the 
population  of  1850,  three  millions  more  (26,- 
168,000)  than  it  actually  was;  but  almost  the 
whole  excess  was  made  up  of  an  excess  in  his 
estimate  of  the  black  population.  In  truth, 
the  black  population  does  not  increase  as  fast 
as  the  whites  by  a  large  proportion.  We 
shall  not  discuss  here  the  causes  of  that  defi- 
ciency, but,  ask  at  once,  how  is  our  popula- 
tion composed  ?  Taking  the  ratio  which  pre- 
vailed from  1840  to  1850,  as  our  guide,  we 
shall  investigate  the  results. 

I.     THE   WHITE   AM)   BLACK    RACES. 

In  1850— White  Race 19.553,058 

In  1850— Black  Rac; 3,638,818 

To  ascertain  the  proportion  in  1860,  it  is 

only  necessary  to  ascertain  that  of  the  color 

ed  on   the   proportion   of   its   advance  since 

1S30.      The   advance   of  the   colored  people 

from   1830  to   1840  was  545,116,  which  is  24 

per  cent.     The  increase  from  1840  to  1850 

was   765,050,  which  is   26  per  cent.     Taking 

the  mean,  25  per  cent.,  as  the  present  ratio, 

and  we  have  4,548,510,  as  the  colored  race  of 

I860,  of  which  4,050,000  are  slaves.     We  have, 

then,  these  proportions  for  1860: 


White  Race 20,729,646 

Slave 4..05T,. 


Colored 


Free 43F.510 


4,3M,5t0 

We  have,  then,  this  extraordinary  fact,  that 
while  the  colored  population  has  increased  at 
26  per  cent.,  the  white  has  increased  at  the 
rate  of  37  per  cent. 

The  increase  of  the  white  is  11  per  cent, 
greater  than  that  of  the  eclorcd.  Of  this 
great  difference,  the  native  growth  of  whites 
is  4  per  cent,  greater  than  that  of  the  blacks; 
and  the  remaining  7  per  cent,  is  due  to  foreign 
immigration.  In  regard  to  the  two  races,  it 
makes  no  difference  whether  the  white  raee 
grow  by  nature  or  by  foreign  growth.  In 
either  case,  it  throws  a  vast  preponderance  in 
favor  of  the  white  race.  If  we  take,  in  I860, 
twenty-six  and  a  half  millions  for  the  white 
race,  and  four  and  a  half  for  the  colored,  we 
find  that  in  1900  — forty  years  hence  —  the 
white  race  are  eighty-six  mil/ions  (86,000,000), 
and  the  black  race  eleven  million  four  hun- 
dred thousand  (11,400,000.)  The  colored 
race  will  then  make  one-eighth  part,  while 
now  they  are  one  sixth  part  Relatively, 
therefore,  the  colored  race  are  declining;  but, 
positively,  in  the  aggregate,  they  are  rapidly 
increasing.  It  ma.y  be  a  satisfaction  to  know, 
that  the  white  race  are  not  only  maintaining, 
but  increasing  their  preponderance;  but,  cer- 
tainly, it  is  rather  a  gloomy  thought,  to  con- 
template, at  only  the  distance  of  a  single  gen- 
eration, the  enormous  amount  of  twelve  mil- 
lions of  blacks  within  the  republic,  and  these 
too  concentrated  round  the  Gulf  of  Mexico. 
Such,  however,  must  be  the  fact.  The  pro- 
blems growing  out  of  this  : 

II.    NATIVE   AND    FOREIGN   BORN   ELEMENTS. 

By  the  Census  of  1850,  there  were,  in  the 
United  States,  2,240,000  foreign  bom  per- 
sons. The  ratio  of  annual  deaths  is  1  in  40 
for  the  whole  population;  for  foreigners  pro- 
bably more.  The  natural  deaths  would, 
therefore,  reduce  the  number  of  foreigners 
present  in  1850,  to  1,700,000.  The  number 
of  immigrants  since  is  in  round  numbers 
2,700,000,  and  the  number  of  deaths  from 
then  500.000.  There  remain  of  the  immi- 
gration, within  the  last  ten  years,  2,200,000. 
The  aggregate  of  the  whole,  then,  is  3,900,000 
foreign  bom.  We  have,  then,  the  increase  of 
population,  in  the  Census  of  1860,  made  up 
as  follows,  viz: 

Increase  of  Colored  Race 009,602 

'■  Foreign  born l.blib.ioo 

"  Native  Whites 5.510  5' 8 


Aggregate  increase 8,086,280 

Iu  looking  into  "Darby's  View,"  we  find 
that  he  estimates  the  blacks  in  1860,  to  be 
7,800,000,  or  three  millions  beyond  what  they 
actually  will  be.  Mr.  Darby  was  nearly  ac- 
curate as  to  the  white  race — how  came  this 
error?  The  simple  truth,  is,  the  black  popu- 
lation of  the  United  States  do  not  increase  as 
rapidly  as  they  did  thirty  or  forty  years 
since.  _,;■■.  |  m» 

Tha  foreign-  population  do  not  increase  as 
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fast  now  as  they  did  ten  rears  since.  There 
•were  two  or  three  rears  in  which  the  foreign 
inimijrants  exceeded  400.000  per  annum; 
■while  now  they  do  not  reach  200,000.  They 
will  probably  never  much  exceed  the  present 
rate. 

In  glancing  at  this  statement,  of  the  growth 
of  the  United  States,  and  of  its  relative  parts, 
there  is  one  striking  fact  which  is  consoling 
and  satisfactory,  amidst  the  alarms  which 
many  have  entertained,  in  regard  to  both  the 
colored  and  the  foreign  elements  of  the  Ame- 
rican people.  This  is,  that  the  gvowth  and 
vigor  of  the  American  people  is  due  almost 
entirely  to  the  growth  and  vigor  of  the  native 
tchite  American  element.  We  find  the  native 
horn  whites  increasing  30  per  cent,  while 
the  colored  race  increase  but  26 ;  and  we  find 
that  at  the  end  of  ten  years  of  most  unprece- 
dented immigration,  (probably  much  greater 
than  will  occur  again  in  a  long  period,)  that  the 
increase  of  native  whites  is  more  than  three 
times  that  of  the  foreign  born.  So,  also,  the 
increase  of  native  whites  is  double  that  of  the 
colored  race  and  the  foreign  born  together. 

In  this  state  of  the  case,  there  is  no  reason 
to  look  for  any  controlling,  or  even  modifying 
influence  of  blacks  or  foreigners  on  the  ulti- 
mate condition  and  character  of  the  Ameri- 
can people.  The  country  has  gone  on  exactly  in 
the  grooves  in  which  it  was  originally  placed. 
The  elements  were  from  the  beginning  of  dif- 
ferent European  nations,  but  the  Anglo- 
Saxon  was  the  prevalent  directing  mind,  and 
so  it  remains  at  this  day.  We  have,  therefore, 
slight  variations ;  but  none  which  even  par- 
take the  character  of  a  permanent  modifi- 
tion. 
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31 

25 

26 

S3 

29 

28 

26 

28 
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PORE.  PACKING. 

We  abstract  from  the  Price  Current  the 
following  facts  relative  to  this  great  staple  of 
the  West.  The  number  of  hoga  packed  in 
each  State  for  the  years  named  were  as  fol- 
lows: 

1858-9.  1859-60. 

Ohio 838.397  680,858 

Indiana 412-289  4(:4.(H6 

Illinois 59I.S-0  5(14.935 

Kentucky 396,117  322.487 

Missouri 163.774  1911,260 

lo*a 103.974  166.936 

Wisconsin 339:2  54,5011 

'lennessee • 05.172  26,HOW 

Grand  totals 2.465.U35  2,350/22 

2-)r.ii/- a2 

Decrease 114,213 

1  hii  decrease  la  equal  U*  4f  per  cent. 

The  comparative  aggregate  weights  of  an 
equal  number  of  hogs  for  the  two  seasons 
were : 

I8SM ,, 40i,7e6.362  lbs. 

l'.5«-60 412,294  685    " 

Decrease..,., 2,491,657    " 

TV.i  b  aMM  e$aal  fa)  1  i-ic  ■>!  one  per  cent. 

,    age    weigh'ts   of  hogs   from    each 

fetat£,  au<l  tue  yield  of  iard  per  hog  is  stated 
»s  follow 


Average  weight  Yield  of  Lard 

per  Host.  per  nog 

1858-9.   1859-60.  1858-9.  1859-60 

lbs.          lbs.  lbs.          lbs. 

Ohio. 190  1916-19  26  26 

Indiana t'SJ  192*  23  27 

Illinois 187  J91  27  30 

Kentucky 210  197 

Missouri 19IIJ  194  2-9 

Iowa 182  ]9l£ 

Tennessee 212  189 

Wisconsin 230  207 

The  total  yield  of  lard  is  : 

1858-9.  1959-60. 

lbs.  lbs. 

Ohio 16,476,772  17.0M.144 

Indiana 9.257.017  10,065,7F3 

Illinois 15,967,260  15,148,050 

Kentucky 14,260.212  9,997,  97 

Missouri , 3.769,350  4,X48,220 

Iowa 3,771,402  4,841.144 

Wisconsin 950,096  1,580,500 

Tennessee 1.821.816  696,800 

Total  lbs 66,276.925  65,406,738 

65.4(16,738 

Decrease 870,187  equal  to  slightly 

over  !j  per  cent. 

From   the    above   the    following   result    is 

obtained: 

Decrease  in  No.,  A i  per  cent.,  equal  to .114,213  Hoga. 

Decrease  in  weight,  11-16  of  one  per  cent, 
equalto 16,948     " 

Total  decrease. ..  131 ,159     " 

This  is  equal  to  of  per  cent,  less  than  the 
crop  last  year,  1|-  per, cent,  less  than  the  crop 
of  1857-8,  but  16$  per  cent,  greater  than  the 
crop  of  1856-7. 

' »••»• 1 — ■— 

MEETING  OF  FREIGHT  AGENTS. 


In  accordance  with  a  previous  public  no- 
tice and  general  understanding,  %.  meeting  of 
the  officers  of  the  several  railroads  interested 
in  transportation  between  Cincinnati,  and  the 
North-west,  was  held  at  the  Mmon  depot,  in 
Indianapolis,  on  the  21st  day  of  February, 
1760. 

The  following  roads  were  represented: 

Cincinnati,  Hamilton  and  Dayton  Railroad. 
S.  S.  L'Hommedieu,  President.  J.  R.  Reed, 
Freight  Agent. 

Indianapolis  and  Cincinnati  Railroad.  H. 
C.  Lord,  President.  John  F.  Cheek,  General 
Freight  Agent. 

Cincinnati  and  Chicago  Railroad.  John 
Brandt,  Jr.  Superintendent.  S.  W.  Chapman, 
General  Freight  Agent. 

Eaton  and  Hamilton  Railroad.  David 
Barnett,  President.  D.  M.  Morrow,  Superin- 
tendent.    Ira  Wood,  Freight  Agent. 

Indiana  Central  Railroad.  John  Newman, 
President.  H.  L.  Pope,  Superintendent.  W. 
A.  Bradshaw,  General- Freight  Agent. 

Dayton  and  Michigan  Railroad.  M.  Shoe- 
maker, General  Freight  Agent.  D.  C.  Hen- 
derson, General  Traveling  Agent. 

Peru  and  Indianapolis  Railroad.  L.  N. 
Andrews,  General  Freight  Agent. 

Sandusky,  Dayton  and  Cincinnati  R.  R. 
Ira  Wood,  Freight  Agent. 

Logansporl,  Peoria  and  Burlington  R.  R. 
T.  A.  H.  Smythe,  General  Agent. 
secretary's  report. 

The  meeting  was  called  to  order  by  H.  C. 
Lord,  President  I.  &  C.  Railroad,  and  on  hi» 


motion,  David  Barnett,  President  E.  &  H. 
Railroad,  was  called  to  the  chair,  and  T.  A.  H. 
Smythe,  Agent  L.,  P.  &  B.  Railroad,  was  ap- 
pointed Secretary.  Mr.  Barnett,  in  few  words, 
stated  the  object  of  the  meeting  to  be  to  come 
to  some  fixed  understanding  with  reference  to 
rates  of  freight  between  Cincinnati  and  com- 
peting points  in  the  north-west,  and  the  use 
and  abuse  of  free  passes  for  influencing 
freight. 

Mr.  L'Hommedieu  read  a  communication . 
from  H.  C.  Lord,  concerning  rates  being  made 
more  remunerative,  and  proposing  a  basis  for 
doing  business  with  a  better  understanding  be- 
tween the  roads  interested,  which  proposition 
was  acknowledged  to  be  satisfactory  by  Messrs. 
Morrow,  Brandt,  Shoemaker,  Pope,  Smythe, 
Andrews  and  others,  for  their  respective 
lines. 

The  following  resolution  was  offered  and 
adopted : 

Resolved,  That  the  shortest  line  to  any  com- 
mon point  should  fix  the  rates  for  freight  and 
passengers,  and  no  change  should  be  made  by 
the  shortest  line,  without  previous  notice  in 
writing,  of  at  least  ten  days.  Neither  shall 
any  contract  be  made  to  take  effect  after  the 
ten  days  notice;  and  in  making  rates  to  or 
from  any  point  local  to  any  road,  the  local 
rate  from  such  common  point  to  destination 
should  be  added  to  the  rate  to  said  common 
point. 

It  was  voted  that  a  Committee  of  one  from 
each  road  be  appointed  by  the  Chair,  to  form 
a  schedule  of  rates,  etc.,  between  Cincinnati 
and  competing  points,  and  report  the  same  to 
the  meeting. 

The  Chairman  then  appointed  the  following 
Committee  on  rates : 

John  F.  Cheek,  I.  &  C.  R  R. ;  W.  A.  Brad- 
shaw, Ind.  Cent.  R.  R. ;  J.  R.  Reed,  C,  H  & 
D.  R.  R;  S.  W.  Chapman,  C.  &  C.  R.  R;  D.  C. 
Henderson,  D.  &  M.  R.R.;  Ira  Wood,  E.  &  E, 
and  S.,  D.  &  C.  Railroads;  L.  N.  Andrews,  P. 
&  I.  R.  R;  T.  A  H.  Smythe,  L.,  P.  &  B. 
Railroad. 

The  Secretary  being  on  the  above  Commit- 
tee, Mr.  Morrow  was  chosen  Secretary  "  Pro. 
Tem." 

The  Committee  on  Rates  retiring,  the  con- 
vention resolved  themselves  jnto  a  Committee 
of  the  whole,  upon  the  subject  of  Passes,  and 
a  faithful  adherence  to  the  rates  fixed  on  by 
the  Committee  for  that  purpose, — after  quite 
an  animated  discussion  upon  the  various  top- 
ies  before  the  convention,  and  without  any 
definite  arrangement.  The  Convention  were 
notified  the  Committee  on  rates  were  ready  to 
report,  which  they  did  as  follows : 

Rates  of  freight  between  Cincinnati  and 
Indianapolis,  Ind.:  1st  class,  30  cts.;  2d  class, 
25;  3d  class,  15;  4th  class,  12J. 

Between  Cincinnati  and  Terre  Haute,  Ind.  : 
1st  class,  55  cts  ;  2d  class,  45 ;  3d  class,  30  ; 
4th  class,  22J. 

Between  Cincinnati  and  La  Fayette,  Ind. 
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1st  class,  55  cts. ;   2d  class,  45  ;   3d  class,  30 
4th  class,  221. 

Between  Cincinnati  and  Peru,  Ind. :  1st 
class,  55  cts.;  2d  class,  45;-  3d  class,  30;  4th 
closs,  22J. 

Between  Cincinnati  and  Fort  Wayne,  Ind. : 
1st  class,  40  cts. ;  2d  class,  35  ;  3d  class,  30  ; 
4th  class,  25. 

Between  Cincinnati  ana  Reynolds,  Ind.  : 
1st  class,  64  cts.;  2d  class,  51 ;  3d  class,  39' 
4th  class,  30. 

Between  Cincinnati  and  Delphi,  Ind. :  1st 
class,  64  cts. ;  2d  class,  50;  3d  class,  38 ;  4th 
class,  28. 

Between  Cincinnati  and  Tolono,  Ind. :  1st 
class,  70  cts.;  2d  class,  60 ;  3d  class,  50;  4th 
class,  40. 

Between  Cincinnati  and  Decatur,  Ind. :  1st 
class,  80  cts.;  2d  class,  70.;  3d  class,  60;  4th 
class,  45. 

Between    Cincinnati  and  Springfield,  111. 
1st  class  $1  00;  2d  class,  90  cts.;  3d  class,  75; 
4th  class,  55. 

Between  Cincinnati  and  Pana,  111.:  1st  class, 
75  cts.;-2d  class,  65;  3d  class,  50;  4th  class,  40. 

Between  Cincinnati  and  Mattoon,  111. :  1st 
class,  70  cts. ;  2d  class,  60  ;  3d  class,  40;  4th 
class,  30. 

Between  Cincinnati  and  Michigan  City, Ind.: 
1st  class,  75  cts. ;  2d  class,  60 ;  3d  class,  50 ; 
4th  class,  40. 

Between  Cincinnati  and  Logansport,  Ind. : 
1st  class,  50  cts. ;  2d  class,  40;  3d  class,  30; 
4th  class,  20. 

Between  Cincinnati  and  Kokomo,  Ind. :  1st. 
class,  50  cts. ;  2d  class,  40 ;  3d  class,  30 ;  4th 
class,  20. 

INDIANAPOLIS   RATES, 

To  apply  to  all  points  on  the  Terre  Haute 
and  Richmond  Road. 

All  points  on  the  Evansville  and  Crawfords- 
ville  Railroad,  North  of  Vincennes. 

All  points  on  the  Peru  and  Indianapolis  R. 
R.,  except  Kokomo. 

All  points  on  the  Louisville,  New  Albany  & 
Chicago  R.  R. 

All  points  on  the  Toledo  &  Wabash  R.  R., 
west  of  Logansport. 

All  points  on  the  Great  Western  R.  _R.,east 
of  Tolono. 

All  points  on  the  Belief ontaine  Line. 

All  points  on  the  Terre  Haute  &  St.  Louis 
R.  R.,  except  Mattoon  and  Pana. 

For  shipping  Slock,  it  was  resolved  that  the 
roads  here  represented  would  furnish  1  pass 
for  one  or  two  car  loads ;  2  passes  for  three  or 
four  car  loads ;  3  passes  for  five  or  more  car 
loads. 

Passes  to  be  used  for  passengers  on  freight 
train  at  the  discretion  of  the  road  shipping. 

It  was  resolved  that  the  above  rates  take  ef- 
fect March  1st,  1860. 

It  was  also  voted  that  Messrs.  Chapman, 
Cheek  and  Wood  constitute  a  committee  to 
prepare  the  rates  adopted  for  printing,  to- 
gether with  a  classification  of  freight,  and  that 
the  roads  interested  pro  rate  the  expenses  of 
the  same. 

The  meeting  then  adjourned  sine  die. 


ANNUAL  REPORTS 

Of  the  Railroads  and  Canal  Companies  of 
the  State  of  New  Jersey,  for  the  year 
1859: 

We  are  under  renewed  obligations  to  Wil- 
liam Parry,  Esq.,  for  the  report  just  issued 
by  the  Secretary  of  the  State  of  New  Jersey. 
The  Report  opens  with  the  Raritan  Canal  and 
Amboy  Railroad  Company,  which  we  have 
before  published.  We  commence  with  the 
Central  Railroad  Company,  which  presents 
the  following  condition  of  their  affairs  on  the 
first  of  January;  1860: 

Capital  Stock 82,500,000  00 

Less  80  percent,  on  11C0  scrip  shares 88,000  00 


$2,412,000  00 

First  Mortgage  Bonds 1,500,000  00 

Second        "          •'     ;  1,500,000  00 

Other  indebtedness 282,761  30 

Less  cash  and  accounts  receivable    42,679  55 

■  240,081  75 

Dividend  2i  per  cent,  payable  in  January. ...  60.300  00 


Total 85,712,381  75 


Cost  of  railroad  $4,480,896  79 

Lands  and  wharves  at  Elizabethport 287,716  93 

Station  bouses,  shops,  etc 131,800  00 

Engines 274,200  00 

Cars 168,500  00 

Ferry  interest  and  boats 246,450  00 

Miscellaneous   property,  wood  and   materials 

onhand 122,818  03 

Total $5,712,381  75 

RECEIPTS   AND   EXPENSES    FOR    1859. 
Ordinary  Receipts. 

Passengers '. $187,227  32 

Merchandise  Freight. 336,634  46 

Coal 432^22  32 

Mail,  Express,  Rents,  etc 15.418  04 


$971,702  14 
Ordinary  Expenses. 

Running  Expenses $89,752  79 

Wood  Consumption 77,121  54 

Coal  " 19,211  16 

Repairs  of  road 59.157  32 

**         cars,  engines,  etc. ... .     55.827  26 

Ferry  expen  ses 51 ,603  33 

Expense  account. . 21,131  00 

Miscellaneous  expenses 11,941  68 —    385,716  08 


Net  earnings  for  1859 ....$585,986  06 

Add  net  earnings  from  1858 108,402  18 


Interest  Account $250,285  00 

Taxes  to  State  for  1859.    23,740  57 

Dividend  10  per  cent.,  April  1,  for 

year 200,000  00 

Dividend  5  per  cent.,  October  1,  for 

six  months 110,000  00 

Dividend  2i  per  cent.,  January  1, 

for  three  months 60,300  00 


$754,338  24 


644,305  57 


$110,062  67 

Miles  run  by  passenger  trains 554,872 

Actual  number  of  passengers  oarried 4l>5.0:*9 

N  umber  of  passengers  carried  one  mile 8,080,798 

Toial  number  of  tons  of  Freight  carried  during 
the  year 827,375.15 

Morris  and  Essex  Railroad  Co. 

The  condition  of  this  Company  on  the  first 

day  of  January,  1860,  and  their  operations  for 

the  year  1859,  is  thus  set  forth: 

Capital  Stock $1,157,600  00 

Funded  debt 340,000  00 

Contingent  Fund 268,343  88 


1,760.234  88 

Cost  of  road  and  Its  appendages $1,622,556  09 

Capital  Stock  of  the  Newark  and  Bloomfield 

Railroad  Co 55,000  00 

Capital  stock  in  Telegraph  Company 2,000  00 

Wood  on  hand,  paid  for 4,500  00 

Cash  and  cash  items - 82,178  82 


81,766.234  88 

Income  from  Passengers,  Freight  and  other  sources 
during  the  year. 

From  Passengers $146,588  66 

From  Freight 100,203  94 


From  Mails  and  Sundries 8,443  75 

„  ..  ,  255,236  35 

i  aid  for  repnrs,  maintenance  of  way,  motive 

power  and  contingencies $147,915  02 

Paid  interest  on  debt  of  the  Company 22,749  30 

Two  semi-annual  dividends  have  been  made 
during  the  year  past,  payable  in  cash,  and 
amounting  to 75,257  15 

There  has  been  transported  on  the  road 
during  the  year  four  hundred  and  four  thou- 
sand nine  hundred  and  thirty-six  persons, 
exclusive  of  commuters  and  those  that  ride 
free. 

-fATERSON  AND   R.AMAPO   RAILROAD    Co. 

Capital  Stock  actually  paid  In 1248,225  00 

Amount  or  funded  debt 95  ono  00 

256  82 


Other  debts 

Cost  of  Road  and  equipments 350,000  00 

INCOME. 

Rent  from  New  York  and  Erie  R.  R.  Co 20,500  00 

Interest  from  do.  on  rent 116  83 

Dividends — None. 

EXPENDITURES. 

Discount  on  $100,000  new  bonds  sold  at  85 

per  cent J5noo  00 

Five  Bonds  redeemed  at  90  per  cent 4,500  00 

Interest  on  bonds 5  312  00 

Contingencies,  taxes,  etc 2',  176  81 

Belvidere  Delaware  Railroad  Co. 

The  capital  stock  of  the  Belvidere  Delaware 
Railroad  Company  is  $1,000,000,  of  which 
§997,700  is  paid  in. 

Their  indebtedness  is  as  follows,  viz: 

Funded  debt $2,049,500  00 

Special  loans  not  properly  included  in  funded 

debt.- 78,609  03 

Other  indebtedness 110278  83 

The  cost  of  the  road  and  its  equipments 
has  been  $3,192,269  91,  exclusive  of  cash  and 
materials  on  hand. 

The  receipts   for  business  during  the  year 

on  the  Belvidere  Delaware  Railroad  were  as' 

follows,  viz: 

From  Passengers $73,144  5S 

From  Freight,  including  coal 160,340  97 

From  Mail  and  other  sources 31,120  05 


Making  the  whole  on  the  B.  D.  R.  R.  Co $269,605  60 

And  for  business  on  the   Flemington  Railroad, 
worked  by  the  B.  D.  R.  R.  Co.  : 

From  Passengers ■..- 5,730  22 

From  Freights,  including  coal. 7,2l»5  12 

From  Mail..; 450  00 

Making  the  total  on  Flem.  R.  R 


$13,405  44 

And  the  total  for  both  roads  together §263,01 1  04 

The  expenditures  for  working  the  two  roads 

during  the  year  have  been -. .     153,763  73 

And  the  estimated  expenses  of  working    the 

Flemington  R.  R 11,399  48 


Leaving  as  the  expenses  of  working  the  Belvi- 
dere Delaware  R   R $142,364  25 

No  dividends  have  as  yet  been  declared  by 
the  Company. 

Flemington  R.  R.  and  Transportation  Co. 
The  report  of  the  Flemington  Railroad  and 
Transportation  Company  for  year  commencing 
January,  1859,  and  ending  January  1,  1860: 

The  capital  stock  of  this  Company  paid  in  is.  ..$150,011  00 

Fundeddebt 92,600  00 

Otber  indebtedness 7H.887  41 

Cost  of  the  road  as  made  up  by  the  Treasurer. .    284,584  39 

This  road  has  been  worked  by  the  Belvidere 
Delaware  Railroad  during  the  past  year. 

The  receipts  and  income  of  the  road  for 
the  past  year  has  been  as  follows  : 


From  Passengers.. 
"  Freights.... 
"     Mail 


.  $5,730  32 

7,22.3  12 

450  00 


$13,405  44 
Estimated  expenses  of  working   the   road,  in- 
cluding salaries  paid 12,649  49 
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WarkeN  Railroad  CpMEANY. 

The  Warren  Railroad  Company  present  the 

following  report  of  the  condition  of  the  affairs 

of  the  Company  tip  to  1st  January,  1860: 

Capital  stork  issued  and  actually  paid  in...  $l,02l,6''0  00 

Frst  mc.-ga.-e  bonds  due  1875,  sold 000,00(1  Oil 

Other  indebtedness  on  the  books '1-  92 


81,635,312  92 
Including  lands  for  right  of  way,  depot  buildings,  tem- 
porary track,  and  expenditures  on  the  Van  Ness  Gap  Tun- 
nel up  to  the  above  date. 

Firningsof  the  Road  frfm  the  Tst  January,  1859,   U 
31st  December,  1859. 

$193,910  71 

14,448  06 

3'i  37 

931  37 


Freight  on  coal  and  merchandise 

Passenger  fares ***_■ 

Extra  b  .g.-ase 

Express  ••-.• • 

Transportation  of  Mails ]  ,201)'- no 

Telegraph  earnings 


104  72 


Total  earnings  for  the  y  ear 32 10,635  23 

The  running  expenses  of  the  road,  including 
repairs,  depot,- bridges  extra  repairs,  trestle 
-work,  agents,  telegraph,  etc.,  estimated  55$ 
percent 115.876  75 


Net  earnings  of  the  road 

Interest    pail  on    $6»l>,nfM  —  first 

m  irtsrage  bonds  for  the  year 342,000  00 

Interest  dividend  of2f  on  3968,9110, 

paid  April  15.1859 ■■■■.:    24,433  62 

Iut-rest  dividend  ol  2|  on  5996,0011, 

paid  October  15,  1859 26.145  00 


$9-1,708  48 


Balance  applicable  to  debts,  etc 32,129  86 

Freehold   and    .Tamesburg    Agricultural 

Railroad  Co. 

The  Freehold  and  Jamesbarg  Agricultural 

Railroad  is   in   operation   from   Freehold    to 

Jamesburg,  a  distance  of  eleven  and  a  half 

miles. 

The  capital  stick  paid  in  is $173,854  80 

Total  cost  of  read  and  equipment... 221,877  41 

Receipts  daring  the  year  1859. 

From  Passengers 313,978  95 

"      Freight  22,621  95 

"      17   S  Mill 280  011 


$36,885  90 

The  expenses  for  working  the  road,  including 
repairs,  maintenance  of  way,  motive  power 
and  contingencies,  were 18,615  76 


Net  earnings- ; . . 
Interest  paid... 


..$18,271   14 
626  (III 


The  number  of  passengers  earried  during  the  year 

(859 54,095J 

Tons   of  go'ids,  wares,  and  merchandise   trans- 
ported daring  the  year  18.19 26,085 

Milesruo  by  passenger  irons 15,650 

Milesrunby  freight  trains 8,922 

No  dividends  declared  during  the  year. 

The  Company  has  no  indebtedness  of  any  kind. 

Morris  Canal  and  Banking  Co. 

Capital  stock  pain  in $2,2nn,000  on 

Debu-fundedand  other 528,775  18 

C'.st  of  Can, I  and  appurtenances 2,743,041   3d 

Repa  r>  of  I8.VJ 81.602  38 

Navigvion — loek  and  plane  lending 35,267  46 

Superintendence  and  management 29,^67  79 

Income   from    passengers,  tolls,    and    other 

sources 312.703  54 

Dividends  paid  in  cash 144,480  00 

Newark  and  Bloojifield  Railroad  Co. 

..31(13.950  00 
..    105,205  99 


Amount  of  capital  stock  paid  in 

Cost  of  road  and  its  appendages  to  date. 

The  company  are  perfectly  free  from  all 

indebtedness,    except   the  wages   due  to  the 

men  for  the  month  of  December  last,  and  a 

few  small  items  payable  on  presentation. 

Income  from  passengers  and  freight,  etc.,  during 
the  year  1859 $17,042  19 

Pad  f  r  repairs,  maintenance  of  way  and  con- 
tinsrendes 1 0,795  25 

Paid  Inte-est  dividend  according  to  terms  of  sub* 

scripllun.  amounting  to '. 2,672  93 

There  has  been  transported  over  the  road 
daring  the  year  one  hundred  thousand  three 
hundred  and  thirteen  passengers,  exclusive 
of  commuters  and  those  who  ride  free.     The 


following    shows   the    number  of  passengers 
carried : ' 

Between  Newark  and  Roseville 3,589 

"  •'  BloomSeld 61, Wis 

"  "  ,     West  Bloomfietd 30  777 

Way  passengers -3,882 

Total..... 100,313 

The  number  of  miles  run  during  the  year 
is  nineteen  thousand  seven  hundred  and  forty- 
nine,  (19,749.) 
Burlington  and  Mount  Holly  Railroad. 

Annual  report  of  the  Burlington  and  Mount 

Holly  Railroad  and  Transportation  Company, 

containing  an  account  of  their  capital  stock 

actually  paid   in,  the  amount  of  funded  and 

other  debts  of  said  company,  and  the  receipts 

and  expenditures  for  working  the  road ;  also, 

the    receipts    for    passengers,    freight,    etc., 

for  the  year  ending  December  the  thirty-first, 

one  thousand  eight  hundred  and,  fifty-nine. 

The  capital  stock  actually  paid  in  for  4000  shares 

of  stock  at  325  per  share $100,000 

Borrowed  on  Mortgaged  Bonds 20,000 

$120,000 
The  cost  of  the  road,  buildings,  wharf,  locomo- 
tives, cars,  etc. '..'•"• 120,000 

The  following  exhibits  the  receipts  and  dis- 
bursements of  the  Burlington  and  Mount 
Holly  Railroad  and  Transportation  Company 
from  January  1st,  to  December  31st,  1859: 

The  amount  received  for  passenger  travel $14,747  28 

"  freight 6,686  12 

■i  "  TJ.  S.  Mail 262  50 

"  "  Rent... 300  110 


Total $21,795  90 

Disbursements 24,501  0" 

Camden  and  Atlantic  Railroad  Co. 

Capital  Stock  paid  in.. $657,351  54 

Funded  debt...., r. ........  1,006,800  00 

'Floating  debt :  435,6'i4  78 

Cost  of  road  and  equipments 1,798,141  26 

Interest  paid  during  the  year  1859  ........;.       40,786  00 

Receipts  of  Road  for  1859. 

From  Passengers $105,662  31 

"      Freight..... •■      32.744  08 

'.*     Other  sources 2,743  83 

152,155  22 
Expenses  of  road  for   1859,  for  working   said 
road,  including  repairs,  maintenance  of  way, 
motive  power,  and  contingencies 85,701  62 

Millstone  and  New  Brunswick  R.  R.  Co. 

Length  of  road  completed miles.  6  63-700 

3102.365 

8,749 


Capital  Stock  paid  i 
Floating  debt 


Total $111,114 

Cost  of  Railroad  to  date. 


For  graduation,  masonry,  superstructure,  iron 
passenger  and  freight  stations,  land  damages 
and  engineering 

Passengers. 

Over  the  whole  line  of  road  between  New  Bruns- 
wick and  East  Millstone . 

Over  the  whole  line  of  road  between  New  Bruns- 
wick and  Mid  llebush • 

Over  the  whole  line  of  road  between  New  Bruns- 
wick anil  Voorhees 

Intermediate 


Total  number  of  passengers 

Number  of  tons  of  goods  and  wares,  etc.. 


$111,114 


9,835 

2,945 

1,198 
441 

11.419 

7,485 


Receipts. 

Passengers $3,061  10 

Freight 5,185  75 

8. '.'47  91 
Expenses 4,630  64 

Balance 7.' $3,017  27 

Northern  Railroad  Company. 
The  capital  stock,  indebtedness  and  cost  of 
the  road  are  a3  follows:  t 


The  capital  stock  is ..$180,600  (10 

Of  which  not  paid  in,  and  not  due  by  terms  of 
charter 26,443  03 

154,150  97 

The  Mortgage  Bonds  are. $200,000 

Less  not  issued.. -... , 1 1 ,3  0 

188,700 

The  unsecured  debts  are  about 25  000 

Cost  of  road  and  equipments  to  date        365,344 

Sussex  Railroad  Company. 

Capital  Stock $180,146  00 

Funded  debt 280,000  0(1 

Floating  debt ....• 9,9.56  73 

390, 102  73 

Cost  of  road  and  its  appurtenances 390,102  73 

Receipts  for  passengers  and  freight 33,511  54 

Due  from  the  United  States  for  carrying  mails.  550  00 

Paid  for  operating  expenses $12,346  20 

Repairs  of  Road,  new  locomotives 

and  other  equipments,  etc 13,203  33 

25,549  38 

Paid  interest  on  debt  of  the  Company 10,256  18 

The  number  of  miles  run  by  passenger  and 
freight  trains  is  about  twenty-two  thousand 
five  hundred,  (22,500.) 

West  Jers-ey  Railroad  Company. 

The  West  Jersey  Railroad  Company  pre- 
sents the  following  report; 

Capital  stock  paid  in $216,794  43 

Floating  debt 4(>,i:-0  (16 

Other  indebtedness 16,451  86 

Cost  of  road  and  its  appendages... 280,277  78 

Receipts  for  passengers  and  freight  for  1859 15,344  53 

Expenses  for  J859 11,976  37 


PITTSBURG  &  COIT&rELLSVIXLEK.R. 

Finances. — The  general  condition  of  the 
Company  in  regard  to  their  monetary  affairs 
has  undergone  much  less  change  within  the 
last  year  than  during  those  which  preced- 
ed it. 

The  stock  of  the  city  of  Baltimore  having 
been  entirely  disposed  of,  as  stated  in  the 
last  annual  report,  the  only  securities  remain- 
ing in  the  hands  of  the  Company  were  bonds 
of  Allegbany  county,  and  of  the  boroughs  of 
Connellsville  and  M'Keesport.  Of  the  county 
bonds,  $51,000-  have  been  disposed  of  within 
the  year  to  various  creditors  of  the  Company, 
at  the  minimum  rate  of,  70  per  cent,  estab- 
lished by  the  county  commissioners,  and 
$274,000  remain  on  hand,  hypothecated  to 
other  creditors,  who  are  restrained  by  injunc- 
tion or  otherwise  from  selling  them  below  that 
limit.  The  proceeds  of  those  bonds  at  that 
rate  will  pay  the  part  of  the  floating  debt 
which  they  secure,  and  the  present  prospect 
of  an  appreciation  in  the  bonds  renders  cer- 
tain its  liquidation  at  an  early  day. 

Of  the  bonds  of  the  boroughs,  mentioned  in 
the  last  annual  report,  as  having  been  used  as 
collateral  security  for  certain  loans,  the  Board 
can  only  now  say,  that  if  the  Courts  should 
decide  that  they  can  not  legally  be  sold  at 
less  than  the  limit  believed  to  be  imposed  by 
the  law  of  their  issue,  they  will  more  than 
provide  for  the  payment  of  the  part  of  the 
floating  debt  secured  by  them.  The  parties 
holding  that  portion  of  the  debt  having  forced 
sales  of  a  considerable  amount  of  these  bonds, 
have  sued  the  boroughs  upon  the  coupons  in 
the  United  States  Circuit  'Court,  and  the 
boroughs  have  taken  the  defense  just  referred 
to,  but  no  decision  has  yet  been  had. 

The  suits  against  private  stockholders  are 
pending,  but  their  progress  has  been  delayed 
during  the  last  year  by  the  undetermined 
state  of  certain  points  of  law  now  before  the 
Supreme  Court  of  the  State. 

The  following  are  the  chief  items  shown  by 
the  accompanying  report  of  the  Treasurer  of 
the  Company. 

There  has  heeu  paid   $36,178  73  of  the 
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floating  debt  during  the  past  year,  leaving  its 
present  amount  $1(5,550  65. 

There  has  been  expended  within  the  year, 
for  construction,  equipment,  surveys,  right  of 
way  and  real  estate,  $5,720  07  upon  the  Wes- 
tern Division  of  the  road,  and  $755  08  upon 
the  Eastern  Division ;  $545  08  of  the  latter 
being  payments  on  purchase  of,  and  taxes  on 
Company's  real  estate  ($210,  for  the  care  of 
the  Company's  property)  at  the  Sand  Patch 
Tun  net  during  the  continued  suspension  of  that 
work. 

There  has  been  also  expended  $21,145  21 
on  the  Turtle  Creek  division  now  under  con- 
tract for  the  extension  of  the  road  into  Pitts- 
burg. Of  this  amount,  $15,000  has  been  paid 
for  graduation,  masonry,  and  ballast,  in  the 
first  mortgage  bonds  of  the  company,  secured 
upon  that  division,  $4,965  50  for  real  estate 
and  right  of  way  ($1,500  in  said  bonds,  and 
the  rest  in  cash,)  and  $1,179  71  for  engineer- 
ing and  superintendence,  in  cash. 

The  entire  expenditure  under  those  heads 
from  the  organization  of  the  Company  in  1846 
to  this  date,"  has  been  $1,689,189  67,  of  which 
$1,449,840  81  belonging  to  the  Western, 
$218,203  65  to  the  Eastern,  and  $21,145  21  to 
the  Turtle  Creek  Division  of  the  road. 

The  total  amount  paid  for  interest,  includ- 
ing commissions,  is  $364,456  02.  The  total 
discounts  and  commissions  on  bonds  and 
stocks  sold,  is  $288,758  02.  There  has  been 
paid  on  the  1st  of  January  last,  as  appears 
from  the  last  report  of  the  Register  of  the 
city  of  Baltimore,  $13,370  10  of  the  principal 
of  the  million  loan  from  that  city,'  by  the 
operation  of  the  sinking  fund,  of  which  the 
first  two  instalments  of  $6,000  each  were  paid 
in  1857.  The  Larimer  suspended  debt  is  now 
$155,044  63,  being  the  same  as  at  the  date  of 
the  last  Report,  not  including  interest  on  the 
same. 

The  revenue  of  the  year  from  the  Western 
Division  of  forty-eight  miles  between  Con- 
nellsville  and  Turtle  Creek,  has  been  $57,- 
838  36  The  current  expenditures  for  main- 
taining, working  and  administering  the  road, 
during  the  same  period,  have  been  $52,249  54, 
leaving  $5,588  82  as  the  net  income  for  the 
year.  This  amount,  together  with  $2,507  14 
derived  from  other  sources  than  the  revenue, 
has  been  disposed  of  in  sundry  payments  on 
account  of  outstanding  claims  for  real  estate, 
right  of  way,  and  for  such  indispensable  ad- 
ditions to  the  road  and  its  equipment  as 
were  necessary  to  accommodate  its  busi- 
ness. 

The  entire  expenditure  of  the  year  has  thus 
been  $60,345  50  on  all  accounts,  of  which  the 
$5,588  82  of  net  income  for  the  present  year, 
together  with  $971  98  net  income  of  the  pre- 
vious year,  making  $6,560  80,  are  to  be  made 
good  out  of  the  future  resources  of  the  Com- 
pany, under  their  engagment  to  set  aside  their 
clear  revenue  to  meet,  as  far  as  it  may,  the  in- 
terest due  on  the  million  loan  from  the  city  of 
Baltimore. 

Location  and  Construction.- — In  the  last 
annual  Report,  the  special  release  of  the  Bal- 
timore mortgage,  to  the  extent  of  $400,000 
upon  the  10J  miles  between  Pittsburg  and 
Turtle  Creek,  was  mentioned.  So  soon  as  this 
was  obtained,  the  road  was  located  and  pro- 
posals invited  for  its  construction.  Owing  to 
the  unfavorable  state  of  the  money  market 
and  of  confidence  in  railroad  securities,  the 
bonds  permitted  by  that  release  to  be  issued 
by  the  Company,  could  not  be  negotiated,  nor 
the  work  commenced,  until  in  July  last  a  con- 
tract was  made  with  Messrs.  Morrison  &  Co., 
a  responsible  firm  of  this  city,  for  its  con- 
struction at  fair  prices,  to  be  paid  for  In  the 


bonds  themselves  at  their  par  value.  The 
work  is  now  advancing  well  under  this  con- 
tract ;  the  right  of  way  has  been  secured  upon 
all  but  small  portions  of  the  route,  chiefly 
within  th?  city  limits,  and  the  road  cau  be 
finished  and  opened  next  summer.  The  sale 
of  a  balance  of  the  bonds  still  undisposed  of 
will,  however,  be  necessary  to  accomplish  this. 
There  being  as  yet  no  market  for  them  abroad, 
the  citizens  of  Pittsburg  have  been  called 
upon  and  solicited  to  purchase  them,  arid 
several  have  liberally  responded.  Further 
sales,  however,  must  be  made  before  the  object 
can  be  entirely  effected ;  and  it  is  not  dounted 
that  enough  public  spirited  individuals,  inter- 
ested in  this  extension  of  the  road,  so  impor- 
tant to  Pittsburg,  can  be  found  to  buy  the  re- 
mainder of  the  bonds,  the  safety  of  which  as 
an  investment  is  demonstrable,  as  the  revenue 
required  to  pay  the  interest  upon  them  is 
already  in  existence  in  the  shape  of  the  tolls 
paid  to  the  Pennsylvania  Railroad,  and  needs 
only  the  completion  of  the  Pittsburg  and  Con- 
nellsville Railroad  into. Pittsburg,  to  be  trans- 
ferred to  it. 

Business  and  Revenue. — The  Report  of  the 
Superintendent  exhibits  the  details  of  the  last 
year's  operations  upon  the  completed  road,  an 
examination  of  which  will  be  found  not  unin- 
teresting. 

The  total  revenue  has  been,  as  already 
stated,  $57,838  36,  of  which  $25,279  65  was 
derived  from  the  carriage  of  66,129  passen- 
gers, and  $29,707  62  from  that  of  27,750  tons 
of  freight,  $2,400  from  mail  service,  and 
$451  09  from  shop  work,  etc.,  for  individuals. 
The  total  revenue  of  the  previous  year  was 
$48,885  82,  so  that  there  is  an  increase  of 
$8,951  54,  or  18  3-10  per  cent.  Of  this  in- 
crease $1,388  84  is  upon  passengers,  and 
$7,311  61  on  freight.  The  proportional  re- 
ceipts from  mail  service  remain  the  same. 
It  «ill  thus  be  seen,  that  while  the  passenger 
business  has  remained  nearly  stationary,  the 
transportation  of  freights  har  considerably 
enlarged.  This  was  to  have  been  expected, 
as  the  population  of  the  valley  traversed  by 
the  road,  and  their  occasion  for  travel,  have 
not  changed  much,  while  their  trade  has  ex- 
panded, and  more  of  it  has  sought  the  rail- 
road, although  the  extreme  mildness  of  last 
winter,  as  of  that  of  the  year  before,  kept 
open  the  navigation  of  the  rivers,  which  divide 
the  business  with  the  road,  at  the  same  time 
that  they  increase  its  aggregate  amount  by 
the  facilities  they  afford  for  the  expansion  of 
the  trade  in  coal,  the  great  staple  product  of 
this  region.  An  examination  of  the  tables 
showing  the  various  descriptions  of  freight 
carried  during  this  year,  and  a  comparison  of 
them  with  those  of  the  year  before,  will  show 
the  items  in  which  the  improvement  has  taken 
place.  The  frost  of  June,  which  destroyed 
the  wheat  and  rye,  and  injured  the  corn  and 
oat  crops  of  Westmoreland  and  Payette, "de- 
prived them  of  the  surplus  produce  they  would 
otherwise  have  had  to  send  to  market;  and 
flour  has,  in  consequence,  been  going  ;,up, 
instead  of  down,  the  road.  The  distilling  bu- 
siness has  also  been  seriously  checked  by  the 
high  price  of  grains.  Yet  the  increase  of 
the  coal  and  stock  business  has,  together 
with  the  larger  quantities  of  pig  iron  and 
general  freight  carried,  more  than  made  up 
the  loss. 

It  has  been  the  unremitted  effort  of  the 
officers  of  the  Company  to  encourage  the  de- 
velopment of  all  the  local  resources  of  the 
Yougbiogheny  valley,  and  in  several  of  its 
mineral  products  a  promising  trade  has  open- 
ed, and  may  bo  expected  to  expand  steadily 
after  the  completion  of  the  road  into  the  city. 


Among  these  may  be  named  sand  for  the  ma- 
nufacture of  glass,  found  in  abundance  and 
of  excellent  quality,  within  a  few  miles  of 
Connellsville;  building  stone  of  a  superior 
kind,  near  Layton  ;  cement  of  approved  qua- 
lity, near  Connellsville;  fire  brick  clay,  near 
Miltenbergerand  Dayton.  The  coal  and  coke 
trade  has  also  grown,  although  not  as  yet  to 
the  extent  that  was  to  be  desired  and  might 
have  been  expected.  This  has  not  been  owing 
to  the  absence  of  encouragement  on  the  part 
of  the  Company,  but  from  causes  beyond  their 
control,  and  which,  it  is  hoped,  the  extension 
of  the  road  into  Pittsburg  may  effectually  re- 
move. 

The  total  cost  of  maintenance  of  road,  mo- 
tive power,  conducting  transportation  aud 
maintenance  of  cars  has  amounted  to  $43,- 
370  83,  as  shown  by  the  accounts  of  the 
Superintendent,  to  which  adding  $8,878  71 
for  salaries,  lesal  expenses,  stationery,  print- 
ing and  miscellaneous  expenses,  and  the  total 
expense  of  operating  the  road  and  administer- 
ing the  affairs  of  the  Company,  is  $52,249  54, 
as  before  stated.  The  corresponding  expen- 
ses of  last  year  were  $47,914  84,  so 'that  the 
expenses  of  the  present  have  exceeded  those 
of  the  previous  year  by  $1,334  70,  while  its  re- 
ceipts have  been  greater  by  $8,951  54;  which 
would  make  an  increase  of  $4,616  84.  But  of 
the  increase  in  the  expenses,  $2,846  S3  was 
paid  for  work  properly  belonging  to  the  pre- 
vious year,  and  consisting  of  the  re-construc- 
tion of  the  Sewickley  bridge,  one  abutment  of 
which  had  been  carried  away  by  the  floods  of 
June,  1858,  and  which,  in  being  rebuilt,  was 
enlarged  and  permanently  secured  against 
future  injury.  If  we  deduct  this  extraordina- 
ry expenditure,  the  year's  increase  of  current 
expenses  will  be  reduced  to  $1,487  87,  and 
that  of  revenue  increased  to  $7,463  67. 

The  road  is,  on  the  whole,  in  better  condi- 
tion and  freer  from  risks  then  it  was  at  the 
date  of  the  last  annual  report.  The  locomo- 
tives are  in  equally  good  order,  and  the  cars 
have  suffered  but  slight  depreciation. 

The  number  of  miles  run  by  the  engines 
during  the  year,  has  been  90,525,  which,  divid- 
ed into  $52,2-19  54,  the  entire  current  expen- 
diture, gives  57£  cents  per  mile  run.  The 
preceding  year  the  number  of  miles  run  was 
79,600,  at  an  expense  of  55  cents  per  mile. 
If  the  extraordinary  repairs  of  the  Sewickley 
bridge  be  deducted  from  the  expenses  of  this 
year,  the  cost  per  mile  run  will  be  reduced 
to.54f  cents,  an  exceedingly  low  rate  of  cost 
per  mile. 

The  average  cost  of  repairs  of  engines  per 
mile  run,  has  been  3J  cents;  and  including 
fuel  and  oil,  but  5|  cents.  It  is  believed  that 
no  railroad  in  the  country  can  exhibit  cheaper 
running  than  this.  The  engines,  with  one 
evception,  burning  coal  supplied  by  the  mine 
owned  by  the  Company  at  Connellsville,  the 
cost  of  fuel  is  almost  nominal,  being  but 
1  61-100  cents  per  mile  run.  The  easy  grades 
of  the  road  and  excellent  condition  in  which 
the  track  is  maintained,  and  the  entire  ab- 
sence of  all  casualties  of  every  kind  during 
the  year,  have  ombined  to  produce  this  very 
satisfactory  result  The  road  has  been  nearly 
three  years  in  operation,  and  has  met  with  but 
one  serious  accident  (a  collision  between  two 
passenger  trains.)  in  that  period,  during  which 
but  one  passenger  and  one  freight  engine  have 
been  off  the  track.  This  is  a  result  the  more 
remarkable,  as  in  order  to  get  the  most  ser- 
vice out  of  the  limited  rolling  stock,  it  is  ne- 
cessary to  do  a  great  deal  of  the  freight  busi- 
ness with  the  passenger  trains,  and  to  run 
with  considerable  speed  to  insure  the  connec- 
tion with  the  .  Pennsylvania  Railroad  at  Brin- 
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ton's.  Great  relief  in  these  respects  will  be 
felt  when  the  extension  from  Port  Perry  to 
Pittsburg  is  effected. 

A  road  susceptible  of  such  economy  in  its 
operations,  mnst.  with  a  large  business,  give 
very  satisfactory  results  in  the  way  of  net  re- 
venue, as  the  same  cheapness  of  fuel,  easy 
grades,  and  other  favorable  characteristics, 
prevail  throughout  its  whole  extent  of  one 
hundred  and  forty  seven  miles  between  Pitts- 
burg and  Cumberland. 

Nothwithstanding  these  economical  results 
in  the  working  of  the  road,  the  net  revenue  is 
small,  because  the  business  is  as  yet  limited, 
although  steadily  expanding.  There  are  not 
wanting  those  who  think  it  should  increase 
faster  and  be  more  actively  stimulated  by  very 
low  rates  of  transportation,  and  much  lower 
than  those  prevailing  upon  any  road  in  this 
country.  This  is,  however,  a  complex  ques- 
tion, and  one  which  it  would  not  be  wise  to 
leave  to  the  decision  of  parties  interested  in 
rates  so  reduced  as  to  be  almost  entirely  un- 
remunerative  to  the  Company.  The  limited 
machinery  of  the  road  and  the  inconveniences 
inseparable  from  their  present  connection 
■with  another  road,  must  neceesarily  restrict 
their  means  of  transportation,  which  will  be 
mnch  enlarged,  even  with  their  present  rolling 
stock,  so  soon  as  their  road  shall  reach  its  pro- 
per station  in  this  city. 

Prospects  of  the  Road. — This  subject  will 
be  briefly  noticed  in  concluding  the  present 
Report 

The  time  at  which  an  effective  effort  may 
be  made  to  obtain  the  capital  necessary  to 
complete  the  whole  road,  is  believed  to  be  now 
not  far  distant.  The  railways  of  the  country 
have  been  passing  through  one  of  those  peri- 
odical depressions  with  which  all  its  great  in- 
terests, of  commerce,  agriculture  and  manu- 
factures, are  alike  visited  from  time  to  time. 
Signs  of  reanimation,  however,  are  beginning 
to  manifest  themselves,  and  a  gradual  resto 
ration  of  confidence  in  railroad  investments 
has  commenced.  Of  the  incomplete  lines  of 
the  United  States,  this,  it  seems  to  the  Board, 
should  be  one  of  the  very  first  taken  up  and 
finished.  There  is  an  ample  basis  for  the 
loans  necessary  to  accomplish  this,  and,  there- 
fore, as  a  simple  investment  of  capital,  should 
command  the  attention  of  moneyed'  men. 
But  there  are  other  and  more  important  inter- 
ests to  be  promoted  by  the  completion  of  this 
road;  those  of  Pittsburg,  Bait  more,  and  the 
Baltimore  and  Ohio  Railroad,  to  which  work 
this,  her  right  arm  in  position,  will  become  so 
in  power,  in  her  struggle  for  her  share  of  the 
western  trade.  Southern  and  south  western 
Pennsylvania  are  not  less  concerned  in  this 
road,  for  without  it  tbey  are  cut  off  from  that 
communication  with  the  markets  of  the  coun- 
trywhich  the  central  and  northern  counties  of 
the  State  are  now  enjoying,  or  are  about  to 
enjoy,  by  the  railways  in  operation  or  in  course 
of  construction;  all  these  interests  combined, 
will  shortly  carry  this  road  through  from  Con- 
nellsville  to  Cumberland. 

The  sagacious  and  able  President  of  the 
Baltimore  and  Ohio  Railroad  Company  has 
expressed  the  warmest  interest  in  the  comple- 
tion of  the  Pittsburg  and  Connellsville  Rail- 
road to  its  junction  with  that  great  work  at 
Cumberland,  and   has    cordially  pledged  bis 

food  will  and  earnest  cooperation  to  that  end. 
t  becomes  more  and  more  manifest  that  Bal- 
timore and  Pittsburg  are  not  and  never  can 
be  properly  united  in  that  close  commercial 
connection  which  is  coveted  by  both  cities, 
until  this  road  is  finished.  By  the  present 
route,  via.  Harrisburg,  however  great  its  phy- 
sical facilities,  neither   the  trade  nor  travel 


pass  between  them  which  would  flow  by  a 
direct  route  free  from  foreign  control.  This 
subject  engages  the  constant  attention  of  the 
Board,  and  they  entertain  the  hope  that  they 
may  be  enabled  to  report  decisive  results  in 
this  connection  by  the  period  of  the  next  an- 
nual meeting. 

Meanwhile,  the  Board  have  done  what  the 
untoward  state  of  the  times  heretofore  has 
permitted,  in  extending  the  road  from  Port 
Perry  into  Pittsburg,  while  the  citizens  of 
Uniontown  have  been  employed  in  elongating 
it  in  the  opposite  direction,  (and  partly  on  the 
main  route  toward  Cumberland)  to  their 
borough.  The  road  will  thus  have  twenty-two 
miles,  or  nearly  50  per  cent,  added  to  its  pres- 
ent length,  and  its  business  as  a  local  improve- 
ment will  be  increased  in  a  higher  ratio. 
With  the  Uniontown  extension  opened  by  the 
beginning,  and  the  Pittsburg  extension  by  the 
middle  of  the  coming  year,  a  new  stage  in  the 
progress  of  the  work  will  have  been  reached, 
and  the  prospects  of  its  final  completion  much 
brightened.  That  these  prospects  may  be  re- 
alized, it  will  be  necessary  that  all  the  inter- 
ests, creditor  and  debtor,  municipal,  corpo- 
rate and  individual,  should  cooperate  in  good 
will  and  forbearance  toward  each  other;  and 
in  the  trust  that  such  counsels  and  feelings 
may  continue  to  prevail  in  the  affairs  of  the 
Company,  by  whom  ever  administered,  the 
Board  now  submit  to  the  Stockholders  this 
account  of  their  stewardship. 


In  Equity 


FINAL  AND  CONFIRMATORY  DE- 
CREE IN  LHE  MATTER  OF  THE 
SALE  OF  THE  COVINGTON  AND 
LEXINGTON  RAILROAD- 

State  of  Kentucky,  J  Fayette  Circuit  Court, 

Feb.  Term,  1860,     {       March  1st,  1860. 
James  Winslow,  Trustee,  plaintiff, 

against 
The    Covington    and    Lexington  j 

Railroad  Company,  defendants.    J 

This  cause  coming  to  be  heard  on  the  Com- 
missioner's Reports  made  since  the  judgment 
and  the  exceptions  thereto,  it  is  now  ordered 
and  adjudged: 

That  the  plaintiff's  exceptions  to  the  disal- 
lowance of  the  compensation,  claimed  by  the 
trustee  for  his  services  herein,  is  overruled;  it 
being  hereby  decided  that  the  trustee  is  not 
entitled  to  any  compensation  to  which  ruling 
of  the  Court  the  plaintiff  excepts  : 

That  the  defendants'  exception  to  the  coun- 
sel fees  of  plaintiff  is  overruled ;  and  it  is  or- 
dered and  adjudged  that  the  fees  of  plaintiff's 
counsel,  amounting  to  ten  thousand  dollars, 
be  allowed  and  paid  out  of  the  funds  now  in 
the  Commissioner  s  hands,  and  not  charged 
against  the  principal  or  interest  due  to  the 
bondholders  under  the  second  mortgage;  to 
which  ruling  of  the  Court  defendants  ex- 
cept: 

That  the  exceptions  of  Benton  and  Lewis  to 
the  disallowance  by  the  Commissioners  of  the 
credits  claimed  by  Lewis,  amounting,  in  the 
aggregate,  to  $G."!3,47-100  be  sustained,  and  a 
credit  to  Lewis  for  said  sura,  and  the  sum  al- 
lowed him  by.  Court,  both  amounting  to 
81,028,41-100,  is  hereby  given  to  him,  and  the 
Commissioner  will  pay  the  same  out  of  the 
money  in  his  bands: 

That  the  exception  of  Stephens  and  Fearing, 
the  1st  mortgage  trustees,  to  the  disallowance 
of  their  counsel  fees  herein,  is  overruled,  and 
is  adjudged  that  the  trustees  of  the  first  mort 
gage  arc  not  entitled  to  have  their  counsel 
fees  paid  out  of  proceeds  of  sale  or  other 
mortgage  funds.      To    which   ruling  of   the 


Court  Stephens  and  Fearing  except.  It  appear- 
ing from  the  proof  taken  by  Commissioners 
that  the  twenty  '•third  mortgage  bonds"  report- 
ed as  held  by  F.  Lhmlevy,  and  which  were  by 
the  judgment  preferred  to  the  income  bonds, 
were  held  at  the  institution  of  this  suit  by  A. 
Robbins,  and  consequently  affected  by  notice 
of  the  income  bonds,  it  is  adjudged  that  said 
bonds  be,  aud  are  hereby  excluded  from  the 
preference  by  the  judgment  given  to  them; 
and  it  being  proven  that  R.  B.  Bowler  pur- 
chased of  innocent  holders,  unaffected  with 
notice  of  the  income  bonds,  sixty-three  of  the 
"  third  mortgage  bonds  "  held  by  him  at  the 
institution  of  this  suit,  and  which  bonds  were 
by  the  original  judgment  postponed  to  certain 
of  the  income  bonds;  it  is  now  adjudged 
that  said  sixty-three  bonds,  as  specified  in  the 
Commissioner's  report,  be  preferred  over  said 
income  bonds,  and  paid  before  them  out  of 
the  proceeds  of  sale,  and  it  is  ordered  that 
twenty  of  said  bonds  receive  the.  benefit  of 
the  provision  made  in  the  terms  of  sale  for 
the  twenty  Dunlevy  bonds,  and  that  the  forty- 
three  remaining  bonds  be  provided  for  out  of 
the  proceeds  of  sale  which  are  by  the  terms  of 
sale  payable  at  six,  twelve  and  eighteen  months 
from  the  day  of  sale,  but  it  being  suggested 
that  preferred  third  mortgage  bonds,  or  sec- 
ond mortgage  bonds,  or  seven  per  cent,  first 
mortgage  bonds  can  be  purchased  from  said 
proceeds  below  their  par  nominal  value,  it  is 
ordered  that  the  Commissioners  be  authorized 
to  purchase  below  par,  and  at  the  least  rate  at 
which  they  can  be  procured,  any  number  not 
exceeding  forty-three  of  the. bonds  of  either 
of  the  kinds  designated  above;  and  for  paying 
for  the  same  shall  use  any  amount  of  the  pro- 
ceeds of  sale  not  exceeding  forty-three  thou- 
sand dollars,  one-third  of  which  shall  be  taken 
out  of  each  of  three  installments  of  six,  twelve 
and  eighteen  months,  and  when  so  bought  the 
said  forty-three  bonds  of  Bowler  shall  be  sub- 
stituted to  the  benefit  of  the  provisions  of  the 
judgment  and  sale  as  to  bonds  so  purchased. 
The  coupons  on  said  forty-three  bonds  due, 
and  to  become  due  before  substitution,  shall 
be  paid  equally  out  of  three  installments  of 
sale.  5 

It  is  further  ordered  that  the  income  bonds 
as  between  each  other  are  entitled  to  priority 
of  payment  in  the  order  in  which  they  were 
sold  by  the  company,  and  the  proceeds  of 
sale  not  appropriated  to  other  debts,  costs,  &c, 
by  the  original  judgment,  and  by  this  judg- 
ment, shall  be  applied  to  their  payment,  and  it 
is  decided  that  said  income  bonds  were  sold 
in  the  order  in  which  they  are  reported  in  the 
appendix  A  to  Commissioner's  report,  filed 
January  10, 1860,  with  the  following  exception: 
that  bonds  numbers  51  to  60,  62,  63  and  64-,  of 
the  issue  December,  1854,  and  denomination 
of  a  thousand  dollars  were  sold  on  the  5th 
February,  1855,  and  shall  take  priority  accord-  • 
ingly,  and  it  is  ordered  that  the  Commissioner 
pay  on  each  of  the  bonds,  which  according  to 
the  above  order  shall  be  entitled  to  payment, 
one-third  of  the  -amount  due  upon  it  at  tho 
maturity  of  each  of  the  notes  of  the  purchase- 
Bowler,  which  are  payable  at  six,  twelve,  and 
eighteen  months  from  the  day  of  sale.  In  case 
the  funds  be  found  insufficient  to  pay  all  the 
income  bonds  sold  on  the  same  day,  but  suffi- 
cient to  pay  in  part,  the  Commissioner  will 
distribute  the  amount  applicable  to  their  pay- 
ment, equally  among  all  the  bonds  sold  on  that 
day. 

No  payment  will  be  made  upon  any  income 
bond  until  the  bond  is  deposited  with  the  Coral- 
missioner,  and  a  receipt  shall  be  taken  of,  for 
each  payment  made  by  him. 

The  Commissioner  is  allowed  the  additional 
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sum  of  four  thousand  dollars  for  his  services 
rendered,  and  to  be  rendered  in  the  execution 
of  the  judgment,  to  be  paid  out  of  the  money 
now  in  hand.  But  this  allowance  is  not  in- 
tended to  preclude  a  further  allowance,  should 
his  services  be  hereafter  required  in  a  manner 
not  now  contemplated. 

Upon  the  payment  to  the  Commissioner  of 
each  of  the  bones  executed  by  the  purchaser 
to  the  Commissioner  for  the  use  of  plaintiff, 
the  Commissioner  will  pay  one  of  the  coupons 
upon  each  of  the  bonds  issued  under  the  sec 
ond  mortgage  ;  upon  the  payment  of  the  pur- 
chaser's bond  due  5th  of  April,  1860,  he  will 
pay  the  coupon  or  interest  warrant  which  was 
due  on  the  1st  September,  1858;  upon  payment 
of  the  purchaser's  bond  due  the  5th  October, 
1860,  he  will  pay  the  coupon  on  each  bond 
due  the  1st  March,  1859,  and  upon  the  pay- 
ment of  the  bond  due  5th  April,  1861,  he  will 
pay  the  coupon  or  interest  warrant  due  1st 
September,  1858.  The  payment  shall  be  made 
on  the  surrender  of  the  coupon.  The  Com- 
missioner shall  give  notice  in  a  newspaper 
published  in  Cincinnati,  and  one  published  in 
New  York,  of  the  time  and  place  at  which  pay- 
ment will  be  made. 

The  demurrer  of  R.  B.  Bowler  to  the  Cross 
Petition  and  amended  Cross  Petition  of  the 
Lexington  &  Danville  Railroad  Company,  so 
far  as  they  seek  to  attach  or  subject  to  the  pay- 
ment of  their  demands  against  the  Covington 
&  Lexington  Railroad  Company,  the  leases 
made  by  the  Maysville  &  Lexington  Railroad 
Company,  and  the  Lexington  &  Danville  Rail- 
road Association,  to  said  Covington  &  Lexing- 
ton Railroad  Company,  or  the  profits  arising 
from  said  leases,  is  sustained,  and  said  petition 
and  amended  petition  dismissed  as  against  said 
Bowler. 

The  coupons  and  income  bonds  which  the 
purchaser,  R.  B.  Bowler,  has  deposited  with 
the  Commissioner,  as  security  upon  his  bonds 
as  purchaser,  may  be  paid  as  they  become  due, 
and  payable  in  the  same  manner  as  coupons 
and  income  bonds  held  by  others. 

The  coupons  upon  the  preferred  third  mort- 
gage bonds  will  be  paid  out  of  the  funds  ap- 
plied by  the  judgment  to  their  payment,  in 
the  manner  directed  in  regard  to  the  coupons 
on  the  second  mortgage  bonds. 

The  Commissioner  will,  out  of  the  proceeds 
of  sale,  pay  all  the  legal  costs  of  all  the  pro- 
ceedings in  this  suit,  except  that  no  attorney  s 
fee  shall  be  taxed  or  paid  on  behalf  of  any  of 
the  parties,  except  the  plaintiff. 

The  Commissioner  will  report,  from  time  to 
time,  his  acts  and  proceedings  under  this  and 
the  original  judgment. 

The  demurrer  of  Benton  and  others  to  the 
cross  petition  of  Stephens  and  Fearing,  is 
sustained,  and  sixty  days  is  allowed  the  said 
Fearing  and  Stephens  to  file  an  amended  pe- 
tition. 

All  the  papers  in  this  suit,  except  the  cross 
petition  of  Stephens  and  Fearing,  and  the 
cross  pleadings  and  papers  relating  thereto, 
are  directed  to  be  filed  away,  but  on  motion 
of  any  party  in  interest  the  case  may  be  re- 
docketed  for  the  purpose  of  carrying  out  the 
judgment,  or  for  any  legitimate  proceedings 
in  the  case. 

A  Copy : 

Attest :  Johx  B.  Norton,  Clerk.. 

The  above  is  the  final  decree  on  the  case  of 
the  Covington  and  Lexington  Railroad,  so  far 
as  the  Fayette  Circuit  Court  is  concerned. 

No  argument  was  made  before  the  Court  on 
the  distribution  of  the  fund  coming  to  the 
income  bonds,  whether  it  should  be  to  the,  is- 
sue proved  in  the  order  of  sale,  or  each  indi- 


vidual bond  without  reference  to  the  issue. 
The  party  particularly  interested,  not  being 
affected  by  either  ruling,  permitted  it  to  go 
without  a  hearing. 

As  there  are  many  parties  interested  in  this 
income  question,  we  give  below  a  statement 
of  the  case,  which  will  show  the  result  of  the 
final  decree. 

Statement  of  the  fund  that  will  be  divided 
among  the  Incomes : 

First  mortgage $-1110,000 

Second  mortgage  1,(11)0,0110 

Back  interest  on  the  second  mortgage, 

ami  Court  expenses 1111,500 

Preferred  third  mortgage 33:, "00 

Back  interest  on  same 37,184 

$1,803,684 

Road  sold  for 2,195,000 

$231,316 

Since  proved  of  third  mortgage 4:1,000 

Back  interest  on  same 4,745        47,745 

Left  for  the  Incomes 183,571 

The  Incomes  proved  up  to  January  30, 

1855,  are 175,e30 

Is  left,  which  goes  to  Income  honds 
proved  February  5,  1855,  hut  in 
former  report  put  down  March  6, 
1855 7,733 

Which  bonds  amount,  with  interest,  to  $16,222, 
and  will  pay  47  66-100  per  cent.,  leaving 
$164,000  unprovided  for,  commencing  with 
February  8,  1855,  6  per  cent,  issue. 

; m  I  I  I  w 

SURFACE  CONDENSATION. 

The  loss  of  heat  consequent  upon  blowing 
off  to  prevent  saturation  in  marine  boilers 
can  not  be  very  accurately  estimated.  Sea- 
water  contains  3  parts  of  salt  to  every  100  of 
its  total  weight  and  in  general  practice  it  is 
not  found  safe  to  allow  the  proportion  of  salt 
to  rise  beyond  six  parts  in  every  100  of  water 
contained  in  a  boiler.  In  the  Cunard  steam- 
ships the  proportion  is  not  allowed  to  rise 
above  5  parts  in  100,  notwithstanding  that  in- 
stead of  the  multitubular  boilers  usually  em- 
ployed  in  ocean  steamships,  the  Cunard  ves- 
sels are  fitted  with  flue  boilers,  which  are  less 
liable  to  choke  from  incrustation.  To  main- 
tain the  density  of  water  at  2  33  it  is  necessa- 
ry that  one  half  of  all  the  water  fed  in  be 
blown  off.  Under  the  pressure  of  25  lb.  per 
square  inch,  the  heat  of  water  from  which 
steam  is  forming  is  only  2-9  that  of  the  total 
heat  of  the  steam  itself;  consequently  in  blow- 
ing off  one-half  of  the  water  we  should  not 
expect  to  lose  but  one  ninth  of  the  total  heat 
communicated  through  the  heating  surfaces 
of  the  boiler.  But  the  water  blown  off  must 
of  necessity  be  mixed  with  the  steam  which  is 
being  constantly  formed  among  it,  and  it  is 
impossible  to  say  how  much  steam  is  thus 
blown  otf  and  lost.  We  have  few  or  no  steam 
vessels  running  in  fresh  water  in  this  country. 
If  we  had,  experience  would  soon  show  how 
much  more  heating  surface  was  necessary,  for 
a  given  power,  where  blowing  off  was  compul 
sory,  as  compared  with  that  required  where 
only  fresh  water  was  worked  in  the  boilers. 
But  American  practice  furnishes  us  with  am- 
ple and  remarkable  evidence  on  this  point. 
Hundreds,  if  not  thousands,  of  steam  vessels 
are  employed  on  the  fresh  water  rivers  and  the 
great  fre.ih  water  lakes  of  North  America,  and 
single  engines,  of  the  kind  in  use  in  these 
vessels,  are  not  unfrequently  worked  up  to  an 
effective  power  of  2,000  or  2,500  horses.  The 
same  kind  of  engines  and  boilers  are  adopted 
moreover,  by  the  American  engineers  for  both 
fresh  water  and  salt  water  navigation,  but  this 
important  fact  is  disclosed,  viz.,  that,  for  a 
given  power,  from  25  to  30  per  cent,  more 


heating  surface  are  necessary  for  boilers  work- 
ing salt  water  than  suffice  for  those  in  which 
only  fresh  water  is  used.  In.other  words,  the 
loss  of  heat,  consequent  upon  the  blowino-  off  - 
necessary  to  prevent  saturation  with  salt 
water,  is  such  that  from  25  to  30  per  cent, 
more  heating  surface  must  be  provided,  and 
from  25  to  30  per  cent,  more  fuel  must  be  ex- 
pended than  would  be  requisite  if  only  fresh 
water  were  used. 

Such  a  state  of  things  has  naturally  led  to  a 
great  number  of  attemps  to  provide  means  for 
supplying  marine  boilers  with  fresh  water 
whilst  at  work  at  sea.  The  most  natural  at- 
tempt was  that  to  collect  the  condensed  steam 
from  the  engines,  keeping  it  unmixed  with  sea 
or  other  water,  and  to  return  it  to  the  boilers. 
Steam,  from  whatever  quality  of  water  it  may 
be  formed,  is  always  fresh,  and  it  restores, 
when  condensed,  all  the  water  evaporated  in 
its  formation.  A  boiler  when  full  of  clean 
water  might,  if  there  were  no  leakages  and 
waste  of  steam  at  the  safety  valves,  be  con- 
verted into  steam,  and  this  steam  might  be 
condensed  and  the  distilled  water  so  formed 
be  returned  to  the  boiler  to  be  again  converted 
into  steam,  and  so  on,  ad  infinitum;  and  so 
far  as  the  theory  is  concerned,  the  original 
supply  of  pure  water  to  the  boilers  of  the  Great 
Eastern,  taken  from  any  source  on  shore, 
would  last  that  vessel  under  any  rate  of  steam- 
ing, on  -a  voyage  around  the  globe.  All  that 
is  required  is  to  collect  and  to  save -the  whole 
of  the  condensed  steam  from  the  engines, 
keeping  this  water  unmixed  with  that  from 
the  sea.  It  was  upon  this  idea  that  Mr.  Hall 
brought  out  his  surface  condenser  some  twen- 
ty-five years  ago.  Whatever  may  have  been 
its  merits  it  has  not,  however,  been  adopted  in 
extensive  use,  and,  seemingly,  there  have  been 
faults  with  nearly  all  other  plans  of  surface 
condensers  which  have  prevented  them  from 
obtaining  any  favor,  worth  mentioning,  from 
engineers.  Mr.  Craddock,  some  years  after 
Mr.  Hall,  brought  out  an  atmospheric  con- 
denser; that  is  to  say,  he  discharged  the  ex- 
haust steam  from  the  engine  into  a  great  num- 
ber of  small  tubes,  which  were  mounted  in  a 
frame  capable  of  being  rapidly  revolved  in  the 
open  air.  This  plan  is  believed  to  have  at- 
tained very  good  results,  although  sometimes 
only  6  lb.  of  vacuum  were  realized.  We  be- 
lieve, however,  that  Mr.  Craddock  has  stated 
that  in  some  cases  he  maintained  a  vacuum 
of  from  26  to  28  in.  for  considerable  periods 
of  time.  His  apparatus  appears  to  have  been 
closely  copied  in  the  engines  supplied  by 
Messrs.  Rowan  to  the  Thetis  steam  vessel;  so 
closely,  indeed,  that  we  doubt  if  these  engines 
embody  any  thing  more  than  has  been  made 
public,  and  reduced  to  actual  practice  years 
ago. 

Passing  on  from  Mr.  Craddock,  who  was, 
perhaps,  the  earliest  to  demonstrate  the  ad- 
vantages of  those  great  means  of  steam  en- 
gine improvement  which  are  at  last  being  com- 
mercially recognized  by  engineers,  we  may 
take  up  one  of  the  most  recent  and,  apparent- 
ly, the  most  successful  surface  condenser  yet 
brought  out.  This  is  Mr.  J.  Frederick  Spen- 
cer's, who  applied  it,  more  than  two  years  ago, 
to  a  vessel  running  to  Jersey,  and  who  is  now 
about  fitting  it  to  one  of  the  Mediterranean, 
steamers.  In  this  condenser,  the  steam,  in- 
stead of  being  passed  through  small  pipes,  ia 
let  in  around  them  ;  a  constant  flow  of  water 
being  maintained  through  the  pipes  by  means 
of  pumping.  The  pipes  are  kept  tight  by  a 
very  simple  arrangement,  an  annular  recess 
like  that  of  an  ordinary  stuffing-box  being 
made  around  the  end  of  each  pipe  in  the  thick 
i  cast  iron  tube  plate  through  which  it  passes, 
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and  in  this  recess  two  or  three  small  rings  of 
india  rubber  are  placed,  which  are  kept  close 
bv  the  slight  pressure  of  the  water  pumped 
through  the  pipes.  With  a  considerable  ex- 
tent of  exposed  surface,  steam  of  50  lb  pres- 
sure is  instantaneously  condensed  on  entering 
this  apparatus,  so  suddenly,  in  fact,  that  the 
vacuum  gauge  shows  scarcely  any  disturbance. 
The  air  pump  does  not  require  to  be  of  more 
tb.au  one-half  the  usual  capacity,  and  in  the 
first  vessel  to  which  this  condenser  was  fitted, 
the  air  pump  was  only  one-third  of  the  usual 
size.  With  clean  condensing  tubes  a  vacuum 
of  12  lb  is  steadilv  maintained,  and  the  whole 
loss  of  the  original  supply  of  water  to  the  boil- 
er does  not  exceed  4|-  per  cent,  in  its  evapo- 
ration and  passage  through  the  condenser. 
The  loss  is  more  than  made  up  by  the  water 
collected  from  the  jackets  of  the  cylinders, 
which  are  supplied  with  steam  from  a  small 
donkey  boiler  fed  with  sea  water.  The  air 
pumps'  are  driven  by  independent  engines, 
supplied  with  steam  from  the  supplementary 
boiler,  and  at  a  pressure  about  10  lb.  per  inch 
more  than  that  maintained  in  the  principal 
boilers  This  use  of  an  independent  engine 
to  work  the  air  pump  dates  from  1848,  but  Mr. 
Spencer  has  takeu  advantage  of  it  to  work  the 
air  pump  at  a  moderate  and  uniform  rate,- 
whilst  giving  a  much  higer  speed  to  the  en- 
gines, and  a  finer  pitch  to  the  screw.  The 
air  pump  is  made  double  acting,  the  bottom 
part  serving  as  a  water  pump  for  forcing 
water  through  the  condenser.  Two  air  pump 
engines  and  air  pumps,  connected  to  upright 
angled  crank,  are  employed,  so  that  the 
pumps  may  be  started  in  any  position.  In 
opening  the  condenser  there  are  no  steam 
joints  to  be  broken,  the  only  bearing  surfaces 
beinf  water  joiuts  which  have  to  resist  only 
verv  moderaie  pressures. 

It  is  found,  that  after  the  condensing  tubes 
have  been  for  some  time  exposed  to  the  steam 
from  the  cvlinder,  their  outer  surfaces  become 
coated  with  hard  greasy  matter,  which  materi- 
ally diminishes  their  conducting  power.  In 
the  surface  condenser  of  the  steam  vessel 
Alar,  it  was  found  that  after  fifteen  months, 
use  the  condenser,  which  originally  gave  a 
vacuum  of  12  lb  ,  gave  only  10J  lb.  Ry  clean- 
ing the  tubes  the  original  efficiency  of  the 
condenser  was  restored.  The  arrangement  is 
Bueh  that  the  tubes  can  be  very  easily  with- 
drawn, cleaned,  and  replaced,  and,  as  al- 
readv  mentioned,  without  breaking  any  steam 
joint. 

In  the   coarse  of   two   years   observations 
made   upon   the   working  of  a  steam  vessel, 
whose  engines  were   fitted  by  these  condens- 
ers, the  expenditure  of  coal  was  found  to  be 
hot  about  2  lb  per  horse  power  per  hour.     The 
pressure  of  steam   maintained  was  not  high, 
nor  was  it  worked  to  any  considerable  degree 
of  expansion.     Such   a  result,  attained   with 
ordinary  marine   boilers,   and   with    engines 
otherwise  of  the  ordinary  construction,  must 
be   considered   as   extremely   favorable.     Al- 
though  there  is   no   doubt  that  the   general 
establishment   of  surface    condensation  '  will 
permit  the  generation  of  very  high  pressure 
steam    in    tubular   boilers,  which  steam,    by 
beinf  properly  protected   from  condensation, 
may  be  worked  to  a  high  degree  of  expansion, 
Mr.   Spencer  has  not  yet  attempted  to  avail 
himself  of  these  advantages,  being   satisfied 
at  present  to  rest  upon  the  merits  of  surface 
condensation   alone,  and   to  preserve  the   ex- 
isting character  of  the  engine,  so  that  upon 
any  possible  difficulty  with  the  condensing  ap- 
paratus, the  whole   may  be  worked  in  the  or- 
dinary mannsr  "of  marine  steain   engines. — 
L'md'jn.  En/jiiXKr. 


KAILWAY  TUNNEL  THKOUGH  THE 
ALPS. 

BORING   BY  MACHINERY. 

A  recent  number  of  the  London  Mining 
Journal  has  the  following  account  of  the  great 
Alpine  Railway  Tunnel:  —  The  resolution  of 
the  problem  of  tunneling  by  machinery,  so  im- 
portant to  the  future  of  mining,  is  being  worked 
out,  with  continued  success,  in  the  boring  of 
the  Alps  for  the  tunnel  of  the  railway  that  is 
to  connect  France  and  Sardinia.  The  tunnel 
is  between  Modane,  in  the  Sardinian  territo- 
ries, and  Bordoneche  in  France,  and  is  up- 
wards of  eight  miles  long.  From  the  enormous 
height  of  the  mountain  no  air-shaft  was  possi 
ble  for  this  length,  and  consequently  the  tun- 
nel had  to  be  carried  by  drivings  at  each  end 
only.  Under  the  old  system,  the  want  of  air 
would  have  rendered  this  impossible;  and 
even  if  it  were  possible  it  would  have  taken 
forty  years  to  complete.  By  the  method 
adopted,  all  difficulties  of  ventilation  are  re- 
moved, and  the  work  will  be  finished  in  six 
years  from  its  commencement. 

The  holes  in  the  end  are  bored  by  machin- 
ery, and  charged  and  blasted  by  manual  labor. 
Upon  the  latter  part  of  the  operation,  there- 
fore, there  is  no  economy;  but  the  machine 
bores  the  holes  in  l-12th  the  time  that  would 
be  required  by  manual  labor.  But  even  this 
does  not  represent  the  entire  economy  of  time, 
for  in  an  end  where  only  two  men  could  work, 
and  consequently  only  one  hole  be  perforated 
at  a  time,  by  ordinary  means,  six  effective 
holes  can  be  simultaneously  bored  by  the  ma- 
chine; thus  seventy-two  holes  are  bored  in  the 
time  taken  before  to  complete  one. 

Of  course  it  is  not  to  be  expected  that  holes 
bored  by  a  machine  should  be  quite  equal  in 
effect  to  those  pitched  and  bored  by  a  skillful 
miner:  but  this  is,  in  some  degree,  compen- 
sated by  the  simultaneous  firing  of  several 
holes,  for  which  this  machine  affords  such  fa- 
cilities, and  which  is  known  to  be  so  effective; 
besides,  such  minor  considerations  sink  into 
insignificance  compared  with  the  power  of  bor- 
ing seventy-two  hole?  to  one. 

The  time  and  labor  required  to  charge  the 
holes  remain,  as  we  have  said,  unaltered,  as 
also  those  of  rembving  the  stuff.  But  allow- 
ing for  these,  it  is  estimated  that  altogether 
there  is  a  saving  of  five-sixths,  or  that  the 
same  amount  of  work  can  be  done  in  one-sixth 
of  the  time. 

The  power  used  for  working  the  borers  em- 
ployed consists  of  condensed  air,  compressed 
to  six  atmospheres  by  water  power.  The  use 
of  this  motive  power  is  the  great  feature  of 
the  success  of  the  operation,  for  after  working 
the  boring  machine,  the  air  escapes  into  the 
tunnel,  and  expanding  to  its  natural  volume, 
not  merely  supplies  the  necessary  air  for  ven- 
tilation, but  creates  a  strong  and  continuous 
outward  current,  carrying  away  all  the  impuri- 
ties of  combustion  and  respiration.  And  this 
compressed  air  not  merely  affords  a  perfect 
ventilation,  it  also  keeps  the  atmosphere  at  a 
very  low  temperature,  arising  from  the  well- 
known  principles  that  a  large  amount  of  heat 
is  absorbed  by  any  gas  or  fluid  by  expansion. 
So  much  is  ttiis  the  case  in  the  tunnel,  that 
when  the  air  is  first  discharged  from  the  ma- 
chine it  absolutely  freezes  any  water  with 
which  it  comes  in  contact. 

The  average  progress  of  the  tunnel  is  about 
ten  feet  per  day  on  each  side  through  hard 
rock.  The  economy  is  not  great,  if  anylhing, 
as  yet,  for  the  entire  affair  being  new  and  ex- 
perimental, has  entailed  many  expenses.  Hut 
when  we  consider  the  enormous  economy  of 


machinery  over  manual  labor,  wherever  the 
former  is  possible,  we  can  not  suppose  that 
this  will  ultimately  prove  an  exception  to  the 
rule,  when  the  practical  details  and  difficulties 
have  been  once  worked  out. 

The  importance  ot  the  possible  application 
of  such  a  machine  to  mining  purposes,  even  if 
there  be  no  economy  in  it,  we  need  not  point 
out  to  our  readers.  Time  is  ofte'n  worth  any 
thing  to  the  miner,  for  in  his  pursuit,  alone 
among  all  others,  money  can  not  expedite  a 
piece  of  work  beyond  a  point.  Fancy  driving 
a  cross-cut  through  stiff  ground  at  the  rate  of 
50  fathoms  per  month,  or  sinking  a  new  per- 
pendicular engine-shaft  at  a  proportionate  rate. 
There  are  times  when  such  results  would  be 
worth  any  money,  and  we  really  believe  that, 
judging  from  the  experience  of  the  Alpine  tun- 
nel, there  is  nothing  visionary  in  considering 
such  a  result  possible  in  the  future.  We  cer- 
tainly are  not  inclined  to  think  that  driving 
levels  or  carrying  on  other  works  on  the  course 
of  the  lode  can  ever  be  effected  by  machinery, 
for  the  direction,  &c,  require  to  be  so  sudden- 
ly varied  that  the  continued  changes  would 
more  than  destroy  the  saving  of  time.  But  in 
the  case  of  cross-cuts  or  perpendicular  shafts, 
which  have  to  be  driven  or  sunk  straight  from 
point  to  point,  we  are  confident  that  the  pres- 
ent century  will  see  the  successful  application 
of  mechanical  contrivances. 

We  should  be  glad  to  see  some  of  the  teem- 
ing ingenuity  of  our  mechanics  applied  to 
work  out  this  point  in  a  pra?tical  and  sensible 
manner.  It  is  one  that  will  probably  involve 
many  difficulties,  which  can  only  be  surmounts 
ed  by  continual  perseverance;  and  no  one 
must  be  disheartened  by  first  failures.  The 
primary  problem  of  the  motive-power  seems  to 
be  solved,  for  compressed  air  has  the  great 
mining  desideratum  of  affording  a  supply  of 
pure  and  cool  air — an  article  decidedly  in  re- 
quest in  our  deep  mines. 


Trade  of  Canada. — From  the  Trade  returns 
of  the  Government  of  Canada,  just  issued,  we 
are  enabled  to  present  the  following  statement 
of  the  exports  and  imports  of  that  Colony  for 
the  year  1859: 

EXPORTS. 

From  seaports $9,785,551 

Inland  ports I3.S16.-27 

Non-reported  exports  and  inland  ports — say.  .. .     1,664,61)3. 

Total  exports $24,766,981 

Total  imports 3:1,555,161 

Total  foreign  trade $58,322,142 

The  following  table  gives  a  comparative 
view  of  the  imports  of  Canada  for  the  last  four 
years : 


Exports. 

1856 $32,H47.tll7 

1857 .,    .    27,0HB.r.24 

1858 23,472,6(19 

1859 S4,7liG,!l81 


Imports.  Total. 

43,584.387  75,631,4I,4 

311,4311,598  66,437,222 

29,078,527  52.551 ,13S 

33,555,161  58,322,142 


From  these  figures  it  is  manifest  that  Cana- 
da is  recovering  but  very  slowly  from  the  re- 
vulsion of  1857. 


New  Contrivance  for  Replacing  Cars  on 
the  Track. — Mr.  F.  H.  Furniss,  of  the  Cleve- 
land &  Pittsburg  road,  has  produced  a  contri- 
vance for  easily  and  speedily  replacing  cars 
that  have  got  off  the  rails.  He  calls  it  a 
"  Sliding  Jack."  When  one  end  of  a  car  gets 
off  the  track  this  contrivance  is  placed  under 
the  "  rock  beam  "  like  an  ordinary  jack. — 
When  elevated  sufficiently,  a  screw  is  turned 
that  moves  the  jack,  and  the  car  with  it,  for- 
ward1 or  backward  along  a  short  rail  placed  on 
the  bed  plate  of  the  jack,  and  thus  replaces 
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the  car  on  the  track.  By  this  contrivance  a 
car  can  be  replaced  in  about  fifteen  minutes 
instead  of  taking,  as  it  now  frequently  does, 
several  hours.  This  improved  jack  is  very 
simple,  and  weighs  but  little  more  than  a  com- 
mon jack.  The  practical  men  who  have  seen 
it,  say  it  is  just  the  thing  that  has  long  been 
needed,  and  should  come  into  general  use. 


A  Trip  over  the  New  Southern  Railroad. 
Eds.  Com:- — I  have  just  returned  from  New 
Orleans  to  this  city,  all  the  way  by  railroad  ; 
and  it  may  interest  your  readers  to  have  a 
brief  account  of  the  route. 

1st.  From  New  Orleans  through  Jackson 
(the  capital  of  Mississippi,)  Canton,  and 
Holly  Springs,  to  the  Grand  Junction,  400 
miles ;  26  hours ;  new  road ;  no  ballast,  and 
never  can  be  any.  1  did  not  see  a  pebble,  nor 
stone  as  large  as  a  piece  of  chalk,  the  whole 
way.     Course,  nearly  due  north. 

2d.  From  Grand  Junctiou,  on  the  Memphis 
&  Charleston  Road,  through  Tuscumbia, 
Huntsville,  etc.,  in  Alabama,  220  miles,  to 
Stevenson,  on  the  Nashville  &  Chattanooga 
Road.  No  ballast  till  you  approach  the  Ten- 
nessee River,  and  very  little  completed  after- 
wards.    14  hours.     Course,  north  of  east, 

3d.  From  Stephenson  to  Nashville,  113 
miles ;  1  hours. 

4th.  From  Nashville  to  Louisville,  including 
delay  at  Nashville,  13  hours;   185  miles. 

Total,  60  hours;  distance,  912  miles. 

It  will  be  seen  by  looking  at  the  map,  that 
this  route  is  very  crooked,  besides  requiring 
frequent  change  of  cars  and  four  rides  in  an 
omnibus, — two  at  Louisville  and  two  at  Louis- 
ville. 

I  venture  to  say  that  if  the  Central  Ken- 
tucky Railroad  were  finished,  passengers  could 
be  carried  from  Cincinnati  to  New  Orleans  in 
sixty  hours,  traveling  at  a  slow  rate,  and  no 
omnibus  rides,  and  only  one  or  two  changes 
of  car. 

I  was  much  gratified  by  my  trip,  and  found 
the  officers  of  the  various  roads  uniformly 
polite  and  attentive.  Yours  truly, 

Leslie  Combs. 

Lexington,  Ky.,  March  2d.,  I860. 


Coal  and  the  Coal  Trade. — The  Coal 
trade  of  the  United  States  is  increasing  at  a 
rapid  rate,  and  coal  is  now  almost  universally 
substituted  for  water  as  a  motive  power.  The 
Commissioner  of  Statistics  for  the  State  of 
Ohio,  states  the  amount  of  coal  now  annually 
mined  in  Ohio  at  50,000,000  bushels.  This  is 
2,000,000  tons.  The  coal  of  Ohio  is  bitumin- 
ous. The  mining  of  anthracite  coal  in  Penn- 
sylvania is  carried  on  to  a  much  greater  ex- 
tent. The  amount  of  anthracite  coal  produc- 
ed in  1859  was  7,000,000  tons.  The  bitumin- 
ous coal  of  western  Pennsylvania  was  about 
2,000,000  tons.  The  amount  of  Cumberland 
(Md. )  coal,  anthracite  and  bituminous,  600,- 
000  tons.  Thus  we  find  that  in  the  three 
States  of  Ohio,  Pennsylvania,  and  Maryland, 
there  are  11,600,000  tons  of  coal  annually 
mined  equal  to  320,000,000  of  bushels,— an 
enormous  amount. 


"The  Cincinnati  and  Indianapolis  Road 
shows  $7,000  increase  in  February,  of  which 
$1,600  is  from  passengers. 


• 


We  have  received  a  copy  of  the  Annu- 
al Report  of  the  Galena  and. Chicago  Railroad, 
from  which  we  learn  that  the  cash  surplus  on 
band  January  1,  1860,  was  $250,687  42.  The 
dividend  just  paid  of  3  per  cent,  being  $180,- 
000,  would  leave  still  a  surplus  of  $70,000. 
The  track,  rolling  stock,  and  buildings,  have 
all  been  improved;  the  operating  expenses 
have  been  diminished  1}  per  cent,  and  other 
economies  introduced,  which  will  make  a  fur- 
ther reduction  in  the  expenses.  We  will  give 
the  President's  Report  next  week. 


Street  Railroads  in  Nashville. — A  num- 
ber of  the  progressive  men  among  the  mer- 
chants and  property  owners  of  the  beautiful 
city  of  Nashville,  Tennessee,  have  applied  to 
the  legislature  for  authority  to  lay  down  a 
railroad  in  the  principal  streets  of  that  town. 
The  application  -has  been  favorably  received. 
The  people  of  Memphis  are  also  moving  in 
this  matter,  but  with  less  prospects  for  an  im- 
mediate accomplishment  than  is  promised  at 
Nashville. —  Commercial. 


MONETARY  AND  COMMERCIAL- 

Since  of  our  last  the  pressure  for  money  has  unabated. 
The  demand  although  not  for  large  amounts,  has  been  gen- 
eral, and  beyond  Ihe  ability  of  lenders  to  meet.  Relative 
to  the  pressure  and  its  causes,  the  Price  Currant  remarks 
that,  "  the  prevailing  feature  of  the  week,  in  the  discus- 
sions on  and  off  'Change,  has  been  the  unlooked  for  severe 
pressure  in  the  money  market  We  say  unlooked  for,  be- 
cause unusually ,  at  this  season,  money  is  comparatively 
easy,  so  that  this  is  an  unusual  pressure.  This,  as  might 
be  reasonably  supposed,  has  had  unfavorable  and  depress- 
ing influence  on  the  various  departments  of  business,  and 
produced  something  bordering  on  a  decline  in  the  price*of 
provisions;  but  the  general  firmness  displayed  by  holders 
demonstrated  very  cleared  the  great  confidence  they  have 
in  demand  and  prices,  as  regards-the  future  The  cause  of 
this  money  pressure  is  variously  accounted  for;  to  us  it 
seems  attributable  to  two  causes,  namely,  the  deficency  in 
the  last  harvest,  and  the  hoarding  of  the  product  of  this  de- 
ficient harvest  in  the  "West,  in  anticipation  of  much  higher 
prices  than  those  now  current.  In  this  way  the  demand 
for  loans  is  greatly  increased,  whilst  the  balance  of  trade 
ia  accumulating  against  the  West.  We  think,  however, 
the  deficincy  in  the  wheat  harvest  is  the  chief  cause,  be- 
cause flour  has  been  selling  in  all  the  Western  markets  at 
very  high  prices,  and  in  many  of  them  at  rates  prohibiting 
altogether  its  exports  to  the  East;  and  the  same  maybe  said 
of  wheat;  and  then  corn  lias  not  assumed  a  state  in  which 
it  can  be  shipped  East  with  safety.  It  is  true  the  pork  crop 
is  a  good  one,  but  the  great  bulk  of  it  is  still  in  the  hands  of 
packers  in  the  West."  The  indications  are,  however,  in 
favor  of  an  easier  state  of  affairs,  and  all  concur#in  the, 
opinion  that  next  week  we  will  be  able  to  report  money 
"  cotnparntlvely  easy." 

Bankers,  to  their  customers,  charged  as  usual  10@12, 
while  those  who  have  limited  bunking  acquaintances  had 
to  depend  entirely  on  outside  facilities  and  paid  rates  cor- 
responding to  the  pressure,  ranging  from  T5@24. 

Exchange  remains  without  change,  with  a  reasonably 
good  demand  and  a  full  supply.    We  quote: 

BUYING.  SELLING. 

New  Tork  Sight 37@40  prem.  f©£  prem. 

Boston is         37 -prem.  |@i  prem. 

Philadelphia .'.         37  prem.  |@i  prem. 

Baltimore 37  prem.  -j@i  prem. 

New  Orleans... k  dis.@par,  £ 

American  Go. Id 25@30  prem  4U@50  prem. 

Money  affairs  in  New  York  present  a  favorable  appear 
ance  as  is  indicated  by  the  following  remarks  from  the 
Tribune,  the  figures  of  the  Bank  statement  show  even  a 
more  favorable  position  of  those  institutions  than  hid  been 


anticipated.  The  specie  reserve  is  now  above  twenty-three 
million?,  which  is  higher  than  it  has  touched  since  July, 
1859.  The  actual  amount  in  hank  today  is  less  than  the 
average  in  the  Statement,  but  the  disbursements  of  the  cur- 
rent week  from  the  Sub- Treasury  will  be  large,  and  another 
California  arrival  will  be  due  on  Sunday  next.  The  loans 
are  expanded  $614. Q.i'0,  which  is  moderate  in  view  of  the 
increased  specie  strength.  They  are  now  something  less 
than  they  were  in  December,  when  the  specie  reserve  was 
only  $19,000,000. 

The  following  is  a  statement  of  the  condition  of  the 
Banks  of  the  City  of  New  York  : 

March  3.  Feb.  25. 

Loans $125.(112,700     $124,398,239    Inc.   .$613.4(51 

Specie 23.030.812  20.773  896  Inc.  2,312,916 

Circulation- .        8,165,026  7.928,595  Inc. .      536,431 

Deposits 80,876,172  78,470,977  Inc.   1,405,195 

The  slock  market  is  a  good  index  to  the  general  feeling 
in  money,  and  Mondays  transactions  are  thus  noticed  in 
the  same  paper.  ''  There  was  a  very  active  market  to-day 
for  three  or  four  stocks,  and  the  tone  of  the  whole  market 
was  healthy  and  strong.  The  short  interest  has  been  cov- 
ered to  considerable  extent  within  a  few  days,  and  the 
bear  jobbers  did  not  operate  to-day  wilh  the  confidence 
which  has  characterized  their  movements  during  the  past 
month.  The  resistance  which  has  recently  been  shown  to 
the  operations  for  the  fall,  and  the  elasticity  with  which  the 
market  has  recovered  from  a  temporary  decline,  appear  to 
have  cooled  the  desire  of  the  bears  to  extend  their  short 
lines,  and  encourage  purchosere  for  the  rise  by  those  who 
look  hopefully  on  the  future.  The  transactions  in  New 
York  Central  were  1  irjre,  and  the  market  advanced  steadily 
from  the  opening  to  72,  at  which  sales  were  made  between 
Boards.  The  advices  from  Alhany  now  are  to  the  effect 
that  whatever  is  done  by  the  Legislature  in  regard  to  tolls 
or  pro  rata,  will  be  so  compensated  that  the  aggregate 
revenues  of  the  Board  will  not  suffer.  At  the  close  of  busi- 
ness the  market  was  steady  at  the  following  rates  :  Virgi- 
nia 6s,  93£@93}i  Missouri  6s,  80£@8l>-$  ;  Canton  Com- 
pany, 19£@19*£  ;  Cumberland  Coal  Co.,  15i@16  ;  Pacific 
Mail,  93®93>,  ;  New  York  Central  R.  It.,  70£©72  ;  Erie 
R.  R.,  8$@9;  Hudson  River  R.  R-,  39£@39>£  ;  Harlem 
R.  R.,  Qi®$t ;  Harlem  Preferred,  33©33J  ;  Reading  R.  R., 
41@41>4  ;  Michigan  Central  R.  R.,37i@?Si;  Michigan 
Southern  and  Northern  Indiana  R-  R.,  8@£^i  do.  Guaran- 
teed. 173®1*  ;  Panama  R.  R.,  13 '^©134  ;  Illinois  Central 
R.  R-,  59i@59i,;  Galena  and  Chicigo  R.  R.,58i@59|; 
Cleveland  and  Toledo  R.  R-,  19*@l9£  ;  Chicago  and  Rock- 
Island  R.  R.,  63£©63$  ;  Illinois  Central  R.  R.,  7s,  88* 
and  89. 

Ninth  Monthly  Report  or  the  Receiver  of  tbk 
Cincinnati,  Wilmington  and  Zanesville  Railroao. — 
William  Key  Bond,  Esq-,  Receiver  of  the  Cincinnati.  Wil- 
mington and  Zanesville  Railroad,  filed  his"  ninth  monthly 
report  with  the  Clerk  of  the  United  States  Court  on  Monday, 
embracing  the  operations  of  the  road  for  the  month  of 
January.     We  compile  the  following  abstract : 

karninos. 

Passengers,  through  business $58  31 

"  local  "»         4,137  81 

Mail 828  10 

Express 299  10 

$5,323  33 

Freight,  through  business $529  PO 

**      local  **         7,800  08 

8,f59  88 

Total  Earnings $13,383  20 

EXPENSES. 

Total  ordinary  expenses $9,835  64 

Taxes 453  21 

Extraordinary  expenses 200  '4. 

Capital  accuunt 286  21 

Total  expenses $10,775  89 

Showing  an  excess  of  Earnings  over  Expenses  of 
$2,606  40,  subject  to  over-charges,  drawback*,  and  deduc- 
tions. 

The  total  of  cash  receipts  from  all  lources  for  the  month, 
were  $18,825  58,  which  embraces  amounts  due  in  Novem- 
ber and  December,  and  including  receipts  for  January,  and 
reight  balances  due  in  October,  November,  December,  and 
January,  with  $6,396  86,  paid  on  account. by  the  Little 
Minim  Railroad,  with  two  or  three  other  small  items  of 
balances. 
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The  approximate  earnings  of  the  Little  Miami  and  Colum- 
bus and  Xenia  Road  for  the  month  of  February,  compared 
Tith  thai  of  the  same  period  hist  year,  are  as  follows  : 

February,  lffill  S91.43S  PI) 

February,  1859 E6.-1T7  5i 

Increase $4,909  s4 

The  earnings  of  the  Cincinnati,  Hamilton  and  Dayton 
Kailroad  Company  are: 

February,  1860 - 841,911  35 

February,  1859 38.209  18 

Increase... S3,612  17 

Increase  of  Earnings  on  the  Ohio  isd  Mississippi 
Road  for  Fkbrcry. — The  gross  earnings  of  this  line 
for  the  last  month  have  not  been  furnished  us,  but  the 
following  is  the  exhibit  of  the  increase  of  earnings  in 
February,  I860,  as  compared  with  the  same  period  in 
1859: 

FOR    FREIGHT. 

1st  weeS $5,195  88 

2d      "     4.11'S  11 

3d      "     2,874  3(1 

"  4ih    "     2. 191  61 

814,369  91) 

FOR   PASSENGERS. 

1st  week 85,522  58 

2d      "     .5.816(19 

3d      "     3,153(19 

4th    "     2,718  21) 

$15.2"9  96 
14,369  90 

Total i 129,579  86 

UNION   COAL  AND  OIL  COMPANY,. 

(Chartered  by  the  Legislatures  of  Virginia  and  Kentucky.) 

MANt'FACTURERS  of 

"JIATSTILLE     COAL    OILS,') 

BOTH   BCRNINO    AND    PaRAFFINE    LUBRICATING, 

BE>"GOI.E.  NAPHTHA,  PAKAFFIXE  1YAX,  PARAFFINE 

WAX  CANDLES,  ROLLING  MILL  GREASE,  ETC., 

ETC.,  FROM  PURE  CANNEL  COAL. 

SUTTON  STREET MAYSVILLE,  KY. 

Orders  addressed  to  the  Union  Coal  and  Oil  Co.,  or 
to  John  H.  Richeson,  Maysville,  Ky.,  will  receive  prompt 
attention.  Fb.28. 

Sonora  Exploring  and  Mining  Co. 


THE  ANNUAL  MEETING  OF  THE  STOCKHOLDERS 
of  this  Company  will  beheld  in  the  City  of  Cincin- 
nati at  the  Office,  167  Walnut  Street,  on  the  third  Mond  ly 
of  March  next,  pursuant  to  the  By-Law  of  said  Company. 
for  the  purpose  of  receiving  Reports  and  Electing  Olncers 
for  the  ensuing  year. 

JOHN   KENNETT, 
Chairman  of  Meeting  of  Stockholders. 
Cincinnati,  Feb.    16,  1860. 


Santa  Rila  Silver  Mining  Co. 


fT-HE  ANNUAL  MEETING  OF  THE  STOCKHOLDERS 
JL  of  this  Company  writ  be  held  in  the  C.t.v  of  Cincin- 
nati at  the  Office,  167  vValnut  Street,  on  the  third  Monday 
of  March  next,  pursuant  to  the  By-Law  of  said  Company, 
for  the  purpose  of  receiving  Reports  and  Electing  Officers 
for  the  ensuing  year. 

T.  WRIGIITSON,  Secretary. 
^.Cincinnati,  Feb.  16,  1880. 


CONTBACTS  for  Kails  at  a  fixed  price,  or  on  corn 
mission,  delivered  at  an  English  port,  or  at  a    por 
In  the  United  States,  will  be  made  by  the  undersl»ncd 
THEODORE  L)F.HON° 
no!3  10  Wal.  lirna'ivray,  Sew  Yor 


1880, 


I860. 


T.  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

SI».C7^  ext  CU«  St.  t»!t  Walnut  4;  Vine 

CINCINNATI  0 


THE   PENNSYLVANIA 

CENTRAL   RAILROAD. 

260    MILES    DOUBLE    TKA.CK. 

HI 


The  Capacity  of  this  Road  is  now  equal  to  any 
in  the  Country. 

THREE    THROUGH 

PASSENGER   TRAINS   BETWEEN 
PITTSBURG  AND  PHILADELPHIA, 

Connecting  direc'.  in  the  Union  Depot,  at  Pittsburgh,  with 
Through  Trains  from  all  JVestern  Cities  for  Philadelphia, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  eaoh  train  ;  Woodruffs 
Sleeping  Cars  to  Express  and  Fast'Trains.  The  Ex. 
press  runs  Daily;  Mail  and  Fast  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York  ; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  (all  rail)  are  good  on  either  of  the  above  trains,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fall 
River  or  Stonington  Lines.     Baggage  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail- 
road Oflicss  in  the  West ;  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

TJj=Fare  always  as    low  ana   time  as 
quick  as  by  any  otlier  Koute. 

ASK    FOR    TICKETS    BY    PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DISECT  LINE    BETWEEN  THE  EAST 
AND  THE  GREAT  WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  drayage  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of'the  following  Agents  of  the  Company: 

D.  A.  STEWART,  Pittsburg; 
H.  S  Pierce  &  Co.,  Zanesville.  0.",  J.  J  Johnston,  Ripley, 
O  ;  R.  McNeely,  Maysville.  Ky.;  Ormsby  &  Cropper,  Ports- 
mouth, 0.;  Paddock  &  Co.,  Jefiersonville,  Ind.;  H.  W. 
Brown  &  Co.,  Cincinnati,  O. ;  Athern  &  Hibbert,  Cincin- 
nati^.; R  C.  Meldrurn.  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  G.  O'Riley  &.  Co.,  Evansville  Ind  ;  N. 
W.  Graham  k.  Co.,  Cairo,  111.;  R.  F.  Sass,  Shaler  &  Glass, 
St.  Louis,  Mo. ;  John  H.  Harris.  Nashville,  Tena.  ;  Harris 
&  Hunt,  Memphis,  Tenn.;  Clarke  &  Co.,  Ohicago,  111.;  W. 
H.  H.  Koontz,  Alton,  111.  ;  or  to  Freight  Agents  of  Rail- 
roads at  different  points  in  the  West. 

The  Greatest  Faeilitlcs  offered  for  Hie  Protection 
and  Speedy  Transportation  of  LIVE  STOCK, 

And  Good  Accommodations,  with  usual  privileges  for  per- 
sons traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  he  forward- 
ed to  and  from  Philadelphia.  New  York,  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  ItaUroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  Goods  can  be  forwarded  to  any 
port  on  the  Ohio.  Muskingum,  Kentucky.  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin.  Missouri,  Kansas, 
Arkansas,  and  Red  Rivers ;  and  at  Cleveland.  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North- Wes- 
tern Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence  on 
its  speedy  transit. 

THE  RATES  Of  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at  all  times 
ax  favorable  as  are  charged  by  other  Railroad  Com- 
panics. 

]£r*Bc  particular  to  mark  packages  "  via.  Pennsylva- 
nia Railroad." 

K.  J.  SNEEDKB,  Philadelphia. 

MAO  RAW  &.  KOONS.80  North  Street,  Baltimore. 

LEECH  Ic  CO.,  No.  2  Astor  House,  or  No.  I  S.  Wm. 
Street.  N.  Y. 

LEECH   &.  CO..  No.  77  State  Street,  Boston. 

JI.  II.  HOUSTON.  Gan'l,  Freight  Atft.  Philadelphia. 
L.  L.  IIOIJl'T.  Gen'l  Ticket  Aft,  Philadelphia. 
TII0S.  A.  SCOTT,  Geni  liivpH,  Altooua,  Pa. 
lb.  3-lyc 


Direct  Route  to  ihe  North- West! 
ILLINOISCENTRAL 


RAILR-OAD 

*AND  PANA  OR  SANDOVAL 

FOR 
Decatur,  Springfield, 

Bluomington,  Peoria, 

Burlington,  Quincy, 

La  Salle,  Rock  Island, 

Dixon,  Galena. 

Prairie  du  Chien,  St   Paul,  and 

St.  Anthony, 
And  all  points  in  Iowa  and  Minnesota. 


Passengers  leaving  Cincinnati  either  by  INDIANAPOLIS 
AND  CIINCINNATI  OR  CINCINNATI,  HAMILTON 
AND  DAYTON  RAILROADS  make  direct  connections, 
twice  daily,  at  PANA  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.  with  I.  C.R.R.  at  SANDOVAL. 

Passengers  for  the  North-  West 

Desirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  via 

PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R  R  , 

and  avoid  change  of  Cars  and  Baggage,  and  the  expense 
attendant  thereon. 

Daily  connections  are  made  at  Dunleith  -with  a  Line 

FIRST    CLASS    STEAMERS 

Running  in    Direct  connection   with  this  Road  for  all 

TOWNS  ON  THE   UPPER   MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Port  Dodge  and  Sioux  City. 

IH?1  The  Equipments  of  the  ILLINOIS  CENTRAL  R. 
R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Patent  Berth  Sleeping  Cars  are  run  on  all 
Night  Trains. 

Fare  the  same  as  by  any  other  Route,  and 
Tickets  good  until  used. 

Through  Tickets  can  be  procured  at  Spencer   House, 
cornet.-  office;  No.   1    Burnet    House;    135    Vine    Street, 
between  Burnet  House  and  Post  Office  ;  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.  H.  NICHOLS, 
GenH  Southern  Agent,  Cincinnati. 
W.  P.  JOHNSON, 

OenH  Passenger  Agent,  Ohicago. 

Winter  Arrangement,  1859-*60. 

baltimoiTe  AND  OHIO 


HAIIiHOAB. 

GREAT  NATIONAL  ROUTE 


TERMINATES  AT  WASHINGTON  AND  BALTI- 
MORE on  the  East,  and  Wheeling,  Benwood  and 
Parkersburg  on  the  West,  at  which  places  it  unites  with 
Railroads,  Steamers,  etc.,  for  and  from  all  points  in  the 

West,   South-West  and  North-West. 


KF-WO       TRAINS 

Leave  Wheeling  daily  ot  12:35  P.M.,  and  1(1:10  P.  M. 
One  Train  leaves  Parkersburg  daily  at  9:20  P.  M. 
Direct  connections  are  made  hy  these  trains 

POR  ALL   THE  EASTERN  CITIES. 

This  is  the  only  route  to  Washington  City. 
Passengers  by  this  route  can  visit  Baltimore,  Philadel- 
phia, New  York  and  Boston,  at  the  cost  of  a  ticket  to  Boston 
alone  by  other  Hues. 

Through  tickets  to  the  Eastern  cities  can  be  procured  via 
Washington  City  at  an  additional  charge  of  $2. 

Time   as    quick  and    Fare  as    low    as    by    any    other 
ROUTE. 

JI^/3  inquire  for  tickets  via  Baltimore  and  Ohio  Rail* 
road,  at  any  of  the  principal  Railroad  Offices  in  the  West. 
E.  P.  FULLER, 
General   Western  A^ent 
L.  M.  COLR, 
General  Ticktt  SgenU 
W.  P.  SMITH,  Master  Transportation, 
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PATENTED   GAS  WORKS 

OF  THE 

iim  BgMffi  c 

Gas  Works,  to  be  generally  adopted  by  the  owners  o' 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following  advantages,  to  wit :  great  simplicity  of  con 
struction  and  operation;  reliability  to  insure  a  regular 
supply  o\  light;  purification  of  the  gas  to  prevent  clog- 
ging ;  freedom  from  unhealthy  and  offensive  odors  ;  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required  ; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  01 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  sue!)  ?  To  determine  this 
question,  there  is  but  one  safe  course  Cor  parties  desiring 
Gas  Works,  to  wit:  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  tn  take  the 
trouble  of  making  it,  they  referto  the  Scientific  American 
of  March  13,  ltfo8,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simpl'rfty  of  construction  peculiar 
to  the  aubin  Works,  the  retcrt  is  the  only  part  exposed  to 
destruction,  except  of  course",  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
white  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes^—  the  cost  of  repairs  is  very  trifling. 

The  Cost  of  the  Gas 

■ 
Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  3tJ0  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feetper  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

X  complete  apparatus  with  large  stove  and  dry  or    , 

wet  gas  holder,  holding  3) U)  cubic  feet,. ........ $300  00 

do  do  350        « 335  Oil 

do  do  400        "  375  00 

do  do  500        « 450  00 

do  do  600        "  525  00 

do  do  700        ■< 600  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  ho&er  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gas  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,- the  following 
table  has  been  prepared  on  the  basis  tnat  an  ordinary  fish- 
tail burner  (known  in  stores  as  4  and  5  foot  burners)  will, 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  ga3 
he  made,  and,  therefore,-the  less  costly  in  the  end. 

Tabic  showing:  the  Contents  and  best 
Proportions  of  Gasometers  from  400 
to  4000  ft.,  and  the  I\  umber  of  Lights 
they  will  supply  for  a  given  time. 

Contents  in    No.  of  hours    ,    Diameter  of       Height  of 
Cubic  Feet,    for  10  lights.         Gasometer.       Gasometer. 
400  20  10  ft.  5  ft.  3  in. 

500  25  10  ft.  6  ft.  6  in. 

750  37  12  ft.  6  in.         6  ft.  2  in. 

1000  50  13  ft.  7  ft.  8  in. 

1500  75  15  ft.  8  ft.  6  in. 

2000  100  17  ft;  3  in.         8  ft.  7  in. 

2500  125  18  ft.  10  ft. 

3U00  150  20  ft.  10ft. 

3500  175  20  ft.  6  in.        10  ft.  1  in. 

40UO  •  200     .  21  ft,  11  ft.  9  in.. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  requited,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories,  &c,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T,  C0VERDALE, 

167  "Walnut  Street,  Cincinnati,  Ohio, 
who  has  the  exclusive  light  to  manufacture  and  Bell  in  the 
State  of  Ohio, 
feb.  24th,  1859. 


APPLBGATB  &  CO., 

Booksellers,  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O* 


APPLEGATE  &  CO., 

APP1-BUJATE  &  CO.,  Book- 
sellers,  Stationers   and    Blank-book 
manufacturers,  43  Main    Street,  Cincin- 
nati, invite  the  attention    of  Booksellers, 
Country  luercli  ants,   Trachers, 

and   others   to  our  varied  aiid 

extensive  stock  offecnopl.  Classi- 

cal, Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blink-books,    Stationery,    etc.,  etc.: 
which,  from  our   numerous  and  favora- 
ble   arrango  merits    villi    the- 
leading  publish  ers,  ns  well  as 
the  principal                 m  anu  fac  turers 
and    importers          ,     of  Paper  aiid  Sta- 
tionery, we  can  offer  superior  induce- 
ments  to    purchasers.       We  respectfully 
solicit  a  comparison  of  stock  and  prices 
with  any  other  house    in  the  West- 

BOOKSELLERS, 

Our  Stock  of    Stationery 

is  very  complete,     embracing: 

in   part   all   the    varieties    of  Cap, 

Letter,   Packet,    Commercial,   Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Pe  n  s,  Penhold- 
rac  k  s,  Copying 
Books,  Ink  and 
sures.  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope.  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers,  Tencils,  Pen- 
presscs,  and 
Inkstands  ;  Era- 
wa  x,  Wafe  rs, 
Banker's   cases, 

head  boxes,  En-. 


velope  and   Card  cases ,  Cash  a  n  d    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Piles  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

Stationers, 

To  our  Blank   Books  wo 

especially    call    attention,    aa 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  memo- 
the  large  Super 
rial  Ledger,  and 
■variety  of  styles 
■work  m  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  o  f  pa- 


randum  book  to 
Royal  and  Impe- 
bound  in  a  great 
an  d  of  superior 
Books  made  to 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


ruling    and   durability  of  binding  ;  all  of 
which  will  be- sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS. 


We  a  r"e   prepared  to 

Print  and  Bind  books 

tion  and  in  any  style 

sired,  at  rates  as  low 

quality  of  work 

c  u  t  e  d  in  this 

w  h  e  r  e.      Our 

executing  these 


Stereotypes 
of  any  descrip- 
that  may  be  de- 
as  the    sain  a 

can  be  eie- 
city  or  else- 
facilitiesfor 
branches  of 


the  trade  are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 


style  and  on 
Merchants   and 
Bills  of  Lading, 
Railroad    and. 
Cards,  Circulars,  or 
tion  of  printing,  will 
that  we  do  such,  -obs 
despatch,.    Orders  re- 


h  or  t  notice. 

others  wishing 
Bill    Heads, 

Dray  receipts,  (^ 
any  other  descrip- 
please  bear  in  mind 
with  neatness  and 
spectfully  solicited* 


Publishers 


Onr own  publications        are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
Clarkes'   Com-  m  e  n  t  a  - 

rles.Dick's  Works.  R  o  1- 

hVs  Ancient  History,  Plutarch's 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive, 
Books  -  i         of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

4.3   MAIN  STREET,  ClN. 


W.  HARVEY'S  SAFOT  JOINT 


For.    Coupling    the    Ends    of   "  T" 
.PATENTED,  NOV,  2,  1S5S. 


Hail 


Fig.  3  is  a  perspective  view   of  Joint  Rul.     Fi 
view  of  outside  plate  C,  whu  h  is  applied  on  the  o 
of  the  joint.     It  is  intended  to  stand  up  flush  with 
of  the  rails,  so  that  it  may  fawn  an  unbroken  bearing 
wheels,  as  they   pass  the  squnre   extremeties  of- the 
This  plate  may  be  of  such  form  as  to  fill  up   the  recess  in  • 
tbe  side  of  the  rail,  betwecu  the  head   and  base,  or  only  to 
bear  against  the  h*ad  and  upon  the  base,  leaving  an  open 
space  between  it  and  tbe  neck  of  the  rail.    The  list  men- 
tioned form  is  tbe  one  shown  in  the  drawing.    In  either  case 
the  lower  p*rt  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  the  chair,  as  shown 
in  Fig.  3, 


the  ig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
cesi  nner  side  of  the  joint  This  plate  must  fit  into  the  re- 
the  side  of  the  rail,  as  its  apper  part  can  not  project 
later^y  beyond  the  head  of  the  rails,  or  it  would  interfere 
with  e  sheg'etlanof  the  wheels.  AlcI  its  lower  part,  like  the 
lower  part  of  plate  C,  resis  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  tbe  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C.  which  pass  through  slots  in 
the  ends  of  the  mis,  and  corresponding  ones  in  the  outside 
plate  C-.  Tliese  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  ,to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  tha  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  fr-r  them  in  such  amanner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  'C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  raili 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneither  can  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  Bydriving  through  two  keyG, 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
her  can  move  without  the  other. 


Another  great  advantage  is,  tbe  allowance  which  ismad' 
for  expansion  and  contraction  between  the  tongues  an 
slotsin  the  rails,  so  that  they  can  not  shove  together,  as  ia 
the  present  mode  of  fastening  them— each  joint  acting  in- 
dependent of, the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that»-„ 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man 
ner  that  there  is  no  particular  strain  on    any  part  of  st 
joint,  which  must  wear  smooth  and-  make  a  perfectly  afe 
road,  thereby  doing  away  with  the  breakingof  rails,  wheel 
and   axles,  preventing  the  loss   of  life  and  destruction 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear 
the  rolling  stock  of  the  road. 

VV.        HARVEY,  Inventoe  and  PatenteeT 
41  Jefferson-street,  Albany, 
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THE    RAILROAD    RECORD. 


PROSSER'S  PATENT 

0R1 GIXA L    LAP-  WELDED 

IRON  AND  STEEL  BOIIEE  TUBES, 

SAFE  FB01I  EIYD  TO  EXD. 
EXAMELED   IRON    PIPES    AND   PUMPS, 

FOK    WATER    SCPPLY,    ACIDS,    ETC.   ." 

P  < ■>  r  .  K    T  M  P  O  R  T  KRS. 

PBOSSFB'S  FA  I  ENT  SCICFACU  CON- 
f>t.rvSEit*  for  high  pressure  steam,  with  sea  or 
other"  bad  boiler  water,  ffaiujes.  3-euttcr  drills.  couH'er- 
giaJbs.  tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  zrire  and  icJtalebone  brushes,  pall  lever  tcrenthes, 
tabes — plain  or  enameled,  serened  together  for  Artesian 
"VTells.  Hollow  Slabs  for  various  purposes.  Steel  for 
Boilers.  TIIOS.  PROSSF.R  &   SON, 

STjan.  28  Piatt  Street,  New  York. 

«.  G.  LOBDELL.        1.  S.  M'COIVIBS.        D.  P.  BUSH. 

BDSH&LOBDELL, 

\%  iiiiiiiisio;}  -------  E5e!ii"iViivc 

MANTJFACTTJREES   OF 


For  E.  R.  Cars  &  Locomotive  Engines, 

ABE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

FOB    THEIR 

C3L33RA.TED     "WH3BLS, 

EITHER   SINGLE   OK    DOUBLE  PLATE, 

WITH    OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered   or    Rolled   Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 

Most  Reasonable  Terms. 

an?  

— 

A  Book  for  Every  Business  Man! 

JUST   PUBLISHED 

—THE — 

POST-OFFICE  GUinST 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  states  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter*  Transient  and  Regular;  Abstract 
of  the  Laics  and  Regulations  of  the  Post-Office  De- 
partment, <£c.,  <fec. 

COMPILED    BY    E.   PENROSE    JONES, 
Lat*  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents, 

BEAD  TIIE   FOLLOWING  CERTIFICATE. 
T.  S.  Blase  Agency,  Cincinnati  Post-Office,) 
January.  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
E-  Pesro3e  Joneh,  Esq.,  late  Assistant  Pon-Master  of  the 
Cincinnati  P.  0.,from  the  Records  in  this  Department,  and 
other  source*",  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of  the    Western,   North -Western,  and 
South-Western.  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks,  &c.,  for  P.  0.  Depart. 

The.  hook  makes  an  actavo  pamphlet  of  abont  100  pages. 
The  entire  matter  is  kept  '■tandinc  in  type,  and  aa  the  com- 
jJSler  is  promptly  advUed  of  all  jfeto  Offices.  Oranges  ord 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Observe,  That  this  list  is  arranged  by  Slates  and  Conn- 
ie*i  making  it  especially  valuaUe  to  bus&neofl  men.  No 
similar  arraugement  lias  been  pul/tebed  sirj/-e  Jftitt.  There 
are  3000  more  offices  In  this  thai  in  any  book  heretofore 
\wi-if\.  The  Price  is  onc-faaif  that  ot  any  work  of  the  kind 
now  pqhl'ished. 

7^  r  Single  copies  sent  by  mail  (postage  prepaid.)  to  smy 
address,  upon  recetvrog  Twenty-five  Centd  in  Silver  or 
Pos^a^e  Stamps,  f.ve  Copies  tent  for  SI  f>U,  or  Twelve 
Copies  for  $2.i«. 

AddreM,  C.  B.  W1LLUAMB, 

1&4  Walnut  8treet, 
\       Har.tt  1U  Cincinnati  Ohio. 


WHEELER  &  WILSON'S 


SEWING -MACHINES. 


WRT.  SUMNER  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICES: 
Louisville,  Ky.,  Columbus,  0., 

Lafayette,  ind.,  Dayton,  0., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  makiug  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  be'auty-and  strength  of  stitch,  heing  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices' we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ItTPSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehlil.  WM.^StJMNFR  &.  CO. 

OOfi  Kees  1*°-  '   Kailroau  Split  es,  5£  by  9- 16th 
,  fiUU    Corby,  Gossin  &  Co.'s  make,  for  sale  very 
low  by  TRABKR  &  AUBERY. 

7  Public  Landine 

GEO.  D.  WINCHELL  &  BR0., 

172  Elm  Street,  bet.  4th  and  5th, 
CINCINNATI,  O. 
SoleMannfaoturers  of  McGowan'  a  bauble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,  Manufacturer 
Distillers,  Miners,  and  tin  put 
lie  generally  to  these  Pumpe' 
as  the  best  Pump  now  in  ut»e 
and  acknowledged  by  allwuo 
have  used  Lhem  to  be  perfect- 
are  simple  in  their  construe 
lion,  compact,  dura  hie  and  not 
likely  to  get  out  of  order;  wef 
adapted  for  Steamboats,  Kail 
road  Water  Stations  Distill* 
ries,  Breweries,  'Furnaces 
Mines,  Rolling  IVTillf,  Fupe 
wm.  Mills,  Factories,  'Wells,  Ci> 

terns, f'    tionary  Fiie  Engine^ Garden  Engines  and  !♦» 
all  purpose*  wherea  Pump  can  be  used.    -Mao, for  for- 
cing a  large  body  of  irate  r  to  a  great  heigh  tor  distance 
rapidly. 

A  l«o,  McGowan  s  Patent  Ball  Valve  Pump  Resigned 
for  Hot  Liquids,  Hot  Oils,  Molanwet*,  &  c  Hone  Couplins 
Lead, Copper  and  Gas  Pipe  furnlfehed  althcu  west  ma' 
del  pi ic-f).  ,. 

Fullund  perfect  atfHfactionguarantccd  in  allcases, 
wtifn  properly  put  up  according  to  directions. 

Orders  thankful!)  received  a fldpron'ptly  filled  at  the 

Hhurtest  notice. 

SILVKK     MKDAj       (The  highest    prize)  awarded 

eee  pumps  endfiteam  Pumping  Engine  otth    late  Fa 

Ohio  Wecbfiuitfl'  inntituta  June  18,1855—1 


Street  and  Other  Railroad  Iron. 

■WOOD,  MOKRELTi  &  CO..  Johnstown,  Camhria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rai'.s  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 

'  fkeedoiOkoJTommyT 

MANUFACTUTERS   OF 

LOCOMOTIVE    TYKE, 

Engine  and  Car  Axles,  Pump  and  PWon  Rods, 

Bar  of  all  Sizes, 

And  all   Forgings  for  Bailroad  Machinery. 

Lewistown,  Miiflia  Co.,  Penn. 

JOHN  A.  WBICHT,  Stip't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pi?  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 

OF    THE 

IEW  YORI  OEITRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp .  ■  7  00  i.  M. 

Mail 9.111a.  m._ 

New  York  Exp. .11-15  a.  m. 

Night  Exp 3. 0(:  p.  M. 

Utica  Accom'n..  6  nu  p.  ji. 

N.  Y.ilail ll.l"ip.  M. 

Leave  Buflalo. 
New  York  Exp..  S.15  a.  h. 
Steamboat  Exp..  S.W)  a.  m. 

Mail — 

Cleveland  Exp..  CPU  l'.  m. 
Cincinnati  Exp.  11. 00  p.  M. 
UticaAccom'n.. 


t.       Arr.  Buffalo. 

Arr.  S.  Br. 

7  (It)  P.  M. 

7  00  p.  u. 

12.50  a  K. 

9.(10  p.  m 

9.00  p.  M. 

4.00  A.  M. 

4.00  A.  M. 

Ar.  IT.  10.00  p.m. 

- 

lo.O'  a. ■«; 

io.ooa,  m; 

Leave  Bridge. 

Ar.  Alb'y 

5.15  a.  M. 

3  30  p.  M. 

8.00  A.  M. 

8.00  p.  m. 



2.30  p.  M. 

6.00  p.  M. 

4.40  A.  H. 

11.00  p.  M 

8.30  a.  K. 

10.00  A.  M. 

CINCINNATI 
LOCOMOTIVE  WORKS. 


Theundersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  oest  Eastern 
manufacture  Also,  Shaping  and  Slnttinp  Machinca 
suitable  for  railroad  shops.  Alsu.  all  tinds  or  heavy 
forpingand  casting  done  at  short  notice.  Also,  holtsfor 
bridgetcu  withlispatch. 
„  MOORK  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Ro.ird  of  Visitors  appointed  by  th« 
Stale,  is  under  the  superintendence  of  Col.  K.  \V. 
ITIORCxAN)  a  distinguitdied  trtoduateoi  W'nt-i  Point 
and  a  practical  Entririeer,  ;iided  hy  an  able.  Facult-j* 

The  course  ot  stuiiy  Uthat  inught  in  the  best  Colleges 
hut  more  extended  in   Mathematics,  mechanics.   Ma 
chines, Construction,  A  er icultuin l  r'hc mi sity  and  Alining 
Geology  ;  »Iho  in  English  Liteiature,  Historical  Head- 
ings, and  Modern  Languages, accompanied  by  dally  and 
regulated  exercise. 

Schools  of  Architecture,  Euglnecrire,  Commerce, 
Medicine,  nnd  Law,  admit  ot  selecting  studies  to  suit 
time  means,  and  object  of  Professional  preparation,  both 
betore  and  after  graduating. 

The  twelfth  animal  term  is  now  open.  Charges,5102 
per  half-yearly  session,  payable  in  advance. 

AdJrcsfi  the  Superintendent,. at  '■'Military  Institute 
Franklin  Springs, Ky.,"or  theunderMgned. 

P.  DLDLEV. 
President  of  tu    lioard 
J      * 
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E.  D    MANSFIELD, 
T.  WEIGHTSON. 


Editors. 


CINCINNATI;. 
Thursday   Morning-,   march  1    ,  1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 
OFFICE -No.  16V    Walnut    Street. 

SUBSCRIPTIONS— $8  Per  Annum,  in  Advance. 

To  tubscribers  in  Great  Britain,  ]3s.  6d.  ($3)  payable  in 
advance. 


ADVERTISEMENTS. 

A  square  ig  the  Bpace  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, $1  00 

"        "        per  month, 3  00 

"        "        six  months, 12  00 

"        "       per  annum, 20  00 

"    column,  single  insertion, 5  0" 

"        "        per  month, 10  00 

"        "        six  months, 40  00 

'•        "        per  annum, 80  00 

'}    page,  single  insertion, 15  00 

''        '•        per  month, 25  00 

"        •'        sixmonths, 110  00 

"       "        per  annum 200  00 

Cnrds  not  exceeding  foul"  lines,  $5,011  per  annum. 


THE  LAW  OF  NEWSPAPERS. 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  ali 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
iiscontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 
Subscriptions  and  communications  addressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

Jl_r*  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Alqar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Oflice,  No.  11  Cle- 
ments Lane,  London,  England. 


To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

'  MP 

Illinois  Central  Railroad. — The  earnings 
of  this  great  road  for  the  six  months  ending 
February  29th,  1860,  show  a  gain  over  the 
corresponding  period  of  1859  and  1860,  of 
$324,299  41.  This  gain  has  arisen  entirely 
upon  freight  traffic,  and  is  mostly  shown  at 
the  Cairo  station,  the  point  of  transhipment 
for  New  Orleans.  Oats  have  been  shipped  in 
large  quantities  from  Galena  and  from  the 
Wisconsin  connections  of  the  Illinois  Central; 
the  deliveries  of  giain,  flour,  potatoes,  and 
provisions  at  that  point  exceed  those  at  Chi- 
cago for  several  months  past.  The  return 
trade  in  cotton,  sugar,  and  molasses  is  on  the 
increase,  and  latterly  oranges  from  the  South 
are  imported — upward  of  two  hundred  tons 
of  oranges,  lemons,  and  bananas  have  been 
carried  this  season. —  Western  Ii.  R.  Gazette. 


Wyandotte  Iron  Mills. — These  mills  are 
located  at  Detroit,  Mich.  They  have  been  in 
active  operation  three  years ;  during  which 
time  they  have  rolled  and  delivered  21,000 
tons  of  rails,  and  5,000  tons  of  merchant 
iron  ;  and  have  used  23,000  tons  of  old  rails, 
5,100  tons  of  Lake  Superior  charcoal  piir,  and 
4,000  tons  of  old  scrip  iron.  The  average 
number  of  hands  employed  in  the  various  de- 
partments is  400. — Journal. 


THE  DELTA  OF  THE  MISSISSIPPI 
AND  THE  OBSTRUCTIONS  AT  THE 
MOUTH. 

A  judicial  case,  just  decided  at  Cincinnati, 
has  disclosed  some  facts  of  great  interest  to 
all  those  who  live  in  the  Valley  of  the  Missis- 
sippi. Some  seven  or  eight  years  since,  Chas. 
Ellet,  Jr.,  Civil  Engineer,  made  a  report  to 
the  War  department,  in  regard  to  the  overflows 
of  the  Delta  of  the  Mississippi,  and  the  means 
of  prevention.  This  involved  a  scientific  in- 
quiry into  all  the  elements  of  that  river.  The 
results  of  that  inquiry  were  subsequently  pub- 
lished in  a  very  elegant  volume,  and,  we  hesi- 
tate not  to  say,  that  it  is  the  most  interesting 
memoir,  we  have  on  the  velocity,  drainage,  and 
overflows  of  rivers. 

The  plans  adopted  by  War  Deparment  were, 
however,  of  a  different  kind,  from  those  con- 
templated by  Mr.  Ellet.  In  addition  to  the 
ordinary  steam  tug,  and  dredge  boat  methods, 
the  government  some  years  since,  entered  into 
a  contract  with  certain  persons,  that  for  a  very 
large  sum  of  money,  they  would  deepen  the 
channel,  at  the  mouth  of  the  Mississippi  to  20 
feet,  and  keep  it  so,  for  one  year.  Messrs  A. 
and  B.  became  the  sureties  of  the  contractors, 
that  they  would  fulfill  this  contract.  The  con- 
tractors went  to  work,  and  deepened  the  chan- 
nel to  eighteen  feet,  and  the  government  re- 
leased them  from  the  additional  two  feet.  Now, 
it  is  perfectly  plain,  that  the  channel  of  ordin- 
ary stream,  deepened  to  20  feet,  might  possibly 
have  kept  open,  by  the  additional  weight,  or 
velocity  of  the  larger  volume,  when  with  18 
feet,  it  would  not  keep  open.  In  point  of  fact, 
the  channel  did  not  keep  open  a  year,  but,  was 
a  dead  failure.  In  the  suit  against  the  sureties, 
for  a  failure  of  contract,  the  court  decided 
righteously,  that  they  should  not  be  bound, 
when  the  government  releasi  the  original  con- 
tract. This  was  right ;  but,  the  history  of  the 
case  ought  not  to  stop  here.  In  fact,  the  poor 
contractors  and  the  mighty  government  all 
failed  together;  and  the  worst  of  it  is,  there  is 
no  consolation  in  that  failure.  It  was  an 
attempt  against  the  laws  of  nature,  which  plain 
common  sense  should  have  preceived.  Sup- 
pose, a  man  of  common  sense  standing  on  the 
banks  of  the  Mississippi  were  told,  that  this 
river  poured  down  the  most  enormous  volume 
of  water,  aud  in  spite  of  that,  its  mouth  was 
obstucted  by  sand  bars,  which  instead  of  di- 
minishing, were  increasing,  would  not  common 
sense  immediately  conclude  that  these  bars 
were  caused  by  some  re-action  of  natural  laws, 
which  though  not  visable,  were  as  powerful,  as 
even  this  flood  of  water  ?  If  it  were  not  so, 
they  must  be  all  rent  or  driven  away  immedi- 
ately. A  necessary  deduction  for  this,  is  that 
merely  plowing  a  channel  through  these  bars 
woulddo  no  possiblegood.  The  cause  remains, 
and  that  cause  is  stronger  than  a  thousand 
channels. 

In  the  work  to  which  we  refer,  Mr.  Ellet  has  in- 


vestigated  all  the  problems  necessary  to  the 
discovery  of  that  cause,  and  it  may  be  inter- 
esting to  give  an  outline  of  the  leading  facts. 
Before  we  do  this,  however,  let  us  state,  what 
we  suppose  to  be  the  real  difficulty  with  the 
mouth  of  the  Mississippi  river.  The  cause  we 
believe,  to  be  (on  an  enlarged  scale)  what  we 
see  at  the  mouth  of  the  smallest  creeks.  It 
may  be  described  thus :  In  each  rain,  we 
see  that  these  small  creeks  send  down  im- 
mense quantity  of  debris,  earth,  rocks,  gravel, 
&c.  Instead  of  lodging  in  a  simple  bar  across 
the  mouth,  however,  they  are  spread  out  at  a 
considerable  distance,  aud  gradually  a  larger 
space  of  ground  is  cjvered,  and  raised,  while 
therefore,  the  waters  of  the  creek  would  instantly 
remove  a  bar,  like  a  gravel  or  sand  dam,  it  is 
unable  to  remove  it  when  the  dam  is  banked 
up,  by  a  large  extent  of  ground,  thus  formed 
from  previous  debris.  What  follows?  The 
water  instead  of  forcing  a  channel  through  this 
bar,  begins  to  flow  over  it.  Perhaps  it 
gradually  forms  two  or  three  channels,  like 
the  mouths  of  the  Mississippi,  and  at  the  end 
of  these  centinues  the  very  same  process. 
Mow  this  is  what  the  Mississippi  is  continually 
doing.  This  is  the  process  on  agrand  scale,  the 
alluvial  earth,  gravel,  silt,  &c,  is  continually 
pouring  out  in  immense  quantities,  thus  form- 
ing, and  enlarging  a  new  Delia,  which  backs 
up,  and  sustains  against  this  immense  power 
of  water,  vast  as  it  is,  what  seems  to  be  the 
bars  (really  the  edges  of  the  new  Delta),  so, 
that,  it  is  in  vain  to  keep  a  channel  open  when 
once  cut,  for  it  is  evident  to  a  reflecting  mind, 
that  if  these  were  cut  deeper  than  the  natural 
flow  of  water  makes  them,  there  would  be  a 
re-action  from  the  new  raised  bed  of  sand  be- 
yond, filling  them  up.  In  other  words,  the 
thing  to  be  done,  by  the  government  was  im- 
possible.    That  was  all. 

The  great  practical  question  is,  whether 
there  is  anything  possible  to  deepen  the 
mouths  of  the  Mississippi?  Connected  with 
this  is,  first  of  all,  what  is  the  natural,  or,  ne- 
cessary depth  of  water  on  the  mouth  bars  of 
the  Mississippi  ?  This  question  can  only  be 
answered  by  past  experience.  It  is  not  likely, 
without  some  remarkable  changes  to  be  very 
different  from  what  it  has  been,  but  it  may  be 
modified,  and  has  been  so,  by  artificial  means, 
heretofore  disastrously,  by  lessening  the  depth. 
This  depends  upon  two  very  obvious  principles. 
1st,  Upon  the  number  and  breadth  of  the 
mouths  in  the  real  Delta.  For  example,  it  is 
perfectly  obvious,  that  the  greater  number  of 
mouths,  and  the  greater  breadth  of  the  Delta, 
in  which  they  empty  themselves,  the  less  will 
be  depth  for  the  same  volumes  of  water. 
It  will  be  dividing  the  whole  in  parts,  and 
making  each  one  less.  2d.  If  the  waters  rise 
so  high,  as  to  overflow  and  carry  a  great  deal 
off  laterally,  that  also  must  diminish  the  depth 
of  the  channnel,  by  diminishing  the  force  of 
the  current  opening  it.  These  are  obvious 
principles.     Now,  what  has  been  done?    P 
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ciselv  this  very  thing.  The  opening  of  cut  ofls 
and  bayous,  on  the  sides  has  diffused  the  water, 
the  annual  drainage  of  swamp  lauds  has  re- 
duced the  deposites  of  water,  and  increased 
the  overflow.  So  far,  as  the  artificial  pro. 
cesses  now  in  operation  go,  they  are  (as  to 
most  of  them)  going  just  so  far,  to  reduce 
the  depth  of  water  on  the  mouth  bars  of  the 
Mississippi  To  understand  this  let  us  turn 
to  some  facts,  ascertained,  by  Mr.  Ellett. 

1.  What  is  properly  the  lower  Valley  of  the 
Mississippi,  or,  Delta  of  that  river,  taken  in 
its  full  sense  ?  Commencing  at  the  mouth  of 
the  Ohio,  the  Valley  is  over  thirig  miles  broad, 
and  at  the  mouth  of  the  Mississippi  (500  miles 
in  a  straight  line)  it  is  one  hundred  and  fifty. 
Thus,  it  forms  a  surface  of  45,000  square  miles. 
This  surface  is  a  naked  plane,  nearly  level, 
descending  gradually,  from  the  mouth  of  the 
Ohio,  to  the  Ocean  275  feet,  the  total  descent  of 
water  is  over  300  feet,  and  the  average  rate  8 
inches  to  a  mile.  The  length  of  the  Mississippi 
river  in  its  windings,  however,  is  1,178  miles, 
and  the  actual  fall  about  3\  inches. 

2.  The  sections  of  the  Mississippi  may  be 

thus  stated : 

Average  width 3,336  feet. 

*4        depth  above  Vicksburg 80    " 

44  "       below  Vicksburg 115    " 

"        Section 200,000  sq.  feet. 

This  average  of  sections  is  given  by  Mr. 
Ellett,  but  the  figures  indicate  a  greater  sur- 
face. 

3.  The  volume  of  water  discharged,  by  the 
Mississippi,  at  high  water,  is  thus  stated  by 
Mr.  Ellett : 

cubic  feet. 

Discharge  of  the  Mississippi  per  second 1,134,5011 

Discbarge  of  the  Atchafalaya 135  50(1 

Aggregate 1,270,000 

It  was  discovered,  that  of  this  quantity, 
about  140,000  cubic  feet  of  water  founed  other 
outlets,  and  the  greater  partof  it  was  discharged 
in  overflows,  or  in  swamps. 

4.  Deposits,  or,  formations  of  the  Delta. 
This  is  a  very  curious  subject,  but  by  examina- 
tion of  the  deposits,  in  certain  fixed  localities, 
it  can  be  ascertained.  The  general  result  is 
this : 

Annually  deposited  in  the  Gulf,  near  the 
mouth  7,000,000,000  cubic  feet  Equal  to 
about  at  140  feet  depth,  2  square  miles. 

Xow,  it  is  only  necessary  to  consider  two 
square  miles  of  earth,  raised  140  feet  high,  at 
the  mouth  of  the  Mississippi  each  year  to  see 
clearly,  that  the  bars,  as  they  are  called,  at  the 
mouth  can  not  be  deepened,  and  kept  so  arti- 
ficially, but  if  we  can  change,  or  diminish  the 
forces  which  continually  raise  this  obstacle 
we  may  do  something  towards  alleviating  the 
soil,  although,  we  much  doubt,  whether  human 
power  can  do  a  great  deal,  in  this  case. 

We  shall  now  close  with  the  practical  reme- 
dies, which  Mr.  Ellett  suggests.  It  must  be 
borne  in  mind,  that  the  remedies  are  chiefly 
directed  to  reducing  ike  floods,  and  making 
the  flow  of  water  uniform.     They  are  these. 

1.  Better  Levee* 


2.  The  prevention  of  cut-offs. 

3.  The  formation  of  an  outlet  of  the  greatest 
attainable  capacity,  from  the  Mississippi  to  the 
head  of  Lake  Bayou  and  with  a  view,  to  con- 
vert it,  if  possible,  into  the  main  channel  of 
the  river. 

4.  The  enlargement  of  the  Bayou  Plaque- 
mine,  with  a  view  of  giving  relief  to  the  coasts 
suffering  from  floods. 

5.  The  enlargement  of  the  channel  of  the 
Atchafalaya. 

6.  The  erection  of  great  artificial  reservoirs, 
to  compensate  for  the  loss  of  the  natural  re- 
servoirs which  will  be  destroyed. 

We  shall  not  comment  on  these  remedies, 
farther  than  to  say,  that  the  principles  on 
which  they  are  founded  should  be  studied  by 
all,  who  have  any  interest,  or  influence  on  this 
subject.  The  remedies  proposed,  all  go  to  one 
point,  to  render  the  channel  uniform,  by  re- 
ducing the  floods,  providing  for  the  escape  of 
water,  and  thus  give  full  f»rce  to  the  current 
in  the  channel,  and  not  accumulate  debris,  and 
difface  the  channel  by  overflows. 


THE    BAKS    OF    THE    MISSISSIPPI 
RIVER. 

The  Bars  of  the  Mouths  of  the  Mississippi 
River — Plans  of  Officers  of  Engineers  for 
deepening  the  channels  over  them — Opera- 
tions carried  on  for  that,  purpose  under  ap- 
propriations by  Congress — Some  results  of 
experiments  to  ascertain  the  causes  of  their 
formation 

Messes.  Editors:  Your  paper  of  the  23d 
ult.,  contains  some  remarks  of  Mr.  Ellet, 
based  upon  a  paragraph  in  the  Message  of 
the  President  returning  the  resolution  relating 
to  the  removal  of  obstructions  to  navigation 
at  the  mouths  of  the  Mississippi  river.  Those 
remarks,  I  think,  give  an  erroneous  interpre- 
tation to  the  language  of  the  President;  they 
certainly  give  an  erroneous  account  of  the  ac- 
tion of  the  War  Department  upon  the  plans 
tried  and  proposed  for  deepening  the  channels 
over  the  bars  at  the  mouths  of  the  Mississippi; 
of  the  plans  of  the  boards  and  officers  of  engi- 
neers for  that  purpose;  of  the  operations  car- 
ried on  under  appropriations  by  Congress  for 
d'  •pening  those  channels;  and  of  the  results 
produced. 

The  correct  interpretation  of  the  language 
of  the  President  may  be  gathered  from  the  fol- 
lowing facts. 

The  bars  at  the  mouths  of  the  Mississippi 
river  are  always  forming,  and  a  perpetual  an- 
nual expenditure  must  be  incurred  to  increase 
permanently  the  depth  of  water  upon  them. 
In  this  all  engineers  who  have  written  upon 
the  subject  agree.  The  appropriations  for 
that  object  have,  however,  been  given  irregu- 
larly, and  at  intervals  of  several  years;  so 
that  the  deepening  of  the  channels  effected 
by  one  appropriation  has  been  filled  in  long 
b&fore   the   passage  of  the  next.     In  fact,  by 


the  omission  of  the  work  of  a  single  season, 
the  bars  may  return  to  their  original  condi- 
tion. To  be  of  practical  benefit  to  navigation, 
the  depths  of  the  channels  must  be  perma- 
nently increased,  a  coudition  that  could  never 
be  attained  under  the  system  of  appropriations 
heretofore  followed.  This,  I  take  it,  was  the 
view  of  the  President  when  stating  that  the 
money  heretofore  expended  had  been  of  little, 
if  any,  practical  benefi"  to  navigation. 

Mr.  Ellet  interprets  the  language  of  the 
President  to  be  an  announcement  of  the  hope- 
less failure  of  the  engineering  plan  pursued 
in  the  expenditure  of  the  appropriations,  and 
then  states,  in  substance:  That  the  plan  re- 
commended to  the  War  Department  by  the 
various  Boards  of  Engineers  for  deepening 
the  channels  at  the  mouths  of  the  Mississippi 
river  was  that  of  parallel  dikes  or  jetties  on 
the  bars ;  that  the  War  Department  directed 
that  plan  to  be  carried  out  under  the  direction 
of  its  officers  ;  that  the  plan  thus  recommend 
ed  and  conducted  has  been  carried  on  for 
some  years,  "  with  abundant  funds  and  all 
needful  appliances,"  and  that  it  has  finally 
proved  an  utter  failure. 

This  account  of  the  plans  of  officers,  action 
of  the  Department,  operations  carried  on  and 
their  results,  is  shown  to  be  erroneous  in  every 
particular  by  the  following  statement,  derived 
from  official  records. 

When  the  first  appropriations  for  improv- 
ing the  navigation  of  the  mouths  of  the  Mis- 
sissippi river  was  passed,  in  1837,  an  extended 
and  elaborate  survey  of  the  passes,  mouths, 
and  approaches  was  made,  (a  survey  of  great 
value,)  and  the  plan  of  deepening  by  dredging 
with  buckets  was  recommended  and  its  cost 
estimated  for  by  the  officer  in  charge  of  the 
work.  This  plan  was  approved  by  the  Board 
of  Engineers,  sanctioned  by  the  War  Depart- 
ment, and  carried  into  effect  as  far  as  the  ap- 
propriation admitted.  It  was  taken  for  grant- 
ed that  a  work  thus  begun  would  be  continued 
by  further  appropriations,  but  no  other  was 
made,  until  that  of  $75,000,  in  1852,  with  the 
requirement  that  the  work  should  be  done  by 
contract. 

A  board  of  officers  was  then  appointed,  by 
direction  of  the  War  Department,  to  re- 
port a  plan  of  operations.  The  Board  recom- 
mended 

1st.  That  the  process  of  stirring  up  the  bot- 
tom by  suitable  machinery  should  be  tried. 

2d.  If  this  failed,  that  dredging  by  buckets 
should  be  tried. 

3d.  If  both  these  modes  failed,  that  parallel 
jetties  should  be  constructed,  five  miles  io 
length,  at  the  mouth  of  the  Southwest  Pass,  to 
be  extended  into  the  Gulf  annually,  as  expe- 
rience should  show  to  be  necessary. 

4th.  Should  it  be  then  needed,  that  the  lat- 
eral outlets  should  be  closed. 

Finally,  should  all  these  fail,  a  ship  canal 
might  be  resorted  to. 

The  recommendation  of  the  Board,  to 
dredge  by  stirring  up  the  bottom,  was  approv- 
ed by  the  War  Department,  and  a  contract 
was  accordingly  entered  into  for  deepening 
the  Southwest  Pass   to   eighteen  feet      The 
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contract  was  successfully  executed,  and  a 
depth  of  eighteen  feet  obtained  in  1853.  No 
further  appropriation  was  made  until  1856, 
and,  as  anticipated,  no  trace  of  the  deepening 
was  left  in  1855. 

In  1856,  $330,000  were  appropriated  for 
opening  and  keeping  open,  by  contract,  ship 
canals  through  the  Southwest  Pass  and  Pass 
a  1' Outre. 

Upon  the  passage  of  this  appropriation  act, 
the  Bureau  of  the  War  Department  having 
charge  of  the  work  invited  proposals  for  its 
execution  by  contract  in  accordance  with  the 
terms  of  the  act,  and  a  Board  of  engineers 
was  convened  by  the  War  Department  to  take 
into  consideration  the  offers  received. 

Three  bids  were  received.  The  board  re- 
commended that  one  of  the  bids,  which  was 
unaccompanied  by  evidence  of  ability  to  exe- 
cute the  work,  should,  for  that  cause,  be  re- 
jected.    The  remaining  bids  were  : 

1st.  The  proposals  of  the  New  Orleans  Tow- 
boat  Association : 

For  opening  the  Southwest  Pass,  18  feet  deep $]2.'i.0ru 

For  keeping  it  open,  per  annum 75,000 

For  opening  and  keeping  it  open  18  feet  deep,  one 

year 200,000 

For  opening  the  Pass  a  POutre  18  feet  deep $200,000 

For  keeping  it  open  per  annum 75,000 

For  opening  and  keeping  it  open  18  feet  deep,  one 
year 275,000 

Total  for  opening  and  keeping  open  the  two  pass- 
es, 18  feet  deep,  one  year $475,000 

Amount  of  appropriation . .     330,000 

The  proposals  by  the  same  parties  for  opening 
and  keeping  open  the  two  Passes,  2v  feet  deep, 
one  year,  were $775,001) 

2d.  The  proposals  of  Messrs.  Craig  & 
Rightor): 

For  opening  the  Southwest  Pass,  18  feet  deep $125  O^O 

For  keeping  it  open  one  year b.liOO 

For  opening  and  keeping  it  open  18  feet  deep,  one 

year 133,000 

For  opening  and  keeping  open  the  Pass  a  TOutre, 

18  feet  deep,  one  pear $133,000 

And  for  opening  and  keeping  open  those  Passes, 

20  feet  deep,  each 133,000 

For  opening  and  keeping  them  both  open  five 

years 330,000 

The  Board  recommended  that  the  proposals 
of  the  New  Orleans  Tow-boat  Association  to 
open  and  keep  open  the  Southwest  Pass  by 
stirring  up  the  bottom,  should  be  accepted, 
there  being  no  question  of  the  practicability 
and  efficiency  of  the  mode  proposed  to  execute 
the  work ;  and  that  the  bid  of  Mr.  Craig  & 
Rightor  for  opening  and  keeping  open  the 
Pass  a  l'Outre  for  five  years  should  be  accept- 
ed, for  the  purpose,  as  stated,  of' enabling  the 
bidders  by  actual  experiment,  to  prove  the 
practicability  and  efficiency  of  the  modes  by 
which  they  proposed  to  do  their  work.  The 
Board  stated  it  had  great  doubts  of  the  practi- 
cability of  the  construction  proposed,  and  of 
the  efficiency  of  that  mode,  should  the  work  be 
constructed,  but  that  an  important  pointwould 
be  ascertained  by  its  failure  or  success,  etc. 
The  plan  which  Messrs.  Craig  &  Rightor  pro- 
posed to  use  was  that  of  closing  minor  passes 
and  constructing  parallel  or  converging  jetties 
on  the  bars.  Upon  the  report  of  this  Board, 
the  Secretary  of  War  made  the  following  de- 
cision : 

"  If  the  mode  proposed  by  Messrs  Craig  & 
Rightor  to  open  and  keep  open  the  passes  of 
the  Mississippi  is  sufficiently  feasible  to  justify 
a  contract  with  them  for  the  Pass  a  1  Outre, 
as  recommended  by  the  Board,  it  is  not  per- 
ceived upon  what  ground  their  bid  for  the 
Southwest  Pass  should  be  rejected,  since  they 
propose  likewise  to  open  and  keep  open  that 
Pass  for  a  less  sum  than  any  other  bidder. 
Should  their  plan  be  successful  the  appropria- 
tion will  suffice,  on  the  terms  they  propose,  to 
aecure  for  five  yearp  a  depth,  of  twenty  feet  iu 


both  channels.  If  their  plan  should  prove 
impracticable,  the  experience  of  five  or  six 
months  will  probably  demonstrate  that  fact; 
and  if  it  should  then  be  necessary  to  resort  to 
other  methods  by  new  contracts,  the  delay 
could  not  be  very  injurious  to  the  commerce 
of  New  Orleans,  as  the  period,  December  1, 
1857,  at  which  the  preferred  bidder  for  the 
Southwest  Pass  proposes  to  complete  the 
channel  of  eighteen  feet  depth,  is  so  remote 
and  occurs  so  late  in  the  season  of  trade  at 
New  Orleans  that  the  character  of  vessels  des- 
tined for  that  port  would  scarcely  be  changed 
before  the  succeeding  season.  Neither  is  it 
believed,  should  it  be  necessary  to  make  new 
contracts,  that  any  loss  would  be  sustained  by 
inviting  new  bids,  as  those  now  presented  for 
the  execution  of  the  work  by  tried  means  are 
not  sufficient,  by  any  combination  which  can 
be  made  of  them,  to  open  the  pssses  and  keep 
them  open  for  one  year. 

"  The  bid  of  Messrs.  Craig  &  Rightor  will, 
therefore,  be  accepted  for  both  passes,  due 
care  being  t»ken  by  the  terms  of  the  contract 
to  insure  the  prompt  commencement  and 
steady  progress  of  the  work,  and  sufficient 
guarantee  will  be  required  that  the  channels 
will  be  kept  open  for  the  whole  period  of  five 
years.' 

Contracts  with  Messrs.  Craig  &  Rightor 
were  accordingly  entered  into  by  the  Bu- 
reau. 

No  officer  or  agent  of  the  War  Department 
conducted  this  work,  or  in  any  way  interfered 
with  or  controlled  it.  The  duty  of  the  officer 
connected  with  this  operation  was  limited  to 
marking  out  the  channel  to  be  deepened,  and 
ascertaining  upon  notice  from  the  contractors, 
if  the  contract  had  been  fulfilled;  that  is,  if 
the  required  depth  had  been  obtained  and 
subsequently  maintained. 

The  contractors  began  by  building  a  jetty 
of  a  single  row  of  pile  planks,  strengthened  at 
intervals  by  piles,  about  one  mile  long,  on  the 
east  side  of  the  Southwest  Pass.  Portions  of 
it  were  carried  away  by  storms,  and  the  con- 
tractors abandoned  the  plan,  convinced  that 
they  could  not,  with  their  means,  effect  the 
desired  result  in  that  way.  With  the  sanction 
of  the  Department  they  then  resorted  to  stir 
ring  up  the  bottom  by  harrows  and  scrapers, 
dredging  with  buckets  in  some  places,  and 
blasting  the  mud  lumps.  It.  was  by  such 
methods  that  they  succeeded  by  June  and 
September,  1858,  in  opening  the  two  channels 
to  a  depth  of  eighteen  feet,  their  contract  hav- 
ing been  modified  in  respect  to  the  depth; 
and,  as  long  as  the  process  of  stirring  up  the 
bottom  was  continued  by  them,  the  channels 
preserved  the  requisite  depth. 

It  may  be  remarked  here  that  these  contrac 
tors  deepened  the  two  channels  to  eighteen 
feet  for  the  sum  of  $250,000,  while  the  New 
Orleans  Tow-boat  Association  proposed  to 
deepen  them  to  eighteen  feet  for  the  sum  of 
$325,000 ;  and  the  other  bidders,  who  pre- 
sented no  evidence  of  ability  to  execute  the 
work,  proposed  to  deepen  them  to  eighteen 
feet  for  the  sum  of  $279,000.  The  War  De- 
partment could  not,  therefore,  have  made  a 
more  advantageous  contract  for  the  G-overn- 
ment  than  that  entered  into  by  it  with  Messrs. 
Craig  &  Rightor. 

But  iu  the  latter  part  of  1858  those  parties 
refused  to  comply  further  with  their  contracts 
to  maintain  the  depth  of  eighteen  feet  in  the 
channels  for  a  period  of  four  and  a  half  years, 
and,  by  their  failure,  the  winter  of  1858-'9 
passed  without  any  work  being  done  upon  the 
bars.  The  War  Department  was  obliged  to 
enter  into  a  new  contract  with  other  contrac- 
tors for  deepening  the  Southwest  Pass;  but 


these  likewise  failed  to  carry  out  their  contract. 
The  War  Department,  in  accordance  with 
law,  opened  the  work  to  competition  as  to  the 
plans  and  methods  to  be  used,  as  well  as  to 
cost,  merely  requiring  that  a  certain  depth 
should  be  obtained  and  maintained.  The 
contractors  were  at  liberty  to  use  anyplau,  any 
process,  any  means  that  they  chose  to  stir  up 
the  bottom.  They  were  at  liberty  to  nse  Mr. 
Ellet's  plan  if  they  thought  fit,  and  probably 
would  have  done  so  had  they  considered  it  the 
most  economical  and  effectual  plan.  Having 
however,  failed  to  secure,  in  that  way,  a  conti- 
nuation of  the  work,  the  Department  was  forc- 
ed to  resort  to  a  contract  for  the  use  of  steam 
dredges  and  appliances,  and  its  officers  are 
now,  for  the  first  time  since  1839,  with  a  rem- 
nant ($70,000)  of  the  appropriation  of  1856, 
conducting  the  operation  of  deepening  the 
channels.  The  plan  used  is  that  of  stirring 
up  the  bottom  of  the  channel  during  the  river 
flood,  and  leaving  the  current  of  the  river  to 
carry  it  seawatd  to  deep  water.  It  is  one  that 
has  been  successfully  tried. 

It  may  be  remarked  that  the  requirement  of 
the  appropriation  act  of  1856,  that  the  work 
must  be  done  by  contract,  has  been  one  source 
of  the  defect  of  continuity  in  the  operation, 
and  the  failure  to  maintain  the  increased 
depth  after  it  was  attained ;  for  the  failure  of 
contractors  to  continue  the  deepening  could 
only  be  ascertained  after  the  shoaling,  arising 
from  neglect,  had  occurred.  Then  new  con- 
tracts had  to  be  entered  into,  and  thus  addi- 
tional time  was  lost  during  the  season  for  suc- 
cessful dredging  ar.d  of  commercial  activity. 
But  no  plan  whatever  will  prove  of  any  prac- 
tical benefit  to  navigation  unless  a  permanent 
fund  be  provided,  untrammeled  by  restric- 
tions as  to  the  mode  of  expenditure,  from 
which  a  sufficient  sum  annually  can  be  relied 
upon  for  the  continuous  prosecution  of  the 
work  after  the  channel  has  once  been  opened. 
This  can  be  effected  by  dredging  wilh  harrows 
or  scrapers  ;  that  is,  tearing  up  the  bottom  of 
the  channel,  and  leaving  the  current  of  the 
river  to  carry  off  the  loosened  material,  oiher 
and  more  powerful  means  being  applied  to  th« 
mud  lumps.  This  plan  is  in  accordance  with 
the  law  under  which  the  bar  is  formed,  as  de- 
monstrated by  experiments,  in  all  conditions 
of  the  river,  made  by  my  direction  under  the 
authority  of  the  Topographical  Bureau. 

Mr.  Ellet's  plan  is  to  force  the  earthy  matter 
from  the  bottom  up  nearly  or  quite  to  the  sur- 
face of  the  water  by  tubes  attached  to  the  bow0 
stern,  and  sides  of  a  steamboat;  for  in  his 
opinion  there  is  at  all  times  a  salt  water  in- 
ward current  over  the  bar;  and  hence  he  con- 
cludes that  if  the  bottom  were  merely  stirred 
up,  the  earthy  matter  would  not  be  carried  up- 
ward, nor  into  deep  water.  I  am  aware  that 
an  inward  current  at  the  bottom  may  be  found 
on  the  bar  of  the  Southwest  Pass  when  the 
Mississippi  is  at  half  flood  at  New  Orleans  and 
a  strong  up-stream  wind  is  blowing,  (its  con- 
dition on  the  only  day,  according  to  Mr.  Ellet's 
remarks  when  he  sought  for  and  found  by  experi- 
ment an  inward  current,)  particularly  if  the  Gulf 
tides  are  at  their  maximum  at  the  same  time; 
respecting  which,  however,  or  the  exact  date 
of  the  experiment,  the  report  of  Mr.  Ellet  doep 
not  afford  information.  But  it  is  proved  by 
numerous  experiments  made  under  my  direc- 
tion that  an  inward  current  at  bottom  on  the 
Southwest  bar  does  not  exist  when  the  river  is 
in  a  state  that  may  be  called  flood,  but  that  a 
rapid  outward  current  at  bottom,  to  deep 
water,  is  at  that  season  always  found.  The 
condition  of  the  river  which  I  have  called 
flood  lasts,  on  an  average,  six  months  of  the 
year.    If  an.  inward  current  at  bottop  on  tb.e 
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bar  existed  in  all  conditions  of  the  river,  it 
would  probably  be  useless  to  attempt  to  deepen 
the  entrances  except  by  dredging  with  buck- 
ets: for  very  little,  aud  only  the  lighter  por- 
tions of  the  earthy  matter  brought  up  to  the 
surface  of  the  water  in  the  manner  proposed 
by  Mr.  Ellet,  would  be  carried  seaward  to  deep 
water  bv  the  surface  current.  The  greater 
portion  would  fall  to  the  bottom  again  before 
reaching  the  deep  water,  and  there,  meeting 
with  the  inward  current,  would  be  carried 
slowiy  back  again. 

It  must  be  borne  in  mind  that  the  channel 
requiring  excavation  in  the  Southwest  Pass 
is,  by  Col.  Long's  map  of  1857,  not  less  than 
a  mile  and  a  half  in  length;  that  the  average 
depth  of  excavation  for  a  channel  eighteen 
feet  deep  is  not  less  than  three  feet;  that, 
although  the  shoalest  part  of  the  bar  is  very 
soft,  to  the  depth  of  one,  in  some  places  two 
feet,  yet  below  that  depth  the  bar  is  tolerably 
stiff;  and  that,  for  a  channel  twenty  feet 
depth,  the  average  depth  of  excavation  is  five 
feet,  more  than  three  feet  of  which  is  in  toler- 
ably stiff  material;  and  the  very  stiff,  tena- 
cious mud  lump  formation  occupies  much  of 
the  channel  way  near  the  outer  crest  of  the 
bar.  Fortunately,  this  inward  current  does 
not  exist  when  the  river  is  at  flood,  nor  does 
it  exist  at  all  times  when  the  river  is  at  half- 
flood  at  New  Orleans,  nor  even  during  the 
period  of  extreme  low  water.  At  these  two 
latter  periods  there  is  sometimes  an  inward 
current  at  bottom  over  the  bar,  and  sometimes 
an  outward  current  at  bottom  over  it,  and 
sometimes  there  is  still  water  upon  it.  The 
cause  of  these  sub-currents  I  shall  not  under- 
take in  this  communication  to  point  out; 
merely  remarking  that  the  eddy  current,  as 
theoretically  described  by  Mr.  Ellet,  is  so  in- 
ferior to  the  forces  in  operation  at  the  ban 
as  to  be  completely  hidden  by  them,  and  that 
it  has  no  controlling  influence  in  the  forma- 
tion of  the  bars. 

The  only  difference  proposed  by  Mr.  Ellet 
and  that  followed  under  the  contracts  with 
the  War  Department  is,  that,  by  the  first 
named  plan,  all  the  earthy  matter  loosened 
must  be  lifted  nearly  or  quite  to  the  surface, 
in  a  depth  of  from  fourteen  to  eighteen  feet 
water.  In  the  second,  which  has  proved  effec- 
tual, it  is  lifted  merely  two  or  three  feet.  The 
quantity  carried  seaward  to  deep  water  would 
not  be  materially  greater  by  Mr.  Ellet' s  plan 
of  working  than  by  that  tried.  The  season  of 
work  is  the  same.  The  principle  involved  in 
the  operation  of  deepening  the  channel  is  the 
same,  whether  this  deepening  be  effected  by 
tearing  up  the  bottom  with  ploughs,  with  har- 
rows, with  scrapers,  or  with  tubes.  A  choice 
among  these  methods  is  determined  by  the 
question  of  economy,  as  to  the  force  applied 
and  the  results  obtained. 

A  word  upon  the  plan  of  deepening  the 
channels  by  the  construction  of  jetties  on  the 
bars,  which,  Mr.  Ellet  states,  is  in  violation 
of  the  law  controlling  the  formation  of  the 
bars. 

The  experiments  made  by  me  demonstrate 
that  this  plan  is  based  upon  correct  princi- 
ples, and  is  in  accordance  with  the  law  under 
which  the  bar*  are  formed.  It  is  probable, 
however,  that  the  plan  of  stirring  up  the  bot- 
tom is  the  more  economical  of  the  two. 

The  plan  of  jetties  has  not  been  tried  at  the 
mouth  of  the  Mississippi  to  a  sufficient  extent 
to  show  whether  it  would  be  effectual  or  not, 
for  the  contractors  merely  built  one  insecure 
jetty,  of  a  single  row  of  pile  planks,  about  a 
mile  long,  on  one  side  of  the  channel,  whereas 
the  Board  of  1852,  recommended  two  jetties 
each  fourteen  and  a  half  feet  wide,  com  no  ed 
of  pile3  two  feet  apart,  one  on  each  side  of  the 


channel,  each  five   miles  long,  if  stirring  up 
the  bottom  and  dredging  should  fail.     It  has 
been  tried,  however,  at  the  principal  mouth  of 
the  Rhone — a  delta  river  like  the  Mississippi — 
and  has  effected  the  desired  increase  of  depth. 
The  plan  was  adopted   by  the  French  Govern- 
ment after  a  full  discussion  of  the  whole  sub- 
ject by  the  engineer  in  charge  of  the  work. 
A.  A.   HUMPHREYS, 
Captain  Corp  Topographical  Engineers. 
Washington,  Feb.  25,  I860. 


VlCKSBURG,  SHREVEPORT  AND  TEXAS  Rail- 
road. — The  Annual  Report  of  the  President, 
Secretary  and  Treasurer  of  the  above  Com- 
pany is  received.  The  amount  expended 
during  the  year  has  been  8188,201,  and  the 
whole  amount  to  date,  $1,117,620. 

The  entire  amount  received  by  the  Company 

from  the  commencement  of  operations  to  date 

has  been: 

From  Subscriptions,  Land  Sales,  etc $1,054,174 

Bonds  paid  and  deliverable 30,482 

Bonds  deliverable  on  demand  and  at  completion 
of  the  road 48,439 

Total 1,219,829 

The  local  indebtedness  of  the  Company  is 
less  by  $15,477  21  than  the  cash  and  cash  as- 
sets on  hand. 

The  means  for  finishing  the  work  are  thus 

stated: 

Available  Individual  Subscription  to  Stock $189,582 

Due  in  Louisiana  State  Bonds,  6  per  cent 422,000 

Cash  from  City  of  Vicksburg 100,000 

Cash  from  the  Parishes 42,276 

Contractor's  Subscription,  to  be  paid  in  work. ...  1,557,575 

First  Mortgage  Bonds,  not  disposed  of 1,921,000 

Four  hundred  thousand  Acres  of  Land,  estimated 

at  $10  per  acre 4,000,000 

Cash  on  hand  less  indebtedness 15.477 

Total 8,247,912 

Ifto  this  be  added,  27  miles  of  road  done 8I0.IKI0 

Work  done  and  Materials  on  hand 450, 0C0 

Right  of  Way,  Depot  Grounds.,  etc 300,U00 

The  Totalis $8,807,912 


The  Supreme  Court  of  Vermont  has 
decided  that  a  railroad  company  is  not  liable 
to  persons  in  its  service  for  an  injury  result- 
ing from  the  negligence  of  a  fellow  servant. 
The  Court  held  that  this  exemption  extended 
to  the  conduct  of  all  the  employees  of  the 
company  who  are  engaged  in  the  common 
business  of  operating  the  road,  in  whatever 
relation  of  subordination  to  each  other. 


The  Bank  Note  Reporter  and  Railroad 
Gazette. — We  have  received  two  numbers  of 
a  new  candidate  for  public  favor  bearing  the 
above  extensive  title.  It  seems  to  be  very  ably 
conducted,  by  Messrs.  Willard  and  McElroy, 
and  is  published  monthly  at  $1  per  annum. 
We  wish  the  gentlemen  success  in  their  new 
enterprise. 


Macon  and  Augusta  Railroad. — The  City 
Council  of  Augusta,  Georgia,  has  adopted  a 
resolution  authorizing  the  Mayor  of  the  city 
to  subscribe  the  sum  of  five  hundred  thousand 
dollars  to  the  Macon  and  Augusta  Railroad, 
under  the  conditions  and  amendments  of  the 
charter  of  the  road  ;  and  also  providing  for  the 
issue  of  bonds,  etc.  This  is  in  accordance 
with  the  vote  of  the  citizens. — Times. 


STATISTICS. 

The  following  Table  gives,  for  t/ie  State  of  Ohio,  iht 

Naturalization,  of  Foreign  Born    Peraong,  for  thQ 

year  ending  July  ],  1S59,  with  t/te  places  of  their 

Nativity : 

England, 

Counties.          Wa'es  .Ire:  Ger"  oth"  Total, 

and  land.    many,  coun-  Auw»'- 

Scotland.  tries. 

Adams 2  7..  9 

Allen 8  9  33  5  55 

Ashland 10  ..12  6  28 

Ashtabula 10  8  5  1  24 

Athens 1  10  5  ..  16 

Auglaize 0  45  2  53 

Belmont 3  24  11  2  40 

Brown 4  38  6  48 

Btltler 2  27  51  15  95 

Carroll 2  6  5  ..  13 

Champaign 2  32  1  ..  35 

Clark 3  58  20  2  83 

Clermont 15  2  8 

Clinton 7  2  ..  9 

Columbiana 61  ..  32  9  102 

Coshocton 16  14  43  42  115 

Crawford 1  12  126  ..  139 

Cuyahoga 37  22  84  1  *984 

Darke 3  19  63  8  93 

Defiance 1  ft  47  1 1  67 

Delaware 2  12  18  ..  32 

F.rie 19  40  158  20  237 

Fairfield.... 18  21  57  10  106 

Fayette 17  1  ..  18 

Franklin 28  61  174  21  284 

Fulton ..  4  9  13 

Gallia 7  ..  8  ..  15 

Geauga 3  2  1  ..  6 

Greene 34  10  ..  44 

Guernsey 4  8  1  1  14 

Hamilton 162  701  2113  202  3178 

Hancock 1  ..  25  3  29 

Hardin 5  4  7  7  23 

Harrison 6  ..  ..  6 

Henry 1  2  24  2  29 

Highland 3  12  1  16 

Hooking ..  5  15  1  21 

Holmes 1  ..  20  8  28 

Huron 30  22  71  10  133 

Jackson 20  28  10  9  73 

Jefferson 7  40  7  54 

Knox 7  20  4  31 

Lake 12  ..  1  ..  13 

Lawrence 21  Si  33  ..  86 

Licking 16  21  14  2  53 

Logan 27  2  2  31 

Lorain 28  11  39  5  83 

Lucas ..  12  ..  3116 

Madison 2  42  7  *.  51 

Mahoning 12  6  24  3  44 

Marion 10  18  48  1  77 

Medina ..  16  1  17 

Meigs 23  ..  16  ..  39 

Mercer ..38  1  37 

Miami 18  38  4  60 

Monroe I  22  10  33 

Montgomery 25  145  382  25  576 

Morgan 1  5  3  ..  9 

Morrow 2  3  9  ..  ]4 

Mufkingum 13  28  35  8  84 

Noble 1  ..  6  ..  7 

Ottowa 5  5  49  1  60 

Paulding 2  3  5  10 

Perry 15  4  2  21 

Pickaway 4  12  12  ..  28 

Pike ..  38  5  43 

Portage 15  12  18  2  47 

Preble 13  11  ..  24 

Putnam ..  27  ..  *  07 

Richland 9  12  49  2  77 

Ross 9  25  89  7  130 

Sandusky 7  7  55  6  75 

Scioto 11  ..  53  19  83 

Seneca 3  10  5  18 

Shelby 4  21)  40  21  85 

Stark ..  ..  ..  57 

Summit 21  11  37  7  79 

Trumbull 23  16  21  1  61 

Tuscarawas 3  ..  32  21  56 

Union 5  12  ..  17 

Vanwert ..  1  ..  1 

Vinton 2  19  11  4  36 

Warren 14  6  1  21 

Washington 25  ..  31  ..  56 

Wayne 3  16  34  37  91 

Williams 6  14  3  23 

Wood 8  ..  21  2  31 

Wyandot 2  4  311  10  52 

Total 798  1681  4720  637  8933 

*  The  classification   by  both  were   not  given   by  those  re- 
turned by  the  United  States  Courts,  hence,  the  aggregate  il 

greater  than  that  obtained   by  summing   up  the  nationa- 
lities. 

Most  of  those  placed  under  the  head  "  other  countries," 
are  Swiss  or  French. 


86?*  The  population  of  Philadelphia  is  now 
estimated  to  be  about  650,000;  an  increase  of 
200  000  in  the  last  ten  vears. 
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BRAMAN&  CO-'S    SEWING   MACHINES. 


The  sewing  machine  haa  become  an  insti- 
tution, and  it  would,  at  this  late  day,  be  per- 
fectly needless  for  us  to  attempt  to  demonstrate 


this  fact ;  but  we  may  be  allowed  to  say  a 
word  in  favor  of  a  cheap,  good  family  sewing 
machine,  such  as  Braman  &  Co.  have  just  in- 


troduced to  the  public.  This  is  one  that  ex- 
actly meets  the  capacity  as  well  as  the  pockets 
of  all. 

Fig.  1  represents  the  machine  as  seen  above 
the  table. 

Fig.  2  shows  the  under  side  of  the  machine, 
as  elevated  upon  the  table  for  the  purpose  of 
adjusting  the  thread  or  the  machinery  under- 
neath it. 


Fig.  3  represents  the  arrangement  of  the  up- 
per needle,  in  connection  with  the  looper  and 
under  needle. 

The  table  for  this  machine  is  similar  to 
those  already  in  use ;  but  the  base,  A,  and 
bracket,  B,  upon  which  the  working  parts  are 
fitted,  are  very  neat  and  adaptable  in  their 
design.  The  base  plate,  A,  is  hinged  upon 
the  table  at  o  o,  and  upon  these  points  or  pivots 


the  machine  turns,  when  raised  to  the  position 
as  shown  in  fig.  2,  and  upon  the  bracket,  B, 
it  is  supported  in  a  very  convenient  position 
for  adjustment. 

Motion  is  given  through  the  wheel,  W,  by 
its  periphery,  which  is  of  soft  rubber,  coming 
in  contact  with  the  rim  of  the  driving-wheel 
underneath  the  table.  The  upper  thread  is 
placed  on  the  table  at  T,  and  carried  through 
the  tension  guide,  at  g,  said  guide  being 
formed  of  two  pieces  of  vulcanized  rubber  and 
compressed  by  a  thumb  screw,  I. 

The  thread  is  then  carried  through  the 
spring,  i,  which  catches  the  "  slack  "  caused 
by  the  return  motion  of  the  needle ;  it  then 
passes  through  a  slot  in  the  upper  end  of  the 
needle  bar  at  n,  where  there  is  a  device  in 
combination  with  the  spring,/]  for  holding  it 
firmly  while  the  loop  is  being  formed  around 
the  lower  thread. 

This  device  is  considered  necessary  in  order 
that  no  mis-stitching  may  occur,  even  in  very 
rapid  motion  of  the  machine.  The  upper 
thread  being  passed  through  the  eye  of  the 
upper  needle,  is  then  carried  by  the  depression 
of  the  needle  bar  down  through  plate  A,  and 
is  caught  upon  the  looper  hook,  6,  as  seen  in 
figs.  2  and  3.  This  forms  a  loop  through 
which  the  under  thread  is  carried  from  the 
spool  at  10,  through  the  tension  spring,  12,  by 
a  needle  at  4,  which  is  adjusted  upon  an 
oscillating  lever,  3,  which  receives  its  motion 
from  a  crank  or  eccentric,  at  2.  The  stitch  is 
very  similar  to  that  of  some  of  the  best  ma- 
chines now  in  the  market;  but  as  all  the  parts 
are  very  easily  constructed,  the  machine  can 
be  furnished  in  fine  style  at  very  greatly  re- 
duced prices. 

Some  of  the  principal  points  of  excellence 
claimed  for  this  machine  over  others  are: 

1st.  It  dispenses  with  the  use  of  a  band  for 
driving  the  machine — the  motion  being  ob- 
tained by  means  of  a  friction  wheel  resting 
lightly  upon  the  surface  of  the  driving  wheel. 
None  other  possesses  this  valuable  feature. 

2d.  The  works  are  so  perfectly  arranged 
that  the  machine  can  be  run  backwards  or 
forwards  with  the  same  facility;  it  can  always 
be  started  with  the  foot  alone,  and  always  sure 
to  be  right.  No  other  machines  ever  made 
can  be  run  both  ways  without  endangering 
the  works. 

3d.  The  machine  attached  to  the  table  by 
means  of  hinges  at  its  back,  so  that  it  can  be 
easily  raised,  and  the  whole  under  works  seen 
at  a  glance.     This  is  a  very  important  point. 

4th.  The  perfection  of  the  machine  is  seen 
in  the  fact  that  the  work  is  as  perfect  when 
done  at  the  rate  of  1500  stitches  per  minute 
as  at  100. 

5th.  The  needle  and  needle  bar  both  being 
perfectly  straight  and  working  perpendicular- 
ly, all  springing  and  variation,  which  is  a  great 
objection  to  all  machines  working  With  a 
crooked  needle,  is  avoided,  enabling  it  to  work 
through  very  heavy  goods  without  trouble  or 
danger  of  breaking  needles.  -    ■  ■  ■ ' 
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Gth.  Both  the  upper  and  under  threads  are 
used  directly  from  the  original  spool,  thus  do- 
ing away  with  the  trouble  of  re-winding, 
against  which  so  many  complaints  are  made. 
■  7th.  la  simplicity  of  construction  and  ac- 
tion. 

Sth.   In  the  quality  and  amount   of  work 
which  it  will  do  in  a  given  time. 

9th.  In  the  ease  with  whieh  one  can  learn 
to  use  it. 


GALENA  &  CHICAGO  UNION  E.  R. 


The  amount  charged  to  construction  account. 

to  January  1. 1859,  was $9,339,390  10 

Darin?  the  past  year  there  has  been  expended 
for  the  c  mstruction  of  a  track  from  our  de- 
pot at  Pnlton  t  >  connect  with  the  bridge  of 
fte  C  1. 1  >'•  Co  15.103  61 


Makin*  the  total  amount  charged  to  construe 

Uon  account  to  January  1,  VVO 49,334,513  75 

Miles. 

The  present  length  of  the  road,  inrludlng  Fultou  ex- 
tension, is.. 2614; 

Double  track. 3" 

Sidings  and  gravel  pit  tracks 44 

Total  length  of  track 3%5'i 

Thirteen  shares  have  during  the  past  year 
been  added  to  the  capital  stock  by  the  con- 
version of  $1,300  of  outstanding  scrip. 

The  Capital  of  the  Company  now  consists  of 
60.277  shares .86,027,700  (!0 

The  Funded 'Debt  at  the  date  of  the  last  An- 
nual Report  was 3,783,015  28 

There  has  been  purchased  and  can- 
celed on  account  of  the  Sinking 
Fund  of  the  Second  Mortgage 
Bonds 8109,000  00 

Paid    on    account   of    Litchfield 

Bonds 40.815  28 

149.815  28 


Making  the  amount  of  present  Funded  Debt. .33,633,200  00 
This  is  composed  of— 

First  Mortgage  Bonds,  due  Feb.  1,  ]S62 $260,100  0" 

•'         "    Aug.  1.  1862 160,000  I'll 

"  "  "         "     Feb    1,   1-63 0l),lillll  110 

■  "  "        "     Aug.  1,  1863 1,511,110111,0 

SI  993.111  ill  111' 

Second  Mortgage  Bonds,  due  May  1,  1875 1,629.0110  00 

LilJhfl-ld  Bonds,  due  on  final  settlement  of 
fit  Charles  Air  Line  purchase 11,2110  00 


Total (3X33,20(1  00 

The  gross  earnings  for  the  year  ending  De- 
cern^ 31,  1*59,  *ere 31,359,441  03 

The  expenses  for  the  same  time  as  charged 

(excluding  construction  account^,  were....       823.021  49 


Interest  on  Bonds 258,790  54 

Cost  of  $109.00  i  Second  Mortgage 
Bonds  for  Sinking  Fund 98.862  00 


3546,419  54 


357.652  54 

$188,767  HO 
Add  surpl as  January  1,  1859 I9S.036  44 

33J7.403  44 

The  dividend  paid  in  Feb.,  1859, 

was 120.528  00 

Amount  charged  for  Improve- 
ments          8,333  112 

lVoss  in  settlement  with  Fox  River 
H.B.Co 7.850  HO 


136.716  02 

Net  Surplus  January  1,  1860 8250,687  42 

The  whule  amount  of  Second  Mortgage  Bond* 
Dow  parch  .sed  from  current  revenues  and 
canceled  on  account  of  sinking  Fund  is....  $371,000  00 

After  deducting  from  the  amount  charged 
to  operating  expenses  the  sum  of  820,450,  not 
properly  chargeaole  to  the  expenses  of  the 
year,  as  noted  in  table  F,  the  ratio  of  expens- 
es to  earnings  have  been  about  58  6-10  per 
cent. 

In  some  important  items  in  the  expense  ac- 
count, it  will  be  observed  that  a  large  saving 
has  been  effected,  particularly  those  of  "Fuel 
and  Water,"  and  '■  Oil  and  Waste."  These 
items,  it  is  believed,  are  capable  of  still  fur- 
ther redaction.  The  item  ot  "Track  Repairs" 
few  beeu  cooekierably  increased    This  has 


been  caused  by  a  general  adjustment  of  the 
track,  and  the  addition  of  a  large  amount  of 
ballast.  The  structures  have  also  been  im- 
proved by  the  building  of  several  permanent 
ones  in  place  of  those  of  temporary  trestle 
work,  as  shown  by  the  Engineer's  Report. 
The  rolling  stock  has  been  maintained  in  good 
working  condition  and  somewhat  improved. 

The  entire  road  and  equipment  may  safely 
be  pronounced  as  in  a  better  average  condi- 
tion than  at  the  commencemeet  of  the  year. 

In  a  period  of  depression,  like  the  present, 
when  the  business  done  upon  the  road  is  so 
much  less  than  the  average  amount  for  which 
provision  was  made  in  more  prosperous  times, 
the  ratio  of  expenses  to  earnings  must  neces- 
sarily be  large,  as  there  are  certain  expenses 
that  can  not  materially  be  reduced.  It  is, 
nevertheless,  confidently  anticipated  that  when 
the  measures  of  economy  now  adopted  shall 
have  full  time  to  operate,  the  present  ratio 
can  be  very  considerably  diminished,  and, 
when  business  revives,  very  largely  so,  as  it 
is  quite  obvious  that  with  our  present  ar- 
rangements a  much  greater  amount  of  busi- 
ness could  be  done,  without  any  corresponding 
increase  of  operating  expenses. 

The  falling  off  in  our  earnings  for  the  year, 
compared  with  that  of  1858,  was  entirely  in 
the  first  part  of  the  year.  After  the  crop  of 
1859  began  to  go  forward,  our  business  show- 
ed a  handsome  gain  over  the  corresponding 
period  of  the  previous  year.  The  corn  crop, 
however,  of  the  present  year  on  the  line  of  our 
road,  was  very  seriously  injured  by  frosts  and 
drouth,  and  has  proved  to  be  much  inferior  to 
that  in  the  more  southern  portions  of  the 
State.  Hence,  the  business  of  our  road  will, 
for  some  time  to  come,  compare  unfavorably 
with  that  of  the  roads  situated  south  of  us,  as 
it  is  well  known  that  the  transportation  of  this 
important  staple  and  its  products  constitute  a 
large  portion  of  the  business  of  the  railroads 
of  this  State. 

The  finances  of  the  Company  are  in  an  un- 
embarrassed and  satisfactory  condition.  Be- 
ing without  floating  debt,  our  bonded  debt  has 
been  reduced  during  the  year  about  $150,000. 
This  process  of  diminution  is  regularly  pro- 
gressing under  the  operation  of  the  Second 
Mortgage  Sinking  Fund.  By  extending  the 
Bonds  secured  by  the  First  Mortgage,  which 
become  due  in  from  two  to  three  and  a  half 
years,  and  providing  a  moderate  Sinking 
Fund,  the  whole  debt  of  the  Company  can  be 
extinguished  in  a  reasonable  time,  without  any 
undue  pressure  upon  its  finances.  The  con- 
tinued payment  of  an  amount  per  annum 
equal  to  that  paid  during  the  past  year  for  in- 
terest and  Sinking  Fund  purpose,  would  ex- 
tinguish the  whole  debt  of  the  Company  in 
about  sixteen  years.  By  extending  the  First 
Mortgage  Bonds  for  a  period  of  twenty  or 
twenty-five  years,  this  annual  contribution 
could  be  largely  diminished.  If  undertaken 
in  time,  this  arrangement  ought  to  be  easily 
effected  where  the  security  is  so  ample. 

Since  our  last  report,  the  Chicago,  Iowa  and 
Nebraska  Railroad  has  been  extended  to  Ce- 
dar Rapids,  eighty-two  miles  from  the  Missis- 
sippi, and  the  business  contributed  by  it  to 
your  road  has  been  largely  increased. 

In  pursuance  of  the  policy  announced  by 
the  Directors  of  that  Company  previous  to  our 
last  Annual  Report,  they  have  constructed  a 
bridge  over  the  east  channel  of  the  Mississippi 
river,  between  the  Illinois  shore  and  Little 
Rock  Island.  Should  it  be  decided  not  to  ex- 
tend the  bridge  across  the  other  channel  at 
present,  it  is  designed,  as  soon  as  proper  ar- 
rangements can  be  effected,  to  pass  loaded 
cars,  by  means  of  a  steam  ferry  boat  adapted 


to  the  purpose,  between  the  Island  and  the 
Iowa  shore,  thus  enabling  an  intercourse  of 
freight  aud  passengers  to  be  made  between 
the  two  roads  without  a  change  of  cars. 

While  there  was  a  reasonable  prospect  that 
the  Lyons  Iowa  Central,  as  well  as  the  Chica- 
go, Iowa  and  Nebraska  Road,  would  be  ex- 
tended westward  from  points  on  the  Missis- 
sippi nearly  opposite  the  terminus  of  our  Dix- 
on Air  Line,  the  policy  pursued  by  us  toward 
those  two  companies  was  a  neutral  one,  and 
an  effort  was  made  to  have  a  bridge  across  the 
river,  so  located  as  to  accommodate  both  ;  but 
as  recent  events  have  greatly  deminished  the 
probability  of  the  Iowa  Central  being  con- 
structed within  a  reasonable  time,  and  eighty- 
two  miles  of  the  Chicago,  Iowa  and  Nebraska 
Road  having  been  completed  and  put  in  oper- 
ation, and  a  bridge  over  one  of  the  channels  of 
the  Mississippi  having  been  completed  by 
that  Company,  it  became  clearly  the  policy  of 
this  Company  to  form  close  business  relations 
with  them. 

In  pursuance  of  this  policy  the  Company 
has  extended  a  track  from  our  terminus  at 
Fulton  to  the  end  of  the  bridge  of  the  Chicago, 
Iowa  and  Nebraska  Company,  a  distance  of 
one  and  three  quarter  miles,  at  a  cost,  when 
completed,  of  about  $20,000;  and  it  is  expect- 
ed that  such  arrangements  will  soon  be  made 
as  to  form  a  through  line  from  Chicago  to  Ce- 
dar Rapids,  without  a  change  of  cars. 

A  new  Company  has  been  formed,  called 
the  Cedar  Rapids  and  Missouri  River  Railroad 
Company,  for  the  purpose  of  constructing  a 
road  from  Cedar  Rapids  (the  present  terminus 
of  the  Chicago,  Iowa  and  Nebraska  Railroad.) 
to  the  Missouri  rive,  near  the  42d  parallel  of 
latitude.  This  Company  is  an  applicant  be- 
fore the  Legislature  of  Iowa  for  the  grant  of 
lands  heretofore  made  to  the  Iowa  Central  Air 
Line  Company,  in  the  event  of  the  grant  being 
resumed  by  the  State. 

Should  the  former  Company  be  successful 
in  their  supplication,  and  be  sustained  by  this 
and  the  Chicago,  Iowa  and  Nebraska  Compa- 
ny, as  the  interests  of  both  would  seem  to  dic- 
tate, the  prospects  of  its  early  completion  to 
the  Missouri  River  would  seem  to  be  more 
flattering  than  that  of  any  of  the  other  roads 
extending  across  the  State  of  Iowa.  A  glance 
at  the  map  will  show  that  such  a  line  of  roads 
extending  from  the  Great  Lakes  to  the  Mis- 
souri would  occupy  a  most  central  and  com- 
manding position,  aud  might  reasonably  be 
expected,  at  no  distant  day,  to  form  a  link  in 
a  great  chain  of  roads  across  the  continent  to 
the  Pacific. 

It  is  expected  that  the  Sterling  and  Rock 
Island  Railroad  will  be  opened  for  traffic  by 
the  1st  of  August  next.  This  road  extends 
from  a  point  on  the  Air  Line  of  this  Company, 
near  the  city  of  Sterling,  to  the  city  of  Rock 
Island,  and  in  connection  with  our  road  con- 
stitutes a  line  between  Chicago  and  Kock 
Island  eighteen  miles  shorter  than  any  other. 
This  line  of  road,  fifty  miles  in  length,  passes 
in  the  valley  of  Rock  river  through  one  of  the 
finest  and  most  populous  agricultural  and  ma- 
nufacturing portions  of  Illinois,  and  can  not 
fail  to  become  an  important  feeder  to  our 
road  ;  as  by  this  new  connection  we  shall  ob- 
tain direct  access  to  the  coal  mines  situated 
nine  miles  above  Rock  Island,  the  advantages 
to  our  road  in  thus  obtaining  an  abundant 
and  cheap  supply  of  fuel,  as  well  as  an  im- 
portant article  for  transport,  can  hardly  be 
Overestimated. 

A  contract  securing  a  perpetual  connec- 
tion has  been  entered  into  between  the  two 
Companies. 

The  Fox  River  Valley  Railroad  Company 
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has  been  reorganized  under  the  Elgin  and 
State  Line  Railroad  Company,  and  is  controll- 
ed by  this  Company  under  a  new  contract,  en- 
tered into  on  11th  November,  1858,  the  main 
features  of  which  are,  that  the  road  and  roll- 
ing stock  are  placed  in  the  hands  of  this  Com- 
pany, to  be  operated  for  five  years,  and  the 
net  profits,  if  any,  to  be  paid  over  to  that  Com- 
pany, more  than  one-fifth  of  the  stock  of  which 
is  owned  by  this  Company.  This  arrangement 
is  chiefly  valuable  as  furnishing  an  important 
feeder  to  our  main  line 

Within  the  past  year,  the  Racine  and  Mis- 
sissippi Road  has  been  extended  to  Freeport, 
and  the  Kenosha  and  Roekford  Road  to  Rock- 
ford.  These  roads,  in  connection  with  the 
Chicago  and  Northwestern,  form  competing 
lines  with  ours  between  the  above  places  and 
Chicago.  The  business  diverted  from  our 
road  by  these  lines,  we  anticipate,  will  be  more 
than  counterbalanced  by  the  increased  busi- 
ness we  shall  receive  by  the  extension  of  the 
Chicago,  Iowa  and  Nebraska,  and  the  opening 
of  the  Sterling  and  Rock  Island  Roads.  Tem- 
porarily, however,  our  receipts  are  diminished 
by  the  opening  of  these  new  lines. 
Respectfully  submitted, 

W.  L.  Newberry,  President 


THE  TIMBER  TRADE. 

The  last  remnant  of  protection  which  Can- 
ada enjoyed  in  the  British  Market,  in  com- 
mon with  other  colonies,  is  about  to  be  taken 
away.  Colonial  timber  which  was  hitherto 
admitted  into  Great  Britain  at  lower  duties 
than  foreign,  is  to  be  placed  upon  the  same 
footing;  and  the  same  principle  is  to  be  car- 
ried out  with  butter  and  other  articles. 

This  result  has  been  long  anticipated,  and 
although  it  may  injuriously  aifect  Canadian 
interests  for  a  while,  we  can  not  feel  surprised 
that  England  in  her  insane  passion  for  invit- 
ing foreign  competition  should  refuse  to  con- 
tinue for  us  advantages  in  her  markets,  which 
she  has  voluntarily  renounced  in  ours. 

It  is  understood  that  the  duties  on  foreign 
timber  will  be  equalized  with  those  now  pay- 
able on  Canadian  woods ;  the  effect  of  which 
will  be  seen  by  the  following: 
Statement  of  Duty  now  payable  on  Foreign  and  Colo- 
nial   Wood   Good*. 

Foreign, 

Timber  per  load  of  50  feet 7s 

Deals,  Battens,  Boards,  etc.,  per  load. .   10s 

Staves 9s 

Handspikes 6s 

Do.         exceeding  7  feet  long,  per 

121) 12s 

Knees  under  5  in.  square,  per  120 3s 

Knees  exceeding  5  in.  square,  and  un 

derSper  120 12a 

Lathwood — per  fathom 12s 

Oars— per  120 4os 

Spars  or  poles  under  22  feet  long  4  in. 

diameter,  per  12U 6s    Od 

Spars  or  poles  22  ft.  long  and  upwards, 

and   under  4   inches  diameter,    per 

120 12s    Ud 

Spars  or  poles  of  all   lengths,  4  inches 

and   under  G    inches   diameter,   per 

120   24s 

Bpokes  for  wheels,  not  exceeding  2  feet 

in  length  per  W00 24s 

8pokes  for  wheels,  exceeding  2  feet  in 

lenifth,  per  IUI'0 24s 

Dressed  Lumber,  2d  per  cubic  foot  and 

per  £1.000  value £10 

The  duties  to  be  abolished  altogether  are,  on — 

Butler 4s    (Id 

Cheese 2s"  6d 


Colonial. 
Od 
lid 
Od 
6d 

Od 

3d 

Ocl 
Od 
9d 

Ob     6,1 


la    Od 


6d 

Is 

Od 

2s 

Od 

2s 

Od 

0s 

04 

In 

Od 

Os 

Od 

Is 

0d 

Is 

Od 

3s 

Od 

2s 

Od 

Od 

2s 

0d 

Od 

2s 

0d 

£5 


We  shall  loose,  then,  on  timber  a  protec- 
tion equal  to  fully  20  per  cent,  on  the  bulk  of 
our  exportatious,  white  Pine,  and  something 
over  3  cents  per  foot  on  all  square  timber, 
eight  shillings  per  load  on  sawn  and  split 
stuff,  and  eleven  shillings  per  fathom  on  lath- 
wood. 

.The  price  of  tlio  best  quality  of  white  pine, 


such  as  is  used  for  finishing,  will  not  be  af- 
fected by  taking  away  the  differential  duty, 
but  that  of  inferior  quality  which  hitherto  com- 
peted with  difficulty  with  Baltic  timber,  will 
be  seriously  impaired.  There  has  been  a 
close  competition  between  Canadian  red  and 
Baltic  yellow  pine,  and  the  former  barely 
held  its  own  with  the  differential  duty ;  the 
prospect,  therefore,  for  the  future  is  a  poor 
one. 

The  Canadian  lumber  trade  has  neither 
been  profitable  nor  healthy  for  years  past, 
and  we  fear  it  is  little  prepared  to  compete  on 
equal  terms  in  the  British  market  with  the 
lumbermen  of  the  north  of  Europe.  To  do  so 
with  any  prospect  of  success,  the  quantity 
manufactured  for  the  British  market  should 
be  reduced,  and  the  quality  improved;  we 
must  now  compete  with  ourselves  by  over- 
stocking the  market;  and  in  common  beam 
and  joist  stuff  it  is  useless  to  attempt  to  com- 
pete with  the  North  of  Europe. 

So  great  a  change  ought  not  to  have  been 
undertaken  by  the  British  Government  with- 
out some  warning;  had  it  been  known  here 
last  fall  that  the  differential  duties  were  to 
cease  this  year,  a  great  deal  of  timber  now 
made  would  not  have  been  touched,  and  it 
can  not  now  be  shipped  without  a  certain 
loss. 

It  is  to  be  feared  that  the  immediate  results 
to  this  important  branch  of  Canadian  in- 
dustry will  be  a  very  disastrous,  but  it  is 
satisfactory  to  know  that  the  American  mar 
ket  has  been  gradually  becoming  of  greater 
importance,  and  the  extension  in  that  direc- 
tion is  likely  in  a  few  years  to  counter- 
balance any  deficiency  of  shipments  in  the 
other. 

What  we  regret  more  than  the  loss  of  profit, 
and  the  disturbance  of  trade,  is  the  casting 
off  of  another  of  those  ties  of  interest  which 
bound  this  country  to  the  mother  country,  and 
the  consequent  gradual  estrangement  of  the 
two  peoples.  We  shall  not  long  be  in  all 
material  interests  foreigners  to  each  other, 
before  we  shall  become  so  in  fact. — Montreal 
Advertiser. 


ANNUAL  REPORT  OE  THE  DIREC- 
TORS OF  THE  COVINGTON  AND 
CINCINNATI  BRIDGE  CO. 

Gentlemen: — In  common  with  other  stock- 
holders we  deeply  regret  that  a  successful  pro- 
gress of  the  work  on  the  Bridge  can  not  be  re- 
ported. Material  and  labor  require  money, 
and  our  efforts  the  past  season  to  secure  that 
essential,  have  met  with  poor  success. 

Early  in  1859  proposals  were  issued  by  us 
for  subscription  in  preferred  stock  or  bridge 
bonds  to  the  amount  of  $500,000,  conditioned 
that  if  the  full  amount  was  not  subscribed 
within  twelve  months  the  subscription  was  not 
to  be  binding.  At  first  the  prospect  was  en- 
couraging, in  fact  the  object  was  thought  to 
have  been  secured.  But  the  sale  of  the  Cov- 
ington and  Lexington  Railroad,  and  the  un- 
fortunate non-aotion  by  the  authorities  of  the 
City  of  Covington,  by  which  the  September 
coupons  were  unpaid,  caused  a  reaction  in  the 
minds  of  capitalists  unfavorable  to  subscription 
for  either  stock  or  bonds. 

This  failure  would  have  been  under  any  cir- 
cumstances unfortunate,  but  under  the  pecu- 
liar circumstances  by  which  we  were  then  sur- 
rounded was  most  disastrous,  but  we  are  grat- 
ified to  believe  that  in  the  future  we  shall  be 
secure  from  a  recurrence  of  any  such  act  of 
discredit  on  the  part  of  the  city  of  Covington, 
her  resources  being  ample  to  pay  all  her  lia- 
iblities,  and  that  no  delay  will  occur  in  repair- 


ing the  damages  the  City's  failure  to  pay  the 
interest  has  caused  this  most  important  enter- 
prise. Still  notwithstanding  the  discredit  to 
which  the  Covington  and  Cincinnati  Bridge 
stock,  in  common  with  others  is  now  subject, 
we  feel  confident  that  its  real  merits  will  ap- 
pear and  cause  it  to  be  sought  for  on  account 
of  its  intrinsic  value  as  a  safe  and  profitable 
investment.  A  favorable  move  on  the  part  of 
the  City  Council  of  Covington  at  this  time 
would  especially  aid  in  bringing  this  stock  into 
notice. 

The  advantages  of  an  unrestrained  commu- 
nication which  a  bridge  will  open  between 
Covington  and  Cincinnati  are  not  of  a  ques- 
tionable character ;  social  and  business  inter- 
course will  be  promoted,  without  detriment  to 
either.  The  idea  that  the  facility  of  a  bridge 
communication  will  operate  to  the  disadvan- 
tage of  either  Covington  or  Cincinnati  is  too 
preposterous  to  be  entertained  by  a  reflecting 
mind.  As  well  might  it  be  thought  that  im- 
provements in  the  suburbs  of  a  city  would  be 
injurious.  Extending  facilities  of  communi- 
cation or  of  business  improvement  necessarily 
benefits  some  particular  location  or  individual 
more  than  others,  but  such  benefits  can  not  be 
monopolized.  The  facility  of  a  bridge  commu- 
nication must  promote  the  interest  of  both 
cities.  This  reciprocal  interest  will  insure 
permanence  of  profit  to  the  bridge  stock  by 
inducing  an  intercourse  betweenthe  two  cities, 
that  will  cause  the  bridge  avenue  to  be  a 
crowded  thoroughfare,  producing  at  a  mere 
nominal  toll,  dividends  to  the  full  amount 
(15  per  cent.)  that  the  charter  permits.  Then 
the  compactness  and  small  expense  of  its  op- 
erations, the  few  agents  required  to  manage 
its  affairs,  at  all  times  subject  to  a  rigorous 
supervision,  makes  the  investment  equal  to 
the  most  favorable  real  estate,  both  as  to 
safety  and  income.  Such  stock  can  not 
remain  in  the  market  without  attracting 
the  attention  of  persons  seeking  invest- 
ment. 

The  most  difficult  portion  of  the  Bridge  has 
been  completed  with  much  economy.  The 
continual  drought  in  the  fall  of  1856  was  very 
favovable  for  excavating  to  a  satisfactory 
depth  for  the  foundation  of  the  towers,  at  a 
comparatively  small  cost.  Although  the  sus- 
pension of  the  work  has  not  been  of  any  dis- 
advantage— the  foundation  and  mason  y  be- 
coming more  firmly  settled  and  set  —  the 
amount  of  capital  laying  idle  very  naturally 
causes  the  stockholders  to  desire  a  recom- 
mencement of  the  work;  which  should  be  done 
at  as  early  a  day  as  practicable.  But  as  a 
matter  of  prudence  the  work  should  not  be  re- 
sumed until  an  amount  of  funds  are  secured 
that  will  secure  the  completion  of  the  struc- 
ture, as  the  expense  and  waste  in  removing  and 
replacing  the  machinery  is  too  great  to  be 
often  repeated. 

The  mason  work  on  the  towers  is  now  at  a 
hight  that  no  ordinary  rise  in  the  river  will 
cause  the  work  to  be  suspended  ;  so  that  when 
funds  are  obtained,  the  work  on  all  portions  of 
the  structure  should  be  urged  forward  to  com- 
pletion, with  all  possible  dispatch  compatible 
with  due  regard  to  economy  and  thoroughness. 
To  go  on  with  this  work  in  advance  of  the  ne- 
cessary means  would  endanger  a  sacrifice  of 
all  that  has  been  so  judiciously  invested.  By 
keeping  within  the  means  at  command,,  as 
has  thus  far  been  done,  the  Company  can  wait 
a  more  favorable  state  of  the  stock  market 
without  serious  injury. 

By  the  accompanying  statement  it  will  be 
seen  that  there  is  now  due  the  Company  on 
stock  subscriptions,  including  thirteen  City  of 
Covington  Roods,  $153,436;  of  that  sum  $50,- 
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000  is  payable  in  material  and  work.  Of  the 
amount  now  due  there  probably  will  be  some 
§10  or  $12,000  that  can  not  be  collected;  if 
that  amount  should  prove  bad,  it  will  be  but 
a  small  per  centage  on  the  subscription  of 
$41 3,300. 

Most  of  those  in  arrear  on  their  subscription 
are  endeavoring  to  make  arrangements  to  pay 
it  oft'.  Others,  whose  motives  we  can  not  ap- 
preciate, who  are  abundantly  able,  withhold 
payment,  compelling  a  resort  to  the  tedious 
and  expensive  delay  of  the  law,  subjecting 
individuals  to  whom  the  money  is  due  for 
material  and  labor  to  great  inconvenience, 
and  the  Directors  to  unnecessary  annoy- 
ance. 

The  liabilities  of  the  Company  are  payable 
during  the  years  I860,  1861,  and  1862,  and 
amount  to  $47,000.  The  Wharf  property  is 
on  a  perpetual  lease  at  $3,200  per  annum,  sub- 
ject to  purchase  at  Lhe  pleasure  of  the  Com- 
panv  at  $40,000.  By  making  this  a  freehold, 
the  amount  indebtedness  would  be  about  $87,- 
000.  The  amount  now  due  the  Company  be- 
ing $153,000,  they  could  pay  all  indebtedness 
and  have  what  would  be  cousidered  a  collec- 
table balance  of  at  least  $50,000,  so  that  in 
any  event  the  Company  can  abide  its  tims 
without  submitting  or  being  driven  to  extreme 
measures. 

Respectfully  submitted  in  behalf  of  the 
Directors. 

(Signed.)     Mii.es  Greenwood,  Pres't. 


STATEMENT     OF     THE     AFFAIRS      OF     COVINGTON 
AND    CINCINNATI    BRIDGE    CONPANY. 

Capital  Stock : S413.300  00 

The  amount  paid  in  cash,  material 
and  work  on  Stock  Subscrip- 
tion  8259.863  03 

Balance  now  due  payable  in  cash..      61,633  56 
Dne  payable  in  material  and  labor..      50,191  20 

13  Covington  City  Bonds 13,0011  00 

Duefrom  the  City  of  Covington....      £8,612  25 

413,300  00 

RECEIPTS. 
Cash  received  on  accounl  of  stock,  for  interest, 

Rents.  Old  Engine,  Building, etc $237,941   04 

I  n  material  and  ialwr 30,26 1  37 

13  City  Bonds  13,000  00 

281,202  41 

DISBURSEMENTS. 

Tor  material  and  labor $244,978  70 

Torexpeuses 15,423  86 

Tor  interest  and  rent 14,885  80 

Tor  machinery  and  tools 9,891  04 

For  Real  Estate 23,965  00 

9309,144  40 
Deduct  the   amount   doe,  mostly   payable   in 
Stock  and  Bridge  Bonds 27,911  99 

S281.2U2  41 
RECAPITULATION. 

Due  the  Company,  on   Stock  subscription,  as 

above 8153,430  97 

The  Companv  owe  on  Heal  Estate, 

payable  in  I860,  '01,  and  '62.....  815,215  00 

Ground  Kent  for  I860 3,200  00 

To  individuals  payable  in  Stock  and 

Brid-eBonds 19,026  49 

To  individuals  payable  in  1800 5,314  75 

To  unadjusted  balance  and  interest, 

say 3,500  00 

JIG  850  21 
Balance  in  favor  of  the  Company. ..    11*5,581)  73 

8153,430  97 
H.  HIX.MAN,  Secretary. 
Covington,  February,  18'j0. 


The  Grand  Trunk  and  the  Steamers. — 
The  Prescott  papers  announce  that  the  Grand 
Trnnk  Railway  Company  have  chartered  the 
"Royal  Mail  Line"  of  steamers  to  run  between 
Prescott  and  Montreal  during  the  coming 
summer;  and  the  steamers  forming  the  Ame- 
rican line  to  ran  between  Prescott  and  Hamil- 
ton. Jn  addition  to  these  steamers,  it  is  said 
the  Jenny  LiwJ.  has  also  been  secured. 


INFLUENCE  OF  RAILROADS. 

We  have  frequently  referred  to  the  influence 
of  Railroads  in  increasing  the  value  of  prop- 
erty. We  have  before  us  the  Comptroller's  Re- 
ports for  years  1856  to  1859,  inclusive,  from 
which  we  have  made  up  the  following  tables, 
showing  the  increase  in  the  taxable  value  of 
property  in  the  four  counties  in  which  rail- 
roads have  been  in  operation,  and  comparing 
this  increase  with  the  average  increase  in  the 
State,  as,  also,  the  increase  of  four  other 
counties  similarly  situated  as  to  geography 
and  soil,  but  which  the  railroads  have  not 
reached.  We  take  first,  Austin  county,  one 
of  the  oldest  in  the  State,  and  lying  convenient 
to  market.  It  is  to  be  observed  that  the  rail 
road  reached  this  county  in  1858  : 

Increase  from  1S56  to  1857 $40,n90 

"  "     ]857tol858 458,723 

"  '•     1858tolS59 429,175 

Entire  taxable  property  in  1857 2.889,033 

"  "  "  1859 3,777,531 

Fer  cent .  of  increase  in  two  years 30 

Brazoria  is  another  old  county,  and  in  1856, 
the  wealthiest  in  proportion  to  its  population 
of  any  in  Texas,  if  not  in  the  United  States, 
its  tax  list  averaging  over  $13,000  to  each 
voter.  The  railroad  did  not  strike  the  county 
till  1859,  and  is  yet  constructed  but  half  way 
through  it.  . 

Increase  from  1856  to  1850 $290,593 

"  ••     1857  to  1858 50,335 

"  "     1858  to  1859 737,429 

Brazoria  has  but  just  begun  to  feel  the  in- 
fluence of  railroads. 

Fort  Bend  had  a  railroad  in  1856,  but  its 
influence  was  not  fully  felt  till  1857. 

Increase  from  1850  to  1857 81 38,130 

"  "     !857tol85S 833,800 

"  "     1858  to  1859 416,524 

"  "     1857  to  1859 4Ipercent. 

Harris  county  is  the  center  of  these  rail- 
roads. The  entire  taxable  property  in  the 
county  in  1856  was  $2,392,646. 

Increase  from  18511  to  1857 81,044,41 4 

"  "     )957tol808 3-6,000 

"  "     1858  to  1859 746,088 

"  "     185«  to  1859 over  86  per  cent 

It  is  to  be  borne  in  mind  that  these  are  all 
the  oldest  counties  in  the  State,  and  that  with- 
out the  influence  of  railroads  the  increase  in 
value  in  property  would  have  been  below  the 
average  in  the  State  at  large.  The  increase 
per  centum  from  1856  to  1857  in  the  whole 
State  was  13;  from  1857  to  1858  it  was  5.V, 
and  from  1858  to  1859  it  was  11.  Of  the 
above  connties  Fort  Bend  and  Harris  are  re- 
ally the  only  two  that  have  begun  to  feel  the 
influence  of  railroads.  It  is  furthermore  to 
be  observed  that  the  tax  list  does  not  show 
more  than  two-thirds  the  real  value  of  prop- 
erty, and  probably  not  one-half  the  increase 
of  value,  and  a  fairer  estimate  than  the 
above  would  allow  for  this  defect  in  the  calcu- 
lation. 

Let  us  now  take  four  other  counties,  situat 
ed  equally  as  well.  Liberty  county,  tor  in- 
stance, has  constant  steamboat  navigation, 
and  has  an  abundance  of  rich  lands.  In  1858, 
part  of  this  county  was  taken  to  form  Cham- 
bers and  Hardin  counties,  so  that  wo  can  make 
no  comparison  for  1859. 

Increase  from  1850  to  1857 8100,230 

"  "     1857  to  1858 57,048 

"  "     1858  to  1858 20percent. 

Houston  county  is  a  tolerably  prosperous 
county.  The  showing  for  Houston  for  three 
years  is  as  follows: 

iDcrcasefrom  1850  to  1857 8219,833 

"     ]'57tol858 59,471 

"  "     1858  to  1859 270,577 

"  "     1850  to  1859 28perucul. 


Bastrop  county  is  well  situated  to  be  bene- 
fited by  railroads  when  they  reach  it. 

Increase  from  1856  to  1857 8168,167 

Decrease  from  1857  to  1858 28,7 '5 

Increase  from  1858  to  1859 391,988 

Increase  per  cent,  from  1850  to  1859 15 

Travis  is  close  by,  read  the  figures : 

Increase  from  1856  to  1857 845,287 

"  "     1858  to  1859 87,084 

In  1858  a  portion  of  the  .county  was  taken 
to  form  new  counties.  But  the  increase  from 
1856  to  '57  was  less  than  two  per  cent,  and 
from  1858  to  1859  but  little  over  two  per 
cent. 

We  have  purposely  introduced  these  coun- 
ties because  they  are  on  the  lines  of  projected 
railroads  from  Houston,  and  their  citizens 
may  be  able  to  compare  their  progress  with 
that  of  railroad  counties,  and  perhaps  thus 
increase  the  interest  they  feel  in  the  railroad 
spirit.  We  repeat  it,  railroads  pay  for  them- 
selves over  and  over  again  in  the  increased 
value  of  the  property  affected  by  them. 

One  thing  more.  The  value  of  all  the  town 
lots  in  Harris  county  in  1856  was  given  at 
$642,946.  In  1859  it  was  $1,410,125,  or  con- 
siderably more  than  doubled  in  nine  years. 
This  is  but  one  more  of  the  same  kind  of  ar- 
guments. These  are  arguments  which  ap- 
peal to  the  property  holder,  and  should  have 
their  effect  upon  them.  It  would  be  a  money 
making  operation  for  every  property  holder 
in  Bastrop,  Travis,  Houston  and  Liberty  coun- 
ties to  divide  his  estate  and  give  one-half  to 
the  railroad.  But  this  is  more  than  is  asked. 
— Houston  Telegraph. 


SOUTHERN  PACIFIC  RAILROAD  OF 
TEXAS. 

The  following  abstract  of  a  letter  received 
by  Calvin  Bradley,  Esq.,  of  Cincinnati,  from 
R.  V.  Richardson,  Esq.,  of  New  Orleans,  dated 
Feb.  22,  1860,  gives  an  authentic  and  concise 
statement  of  the  condition  of  this  great  work, 
so  far  as  its  character,  laud  grant  and  munici- 
pal privileges  are  concerned: 

An  act  was  passed,  and  approved  by  Gov. 
Houston  on  the  8th  of  February,  by  the  first 
section  of  which  our  company  are  empowered 
and  authorized  to  construct  and  operate  an 
extension  of  the  main  stem  of  our  road  in 
the  direction  of  Shreveport,  a  distance  of  not 
exceeding  seven  miles,  so  as  to  connect  with 
any  road  extending  from  the  Mississippi  river. 

The  loan  of  six  thousand  dollars  per  mile, 
and  the  grant  of  sixteen  sections  of  the  land 
per  mile,  are  given  to  this  extension,  by  the 
second  section. 

The  extension  is  procured  with  a  view  of 
connecting  with  the  Vicksburg  and  Shreveport 
Railroad 

By  these  two  sections  of  the  act,  the  com- 
pany will  receive  forty-two  thousand  dollars, 
and  seventy-one  thousand  six  hundred  and 
eighty  acres  of  land,  in  addition  to  former 
provisions. 

Section  third  provides  for  a  union  with  the 
Memphis,  El  Paso  and  Pacific  Railroad  Com- 
pany upon  terms  mutually  to  be  agreed  upon  ; 
the  construction  of  but  one  road,  from  the 
point  of  union  to  El  Paso,  under  the  name  of 
either  company  ;  the  union  of  the  stock  ;  and 
one  reservation  of  land  under  the  charters  of 
the  two  companies,  at  the  rate  of  sixteen  sec- 
tions of  land  per  mile. 

A  bill  was  passed  to  repeal  the  seventeenth 
section  of  an  act,  passed  the  7th  day  of  Feb- 
ruary, 1854.  It  will  be  remembered  that  this 
seventeenth  section  gave  the  power  to  the 
Legislature  to  make  provisions  by  law  for  re- 
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payment  to  any  railroad  company  of  the  amount 
expended  in  the  construction  of  their  road, 
fixtures,  cars,  engines,  and  for  chattels  and 
real  property  then  in  use;  and  for  all  repairs, 
and  interest  at  the  rate  of  twelve  per  cent,  per 
annum,  after  deducting  therefrom  all  tolls, 
freight,  passage  money,  and  all  moneys  re- 
ceived from  the  sales  ef  lands  donated  by  the 
State,  with  twelve  per  cent,  upon  all  such 
sums;  then  the  road  with  all  its  fixtures  and 
appurtenances,  and  all  lands  donated  by  the 
State  remaining  unsold,  to  vest  in  and  revert 
to  the  State. 

The  third  section  of  the  act,  passed  30th 
January,  1854,  was  amended  so  as  to  author- 
ize railroad  companies  to  survey  their  lands 
in  block,  and  of  two  sections  in  size,  instead 
of  blocks  of  thirty-six  sections,  as  formerly 
provided. 

A  general  amendatory  railroad  law  was 
passed,  providing  for  the  right  of  way  through 
private  property,  town  and  cities,  and  contain- 
ing other  provisions  not  essential  to  be  men- 
tioned, except  one  section,  which  possessed 
a  peculiar  interest.  It  saves  to  all  the  roads 
their  chartered  rights  and  property,  to  the  ex- 
tent of  road  completed,  after  they  may  have 
done  anything  that  works  a  forfeiture  of  char- 
ter. 

After  a  full  and  thorough  investigation  by 
Governor  Houston,  he  was  satisfied  that  our 
company  had  fully  complied  with  the  charter 
and  the  general  laws  of  the  State ;  and  ac- 
cordingly, on  the  7th  February,  1860,  he  is- 
sued the  Executive  mandate  to  the  Commis- 
sioner of  the  General  Land  Office,  instructing 
him  to  issue  to  the  company,  patents  for  six- 
teen sections  of  land  per  mile,  for  twenty-five 
miles  of  completed  road,  amouutiug  to  25(1,- 
000  acres. 

I  have  a  copy  of  this  mandate,  with  the 
written  opinion  endorsed  thereon,  that  the 
Commissioner  will  take  up  the  surveys  of  the 
Company,  for  the  purpose  of  issuing  patents 
thereon,  as  soon  as  they  are  reached  in  order. 

I  may  sum  up  this  report  in  a  few  words. 

Texas  has  done  all  we  urged,  and  will  do  in 
the  future,  as  we  shall  merit.  Every  depart- 
ment of  her  government  has  passed  in  review 
the  acts  of  our  company,  and  all  have  sustain- 
ed us.  We  have  only  to  do  our  duty,  to  merit 
favors  at  her  hands. 


Ocean  Steamship  Contract. — The  Pacific 
Mail  Steam  Company  is  stated  to  have  pur- 
chased Vanderbilt's  steamers  for  $650,000, 
of  which  $250,000  is  payable  in  cash,  and 
$400,000  in  stock  of  that  company,  not  trans- 
ferable for  two  years ;  Yanderbilt  engaging 
to  run  a  tri-monthly  line  on  the  Atlantic  side, 
and  receiving  thirty  per  cent,  of  the  gross  re- 
ceipts of  passage  money;  to  transport  freight 
at  rates  to  be  agreed  upon  with  the  Panama 
Railroad  Company. 

The  Baltic,  Atlantic,  Adriatic,  and  Van- 
derbilt  are  to  run  between  New  York,  Havre 
and  Southampton. 


Grand  Rapids  and  Indiana  Railroad  — We 
have  it  from  good  authority  that  the  prospects 
of  this  road  are  brightening  every  day.  The 
work  north  is  progressing  rapidly  —  twenty 
miles  being  nearly  ready  for  the  track.  The 
company  have  lately  received  offers  to  supply 
them  with  'iron,  at  such  rates  and  on  terms 
•which  will  probably  be  accepted.  The  finan- 
cial matters,  under  the  vigorous  administra- 
tion of  the  new  Treasurer,  are  improving, 
and  all  things  at  present  indicate  an  early 
completion  of  the  road. — Grand  Rapids  En- 
quirer. 


MONETARY  AND  COMMERCIAL- 

Money  matters  have  been  gradually  working  easier  since 
our  last  weekly  report,  and  although  we  have  yet  to  report 
a  stringent  market,  less  difficulty  is  experienced  in  obtain- 
ing loans,  and  on  more  favorable  terms.  Regular  rates  of 
Bankers  to  their  customers  remain  as  heretofore,  10(5J12, 
while  outside  transactions,  which  are  the  ones  that  indicate 
the  real  condition  of  the  market,  range  from  15  to  21.  We 
have  a  right  to  anticipate  easy  times  in  money  matters 
throughout  the  spriug. 

Rates  for  Eastern  Exchange  remain  without  change. 
Market  firm  and  steady  ?i@40  buying  and  V2  prem  selling. 
Supply  and  demand  about  equal.  New  Orleans  is  dull  at 
quotations.    We  quote : 

BUYING.  SELLING. 

New  York  sight 37;<^40  prem.  |@i  prem. 

Boston 35@37  prem.  \<&k  prem. 

Philadelphia 37  prem.  \@k  prem. 

Baltimore 35^37  prem.  ?@£  prem. 

New  Orleans i  dis.  ®  par.  i        prem. 

American  Gold 30  4ll@50  prem. 

Illinois  and  Wisconsin  are  cautiously  bought  by  dealers 
at  2  discount  and  Missouri  at  Ji. 

The  Tribune  of  Tuesday  says  that  money  is  more  abun- 
dant to-day  on  leading  collaterals,  at  5@6  per  cent  ;  and 
some  bank  officere  were  in  the  street  to-diy,  endeavoring 
to  lend  upon  Government  and  State  Stocks,  at  5  per  cent. 
Paper  is  without  change,  but  the  tendency  is  downward. 
The  banks  are  taking  all  the  good  names  offering  under 
four  months  maturity.  There  is  a  good  demand  for  Treas- 
ury notes,  and  large  sales  of  G  per  cents  have  been  made 
at  i  per  cent.  prem. 

In  Railroad  Bonds  there  was  not  much  done,  but  prices 
were  very  firm.  Michigan  Central  8s  Sinking  Fund  sold 
at  95j  and  closed  at  that  bid.  These  bonds  carry  4  per  cent 
Interest,  due  1st  April,  and  are  a  first  lien  on  the  road. 
Brie  Seconds  flold  at  92  ex.  interest  and  the  Tliirds  at  79J. 
Illinois  Central  Bonds  were  very  firm.  The  closing  quo- 
tations were  : 

Pacific  Mail,  93j@93J;  N.  Y.  Central  R.  R.,  73J@73{;  Erie 
R.  R.,  9i  ®9i  ;  Iludson  River  R.  R.,  39i@39i  ;  Harlem 
R.  R.,  9i®9i;  Harlem  Preferred,  34±@34-J  ;  Reading  R.  R., 
42@42;i  ;  Michigan  Central  R.  R.,  392,/@40  ;  Michigan 
Southern  and  Northern  Indiana  R.  R.,  7K@8;  do.  Guaran- 
teed. 174,@17  I;  Panama  R.  R.,  13r}@1338;  Illinois  Central 
R.  R,  61}@62;  Galena  and  Chicago  R.  R.,  59i@59i  ; 
Cleveland  and  Toledo  R  R.,20i®2ui;  Chicago  and  Rock 
Island  R.  R.,  64@04J  ;  Illinois  Central  R.  R.  Bonds, 
9(4@91. 

The  comparative  earnings  of  the  Cleveland|and  Toledo 
Railroad  were : 

February,  1860 $67,325  00 

February,  18f>9 56,937  00 


Increase $10,388  00 

The  Iludson  Rive7  Railroad  earnings  for  February  com- 
pare as  follows  : 

February,  1860 $209,422  93 

February,  1859 190,588  94 


Increase $  18,833  69 

Grand  Trunk  Railway  of  Canada. — Audit  Office, 
Montreal,  March  3,  I860.— Statement  of  Traffic  Receipts 
for  week  ending  Saturday,  Fehruary  25,  I860  : 

Local  Passengers  8,899 $13,157  46 

Foreign  Passengers,  1,125 2,409  90 

Emigrants  do.  

Mails,  Express,  etc 2,776  11 

Local  Freight  and  Live  Stock,  6,530J  tons 23,812  00 

Timber  and  Lumber  1.525,880  feet,  1,723  tons. .      3.214  31 

Firewood,  331  cords,  4,548-1  tons 3,351   35 

Foreign  Freights,  etc,  tons  1,507 4,970  35 


Total (970  miles) $55.69148 

Week  ending  Feb.  62, '59,  (880  miles) 42,274  71 


.$13,416  77 


Central  Ohio  RAiLROAn— Ninth  Monthly  Rkport  or 
the  Receiver  —George  S.  Coe,  Esq.,  the  Receiver  of  the 
Central  Ohio  Railroad,  yesterday  filed  in  the  Clerk's  Office 
of  the  United  States  Court  his  ninth  monthly  report,  (for 
January,)  from  which  we  make  the  following  abstract : 

RECEIPTS. 

Ba'ance  cash  on  hand,  Dec.  31 $8,330  77 

From  earnings  prior  to  May  1,  1859 —  25  77 

From  passenger  business $18,981  60 

From  freight  business 35,287  74 

From  express  business 3,1 19  66 

From  other  sources 909  52 

38,628  52 


Total  receipts. 


.807,005  06 


EXPENDITURES. 

Liabilities  incurred  prior  to  May  1,  1859 

in June,  1859 

..in  July.  1859 

in  August,  1859 

,,  ..         in   September.  1859 

in  October,  1359 

in  November,  1H59 

in  December.  1859 


$1,150  13 
IH3  13 
1 15  35 
241  35 
217  31 
403  09 
4.734  90 
37.656  79 
in  January,  1800 1.656  64 


846,316  71 
Balance  on  hand 211,688  36 


$67,005  0G 


EARNINGS   FOR   JANUARY. 


From  passengers SI 4,665  32 

From  express 1,755  95 

From  mails 2.290  60 

From  freights 23.0342(1 

Total $41,916  07 

EXPENSES   FOR   JANUARY. 

Transportation  department $11,875  78 

J  Machinery  department 12,675  18 

Road  department 13,485  21 

General  expeuses 1,67178 

Construction  expenses 1,180  26 

Total 8-10,888  21 

Net  profits $1,057  86 

City  Finahcis. — The  report  of  the  City  Auditor  for  the 
week  : 

RECEIPTS. 

General  Fund $20,561  50 

Fine  Department 25  no 

Light  Fund 289  00 

McMicken  Fund 380  00 

Sinking  Fund 15  00 


Increase 90    " 

Total  traffic  from  July  1st,  1859,  to  date $1,789,310  56 

For  same  period  last  year 1,473,869  25 

Mileage  and  Receipts  of   St.  Thomas  Branch  are  not 
included  in  this  return. 

JOHN  HARDMAN,  Auditor. 

The  earnings  of  the  Galena  and  Chicago  Union  Railroad, 
for  the  week  ending  March  8,  were  as  annexed  : 
1859.  1860. 

Freight £12.(11964         $10,162  53        Dec.  .$1,847  11 

Passengers...      8,047  14  6.790  67        Dec.    1,256  47 

Mails,  &c 750  00  950  00        Inc...      200  00 

Total $20,81678        $17,90320        Dec  .82,91338 


Total. 


$21,270  40 


EXPENDITURES. 

General  Fund $5,959  37 

Police  Court  and  City  Prison  Fund 675  43 

Watch  Fund 30  20 

Superior  Court  Fund 75  50 

Fire  Department  Fund ...  493  87 

McMicken  Fund 4  50 


Total $7,238  88 

123  87 
Less  order  No.  51,  not  redeemed $  7,115  01 

CITY   TREASURY'. 
The    funds    remaining    in    the    City  Treasury  are 
follows  : 

General  Fund $76,064  35 

Watch  Fund 10,562  65 

Interest  Fund 30,262  79 

Superior  Court  Fund 3,959  34 

Fire  Department  Fund  15,30171 

Light  Fund 862  36 

Work  House  Fund 6,11097 

McMicken  Fund 5,017  46 

Sinking  Fund 207.529  12 

Common  School  Fund 30,08199 

Colored  School  Fund 1,9:18  65 


Total $387,72139 

The  earnings  of  the  Central  Railroad  Company  of  ftew 
Jersey,  for  the  month  of 

February,  1860,  were $76,138  23 

For  the  same  month  last  year 65,809  06 

Increase $10,329  17 

The  traffic  for  the  first  week  of  March,  on  the  Michigan 
Southern  Road, 

Was, $28,969  00 

1859 26,111  CIO 


Increase $  2,858  00 

The  Michigan  Central  also  shows  an  increase: 

The  figures  are $31,641  52 

1859 29,132  25 

Increase $2,509  W 

The  same  week  on  the  Rock  Island , 
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Gives SI 7, -ion  00 

1S59 1 5,S6fi  (10 

Increase $1,633  00 

The  first  week  on  the  Toledo  and  Wabash, 

Was :  S19.WO0 

1Sj9 11,615  00 

Increase S79I  10 

On  the  Cleveland  and  Toledo,  the  first  week  gives  $17,167, 

against  SIT, 004.  last  year- 

The  Milwaukee   and   Mississippi   Road,  we   understand, 

■hows  a  falling  off  of  about  S6,000  in  February,  compared 

with  the  same  month  of  1659. 


■  A  bar  of  cast  iron  of  one  square  inch 
of  section  in  the  form  of  an  equilateral  trian- 
gle, and  on  supports  thirty-two  inches  apart, 
supported  1,437  lbs  with  one  angle  uppermost, 
and  SiO  lbs.  with  the  anjde  downward. 


The  greatest  tensile  strength  of  copper  be- 
ing 16  tons  per  square  inch,  its  resistance  to 
compression  is  said  to  be  but  3  tons  per  square 
inch. 


gS~  The  Fox  River  Valley  Uuion  Rail- 
way Company  has  been  re-organized  under 
the  name  of  the  Elgin  and  State  Line  Railway 
Company.  The  Galena  arid  Chicago  Union 
Company  has  contracted  to  operate  it  for  the 
nest  five  years. 


UNION    COAL  AND  OIL  COMPANY, 

(Chartered  by  the  Legislatures  of  Virginia  and   Kentucky.) 

matstfactorbrh  or 

"MAYSTHLE     COAL,    OILS," 

BOTH    BURKING    AND    PARAFFINS    LUBRICATING, 

BE>GOLE.  y.lPHTHA,  PABA.FFIXE  WAX,  PARAFFIXE 

WAX  CAXDLES.  ROI.I.IXG  MILL  GREASE,  ETC., 

ETC..  FROM  PURE  CAXXEL  COAL. 

SCTTON  STREET,  ...  -  MAYSVILLE,  KY. 

Orders  addressed  to  the  Union  Coal  and  Oil  Co.,  or 
to  John  U.  RicHjcsoK,  Maysville,  Ky.,  will  receive  prompt 
attention.  l'u.28. 

Sonora  Exploring  and  Mining  Co, 


THE  ANNUAL  MEETING  OF  THE  STOCKHOLDERS 
of  this  Company  will  be  held  in  the  City  of  Cincin- 
nati at  the  Office,  I*i7  Walnut  Street,  on  the  third  Mondiy 
of  March  next,  pursuant  to  the  By-Law  of  said  Company. 
for  the  purpose  of  receiving  Reports  and  Electing  Officers 
for  the  ensuing  year. 

JOHN    KENNETT, 
Chairman  of  Sleeting  of  Stockholders. 
Cincinnati,  Feb.   IG,  18G0. 


Sanla  Rita  Silver  Mining  Co. 


rE  ANNUAL  MEETING  OF  THE  STOCKHOLDERS 
of  this  Company  will  be  held  in  the  C.ty  of  Cincin- 
nati at  the  Office,  J6T  Walnut  Street,  on  the  third  Monday 
of  March  next,  pursuant  to  the  By-Law  of  said  Company, 
for  the  purpose  of  receiving  Reports  and  Electing  Officers 
for  the  ensuing  year. 

T.  WRIGHTSON,  Secretary. 
^Cincinnati,  Feb.  10,  ie60. 


CONTRACTS  for  Rails  at  a  fixed  price,  or  on  com 
mission,  delivered  at  an  English  port,  or  at  a   por 
in  the  United  States,  will  be  made  by  the  underlined 
THEODORE  DKHON! 
no!3  10  Wal  Hroadway,  New  Yor 


T.  F.  RANDOLPH  &  BRO. 

Mathematical   lnstrnment  Makers 

UO.C7  v.  est  Gtli  St.  bet  Wa  nut  Sc  Vine 

Cl&CWK&n  o 


I860. 


18QO. 


Direct  Route  to  the  North- West! 


THE   PENNSYLVANIA 

CENTRAL   RAILROAD. 

2G0    MILES    DOUBLE    TRACK. 


The  Capacity  of  tliis  Road  is  now  equal  to  imy 
in  the  Country. 

THREE    THROUGH 

PASSENGER    TRAINS    BETWEEN 
PITTSBURG  AND  PHILADELPHIA, 

Connecting  direc'.  in  the  Uni»n  Depot,  at  Pittsburgh,  with 
Through  Trains  from  all  Western  Cities  Tor  Philadelphia, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train  ;  WoodruETs 
Sleeping  Cars  to  Express  and  Past  Trains.  The  Ex- 
press rums  Darly,  Mail  and  Fast  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York  ; 
Two  Daily  Trains  hehveen  New  York  and  Boston.  Through 
Tickets  fall  rail)  are  good  on  either  of  the  above  trains,  and 
transfers  throuch  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fall 
River  or  Stonington  Lines.     Baggaire  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail- 
road Officss  in  the  West ;  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

ITJTare  aliv.iy-s  as    low  and    time  as 
quick  a*,  by  any  other  Koute, 

ASK    FOR    TICKETS    BY    PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DIRECT  LINE    BETWEEN   THE  EAST 
AND  THE  GREAT  WEST. 

The  connecting  of  tracks  by  the  Ruilroad  Bridge  at  Pitts- 
burg, avoiding  all  drayage  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A  STEWART.  Pittsburg  ; 
H.  S  Pierce  &  Co.,  Z.inesville.  0.;  J.  J  Johnston,  Ripley, 
O  ;  R.  McNeely,  Maysville  Ky .;  Ormsby  &.  Cropper-  Ports- 
mouth, O.;  Paddock  &  Co.,  Jenersonville,  Ind.;  II.  W. 
Brown  &  Co.,  Cincinnati,  O.  ;  Atheru  &  Ilibbert,  Cincin- 
nati,0-;  R  C.  Meldrum.  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  G.  O'Rilev  &■  Co.,  Evansville  Ind  ;  N. 
W.  Graham  &  Co.,  Cairo,  HI.;  R.  F.  Sass,  Shaler  &  Glass, 
St-  Louis.  Mo. ;  John  II-  Harris,  Nashville,  Term.  ;  Harris 
&  Ilunt,  Memphis,  Tenn.;  Clarke  &Co.,  Chicago,  III.;  W. 
H.  II.  Kooutz.  Alton,  111.  ;  or  to  Freight  Agents  of  Rail- 
roads at  different  poims  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
and  Speedy  Transportation  of  LIVE  STOCK, 

And  Good  Accommodations,  with  usual  privileges  for  per" 
sons  traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  be  forward- 
ed to  and  from  Philadelphia.  New  York,  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana.  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  Goods  can  be  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky.  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin.  Missouri.  Kansas, 
Arkansas,  and  Red  Rivers  ;  and  at  Cleveland,  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North-Wes- 
tern Lakes. 

Merchants  and  Shipper.-)  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence  on 
its  speedy  transit. 

THE  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  Q/re  at  all  timet 
as  favorable  as  arc  charged  by  other  Railroad  Com- 
pant  eg, 

JTT^Be  particular  to  mark  packages  *'  via.  Pennsylva- 
nia rUn.ROAD." 

E.  J-  SN'EEDER,  Philadelphia. 

MACRAW  &  KOONS,8i.  North  Street,  Baltimore. 

LEECH   &  CO.,  No.  2  Astor  House,  or  No.  1   S.  Wm. 
Street,  N.  Y. 

LEECH  tc  CO.,  No.  77  State  Street,  Boaton. 

EL  EL  HOUSTON.  Gen'l  Freight.  AgH,  Philadelphia. 
L-  L.  HOUPT.  GenU  Ticket  AgH,  Philadelphia. 
TTI0S.  A.  SCOTT,  Gen'l  8tum%  Altoona,  Pa. 


—VIA— 


ILLINOIS  CENTRAL 


RAILROAD 

AND  PANA  OR  SANDOVAL 

FOR 


Decatur, 

Blooinington, 

Burlington, 

La  Salle, 

Dixon, 


Springfield, 
Peoria, 
Quincy, 
Rock  Island, 
Galena. 


Prairie  du  Cbien  ,  St    Paul,  and 

St.  Anthony, 
And  all  points  in  Iowa  and  Minnesota, 


Passengers  leaving  Cincinnati  either  by  INDIANAPOLIS 
AND  CI?.CINNATI  OR  CINCINNATI,  HAMILTON 
AND  DAYTON  RAILROADS  make  direct  connections, 
twice  daily,  at  PAN  A  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.  with  I.  C.R.R.  at  SANDOVAL. 

Passengers  for  the  North-  West 

Desirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  via 

PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R  R  , 

and  avoid  change  of  Cars  and  Baggage,  and  the  expense 
attendant  thereon. 

Daily  connections  arc  made  at  Dunleith  with  a  Line 

FIRST    CLASS    STEAMERS 

Running  in   Direct  connection   with  this  Road  for  all 

TOWNS  ON  THE   UPPER  MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Fort  Dodge  and  Sioux  City. 

JO^The  Equipments  of  the  ILLINOIS  CENTRAL  R. 
R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Potent  Berth  Sleeping  Cars  are  run  on  al 
Night  Trains. 

Fare  the  same  as  by  any  other  Route,  and 
Tickets  good  until  used. 

Through  Tickets  can  he  procured  at  Spencer   House, 
corner  office  ;  No.   1    Burnet    House  ;    13;»   Vine    Street, 
between  Burnet  nouse  and  Post  Office  ;  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.  H.  NICnOLS, 
GenH  Sout/iem  Agent,  Cincinnati* 
W.  P.  JOHNSON, 

G&nH  Passenger  Agent,  Chicago. 

Winter  Arrangement*  18r59-'60. 

BALTIMORi  AND  OHIO 


DEt.^3LlXJ.rtC>^a.3D. 


GREAT  NATIONAL  ROUTE 


TERMINATES  AT  WASHINGTON  AND  BALTI- 
MORE on  the  East,  aod  Wheeling,  Benwood  and 
Parkersburg  on  the  West,  at  which  places  it  unites  with 
Railroads.  Steamers,  etc.,  for  and  from  all  points  in  the 

West,   South-West  and  florth.-West. 

T-CC-O       TRAINS 

Leave  Wheeling  daily  at  12:35  P.M.,  and  3«:10  P.M. 
One  Train  leave*)  Parkershurg  daily  at  9:20  P.  M. 
Direct  connections  are  made  by  these  trains 

FOR   ALL    THE  EASTERN  CITIES. 

This  is  the  only  route  to  Washington  City. 
Passengers  by  this  route  can  visit  Baltimore,  Philadel- 
phia, New  York  and  Boston,  at  the  cost  of  a  ticket  to  Boston 
alone  by  other  lines. 

Through  tickets  to  the  Eastern  cities  can  he  procured  win 
Washington  City  at  an  additional  charge  of  32. 

Time    as    quick  and    Fare  as    low    as    by    any    other 
ROUTE. 

JlZr"  Inquire  for  tickets  via  Baltimore  and  Ohio  Rail- 
road, at  any  of  the  principal  Railroad  Offices  in  the  West. 
E.  F-  FULLER, 
Oeneral  Western  Agent 
L.  M.  COLE, 
Oeneral  Ticket  jlgant*, 
W.  P.  SMITH^  Master  TVaneportcrtio** 
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PATENTED   GAS  WORKS 

OF  THE 

Aim  MSI  IMS  E 

Gas  Works,  to  be  generally  adopted  by  the  owners  o' 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following  advantages,  to  wit:  great  simplicity  of  con 
struction  rmd  operation;  reliability  to  injure  a  regular 
supply  oi  Hght ;  purification  of  the  pas  to  prevent  clog 
ging  ;  freedom  from  unhealthy  and  offensive  odors  ;  safety 
from  Are  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  d.iys  only,  or  continuously,  as  required  ; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  oi 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  V  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  thi3  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Scientific  American 
of  March  13,  l>io8,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simp^'ri'y  of  construction  peculiar 
to  the  uibin  Works,  the  retu't  is  the  only  pail  exposed  to 
destruction,  except  o)  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while  ;  and. 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trifling. 

The  Cost  of  llie  Gas 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  300  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  4u  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  ib.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  300  cubic  feet, $300  On 

do  do  350        "  :<35  00 

do  do  4O0        "  375  0(1 

do  do  500        "  450  00 

do  do  600        "  525  00 

do  do  700        **  6ti0  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  CiocinDiti.  Where  a  wet  gas  hoH>r  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gasworks  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
tahle  has  been  prepared  on  the  basis  tiiat  an  ordinary  fish- 
tail burner  (known  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  -veil  to  add 
that  the  larger  the  gasometer,  the  less  frequpri  tly  must  gas 
he  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing:  tlic  Contents  ami  best 
Proportions  of  Gasometers  from  400 
lo  4000  ft.,  and  tlie  IX  umber  of  Lights 
they  will  supply  for  a  g;i  veil  time. 

Contents  in    No.  of  houra         Diameter  of       TIeight  of 
Cubic  Feet,    for  10  lights.         Gasometer.       Gasometer. 
400  20  10  ft.  5  ft.  3  in. 

500  25  10  ft.  6  ft- 6  in. 

750  37  12  ft.  6  in.  6  ft.  2  in. 

IOoO  50  13  ft.  7  ft.  8  in. 

1500  75  15  ft.  8  ft.  Gin. 

2000  100  17  It.  3  in.  8  ft.  7  in. 

2500  125  18  ft.  10  ft. 

3000  150  20  ft.  10  ft. 

3500  175  20  it.  6  in.        loft.  1  in, 

4000  200  21ft.  lift.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories.  &c.,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  C0VERDALE, 

107  Walnut  Street,  Cincinnati.  Ohio, 
who  hns  the  exclusive  right  to  manufacture  and  sell  in  the 
State  of  Ohio. 
Feb.  21th,  1859. 


APPLEGATE  &  CO., 

Booksellers.  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O. 


APPLEGATE  &  CO., 

APPM^ATG   &  CO.,  Book- 
sellers,  Stationers  and    Blank-book 
Manufacturers,  -ki   Slain    Htreetj  Cincin- 
nati, invite   the  attention    of  Book  tie  tiers, 
Country  nierch  aura,  'IVachcrs, 

and   others    to  our  varied  and 

extensive  stock  of  tit-huull  Classi- 

cal,Theological ,  Sen  n  tine,    Stan- 

dard, and  miscellaneous    Boohs,  Paper, 
BKuk-bp'oks,    Stationery,    etc.,  etc.; 
■which,  from  our   numerous  and  favora- 
ble  arrange  merits   with   the 
leading; publish  ers,  as  well  as 
the  principal                 manufacturers 
and    importers               of  Taper  and  Sta- 
tionery,   we  can  offer   superior   induce- 
ments to   purchasers.       We  respectfully 
solieit  a  comparison  of  stock  ana  prices 
with  any  other  house    in  the  West- 

BOOKSELLERS, 

Our  Stock  of    Stationery 
is  very  complete,     embracing 
in   part   all   the    varieties    o  f  Cap, 
Letter,   Packet,    Commercial,    Bath 
and  Note  papers,  together  with  Blotting, 
Envelope,  Manilla 
ping;    Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 

?r esses,    and 
nkstands ;   Era- 
wax,  Wafers, 
Banker's   cases, 
head  boxes,  En- 


Tissue,   Drawing 
and  Tea  w  rap- 
boards,   Envel* 
Pens,  Penhold- 
racks,   Copying 
Books,  Ink  and 
sures,   Scaling 
Slates,  Mucilage, 
Book  rests.  Bill 
velope  and    Card  cases ,  Cash   and    Post 
Office  boxes,  Rulers,  Letter  pcales.  Clips, 
Weights,  and  Files  ;  Date  Calendars, 
together  with  ail  other  articles 
used  iu  the  counting-house. 

&t**f. toners, 

To  our  Blank   Books  we 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  memo* 
the  large  Super 
rial  Ledger,  and 
variety  of  styles 
vnrkm  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
In  quality  o  f  pa- 


randiim  book  .  _ 
Royal  and  Impe- 
bonnd  in  a  great 
an  d  of  superior 
Books  made  to 
6ired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


ruling:    and   durability  of  binding  ;  ail  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS. 


We   are   prepared   i'o 

Print  and  Bind  books 

tion  and  in  any  style 

eired,  at  rates  as  low 

quality  of  work 

c  u  t  e  d  in  this 

where.     Our 

executing  these 


Store  otypOfl 
of  any  descrip- 
that  may  be  de- 
as  the    sama 

can  be  eie- 
city  or  else- 
facilities  for 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
stylo  and  on      short  notice. 


Merchants   and 
,      Bills  of  Lading, 

Railroad     and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  sneb.  -obs 
despatch.    Order*  re- 


others  wishing 
Bill    Heads, 

Dray  receipts,  ^ 
any  other  descrip- 
please  bear  in  mind 
with  neatness  an<l 
spectfuliy  solicited. 


Publisher  • 


Our  own  p  u  hi  icalions         arc  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  cnumera- 
'tlon  of  the  moro  prominent,  which  are, 
Clarkos'  Com-  menta- 

ries, Dick's  Works,  B  o  1* 

lin's  Anciont  History,  Plutarch's 
Lives,  Josophus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  Btock 
compl      ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

43  MAIN  STBJSET.   ClN. 


IW.  HAR¥E¥rS  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T"    Bail 

^PATENTED,  NOT.  2,  1858. 


Eig.  3  is  a  perspective  view  of  Joint  Rail.     Fi 
view  of  outside  plate  C,  wb.ii  h  is  applied  on  the  o 
of  the  joint.     It  is  intended  to  stand  up  flush  with 
of  the  nils,  so  that  it  may  form  an  unbroken  bearing 
wheels,  as   they   pass  the  square  extremctics  of  the 
This  plate  may  be  of  such  form  as   to  rill  up  the  recess  in. 
tbe  side  of  the  rail,  hetween  the  head   and  base,  or  only  to 
hear  against  the  head  and  upon  the  base.  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.    The  list  men- 
tioned form  is  the  one  shown  in  the  drawing.     In  either  cfl?e 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
in  Fig.  3. 


the  ig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
cesi  nner  side  of  the  joint  This  plate  must  fit  into  the  re- 
the  side  of  the  rail,  as  its  upper  part  can  not  project 
later^Ly  bey  end  the  head  of  the  rails,  j'r  it  wouM  interfere 
with  e  shegettanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
•trong  horizontal  tongues  C  C-  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  Mem.  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  .joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
hise  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outsideplate.  Bydriving  through  two  keys, 
they  clamp  and  lock  the  plates  firmly  together,  so  that  tiei- 
her  can  move  without  the  other. 


ism 


Another  great  advantage  is,  the  allowance  which  ismad 
for  expansion  and  contraction  between  the   tongues  an 
slots  in  the  rails,  so  that  they  can  not  shove  together,  as  ia 
the  present  mode  of  f  istening  them— each  joint  acting  in. 
dependent  of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  thato  L 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man 
ner  that  there  is  no   particular  strain  on   any  part  of  st 
joint,  which  must  wenr  smooth  and  make  a  perfectly  afe 
road,  thereby  doing  away  with  thebreakingof  rails,  wheel 
and   axles,  preventing  the  loss   of  life  and   destruction 
property,  and  saving  at  least  fifty  percent,  on  the  wear 
the  rolling  stock  of  the  road. 

W.    HARVEYi  Inventor  and  PatznteeY 
41  Jeffersoa-atreet,  Albany, 
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PEOSSER'S   P.VTENT 

0R1  GIJ7A  L    LA  P-  WELDED 

IHGN  AID  ETEEL  BOILER  TUBES, 

SAFE  FRO.M  KA'D  TO  EXD. 

ENAMELED    IRON    PIPES    AND    PUMPS, 

FOR    WATER    StTPLY,    ACIT1S,    ETC. 

SO'r.K    T  M  P  G  R  T  ERS. 

PKOSSEU'S  PATI5ST  SCKC.tCE  COX- 
DENSER.**  for  high  pressure  ste:im.  with  sea  or 
other  bad  boiler  water,  gauges*  3-cutter  drills,  eoun'er- 
sints,  tube  end  cutting  bars,  etajfanders.  tube  scalers, 
steel  ictre-aitd  ichalebonebruskes*  pall  lever  icrenehes, 
tabes — plain  or  enameled,  screwed  together  for  Artesian 
Wells.  Hollow  Slabs  for  various  purposes.  Steel  for 
Pollers.  IHOS.    l'ROSSER   &   SON, 

STjan.  28  Piatt  Street,  New  York. 

tf.  G.  LOBDELL.        1.  S.  M'COMBS.        n.  P.  BUSH. 

BUSH  &  LOBDELL 

Wilmington  -------  Delaware 

MANUFACTURERS   OF 
AND 


!! 


For  E.  E.  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Eieente  Promptly  Orders  to  any  Extiiit 

FOR   THEIR 

03L3BHATBD     WH33LS, 

EITHER  SINGLE  OR  DOUELE  PLATE, 

WITH     OR    WITHOUT    AXLES 

WHEELS  FJTTED 
To    Hammered  or    HolSed    Axles, 

In  the  best  manner;  at  the  shortest  notice,  and  on     the 

Most  Reasonable  Terms. 
A  Book  for  Everv  Business  Man! 

JUST    PUBLISHED 

— TflE — 

POST-OFFICE  GUIDE! 

Tor  Post-Masters  and  Business  Men. 

COSTAINOG 
A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties ;  A 
ComjAete  lAst  of  all  LUtributing  Post- Offices;  Bates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  tlie  Laws  and  Regulations  of  the  Post- Office  De- 
partment,  <£c.,  &c. 

COMPILED    BY    E.    PENROSE    JONES, 

Lat*  Assistant  Post-3/aoter  at  Cincinnati. 

Price    Twenty-Five   Ceuts. 

READ  THE   FOLLOWING  CERTIFICATE. 
U.  S-  Lli-.e  Agency,  Cincinnati  Post-Office, \ 
January,  1P.j9.     ( 
Thi*  work  has  been  carefully  compiled  and  corrected  by 
H.  Penrose  Joxks,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  O.,from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  mo.it  complete  list  of  Post- 
Offices,  especially  of   the    Western,   North- Western,  and 
Soath-tVestero  States,  yet  published. 

MAULON  H     MEDARY, 
Agent  and  Inspector  of  Rlati ks ,  <&c.,for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  about  100  pages. 
Th«  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
piler is  promptly  advised  of  all  jfew  Offices,  Changes  ar^l 
Regulations  of  the  Department,  the  information  is  corrected 
np  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Obhekve,  That  this  list  is  arranged  by  Slates  and  Coun- 
ies,  making  it  especially  valuable  to  business  men.  No 
similar  arrangement  has  been  published  since  185G.  There 
are  30O0  more  offices  in  this  tha^  In  any  book  heretofore 
Issued.  77te  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

7Cr  Single  copies  sent  by  mail  (portage  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps.  Vive  Copies  sent  for  SI. 00,  or  Twelve 
Copies  for  g&iiO. 

Adilrtsfc  C  S.  W1LL1IAMS, 

lUi  Walnut  Street, 

**f.tf.lfl  Cincinnati,  Ohio. 


WHEELER  &  WILSON 


JQ 


WM.  AUiUNER  &  CO.,  cor.  Fourth  and  "Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH   OFFICES: 
Louisville,  Ky.,  Columbus,  O., 

Lafayette,  lnd.,  Dayton,  0., 

Indianapolis,  lnd.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sowing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-pricud  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Hollars, 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.kk  on 
doth  sioes,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

]r^J:'Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febVi. WM.  SUMNER  &  CO. 

Ofifl  &e%s  No-  i  Railroad  Spikes,  5£  by  9-lGth 
j  «vv    Corby,  Gossin  &  Co.'s  make,  for  sale  very 
low  by  TRABER  &  AUBERY, 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRO., 

172  Mm  Street,  bet.  4.th  and  bth, 
CINCINNATI,  O. 
SoleManufaeturers  of  McGowan' 8  IVduble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners, atidtheput 
lie  generally  to  these  Pumps3 
as  the  bestPumpnowinuue' 
and  acknowledged  by  all  who 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  to  get  out  of  order;  wef 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Distille 
rles,     Breweries,     Furnace t 
Mines,   Roiling  Mill*,  Rape 
Mills,  Factories,  Wells,  CI* 
terns,  Stationary  PS  re  Engines,  Garden  Engines  and  f»> 
al  I  purposes  where  a  Pump  cun  be  used.    A  lao,for  for- 
eing  a  large  body  of  water  to  a  great  heigh  I  or  distance 
rapidly. 

Also,  McGowan  t  Patent  Ball  Valvepump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c.  Hose  Couplinfa 
Lead,  Copper  and  Gas  Pipe  furnished  at  the  it.  westma* 
kel  prices. 

Full«nd  perfect  atisfactionguaranteed  in  allcasen, 
when  properly  put  up  according  to  directions. 

Orders  than  k  fully  re  ccivcdun  dp  I'Oft'plly  filled  at  the 

shortest  nonce. 

SILVER    AlfcDA-.      (The  highest   prize)  awarded 

e^e  punip»a  ndStearn  Pu  mping  Engine  atth    late  Ka 

Ohio  UecUukb1  institute  JuneL)8,  1655—] 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELIi  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,  m.6. 

"freedom  iron  companyT 

MANUFACTUTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  £oM  Penii, 

JOHN  A.  WRIGHT)  Sup't, 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


NEW  ¥0RK  CEITRAl  R.  R. 


Leave  Albany. 

Arr.  Buffalo. 

Arr.  S.  Br. 

Steamboat  Exp. 

.  7  tlO  A.  M. 

7  00  p.  M. 

7  00  p.  M. 

Mail 

.  9.(10  A.  M. 

12.50  A.  M. 

New  York  Exp. 

.11.15  A.  M. 

9.IIU  p.  >l 

9.00  p.  H. 

Night  Exp 

.  5.00  p.  M. 

4.U0  A.  M. 

4.00  a.  m. 

Utica  Acconi'n. 

.  6  110  p.  Mi    Ar 

U.  10.00  p.  ll. 

- 

N.  Y.Mail 

.11.15  P.  M. 

in.o>-  a.  m. 

io.ooa,  m; 

L 

eave  Buffalo. 

Leave  Bridge. 

Ar.  Alb'y 

New  York  Exp. 

5.15  a.  M. 

5.15  A.  M. 

3.30  p.  M. 

Steamboat  Exp. 

.  8.00  A.  M. 

8.00  A.  M. 

8.00  p.  m. 

Cleveland  Exp. 

2.30  p.  M. 

i.m  a.  a. 

.6.P0P.  M. 

6.00  P.  M. 

Cincinnati  Exp 

11.00  P.  M. 

11.00  p.  M 

8.30  a.  K. 

UticaAccom'n. 

___ 

10.00  a.m. 

CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomotjv 
equal  in  efficiency  and  durability  to  the  Dest  Eastern 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  kinds  of  heavy 
forffingand  casting  done  at  short  notice.  AlBo.boltsfor 
bridges  cu  withdispatch. 
h  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  of  Col.  ID.  W. 
ITBOKfAAN,  a  distinguished  graduated  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,   Mechanics,   Ma 
chines, Construction,  Agricultural  chemistry  nnd  Mining 
Geology;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompuniedby  daily  and 
regulated  exercise. 

Schools  of  Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui  t 
time  mcans,uml  object  ol  Profession  a  Iprepara  tion,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, $102 
per  half-yearly  session,  payuble  in  advance. 

Address  the  Superintendent,  ut  u  Military  Institute 
Franklin  Spring*,  K  v., "or  the  undersigned. 

P.  DUDLEY, 
President olth    ttoard 
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E,  D    MANSFIELD,  -    j    -c.^.^ 

"T!  yRIGHTSON.        -  -       (   Editors. 

OINOIN  NATI: 

Thursday   Mainiug-,    Marcli  23.  I860. 

THE  RAILROAD  RECORD, 

PXTBLISHED  EVERY  THURSDAY  MORmXG, 

BY  WEIGHTSON  &  CO. 

OFFICE -No.  167   Walnut   Street. 

SUBSCRIPTIONS— $3  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,   13s.  6d.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  line*  of  Nonpareil. 

One  square,  single  insertion, $1  00 

--        4t        per  month, 3  (10 

"        "        six  months, 12  00 

*l        "        per  annum, 20  00 

'■     column,  single  insertion 5  0" 

"        *■        per  month, 10  00 

**        '*        six  months, 40  00 

*'        "        per  annum, 80  00 

•*    page,  single  insertion, 15  00 

'        *■         per  month, 25  00 

*-        "-         six  months, , 1]0  00 

'*        «        per  annum 200  00 

Card's  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news* 
papers,  tltg  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
Jlscontlniied. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  aDd  communications  addressed  to 
WRIGI1TSON  &  CO., 

Publishers  and  Proprietors. 

JPf3  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  ot  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England. 

To  Advertisers.— We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

THE  LA  M0THE  CAR. 

The  attention  of  car  builders  and  others  is 
called  to  the  advertisement  of  the  proprietors 
of  the  La  Mothe  Patent  Iron  Railroad  Car,  in 
another  column  of  to-day's  paper.  A  speci- 
men car  (60  passenger)  has  been  finished  at 
Paterson,  N.  J.,  and  has  been  examined  by  a 
large  number  of  eminent  railroad  men.  But 
one  opinion  seems  to  prevail  as  to  the  great 
merits  of  this  invention,  alike  for  freight  or 
passenger  cars,  and  its  general  adoption  pro- 
mises to  be  quite  as  speedy  as  could  be  ex- 
pected. A  Company  is  now  being  organized 
to  carry  on  the  manufacture  upon  a  large 
scale. 


Railroad  Convention. — A  convention  of 
railroad  managers  was  held  at  Louisville  on 
Wednesday  last,  for  the  purpose  of  arranging 
new  time  tables  for  spring  and  summer  use. 
James  Guthrie,  Esq.,  Vice  President  of  the 
Louisville  and  Nashville  Road,  was  appointed 
President  of  the  meeting,  and  John  Durand, 
of  the  Little  Miami,  Secretary.  About  twenty 
roads  were  represented. 


CINCINNATI    AND    INDIANAPOLIS 
RAILROAD  AND  THE  CROPS- 

Among  the  roads  centering  at  Cincinnati, 
there  is  hardly  any  one  stands  upon  higher 
ground  in  position,  character,  and  results, 
than  the  Cincinnati  and  Indianapolis.  The 
trade  of  Cincinnati  with  Indiana  is  very  great, 
and  this  road  commands  the  better  part  of 
that  trade.  It  is  true  of  this  road,  however, 
as  of  all  Western  roads,  that  much  of  its  busi- 
ness and  profits  depend  on  the  state  of  the 
crops. 

The  Valley  of  the  Ohio  and  the  North-west 
generally  is  more  remarkable  for  a  uniform 
surface  of  arable  foil,  than,  perhaps,  aDy 
portion  of  America.  A  given  amount  of 
human  labor  will  produce  a  larger  amount  of 
surplus  products,  in  the  Valley  of  the  Ohio, 
than  in  any  other  part  of  our  country.  This 
surplus  makes  the  great  element  of  profit  in 
the  western  roads.  Now,  a  crop,  in  the  cen- 
tral West,  may,  in  relation  to  the  support  of 
the  cultivators,  be  comparatively  good  ;  that 
is,  there  will  be  no  scarcity — no  famine;  the 
people  will  be  fed  without  very  high  prices: 
and  business  go  on  tolerably  smooth,  and  yet 
there  will  be  no  surplus,  which  creates  busi- 
ness for  the  railroads,  and  makes  wealth  for 
the  country.  There  are  three  signs  which 
will  show  this  fact,  independent  of  any  sta- 
tistics. One  is  the  rise  of  prices;  one  is  the 
scarcity  of  money  or  currency ;  and  the  other 
is  the  reduced  freights  of  the  railroads.  In 
the  Report  of  Mr.  Lord,  President  of  the  In- 
dianapolis Road,  we  have  the  last  sign  in  full 
force.     Here  is  a  paragraph  from  the  report. 

The  President  in  his  report  says  : 

"The  earnings  for  the  first  ten  months  of 
the  year  were  unsatisfactory,  and  greatly  dis- 
appointed the  confident  expectations  of  its 
managers  and  friends.  Many  persons  begun 
to  doubt  the  value  of  the  property  and  the 
ability  of  the  road  to  do  much  more  than  earn 
the  interest  upon  its  bonded  debt,  and  main- 
tain the  present  condition  of  its  track  and 
equipment.  The  estimated  earnings  of  the 
road  for  the  year  were  at  least  $500,000,  but 
the  actual  earnings  were  but  $415,759  50. 
Our  estimate  of  the  traffic  of  the  road  was 
based  upon  a  mistaken  idea  of  the  amount  of 
produce  in  the  country,  and  the  probable  trade 
of  the  city  of  Cincinnati,  and  our  mistake 
was  the  common  error  into  which  not  only 
the  managers  of  our  connecting  roads,  north 
and  west,  but  also  the  merchants  and  manu- 
facturers of  this  city  were  led.  There  has  not 
been  a  year  since  the  opening  of  the  road,  in 
which  the  surplus  products  of  the  country 
have  been  as  light ;  not  one  in  which  our 
merchants  have  had  as  unsatisfactory  a  trade 
with  Indiana  and  Central  Illinois.  *  *  * 
Early  in  the  year  nearly  every  flouring  mill 
upon  the  line  of  the  road,  and  the  distilleries 
at  its  river  terminus,  which  are  our  largest 
consumers  were  either  closed  or  running  to 


but  a  fraction  of  their  capacity,  and  so  con- 
tinued until  November." 

This  view  of  the  surplus  crop  of  1858  (for 
such  they  were,  being  that  carried  on  the 
Railroads  in  1859,)  is  entirely  correct.  But, 
it  is  contrary  to  the  views  given  by  the  best 
informed  newspapers  at  the  close  or  1858. 
The  truth  is,  the  newspapers  largely  in  the 
interest  of  preduce  merchants,  who  desire  to 
reduce  prices,  at  the  purchasing  season,  are 
inclined,  by  a  sort  of  natural  temptation,  to 
put  forth  the  idea  that  cropT  are  large ;  and 
are  tempted  to  attribute  to  the  d?sires  and 
interests  of  persons  the  cry  of  "short  crops." 
Uudoubtedly  this  cry  is  often  set  up,  when 
there  is  no  cause  for  it;  but  unfortunately 
since  1855,  there  is  been  too  good  reason  to 
announce  short  crops. 

In  the  four  last  years  there  has  been  but 
one  tolerably  good  crop,  and  that  is  1857. 
The  others  have  been  very  poor.  The  Com- 
missioner of  statistics  having,  for  1858,  by 
means  of  correspondence  with  intelligent  per- 
sons, announced  the  state  of  the  crops  in  that 
year,  wUh  great  accuracy;  so  that,  on  the  1st 
of  March,  1859,  the  railroad  officers  who  read 
his  report  might  have  known  what  the  general 
result  in  freights  would  have  been.  On  pages 
22-23  of  his  Report,  he  states  the  crops  of 
1858  as  follows : 

Hay,  a  full  crop.  Corn,  two-thirds.  Wheat, 
three-fourths.  Oats,  one-fifth.  Potatoes, 
half. 

The  difference  between  these  results  and  a 
fair  average  of  crops  was— -fifty  millions  of 
bushels  of  grain.  This  reduction  of  quantity 
was,  two-thirds  of  it,  a  like  reduction  on  the 
freights  of  railroads.  What  was  true  of  Ohio, 
was  true  of  Indiana,  and  most  of  the  Western 
States.  The  Report  was  made  out  in  January, 
and  showed  clearly  what  would  be  the  result 
of  freights  on  railroads  for  the  next  nine 
months.  The  comparative  receipts  of  this 
road  for  several  years  were  as  follows  : 

The  following  is  a  comparative  statement  of 
the  receipts  from  passengers  anu  freight  for 
the  past  five  years. 

Passengers.         Freight.  Total. 

JP55 $21 0,558  33      S194.352  Jl      $4I'5,I«  9  44 


1856 279,l'08  52 

185? 232.1130  50 

1R1R 172,837  65 

1859 161,754  45 


283,942  65  562,95]  17 

244,370  29  470,400  70 

259.724  87  4"2.562  63 

235,645  05  397,390  50 


The  above  table  does  not  include  seceipts 
from  mail  and  express. 

This  table  does  not  show  the  whole  truth 
in  regard  to  freights.  It  shows  an  apparent 
falling  off  of  only  $24,000  on  freights.  But 
it  does  not  show  what  would  have  been  the 
increase,  if  the  crops  of  1858  had  been  good. 
We  hesitate  not  to  say,  that  with  such  crops 
as  we  had  in  1855,  the  Indianapolis  Road 
wjuld  have  received  $100,000  more  than  it  did 
in  freights. 

The  following  Statistics  are  interesting, 
viz: — 

The  following  statement  will  show  the  re- 


50 


THE    RAILROAD    RECORD. 


ceipts  and  expenses  of  the  road  for  the  past 
four  years : 

Receipts. 

l!"56 S579  959  57 

1S57 491.7-13  IS 

J85? 418.885  00 

J959 414.750  30 

The  following  is  a  comparative  statement 
of  the  number  of  way  and  through  passen- 
gers carried  over  the  road  during  the  past  five 
years : 

Way. 


Expenses. 

Net 
Receipt*. 

(087.098  04 
246.121  20 
218,023  79 
213,304  79 

SJ292.SIS1  S3 
245,621  98 
230.861  21 
201,454  71 

1S55 79.598 

1856 9^,633 

1857 ;. £6.255 

1S5* 79.843 

JS59 76,179 


Through, 
48,288 
75,673 
57,5(13 
38,880 
34,718 


Total. 

127.885 

166,300 

143.458 

118,728 

111,197 


The  following  is  a  comparative  statement 
of  the  number  of  tons  of  local  and  through 
freight  transported  over  the  road  during  the 
past  four  years : 


Local. 

1856 85.751 

1857 68.188 

1858 85,401 

1859 79,227 


Through. 
41,490 
36,638 
35,644 
33,044 


Total. 

131.2J1 

101,826 

121,045 

1U.271 


This  shows  that  notwithstanding  tempo- 
rarv  draw  backs,  the  Cincinnati  and  Indiana- 
polis Road  is  really  a  profitable  concern.  In 
four  year3  the  net  receipts  has  been  §370,000. 
The  Capital  Stock  is  $1,680,000,  and  the  ag- 
gregate debt  §1,890,000.  The  interest  on  the 
debt  is  §132,000,000  ;  or  $528,000  in  the  four 
years.  Deducting  this,  the  net  profits  of  four 
years  is  $440,000,  which  is  6  per  cent,  interest 
on  stock,  and  $3?, 000  surplus.  A  road  which 
can  do  that  with  bad  crops  and  financial  over- 
throws, can  do  much  more  in  prosperous 
times.  This  road  can,  we  believe,  for  a  series 
of  years,  pay  8  per  cent,  net  revenue.  This 
is  based  on  what  we  doubt  not  Will  be  the 
fact,  that  there  will  be  a  turn  in  the  seasons, 
giving  heavy  crops,  in  most  of  the  seasons, 
for  several  years  to  come. 


GOLD  MINES. 

LATEST    FROM     PIKE'S     PEAK. 

We  have  received  a  letter  from  Edward  J. 
Mansfield,  (C.  E.,)  at  Gregory's  Diggings,  in 
the  Kansas  Mines.  He  ha3  probably  investi- 
gated these  mines,  and  been  farther  in  the 
Mountain  ranges,  than  any  one  iu  that  region. 
Hi3  letter  is  of  the  4th  of  March,  and  says; 

"There  are  a  great  many  rich  quartz  lodes 
in  this  district,  and  some  good  paying  gulches, 
but  the  gulches  are  all  taken  up,  and  the 
opening  of  quartz  lodes  is  expensive.  We 
sometimes  have  to  sink  shafts  fifty,  sixty,  and 
seventy  feet  through  solid  rock,  before  getting 
any  pay,  and  in  two  cases  out  of  three,  aban- 
don them  without  getting  them.  They  are, 
however,  very  rich  when  they  pay  at  all.  I 
sank  one  shaft  thirty-five  feet  through  solid 
rock  last  summer;  but  have  been  compelled 
to  sell  that  claim  to  obtain  a  few  weeks'  board 
this  winter.  I  shall  turn  to  gulch  minin°\  I 
believe  firmly  that  the  gulches  on  the  Pacific 
•lope  are  the  richest.     The  gold  is  found  in 


the  gulches  on  or  near  the  bed  rock  at  depths 
varying  two  to  twenty-feet.  We  have  but  little 
rain,  the  weather  being  such  that  a  man  can 
sleep  out  of  doors  during  most  of  the  season, 
and  for  this  reson,  I  think  the  gulches  are 
not  as  rich  as  they  were  in  California,  though 
the  lodes  where  the  gold  is  found,  as  it  was 
originally  deposited  by  volcanic  action,  are 
richer,  and  there  is  actually  more  gold  scat- 
tered through  the  soil,  than  there  is  there. 
On  the  Pacific  slope  there  is,  however,  much 
more  rain,  and  consequently  more  washings." 
Mr.  M.  is,  therefore,  of  opinion,  that  there  is 
really  more  gold  and  more  washings  under 
certain  circumstances,  than  there  is  in  Cali- 
fornia. 

The  climate  is  very  uniform  and  the  air 
exceedingly  light. 

The  result  of  these  observations  and  facts 
is,  that  the  Mines  (gold)  of  Pike's  Peak  and 
the  Rocky  Mountains  are  a  fixed  fact;  and 
that,  in  truth,  there  is  every  pi'obability  that 
the  entire  region  of  the  Rocky  Mountains  and 
their  slopes,  on  both  sides,  is  a  gold  region, 
and  in  the  end,  the  products  of  that  region 
will  be  richer  and  greater  than  that  of  Cali- 
fornia has  been. 


Cost  per  cent,  of  earnings  per  year 42  per  cent. 

Amount  of  earnings  paid  to  interest  on  State 

loan 66,000  00 

Amount  paid  on  Sinking  Fund 16.463  75 

Total  length  of  road  including  branches 287.56  miies. 

"      in  Tennessee 1011.20    "». 

"  H      finished  including  bran-  5«Jv      y 

ches 287.56  ^fV-"^ 

Total  length  of  road  finished  in  Tennessee..   100.20    " 

CHARACTERISTICS   OF   THE    ROAD. 


RAILROADS  IN  TENNESSEE. 

MEMPHIS    AND    CHARLESTON. 

This  road  ranks  as  one  of  the  great  thorough- 
fares of  the  nation — connecting  the  Atlantic 
Ocean  with  the  Mississippi  river.  Its  cars 
are  at  all  times  crowded  with  passengers  and 
freight,  running  from  East  to  West.  Its  line 
is  intersected  necessarily  by  all  Roads  con- 
necting the  Gulf  of  Mexico  with  the  Ohio  and 
Mississippi,  North  of  its  latitude,  and  the 
many  feeders  coming  into  it  at  various  points 
with  shorter  lengths  of  roadway,  all  combine 
to  make  it  one  of  the  most  successful  Railroad 
enterprises  of  the  age. 

The  superior  judgment  which  characterizes 
its  management  can  not  fail  to  elicit  admira- 
tion, and  will  doubtless  result  in  the  increased 
prosperity  of  the  Company. 

The  figures  below  show  the — 

OroB3  earnings  of  thia  road  to  3nth  June $1,330,812  40 

Less  road  expenses  for  the  year 552,776  40 

Leaving  net  earningsi $778,03G  UU 

Which  is  equal  to  12J  per  cent,  on  the  total 
cost  of*  the  road  and  equipments,  amounting 
to  $6,188,033  49.  The  gross  receipts  for  1858, 
(not  official.)  $964,410  65,  showing  an  in- 
crease for  1859  over  1858,  of  $366,401  75. 
With  such  results  as  this,  what  may  not  Ten* 
nessee  expect  from  her  railroad  system  when 
the  whole  is  completed. 

Tot;.!  amount  of  capital  rtoclt 82.500.000  00 

Total  amount  of  cpitaUtock  paid  in 3,237,605  DO 

Amount  of  State  aid  granted  tu  roadway . ...  I,i1)2,0i0  DO 

»           "        m           '■          bridges JtiO.OOO  00 

"            "        »    received 1,100,1)00  00 

Funded  debt  du:  on  State  Bond* 1 ,100,000  00 

*•        '»      «     to  others  than  the  State....  1, 600,(00  00 

Amount  of  floating  debt 453  416  01 

Cost  of  roadway,  iron  and  equipments 6,188,033  49 

Beceipts  from  Pa-w-ngers *75l.B23  01 


Freight 

All  other  souieed. 


500,901  00 
08,"97  73 


Total  length  of  road 

'*        "  u.      in  Tenn 

"         "  "        finished 

"  "  "        in  Tenn.. 

Length  of  branches  owned  by  Company 
Aggregate  length  of  sidings  exclusive 

of  branches 

Number  of  sidings  and  turnouts 

Weight  of  rail  per  lineal  yard  on  main 

line 

Numheroftons  per  mile  on  main  line. 
Weight    of    rail    per    lineal    yard    on 

branches 

X umber  of  tons  per  mile  on  branches. . 

Maximum  grade 

Total  rise  going  on  main  line 

Total  fall  on  main  line 

Shortest   radiua  of  curvature  on  main 

line... 

Total    degrees    of   curvature  in    main 

road 

Total   length  of  straight  line  in   main 

road  

Total   length   of  curved    line   in    main 

road 

Width  of  earth  excavation  at  grade.... 

Average  slope  of  earth  excavation 

With  of  rock  excavation  at  grade 

Average  slope  of  rock  excavation  at 

grade 

Width  of  embankments  at  grade 

N  u ruber  of  truss  bridges 

Aggregate  length  of  truss  bridges 

Number  of  draw  bridges 

Aggregate  length  of  draw  bridges 

Aggregate  length  of  trestling 

N  umber  of  cross  ties  per  mi  le 

Dimension  of  cross  ties 

Character  of  timber  used.. 

Character  of  joint  fastenings 

Weight    of    wrought    and    cast    iron 

chairs 

Number  of  miles  of  road  ballasted 

**  railroads  crossed  at  grade... 

"  way     stations    for    express 

trains. 

"  flag  stations 

'*  engine  houses 

'*  machine  shops 

11  wooden  depot  buildings.... 

44  brick  depot  buildings 

"  turn  tables 

44          Wood  and  wter  stations. ... 
41         repair  houses 


271.56  miles. 
100.20      44 
271.56      " 
100.20      « 
16 

20  miles,  [depots. 
19  esclusivt  of  reg. 

60  pounds. 
105i  of  2,000  lbs. 

60  pounds. 
105* 
47.5 

3726.053  feet. 
3515.808      " 

41  degrees. 

2514-16 

.  226.35  miles. 

45.21   miles. 
22  feet. 
1  to  1 
18  feet. 

i  to  1 

1 J  feet. 

13 

4557  feet. 

1 

140  feet. 
31,663  feet. 
2,112 

8X10,  8X8.  81  feet. 
White  oak  and  ced. 
W  rough  t  iron  ch'rs. 

About  8  lbs. 

2d 

2 

33 
26 
5 

24 

9 

6 

30 

33 


Expenditures— Total.. 


1,330,^12  40 
553,776  40 


EQUIPMENT    OP    ROAD. 

Number  of  locomotives ' 36 

**  passenger  cars..  38 

*'         baggage  and  express  cars...  14 

"  box  freight  cars 232 

11         platform  cars 197 

11  gravel  cars 4 1 

44         roadcars ■•  67 

"         stockcars 25 

Weight  of  passenger  engines  (exclusive 

of  tenders) 14  to  26  tons. 

Weight  of  freight  engines  (exclusive  of 

tenders) 18  to  24      " 

Weigiit  of  box  freight  cars 9 

Weight    of    passenger    and    baggage 

cars 15  tons. 

Width  and  length  of  passenger  and  bag- 
gage cars 44X10  feet. 

Width  and  length  of  freight  cars. 28X8*      " 

BUSINESS   OF    THE   YEAR   IN    TRANSPORTATION. 

Number  of    miles    run    by    passenger 

trains 25^,397 

Number  of  miles  run  by  freight  trains- .  231,235 
"  "  t4        other  trains...  78.309 

Total  number  of  miles  run  by  all 562,041 

Number  of  through  passengers 53.935 

**         way  passengers 176.972 

Total  number  of  passengers   carried  in 
cars 330,907 

Rate  of  fare  charged  per  mile  for  through 
passengers.  3J  cents. 

Rate  charged  for  through  passengers..   8.H4 

Rate  charged  for  way  passengers 4  cents. 

Average  rate  charged  for  passengers-. .   3.8 

Rate  of  ppced  adopted  by  express  trains 
including  stops 17J  miles  per  hour. 

Rate  of  speed  adopted  by  express  trains 

i  n  motion 21        **       " 

Rate  of  speed  adopted  by  accommoda- 
tion trains,  including  stops .   171      **      *' 

Rate  of  speed  adopted   by  accommoda- 
tion train?  in  motion 21         "       ** 

Rate  of  speed  adopted  by  freight  trains, 
Including  ftd|7fl 12        4I       " 

Itaie  of  speed  adopted  by  freight  trains 

In  motion 15        "      " 


THE    RAILROAD    RECORD. 
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Average  weifirht   of   passenger    Irains, 

exclusive  of  passenger  ami  baggage. .  75  tons. 

Average  weight  of  freight  trains,  exclu- 
Hive  of  freight 180  tons. 

Average  number  of  officers  and  agents 
for  the  past  year  in  construction  de* 
•  partment 4 

Average  number  of  laborers 34 

Average  number  of  officers  and  agents 
in  transportation  department 57 

Average  number  of  laborers  in  transpor- 
tation department 782 

Total  average  number  employees  past 
year 877 

The  names  of  the  principal  officers  of  the 
Company  are : 

Samuel  Tate,  President;  George  Robertson, 
Secretary;  W.  B.  Waldron,  W.  D.,  Samuel 
Cruse,  E.  D.,  Treasurers;  M.  B.  Pritcbard, 
Chief  Engineer ;  B.  Ayres,  W.  D.,  W.J.  Ross, 
E.  D.,  Superintendents. 

The  principal  office  of  the  Company  is  at 
Memphis,  Shelby  county.  • 


MEMPHIS   AND  IRON  MOUNTAIN 
RAILROAD. 

Memphis,  Tenn.,  February  20,  I860. 
To  the  General  Assembly  of  the  State  of  Mis- 
souri : 

The  undersigned  Committee,  appointed  by 
a  Railroad  Convention,  held  in  Memphis,  on 
the  16th  November,  1859,  te  report  to  your 
honorable  body,  the  advantages  of  extending 
your  Iron  Mountain  Railroad  to  a  Southern 
connection  at  this  place,  over  all  other  pro- 
posed routes,  would  respectfully  say  that,  the 
duty  assigned  to  them  has  been  postponed 
until  now,  for  the  purpose  of  getting  the 
advantage  of  reliable  data  from  the  Reports 
of  the  Engineer,  who  had  been  placed  in 
charge  of  surveying  the  route  from  Memphis 
to  the  Missouri  line,  understanding  that  a 
gentleman  of  high  chatacter  in  his  profession 
had  been  employed  to  make  a  thorough  exam- 
ination of  the  route,  and  demonstrate  beyond 
doubt,  by  actual  surveys,  the  practicability 
and  economy  of  this  route.  The  labors  of  the 
Engineering  Corps  have  just  been  completed, 
and  the  Committee  think  that  nothing  they 
could  say  would  be  so  acceptable  or  practica- 
ble as  the  Report  itself,  and  they  here  submit 
the  able  Report  of  Mr.  James  H.  Morley,  for- 
merly the  able  and  reliable  Engineer  of  the 
Iron  Mountain  Railroad.  It  speaks  for  itself, 
and  this  Report,  together  with  Reports  em- 
braced in  the  Memorial  of  the  St.  Louis  and 
Iron  Mountain  Railroad  Company  to  your 
honorable  body,  containing  the  Report  of  the 
Railroad  Convention,  held  at  Memphis,  on  the 
16th  of  November,  contain  sufficient  data  of 
reliable  character  to  satisfy  the  most  sceptical 
that  the  direct  route  to  the  Southern  boundary 
line  of  your  State — that  all  parties  may  make 
their  connections  with  you — is  the  only  true 
policy  of  your  State,  for  the  best  interest  of 
the  State,  the  city  of  St.  Louis,  and  (he  Iron 
Mountain  Railroad  Company.  It  is  useless 
to  say  what  prospect  there  is  for  an  extension 
of  the  Road  south  of  the  State  line,  as  it  only 
remains  for  you  to  determine  that  you  will 
come  to  that  point,  and  Memphis  and  those 
interested  in  that  line,  are  ready  to  meet  you 
and  to  build  their  portion  of  the  Road,  as  soon 
as  you  can  build  yours,  and  meet  you  on  the 
line. 

REPORT 
Of  a  Preliminary  Survey  of  the  Memphis  and 

Iron  Mountain  Railroad,  made  to  the  Board 

and  Aldermen  of  the  City  of  Memphis,  by 

James  H.  Morley. 

Memphis,  Tenn.,  January  24,  1860. 
To  the  Mayor  and  Aldermen  of  the  City  of 

Memphis : 
f  Gentlemen  : — By  a  resolution   adopted  by 
your  honorable  body,  on  the  18th  of  October 


last,  I  was  appointed  to  make  a  survey  for  a 
railroad  from  Hopefield,  opposite  the  city  of 
Memphis,  northwardly,  to  the  boundary  line 
between  the  States  of  Arkansas  and  Missouri, 
on  the  most  eligible  route,  to  connect  at  that 
point  with  the  extension  of  the  St.  Louis  and 
Iron  Mountain  Railroad,  so  as  to  form  the  most 
direct  praciicable  line  to  connect  your  city  by 
railroad  with  the  city  of  St.  Louis. 

The  survey  being  completed,  I  now  have 
the  honor  to  report  the  result;  with  distances 
and  estimates  of  cost. 

Accompanying  the  report  are  two  maps — 
one  being  an  accurate  representation,  on  a 
scale  of  four  miles  to  the  inch,  of  what  is 
known  as  the  swamp  region  of  northeast 
Arkansas,  and  southeast  Missouri,  on  which  is 
plotted  the  line  surveyed  in  accordance  with 
the  above  resolution ;  and  also  the  route  the 
road  will  probably  take  in  Missouri,  extending 
northwardly  up  the  valley  of  the  St.  Francois 
river  toward  the  Iron  Mountain;  the  other  is 
a  general  map  of  the  immediate  valley  of  the 
Mississippi  river,  showing  the  importance  of  a 
direct  railroad  communication  between  Mem- 
phis and  St.  Louis,  to  connect  not  only  those 
two  cities,  but  the  system  of  railroads  of  the 
Southwestern  States  with  the  system  of  the 
Northwestern.  Accompanying  also  is  an  ac- 
curate profile  of  the  line  surveyed,  showing 
the  ground  line,  the  high  water  mark,  and 
the  grade  line  assumed  in  making  the  estimate. 
The  portion  estimated  as  earthwork  is  colored 
in  yellow,  on  the  profile.  The  character  and 
length  of  the  mechanical  structures,  adopted 
to  make  the  eslimates,  are  marked  so  as  to  be 
readily  understood.  This  kind  of  work  may 
be  considerably  changed  on  a  careful  prepara- 
tion of  the  line  for  construction  ;  but  it  is 
believed  that  the  cost  of  building  the  road 
will  not  exceed  the  estimates,  for  I  have  aimed 
to  make  them  full  with  ample  allowance  for 
contingencies. 

Considerable  delay  was  experienced  in 
organizing  the  party,  and  getting  together  the 
camp  equipage.  From  these  causes  the  field 
work  was  not  started  until  the  4th  of  Novem- 
ber. Soon  after  much  stormy  weather  set  in, 
which,  together  with  the  heavy  cane  breaks 
we  were  obliged  to  cut  our  way  through  on 
sixteen  miles  of  the  route,  caused  a  further 
delay,  so  that  the  survey  has  taken  more  time 
than  was  anticipated. 

DESCRIPTION   OF   ROUTE. 

Beginning  at  a  point  where  the  center  line 
of  the  track  of  the  Memphis  and  Little  Rock 
Railroad  intersects  the  center  line  of  Second 
street  in  the  town  of  Hopefield,  the  line  thence 
bears  northwardly  along  said  street  to  the 
northern  limits  of  said  town  ;  thence  nearly 
direct  to  the  town  of  Marion,  the  county  seat 
of  Crittenden  county,  eight  and  a  half  miles 
from  the  starting  point;  the  line  making 
about  seven  and  a  half  miles  westing  in  this 
distance.  From  Marion  the  line  bears  more 
to  the  north,  and  runs  straight  to  the  western 
border  of  the  low  lands  of  Wappanooca  lake, 
crossing  Big  Creek,  the  outlet  of  said  lake,  at 
a  distance  of  just  nineteen  and  a  half  miles 
from  Hopefield;  thence  bearing  east  of  north 
to  a  point  about  three  miles  west  of  Mr.  Evans', 
on  Frenchman's  Bayou,  thirty-five  and  three 
quarter  miles  from  Hopefield;  thence  on  a 
general  course  of  north,  five  degrees  east,  to 
the  State  line,  between  the  States  of  Arkansas 
and  Missouri,  near  the  western  border  of  Big 
Lake,  a  distance  of  sixty-four  and  twenty-six 
hundredths  miles  from  Hopefield. 

A  straight  line,  connecting  the  termini  of 
the  route  surveyed,  is  about  fifty-nine  miles 
long;  but  this  would  cross  the  Mississippi 
river  twice,  and  of  course  is   impracticable. 


The  distance  is  considerably  increased  by  the 
westing  necessary  to  pass  around  the  Marion 
and  Wappanocca  lakes.  A  practicable  route, 
however,  can  be  found,  passing  east  of  these 
lakes,  touching  the  river  at  Mound  City,  and 
again  at  Gen.  Bradley's  plantation,  joining  the 
surveyed  line  opposite  Mr.  Evans'  on  French- 
man's Bayou.  This  route  would  reduce  the 
distance  from  Hopefield  to  the  Missouri  line 
to  about  sixty-two  and  one-fourth  miles,  but  it 
would  throw  the  line  into  much  low  and  rough 
ground,  and  increase  the  cost  of  construction  ; 
in  view  of  the  reduction  of  distance,  however, 
before  the  road  is  finally  located,  it  should  be 
more  thoroughly  examined.  Two  routes  west 
of  the  surveyed  line  from  Wappanocca  lake  to 
the  State  line  should  also  be  examined,  with 
the  view  of  finding  better  ground.  Owing  to 
the  heavy  cane  brakes  and  bad  weather,  I  had 
not  time  to  explore  them  as  I  desired.  One 
of  them  was  examined  some  years  ago  by 
E.  H.  Porter,  Esq.,  of  Memphis,  who  informed 
me  that  the  ground  was  good,  with  but  little 
deep  overflow. 

You  can  rest  assured,  however,  that  there  is 
one  route  demonstrated  to  be  perfectly  practi- 
cable to  build  a  railroad  upon,  at  a  moderate 
cost,  and  with  practically  straight  line  and 
level  grade,  which  will  bring  the  cost  of  power 
to  operate  the  road  to  a  minimum. 

ESTIMATES. 

The  estimates  of  earthwork  are  based  on  a 
bottom  width  in  cuttings  of  twenty  feet,  with 
slopes  of  one  and  a  half  horizontal  to  one  ver- 
tical, and  a  top-width  on  embankment  of 
fourteen  feet,  with  slopes  same  as  in  cuttings, 
on  twenty-six  and  a  half  miles  of  '.he  route; 
on  the  rest  of  the  distance,  the  slopes  are  two 
horizontal  to  one  vertical,  and  fourteen  feet 
top-width.  Ample  allowance  has  been  made 
for  shrinkage  and  settling  of  the  embank- 
ments. The  grade  line  on  the  entire  route  is 
placed  not  less  than  two  feet  above  the  highest 
known  water  mark. 

Trestle  and  pile-work  has  been  estimated 
for  the  necessary  water-ways,  except  in  case  of 
the  four  main  streams,  Big  Creek,  Tyrouza 
River,  and  the  left  and  right  hand  chutes  of 
Little  River  ;  for  these,  truss-bridges  have 
been  estimated,  with  pile  and  trestle-work  sub- 
stituted for  abutments  and  piers,  there  being 
no  stone  near  the  route  for  that  purpose.  The 
abundance  of  good  timber  along  the  entire 
length  of  the  route,  will  insure  the  bridge  and 
trestle-work,  being  equal,  if  not  superior  to 
that  of  any  other  road. 

The  prices  assumed  are  liberal,  and  can  not 
be  exceeded,  under  ordinary  circumstances, 
when  the  work  is  put  under  contract.  On 
making  them,  the  inaccessible  nature  of  the 
country  for  want  of  roads,  was  particularly 
regarded — communication  with  the  river  will 
be  expensive  in  getting  implements  and  sup- 
plies to  the  work. 

For  convenience  of  reference,  and  com- 
parison with  estimates  on  other  routes  that 
may  be  surveyed  before  the  route  is  finally 
located,  the  line  has  been  divided  into  sections 
of  five  miles  each,  and  the  estimates  made  on 
each  section  separately.  These  are  all  ap- 
pended to  this  report,  and  the  summary  is  as 
follows : 

HOPEFIELD  TO  THE   MISSOURI    LINE,  64  26-1C0 
MILES 

Road-bed  ready  for  traclt ■ S642,P36 

64  26-100  miles  of  main  track 436.968 

Total  (per  mile,  $16,811) » 1 ,079,804 

Side  Tracks,  Switches  and  Turn-tables 27,290 

Depots,  Water  Stations,  Engine  Houses  and 

Ships 43,000 

Rolling  Stock 187,240 

General    Office   Expenses,    Engineering   and 

Contingencies 66,000 

Total  cost  of  road  (cash'' $1,403,334 

Costpermile «21,63a 
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No  allowance  has  been  made  in  the  estimate 
for  land,  for  right  of  way  and  depot  grounds, 
it  being  assumed  that  this  will  be  readily 
donated. 

A  spur  line  was  surveyed  from  the  end  of 
section  one,  back  to  Mound  City,  a  distance 
of  one  and  seventeen  hundredths  miles. 
Mound  City  being  an  excellent  landing  for 
ferry  boats  at  all  seasons  and  stages  of  the 
water,  it  might  be  advisable  to  commence  the 
construction  of  the  road  at  that  point,  and 
make  it  the  southern  terminus  until  improve- 
ments at  Hopefield  landing  will  insure  that 
point  against  the  formation  of  sand  bars. 

By  making  the  southern  terminus  at  Mound 
City,  a  saving  of  S58.300  would  be  effected  in 
the  whole  cost  of  the  Road,  reducing  total  cost 
to  §1,344,534,  and  the  length  of  the  Railroad 
to  sixty  and  forty-three  hundredths  miles. 
The  ferriage  would  not  exceed  five  miles,  with, 
I  am  informed,  a  safe  channel  in  the  lowest 
stages  of  the  water. 

THE    RAILROAD   AND   THE   LEVEE. 

I  would  suggest  a  plan  for  building  the 
Railroad  in  connection  with  the  levee  system, 
which  may  be  worthy  of  a  thorough  con- 
sideration. 

As  is  well  known,  a  large  portion  of  the 
country  from  the  Mississippi  River  to  the 
St.  Francois,  between  Hopefield  and  the  Mis- 
souri State  line,  is  subject  to  overflow  of 
water  from  the  Mississippi  River  during  the 
high  floods  in  that  stream.  These  lands  being 
subject  to  overflows  of  various  depths  up  to 
nine  feet,  a  large  portion  probably  not  over 
four  feet,  were  given  to  the  State  of  Arkansas 
by  the  General  Government  to  raise  means  to 
construct  levees  in  order  to  reclaim  them,  but 
having  failed  to  accomplish  that  desideratum, 
the  burden  of  completing  the  levees  is  now 
thrown  upon  the  counties  and  private  enter- 
prise In  their  present  unfinished  state,  the 
dilapidated  condition  of  portions  that  have 
been  once  considered  as  finished,  and  the 
doubt  whether,  under  the  present  system,  they 
ever  will  be  made  safe,  has  led  me  to  place  the 
grade  line  two  feet  above  the  highest  flood, 
and  to  allow  ampte  openings  for  the  water  to 
flow  from  the  Mississippi  River,  to  the  St. 
Francois,  so  as  to  make  the  Road  perfectly 
safe  without  any  dependence  on  the  levee. 

The  estimates  appended,  are  based  on  this 
plan.  I  have,  however,  made  another  estimate 
of  cost  of  constructing  the  Railroad  with  the 
grade-line  lowered  so  as  to  provide  only  for 
the  local  floods  of  the  country,  assuming  the 
water  of  the  Mississippi  River  to  have  been 
shut  out  by  the  levee,  and  find  by  constructing 
the  Road  on  the  low  grade,  the  cost  can  be 
reduced  8316,150,  bringing  the  cost  of  road- 
bed and  track  down  to  SI  1,883  per  mile  or  to 
§16,918  per  mile  with  equipment,  etc.,  in  full, 
lor  business.  Now,  considering  that  the  Road 
can  be  more  permanently  built  on  the  low 
grade,  and  maintained  at  less  expense,  it 
becomes  questionable  whether  the  low  grade 
had  not  better  be  adopted  and  the  6316,150 
thereby  saved,  applied  in  completing  the  un- 
finished levee,  and  in  strengthening  that 
already  built,  in  a  manner  to  render  the  entire 
levee,  with  proper  supervision,  safe  beyond 
contingency. 

.Before  deciding  this  question,  it  would,  of 
course,  be  necessary  to  ascertain  the  cost  of 
patting  the  levee  in  this  condition. 

From  personal  observation,  I  am  unable  to 
form  an  opinion  on  only  about  one  half  the 
distance  to  the  Missouri  line,  having  examined 
the  levee  this  distance.  Judging,  however, 
from  what  I  can  learn  from  others,  who  pro- 
fess to  understand  the  matter,  it  would  appear 
that  $300,000  would   place  th<;   entire  levee 


above  here,  in  the  most  perfect  condition. 
Again,  other  considerations  might  have  suffi- 
cient weight  to  warrant  the  adoption  of  this 
plan,  even  though  the  cost  of  perfecting  the 
levee  should  exceed  $316,150.  A  liberal  sub- 
scription to  the  capital  stock  of  the  Railroad 
Company  might  be  obtained  from  the  counties 
of  Crittenden  and  Mississippi,  from  the  Mem- 
phis and  Little  Rock  Railroad  Company — 
which  is  vitally  interested  in  the  substantial 
completion  of  the  levee — and  from  the  large 
landholders  along  the  route,  whose  lands 
would  not  only  be  reclaimed,  but  a  railroad 
would  pass  through  them  on  a  surface  grade, 
which,  depending  on  the  levee  for  security 
from  overflow,  would,  from  this  fact  alone, 
induce  settlers  to  purchase  and  improve  them; 
for  surely  they  would  place  confidence  in  a 
levee  on  the  safety  of  which  depended  the 
operation  of  the  Railroad.  The  Railroad 
interest  itself  would  be  benefited  by  the  local 
business  resulting  from  the  reclamation  of  the 
land — the  most  fertile  in  the  country — and 
the  city  of  Memphis  would  gain  as  much  by 
the .  improvement  as  any  interest  affected. 
Legislative  action  on  this  subject  might  result 
in  the  grant  of  swamp  lands  from  the  State 
of  Arkansas. 

The  levee  could  not  be  placed  under  a  more 
efficient  management  than  that  of  a  Railroad 
Company,  the  constant  operation  of  whose 
road  depended  on  the  safety  of  the  levee. 

With  the  facilities  at  its  command,  the  Com- 
pany could,  during  high  water,  concentrate  a 
large  force  of  laborers  in  a  short  time,  on  any 
dangerous  point.  The  levee  to  be  maintained 
by  the  Railroad  Company  out  of  the  earnings 
of  the  Road. 

I  suggest  this  plan  for  the  consideration  of 
those  who  may  become  active  parties  in  de- 
vising means  to  construct  the  railroad,  be- 
lieving the  many  large  interests  that  will  be 
benefited  can  be  brought  to  act  in  unison,  in 
raising  the  necessary  means  to  carry  forward 
simultaneously  both  the  railroad  and  the  levee 
to  a  successful  completion  at  an  early  day. 

ON  THE  EXTENSION  OF  THE  ST.  LOUIS  AND  IRON 
MOUNTAIN    RAILROAD. 

Much  discussion  has  arisen  as  to  the  proper 
route  on  which  the  Iron  Mountain  Railroad 
should  be  extended,  and,  as  the  main  object 
of  the  survey  I  have  made  is  to  make  a  con- 
nection with  the  said  Road,  so  as  to  form  a 
direct  Iiailroad  between  Memphis  and  St.Louis, 
it  will  not  be  out  of  place  here  to  allude  briefly 
to  that  subject. 

The  State  of  Missouri  now  looks  at  the 
St.  Louis  and  Iron  Mountain  Railroad,  through 
its  extension,  as  a  Southern  outlet  to  the  whole 
system  of  the  railroads  of  the  State,  and  owing 
to  the  munificent  aid  the  State  has  granted  to 
the  construction  of  that  system,  the  Legisla- 
ture as  well  as  the  stockholders,  are  deeply 
interested  in  extending  this  Road  on  the  route 
where  the  most  advantage  can  be  derived. 

The  whole  question  of  the  extension  has 
come  down  to  two  routes,  viz. :  whether  to 
extend  the  Road  to  Belmont,  opposite  Colum- 
bus, Kentucky,  so  as  to  connect  with  the 
South-eastern  system  of  roads  through  the 
medium  of  the  Mobile  and  Ohio  Railroad  ter- 
minating at  Columbus,  or  to  extend  it  down  the 
St  Francois  river  to  Indian  Ford,  in  the  direc- 
tion of  Memphis. 

The  Columbus  interests  have  enlisted  the 
city  of  Cape  Girardeau  in  their  behalf,  and 
now  propose  to  locate  the  road  from  Pilot 
Knob  to  Belmont  by  way  of  that  city.  The 
popular  opinion  is  in  favor,  however,  of  the 
St.  Francois  Valley  route;  and  justly,  as  by 
locating  on  that  route,  the  State  has  but  about 
sixty-five  miles  of  road  to  provide  means  for 


to  secure  a  connection,  not  only  with  New 
Orleans  on  the  shortest  practical  route  by  wav 
of  Memphis,  but  also  to  secure  a  connection 
through  the  Cairo  and  Fulton  Railroad  of 
Arkansas,  with  the  Texas  system  of  railroads, 
and  with  the  Southern  Pacific  Railroad.  The 
Iron  Mountain  Railroad  will  undoubtedly  be 
the  first  railroad  connection  St.  Louis  will 
have  with  the  Pacific  coast.  The  distance 
will  not  exceed  twenty-two  hundred  miles,  and 
it  is  doubtful  whether  a  shorter  practicable 
route  can  be  found.  By  the  extension  to 
Indian  Ford,  St.  Louis  can  form  a  connection 
with  Belmont,  only  seven  and  a  half  miles 
longer  than  by  way  of  Cape  Girardeau,  by 
diverting  the  Cairo  and  Fulton  Railroad  of 
Missouri,  as  now  proposed,  so  as  to  pass 
through  Bloomfield  to  Indian  Ford.  To  reach 
Columbus  this  way,  the  State  has  to  provide 
forty-two  miles  l?ss  of  Road  In  any  event  the 
Columbus  connection  is  not  an  important  one 
to  the  interests  of  the  Iron  Mountain  Railroad, 
for  the  shorter  and  cheaper  built  roads  of 
Illinois  will  be  strong  competitors  for  the 
business  between  St.  Louis  and  Columbus. 
By  way  of  the  Belleville  and  the  Illinois  Cen- 
tral Railroads  the  distance  to  Columbus  from 
St.  Louis  is  169  miles,  against  210  miles  by 
way  of  Pilot  Knob  and  Cape  Girardeau. 

By  way  of  the  Ohio  and  Mississippi  Railroad 
to  Sandoval  and  the  Illinois  Central,  over 
which  cars  are  now  running  every  day,  Co- 
lumbus is  reached  by  a  distance  of  201  miles — 
nine  miles  shorter  than  by  way  of  Pilot  Knob 
and  Cape  Girardeau.  The  construction  of  the 
Belleville  extension  to  Du  Quion,  on  the 
Illinois  Central,  will  reduce  this  to  169  miles, 
as  above  stated.  This  will  be  the  nearest 
route  for  St.  Louis  to  make  connection  with 
the  South-eastern  States. 

By  locating  the  Iron  Mountain  Railroad 
down  the  St.  Francois,  a  great  trunk  line  will 
be  formed,  connecting  the  railroads  of  the 
North  western  States  with  those  of  the  South — ■ 
a  route  that  even  the  business  men  as  far  east 
as  Chicago  are  interested  in  as  may  be  seen 
in  the  following  table  of  distances: 

Miles. 

St.  Louis  to  Memphis  direct 279 

Chicago  to  Memphis  via  St.  Louis 560 

Chicago  to  Memphis  via  Cairo 538 

In  favor  of  Cairo  only 22 

Chicago  to  New  Orleans  via  St.  Louis  and  Memphis  052 
Chicago  to  New  Orleans  via  Cairo P19 

In  favor  of  Cairo  only 33 

Chicago  to  Little  Rock  via  St.  Louis 620 

Chicago  to  Little  Rock  via  Cairo 6"5 

In  favor  of  Cairo  only 15 

When  the  distances  are  so  nearly  balanced, 
other  considerations  would  govern  the  choice 
of  routes,  and  the  business  relations  of  Chicago 
with  St  Louis  and  Memphis,  would  incline 
travel  to  take  the  route  passing  through  those 
cities. 

COMPARISON  OF  DISTANCES    BY   WAY  OF    CO- 
LUMBUS. 

Miles, 

St.  Louis  to  Memphis  by  direct  route 279 

St.  Louis  to  Memphis  via  Cape  Girardeau,  Columbus 
ami  Humboldt 361 

In  favor  of  direct  route 83 

St.   Louis   to  Memphis  via  Belleville,  Cairo    and 

Ilumbolt 320 

St.  Louis  to  Memphis  via  Pilot  Knob,  Cape  Girar- 
deau and  Columbus 361 

In  favor  of  Belleville,  Cairo  and  Humboldt 41 

St.  Louis  to  Memphis  via  Sandoval,  Cairo  and  Hum- 
boldt         352 

St.  Louis  to  Memphis  via  Pilot  Knob,  Cape  Girar- 
deau and  Columbus 361 

In  favor  of  Sandoval,  Cairo  and  Ilumholdt 9 

St.  Louis  to  New  Orleans  by  direct  route  to  Memphis  671 
St.  Louis  to  New  Orleans  by  Cape  Girardeau  and 

Columbus • 743 

In  favor  of  direct  route  to  Memphis 71 
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St.  Louis  to  New  Orleans  by  Cape  Girardeau  and 
Columbus 742 

St.  Louis  to  New  Orleans  via  Belleville,  Illinois 
Central  and  Columbus 7111 

In  favor  of  Belleville,  Illinois  Central  and  Co- 
lumbus    41 

St.  Louis  to  New  Orleans  via  Cape  Girardeau  and 

Columbus 742 

St.  Louis  to  New  Orleans  via  Sandoval,  Cairo   and 

Colutnbr.s  733 

In  favor  of  Sandoval,  Cairo  aod  Columbus....  9 

St.   Louis  to   Mobile  via   direct  line  to   Memphis, 

thence  by  Greneda  and  Enterprise 629 

St.  Louis  to  Mobile  via  Cape  Girardeau  and  Co- 
lumbus  .   683 

In  favor  of  direct  route  to  Memphis 54 

St.  Louis  to  Mobile  via  Belleville  and  Cairo 642 

St.  Louis  to  Mobile  via  Cape  Girardeau  and  Co- 
lumbus   683 

In  favor  of  Belleville  and  Cairo 41 

St.  Louis  to  Mobile  via  Sanrloval  and  Cairo 674 

St  Louis  to  Mobile  via  Cape  Girardeau  and  Co- 
lumbus    '83 

In  favor  of  Sandoval  and  Cairo 9 

Thus  it  appears  that  the  extension  of  the 
Iron  Mountain  Railroad  to  Columbus,  to  form 
southern  connections,  so  far  as  distances  are 
concerned,  has  not  one  feature  to  recommend 
it,  being  one  of  those  crooked  intermediate 
routes,  that  has  shorter  and  cheaper  routes  on 
each  side.  Its  merits  then,  must  all  exist  in 
a  domestic  point  of  view,  and  these  would 
seem  to  consist  in  running  it  over  a  broken 
country  from  Pilot  Knob  to  Cape  Girardeau 
to  accommodate  a  section  already  convenient 
to  the  river,  to  the  exclusion  of  a  more  interior 
country,  now  almost  entirely  excluded  from 
a  market. 

It  is  not  surprising,  however,  that  the  Illi- 
nois Central  and  Mobile  and  Ohio  interest 
exert  itself  to  blast  the  prospects  of  so  fair  a 
rival,  ana  flatter  it  into  the  committal  of  suicide 
in  the  hills  of  Cape  Girardeau. 

As  the  Legislature  of  Missouri  has  signified 
its  intention  to  leave  the  route  the  road  should 
be  extended  upon  to  the  Board  of  Directors 
of  the  St.  Louis  and  Iron  Mountain  Railroad, 
or  to  the  Board  of  Public  Works  of  the  State, 
you  may  rest  assured  that  the  success  of  that 
great  work  will  not  be  sacrificed  to  minor  local 
interests  or  rival  roads. 

As  regards  the  connection  of  your  Road 
with  the  Iron  Mountain  Road,  I  would  state 
that  a  new  company  has  been  chartered  by  the 
Legislature  of  Missouri,  called  the  Missouri 
Southern  Railroad  Company,  having  for  its 
object  the  building  of  that  portion  of  the  Road 
between  the  Missouri  State  line,  where  our 
survey  terminated,  aud  Indian  Ford — a  dis- 
tance of  about  sixty-three  miles.  The  object 
of  the  separate  organization  is  to  facilitate  the 
construction,  with  a  view  of  future  consolida- 
tion with  the  Iron  Mountain  Railroad  Company 
when  both  Roads  shall  have  been  completed. 
The  new  company  state  that  they  can  easily 
grade  their  road-bed,  which,  being  then  free 
from  the  lien  of  the  State,  they  can  procure 
their  iron  on  a  mortgage.  1  here  remains, 
then,  only  about  sixty-five  miles  of  Road  for 
the  State  of  Missouri  and  the  Iron  Mountain 
Railroad  to  provide  means  for,  to  iusure  the 
completion  of  the  Road  from  St.  Louis  to  the 
State  line.  Those  sixty-five  miles  can  be  built 
so  as  not  to  exceed  one  million  eight  hundred 
thousand  dollars.  The  State  is  asked  for 
$1,000,000  in  her  bonds.  The  Legislature  is 
to  meet  on  the  27th  of  next  month  to  consider 
the  Railroad  interest  of  the  State,  and  it  is 
hoped  the  legislators  will  see  the  importance 
of  completing  this  Road,  both  to  save  the  aid 
already  granted  to  it,  and  to  establish  a  direct 
communication,  at  all  seasons  of  the  year, 
botween  St.  Louis  and  the  South. 

In  conclusion.  I  would  remark  that  I  have 


not  attempted  to  gather  statistics  to  form  an 
estimate  of  the  probable  business  that  would 
pass  over  a  direct  railroad  between  Memphis 
and  St.  Louis.  That  the  earnings  per  mile 
would  equal  those  of  the  best  trunk  lines  in  the 
country,  every  one  understanding  the  trade 
and  travel  between  St.  Louis  and  the  South,  on 
the  river  and  the  railroads  east  of  it,  will  admit. 
In  the  seasons  of  interrupted  navigation  by  ice 
and  low  water,  when  trade  in  St.  Louis  has 
been  known  to  be  almost  suspended  for  weeks 
in  succession,  business  would  be  crowded  upon 
this  Road  to  the  extent  of  its  working  capacity. 
And,  as  the  center  of  the  grain-growing  region 
advances  westwardly,  the  trade  of  St.  Louis 
with  the  South  may  soon  overtake  and  finally 
outvie  that  of  her  present  rivals,  whose  trade 
is  with  the  East. 

The  survey  was  conducted  under  the  imme- 
diate charge  of  Mr.  F.  E.  Reichard  To  him, 
and  the  young  gentlemen  forming  his  corps, 
I  take  this  opportunity  of  expressing  my 
thanks  for  the  energetic  and  efficient  manner 
in  which  they  performed  the  duties  assigned 
to  them. 

Respectfully  submitted, 

JAMES  H.  MORLEY,  Engineer. 

In  conclusion,  your .  Committee  would  re- 
spectfully refer  you  to  the  fact  that,  this  is  a 
struggle  between  Louisville  and  Cincinnati  on 
the  one  hand,  and  St.  Louis  on  the  other,  for 
the  rich  and  valuable  trade  of  the  Sugar  and 
Cotton  growing  regions  of  the  Mississippi 
Valley.  The  line  of  Road  from  Memphis  to 
Louisville,  is  all  under  contract,  and  will  be 
completed  in  eighteen  months,  when  cars  will 
run  directly  through  between  those  points 
without  change  of  cars.  The  line  from  New 
Orleans,  is  now  complete  and  in  operation 
from  New  Orleans  to  Jackson,  Tennessee,  and 
a  bill  is  now  before  the  Legislature  of  Ten- 
nessee, authorizing  the  amalgamation  of  the 
Mississippi  Central  Road  with  the  Nashville 
and  North  Western  Road,  and  forming  a  great 
base  line  from  New  Orleans  to  Louisville,  by 
way  of  Nashville,  and  also  by  way  of  Clarkes- 
ville,  making,  practically,  an  Air  Line  Road 
between  these  points.  These  lines  will  all  be 
in  operation  in  less  than  two  years.  What 
will  then  be  the  condition  of  your  great  com- 
mercial city,  St.  Louis  !  She  will  stand  some 
hundred  miles  off.  The  great  base  line  between 
the  Ohio  Valley  and  New  Orleans,  with  her 
rivals  and  their  influence,  trying  to  persuade 
her  out  of  her  natural  Air  Line  route  to  her 
trade,  inducing  her  to  cross  the  river  and 
country  at  right  augles  to  fall  into  their  ba*e 
line  and  thereby  lose  the  natural  advantage 
she  has  over  them  in  distance  and  geographi- 
cal position,  for  this  rich  and  valuable  trade 
Your  Committee  can  not  believe  with  the 
lights  before  you  that  you  can  doubt  as  to  your 
best  interest. 

All  of  which  is  respectfully  submitted. 

SAM.  TATE, 

L.  R.  SHRYOCK, 

J.  T.  TREZEVANT,       ]■  Committee. 

ISAAC  N   BARNETT 

F.  M.  WHITE, 


[From  the  Chicago  Press  and  Tribune-] 

RAILROADS    CENTERING    IN    CHI- 
CAGO. 

The  following  list  embraces  the  roads  com- 
pleted, in  process  of  construction,  or  projected, 
with  their  different  branch  and  extension  lines, 
centering  in  Chicago.  Where  roads  extend 
beyond  Illinois,  they  are  in  most  cases  traced 
only  through  a  .ingle  State  beyond  our  own. 
The   trunk   line   are   set   in   the   left  of  the 


column  ;  the  branch  and  extended  lines  are 
indented: 

Miles. 

Chicago  and  Milwaukee 

Kenosha  and  UocUford ■•■ 

Racine  and  Mississippi **>0 

L  i  Crosse  and  Milwaukee  to  St.  Paul,  about. .  3^5 

Hudson  and  Spuerior 1^'' 

Branch  to  By  held BQ 

Chicago  and  Northwestern — Chicago  to  Marquette  aud 

Ontonagon  on  Lake  Superior ™j? 

Milwaukee  anil  Mississippi ]-J* 

Galena  and  Chicago  Union ■** 

Fox  River  Valley 34 

Wisconsin  Central Jjjx 

Beloit  Branch ;? 

Beloit  and  Madison 85 

Mineral  Point •>& 

Prairie  du  Chien  and  La  Crosse 150 

Duhuque  and  Pacific 331 

Galena  (Fulton)  Air  Line I38 

Chicago  Iowa  and  Nebraska  to  St.  P«ul 232 

Line  with  the  Iowa  Central  to  the  Missouri...  3oO 

Sterlingand  Rock  Island 50 

Chicago,  Burlingt  >n  and  Quincy 210 

Burlington  and  Missouri 220 

Quincy  and  Chicago 1"0. 

Hannibal  and  St.  Joseph *v™ 

Chicago  and  Rock  Island   '^2 

Mississippi  and  Missouri,  1st  Division 3*'0 

••               ••         ••            2d        "        IM 

3d        "        50 

Peoria  and  Bureau  Valley 47 

Peoria  and  Hannibal '30 

Peoria  and  Oquawka }** 

Ilinois  River J™ 

Chicago.  Alton  and  St.  Louis 284 

Illinois  Central •»* 

Pittsburg.  Fort  Wayne  and  Chicago 467 

Michigan  Southern  and  Northern  Indiana... "42 

Monroe  Branch 30 

Cincinnati,  Peru  and  Chicago 70 

Michigan  Central j*2 

New  Albany  and  Salem "84 

Total — 11  trunk  and  29  branch  and  extension  lines 7415 

COMPLETED    RAILROADS. 

The  following  list  embraces  the  trunk  roads 

actually  completed  and  in  operation,  with  their 

branch    and    extension    lines,    centering    in 

Chicago : 

b  Miles. 

Chicago  and  Milwaukee ^| 

Kenosha  and  Rockford 4° 


Racine  and  Mississippi 


B6 


La  Crosse  and  Milwaukee 200 

Chicago,  St.  Paul  and  Fond  du  Lie 13* 

Milwaukee  and  Mississippi 192 

Galena  and  Chicago  Union ]2l 

Fox  River  Valley 34 

Wisconsin  Central <* 

Beloit  Branch 20 

Beloit  and  Madison 1' 

Mineral  Puint »2 

Dubuque  and  P  .cific '|j 

Galena  (Fulton)  Air  Line 'j™ 

Chicago,  Iowa  and  Nebraska nl 

Chicago,  Burlington  and  Quincy 2MI 

Burlington  and  Missouri '0 

Quincy  and  Chicago 1"" 

Hannibal  and  St.  Joseph  ...    207 

Illinois  River 33; 

Chicago  and  Rock  Island 182 

Mississippi  and  Missouri,  1st  Division 61 

2d        "         40 

'■  "  "        3d        "        13 

Peoria  and  Bureau  Valley 46 

Peoria  and  Oquavvka 143 

Chicago.  Alton  and  St.  Louis 284 

Illinois  Central '«* 

Pittsburg,  Ft.  Wayne  and  Chicago.. 467 

Michigan  Southern  and  Northern  Indiana 242 

Monroe  Branch 30 

Detroit  Branch 41 

Cincinnati,  Peru  and  Chicago 28 

Michigan  Central S82 

New  Albany  and  Salem 284 

Eleven  trunk  and  twenty  branch  and  extension  lines.  .4736 

This  table  shows  an  increase  of  167  miles 
of  completed  road  during  the  past  year.  The 
increase  is  less  than  for  several  years  past,  but 
it  is  all  the  stringency  of  the  times  would  war-* 
rant.  The  completion  of  the  Iowa  roads  to 
the  Missouri  is  the  great  work  next  to  be  ac- 
complished, and  it  is  sincerely,  to  be  hoped 
that  very  considerable  progress  will  be  made 
westward  during  the  coming  year.  The  total 
of  the  railroads  now  completed  in  the  State  of 
Illinois  is  about  two  thousand  eight  hundred 
and  twentt-five  miles.  In  1860  there  were 
but  95  miles  of  railroad  in  the  whole  State. 
Comment  upon  a  fact  so  gratifying  and  indi- 
cating so  much  physical  progress  in  so  short  a 
period,  is  unneeeGsary. 
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The  following  tables   show  that  the   West 

has  not  recovered  from  the  financial  disasters 

which  commenced  in  1S57.     It  is  well  that  the 

public  can  have  the  exact  figures  before  them 

so   that  undue    discouragement   or    baseless 

hopes  may  be  equally  avoided.     Here  are  the 

figures : 

The  folhnc-ing  taole  shmcs   the   {riming*    of  all   the 
JSailroads  in-  Chicago  for  the  year  3859. 

TOTAL    EARNINGS. 

Passengers.  Freight.  Mail  &  Mis.      Total. 

C.  &  Mil.. 3131.810  35  40.994  29     111.205  77      183,100  41 

SI.  &  Mis..  2'0.9T3  05  5K.31835    23,207  48      746.498  78 

C.&  N'.VT.  162.569  14  211.054  60     l'j.314  21      393.838  01 

G.  &C.  C.  395.16"  ^6  915.14954    53.792  26  1.364,9' 9  6G 

FosB.T.       8.385  23  13.827  85      2,104  27        24,307  35 

Min.  Pt. ..     12,837  99  42,33147      2.250  78        57,420  24 

Dub.&P..     24,688  48  3o,68S  98      2,390  00        57.767  46 

C.'I.  &.N.     31.5119  8S  75.699  59      5,473  97      11J.773  44 

C.  B.  &  Q.  404.799  "9  827.751  58    34.432  -.9  1,266.982  96 

Cur.  &  Mo.     60,688  98  73.005  49      5,474  58      139,169  05 

Qain.  &  C.  13i.o-.M8S  151.95569    10.562  85      292.543  42 

H.  &.  St  J.  3-526443  2961176S    34,10350      715.38161 

C&  R.  I..  368,33834  57M.II35  64    36,736  79      984.111,77 

Miss.&Mo.     69.629  13  98,269  76      5,435  04      173,323  93 

C.A&  St-L.  our  estimate.                 900.000  00 

111.  Cent..  817.41190  1.107.111^)10  188,750  92  2.107.38192 

Ft.  W.&  C.  794,921  80  964  336  13  205,863  25  1.965,121  18 

MS.&N.I.  718.631  06  895.438  70  124.079  54  1,738,149  30 

Mich.  Cent.  824,9eS  05  864,406  90    til, 015  85  1,756,450  SO 


S14.978,30u  29 

The  table  shows  continued  stagnation  in 
business,  but  while  this  is  true,  more  rigid 
economy  has  been  introduced  in  railroad 
management.  These  lessons  will  not  be  for- 
gotten when  business  improves,  as  it  certainly 
must,  when  holders  of  railroad  property  will 
be  sure  to  reap  the  benefits  of  the  past,  and  it 
must  be  confessed,  rather  a  bitter  experience. 
The  following  table  shows  the  earnings  of  ten 
trunk  roads  centering  in  Chicago,  for  the  last 
four  years : 
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The  table  shows  a  falling  off  in  receipts  in 
these  ten  line3  of  $1,334,727  61  in  1857  from 
those  of  18.06,  and  53,236,491  92  in  1858  from 
those  of  1857.  The  total  decrease  between 
the  years  1856  and  1859  inclusive,  is  $5,153,- 
841  26.  The  decrease  in  the  receipts  of  the 
pa3t  over  the  present  year  is  $432,621  73.  It 
can  scarcely  be  doubted  that  the  lowest  point 
of  depression  has  now  been  reached.  With 
fair  crops  during  the  coming  season,  an  ad- 
vance in  this  year's  receipts  may  be  confident- 
ly expected.  Our  railroad  managers  have 
everything  to  hope  from  a  revival  of  business 
and  of  emigration  westward.  All  the  signs  of 
the  times  seem  to  indicate  an  early  return  of 
reasonable  prosperity. 

MOVEMENT    OF    PA88ESCEE8. 

The  statistics  under  this  head  are  scarcely 
less  important  as  showing  the  continued  effects 


of  the  revulsion  than  the  tables  of  railroad  re- 
ceipts. Residents  of  the  Eastern  States  have 
found  it  impossible  to  remove  West  in  num- 
bers such  as  we  have  heretofore  wished. 
The  following  table  shows  the  movement 
on  our  three  Great  Eastern  lines  for  the  past 
year: 

, West ,  , East.  n> 

Tbro'.     Way.    Total.  Thro'.    Way.    Total. 

P.r.W.iC.39,302  127,039  211,395  37.977  103,401  201,378 

SI  8.  IctS.  1.37.526   139.578  177,104  27,577  138,3»2  165,879 

Mich.  Cent.. 41,509  130.044  ]7i;65B  35,209  129,081  104,290 

Total....  118,337  441,651  560,052  100,763  420,784  531,547 

This  table  shows  that  these  three  roads 
brought  to  this  city,  17,754  passengers  more 
than  they  took  back  .East.  The  total  excess 
of  the  Western  movement  over  the  Eastern  is 
29,505.  It  is  a  significant  fact  that  the  excess 
of  the  through  Western  passenger  movement 
in  1S59  is  not  half  what,  it  was  the  previous 
year.  It  shows  a  large  falling  off  in  Western 
immigration.  For  the  purpose  of  comparison 
the  Chicago  and  Milwaukee  Road  may  be 
classed  as  a  Western  Road  for  passengers  go- 
ing North  to  Milwaukee,  theuce  West  and 
Northwest  from  that  city. 

The  following  table  shows  the  through  pas- 
senger traffic  for  the  past  year  on  five  roads 
leading  West  from  this  city: 

, West. ,    , East. — , 

Thro'.  Way.  Total.  Thro'.  Way.  Total. 
C  &  Mil . .  37,614  37,715  75,329  38,783  37,479  76,263 
C.&N.W.  9,801  43,343  53.145  8,153  43.311  51.404 
G..&C.U.  2H.6I7  169,942  190.559  18.8:19  105,778  184.6i7 
C,  B  &Q.  14,749  129,006  151,335  13.3^0  127.930  141,210 
C.  &R.  I-.   14  402    L'2,999  107,401     13,184     96.787  109,809 

Total....  97,183  470,605  567,709    92,139  471,285  563,522 

From  this  table  it  appears  that  the  five  prin- 
cipal roads  leading  Northwest  and  Southwest 
from  this  city,  left  in  the  county  West  of  us 
only  5,044  people  wore  than  they  brought 
back.  This  table  show  a  stagnation  in  western 
imm  gration  unprecedented  for  many  years 
past.  Now  that  our  rich  western  lands  can  be 
bought  cheap,  and  tens  of  thousands  are  anx- 
ious to  sell,  the  tide  of  immigration  must  set 
steadily  and  largely  westward. 
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The  following  line,  deduced  from  the  above 
table,  showing  the  excess  in  the  number  of 
passengers  brought  to  this  city  by  our  eastern 


railroads  for  the  past  four  years,  is  worth  a 
column  of  reasoniug  in  regard  to  the  causes 
which  have  for  the  present  arrested  the  pro- 
gress of  the  West. 

1856.  1857.  I»58.  1859. 

106,950  94.978  42,516  17,574 

And  yet  even  during  the  past  year  there  has 
been  much  real  advancement  at  the  West. 
Close  economy  has  been  practiced,  a  vast 
amount  of  old  indebtedness  has  been  liqui- 
dated, and  the  foundations  for  a  new  era  in 
prosperity  and  substantial  improvement  have 
been  laid. 


As  usual,  in  the  last  of  our  yearly  statistical 
articles,  we  present  the  following  general  sum- 
mary of  the  business  of  Chicago  for  the  year 
1859: 

Total  number  of  miles  of  Railway  now  com- 
pleted centen'ng  in  Chicago,  (Feb.  20,  1852, 

there  were  but  4(1  miles; 4,735 

Total  number  to  be  completed  in  from  five  to 

ten  years 7,415 

Total  number  of  miles  of  railroad  in  the  Slate 

of  Illinois 2,825 

Total  earnings  of  all  the  railroads  centering 

in  Chicago  for  the  year  1859 $14,978,300  29 

Number  of   trains  arriving  and   departing 

daily, about 100 

Total  number  of  through  passengers  brought 

to  this  city  by  the  three  eastern  lines ,  118,337 

Excess  of  those  coming  west  over  those  who 

returned 17,573 

Population  of  Chicago  at  least  (in  1852  there 

were  48,365) 150,000 

Total  receipts  of  Grain  in  Chicago  for  the 
year  1859.  (flour  being  expressed  in  bush- 
els) bushels 20,008,223 

Total  shipments  in  1859 16,063,795 

Total  receipts  of  Wheat,  (flour  being  ex- 
pressed in  bushels) 8,184,746 

Total  shipments  (bush) 7,267,553 

Total  receipts  of  Corn 5.410,003 

Total  shipments  of  Corn 4,210,654 

No.  of  cattle  packed 51,809 

Average  weight  of  Cattle  packed. 560 

Amount  packed  (18,156  tierces)  bbls 88,163 

Total  shipments  of  Cattle  alive  east  by  rail- 
road   35,974 

Total  receipts  of  Hogs  alive  and  dressed 284.495 

Tot.il  Hogs  packed  season '58-9 185,000 

Total  shipments 212,840 

Total  receipts  of  Salt— bbls 316,897 

Total  shipments  Salt— bbls 200,467 

Total  receipts  of  Lumber— feet 305,688,233 

Total  value  of  exports  of  produce  and  other 
articles  not  classed  as  merchandise  — 
page  34 *24,280,890  47 


CANADA- 

Abstract  of  the  Post-master  General's  Re- 
port, 1859. 

On  the  1st  of  October  1857,  there  were  1,638 
Post  Offices  in  operation,  including  72  added 
during  the  year.  271  miles  of  new  Post  route 
were  added,  and  84,816  miles  of  additional 
yearly  mail  travel  provide  1  for. 

The  number  of  letters  passing  by  Post  ap- 
pears to  have  been  above  8,000,000  in  1859  ; 
and  of  newspapers  above  10,000,000 — in  both 
cases  a  considerable  decrease  upon  the  com- 
putation of  March,  1858.  It  is  thought  tho 
estimated  number  is  under  the  mark. 

Preparations  are  in  progress  for  placing 
pillar  letter  boxes  in  the  streets  of  Montreal 
and  Quebec. 

The  gross  revenue  from  Postage  has  been ©627,431 

Leas—  balance    on    hands    of   Post-masters,    and 
amount  due  to  England. ..» 49.004 

Net  available  Revenue 578,426 

This  exceeds  the  amount  realized  in  1858 
by  $37,273,  a  result  due  partly  to  a  reduction 
in  the  balance  accruing  to  England  on  packet 
service  of  $15,517. 

It  is  impossible  to  ascertain  with  accuracy 
how  mach  of  the  increase  is  due  to  "newspaper 
postage"- — as  the  law  imposing  it  was  only  in 
operation  for  three  months  of  the  fiscal  year. 
It  is  thought,  however,  that  the  charges  upon 
newspapers  of  all  classes  are  producing  a 
Revenue  of  $60,000  per  annum.   The  U.  S.  Post 
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Office  has  recently  paid  us  $14,000  for  sea 
postage  by  Canadian  packets — too  late,  how- 
ever, to  go  into  the  accounts. 

For  several  months  past,  we  have  only  had 
to  credit  England  with  $500  a  month,  instead 
of  $5,000,  as  formerly,  owing  to  our  employing 
our  own  packets. 

The  disbursements  of  the  year  have  been 
$552,569.  It  is  estimated  that,  during  the  cur- 
rent year,  the  department  will  be  self-sus- 
taining. 

The  statements  made  concerning  the  ocean 
steam  service  have  been  previously  published. 

The  Parcel  Post  instituted  in  1859,  has 
worked  satisfactorily,  but  the  revenue  from  it 
does  not  as  yes  exceed  $1,600  per  annum, 

The  number  of  letters  registered  has  dimin- 
ished considerably. 

The  comparative  stamp  issue  statement,  for 
1858  and  1859,  is  as  follows: 

1858 $  04,413 

1869 334,793 

Increase 70,380 

To  prevent  fraud,  obliterating  fluid  will  in 

future  be  used  in  canceling  stamps. 

The  revenue  of  the  Money  Order  branch  has 

been  $8,898.     The  cost  of  maintaining  it  has 

been  $12,124 

During  1860,  it  is  expected  that  this  branch 

too,  will  be  self-sustaining. 

Abstract  of  the  Report  of  the  Commissioner 
of  Public  Works,  for  the  year  1859. 

The  general  expenditure  of  the  Department 
has  been  the  subject  of  careful  examination, 
with  the  view  of  effecting  such  reductions  as 
the  state  of  the  Finances  called  for,  and  the 
efficient  performance  of  the  service  would  per- 
mit. 

The  gross  expenditure,  during  the  past  year, 
as  will  be  seen  from  the  following  statement, 
has  been  $929,231  09,  or  deducting  the  advance 
authorized  by  Parliament  to  place  the  Northern 
Railway  in  repair,  and  which  is  since  repaid, 
$869,231  09;  while  that  of  1858  was  $1,071,- 
014  38,  showing  a  reduction  of  $201,783  29. 

The  following  statement  exhibits  the  various 
items  of  expenditure  under  their  respective 
heads. 

1st.  Permanent  charge  of  Henri  Office  and 
General  Staff  of  llepartment.  Superinten- 
dence and  Management  of  various  Works, 
including  porli"n  of  charges  currency  in- 
curred on  construction  account $185,925  38 

2d.  Ordinary  Repairs  of  Works 88,046  33 

3d.  Extraordinary  Repairs,  Extension  or 
enlargement  of  existing  Works ..  75,751  39 

4th.  New  permanent  Works,  such  as  Cnurt 
Houses,  Roads,  Light  Houses, Harbors,  &c, 
chargable  to  construction  account 349,404  41 

5th.  Old  claims  for  damages,  and  those  aris- 
ing out  of  Contracts  existing  against  Depart- 
ment, settled  during  the  year 81,140  67 

6th.  Tug  and  'trinity  House  Service,  and 
Postal  extension,  Lou  er  Provinces 67.483  79 

7th.  Removal  to Quehec 23,873  12 

8th.  Northern  Railway  (Legislative  ad- 
vance to)  since  repaid 60,000  00 

$929,231  09 

Attention  has  also  been  directed  to  the  posi- 
tion of  various  remote  works,  such  as  Timber 
Slides,  Dams,  Booms,  &c,  these  might  now 
more  properly  be  handed  over  to  the  Local 
Municipalities  or  disposed  of  to  private  com- 
panies. The  cost  of  management,  repairs, 
&c,  renders  the  same  policy  advisable  in  re- 
gard to  them  as  has  already  been  pursued  with 
respect  to  roads  and  bridges  in  various  sections 
of  the  Province 

But  while  it  is  believed  that  by  these  and 
other  means  which  will  be  steadily  followed,  a 
considerable  reduction  in  expenditure  may  be 
effected,  the  question  of  present  administration 
is  subordinate  in  importance  to  the  adoption 
of  a  sound  policy  which  should  hereafter  be 


pursued  in  reference  to  the  more  important 
works  of  inland  communication  so  that  they 
may  in  some  greater  degree  fulfill  the  national 
objects  for  which  they  were  undertaken.  It  is 
of  most  serious  concern  to  ascertain  the  true 
causes  to  which  the  continued  falling  off  in  the 
revenue  of  these  great  public  works  may  be 
attributable  and  to  consider  the  means  by 
which  they  can  be  made,  not  only  more  pro- 
ductive in  themselves,  but  more  widely  benefi- 
cial to  the  Province,  by  securing  that  share  of 
the  great  and  ever  increasing  commerce  of  the 
West  to  which  its  position  entitles  it.  The 
great  facilities  of  transport,  which  the  combined 
system  of  water  and  railway  communication  in 
Canada  affords,  have  produced  increased  ac- 
tivity on  the  part  of  those  interested  in  foreign 
routes,  to  retain  the  carrying  trade  they  have 
hitherto  engrossed,  and  continued  efforts  on 
our  part  will  be  required  to  develop  to  their 
utmost  extent  the  natural  advantages  which 
Canada  possesses  and  keep  pace  with  the  re- 
quirements of  the  day.  The  necessities  of 
trade  and  its  active  competition  demand  the 
most  direct  and  cheapest  routes,  and  all  minor 
considerations  will  ultimately  give  way  to  these 
great  requisites  of  successful  commerce.  And 
with  reference  especially  to  grain,  the  great 
article  of  transport,  being  both  bulky  in  its  na- 
ture and  low  in  value  in  the  districts  surround- 
ing the  great  lakes  where  it  is  produced,  cheap- 
ness of  transport  is  peculiarly  important,  and 
is  becoming  yearly  more  so,  as  regions  of  pro- 
duction get  more  and  more  remote  from  the 
place  of  consumption.  The  geographical  posi 
tion  of  Canada,  and  the  means  she  possesses 
of  providing  tor  the  interior  of  the  continent  a 
combined  system  of  water  and  railway  com- 
munication unrivalled  in  the  world  for  extent 
and  safety,  must,  it  is  believed,  eventually  give 
her  the  command  of  the  trade,  if  the  right 
means  are  taked  to  secure  it.  The  effort  be- 
comes the  more  pressing,  inasmuch  as  during 
the  interval  of  nearly  ten  years,  which  elapsed 
between  the  completion  of  the  existing  water 
communications  throughout  Canada  and  the 
railway  system,  which  has  only  tviihin  the  last 
few  months  attained  accomplishment,  the 
carrying  trade  has  been  nearly  entirely  absorb- 
ed by  foreign  routes — a  deprivation,  which,  if 
suffered  to  continue,  will  be  deeply  injurious, 
not  only  to  the  revenue  of  the  Public  Works, 
but  to  the  many  new  and  important  enterprises 
which  have  meanwhile  come  into  being,  and 
whose  success  so  intimately  concerns  the  gen- 
eral prosperity  of  the  Province. 

Every  year,  during  which  the  diversion  of 
this  Trade  continues,  adds  to  the  difficulty  of 
regaining  it,  the  more  so,  as  the  influence  of 
the  great  commercial  center  of  the  United 
States,  the  City  of  New  York,  from  which  a 
large  share  has  to  be  wrested,  permeates  to  the 
remotest  region  of  production.  And  it  is  not 
to  be  forgotten  that  in  addition  to  this  influence, 
Canada  has  to  contend  with  the  immediate 
rivalry  of  the  State  of  New  New  itself,  whose 
direct  pecuniary  interest  in  the  success  of  the 
rival  routes  is  not  secondary  to  that  which 
Canada  possesses  in  the  prosperity  of  its 
own. 

In  seeking  for  the  causes  to  which  the  di- 
minished revenue  on  the  Public  Works  already 
adverted  to,  is  due,  the  fact  that  so  many  other 
new  means  of  Transport  through  the  Province 
exist,  has  not  been  overlooked.  Some  idea 
may  be  formed  of  the  extent  to  which  the  Bail- 
ways  have  attracted  the  down  trade  to  them- 
selves, by  reference  to  the  following  returns 
of  freight  carried  Eastward  by  them  during  the 
last  year.  These  returns  having  been  obtained 
from  the  proper  officers  of  the  various  lines,  may 
be  regarded  as  reliable. 


The  Welland  Railway  carried  (chiefly  grain).     14,713  Tons. 

T!:e  Great  Western   do.  do.  do:  — 

Through  freight  to  Suspension  Bridge 22.700  Tons. 

do.  to  Toronto  8.717  &  Buffalo  2.984.  .11.701    32.401  Tons. 

The  Northern  Railway  to  Toronto  through. ..    24,897  Tons. 

The  Grand  Trunk  :     Through  and    local  to 

.  Montreal 55,163  Tons. 

Of  which  was  carried  by  Northern  R.  R.  and 
delivered  to  Grand  Trunk  at  Toronto  al- 
ready entered  above,  12,778 42,385  Tons. 

The  Grand  Trunk,  brought  to   and  passing 

Montreal,  not  included  in  the  foregoing. .. .     23.913  Tons. 

Buffalo  and  Lake  Huron  Kaihvay,  to  Buffalo 
—Foreign,  4.5U0   tons,   and  Local,  51,800    56,300Tons. 

Total  tonnage  of  freight  Eastward  carried  by 
rail 197,209  Tons 

Yet  this  diversion  from  our  canals  to  our 
railways  is  subordinate  to  the  consideration,, 
that  taking  the  aggregate  amount  of  produce 
carried  on  all,  and  keeping  in  mind  the  mar- 
velous increase  in  the  Western  trade,  the  share 
which  Canadian  channels  now  command  is 
entirely  disproportionate  to  the  advantages 
which  our  geographical  position  and  great 
works  present.  It  is  true  that  a  large  falling 
off  has  taken  place  in  the  revenue  of  the  New 
York  Canals  from  the  year  1851  downwards — ■ 
the  tolls  being  $3,703,999  in  1851,  and  only 
$1,812,280  in  1859  ;  yet  this  is  due  in  a  grea"t 
degree  to  the  lowering  of  the  tolls,  for  the  ton- 
nage has  remained  the  same,  while  the  ton- 
nage of  all  the  railways  notwithstanding  the 
protective  legislation  in  favor  of  canals,  and 
the  restrictions  in  regard  to  the  transport  of 
freight  at  certain  seasons  of  the  year,  has  large- 
ly increased. 

The  falling  off  last  year  on  the  New  York 
canals,  making  due  allowance  for  the  relative 
reduction  of  rates  on  them  and  on  our  own,  is 
by  no  means  in  the  same  proportion  as  that  on 
the  Canadian  canals. 

But  in  view  of  the  efforts  which  are  now  be 
ing  made  by  the  Province  to  demonstrate 
practically  the  manifold  advantages  which  the 
St  Lawrence  route,  whether  by  rail  or 
by  water,  possesses  over  all  others,  as  the  most 
direct  channel  of  communication,  not  only  be- 
tween the  West  and  North-West  States,  of 
America  and  Europe,  but  between  those  States 
and  the  Eastern  States  of  the  Union,  it  be- 
comes matter  for  special  investigation  whether 
the  circumstances,  which  fixed  the  scale  of 
navigation  at  its  present  limits,  have  not  so 
far  changed  as  to  demand  an  enlargement  of 
the  Works,  not  only  on  the  ground  of  rendering 
the  enterprises  themselves  productive,  but  as 
a  measure  necessary  to  secure  that  trade,  of 
which  they  would  be  natural  outlet,  and  how 
far,  also,  it  may  be  expedient  to  provide  new 
avenues,  of  communication,  especially  with  the 
Eastern  States. 

The  undersigned  would  not  recommend  that 
any  policy,  involving  a  certain  and  large  ex- 
penditure, should  be  entered  upon  precipitately, 
nor  without  the  fullest  examination  and  en- 
quiry into  the  propriety  of  its  adoption,  by  a 
minute  investigation  into  the  present  course  of 
Trade,  and  an  intelligent  appreciation  of  its 
future  tendency.  It  ought  to  be  shown  that  so 
far  as  human  foresight  can  anticipate,  the  re- 
sult will  not  issue  in  merely  adding  to  the  ex- 
isting burdens  on  the  public,  but  that  it  will 
secure  a  fair  return  eitherin  the  shape  of  direct 
revenue  from  the  works,  or  by  an  expansion  of 
the  Commerce  of  the  Province. 

It  is  undoubted  that  a  very  large  share  not 
only  of  the  Western  Foreign  Trade  in  Grain, 
but  Canadian,  finds  its  way  to  the  seaboard  and 
the  Eastern  States  through  American  chan- 
nels. It  is  equally  certain,  that  the  best  and 
cheapest  channel  of  general  commerce,  as  re- 
gards transportation,  is  natural  navigation, 
such  as  by  Sea,  Lake  or  River,  in  contradis- 
tinction to  the  artificial  navigation  by  Canals 
— the  latter  requiring  a  heavy  outlay  for  work- 
ing, superintendence  and  repairs — in  addition 
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to  the  original  cost  of  construction,  and  im- 
posing a  corresponding  charge  for  their  use. 
On  the  transport  of  bulky  articles,  the  larger 
the  vessel,  and  the  longer  the  voyage,  the  more 
cheaply  iu  proportion  to  the  distance  will  the 
freight  be  carried.  Xow  it  is  equally  undeni- 
able that  Canada  possesses,  through  her  na- 
tural navigation — which  (with  the  exception 
of  96  miles  of  canal)  embraces  the  entire 
distance  from  Chicago  to  the  Ocean,  the  means 
of  supplying  these  advantages  in  a  degree  which 
the  United  Stales,  on  account  of  their  geo- 
graphical position,  can  not  attain. 

And  yet  the  arrival  of  grain  at  the  two  ports 
of  Buffalo  and  Oswego  alone,  have  during  the 
last  two  years  averaged  1,313,277  barrels  of 
flour,  and  27,527,088  bushels  of  grain,  while 
the  average  shipments  from  Canadian  ports 
seaward,  have  been  but  205,821  barrels  and 
972.625  bushels. 

The  shipments  from  Toronto  alone  from 
the  1st  September  to  the  31st  December,  1859, 


63,657 
803.824 
167,364 


F'onr.  barre's 

Wheat,  bushels 

Barley      "  

Of  which  the  ports  of  Montreal  and  Quebec  re- 
ceived but  19,715  barrels,  and  21,691  bushels 
of  Wheat,  or  about  2  per  cent  only  of  the  lat- 
ter, the  remainder  finding  its  way  to  Oswego 
and  other  American  Ports  on  Lake  Ontario. 

The  entire  shipments  by  sea  from  Canada 
last  vear,  were  only  140,235  barrels  of  Flour, 
50,029  bushels  of  Wheat,  and  439,328  bushels 
of  other  grain. 

The  objections  fouuded  on  the  closing  ot  the 
Canadian  ports  in  winter  are  removed  by  the 
construction  of  railways  to  the  Atlantic  sea- 
board. Our  Ocean  steam  line  is  unrivaled  for 
expenditure  and  economy.  Our  facilities  for 
communication  with  the  West  are  unequalled 
even  by  Boston  or  New  York.  The  Eastern 
States  consume  largely.  The  erection  of  Ele- 
vators is  urged  upon  the  people  on  the  line  of 
our  canals. 

One-third  to  one-fourth  of  the  vessels  en- 
gaged in  the  Lake  grain  trade  can  not  pass 
through  the  Welland  Canal.  Three-fourths  of 
tie  Upper  Lake  propeller?  can  not  pass  into 
Lake  Ontario.  The  Commissioner  abstains 
from  offering  a  definite  opinion,  but  says 
"should  it  be  conclusively  shown  that  the  pre- 
dominating causes  of  the  diminution  of  its  trade 
is  the  fact,  that,  the  size  of  its  locks  is  not 
adapted  to  the  class  of  vessels  now  in  use  on 
the  Upper  Lak-es,  the  enlargement  of  the  Wel- 
land Canal  would  seem  now  to  be  as  much  a 
matter  of  necessity  as  was  construction  in  the 
first  instance." 

Only  14,800.000  bushels  of  grain  were  ship- 
ped Eastward  from  the  Lake  regions  over  Lake 
Ontario,  in  1859,  against  21,800,000  in  1858 
—18,044,000  in  1857— and  23,800,000  in  1856. 

The  deepening  of  the  St.  Lawrence  Canals, 
go  as  to  give  them  at  least  the  same  depth  of 
water  as  the  Welland,  is  a  work  which  ought 
not  to  be  delayed,  whatever  policy  may  be  pur- 
sued with  reference  to  the  enlargement  of  the 
whole  claim. 

The  construction  of  the  Caughnawaga  Canal 
may  be  rendered  unnecessary  by  that  ol  the 
Victoria  Bridge. 

Light-houses  ought  to  he  erected  immediately 
on  Cape  Whittle  and  the  Bird  Kocks. 

It  is  recommended  that  "measures  be  taken 
to  ascertain  whether  the  Gulf  of  the  St.  Law- 
rence may  not  be  navigated  with  safety  for  a 
longer  period  than  it  now  is,  and  whether  a 
haroor  may  not  be  found  accessible  during  the 
whole  year  to  Canadian  territory."  It  is  be- 
lieved that  ice  in  the  Gulf  during  a  great  part 
of  the  winter,  offers  less  obstruction  to  the  na- 
vigation, than  during  the   late   Autumn    and 


early  Spring.  An  experimental  voyage  of  a 
steamer  in  winter,  which  might  be  aeeornplish- 
at  a  moderate  expense,  would  solve  this  ques- 
tion, which  is  one  of  some  importance  to  the 
Province. — Hamilton  (  Canada)  Spectator. 


Encouraging  Prospects  for  an  Important 
Railrod  Project. — The  Knoxville  (Tennessee) 
Register,  of  last  Thursday,  has  the  following  : 

By  reference  to  an  article  copied  from  the 
Louisville  Courier,  it  will  be  seen  that  steps 
are  being  taken,  with  certain  promise  of  suc- 
cess, to  make  a  railroad  from  Bards- 
town  to  Danville,  Kentucky.  This  is  designed 
to  form  an  important  link  in  the  railroad  be- 
tween Louisville  and  Knoxville,  and  will  leave 
about  one  hundred  miles  more  to  be  made  to 
reach  the  Tennessee  line. 

Afresh  move  has  been  made  on  this  end  of  the 
line.  The  corporation  of  Knoxvilie  has  agreed 
to  issue  her  bonds  on  conditions  satisfactory  to 
the  Company.  From  a  letter  written  by  one 
of  our  Representatives  in  the  Legislature,  we 
learn  that  the  "bill  for  the  benefit  of  the  Knox- 
ville and  Kentucky  Railroad,"  which  passed 
the  House,  was  passed  in  the  Senate,  Feb.  1, 
by  a  vote  of  14  to  4.  This  bill,  as  we  under- 
stand, gives  to  the  company  a  longer  period  to 
finish  their  road,  and  grants  to  them  an  appro- 
priation §10,000  per  mile,  whenever  ten  miles 
of  the  road  is  graded  and  ready  for  the  railing, 
and  so  on  for  each  section  often  miles  This 
bill  secures  the  subscription  of  Knoxville,  and 
we  are  assured  the  county  of  Anderson  will 
take  prompt  steps  to  make  her  subscriptions 
available.  These  subscriptions  and  tne  State 
aid  with  the  funds  on  hand,  are  sufficient  to 
complete  the  road  to  Coal  Creek,  thirty  miles. 

The  whole  road  to  Coal  Creek  is  now  or  soon 
will  be  under  contract,  and,  it  is  confidently 
expected,  willbe  completed  in  eighteen  months. 
From  Coal  Creek  to  the  Kentucky  line  is  about 
thirty  three  miles.  Campbell  County  has  sub- 
scribed $50,000,  which,  with  the  State  aid  and 
such  private  subseriptijns  as  can  confidently 
be  expected,  places  the  making  of  the  road  be- 
yond conjecture. 


SACKAMENTO  VALLEY  E.E,- 

We  lay  before  our  readers  the  Report  of  the 
Trustee  of  the  Saciamento  Valley  Railroad  to 
the  Stockholders  at  their  annual  meeting  on 
the  14th  ult.  The  Superintendent's  report  being 
a  detail  of  the  whole  traffic,  is  too  long  to  give 
in  full,  but  there  is  one  fact  which  shows  the 
advantage  of  Railroad  travel  over  other  means 
of  conveyance  so  far  as  safety  is  concerned, 
the  road  having  carried  in  the  last  fifteen  (15) 
months  over  97,000  passengers  without  a  single 
accident  of  any  kind,  and  it  is  estimated  that 
the  distance  traveled  is  that  of  one  passenger 
for  over  one  million  five  hundred  thousand 
miles. 
To  Geo.  F.  Bragg,  Esq., 

President  of  the  S.  V.  Railroad  Co.  : 
Sir: — The  annual  meeting  of  the  Stock- 
holders, being  now  held  in  the  early  part  of  the 
year,  enables  me  to  give  you  the  full  report  of 
the  Superintendent,  to  ihe  last  day  of  Decem- 
ber, by  which  you  will  observe  the  gross  earn- 
ings of  the  road,  for  the  fifteen  months,  com- 
mencing 1st  October,  1858;  ending  the  31st 
Deeemoer.  1859. 

Passenger  traffic $150,008  05 

Mercbaudiie  do llil.nmns 

Mails 2,512  50 

Bern* 673  00 

$270,203  63 
Current  ExpeuBcj ...S110,>!49  53 


Contingent   do      15,650  51    126.506  04 

8143/.87  49 
Construction  account  for  New  Freight 
Depot,  levee,  track,  depot  grounds, 
material  on  ship  board,  &c,  &c. .  $24,516  91 

Net  earnings,  over  all  expenditures, 
for  15  months $119,270  58 

The  suit  against  the  Company,  for  the  alleged 
destruction  of  a  field  of  grain,  was  decided 
against  them,  by  the  Supreme  Court,  and 
judgment  in  favor  of  claimant  was  paid,  which, 
with  some  other  damages,  has  swelled  the  con- 
tingent expense  account. 

The  construction  account  is  probably  larger 
than  for  some  years  to  come,  having  extended 
the  buildings  at  Folsom,  paid  for  the  Depot 
grounds  at  Sacramento,  at  the  foot  R  street, 
and  the  land  on  which  the  track  is  located, 
from  the  levee  to  the  main  track.  The  latter 
has  given  great  facilities  to  our  business. 

The  Cash  Account  of  the   Trust,    from   its 

commencement,  to  the  31st  day  of  December, 

1859,  is  as  follows,  viz: 

Total  amount  of  surplus  earnings  received  from 
21st  May,  ]r5B,  to  31st  December,  1859 $152,565  99 

From  which  I  have  made  the  following  pay- 
ments, viz : 

Coupons  Nos.  7,  8  and  9,  1st  Mort- 
gage Bonds,  payable  in  New  York, 
with  Exchange $61,800  00 

Coupons  1,  2  and  3,  2d  Mortgage 
Bonds,  payable  in  San  Francisco.   43,9110  00 

8)05,700  00 

And  have  redeemed  39  2d  Mortgage 
Bonds  of  S  lOMi  each  for 33,116  81 

1859,  December  31st,  bal- 
ance on  band,  m  cash.  .$12,358  30 

Drafts  uncollected I,39u88    13,749  18  $152,565  99 

which  with  the  accrued  surplus  earnings,  has 
been  applied  to  payment  of  Coupons  No.  4  of 
2d  Mortgage  Bonds,  $16,450  due  1st  February, 
1860. 

Excepting  a  suit  before  the  Supreme  Court 
(for  the  destruction  of  a  horse),  the  Trust  has 
no  debt. 

The  "Central  Railroad  Company"  have 
finished  the  grading  to  "Lincoln,"  and  the 
rails  are  now  being  laid  out  to  Folsom.  Every 
assurance  is  given,  the  whole  18^  miles  will  soon 
be  opened  to  traffic. 

The  present  position  of  the  Company  is — 

Capital  Stock  of  the  Company $80(1,000 

Less  amouut  not  issued 1  .,050 

Capital  Stock $785,95000 

First  Mortgage  10  per  cent,  bonds  pay- 
able in  1875 400,000  00 

Secoud   Mortgage   redemption   10  per 
cent  bonds $338,000 

Less  redeemed 30.000 

329,000  00 

$1,514,950  00 
Showing  a  reduction  since  my  last  report,  of 

Capital  stock $  5,150 

Second  Mortgage  bonds 27.000 

35,150  0 

By  the  Comparative  statement  of  the  busi- 
ness of  the  Road  for  the  past  four  years  (as 
per  table  annexed)  you  will  be  gratified  to  ob- 
serve the  steady  increase  of  the  traffic,  which 
belongs  exclusively  to  our  line  of  Road,  and 
which  must  be  much  increased  by  the  several 
connections  now  jcpoosed  to  be  built. 

This  Road — the  Pioneer  Road  of  California 
— has  received  no  aid  either  from  the  Federal 
State,  County  or  City  Governments;  has  been 
built  entirely  by  individual  enterprise  and  capi- 
tal;  and  you  have  satisfactorily  demonstrated 
what  might  be  done,  if  the  Railroad  system 
was  fostered  by  the  State  and  Counties. 

Since  the  commencement  of  this  Road,  more 
than  one  million,  four  hundred  thousand  dol- 
lars, have  been  disbursed  for  labor  alone,  in 
this  county,  adding  so  much  to  the  circulating 
capital  of  the  county.  Hesides  this,  the  Road 
has  opened  an  entirely  new  business,  giving 
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employment  to  a  large  number  of  persons,  and 
which  could  never  have  been  undertaken  with- 
out it. 

Hoping  each  succeeding  Report  may  be  as 
favorable  as  the  present,  I  have  the  honor  to 
be,  very  respectfully,  your  most  obedient  servt. 
J.  MORA  MOSS,  Trustee. 

Sacramento,  Feb.  14th,  1860. 
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A  Humbug  among  Humbugs. — Our  readers 
will  remember  that  some  time  ago,  we  publish- 
ed a  description  of  the  Steamship  which  Mr. 
Germain,  of  Buffalo,  proposed  to  build;  which 
was  to  be  so  big  that  it  could  only  turn  around 
in  the  wide  parts  of  the  ocean,  (like  the  ship 
of  old  which,  while  her  rudder  touched  Lisbon 
Rock,  knocked  sheep  off  from  Cape  Cod  with 
her  flying  jib-boom,)  and  which  was  to  so  fast 
that  it  should  no  sooner  be  under  way  than  it 
was  there.  It  seems  that  a  committee  of  lead- 
ing men  in  Buffalo  was  appointed  to  investi- 
gate and  report  upon  the  scheme;  which  com- 
mittee, all  things  considered,  reported  the 
scheme  as  visionary.  Notwithstanding  the  un- 
favorable report  (which  very  much  astonished 
Mr.  Germain ),  the  people  of  Buffalo  have  taken 
measures  to  organize  a  company  for  the  con- 
struction of  the  steamer.  The  idea  which 
seems  to  possess  them  is,  that  as  the  railroads 
have  taken  away  much  of  the  lake  trade  of 
their  city,  this  steamer  will  certainly  bring  it 
back  by  great  speed  and  cheap  carrying  capaci- 
ty. We  submit  to  Mr.  Germain  and  his  Buffalo 
friends  the  following  arithmetic. 

As  4000  feet  long  (the  size  of  the  Buffalo 
steamer)  is  to  690  feet,  the  length  of  the  Great 
Eastern,  so  will  the  failure  of  Mr.  Germain 
be  to  the  failure  of  Scott  Russell.  When  Mr. 
Germain's  4000  feet  steamer  runs  100  miles  per 
hour  across  Lake  Erie,  we  will  run  500  miles 
an  hour  in  a  wash-tub  propelled  by  a  sewing 
machine. — Am.  Railway  Times. 


figy  The  Florida  Railroad  Company  have 
concluded  a  contract  with  Mr  W.  Phe'lan,  to 
complete  the  track  laying  to  Cedar  Keys.  The 
contractor  guarantees  to  have  the  track  ready 
for  the  cars,  to  the  Keys,  by  the  31st   of  May. 


The  attempt  of  the  Maryland  Legis- 
lature to  pass  a  pro  rata  bill  for  the  sup- 
pression or  depression  of  the  Railroads  of 
that  State  has  most  signally  failed.  This  is 
as  it  shou  Id  be. 


MONETARY  AND  COMMERCIAL. 

There  has  been  a  continued  improvement  in  the  tone 
of  the  money  market,  and  bankers  now  report  a  compar- 
ative degree  of  ease  in  financial  matters.  The  leading  dis- 
count houses  meet  the  demand  of  their  customers  in  a 
satisfactory  manner,  and  the  intensity  of  the  pressure  for 
loans  has  been  abated.  The  usual  rates  to  customers  pre- 
vail, and  nearly  all  the  choice  paper  Is  absorbed  at  10@12. 
The  rates  to  outsiders  and  on  the  street  indicate  more  clearly 
the  change  in  the  condition  of  money  matters,  and  may  be 
now  quoted  at  I5@18  per  cent. 

There  is  an  active  demand  for  Eastern  Exchange,  with  a 
good  supply.  Rates  are  firm  at  $  to  40  prem.  buying  and 
>i  prem.  selling.  New  Orleans  has  become  more  lively  and 
is  freely  bought  at  par,  and  is  Bold  at  i  premium  We 
quote  : 


SELLING. 

f@i  prem. 
I@i  prem. 
I@i  prem. 
i@i  prem. 
i-  prem. 
40@10  prem. 


BUYING. 

New  York  sight 37@40  prem. 

Boston 37  prem. 

Philadelphia 37  prem. 

Baltimore 37  prem. 

New  Orleans 4;  dis. 

American  Gold 30 

The  Tnbune  of  Tuesday  says  the  upward  movement  in 
the  Stock  Market  shows  no  diminution  of  impetus,  but,  on 
the  contrary  appears  to  gain  strength  daily.  The  specula- 
tive activity  comes  still  mainly  from  the  street,  but  the 
commission  houses  state  the  infection  is  spreading  to  the 
public,  and  that  they  have  a  larger  amount  of  orders  to  buy 
than  at  any  time  during  the  last  two  years.  A  large  majo- 
rity of  the  operators  appear  to  concede  thai,  with  the  usual 
fluctuations,  the  movement  of  the  market  must  be  upward 
during  the  Spring,  and  that  the  bears,  who  have  ruled  the 
market  for  a  year  past,  have  lost  the  control. 

The  Chicago  and  Kock  Island  Company  give  the  follow- 
ing very  favorable  traffic  return  of  the  second  week  of 

March  : 

186" $18,558 

185a 12,557 


Increase $5,901 

The  details  of  the  earnings  of  the  Michigan  Southern  Road 
the  second  week  of  March  are  : 

1859.  1860. 

For  passengers $15,619  34     $19.587  55 


For  Freight 12,899  45 

For  majls 1,034  93 


29,183  42 
1.034  49 


Total $29,55175     $34.805  46 

Increase $5,253  71 

The  earnings  of  the  North  Pennsylvania    Railroad    for 
the  month  of — 

February,  1860,  were S2G.247  51 

Earnings  for  same  month  last  year S3. 907  94 

Increase $2,439  57 

Earnings  for  January,  I860 $27,262  45 

The  earnings  of  the  Norwich  and  Worcester  Railroad  for 
the  month  of — 

February,  I860,  were $20,112  35 

Same  month  last  year 19,703  19 

Increase $      409  16 

Earnings  for  January  1860 20,U87  16 

The  earnings  of  the  Housatonic,  Conn.,  Railroad  for  the 
month  of — 

February,  1860,  were $  17,492  05 

Earnings  for  the  same  month  last  year..     15,648  12 

Increase $1,843  93 

The  earnings  of  the  Central  Railroad  Company  of  New 
Jersey  for  the  month  of — 

February.  1860,  were $76,138  23 

Earnings  for  the  flame  month  last  year. .    65,809  06 

Increase— 16  per  cent $10,329  17 


The  earnings  of  the  New  York  and  Harlem  Railroad  for 
the  month  of — 

February,  la60.  were $95,665  97 

Same  month  last  year 84.129  54 

Increase $11,436  54 

The  Toledo,  Wabash  anil  Western  Railroad  earnings  for 

February,  were $42,063  52 

February,  1859 39,571   II 

Increase $2,492  41 

The  earnings  of  the  Cleveland  and  Toledo  Railroad  for 
the  month  of — 

February,  1860 $67,325  00 

February,  1859 56,937  00 

Increase $10,388  00 

The  earnings  of  the  Indianapolis  and  Cincinnati  Railroad 
for  the  month  of — 

February,  18611,  were $36,065  00 

February,  1859 27.581  28 

Increase $8,473  72 

The  Traffic  receipts  of  the  Grand  Trunk  Railroad    of 
Canada  have  been  as  follows  : 

For  weeks  ending —                      Feb.  25.  March  3. 

From  passengers $15,567  36  $16,894  46 

From  Freight  and  Live  Stock....    37,348  01  35, '57  20 

From  Mails  and  Sundries 2.7:6  11  2,776  11 


Total $55,691   48  $56.458  58 

Receipts  same  weeks  last  year.,     42.274  71  4:t,703  65 

Increase $13,416  77  $12,751  93 

Miles  open  in  1860—9711 ;  do.  in  1859-88U|  increase,  90. 

The  traffic  receipts  of  the  Great  Western  Railway  of  Can- 
ada for  two  weeks  have  been  as  follows  : 

March  9. 


For  weeks  ending — 
From  Passengers 

"    Freight  and  Live  Stock 
"     Mails  and  Sundries- •  •■ 


March  2. 

..$15,552  78  $18,225  27 

.     23,157  26  24.266  13 

1.354  42  1,380  81 


Total $40,035  46 

Same  weeks  last  year 40.028  32 

Ihcrease $7  14 


42,497  34 
41,156  64 


1,340  79 


NEW   YORK   AND    ERIE   RAILROAD, 
ffhe  following  figures  give  the  cost,  earnings,  &c.,  of  the 
New  York  and  Erie  Railroad,  from  1812  to  1859,  inclusive  i 


1842 
1843. 
1844. 
1845. 
1846. 
1847. 
1848. 
1819. 
1850 
1851 . 
1852. 
1853. 
1854. 
1«55 
1856 
1857. 
1858. 
1859. 


Cost  of 
Itoad,  &c. 

.  1,957,081 

2,0*4.408 

2.084.408 

2.084,408 

2,561,018 

2.739.835 

3  276,678 

16,430.868 

.20,323,581 

.24.62X.858 

.27,551.205 

31  222.834 

.33J31M32 

.33,742,1117 

.33  938.254 

34,O'3,680 

34,058.632 

35,320,907 


Miles  of 
Jiuttd.     r- 


Gross  Earnings. 


Tot.S340,5P8.401 
Ave.    18,929,022 


46 

53 
53 
53 
62 

62 
74 
268 
337 
465 
465 
498 
498 
498 
4!18 
498 
498 
498 

1,124 
220 


assenger. 

$34,H48 

35,000 

46,178 

44.176 

64.754 

10l',99t 

125.722 

363,210 

539,584 

,159.289 

.382,637 

,601.209 

,743,379 

698  670 

,656,675 

,493,361 

,182.258 

154.083 


Freight 

$43,677 

60.735 

79,342 

82.169 

12",76> 

153,128 

185,191 

421,078 

522,838 

1,103,-92 

1,87:1.193 

2,537.215 

3.369.590 

3,653,002 

4.545,722 

3,097.610 

3.843.310 

6,095,899 


Mails* 


21.855 
77.139 
95.1.89 
271.931 
180.538 
246,989 
137,321 
140,593 
149.635 
126,048 
132,197 


14.428.024    29 
801,556      1, 


Operating  Expenses.   Net  Earnings. 


$31,732 

43.215 

56,075 

56.158 

62  343 

81.149 

115,405 

301.218 

515.611 

1,092,180 

1,666,599 

1.8110,181 

1.913,531 

2,627,118 

1,712,152 

1 ,457,259 

1,086, .175 

1,273,141 


902,826  1,586,915 

,661,268       88,163 

Dividends. 


1842.... 
1843.... 
1844.... 
1845.... 
1846.... 
1847.... 
1848.... 
1849.... 
1850  ... 
1851.... 

1-5'/ 

1853 2,518 

1854 3.406 

18.15   2861. 

1856 3.636 

1857 4,2»5, 

1x58 4,065, 

1859 3,209 


$46 
52 
66, 
70, 
123 
172, 
195 
508 
613 
1,217 
1,871 


83 

,529 
,945 
,210 
.173 
970 
5U8 
,920 
,948 
.680 
,167 
781 
,377 
875 
838 
347 
,041 
,008 


nil. 

nil. 

nil. 

nil. 

nil. 

nil. 
133,437 
291  595 
339,855 
316.859 
416.434 
212.560 
700,602 


1,000.000 
nil. 
nil. 


p.  c. 
nil. 
nil. 
nil. 
nil. 
nil. 
nil. 

0 

6 

6 

6 

6 

2K 

7 

nil. 
nil. 

nil. 
nil. 


Total $28,993,114         16,924,671     3,481.445        49* 

By  the  terms  of  the  re-organization  in  1847,  interest  at  the 
rate  o'  six  per  cent,  was  agreed  to  be  paid  on  the  share! 
till  the  road  was  opened  to  Lake  Erie.  The  dividend  in 
1858,  ten  percent.,  was  paid  in  stock.  In  the  table  only 
the  cost  of  the  completed  portions  of  the  road,  while  it  wa« 
in  progress,  is  given, 


5S 


THE    RAILROAD    RECORD. 


Jpgp  We  learn  that  Mr.  S.  H.  Burnhan  lias 
taken  the  contract  to  lav  the  trussel  work  and 
complete  the  grade  of  twenty  additional  miles 
of  the  Vicksburg  and  Shreveport  Railroad, 
which  will  finish  the  track  up  to  the  State  line. 
Mr.  Burnham  is  a  highly  enterprising  and  com- 
petent, gentleman,  and  will  punctually  and 
promptly  fulfill  the  contract, — Jefferson  Her- 
ald and  Gazette. 


GETTrsBrRG  (Md.,)  Railroad. — A  proposi- 
tion has  been  made  by  this  company  to  extend 
their  road  to  Waynesboro',  Pa.,  provided  the 
citizens  of  that  section  will  subscribe  §175,000 
to  its  stock.  This  proposition,  we  learn,  has 
been  accepted,  and  books  have  already  been 
opened  for  that  purpose. — Journal. 


To  Machinists,  Car  Builders,  etc. 


THE  Subscriber  invites  tenders  from  parties  desirous  of 
obtaining    contr-tcts  for   manufacturing  La  Mothe's 
Patest  Iron  Railroad  Oars  in  the  Western  States. 
F.    W.  SAKGKIXT, 
15  Broadway*  New  Ifork. 


UNION   COAL  AND  OIL  COMPANY, 

(Chartered  by  the  Legislatures  of  Virginia  and  Kentucky.) 

MANrFACTDRBRI    OP 

"HATST1LIE     COAL    OILS," 

BOTH    BC&KIKO   AMD    PARA.FFINE    LUBRICATING, 

BEXGOLE,  NAPHTHA,  PARAFFIXE  WAS,  PARAFFINE 

WAX  CANDLES,  ROLLING  MILL  GREASE,  ETC., 

ETC.,  FROM  PURE  CAXNEL  COAL. 

SUTTON  STREET MATSV1LLE,  KY. 

Orders  addressed  to  the  Union  Coal  and  Oil  Co.,  or 
to  John  H.  Richeson,  Maysviue,  Ky.,  will  receive  prompt 
attention.  l'b.28. 

Sonora  Exploring  and  Mining  Co. 


THE  ANN'UAL  MEETING  OF  THE  STOCKHOLDERS 
of  this  Company  will  be  held  in  the  City  or  Cincin- 
nati at  the  Office,  107  Walnut  Street,  on  tlie  third  Mond  ly 
of  March  next,  pursuant  to  the  By-Law  of  said  Company. 
for  the  purpose  of  receiving  Reports  and  Electing  Officers 
for  tbe  ensuing  year. 

JOHN   KENNETT, 
Chairman  of  Meeting  of  Stockholders. 
Cincinnati,  Feb.   16,  18GU. 


Sanla  Rita  Silver  Mining  Co. 


THE  ANNUAL  MEETING  OF  THK  STOCKHOLDERS 
of  this  Company  will  be  held  in  the  C.tv  of  Cincin- 
nati at  the  Office,  16"  Walnut  Street,  on  the  third  Monday 
of  March  next,  pursuant  to  the  By-Law  of  said  Company, 
for  the  pur;j  .*e  of  receiving  Report*  and  Electing  Officers 
for  the  ensuing  year. 

T.  WRIOUTSON,  Secretary. 
^Cincinnati,  Feb.  16,  I860. 


/-10NTBACTS  for  Rail.,  at  a  fixed  price,  or  on  com 
vy   mission,  delivered  at  an  English  port,  or  at  a    por 
in  the  United  Stales,  will  be  made  by  the  uti  Jer-i-ni-d 
THEOUOKF.  DEHO.V 
0013  10  Wal  Hroadway.New  Vor 


T,  F.  RANDOLPH  &  BRO, 

Mathematical   Instrument  Makers 

X.0.6T       c«tctli»t.l)elWannt*ViDe 
CUKCISSATI  O 


I860. 


I860. 


THE,  PENNSYLVANIA 

CENTRAL   RAILROAD. 

260    MILES    DOUBLE    TRACK. 

The  Capacity  of  this  Rond  is  now  equal  to  any 
in  the  Country. 

THREE    THROUGH 

PASSENGER   TRAINS   BETWEEN 
PITTSBURG  AND   PHILADELPHIA, 

Connecting  direc'  in  the  Union  Depot,  at  Pittsburgh,  with 
Through  Trains  from  all  Western  Cities  for  Philadelphia, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train  ;  Woodruffs 
Sleeping  Cars  to  Express  and  Fast  Trains.  'B'lic  fix- 
press  run*  Dai  ly  ,  Mail  and  Fast  Line  Sondays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  fall  rail)  are  good  on  either  of  the  above  train3,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via..  Norwich,  Fall 
River  or  Stonington  Lines.     Baggage  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail- 
road Officss  in  the  West ;  also,  on  board  any  of  tbe  i'egular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

JfjPFare  always  as    low  and    time  as 
quick  as  by  any  other  Koute, 

ASK    FOR   TICKETS    BY   PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DIRECT  LINE    BETWEEN   THE  EAST 
AND  TEE  GREAT  WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  dray  age  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A  STEWART.  Pittsburg  ; 
H.  S  Pierce  &  Co.,  Zanesville.  0.",  J.  J  Johnston,  Ripley, 
O  ;  R-  McNeely,  Ma.vsville  Ky.*,  Ormsby  &  Cropper,  Ports- 
mouth, O.;  Paddock  &  Co.,  Jeffersonville,  Ind.;  H.  W. 
Brown  &  Co.,  Cincinnati,  O.  ;  Athern  &  Hibbert,  Cincin- 
nati^.; R  C.  Meldrum.  Madison,  Ind.;  .Tos.  E.  Moore. 
Louisville,  Ky.;  P.  O.  O'Rilev  &  Co.,  Evansville  Ind  ;  N. 
W.  Graham  Sc  Co.,  Cairo,  111.;  R.  F.  Sass,  Shaler  &.  Glass, 
St.  Louis.  Mo.  ;  John  H.  Harris.  Nashville,  Tenn.  ;  Harris 
&  Hunt,  Memphis,  Tt-nn.;  Clarke  &  Co.,  Chicago,  III.;  W. 
H-  H.  Koontz.  Alton,  III.  ;  or  to  Freight  Agents  of  Rail- 
roads at  different  points  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
aud  Speedy  Trausportatiou  of  LIVE  STOCK, 

And  Good  Accommodation*,  with  usual  privileges  for  per" 
■ons  traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  he  forward- 
ed to  and  from  Philadelphia.  New  York.  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky.  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  Goods  can  be  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky.  Tennessee,  Cum- 
berland. Illinois,  Mississippi,  Wisconsin.  Missouri,  Kansas, 
Arkansas,  and  Red  Rivers;  and  at  Cleveland.  Siindusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North-Wes- 
tern Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence  on 
its  specdv  transit. 

THK  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at  all  times 
a*  fa-co-able  as  are  charged  by  other  Railroad  Com- 
parties. 

TT~PBe  particular  to  mark  packages  "  via.  Pennsylva- 
nia  Railroad, " 

K.  J-   SVKKDKR.  Philadelphia. 

MAOKAW  &  KOON8.8U  North  Street,  Baltimore. 

LEECH  ic  CO.,  No.  2  Astor  Hou«e,  or  No.  1  S.  Wm. 

Street.  N.  Y. 
LEECH  &c  CO..  No.  77  State  Street,  Boston. 

H.  H.  HOUSTON.  Gen'l  Freight  AgH.  Philadelphia. 
L.  L.  HOUPT.  Gen'l  Tic/cet  AgH,  Philadelphia. 
THOB.  A.  SCOTT,  Gen'l  &wp"t,  Altooua,  Pa. 
Fb.  2-lyr- 


Direct  Route  to  the  Norlh-West! 

—VIA— 

ILLINOIS  CENTRAL 

HE  Ellll!li3  RiPiPilP  ^mmmma 

AND  PANA  OR  SANDOVAL 

FOR 


Decatur, 

Bloominpton, 

Burlington, 

La  Salle, 

Dixon, 


Springfield, 
Peoria, 
Quincy, 
Rock  Island, 
Galena. 


Prairie  du  Chien,  St   Paul,  and 

St.  Anthony, 
And  all  points  in  Iowa  and  Minnesota. 


Passengers  leaving  Cincinnati  either  by  INDIANAPOLIS 
AND  CIISCINNATI  OR  CINCINNATI,  HAMILTON 
AND  DAYTON  RAILROADS  make  direct  connections, 
twice  daily,  at  PANA  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.  with  I.  C.R.R.  at  SANDOVAL. 

Passengers  for  the  North-  West 

Desirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  via 

PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R  R  , 

and  avoid  change  of  Cars  and  Baggage,  and  the  expense 
attendant  thereon. 

Daily  connections  are  made  at  Dunleith  with  a  Line 

FIRST    CLASS   STEAMERS 

Running  in   Direct  connection    with  this  Road  for  all 

TOWNS  ON  THE   UPPER  MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Fort  Dodge  and  Sioux  City. 

lO^The  Equipments  of  the  ILLINOIS  CENTRAL  R. 
R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Patent  Berth  Sleeping  Cars  are  run  on  al 
Night  Trains. 

Fare  the  same  as  by  any  other  Route,  and 
Tickets  good  until  itsed. 

Through  Tickets  can  he  procured  at  Spencer   House, 
corne/  office  ;  No.   1    Burnet    House  ;    135   Vine    Street, 
between  Burnet  House  and  Host  Office;  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.  H.  NICHOLS, 
GenH  Southern  Agent,  Cincinnati, 
W.  P.  JOHNSON, 

GenH  Passenger  Agent,  Chicago. 


Winter  Ars-augeniciU,  lS59-'GO. 

baltimorI  AND  OHIO 


GEE  A  T  NA  Tl  0NAL  It  0  TJTii 


TERMINATES  AT  WASHINGTON  AND  BALTI- 
MORE on  the  East,  and  Wheeling,  Benwood  and 
Parkersburg  on  the  "West,  at  which  places  it  uniies  with 
Railroads,  Steamers,  etc.,  for  and  from  all  points  in  the 

West,   South-west  and  North-Weet. 

Leave  VVheeljng  daily  at  ]2:H5  P.  M.,  and  10:10  P.  M. 
One  Train  leaves  Parkersburg  daily  at  0:20  P.  M. 
Direct  connections  are  made  by  these  trains 

FOR  ALL   THE  EASTERN  CITIES. 

This  is  the  only  route  to  Washington  City. 
Passengers  by  this  route  can   visit  Baltimore,  Philadel- 
phia, New  York  and  Boston,  at  the  cost  of  a  ticket  to  Boston 
alone  by  other  lines. 

Through  tickets  to  the  Eastern  cities  can  be  procured  via 
VV'iishington  City  at  an  additional  charge  of  $2. 

Time    as   quick  and    Fare  as    low    as   by    any    other 
ROUTE. 

TXy>  Inquire  for  tickets  via  Bat.timork  and  Ohio  Rail* 
road,  at  any  of  the  principal  Railroad  Offices  in  the  West. 
E.  F.  FULLER, 
General  Western  J3frent 
L.  M.  COLE, 
General  Ticket  J&gOnt* 

W.  P.  SMlTn,  Matter  Transportation* 
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PATENTED   GAS  WORKS 

or  THE 


WI1IS  I 


Gas  Works,  to  be  generally  adopted  by  the  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following  advantages,  to  wit :  great  simplicity  of  con 
struction  and  operation;  reliability  to  insure  a  regular 
supply  01  light;  purification  of  the  gas  to  prevent  clog- 
ging ;  freedom  from  unhealthy  and  offensive  odors  ;  safety 
from  fire  and  explosiou  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required  ; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  ?  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  ihis  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Scientific  Americaai 
of  March  13,  1858,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simplify  of  construction  peculiar 
to  the  mfbin  Works,  the  retc/t  is  the  only  part  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trifling. 

The  Cost  of  the  Gas 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used  ;  but  even  where  300  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  300  cubic  feet, $300  00 

do  do  350        "  335  00 

do  do  400        »  .'. 375  00 

do  do  500        "  450  00 

do  do  600        "  525  00 

do  do  700        "  600  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
»t  Cincinnati.  Where  a  wet  gas  ho£er  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  ga3  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  ttiat  an  ordinary  fish- 
tail burner  (known  m  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  les3  costly  in  the  end. 

Table  showing  the  Contents  and  best 
Proportions  of  Gasometer?!  from  400 
to  4OO0  ft.,  and  the  IS  umber  of  Lights 
they  will  supply  for  a  given  time. 

Gontents  in     No.  of  hours         Diameter  of        Height  of 
Cubic  Feet,    for  10  lights.         Gasometer.       Gasometer. 
400  20  10  ft.  5  ft.  3  in.  ■ 

500  25  JO  ft.  6  ft.  6  in. 

750  37  12  ft-  6  in.  6  ft.  2  in. 

10n0  50  13ft.  7ft.  Sin. 

15U0  75  15  ft.  8  ft.  6  in. 

20(10  300  17  ft.  3  in.  8  ft.  7  in. 

2500  125  18  ft.  10  ft. 

3000  150  20  ft.  10  ft. 

3500  175  20  ft.  6  in.        10ft.  1  in. 

4000  200  21  ft.  11  ft.  9  in 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  he  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories.  &c,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  C0VERPALE, 

107  Walnut  Street,  Cincinnati.  Ohio, 
who  has  the  exclusive  right  to  manufacture  and  sell  in  the 
State  of  Ohio. 
Feb.  24th,  1S59. 


APPLEGATE  &  CO., 

Booksellers,  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O. 


APPLEGATE  &  CO., 

APPLKGATE   &  CIO.,  Book- 
sellers,   Stationers  and    Blank-book 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invite  the  attention    of  Booksellers, 
Country  nierch  aura,   Teachers, 

and    others    to  our  varied  and 

extensive  stock  of  School.  Classi- 

cal,Theological,  Scientific,    Stan- 

dard', and  miscellaneous    Books,  Paper, 
Blank-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble   arrange  ments    with   the 
leading  publish  ers,  as  well  as 
the  p  rin  cipal                 m  an  u  fac  t  urera 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior  induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   stock  and  prices  . 
with  any   other   house    in  the  West. 

BOOKSELLERS, 

Our   Stock    of    Stationery- 
is  very  complete,     embracing 
in  part    all   the    varieties    o  f  Cap, 
Letter,   Packet,    Commercial,   Bath 
and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Pens,  Penhold- 
rack  s,  Copying 
Books,  Ink  and 
sures.  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manill 
ping ;    Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 

?re  sses,    and 
nkstands ;   Era- 
■wax,  Wafers, 
Banker's   cases, 
head  boxes,  En- 


velope and   Card  cases,  Cash   and    Post 

Office  boxes.  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

To   our  Blank    Books  we 
especially    call    attention,    as 
they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from 
the    small  memo-  randum    book  to 

the  large  Super  Royal  and  Impe- 

rial Ledger,  and  bound  in  a  great 

variety  of  styles  a  n  d  of  superior 

workma nship.  Books   made   t o 

order  of  any  de-  sired  pattern, 

■with  or  without  printed  headings 

and  warranted  to  give    satisfaction 

in  quality  of  pa-  per,    accuracy   of 

ruling    and   durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLA\'K   BOOK    MANUFACTURERS 


We  Are   prepared  to 

Print  and  Bind  books 

tion  and  in  any  style 

sired,  at  rates  as  low 

quality  of  work 

cuted  in  this 

where.      Our 

executing  these 


S  tere  otypa, 
of  any  descrip- 
that  may  be  de- 
as  t h e   sama 

can  be  exe- 
city  or  else- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 

authors  may  depend  upon  having 
their  books  published  in  the  best 
style   and  on      short  no tice. 


Merchants   and 
Bills  of  Lading, 
Railroad    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch.     Order*  re- 


others  wishing 
Bill    Heads, 

Dray  receipts,  ^ 
any  other  descrip. 
please  bear  in  mind 
with  neatness  anl 
spectfully  solicited* 


Publisher  i 


Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
Clarkes'  Com-  menta- 

ries.DIck's  Works.  B  o  I- 

lin's  Ancient  History,  Plutarch's 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     ete and  cannot  fail  to  please.  . 
We  In       vite  all  to  give  us  a  call, 

43    MAUN   ox.tCjii.ET,    ClN. 


m.  HARVEY'S  SAFETY  JOINT 


For    Coupling    the    Ends     of   "  T' 
^PATENTED,  HOY.  2,  1853. 


Bail 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  whi(h  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  tojfill  up  the  recess  in 
tfee  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  Up  of  the  chair,  as  shown 
icFig.3 


the  ig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
cesi  nner  side  of  the  joint  This  plate  must  fit  into  the  re- 
the  side  of  the  rail,  as  its  upper  part  can  not  project 
'atei't^y  beyond  the  head  of  the  rails,  jr  it  would  interfere 
with  e  shegellanof  the  wheels.  Ai-d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C ,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfinethe  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  ar« 
driven  through  them,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spike3  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D,  in  which  re- 
cesses are  provided  fcr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates -C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  tivo  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  phite.  By  driving  through  two  keys, 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contra^.ion  between  the  tongues  and 
slotsin  the  rails,  so  that  they  can  not  shove  together,  as  itt 
the  present  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may- 
be considered  past  impvovement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  weir  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels, 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ie;ist  fifty  percent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

W    .      HARYEY,  Inventor  and  Patente  Y 
41  Jefferson-street,  Albany0 
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PROSSER'S  PATENT 

ORIGIN  A L    LAP-  WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  KXD  TO  EIYD. 

ZE'.A.nTS'    PATENT 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOB    WATER    SUPPLY,    ACIDS,    ETC. 

S  O  [ .  7-;    IMPORTERS. 

PROSSFIS'S  PATENT  SCIKFACR  COK- 
DUfSER*  for  high  pressure  steam,  with  sea  or 
oilier  bad  boiler  water,  gauges.  3  cutter  drills,  caun'er- 
sinks.  tube-  end  cutting  bars,  expanders  tube  scalers, 
steel  irireand  whalebone  brushes,  pall  lever  ic-renc/ws, 
tmdes — plain  or  enameled,  scre.ved  together  for  Artesian 
Wells.  Hullow  Slabs  for  various  purposes.  Steel  for 
Hollers.  THOS.   PKOSSF.R   &   SON, 

»7?an.  28  Piatt  Street,  New  York. 

«T.  G.  LOEDELL.        H.  S.  M'COMBS.        D.  P.  BTJSH. 

BliSH&LGBDELL, 

Wilmington  —  -----  Delaware 

MANUFACTURERS   OF 

IliiaiEi  u  is  see,® 


For  R.  R.Ciirs&  Locomotive  Engines, 

ABE   PREPARED  TO 

Exftute  Promptly  Orders  to  any  Exttnt 

FOR    THEIR 
«"gi"»  "-^^    »  fT.T'T*!       TTTTT^'TPT  CS 

EITHER   SINGLE   OR    DOUBLE  PLATE, 

WITH     OR     WITHOUT     AXLES 


WHEELS  FITTED 
To    Hammered  or    Rolieil    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 

Most  Reasonable  Terms. 


A  Book  for  Even  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Blasters  and  Business  Men. 

CONTAINING 
A  Complete  IAxt  of  Post-Offices  in  tJte  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Rates 
of  xbreign  and  Domestic  Letter  Postage  ;  Hates  of 
Printed  Matter^  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  t/ie  Post-OJlce  De- 
partment, etc.,  <&e. 

COMPILED    BY    E.   PENROSE    JONES, 
Lot*  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

BEAD  THE   FOLf.OWING  CERTIFICATE. 
IT.  B.  Blakk  Agency,  Cincinnati  Post-Office,  ) 
January,  1859.     j 
Thi3  work  has  been  carefully  compiled  and  corrected  by 
E.  Penrose  Jonkp,  Eatj.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  O.,from  the  Records  in  this  Department,  and 
other  source,  and  contains  the  moat  complete  list  of  Post- 
Offices,  especially  of  the    Western,   North-Western,  and 
Booth-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  dx.,for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  abont  lnu  pages. 
Th«  entire  matter  is  kept  standing  in- type,  and  as  the  com- 
rfler  is  promptly  advi?ed  of  all  Kew  Offices,  Cfianges  ard 
Regulations  of the  Department,  the  information  Is  corr-acted 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

OesERvr,  That  this  list  is  arranged  by  States  and  Conn- 
*Mi  making  it  especially  valuable  to  business  men-  No 
Similar  arraugement  has  been  published  since  3856.  There 
are  3<)C0  more  offices  in  this  than  in  any  book  heretofore 
Issued.  Tl't  Price  is  one-half  that  of  any  work  of  the  kind 
BojrpnMtobed. 

JTr  Single  copies  sent  by  mall  (pastage  prepaid)  to  aDy 
addre-33,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps,.  Five  Copies  sent  for  $1  00,  or  Twelve 
Copies  for  ?2.i|Q. 

Addxesu  C  S.  W1LL1IAMS, 

1M  Walnut  Street, 

Ha/.H  Ui  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WM.  AUIWrYEIl  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH   OFFICES: 
Louisville,  Ky.,  Columbus,  0., 

Lafayette,  lnd-,  Dayton,  0., 

Indianapolis,  lnd.,  Zanesville,  O. 

"We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  noon,  low-priced  Family' 
Machine,  have  introduced  a  new  style.,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

&ifiy-Fire    Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beamy  and  strength  of  stitch,  being  al.kk  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  roost  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  tu  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

IPPSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehl-J.  "WM.  SUMNFR  &  CO. 

Oftf\  K-e?s  N°*  '   H^i!road  Spikes,. "ij  by  y-l6th 

,  £a\J\J  Corby,  Gossin  &  Co.*s  make,  for  sale  very 
low  by  TRABER  &  AUBERY, 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BR0., 

172  Elm  Street,  bet.  4th  and  bth, 
CINCINNATI,  O. 
Sole  Manufacturers  of  McGowan'  3  bauble  Aotion 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine 

WOULD  respectfully  invite 
the  attention  of  KAILKOaD 
Companies,  Manufacturer 
Distillers,  Miners, andtht  put 
lie  generally  to  these  Pumps; 
as  the  best  Hump  now  in  u*e 
and  acknowledged  by  all  wnc 
have  used  them  to  be  perfect  — 
arc  simple  in  their  construe 
tion.  compact, durable  and  nol 
likely  togct  outof  order;  wei 
adapted  for  Steam  hosts,  Kail 
road  Water  Stations  Distille 
ries,  Breweries,  Kuril  acet 
Mines,  Rolling  Miltn,  Pape 
Jgt*^  ~~8&f  \a— '"  Mills,  Factories,  Wells,  Cl> 
terns,?'  f.ttonary  File  Engines, Garden  Engine? and K 
all  purposes  wherea  Pump  can  be  used.  Also, for  for- 
eing  a  large  body  of  water  to  a  groat  heigh  lord  I  stance 
rapidly. 

Also,  McGowan  a  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c  HoHe  Coup] Ins 
Lead  .Copper  and  Gas  Pipe  furnished  at  the  It-  we  hi  ma  ' 
kel  prices. 

Full  «nd  perfect  atUfacMon  guaranteed  in  allcascs, 
when  properly  pat  up  according  to  directions. 

Orders  thankfully  received  aodpromptly  filled  at  the 

Bhoru-Bt  notice 

SILVER     A3  EDA -»      (The  highest    prize)  awarded 

epe  pumps  and  Steam  humping  Engine  at  th    late  Ka 

Ohio   Mechanics'  Institute  June,  18,  1655  — 1 


Street  and  Other  Railroad  Iron. 

"WOOD,  MORRELL  or  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 

~  FREEDOM  IRON  COMPaNYT 

MAXUFACTCTERS   OP 

LOCOMOTIVE    TYRE, 
Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

B:ia-  of  nil  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mitfiin  Co.,  Penn, 

JOHN  A.  WRICHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Cliarcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


KEW  YORE  CEITEAL  S.  R. 


Leave  Albany. 
Steamboat  Exp..  7  no  a.  h. 

Mail 9.t0  a.  m. 

New  York  Exp..]  1.15  a.  m. 

Night  Exp 5.0(1  p.  m. 

Utica  Accom'n..  6  no  p.  m.    Ar. 

N.  Y.  Mail 11.15  p.  m. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  M. 
Steamboat  Exp..  8.00  a.  m. 

Mail 

Cleveland  Exp..  G.Ofl  p.m. 
Cincinnati  Exp.  11.00  p.  M. 
UticaAccom'n.. 


Arr.  Buffalo. 

Arr.  3.  Br. 

7  00  p.  m. 

7  00  p.m. 

12.50  a.  H. 
9.IIU  p.  M 

9.00  p.  m. 

4.00  A.  H. 

4.00  a.  a. 

U.  10.00  p.  M. 

— 

10.0     A.  M. 

lo.oo  a,  m; 

Leave  Bridge. 

Ar.  Alb'y 

5.15  a.  M. 

3  30  P.  M. 

8.00  A.  M. 

8.011  p.  K. 

2.30  p.  M. 
4.-I0  A.  M. 

6.00  p.  M. 

11.00  p.  M 

8.30  a.  K. 

10.00  A.  M, 

CINCINNATI 

L0C0M0TIYE  WORKS. 


Theundersigned  are  prepared  to  furnish  LocomotiY 
equal  in  efficiency  and  durability  to  the  beBt  Eastern 
manufacture  Also,  Shaping  and  Slotting  Machines 
nuitablefoi  railroad  shops.  Also,  allkinds  of  heavy 
forpingand  casting  done  at  short  notice  Also.boltsfor 
bridges  cu    with  lisp  at  ch. 

MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  th* 
State,  is  under  the  superintendence  of  Col.  I-:.  \V. 
MORGAN,  a  distinguished  graduate  ol  West  Point 

and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  o  I  study  is  that  taught  in  the  best  Colleges 
hut  more  extended  in    Mathematics,  Mechanics,   Ma 
chines,  Construction,  Agriculture  I  r'hemisiry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools  of  Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  suit 
time  means,  and  object  of  Profession  alp  reparation,  both 
before  tmd  after  gradumlng. 

The  twelfth  annual  term  is  now  open.  Charges,  81  OS 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs, K.y., "or  theundersigned. 

P.  DUDLEY. 
President  ol  th    Board 
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E.  D    MANSFIELD,  -    I   ■B,.si^„ 

T.  WEiaHTSON.        -  -       !   -^I"018- 

CINCINNATI: 
Thiirsday  morning:,   March  20.  18G0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  M0RJSTIK0, 

BY  WRIGHTSOW  &  CO. 
<  )FFICB  -No.  167    Walnut    Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in   Great  Britain,   13s.  6d.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion SI  UO 

"        "        per  month, 3  00 

"        "        six  months, 12  00 

"        **        per  annum, 20  00 

"    column,  single  insertion, 5  00 

"        '•        per  month, 10  00 

;"       "       six  months, 40  00 

'•        "        perannum, ; 80  00 

•'    page,  single  insertion, 15  00 

I''        '■         per  month, 25  00 

"        ■'         sixmonths, 110  00 

"        "        perannum 200  00 

Cards  not  exceeding  four  lines,  $5,0(1  per  annum. 

THE  LAW   OF  NEWSPAPERS.; 
If  subscribers  order  the  discontinuance  of  their  news- 
papers,  the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
iponsible  until  they  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  heid  responsible. 
Subscriptions  and  communications  addressed  to 
WBIGHTSON  &  CO., 

Publishers  and  Proprietors. 

]Lr*  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 


.  The  Mayor  of  Burlington,  Iowa,  is 
taking  ground  in  favor  of  repudiating  the 
bonds  of  that  city  issued  to  the  Burlington  and 
Missouri  Railroad. 


*  m  %  m  » 


Postponed. — The  proposed  Editorial  Ex- 
cursion on  the  Baltimore  and  Ohio  Railroad, 
has  been  postponed  until  Friday,  May  4th. 


'After  the   16th  prox.,  trains  will  leave 
Cincinnati  for  the  East  at  6  A.  M.;   10.30  A.  M., 
nd  11  P.  M. 


Preston  and  Berlin  Railroad. — This  road 
was  sold  some  time  since  by  public  auction, 
in  this  city,  and  purchased  by  a  gentleman 
who,  we  are  told,  would  put  it  in  immediate 
operation.  At  different  times  it  was  inti- 
mated that  progress  was  being  made  with  the 
road ;  but  it  turns  out  that  these  statements 
■were  put  forth  merely  as  blinds ;  for  it  has 
been  ascertained  that  the  iron  is  being  actu- 
ally sold  and  carried  off  the  line.  His  wor- 
ship the  Mayor,  Alderman  McGivern,  and 
Councillor  McDowell,  were  deputed  to  go 
over  the  road,  and  they  lind  that  about  30 
tons  of  rails  have  been  removed  and  sold  to 
the  Grand  Trunk  Railway  Company.  As  this 
city  has  a  large  interest  in  the  undertaking, 
steps  will,  of  course,  be  taken  to  obtain  an 
injunction  in  Chancery  to  prevert  any  further 
removal,  and  compel  the  replaciug  of  what 
has  already  been  removed. — Hamilton  Spec 
laior. 


DECLINE    OF    BUSINESS    ON   WES- 
TEKN  ROADS  AND  ITS  CAUSES. 

We  notice  a  summary  in  a  Chicago  paper, 
of  the  business  done,  in  1858  and  1559,  on 
the  railroads  terminating  at  Chicago.  By 
this  paper,  it  appears  that  the  gross  receipts 
of  these  roads  had  fallen  off,  in  the  aggregate, 
the  enormous  amount  of  four  millions  of  dol- 
lars. These  roads  are  the  main  lines  which 
run  through  Illinois,  Indiana,  and  Michigan. 
We  may  here  say,  that  we  mean  by  Western 
Roads,  those  which  are  really  west,  and  not 
those  of  the  Central  States.  For  example' 
Ohio  and  Kentucky  are  now  Central  States, 
and  no  longer  West.  Thus,  the  roads  termi- 
nating at  Cincinnati  have  not  fallen  off.  On 
the  contrary,  we  believe,  the  aggregate  re- 
ceipts of  the  Little  Miami,  the  Hamilton  and 
Dayton,  the  Ohio  and  Mississippi,  the  Cincin- 
nati and  Indianapolis,  and  the  Covington  and 
Lexington  Roads  have  been  positively  in- 
creased in  1859  over  1858.  The  Central 
West  is,  in  fact,  independent  of  adventitious 
circumstances.  The  best  lands  are  under  cul- 
tivation; the  towns  are  manufacturing;  and 
the  people  self-dependent.  But,  the  country 
round  Chicago  and  St.  Louis  is  not  yet  in  that 
condition..  It  is  not  yet  self-dependent.  The 
railroads  centering  in  these  places  depend 
largely  on  the  stream  of  immigration,  and  the 
current  condition  of  the  crops.  It  will  be  in- 
teresting to  examine  the  causes  which  have 
occasioned  the  falling  off  in  railroad  receipts. 
They  are  very  plain,  and  amply  sufficient. 
They  are  not  preventable;  but,  by  knowing 
them,  we  may  know  how  to  make  safe  esti- 
mates, in  future. 

1.  The  roads  of  Michigan  and  Illinois  were 
those  on  which  four-fifths  of  the  western  immi- 
gration passed.  Beyond  them  lay  the  new 
States  and  Territories  of  Wisconsin,  Iowa, 
Minnesota,  Kansas,  Nebraska,  and  Dakota,  to 
be  filled  up  wiih  the  two  streams  of  domestic 
and  foreign  immigration.  The  domestic 
stream  flowed  almost  entirely  from  New  Eng- 
land, New  York,  and  Pennsylvania;  and  the 
foreign  stream  flowed  through  New  York.  In 
1856  and  1857,  an  immense  migration  took 
place  from  the  Northern  States  to  Kansas, 
Nebraska,  Iowa,  and  Minnesota — caused  by 
the  active  and  powerful  speculation  in  west« 
ern  lands.  Immense  bodies  of  government 
lands  were  thrown  into  market,  and  immi- 
grants, both  American  and  foreign,  were 
crowding  all  the  land  offices.  These  immi- 
grants nearly  all  passed  over  the  Michigan 
and  Illinois  Roads.  But,  in  1858,  the  domes- 
tic stream  fell  off  rapidly,  and  in  1859  had 
almost  ceased.  Lands  were  no  longer  in  de- 
mand, except  for  actual  cultivation ;  prices 
fell,  and  the  great  land  fever  ceased.  The  in- 
habitants of  the  old  States  found  enough  to 
do  at  home,  and  the  current  of  migration  has 
settled  down  into  its  ordinary  channel,  and 
there  will   probably  be  no  sudden  influx   for 


several  years.  In  the  same  manner,  the 
foreign  stream  fell  off,  and  is  now  reduced  to 
very  narrow  limits.  In  the  years  1852,  1853, 
1854  and  1855,  there  arrived  in  the  United 
State  1,400,000  immigrants,  or  350,000  for 
each  year.  In  1859  there  arrived  less  than 
200,000,  and  in  that,  this  and  the  two  next 
years,  there  will  not  probably  be  an  average 
of  180,000.  Taking  into  view,  their  baggage 
freight,  and  it  will  not  be  too  high  to  estimate 
the  reduction  from  this  source  of  receipts.,  at 
two  millions  per  annum. 

2.  Since  1857,  there  has  been  a  relative 
failure  of  crops  The  public  mind  is  conti- 
nually deceived  on  this  head,  by  the  represen- 
tations made  in  the  great  cities,  that  all  state- 
ments of  defective  crops  are  mere  crop-croak- 
ing. There  is  no  doubt,  that  farmers  do 
sometimes  represent  crops  as  much  more 
than  they  are.  But,  in  general,  the  concur- 
rence of  reports  from  the  country  gives  the 
truth,  in  regard  to  crops.  Now,  it  was  accu- 
rately known  to  those  who  were  observers, 
in  the  fall  of  1858  and  in  1859,  that  the  cropa 
were  not  good,  and  hence,  those  interested 
should  have  taken  notice,  and  estimated  pro- 
perly what  was  to  follow.  Taking  into  view 
the  partial  failure  of  crops,  and  the  im- 
mense reduction  of  migration,  and  there  was 
ample  cause  to  produce  the  results  which  fol- 
lowed. The  reduction  of  four  millions  of  dol- 
lars in  the  gross  receipts  of  the  Illinois  and 
Michigan  Railroads  is  sufficiently  accounted 
for. 

In  looking  to  the  future  we  do  not  expect 
to  see  a  very  rapid  recovery  in  the  business  of 
these  roads;  especially,  if  we  are  at  all  right 
in  our  statement  of  the  causes  of  deficiency. 
The  reason  is  this.  The  stream  of  foreign 
immioration — on  which  much  of  the  business 
of  these  roads  depends — is  not  now  large  ; 
and  is  not  likely  to  be  till  some  great  distur- 
bance in  Europe.  The  land  speculations  will 
not  soon  be  revived,  and  the  domestic  migra- 
tion will  only  be  at  the  common  rate.  On 
the  other  band,  there  is  a  strong  probability, 
that  the  cycle  of  bad  crops  is  nearly  or  quite 
ended.  Nature  moves,  even  in  her  irregu 
larity,  with  some  regard  to  laws ;  and  it  has 
been  observed,  that,  bad  and  good  crops 
come  in  clusters  of  years.  We  shall  probably 
soou  have  a  cycle  of  good  years,  and  the  crops 
result  in  large  surplusses.  In  time,  then, 
the  Western  Roads  will  regain  their  large 
business,  but  they,  and  all  roads,  must  mainly 
depend  on  their  home  business. 

m»>  

FALL  OF  A  MOSELEY  BRIDGE. 

We  have  had  something  to  say  before  now 
as  to  the  merits  of  Moseley's  plan  for  construct- 
ing bridges.  Our  notions  did  not  agree  with 
those  of  the  inventor,  and  he  replied  to  us 
through  the  columns  of  the  Railroad  Record. 
In  our  rejoinder  we  took  the  trouble  to  show 
the  fallacy  which  had  led  Mr.  Moseley  astray, 
As  he  did  not  understand  our  motive  for  this 
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set  of  kindness,  we  copy  below  a  paragraph 
from  the  Covington,  K>.,  Journal  of  last 
■week,  which,  we  "trust,  will  be  thought  suffi- 
cient: 

The  Itri  Bridge  erected  by  Moseley  &  Co.,  at  Berry's 
Stacion.  over  South  Licking,  fell  into  the  river  on  Tuesday, 
2Stb  ult.    It  has  fjilea  once  before. —  Cynthiana  Sen's. 

This  paragraph  does  not  state  the  circum- 
stances attending  the  destruction  of  the  bridge; 
and  possibly  it  may  have  fallen  from  influen- 
ces that  had  nothinar  to  do  with  the  merits  of 
the  plan  itself.  If  any  of  our  Engineer  friends 
in  that  section  will  send  us  the  facts,  we  shall 
be  obliged  to  them.  Our  object  in  criticising 
the  plans  of  all  public  structures,  buildings, 
bridges,  etc,  is  to  guard  the  public  from  the 
hidden  dangers  that  time  and  use  prove  to  be 
bo  destructive  to  life  and  property. — -Hallway 
Times. 

The  above  paragraph  is  calculated  to  do  in- 
jury— where  none  was  probably  intended — 
to  a  worthy  inventor  of  an  excellent  bridge. 
The  facts  are  as  follows : 

The  Berry  station  bridge  is  a  common  way 
bridge — not  railway — as  might  be  inferred. 
It  is  of  two  spans  of  125  feet  each,  and  stands 
thirty  feet  above  low  water.  In  February, 
1S59,  while  under  construction,  the  river  rose 
twenty-four  feet  in  a  single  night — as  is  not 
uncommon  in  our  western  rivers— sweeping 
away  the  staying  upon  which  the  trusses 
rested,  until  the  several  parts  were  properly 
joined  together.  This,  of  course,  let  the  ma- 
terials into  the  river,  as  it  would  have  done 
with  those  of  any  other  bridge. 

The  second  fall  was  occasioned  by  a  hurri- 
cane on  the  22d  of  February — not  the  28th, 
as  given  above — when  one  span  only  was 
lifted  from  its  bed,  and  turned  completely 
over  by  the  force  of  the  wind,  sweeping 
through  the  deep  gorge  of  the  river.  Iu  this 
gale,  which  was  general  throughout  the  West 
and  South,  other  bridges  were  blown  down, 
house3  unroofed,  steamers  wrecked,  etc.  The 
Moseley  bridge  being  a  very  light  one,  is  liable 
to  such  contingencies  when  placed  on  such 
elevations  as  at  Berry's  Station.  But  when 
properly  anchored  to  the  masonry,  no  such 
accident  can  occur.  No  douct  the  proprietors 
will  take  measures  for  guarding  against  such 
mishaps  in  the  future. 

Messrs.  Moseley  &  Co.  have  just  brought  out 
a  railway  bridge  as  a  modification  of  their 
common  way  bridges,  which  for  lightness 
cheapness,  firmness,  durability,  and  strength, 
is  equal  to  anything  we  have  ever  examined. 
At  an  early  day  we  shall  give  a  drawing  of 
this  bridge,  by  which  our  readers  will  be  ena- 
bled to  judge  for  themselves  of  its  merits. 

The  Moseley  bridges  for  common  way  traffic* 
erected  in  this  neighborhood,  have,  so  far  as 
we  know,  given  satisfaction  ;  but  such  bridges 
are  not  intended  for  railway  use,  and  should 
not  be  80  regarded.  The  railway  bridge  above 
alluded  to,  is  designed  for  that  especial  ser- 
vice, and  a3  anch  should  challenge  the  sever- 
est scrutiny — a  te3t  that  we  have  little  doubt 
it  will  stand  with  the  most  approved  bridges 
n  uae. 


BARS    AT    THE    MOUTHS    OF    THE 
MISSISSIPPI. 

I  trust,  Messrs.  Editors,  that  you  will  be 
able  to  allow  me  space  for  a  very  brief  allu- 
sion to  some  of  the  statements  published  by 
Captain  Humphreys,  on  the  operations  of  the 
Government  at  the  mouths  of  the  Mississippi 
river,  which  I  find  in  the  last  number  of  the 
Record. 

I  admit,  as  is  claimed  by  Capt.  Humphreys, 
in  behalf  of  the  Board  of  Engineers  to  whom 
the  War  Department  assigned  the  duty  of 
considering  the  proposals  and  contracting  for 
the  improvement  of  the  channels  across  the 
bars,  that  they  stated  in  their  report  at  the 
time  of  making  the  contracts,  "  that  they  had 
great  doubts  of  the  practicability  of  the  con- 
struction proposed,  and  of  the  efficiency  of 
that  mode  of  improvement  should  the  work  be 
constructed." 

I  do  not  wish  to  cast  any  reflection,  or  to 
fasten  any  responsibility  for  the  failure  of  the 
undertaking,  on  this  Board,  or  on  Capt.  Hum- 
phreys, who  was  himself  a  member  of  it.  I 
am  prepared  to  admit  that  these  gentlemen 
believed  that  the  work  could  not  be  construct- 
ed on  the  plan  which  was  adopted,  and  that  it 
would  be  useless  if  it  could  be  so  constructed; 
and  that  they  had,  as  this  passage  indicates, 
the  sagacity  to  foresee  the  failure  of  the  at- 
tempt and  the  loss  of  the  appropriation.  I 
would  merely  suggest,  on  this  point,  that, 
while  entertaining  these  views,  it  was  hardly 
discreet  to  tie  the  contractors  down  to  a  plan 
which  the  Board  themselves  supposed  would 
fail,  and  which  I  had  previously  demonstrated 
must,  of  necessity,  fail.  It  remains  only  to 
add,  that  the  plan  was  tried,  and  that  it  did 
fail. 

In  1851  I  reported  to  the  War  Department 
the  existence  of  an  inward  current  of  salt 
water,  flowing  beneath  the  outward  current  of 
fresh  water  which  the  Mississippi  discharges 
over  the  bars  into  the  Gulf  of  Mexico.  This 
fact  was  at  variance  with  the  preconceived 
views  of  the  officers  of  the  Department  and 
of  the  public.  It  was  accordingly  contested, 
and  denied  entirely  in  the  subsequent  official 
reports.  I  have  no  further  comments  to  make, 
or  facts  to  offer,  in  the  premises.  I  wish  here 
merely  to  place,  side  by  side,  the  language 
used  by  Capt.  Humphreys  in  his  recent  paper, 
admitting  the  existence  of  this  under  current, 
and  that  held  by  his  colleague,  Col.  Long, 
and  their  mutual  assistant,  Professor  Forshey, 
three  years  ago,  denying  its  existence. 

In  his  report  of  April  6,  1857,  Col.  Long 
says:  "With  respect  to  the  existence  of  re- 
versed currents,  or  'undertows'  of  salt  water 
beneath  the  fresh  water  volumes  or  sheets 
that  pass  over  the  tidal  bar,  and  supposed  by 
some  to  be  mainly  instrumental  in  forming 
the  bar,  Professor  Forshey  has  shown  satis- 
factorily that  no  such  undertows  "have  any 


existence   at   any   stage,    either   of  flood    or 
tide." 

It  is  to  be  observed  that  Col.  Long  was  the 
superior  officer  and  colleague  of  Capt.  Hum- 
phreys in  the  survey  of  the  Delta;  and  that 
Professor  Forshey  was  their  mutual  assistant; 
and  that  these  remarks  were  written  while 
Col.  Long  was  in  the  act  of  disbursing  the 
last  appropriation,  of  330,000  dollars,  for  the 
improvement  across  the  bars.  These  im- 
provementss  were  conducted  under  the  sup- 
position that  the  movemeut  of  the  water  on 
the  bars  is  always  outward  or  toward  the 
Gulf. 

I  will  here  only  submit,  in  reply  to  Col. 
Long,  the  language  now  used  by  his  colleague, 
Capt.  Humphreys,  on  the  same  point,  which 
the  reader  may  compare  with  that  of  Col. 
Long:  "I am  aware,"  says  Capt.  H,  "thai  an 
inward  current  at  the  bottom  may  be  found 
on  the  bar  of  the  South-west  Pass  when  the 
Mississippi  is  at  half  flood  at  New  Orleans, 
particularly  if  the  Gulf  tides  are  at  their  max- 
imum at  the  same  time." 

And  again:  "  There  is  sometimes  an  inward 
current  at  bottom  over  the  bar,  sometimes 
an  outward  current  at  bottom  over  it,  and 
sometimes  there  is  still  water  upon  it." 

It  would  not  be  courteous  to  assume  that 
Capt.  Humphreys  knew  these  facts  and  failed 
to  communicate  them  either  to  his  superior 
officer  or  to  his  own  assistant.  The  only  jus- 
tifiable assumption  is  that  he  has  very  recently 
become  "aware"  of  their  existence — although 
they  were  explicitly  reported  by  me  to  the 
War  Department  nine  years  ago,  and  have 
been,  until  now,  ever  since  unqualifiedly  de- 
nied. The  last  point  worthy  of  notice  in 
Capt.  Humphreys'  paper,  is  the  intimation 
that  there  is  only  a  trifling  difference  between 
"the  method  of  improvement  proposed  by  Mr. 
Ellet,  and  that  followed  under  the  contracts 
of  the  War  Department." 

Against  this  suggestion  I  beg  leave  to  sub- 
mit a  respectful  but  decided  protest.  The 
plans  adopted  by  the  Department,  and  all  of 
which  have  failed,  are  these:  "  Dredging  out 
the  channel  with  buckets ;  blasting  out  the 
mud  on  the  bottom  of  the  Mississippi,  with 
gunpowder ;  stopping  up  the  lateral  outlets 
of  the  river  by  dykes ;  constructing  jetties  of 
piles  several  miles  out  into  the  sea ;  trying  to 
accelerate  the  current  in  the  hope  to  7nakc  the 
river  wash  out  the  mud  into  the  Gulf,  while, 
unfortunately  for  the  plan  the  current  to  be 
accelerated  usually  runs  in  the  opposite  direc- 
tion." 

I  discussed  all  these  plans  (except  the  use 
of  gunpowder  to  blow  out  the  bottom  of  the 
Mississippi,  which  did  not  occur  to  my  mind,) 
in  my  report  of  1851,  and  condemned  them 
all. 

Since  the  date  of  that  report,  the  Govern- 
ment has  indeed  adopted  a  plan  which  the  re- 
port so  far  sanctions  as  to  admit  that  it  would 
do  limited  good,  though  it  would  by  no  means 
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be  effectual.  That  plan,  Capt.  Humphreys 
says,  "has  been  successfully  tried."  All  the 
others  have  failed  entirely. 

Capt.  Humphreys  is  mistaken  in  supposing 
that  "the  contractors  were  at  liberty  to  use 
Mr.  Ellet's  plan  if  they  thought  fit."  On  the 
contrary,  the  contract  itself  binds  them  to  a 
specific  plan — the  plan  which  was  recommend- 
ed by  a  special  board  of  engineers,  and  con- 
demned by  me.  One  word  more.  These 
plans  have  all  failed,  and  their  failure  was  an- 
ticipated and  announced  by  me  in  an  official 
report  before  the  contracts  were  made.  My 
warning  was  not  heeded,  and  the  consequent 
loss  to  the  Government  is,  as  I  understand  the 
President's  special  message,  $690,000.  It  is 
not  for  me  to  vindicate  Congress  from  the  im- 
putation of  having  caused  these  failures  by 
their  irregular  or  inadequate  appropriations. 
Yet,  I  must  say,  that  in  my  judgment  the  ap- 
propriations have  been  as  liberal  as  it  would 
be  prudent  for  Congress  to  make  until  the 
officers  in  charge  of  the  work  have  found  out 
in  which  direction  the  water  runs. 

Charles  Ellet,  Jr., 

Civil  Engineer. 

P.  S.  My  views,  in  regard  to  this  improve- 
ment, will  be  found  in  my  own  report,  which 
is  republished  in  the  Appendix  to  my  work  on 
The  Mississippi  and  Ohio  Rivers.  They  are, 
through  inadvertence,  incorrectly  stated  by 
Capt.  Humphreys. 

Washington,  D.  C,  March  20th,  1860. 


KAILROADS  IN  TENNESSEE. 

MEMPHIS   AND   TENNESSEE. 

This  road  is  in  running  order  to  Panola, 
a  distance  of  fifty-nine  miles.  From  Panola 
to  Grenada  there  is  an  unfinished  break  of 
forty  miles,  which  is  in  progress  of  construc- 
tion, and  a  portion  of  the  grading  finished. 

The  Mississippi  and  Tennessee  falls  into 
the  line  of  the  Mississippi  Central  at  Grenada, 
and  that  road  connects  with  the  New  Orleans 
and  Jackson  Road  at  Jackson.  Thus  a  con- 
tinuous line  of  railway  is  formed  from  Mem- 
phis to  New  Orleans.  When  the  Memphis 
and  Ohio,  and  the  Memphis,  Clarksville  and 
Louisville  complete  their  lines,  a  through 
line  in  this  way  will  be  obtained  from  Louis- 
ville via  Memphis  to  New  Orleans. 

Total  amount  of  capital  stock  subscribed 3859,000  00 

Total  amount  capital  stock  paifl  in 798,285  40 

Amount  of  State  aid  granted  to  roadway 98,000  00 

Funded  debt  due  on  State'Bonds 98,000  00 

Funded  debt  due  to  others  than  the  State 456.949  07 

Amountof  floating  debt 319.518  06 

Cost  of  rnad  and  equipment 2,000,OUO  00 

Receipts  from  Passengers $65,391  42 

"  "     Freights 106,269  56 

"  U    All  other  sourees...        5,594  97 

177,255  95 

Total  expenditures 60,029  49 

Net  receipts 117,226  46 

Totil  length  of  road 99  miles  300  ft- 

Number  of  miles  run  by  passenger  trains. .  36.500 

Number  of  miles  run  by  freight  trains 32,350 

41         "        other  trains 1.020 

Total  number  of  miles  run  by  all 69,870 

Total    number    of    passengers    carried    In 

cars 59,077 

Average  rate  charged  for  passengers 4  2-5 

Rate   of  speed   adopted  by  express   trains 

including  stops 20  miles. 

Rata  of  tpeed  adopted  by  freight   trains. 

Including  stops 10 


The  names  of  the  principal  officers  of  the 
Company  are: 

F.  M.  White,  President;  C.  F.  Vance,  »Se- 
cretary  and  Treasurer ;  Niles  Merriwether, 
Chief  Engineer;  M.  W.  Newell,  Superin- 
tendent. 

The  principal  office  of  the  Company  is  at 
Memphis,  Shelby  county,  Tenn. 

MISSISSIPPI   CENTRAL   TENNESSEE. 

This  road,  like  the  Mississippi  Central,  is 
but  an  extension  of  the  New  Orleans  and 
Jackson  Railroad  from  Grand  Junction  to  the 
crossing  of  the  Memphis  and  Charleston  Rail- 
road to  Jackson,  Tennessee,  at  which  point  it 
connects  with  the  North  Division  of  the  Mo- 
bile and  Ohio  Railroad,  now  in  running  order 
to  Columbus,  Kentucky,  a  distance  of  eighty- 
seven  miles. 

In  a  few  weeks  there  will  be  a  continuous 
line  of  finished  Railway  from  Columbus,  Ken- 
tucky, via.  Jackson,  Tennessee,  Grand  Junc- 
tion, Holly  Springs,  Grenada  and  Jackson, 
Mississippi,  to  New  Orleans,  of  which  the 
Mississippi  Central  is  an  important  link  in  the 
chain. 

The  statements  of  this  road  will  show  that 
its  affairs  have  been  managed  with  prudence 
and  economy. 

Total  amount  of  capital  stock  subscribed $335,800  00 

Total  amount  of  capital  stock  paid  in 317.447  26 

Amount  of  State  aid  granted  to  roadway 518.000  00 

Amount  of  State  aid  granted  to  bridges 100.00(1  00 

Funded  debt  due  on  State  Bonds 529  0(10  00 

Funded  debt  due  to  others  than  the  State 103,5011  00 

Amount  of  floating  debt 22,:<68  93 

Cost  of  road  and  equipment 975,618  95 

Cost  of  equipments 82,9U8  64 

Receipts  from  passengers $36,218  HI 

"         "      freights 40.258  62 

"        "     all  other  sources 6,722  38 

83  129  81 

Total  expenditures 38,463  15 

'I  otal  length  of  road 47  4-10  miles. 

Cost  of  road  per  mile $20,371  70 

Number  of  passengers 23.475 

Rate  charged  for  passengers 4  cents. 

R.  J.  Neeley,  President;    Tracy  Robinsin, 

Secretary;  C.  J.  Joy,  Treasurer; , 

Chief  Engineer;    Tracy   Robinson,    Superin- 
tendent. 

NASHVILLE   AND    CHATTANOOGA. 

This  road  was  the  pioneer  road  of  the  State, 
was  built  under  great  difficulties  and  for  a 
large  part  of  the  way  through  a  mountainous 
country,  and  necessarily  at  greater  cost  than 
other  roads  in  the  State,  but  it  is  the  great 
connecting  link  between  the  east,  middle  and 
western  parts  of  the  general  system  of  roads 
in  the  State,  and  was  a  necessity  of  the  age. 

It  has  been  open  since  1853,  and  notwith- 
standing it  has  not  had  the  advantage  of  any 
western  connection  by  rail,  and  only  the  Cum- 
berland river,  whose  navigation  has  been  par- 
tial and  uncertain,  yet  it  has  developed  a  large 
local  business  on  its  line,  and  its  last  report 
shows  that  it  will  pay  remunerative  divi- 
dends to  its  stockholders,  even  on  its  local 
business. 

Nashville  and  Louisville  Road  has  just  been 
completed,  giving  this  road  a  direct  northern 
and  western  connection  to  Louisville- and  Cin- 


cinnnti,  and  all  the  northwest,  opening  up  a 
line  of  trade  and  travel  between  the  center  of 
the  Ohio  Valley — the  great  produce  and  grain. 
marts  of  the  West;  and  Georgia,  South  Caro- 
lina and  Alabama — the  cotton  producing  re- 
gion of  the  South.  The  Edgefield  and  Ken- 
tucky road  is  progressing  towards  Henderson, 
Ky.,  giving  it  another  direct  line  to  the  Ohio 
at  that  point,  and  connecting  it  with  immense 
coal  fields  in  this  direction.  The  North- 
western Railroad  is  now  under  contract,  and 
the  work  progressing,  and  when  completed 
will  give  this  road  a  direct  connection  on  the 
west  with  the  Mississippi  river  st  Hickman, 
Ky.,  as  well  as  at  Memphis  via  Memphis  and 
Ohio  Kailroad,  and  with  New  Orleans  and 
Mobile,  by  the  Mississippi  Central  and  the 
Mobile  and  Ohio,  which  will  intersect  it  at 
Huntingdon.  When  these  connections  are 
completed,  the  friends  of  this  enterprize  may 
look  with  confidence  to  see  their  most  san- 
guine hopes  realized. 

The  following  statements  will  exhibit  the 
detail  of  its  operations,  its  present  condition 
and  future  prospects. 

Total  amount  of  capital  stock  subscribed $2,305,621  64 

Total  amount  of  capital  stock  paid  In  and 

earned  in  interest 3,256,479  62 

Amount  of  State  aid  granted  to  roadway. 

Endorsed  bonds 1,5(0,000  00 

Funded  debt  du  •  to  others  than  the  State. . .  24.H0O  00 

Amount  of  floating  debt 21  769  78 

Total  cost  of  roadway  and  equipments 3,632,88.'  59 

Total  cost  equipments 631,670  03 

Receipts  from  Passengers ..$291,873  81 

"     Freights 341.193  38 

**        "     All  other  sources..      52,764  62 

675,831  82 

Total  expenditures 365,631  93 

Net  receipts 310,199  89 

Amount  of  earnings  paid  to  Interest  on  State 

loans 9?,190  00 

Amount  paid  on  Sinking  Fund 20,510  00 

AmouDtpaid  on  Surplus  Fund,  (purchase  of 

Company's  endorsed  bonds) 11,330  00 

Total  length  of  road 149.75  milai. 

Length  of  branches  owned  by  Company 44 

Aggregate   length  of  sidings   exclusive  of 

branches , 7.90  .miles. 

Number  of  locomotives 39 

fc'         passenger  cars..  17 

'.*         baggage  and  express  cars...  4i 

"  box  freight  cars 222 

"  platform  cars 48 

'•  gravel  cars 15 

*'         roadcars 3 

"         coal  cars 20 

'.'         stock  cars 3 

Weight  of  passenger  engines  (exclusive 

of  tenders) 25  tons  average. 

Weight  of  freight  engines  (exclusive  of 

tenders) 28      "  " 

Weignt  of  box  freight  cars 6       *• 

Weight    of    passenger    and    baggage 

cars 8  tons. 

Width  and  length  of  passenger  and  bag- 
gage cars 40  feet  by  0  feet 

Width  and  length  of  freight  cars 28  feet  by  9  feet 

Number   of  miles   run    by    passenger 

trains 220,230 

Number  of  miles  run  by  freight  trains. .  150.1 15 
Number  of  miles  run  by  other  trains.. .  79,000 

N  umber  of  miles  run  by  all 449,345 

Number  of  through  passengers 61.685  about. 

*'         way  passengers 117.895 

"         passengers  carried  in  cars..   179,580 
Rate  of  fare  charged  per  mile  for  through 

passengers. 33-10  cents. 

Rate  charged  for  way  passengers 4  cents  per  mile 

Average  rate  charged  for  passengers.. .  34    '*      *' 
Rate  of  speed  by  express  trains,  includ- 
ing stops -•-  16  miles  per  honr. 

Rate  of  speed  by  express  trains  in  mo- 
tion.-.-......... 18      "      "        " 

Rate  of  speed  by  accommodation  trains, 

including  stops .    ■   M      "      "        " 

Rate  of  speed  by  accommodation  trains 

in  motion 15      "       "        " 

Rate  of  speed  by  freight  trains,  includ- 
ing stops 7i      "      "         « 

Rate  of  speed  by  freight   trains  in  mo- 
tion  9        "      " 

V.    K    Stevenson,   President;    James   A. 
Whiteside-,    Vice   President;   W.  A.  Cleaves, 
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Secretary  and  Treasurer ;  W-  U.  Pennington, 
Chief  Engineer :  E.  W.  Cole,  Superintendent 
The  principal  office  of  the  Company  is  at 
Nashville,  Davidson  county.  Tenn. 


SOTTTHERN  RAILROADS. 


Nothing  can  give  a  more  forcible  idea  of  the 
growing  importance  of  the  Southern  States  of 
the  Union  than  a  survey  of  their  immense  rail- 
road system.  There  is  a  too  numerous  class 
of  persons,  resident  in  the  Northern  States,  who 
from  defective  information  or  perverted  party 
itatements,  have  adopted  most  erroneous  im- 
pressions as  to  the  commercial  status  of  the 
vast  section  of  country  located  South  of  Mason 
and  Dixon's  line.  They  pride  themselves  up- 
on the  idea  that  all  the  commercial  enterprise 
of  the  country  has  by  some  unknown  means 
centered  among  the  Northern  people.  It  is  a 
setttled  fact  in  their  minds  that  the  Southern 
States  are  half  a  century  behind  the  advanced 
civilization  of  the  rest  of  the  Union,  and  that 
that  region  of  country  is  in  an  altogether  un- 
developed condition.  The  railroads  of  the 
South,  however,  are  a  standing  refutation  of 
all  such  misconceptions.  We  know  of  no  surer 
indication  of  the  .wealth  and  enterprise  of  any 
people  than  the  the  extent  of  their  railways. 
If  their  roads  are  few  and  ill  conducted,  their 
is  either  a  lack  of  capital  or  of  commerce.,  or 
of  both,  or  their  is  an  unwholesome  adherence 
to  old  ideas ;  if,  on  the  contrary,  their  roads 
are  numerous  and  well  managed,  the  inference 
is  clearly  legitimate  that  a  large  amount  of 
commerce  is  pressing  for  accommodation,  and 
that  it  is  under  the  control  of  a  competent  and 
intelligent  people.  Measured  by  this  standard, 
the  South  has  something  of  which  to  be  proud. 
'We  have  compiled  the  following  statistics,  show- 
ins;  the  extent  and  of  the  value  of  railroad  pro- 
perty in  the  several  Southern  States.  The 
figures  date  up  the  close  of  1859,  and  show  the 
length  of  road  constructed  or  in  course  of  con- 
struction, the  length  in  actual  operation,  and 
the  cost  of  the  roads,  including  building  and 
equipment. 

Length. 

2,058.5 

1,050.0 

1.136.0 

1,617.2 
73"  5 

1,822.4 
415.1 

1,160.0 


State. 

"Virginia 

North  Carolina.. 
South  Carolina  . 

Georgia i 

Florida 

Alabama 

Mississippi 

Louisiana 

Texts 2,067.0 

Arkansas 701.3 

Musouii 1,337.3 

Tennessee 1.4M.4 

Kentucky 693.4 


In  operation. 
1,5257 

7711.2 

807  3 
1,241.7 

289.8 

798.6 

365  4 

419.0 

284.6 
38.5 

723.2 
1,062.3 

468.5 


Cost 

$43,069,360 

13,998.495 

19.083.343 

25,687,220 

6,368.699 
20,975,639 

9.024,444 
16,073,27U 

7,578,943 

1.130,110 
31,771,116 
27,348.141 
13,852,062 


16,231.1         3,704.8        $233,960,842 

It  willjbe  observed  that  Virginia  has  a  greater 
length  of  road  in  operation  than  any  otbe' 
State,  and  that  ahe  has  invested  a  much  larger 
amount  of  capital  in  those  works  than  has 
any  other  section  of  the  South.  The  total 
length  of  line  that  State  is  2,058  miles,  and  the 
length  in  operation  1,525  miles,  the  cost  »f 
building  and  equipment  having  been  over  for- 
ty-three million  dollars.  In  1855,  the  total 
mileage  of  road  in  operation  in  Virginia  was 
986  miles:  the  increase  since  that  period  hav- 
ing been  539  miles,  or  about  fifty  per  cent., — a 
progress  most  creditable  to  the  enterprise  of 
that  State.  Next  in  importance  comes  the 
State  of  Missouri,  which  although  its  length  of 
road  i3  not  erjnal  to  that  of  some  other  States, 
has  yet  expened  an  amount  of  capital  in  its 
roads  surpassed  only  by  Virginia.  Upon  an 
operative  mileage  of  723  miles,  that  State  has 
expended  nearly  thirtv-two  million  dollars. 
Tennessee,  with  339  miles  more  than  Missouri, 


has  invested  only  §27,348,141  in  structure  and 
equipment;   whilst  Georgia  has  built  and  eqiup- 
ed  1,241  miles  (518  miles  more  than  Missouri,) 
at  a  cost  of  only  $25,687,220.     Alabama  has 
secured  a  large  extent  of  road  at  a  compara- 
tively light  cost,  having  opened  998   miles   at 
an  outlay  of  $20,975,639.     The  growing  wants 
of  that  State  have  caused   the  projection  of  a 
much  larger  extent  of  railway  accommodation, 
there  being  at  the  present,  time  1,024  miles  of 
road  awaiting  completion.     In  South  Carolina, 
the  cost  of  the  roads  has  been  still  lower  than 
in  the  last-mentioned  State, — the  length  of  road 
being  nine  miles  additional  and  the  the  aggre- 
gate cost  nearly  two  millions  less.      The  cost 
of  the  North  Carolina  lines  has  been  even  still 
lower  than  that  of  South.     For  somewhat  less 
than  fourteen  million  dollars,   that  State  has 
constructed  and  equipped  770  miles  of  road,  the 
average  cost  per  mile  having  been  only  $18, 17 9. 
Louisiana,  on  the  other  hand,  has  invested  a 
large  capital  for  much  more  limited  results. 
Her  length  of  road  in  operation  is  419   miles, 
at  a  cost  of  over  sixteen  million  of  dollars  ; — i 
the  average  cost  per   mile   being  $38,461  or' 
$20,182  more  than  that  of  the  North  Carolina 
roads.     Louisiana  has  at  the  preseut  time  741 
miles  of  road  uncompleted,  which,  if  finished 
at  the  same  rate  of  cost   as   that   already  in 
operation,  will  involve  an  additional  outlay  of 
$28,425,501,  making  the  total  cost  of  railroads 
in  that  State  nearly  $44,500,000.      Kentucky 
is  somewhat  behind  some  other  parts   of  the 
South  in  the  extent  of  her  railroad  works.     Her 
neighboring  State,  Virginia,  has  1,525  miles  of 
road  in  operation,  with  a  population  of  one  and 
a  half  millions ;  whilst  with   a   population   of 
one  million,   Kentucky  herself  has  only   468 
miles  of  operating  line.      The   comparatively 
heavy  cost  of  road  building  in  this  State   may 
have  tended  more  or  less  to  limit  the  extent  of 
railway  accommodation,  the  average  outlay  per 
mile  on  the  completed  lines  having  been  $29,- 
600.     Mississippi  does  not  own  a  great  length 
of  road,  ranking  in  this  respect  tenth   among 
the  States  of  the  South.     She  has,  however,  the 
great    Mississippi    river    skirting   her   entire 
Western  boundary,  which  renders  unnecessary 
a  proportionate  length  of  road;  and  is   to  be 
taken  into  the  estimate  that  her  population  be- 
ing only  600,000,  she  has  not  such  large  require- 
ments as  have   some   of  the   more   populous 
States.     Texas  has  yet  a  great  work  to  perform 
in  railroad  construction.     She   has   only   284 
miles  of  completed  line  for  the  development  of 
her   immense   territory.      With  a  population, 
however,  of  350,000,  she  can  not  be   expected 
to  do  much  more  immediately  ;  and  the  proba- 
bility seems  to  be  that  that  she  must  wait  pa- 
tiently for  some  years  ere  the  2,383  miles  which 
her  enterprise  has  projected  can  be  completed. 
Five  years  ago,  she  had  only  32  miles  of  road  ; 
and  it  is  highly  creditable  to  the  State,   that, 
with  so  few  inhabitants,  she  should  have  com- 
pleted 250  miles  of  line  in  the  interim.     The 
roads  of  Florida,  though  limited,  are  probably 
proportioned  to  her  wants, — 290  miles  of  rail- 
waytoless  than  100,000  inhabitants  being  very 
fair  ratio  of  accommodation.     Arkansas  is  as 
Jit  only  commencing  her  railroad  works.     With 
a  large    territory,    and  a  population    of  about 
400,000,  she  has  need  of  vastly  more  than  38 
miles  of  railway,  of  which  she  seems  to  be  fully 
aware,  having  in  contemplation   the  construc- 
tion of  063   miles   additional.     In    1855,   the 
total  length  of  line  in  operation  in  the  South- 
ern States  was   4,426    miles;  and   since   that 
period  4,368  miles  have  been  completed,  at  a 
cost  of  about  $1 15,000,000: — no  evidence  cer- 
tainly that  our  Southern  citizens  are  deficient 
in   either   capital  or   enterprise.     The   entire 
length  of  road  completed  in  the  whole  of  the 


United  States  since  1855  is  11,248  miles,  of 
which  6,822  miles  belong  to  the  Northern 
States,  and  4,426  to  the  Southern;  from  which 
it  is  apparent  that,  according  to  population,  the 
South  has  built  a  greater  length  of  road  than 
in  the  North. 

In  the  States  of  the  South,  there  are  745 
miles  of  road  more  than  in  the  whole  of  Great 
Britain  ;  the  total  cost  of  the  Southern  roads 
being  $235,900,842,  against  $1,575,000,000  of 
capital  expended  on  the  British  lines.  The 
total  mileage  of  road  in  operation  in  the  three 
countries  of  Austria,  France  and  Prussia  in 
1858  was  9,139,— -an  excess  over  that  of  the 
Southern  States  amounting  to  only  345  miles  I 
The  total  capital  expended  upon  the  lines  of 
those  countriesis$680, 000,000, — or  three  times 
the  amount  of  that  invested  in  our  Southern 
roads. — Economist. 


PRO  RATA- 


Minority  Report  of  the  Select   Committee,  to 
whom  were  referred  sundry  petitions  for  a 
***,J,aw  to  regulate  freight  tariff's  on  Railroads. 
To  the  Qkneral  Assembly  of  the  State  of  Ohio  : 

The  undersigned,  of  the  minority  of  the  se- 
lect committee,  to  whom  were  referred  sun- 
dry petitions  praying  for  a  law  to  compel  rail- 
roads to  charge  uniform  pro  rata  freight,  not 
concurring  in  the  report  of  the  majority,  now 
respectfully  submit  the  following: 

The  object  of  the  petitioners  seems  to  be, 
not  to  compel  the  railroad  companies  to  ac- 
cept of  lower  rates  of  freight  for  transportation 
from  point  to  point  within  the  State,  than  they 
now  charge,  but  is  rather  to  compel  them  to 
raise  the  rates  on  through  freight,  so  called, 
or  freight  passing  through  this  State  from  ship- 
ping points  in  other  States.  It  is  claimed  that 
the  producers  of  other  States  more  distant  than 
our  own  from  the  seaboard,  have  to  pay  less 
per  mile  for  the  transport  of  their  productions 
on  their  way  through  Ohio  than  our  citizens 
pay  per  mile  for  the  transport  of  their  own  pro- 
ductions on  their  way  through  Ohio  to  the  same 
seaboard ;  and  that  this  operates  as  a  discrimina- 
tion against  us,  and  in  favor  of  those  living 
beyond  us  ;  so  that  in  the  markets  of  the  East 
we  have  less  advantage  over  the  producers  liv- 
ing more  remote  than  we  from  those  markets, 
than  we  would  otherwise  have. 

The  remedy  proposed  is,  that  through  freights 
and  local  freights  should  be  equalized,  either 
by  raising  the  rates  of  through  freight,  or  low- 
ering the  rates  of  local  freight,  as  the  said  road 
companies  themselves  shall  judge  best.  But 
inasmuch  as  it  is  hardly  claimed — certainly 
not  proved — that  local  freights  are  too  high, 
the  effect  contemplated  by  the  proposed  law  is 
to  compel  the  companies  to  raise  their  rates  on 
through  freight.  This  loould,  in  effect,  be  to 
impose  a  lax  upon  the  commerce  of  other  States 
in  its  transit  across  Ohio. 

A  similar  demand  is  now  being  made  upon 
the  Legislature  of  New  York,  through  which 
State  the  productions  of  Ohio  pass,  as  through 
freight,  on  its  way  to  market.  By  certain  citi- 
zens of  New  York,  it  is  claimed  that  the  low 
rates  which  their  railroads  accept  for  through 
freight,  operate  as  a  discrimination  against 
their  own  citizens  and  in  favor  of  the  citizens 
ot  Ohio,  whereby  those  of  New  York  are  de- 
prived of  a  portion  of  that  advantage  over 
u?,  which  their  geographical  position  would 
otherwise  secure  to  them.  And  according- 
ly the  Legislature  of  that  State  is  urged  to 
enact  a  law  similar  to  the  one  we  are  now  con- 
sidering, for  l/ie  avowed  purpose  of  taxing  our 
citizens  for  the  henefit  of  theirs 

It  is  evident  that  this  is  a  kind  of  impost. 
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upon  a  neighbor's  commerce,  which  one  State 
can  inflict  as  well  as  another.  The  legislators 
at  Albany,  responding  tc  arguments  just  like 
those  presented  to  our  committee,  may  tax  us 
quite  as  severely  as  we  can  (ax  the  people  of 
Indiana,  Illinois,  or  Kentucky  ;  and  the  legis- 
latures of  Pennsylvania,  Maryland  and  Vir- 
ginia may  follow  the  example  in  their  turn,  and 
obstruct  and  encumber  our  access  to  the  At- 
lantic coast  as  effectually  as  if  a  line  of  cus- 
tom houses  were  established  along  their  west- 
ern irontiers,  and  import  duties  there  demand- 
ed and  enforced.  Such  an  example  might  even 
be  infectious  enough  to  spread  over  all  the 
Union.  Indiana  might  tax  Illinois,  and  Illi- 
nois, tax  Missouri,  Wisconsin  and  Iowa, 
and  so  on  through  the  whole  west;  till 
in  the  end  the  producers  in  the  western  States 
would  fiud  their  relative  conditions  the  same 
as  at  the  beginning,  and  none  of  them  benefit- 
ed, while  a  very  considerable  increase  of  pro- 
fits to  the  railroad  companies,  and  a  very  con- 
siderable diminution  in  the  net  returns  of  Ohio 
productions,  or  else  in  the  demand  for  those 
productions,  would  be  the  only  tangible  results 
of  a  movement  whose  aim  in  the  beginning  had 
been  to  augment  those  returns  and  extend  that 
demand  for  our  own  peculiar  benefit.  The 
Ohio  farmer  who  would  now  require  us  to  im- 
pose a.  pro  rata  law  upon  the  railroads  against 
their  urgent  remonstrances,  and  thus  help  to 
introduce  a  general  pro  rata  system  through- 
out the  country,  would  in  the  end  find  himself 
obliged  to  pay  higher  freights  than  now,  and 
pay  them  for  the  benefit  of  eastern  railroads, 
and,  perhaps,  eastern  farmers;  while  the  rail- 
roads who  now  supplicate  for  the  right  of  free 
competition,  and  beg  for  permission  to  manage 
their  own  affairs,  would  come  out  very  greatly 
the  gainers. 

New  York  is  no  pattern  for  us  to  copy.  Ohio  is 
a  producing  State.  Those  lying  east  of  us  may 
be  called  carrying  States.  Whatever  may  be  the 
policy  of  the  carrying  States,  ours  would  seem 
to  be  identical  with  that  of  all  other  members 
of  the  Great  West.  And  in  discussions  on  such 
a  project  as  this,  it  would  seem  to  be  prudent 
for  us  of  the  producing  States  not  to  talk  too 
loud,  least  our  eastern  neighbors  of  the  carry- 
ing States  should  overhear  us  and  profit  by  our 
logic.  This  would  be  prudent  at  least  until  we 
can,  by  some  legislative  device,  bring  the  great 
free  trading  ocean  and  its  open  ports  nearer 
to  our  gates  than  it  now  is.  To  enter  upon  a 
system  of  legislation  aiming  to  advance  our 
own  interests  at  the  expense  of  our  neighbors, 
would  naturally  produce  retaliatory  enactments 
on  their  part,  resulting  in  evil  to  all  and  good 
to  none.  Their  power  to  annoy  and  injure  us 
would  be  found  equal  to  ours,  and  the  field  of 
contest  would  widen  far  beyond  any  limits  at 
present  in  view,  for  a  jealous,  envious,  quarrel- 
some spirit,  fairly  aroused,  is  prolific  in  mean 
and  petty  inventions.  It  would  bo  much 
worthier  the  dignity  of  our  State  to  endeavor 
to  extend  to  our  sister  States  every  possible 
facility  of  transit,  and  rejoice  in  that  prosperi- 
ty which  this  wonderful  modern  invention  has 
bestowed  upon  as  all,  than  wrangle  with  them 
for  precedence  on  their  way  to  market,  and 
halt  in  our  own  progress  in  the  effort  to  retard 
theirs.  Let  us  consider  a  little  the  conse- 
quences. 

This  question  has  more  than  one  aspect. 
We  have  been  looking  east;  now  let  us  look 
west.  Ours  is  destined  for  a  great  manufac- 
turing State.  Our  manufacturing  products 
will  be  of  the  heaviest  sort,  and  from  this  fact 
as  well  as  other  causes,  can  not  go  eastward  to 
find  buyers,  but  must  go  in  other  directions. 
Indiana  and  Illinois  could  inflict  quite  as  se- 
Tsre  an  injury  on  our  manufacturing  interests, 


as  we  could  upon  their  agricultural  interests,  if 
pro  rata  laws  were  to  be  the  order  of  the  day. 
Her  manufacturers  could  clamor  as  loudly  and 
as  justly  for  an  impost  upon  Ohio  plows  and 
other  heavy  farm  tools  and  machinery,  stoves, 
furniture,  steam  engines,  &c,  passing  across 
their  borders  for  a  market,  as  our  farmers  could 
for  an  impost  upon  Indiana  and  Illinois  grain 
and  live  stock  crossing  our  borders  on  its  way 
to  New  York.  But  there  is  also  a  southern 
aspect  to  the  question.  The  manufacturers  of 
the  northern  and  eastern  States  have  hitherto 
enjoyed  a  monopoly  of  supplying  the  greater 

Eortion  of  the  South  with  manufactured  goods, 
lines  will  soon  be  completed  which  will  con- 
nect the  roads  of  Ohio  with  over  five  thousand 
miles  of  southern  roads,  extending  through  the 
rich  region  lying  south  of  Virginia  and  east  of 
the  Mississippi,  and  giving  the  manufacturers 
of  our  State,  and  the  merchants  too,  an  access 
there  so  cheap  and  easy  that  those  of  the  east 
and  north  must  compete  under  a  marked  dis- 
advantage inasmuch  as  distance,  the  ocean, 
and  the  mountains,  all  discriminate  in  our  fa- 
vor. But  all  this  advantage  we  should  lose 
so  soon  as  Kentucky,  Tennessee,  or  other  in- 
tervening States,  impressed  with  the  soundness 
of  the  arguments  presented  to  this  committee, 
should  think  best  to  shut  us  out  with  "pro  rata 
laws."  In  such  a  disaster,  resulting  from  the 
example  ourselves  had  set,  the  only  possible 
comfort  would  be  the  reflection  that  we  richly 
deserved  the  blow. 

Twenty  years  ago  we  should  have  had  a  rail- 
road connection  beteewn  Ohio  and  Charleston, 
South  Carolina,  but  that  the  State  jealousy  of 
Kentucky  prevented.  Kentucky  has  suffered 
for  her  folly  more  than  we  have.  And  this 
brings  the  reflection  that  between  State  and 
State,  jealousy  is  no  more  amiable  or  profitable 
than  it  is  between  man  and  man,  and  can  not 
be  changed  into  a  virtue  by  even  an  act  of  the 
Legislature,  nor  escape  under  any  disguise  the 
pains  and  penalties  usually  following  sin. 

As  to  the  supposed  disadvantage  under  which 
our  shippers  labor,  from  having  to  pay  com- 
paratively heavy  local  freights  in  order  to  Col- 
lect our  products  at  great  shipping  points, 
where  they  are  brought  within  the  influence  of 
competing  lines  of  through  transportation,  and 
can  be  sent  forward,  by  railroad,  river  or  lake, 
at  the  low  rates,  which  that  competition  en- 
forces, it  is  a  disadvantage  not  affecting  us  of 
Ohio  any  more  than  those  living  in  States  fur- 
ther west.  The  farmer  of  Indiana  has  to  pay 
equally  high  local  rates  before  he  can  deliver 
his  products  at  our  remotest  western  border, 
and  then  pay  through  freight  across  Ohio  be- 
sides. The  farmer  of  Illinois  has  to  pay  equally 
high  local  freight  in  order  to  deliver  Ids  pro- 
ducts at  the  extreme  western  border  of  Indi- 
ana, and  then  pay  through  freight  across  In- 
diana and  Ohio  besides.  It  is  a  hardship  pe- 
culiar to  none,  but  common  all,  and  results 
from  there  being  a  less  active  competition  on 
the  way  to  great  shipping  points  than  prevails 
at  those  points,  where  the  various  rival  lines 
strive  with  each  other  for  the  privilege  of  con- 
veying freight  cheaply  to  its  ultimate  destina- 
tion. And  yet  it  is  undisputed  that  sufficient 
competition  prevails  along  all  the  lines  to  keep 
local  freights  down  to  reasonable  rates,  and 
render  the  railroads  a  real  boon  to  the  people, 
even  for  purposes  of  local,  or  short  transporta- 
tion ;  or  else  the  companies  have  had  the  good 
sense  not  to  take  advantage  of  the  absence  of 
such  competition.  So  that  the  complaint  re- 
sults after  all,  in  this,  that  the  roads  of  each 
State  work  too  cheaply  for  each  other  State, 
though  none  too  dearly  for  their  own. 

It  is  due  the  railroad  managers  to  state  here, 
that  they  justify  themselves  for  thu*  working 


too  cheaply  by  the  plea  of  necessity.  They 
are  oblighed  to  carry  cheaply  or  not  carry  at 
all.  Nor  could  we  help  them  by  any  law  which 
would  apply  to  the  Ohio  roads  alone,  for  their 
sharpest  competition  is  with  the  Ohio  river, 
the  lake  and  the  other  roads  of  Canada — all 
of  which  fortunately  are  beyond  the  reach  of 
our  law  makers. 

The  difficulties  in  framing  a  pro  rata  law 
which  should  accomplish  even  the  short-sighted 
aims  of  its  advocates,  would  themselves  seem 
sufficient  to  deter  us  from  the  task.  But  much 
greater  would  be  the  difficulties  in  so  framing 
it  as  to  do  justice  to  ever  road  and  every  class 
of  freighters.  The  law  would  never  be  settled. 
Projects  for  alteration,  amendment  or  repeal 
would  come  up  from  every  quarter,  each  one 
with  its  train  of  petitioners  and  respondents. 
We  could  not  give  a  shock  like  this  to  the  en- 
tire internal  commerce  of  the  west  and  expect 
no  confusion  or  out-cry  to  follow.  Those  who 
would  supersede  with  statute  laws  the  laws  of 
trade,  must  expect  trouble  and  complication 
and  inextricable  difficulties.  Every  year  would 
bring  into  our  lobbies  agents  of  forty  different 
lines  of  road,  representing  pecuniary  interests 
great  enough  to  quite  over  shadow  other  ques- 
tions more  fairly  entitled  to  our  attention. 
The  custody,  care,  and  responsibility  of  the 
whole  railroad  system— a  little  empire  in  itself 
—would  by  our  act  be  withdrawn  from  the 
operation  of  the  laws  of  trade  and  flung  upon 
the  Legislature.  Complaints  and  clamors 
would  come  from  every  interest  affected,  from 
producers  and  freighters  as  well  as  from  stock- 
holders, bondholders  and  road  managers — all 
would  hold  the  Legislature  of  the  State  respon- 
sible for  every  grievance,  real  or  imaginary, 
which  could  be  traced  to  our  railraod  enact- 
ments. Every  election  would  be  disturbed  by 
the  corrupting  influence  of  this  dangerous  ele- 
ment. Railroad  policy  would  become  an  in- 
tegral part  of  the  politics  of  the  State,  and 
Members  of  the  Legislature  be  sent  here  to  re- 
present railroads,  rather  than  constituencies. 
It  is  often  said  that  a  single  line  controls  the 
politics  of  New  Jersey.  How  would  we  fare 
with  forty  tines  continually  besetting  us?  How 
could  we  pres'erve  our  independence  and  im- 
partiality against  the  assaults  of  all  their  presi- 
dents, attorneys  and  lobby  agents?  We  have 
already  sufficient  difficulty  to  manage  properly 
less  than  three  millions  of  revenue ;  how  could 
we  administer  a  capital  of  one  hundred  and 
twenty  millions,  with  its  large  gross  income. 
"The  best  government  is  that  which  governs 
least."  All  unnecessary  law  isin  itself  an  evil, 
and  nothing  but  the  plainest  and  most  urgent 
necessity  ought  to  justify  even  an  act  to  regu- 
late dogs.  To  lead  us  to  grapple  with  this  im- 
mense railroad  system,  with  all  its  tangled  net 
work,  there  should  be  inducements  such  as  it 
is  hard  to  imagine  can  ever  exist. 

Our  policy-has  thus  far  been  to  let  railroads 
manage  themselves.  Under  the  system  of 
allowing  perfect  freedom  to  the  companies  to 
build  and  operate  their  lines  according  to  their 
own  judgement,  and  upon  their  own  resources, 
unaided  by  the  treasury,  and  untrammeled  by 
the  interferrence  of  the  State,  a  system  of 
transportation  has  spontaneously  grown  up 
more  beneficial  to  the  people  than  any  which 
all  the  power  of  a  despotic  empire  could  in  the 
same  time  have  constructed.  Let  the  Ameri- 
can system  of  roads  and  that  of  France  or 
Germany  be  compared  for  proof  of  this.  We 
should  be  very  slow  to  abandon  a  policy  which 
has  given  such  results. 

It  is  due  to  our  people  at  large,  to  say  that 

the  petitions  for  a  pro  rata  law,  have  come  from 

a  comparatively  small  district      The  forwarders 

'  0f  Cleveland  seem  chiefly  interested  in  it.     Not 
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one  farmer  has  vet  come  before  lis,  and  the  in- 
fluence thns  far  brought  to  bear  has  been  quite 
feeble.  Yet,  inasmuch,  as  the  srguments  nsed 
appeal  to  impulses  easily  roused  up,  it  would 
not  be  strange  if  our  secoud  session  were  dis- 
turbed and  hindered  by  a  formidable  organized 
effort  It  is  in  view  of  this  that  the  undersigned 
have  felt  bound  to  set  forth,  briefly  enough,  the 
most  prominent  arguments  against  the  measure 
which  occur  to  them. 

WM,  J.  FLAGG, 
GEO.  M.  ANDREWS. 


[Frvm  tbe  IT.  S.  Railroad  and  Mining  Register.] 

DEATH  OE  WM-  B.  FOSTER,  JR. 

Iu  Philadelphia,  Sunday  morning,  March 
4th.  Mr.  Wm.  B.  Foster,  Jr.,  died  suddenly 
from  an  attack  of  congestion  of  the  lungs. 
Mr.  Foster  was  born  in  Pittsburgh,  and  was 
fifty-two  years  old.  In  tbe  pursuit  of  bis 
profession  of  Civil  Engineer,  bis  official  con- 
nection with  various  important  public  works 
made  him  widely  and  favorably  known,  whilst 
his  suavity  of  personal  daportment.  clear  judg- 
ment, high  attainments  and  exemplary  char- 
acter, imparted  influence  to  bis  counsel  and 
strength  to  his  opinions.  Except  during  the 
period  of  his  connection  with  the  Green  River 
Improvement  in  Kentucky,  the  most  of  his 
professional  time  was  passed  in  his  native 
State,  first  upon  the  canals  and  subsequently 
on  the  construction  or  in  tbe  management  of 
railroads. 

In  1844  he  Was  elected  a  Canal  Commis- 
sioner for  three  years.  In  1856,  the  year  in 
which  the  act  incorporating  tbe  Pennsylvania 
Railroad  was  passed  and  the  Company  organ- 
ized, he  was  elected  Associate  Engineer,  for 
the  Eastern  Division  between  Harrisburg  and 
Alleghany  Mountain,  and  continued  in  that 
capacity  till  the  division  was  opened  for 
traffic. 

In  1850  he  was  appointed,  by  tbe  Canal 
Board,  Chief  Engineer  of  tbe  Upper  North 
Branch  Canal,  of  which  he  was  Chief  Engi- 
neer in  1841,  when  the  State  suspended  work 
upon  it. 

In  1852  he  was  chosen  Chief  Engineer  of 
the  North  Pennsylvania  Railroad,  and  under 
date  November  19,  1852,  made  a  report  on 
the  snrveys  between  this  city  and  the  Lehigh 
Hirer,  including  a  location  around  Gwynedd 
Hill,  which  his  successor  unfortunately  for  the 
Company  changed  for  a  location  through 
Gwynedd  Hill. 

In  December,  1852,  Mr.  Foster  resigned 
from  the  position  of  Chief  Engineer  of  the 
North  Pennsylvania  Railroad,  under  a  deter- 
mination to  retire  from  field  service,  and  ac- 
cepted the  office  of  Auditor  in  the  Pennsyl- 
vania Railroad  Company. 

In  1854  he  wa3  elected  Vice  President  of 
tbe  Pennsylvania  Railroad  Company  and  held 
the  situation  at  the  time  of  his  death,  having 
proved  himself  a  most  efficient  officer,  and 
one  whose  place  it  will  be  no  easy  task  for  a 
successor  to  fill;  for,  besides  being  familiar, 
with  its  duties,  Mr.  Foster  possessed  along 
with  his  varied  information,  a  ready  tact,  rare 
equanimity,  a  good  judgment  and  a  kind 
heart. 

On  Tuesday  afternoon  the  Episcopal  burial 
service  was  observed  at  the  residence  of  J. 
Edgar  Thompson,  Esq.,  whence  his  remains 
were  taken  to  Pittsburg  for  interment  And 
thus  the  coffin  was  set  down  where  the  cradle 
was  rocked;  and  the  ashes  of  mortality  were 
deposited  on  his  "native  heath,"  where  he  first 
drew  the  breath  of  life. 

Blessed  is  the  memory  of  that  man,  who, 
with  years  and  honors  on  his  head,  is  borne 


to  a  resting  place  on  the  spot  hallowed  by  as- 
sociations of  birth  and  kindred,  for  he  in  verity 
retnrns  to  "mother  earth." 

At  a  special  meeting  of  the  Board  of  Direc- 
tors of  the  Pennsylvania  Railroad  held  March 
5th,  the  following  preamble  and  resolutions 
Were  unanimously  adopted: 

"The  Board  of  Directors  of  the  Pennsylva- 
nia Railroad  Company  have  heard  of  the  sud- 
den and  most  unexperled  demise  of  their  late 
colleague,  William  B.  Foster,  Jr.,  Vice  Pres- 
ident with  profound  sorrow.  The  long  and  in- 
timate official  relations  existing  between  Mr. 
Foster  and  many  members  of  the  Board,  rip- 
ened into  that  personal  friendship  and  esteem 
which  will  render  his  memory  dear  to  them, 
and  perpetuate  their  recollections  of  his  many 
virtues. 

"As  an  officer  he  was  courteous  but  exact 
in  the  performance  of  his  duty.  As  a  member 
of  the  Board  his  views  were  just,  his  counsel 
always  highly  esteemed,  and  his  manner  of 
enforcing  opinions  conciliatory. 

"  Resolved,  That  in  the  death  of  William  B. 
Foster  Jr.,  this  Company  has  met  with  a  loss 
difficult  to  replace,  and  the  members  of  the 
Board  a  colleague  for  whom  they  had  un- 
bounded confidence  and  the  highest  esteem. 

"Resolved,  That  the  Board  deeply  sympa- 
thize with  the  bereaved  orphan  children  and 
relatives  in  their  sad  loss,  and  that  the  Secre- 
tary be  instructed  to  furnish  them  with  a  copy 
of  these  resolutions. 

"  Resolved,  That  the  Board  will  attend  the 
funeral  services  on  Tuesday,  the  6th  instant, 
and  the  President  be  requested  to  close  the 
office  on  that  day,  as  a  mark  of  respect  to  the 
memory  of  the  late  Vice  President  of  the 
Company. 

"  By  order  of  the  Board. 

"Edmund  Smith,  Secretary." 


R.  R.  CONVENTION  AT  LOUISVILLE. 

SECOND     DAT. 

At  the  reassembling  of  the  Convention,  at 
nine  this  morning,  the  following  additional 
delegates  were  recognized: 

Bentley  D.  Hasell,  Chief  Engineer  and  Gen- 
eral Superintendent  New  Orleans,  Jackson 
and  Great  Northern  Road. 

A.  Anderson,  representing,  a3  Chief  Engi- 
neer, the  Tennessee  and  Alabama,  the  Central 
Southern,  and  tbe  Tennessee  and  Alabama 
Central  Railroads,  forming  the  line  from  Nash- 
ville to  Decatur,  Alabama. 

Walter  Goodman,  President,  and  E.  D. 
Frost,  Superintendent  of  the  Southern  Division 
of  the  Mississippi  Central  Road. 

D  A  Noble,  President,  and  R  E.  Ricker, 
Superintendent,  of  the  Louisville,  New  Albany 
and  Chicago  Road. 

On  motion,  the  following  gentlemen  were 
appointed  a  committee  to  report  a  schedule 
of  time  from  New  Orleans  to  New  York,  and 
to  decide  upon  the  time  it  shall  go  into 
effect  : 

Mr.  Hasell,  New  Orleans,  Jackson  and  Grand 
Northern. 

Mr  Frost,  Mississippi  Central. 

Mr.  Fleming,  Mobile  and  Ohio. 

Mr.  Arthur,  Illinois  Central. 

Mr.  C'*2veling,  Ohio  and  Mississippi. 

Mr.  Griswold,  Tcrre  Haute,  Alton  and  St 
Louis. 

Mr.  Brongh,  Bellefontaine. 

Mr.  Durand,  Little  Miami 

Mr.  Nottingham,  Cleveland  and  Erie. 

Mr.  Jewett,  Pittsburg,  Cleveland  and  Cin- 
cinnati. 


Mr.  Gmy,  Central  Ohio. 

And  the  following  gentlemen  were  appoint- 
ed a  committee  to  prepare  a  similar  time 
schedule  from  New  York  to  New  Orleans : 

Mr.  Chittenden,  New  York  Central. 

Mr.  Osborn,  New  York  and  Erie. 

Mr.  Houston,  Pennsylvania  Central. 

Mr.  Cole,  Baltimore  and  Ohio. 

Mr.  Hubby,  Cleveland,  Columbus  and  Cin- 
cinnati. 

Mr.  Gray,  Central  Ohio. 

Mr.  Brougb,  Bellefontaine. 

Mr.  Nottingham,  Cleveland  and  Erie, 

Mr.  Durand,  Little  Miami. 

Mr.  Woodward,  Ohio  and  Mississippi. 

Mr.  Griswold.  Terre  Haute  and  St.  Louis. 

Mr.  Arthur,  Illinois  Central. 

Mr.  HasseSl,  New  Orleans,  Jackson  and 
Grand  Northern. 

Mr,  Goodman,  Mississippi  Central. 

Mr.  L'Hommedieu  offered  the  following  pre- 
amble and  resolution,  which  was  adopted  by 
a  unanimoug  vote  : 

Whereas,  This  being  the  first  general  meet- 
ing of  representatives  of  the  great  national 
system  of  railways  of  tbe  East,  West,  North 
and  South,  for  consultation  on  their  mutual 
interests,  therefore,  be  it 

Resolved,  That  the  bill  offered  in  the  Unit- 
ed States  Senate  by  Senator  Wigfall,  providing 
for  the  construction  of  lines  of  railroad  and 
telegraph  between  the  Mississippi  River  and 
the  Pacific  Ocean,  should,  in  the  opinion  of 
this  Convention,  receive  the  early  approval  of 
Congress.  The  interests  of  commerce,  our 
national  protection,  the  stability  of  the  Union, 
and  the  necessities  of  advancing  emigration 
alike  demand  these  great  improvements, 
which  are  too  gigantic  for  individual  means 
to  accomplish,  and  are  therefore  dependent 
upon  the  General  Government  for  such  con- 
stitutional aid  as  can  be  afforded. 

REPORT  OF  THE  COMMITTEE  ON  EASTERN  TIME 
TABLES. 

The  Committee  appointed  to  arrange  a 
through  schedule  from  New  Orleans  to  New 
York,  beg  leave  to  report  the  time  at  the  fol- 
lowing places  on  the  line  of  the  route: 

Leave  New  Orleans  at  7  A.  M.,  5:30  P.  M. 

"       Grand  Junction  5:45  A.  M.,  5:00  P.  M. 

"       Cairo  4:00  P.  M.,  4:00  A.  M. 

"       Cincinnati  11:00  A.  M.,   11:00  P.  M. 

"       Columbus  3:30  P.  M.,  4:00  A.  M. 

"       Cleveland  9:30  A.  M.,  10:00  P.  M. 

"       Pittsburg  12:00  midnight,  2:00  P.  M. 

"  Wheeling  9:30  P.  M.,  10:00  A.  M. 
The  Committee  does  not  deem  it  advisable 
to  fix  the  time  east  of  the  above  points,  as 
parties  representing  roads  of  Wheeling,  Pitts- 
burgh and  Cleveland  (although  many  of  them 
are  present)  are  not  authorized  to  fix  any  hour 
for  the  arrival  and  departure  of  trains  over 
such  roads,  to  a  Convention  of  Railroad  men 
now  being  held  in  the  city  of  New  York. 

The  Committee  regret  that  the  connecting 
lines  of  railroad  east  of  Grand  Junction,  hav- 
ing an  interest  in  the  schedule  South-east  and 
North-east,  from  that  point,  are  not  repre- 
sented in  this  Convention,  to  make  their 
wishes  known  in  regard  to  the  arrival  and 
departure  of  trains  over  their  respective 
roads. 

We  recommend  that  this  schedule  go  into 
effect  on  the  15th  of  April  next,  provided  that 
by  that  time  the  schedule  of  trains  running 
from  New  York,  South  and  West,  to  New  Or- 
leans, is  determined  upoh. 

TIME   TABLE    TOR   THE   WINTER    OP    1860. 

On  motion  of  W.  H.  Clement,  President  of 
the  Little  Miami  and  Columbus  and  Xenia 
Roads,  it  was  resolved  that  the  President  of 
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this  Convention  appoint  a  committee  of  five, 
who  shall  be  authorized  to  fix  the  time  and 
place  of  meeting  for  establishing  the  sche- 
dule of  running  time  for  the  winter  of  I860 
and  '61. 

The  Chair  named  W.  H.  Clement,  L.  J. 
Fleming,  G.  B.  McClellan,  B.  D.  Hnsell,  E.  Cor- 
ning, as  members  of  that  committee. 

OK   WESTWARD   TIME. 

A  majority  of  the  Committee  recommended 
the  adoption  of  the  following  schedule: 

Trains  to  leave  New  York  6  A.  M.,  5  P.  M. 

"       "  arrive  Cincinnti  2  P.  M.,  3  A.M.  32  and  34  hours. 
'•       "      "      Chicago     8  P.  M.,8  A.  M.  3s  and  39       " 
"       "      "      Cairo         10  A.  M.,  10:30  P.  M.  52  k.  53  " 
"       "      "      Grand  Jim.  8  P.  M  ,9  A.  M.  62  and  63  " 
"       "     "      N.  Orleans  8  8  A.  M.  84  and  86  " 

COMMITTEE    OF   CONFERENCE. 

It  was  resolved  that  L.  J.  Fleming,  B  D. 
Hasell,  W.  R  Arthur,  E.  W.  Woodward,  John 
Brotigh,  H.  Nottingham,  D.  S.  Gray,  and  John 
t)urand,  be  a  committee  of  this  Convention  to 
confer  with  Eastern  Lines  for  Westward  bound 
schedules,  with  power  to  arrange  details  and 
to  call  another  meeting  of  the  roads  repre- 
sented here,  if,  in  their  judgment,  the  same 
shall  be  necessary. 

BRIDGING   THE    OHIO. 

On  motion  by  Mr.  Bacon,  of  St.  Louis,  a 
resolution  was  adopted  recognizing  railways 
as  the  new  arteries  of  commerce,  and  approv- 
ing the  policy  of  bridging  navigable  rivers, 
and  especially  calling  attention  to  the  impor- 
tance of  a  bridge  at  Louisville  and  the  clear 
right  of  the  Northern  and  Southern  railway 
system  as  well  as  of  the  general  public,  to 
erect  such  a  structure  at  that  point. 

DISSENT    FROM     THE    MAJORITY   REPORT     RECOM- 
MENDING WESTWARD   TIME   SCHEDULE. 

Messrs.  Gray,  of  the  Central  Ohio,  and 
Houston,  of  the  Pennsylvania  Central,  dis- 
sented from  the  majority  of  the  Committee  in 
the  matter  of  recommending  a  Westward  Time 
Schedule,  as  above.  They  prefer  a  moderate 
speed,  such  as,  in  their  opinion,  would  be  given 
by  an  addition  of  two  hours  between  Cincin- 
nati and  New  York. 

ADJOURNMENT. 

After  complimenting  President  Guthrie  for 
the  dignity  with  which  he  had  presided  over 
the  deliberations  of  the  Convention,  an  ad- 
journment, sine  die,  was  carried. 


Pennsyi/vania  Railroad. — At  the  annual 
meeting  of  this  company,  held  in  Philadelphia, 
on  the  5th  inst.,  the  following  gentlemen  were 
elected  directors  for  the  ensuing  year: 

J.  Edgar  Thomson,  Washington  Butcher, 
Wm.  R.  Thompson,  Josiah  Bacon,  Thomas 
Mellon,  John  Hulme,  G.  D.  Rosengareon,  Wts- 
tar  Morris,  G.  W.  Cass,  William  Smith,  Pitts- 
burg. 


'  At  a  recent  meeting  of  the  Directors 
of  the  Laurens  (S.  C.,)  Railroad,  L>r.  Jno.  W. 
Simpson  was  elected  President  to  fill  the  va- 
cancy occasioned  hy  the  death  of  Col.  James 
H.  Irby,  late  President. 


B®„We  learn  from  the  Richmond  En- 
quirer that  the  work  on  the  York  River  Rail- 
road is  progressiug  rapidly  towards  comple- 
tion. The  bridge  across  the  Pamunkey.at  the 
White  House,  will  be  finished  in  April,  and 
the  trains  run  through  to  the  terminus,  at 
West  Point,  in  June.  A  splendid  steamer 
will  then  be  put  on  the  line  to  Norfolk,  mak- 
ing the  run  in  a  few  hours. 


CANADA, 


PUBLIC   WORKS   REPORT. 
ENLARGEMENT   OF   THE   ST.  LAWRENCE   CANALS. 

The  Estimates  furnished  by  the  Chief  En- 
gineer of  this  Department,  amounting  to 
$1,028,000 — the  details  of  which  are  given  in 
his  Report  (Appendix  H) — -is  made  in  com- 
pliance with  the  Resolution  of  the  House  of  As- 
sembly of  the  Kith  March,  1859;  and  provides 
for  the  deepening  only  of  the  St.  Lawrence 
Canals  for  a  draught  of  101  feet  water. 

In  giving  consideration,  however,  to  the 
question  of  increasing  the  capacity  of  these 
canals,  it  appears  to  be  of  equal  importance 
to  their  success,  that  the  locks,  besides  being 
deepened,  should  be  enlarged,  or  lengthened, 
so  as  to  pass  the  larger  and  more  profitable 
class  of  vessels ;  especially  the  Propellers 
of  heavy  burden.  In  a  list  which  has  been 
furnished  to  this  Department,  of  36  Propellers 
plying  on  the  Upper  Lakes,  twenty  of  that 
number  being  from  185  to  240  feet  in  length, 
are  too  long  to  pass  these  locks ;  so  that,  by 
merely  deepening  the  locks,  without  adding 
lo  their  length,  only  a  partial  improvement 
would  be  effected. 

It  appears  desirable,  therefore,  before  em- 
barking in  any  expenditure,  to  increase  the 
efficiency  of  the  Provincial  Canals,  that  the 
dimensions  of  the  Locks,  and  the  draught  of 
water  proper  for  this  navigation,  should  be 
fully  considered  and  decided  on ;  and  that 
being  done,  that  surveys  and  estimates  should 
be  made  under  this  Department,  for  the  en- 
largement of  the  Welland  and  St.  Lawrance 
Canals  to  that  scale. 

The  information  in  possession  of  this  De- 
partment, does  not  enable  its  officers  to  furnish 
such  estimates,  without  special  surveys  being 
made  for  that  purpose. 

In  1854,  Mr.  Shanly  made  a  survey  for  a 
Branch  Canal,  to  connect  the  Welland  Canal 
with  the  mouth  of  the  Niagara  River;  and  his 
Report  (hereon  was  published  in  the  Report 
of  this  Department  for  1856.  The  line  from 
Thorold  to  Niagara  is  12  J  miles  long,  and  his 
Estimate  for  a  Canal,  commensurate  with  the 
scale  of  navigation  adopted  for  the  Sault  Ste. 
Marie  Canal  (which  is  100  feet  wide  at  bot- 
tom, with  Locks  of  350  feet  in  length,  75  feet 
in  width,  and  12  feet  depth  of  water),  amounts 
to  £989,625. 

This  survey,  however,  was  made  with 
special  reference  to  a  side-cut  to  Niagara — 
not  for  the  enlargement  of  the  Welland  Canal 
itself;  and  before  »ny  conclusion  can  be 
arrived  at,  as  to  the  most  feasible  line  for  the 
improvement,  it  would  be  necessary  that  a 
survey  be  made  with  direct  reference  to  that 
object. 

PROVINCIAL    TUG     STEAMERS     ON    THE    LOWER 
ST.    LAWRENCE. 

This  service  has  been  efficiently  and  satis- 
factorily performed.  The  number  of  vessels 
towed  last  year  was  114,  and  the  per  centage, 
under  the  Order  in  Council,  on  the  reduction 
from  the  Tariff,  was  $8,757  69. 

The  reasons  which  led  to  the  establishment 
of  this  line,  and  the  various  questions  affecting 
its  operations,  were  fully  adverted  to  in  last 
year's  Report,  and  it  would  be  superfluous  to 
repeat  them  here. 

In  the  month  of  August  last,  the  contractor 
proposed  to  the  Government  to  abandon  all 
his  contracts  for  the  Tug,  Trinity  and  Light- 
House  service,  and  for  the  mail  service  to  the 
Lower  Provinces,  and  to  transfer  to  the  Gov- 
ernment the  five  steamers,  "Queen  Victoria," 
"  Napoleon  III.,"  "  Lady  Head,"   "Advance," 


and  "  Admiral,  "  on  condition  that  the 
Province  released  him  from  the  balance 
of  £18,000  of  his  debt  due  in  respect  to  his 
advances  which  had  been  made  to  him  in  for- 
mer years  on  account  of  the  same  service,  and 
that  it  relieved  him  from  a  mortgage  existing 
on  the  vessels  in  favor  of  the  Bauk  of  Upper 
Canada  for  £23,386,  and  paid  him  £15,000 
to  enable  him  to  meet  other  liabilities — the 
contractor  to  perform  the  service  for  the  then 
current  year,  and  the  proposed  arrangement 
to  take  effect  at  the  close  thereof. 

By  the  terms  of  the  agreement,  dated 
August,  1855,  the  contractor  was  entitled  to 
the  bonus  of  £11,300  until  the  end  of  1864. 
The  services  performed  by  his  vessels,  either 
under  existing  contract  with  the  Trinity 
House,  or  after  tender  by  public  competition, 
cr  by  private  agreement,  were  : — ■ 

1st.  Mail  Servica  to  the  Lower  Provinces £2,500  a  year 

2d.  Trinity  House  Service — embracing  the 
laying  down  and  taking  up  of  Buoys  in 
the  Lower  St.  Lawrence,  carrying  supplies 
to  the  River  Li'-rht-Houses  and  voyages 
with  Apprentice  Pilots   ...      2,000 

3d.  Trips  to  new  light-House  at  Belle  Isle. 
Forteau  Bay,  Anticosti  aud  Cape  Rosier, 
for  the  transport  of  provisions  and  also 
conveying  materials  and  workmen  for  re- 
pairs— one  trip  by  public  tender  at  .£2,0(10, 
and  the  2d  at  £1.1)00 3,000 

4th.  The  Tug  Service  £11,300  a  year— to 
which  add  the  30  per  cent  allowed  by  Order 
in  Council  on  the  50  per  cent  reduction  in 
IheTarill-rates — the  remaining  20  per  cent 
being  borne  by  contractor  —  average 
jEI,500a  year 12,800 

£20,300  a  year 

In  addition  lo  the  foregoing  services  per- 
formed by  ilr.  Baby,  the  following  per- 
formed by  other  parties  had  also  to  be 
defrayed  : — 

5th.   Protection  of  Fisheries 2.500 

6th.  Grosse  Isle  Quarantine  Service 1000 

In  all £23,800 

But  it  is  believed  that  an  additional  sum  of 
£1,000  would  be  required  to  be  paid  for  the  ser- 
vice to  the  Lower  Light-Houses,  and  a  further 
sum  of  £1,000  for  the  Trinity  House  services, 
making  in  all  the  sum  of  £25,800. 

The  considerations  which  presented  them- 
selves for  the  decision  of  the  Government 
were  these: — At  the  time  the  contract  was 
entered  into,  the  system  of  towing  had  not 
been  introduced.  There  were  no  means  of 
relieving  wrecks,  or  aiding  vessels  in  distress, 
the  navigation  of  the  St.  Lawrence  was  natu- 
rally considered  dangerous,  and  the  rates  of 
Insurance  were  correspondingly  high.  The 
establishment  of  the  line  in  question  undoubt- 
edly gave  a  new  character  to  the  navigation, 
largely  reduced  the  rates  of  Insurance,  and 
the  length  of  voyages,  especially  on  the  most 
.valuable  class  of  vessels  using  the  tow.  But 
while  these  public  benefits  were  accomplished, 
and  the  practice  of  using  tug  boats  was  in- 
troduced, the  consequence  naturally  was  to 
bring  into  existence  other  steam  tugs  of  a  far 
less  expensive  character,  and,  in  a  certain 
degree,  more  suitable  for  plying  on  the  upper 
part  of  the  river.  These  had  been  built  by 
private  enterprise,  to  the  number,  it  is  be- 
lieved, of  sixteen,  and  entering,  as  they  did, 
into  competition  with  the  far  more  expen- 
sive and  powerful  Provincial  boats,  naturally 
diminished  their  earnings.  The  object  which 
had  induced  the  Government,  in  the  first 
instance,  to  foster  the  undertaking,  was  in  a 
great  measure  accomplished.  The  Provincial 
boats,  being  of  great  power  and  size,  were 
more  suited  for  towing  in  the  lower  part  of 
the  Gulf,  but  the  use  of  Ocean  Steamers  to 
a  great  extent  superseded  the  use  of  tugs  in 
that  navigation,  while  the  completion  of  the 
smaller  and  more  profitable  private  tugs,  in 
the  upper  part  of  the  river,  diminished  the 
pecuniary  return    of   the  Provincial  under- 
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taking.  It  was  therefore  considered  desirable, 
by  a  fair  compromise  with  the  contractor,  to 
relieve  the  Province  from  the  heavy  future 
annual  charge  of  the  subsidy. 

If  the  various  services  above  enumerated, 
necessary  for  the  public  interests,  eould,  by 
the  assumption  and  direct  employment  by  the 
Government  of  the  contractor  s  vessels,  be  so 
economically  performed  as  to  entail  a  less 
annual  charge  on  the  revenue  than  by  the 
existing  arrangements  with  him,  the  offer  was 
manifestly  an  advantageous  one. 

As  regarded  the  vessels  themselves,  (Lhe 
three  most  valuable  beinp;  of  iron,  and 
nearly  new.)  the  cost  of  the  whole  to  the 
contractor,  was  upwards  of £96,0U0 

The  contractor  offered  to  transfer  them  on 
payment  of  the  three  following  sums  : — 

1st.  His  debt  to  the  Bank  or  Upper  Can- 
ada  £53,380 

2d.   On  being  discharged  from  the  balance 

of  his  own  debt  to  the  Province 18,000 

3d.   An  actual  payment  to  himself,  to  wind 

up  his  business,  of 15,000 

r  £36,386 

Cost  of  vessels  to  Contractor,  in  excess  of 

what  Governmen  t  paid,  being £39,6]  4 

Viewing  the   question   in   another   aspect, 
with    reference    to    the    assumption    of    the 
Steamers,  the  saving  to  the  Government  on 
the  Tug  Contract  was  as  follows : — 
1st.  Annual  subsidy  of  £11,300  for  five 

years,  amount  to £56,500 

2d.    30  per  cent  ob  the  towage  at  past 

average,  which,  though    only    allowed 

by  Order  in  Council,  was  nevertheless 

a  necessary  consequence  of  the  reduc- 

«°5 ^£60,750 

Deduct  however,  the  balance  of  Contrac- 
tor's debt,  repayable  by  certain  instal- 
ments   13,000 

Left   total  payable  under  these   existing 

arrangements  to  the  Contractor  during — 

the  five  years £50,750 

In  lieu  of  which  the  Contractor  agreed  to 
receive — 

1st.   Debt  to  Bank £23,386 

2d.    Payment  to  himself 15,000 

£38,386 

Shewing  a  saving  to  Government  on  the  

Contract  in  five  years  of £12,364 

But  considering  that  the  Government  was 
left  in  possession  of  Steamers  whose  cost 
was  £96,000,  at  the  price  (including  its  own 
debt)  of  £56,386,  the  question  how  far  a 
profitable  use  could  be  made  of  those  Steamers, 
in  the  public  interests  of  the  Province  was 
necessarily  an  important  element  in  deciding 
on  the  Contractor's  offer. 

The  services  which  were  indispensable, 
were: — 

1st.  The  Trinity  House  requirements,  com- 
prising the  laying  down  and  taking  up  of 
buoys,  carrying  supplies  to  and  materials  for 
repairs  of  the  Light-Houses  other  than  the 
four  new  remote  lights,  and  visiting  those 
Light-Houses,  aud  carrying  the  apprentice 
pilots. 

This  service  cost,  and  could  not,  it  is  be- 
lieved, be  efficiently  performed,  under  £3,000 
a  year,  for  though  the  existing  contract  which 
expired  last  year,  limited  the  sum  to  £2,000 
the  new  wants  which  the  increase  of  Trade 
had  created,  would  probably  have  required 
an  additional  payment  of  £1,000 — making 
for  the  efficient  performance  of  this  service, 
£3,000  a  year. 

2d.  The  like .  service  to  the  four  remote 
lights  at  Belleisle,  Anticosti,  Forteau  and 
Cape  Rosier.  For  this  service,  which  the 
undersigned  endeavored  to  accomplish  by 
means  of  one  trip  of  a  steamer,  tenders  were 
asked  by  public  advertisement  and  but  two 
parties  offered — -M.  Baby  being  one  at  £2,000 
for  the  trip,  and  the  second  being  the  owner 
of  a  vessel  pronounced  by  the  Trinity  House 
unfit  for   the    service.     When    these   remote 


lights  were  visited  with  the  supplies  for  the 
year,  it  was  found  that  very  serious  repairs 
were  required  and  that  a  second  trip  was 
indispensable.  On  the  strong  remonstrance 
of  the  Trinity  House,  arrangements  were 
accordingly  made  with  the  contractor  to  per- 
form a  second  trip  with  the  necessary  mate- 
rials and  mechanics,  at  the  reduced  rate  of 
£1,000.  Experience  shows  that  it  would  be 
unwise  to  neglect  visiting  these  distant  posts 
twice,  at  least,  each  year,  and  if  the  Govern- 
ment had  to  depend  on  its  execution  by  public 
tender,  it  does  not  seem  practicable  to  get 
parties  capable  of  performing  it  under  £3,000 
or  £4,000. 

3d.  The  adequate  protection  of  the  fishery 
interests  againstforeign  encroachment,  and  the 
preservation  of  regularity  among  the  fishermen 
themselves,  now  costs,  by  means  of  a  schooner, 
the  capacity  of  which  to  perform  the  service 
effectively  is  insufficient — £2,500. 

4th.  The  postal  service  and  communications 
with  the  Bay  of  Chaleur  and  Pictou  and  the 
Gulf  settlements,  which,  though  annually 
voted,  have  not  yet  been  shown  to  be  of  so  much 
importance,  that  their  maintenance  might 
fairly  be  considered  for  some  years  to  become 
a  matter  of  settled  policy,  £2,500. 

Making  the  total  cost  of  performing  these 
indispensable  services,  (exclusive  of  towing 
or  assisting  wrecks,  or  quarantine  require- 
ments)—£12,000. 

In  addition  to  these  items,  it  has  to  be 
borne  in  mind,  that  the  tug  service  could 
not  be  entirely  dispensed  with,  and  it  was 
necessary,  in  the  interest  of  the  trade  of  the 
Province,  that  steamers  of  sufficient  power 
and  strength,  should  be  available  to  relieve 
wrecks  or  ships  in  distress — services  which 
alone,  under  the  existing  contract,  cost  the 
Province  £12,800  a  year. 

It  was  equally  apparent  that  in  view  of  the 
erection  of  the  additional  light  houses  in  the 
Gulf,  the  services  of  powerful  steamers  were 
necessary,  and  these,  if  obtained  by  contract, 
must  add  a  heavy  item  to  the  other  charges 
already  specified. 

The  whole  of  these  indispensable  services, 
as  well  of  the  Trinity  House  as  for  the  Fish- 
eries and  the  Postal  services,  it  was  estimated 
could  be  performed,  and  the  necessary  pro- 
vision also  made  to  meet  the  wants  of  vessels 
actually  requiring  the  use  of  large  steamers, 
whether  for  towing  or  for  relief — and  to  per- 
form the  additional  works  required  in  erecting 
the  new  light-houses,  at  a  gross  annual  cost 
for  the  entire  season  of  running  the  vessels, 
of  £14,431 ;  or,  deducting  the  sum  of  £4,500, 
which  it  was  estimated  might  be  realized 
from  towing,  and  the  charter  of  one  of  the 
steamers  intended  to  ply  to  the  Gulf  Districts 
at  an  actual  yearly  outlay  to  the  Government 
of  £10,000. 

It  was  therefore  determined  to  carry  the 
proposal  into  effect;  and  by  an  Order  in 
Council,  dated  the  2od  August,  1859,  the 
arrangement  was  approved  of,  subject  to  the 
sanction  of  Parliament.  Should  that  sanction 
be  given,  it  is  conceived  that  the  vessels  can 
best  be  operated,  with  as  little  disturbance 
as  possible  in  the  mode  of  management 
adopted  by  the  Contractor,  whether  as  re- 
gards wharfage,  stores,  provisions,  staff  or 
crew.  The  arrangements  made  by  him  for  the 
coming  year  have  been  provisionally  assumed 
by  the  Department.  A  small  supply  of  coal, 
requisite  for  the  spring  use,  has  been  pro- 
vided, aud  the  vessels  intended  to  be  operated 
are  being  placed  in  thorough  repair.  For  all 
which  provision  is  made  in  the  gross  sum  of 
£14,500,  specified  as  the  cost  of  the  yearly 
operations. 


THE  ST.  NICHOLAS  TIME  TABLE. 

The  following  is  the  schedule  of  runniug  time  agreed  upon 
by  the  Railroad  Convention,  at  the  St.  Nicholas  Hotel,  this 
(Friday)  Mfteriiooh : 

Leave  New  York  at"  a.  m.,  10'30a.  m.,  and  5  p.  m.,  Z'zir 
York  time  ;  arrive  at  Buffalo  at  10:30  p.  m.,  4:3"  a.  m.,  and 
lo:30  a.  m.,  New  York  time. 

leave  Buffalo  at  10:30^.  m..  4:30  a.m..  and  10:30  a-  m-t 
Buffalo  time  ;  arrive  at  Dunkirk  at  12:15  p.  m.,  and  12:30  a. 
m.,  Buffalo  time. 

Leave  Dunkirk  at  12:15  a.  m-  and  12:30  a.  m.,  Buffalo 
time;  arrive  at  Erie  at  2:22  a.m.,  and  2:15  p.  m.,  Buffalo 
time. 

Leave  Erie  at  2:11  a.  m.  and  2:0j  p.  m..  Columbus  time  ; 
arrive  at  Cleveland  at  5:50  a.  m.  and  5.50  p.m.,  Columbia 
time. 

Leave  Cleveland  at  6:15  a.  m.  and  6:20  p.  m..  Columbus 
time  :  arrive  at  Toledo  10:50  a.  m.  and  10:30  p.  m.,  Colum- 
bus time. 

Leave  Toledo  at  11.00  a.  m.  and  10:40  p,  m.,  Chicago 
time;  arrive  at  Chicago  at  9:15  p.  m.,  12:30  a-  m.  and  8:15 
a.  m.,  Chicago  time. 

Leave  Chicago  at  8  a.  m.  and  8  p.  m.,  and  arrive  at  Tole- 
do at  4:1  y  p.  m.  and*  4.55  a.  m.,  Chicago  time. 

Leave  Toledo  at  5  p.  m.  and  5:37  a-  m.«  and  arrive  at 
Cleveland  at  9  p.m,  and  9:43  a.  m.,  Columbus  time. 

Leave  Cincinnati  at  1 J  a-  m..  61  a.  m-  1 1  p.  m.,  and  arrive 
at  Cleveland  at  8:50  p.  m.,  2:50  p.  m.  and  9:40  a.  m..CoIum- 
us  time. 

Leave  Cleveland  at  9:20  p.  m.,  3 SO  p.  m.,  10  a.  m.,  and 
arrive  at  Erie  at  12:47  a.m.,  G:40p.m-  and  l:*»p.  m.,  Co- 
lumbus time. 

Leave  Erie  at  1:02  a.  ro.,  7  p.  m.,  2  p,  m.,  and  arrive  at 
Dunkirk  at  2:20  a.m.,  8:3l>  p.  m,  3:  45  p.  m..  Buffalo  time. 

Leave  Dunkirk  at  2:25  a.  m.,  8:30  p.  m..  4  p.  m.,  and  ar- 
rive at  Buffalo  at  4:20  a.  m..  9:50  p.  m.,  5:25  f.  m-,  Buffalo 
time. 

Leave  Buffalo  at  5  a.  m.,  10:30  p.  m.,  6  p.  m-,  and  arrive 
at  New  York  at  9:30  p.  m.,2:45  p.  m.t  10:15  a.  m.,  New 
York  lime. — Tribune. 


Te»th  Monthly  Report  of  the  Receiver  of  the  Cincinnati, 
p   Wilmington  and  Zanescille  Railroad. 

Wm.  Key  Bond,  Esq.,  Receiver  of  the  Cincinnati,  Wil- 
mington and  ZanesvUle  Railroad,  filed  his  tenth  monthly 
report  with  the  United  States  District  Court  yesterday,  em- 
bracing the  operations  of  the  road  for  the  month  of  Febru- 
ary.    The  following  is  an  abstract  : 

EARNINGS. 

Passengers — 

Through  business 74  84 

Local  business 4,378  62 

Mail 796  25 

Express 2T5  81 — $5,526  53 

Freight— 

fc.  Through  business 620  32 

Local  business 6,63U  26 — $7,250  56 

Total  business $12,777  10 

EXPENSES. 

Ordinary  operating  expenses 9,460  53 

Extraordinary  expenses .     228  04 

Capital  acc't,  etc 173  33 — $9,858  90 

Earnings  more  than  expenses 32,918  20 

The  total  earnings  for  December  of  the  road  were  $18,814 
~9  ;  total  ordinary  and  extraordinary  expenses,  §13,338  12. 
Total  earnings  for  January,  §13,3*3  2o  ;  total  expenses, 
SI 0,775  80.  The  business  for  February  shows  a  falling  off 
from  the  previous  month  of  S6L6  10,  which  is  entirely  in 
the  local  freight  traffic  of  the  road.  The  through  freight  and 
passenger  business  increased  more  than  one-half  over  Jan- 
uary. 


Ratification  of  the  Contract  for  Consoli- 
dating the  Earnings  of  the  Little  Miami  and 
Columbus  and  JTenia,  and  the  Cincinnati, 
Hamilton  and  Dayton  Railroad  Companies. — 
The  most  important  event  of  the  day  is  the 
final  ratification  of  the  long  talked  of  contract 
between  the  two  Miami  Roads.  The  Colum- 
bus and  Xenia  Road  vote  to-day,  but  the  mat- 
ter was  definitely  decided  on  yesterday  by  the 
Little  Miami  vote,  which  was  as  follows: 

Total  number  of  votes  cast 25,845 

For  the  Contract 2:t,787 

Against  the  Contract 1,058 

A  noticeable  fact  in  regard  to  this  vote  was 
the  small  amount  of  the  local  or  Cincinnati 
vote — only  six  thousand  of  the  latter  descrip- 
tion having  been  cast.  It  would  appear  that 
the  city  stockholders  regarded  "ratification" 
so  much  as  a  matter  of  course,  that  the  polls 
were  unattended  by  a  large  number  who,  had 
there  been  a  doubt  en  the  subject,  would  have 
rallied  to  a  man.  The  paid  up  stock  of  the 
Little  Miami  Company,  is  two  millions  nine 
hundred  and  eighty-one  thousand  dollars,  so 
that  the  vote  represents  less  than  half  the 
total  amount  of  stock. —  Commercial. 
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MONETARY  AND  COMMERCIAL- 

Money  is  reported  on  Third  Street  to  be  in  better  supply 
and  at  cheaper  rates.  The  demand  yesterday  was  a  little 
more  active  than  for  a  few  days  previous,  but  first  ciass 
paper  does  not  '■  go  a  begging"  as  it  was  wont  to  do  a  few 
weeks  ago.  Regular  rates  are  charged  to  customers  as  here- 
tofore, viz.,  10@12  per  cent. ;  out-door  transactions  have, 
however,  let  down  somewhat,  and  we  msy  now  quote  them 
at  12@18,  depending  upon  the  paper  and  the  banking  ac- 
quaintance of  the  borrower. 

The  exchange  market  is  firm  and  without  variation^ 
with  supply  equal  to  the  active  demand.  Below  we 
quote : 

BUYING.  SELLING. 

NewYorksight 37@40  prem.         }@i  prem. 

Boston 37  prem.        i@k  prem. 

Philadelphia 37  prem.        f@i  prem. 

Baltimore 37  prem.        i@i  prem. 

New  Orleans i  dis.  i@J  prem. 

AmericanOold 30  4I>@50  prem. 

Missouri  funds  are  bought  at  1J@1  %,  and  Illinois  and 
■Wisconsin  at  2@2£  discount. 

There  is  good  deal  of  activity  in  all  departments  of  trade, 
and  large  quantities  of  merchandize  and  manufactures  are 
on  their  way  to  the  country.  The  purchases  of  country 
merchants  are  made  with  a  good  deal  of  eaution  and  care, 
and  trade  wears  a  healthy  appearance 

The  New  York  Stock  Market  is  thus  commented  on  by 
the  New  York  Tribune  of  Tuesday  :  "  The  tendency,  how- 
ever, is  upward,  and  any  unfavorable  element  has  but  a 
partial  influence  in  arresting  the  movement.  Central 
opened  at  75£,  and  after  selling  at  75%,  closed  at  78.  The 
demand  for  Pacific  Mail  was  strong,  and  large  sales  were 
made  at  99,  that  price  being  bid  at  the  close.  There  is  evi- 
dently an  investment  absorption  of  this  stock,  which  can 
not  be  resisted  by  the  bears.  Panama  is  quiet  but  steady. 
Harlem  Preferred  was  stronger,  selling  up  to  85?.  The 
traffic  of  this  road  is  very  favorable.  The  principal  interes1 
of  the  Board  to-day  was  centered  in  the  Western  shares 
which  were  firm.  The  most  buoyant  Stock  was  the  Michi- 
gan Southern.  The  guaranteed  issne  advanced  to  24|, 
and  after  falling  back  to  23i  closed  at  24£  bid.  The  old 
stock  advanced  to  11£.  It  is  understood  that  the  parties 
who  propose  to  institute  reforms  in  the  management  of  this 
road  and  to  place  it  upon  a  new  basis,  have  obtained  proxies 
enough  to  enable  them  to  control  the  election." 

The  traffic  returns  of  the  Western  Roads  comes  in  very 
encouragingly.  The  third  week  on  the  Michigan  Southern 
is,  in  round  numbers,  841.000,  against  $31,000  last  year — 
again  of $10,000 

The  earnings  of  the  Indianapolis  and  Cincinnati  Railroad 
for  the  third  week  in  March  will  show  e  handsome  increase 
over  the  corresponding  week  last  year.  The  freight  earnings 
are  about  $7,200,  against  S4,800  for  the  third  week  in 
March,  1859. 

The  earnings  of  the  Illinois  Central  Railroad  the  third 
week  of  March  show  as  follows  : 

I860 $57,3j.5  00 

1859 43,083  00 

Gain $14,262  00 

making  tbe  increase  thus  far  this  month,  $18,154. 

The  earnings  of  the  Clevelanu  and  Toledo  Railroad  the 
third  week  of  March  show  an  increase  of  nearly  $5,000.  The 
figures  are : 

Third  week  1800 $21,029 

Third  weak  1850 16,159 

The  Rock  Island  road  earned  the  same  week  : 

1860 $19,099 

1859 , 17,622 


The  return  of  the  Galena  and  Chicago  Road  for  the  third 
week  of  March,  is  as  follows  : 

1860 $18,396 

1859 19,586 


Incrnase $  3,077 

The  Toledo  and  Wabash  road  earned  the  third  weed  in 
Match  : 

I860 $16,170  45 

1859 13,057  29 


Decrease $1,190 

The  third  week  of  the  Michigan  Central  show  a  moderate 
gain .     The  figures  are  : 

For  I860 $34,511  44 

Last  year 33.837  86 


Decrease $673  58 

The  Columbus  and  Toledo  shows  about  $4,000  gain  in 

the  third  week. 

The    February  traffic  return  of  the   Baltimore   and  Ohio 

Railroad  is  as  follows  : 

MAIN   STEM. 

From  Passengers $  39,651  72 

"     Mails 7,833  33 

"     Express 4.831  85 

"     Tonnage 220 ,7 1 8  69 


$273,035  59 


WASHINGTON   BRANCH. 

From  Passengers $28,890  97 

"     Mails 1,000  110 

"     Express 1,250  00 

"     Tonnage 5,689  66 

N.    "W.    VIRGINIA   BRANCH. 

From  Passengers $2,285  59 

"     Mails 866  67 

"     Tonnage 19,445  40 


The  working  expenditures  for  February  were  $23,329  27, 
against  $25,606  61  for  February  last  year. 

The  gross  earnings  of  the  Alleghany  Valley,  Pa.,  Rail- 
road for  twelve  months   ending  January  31, 

I860,  were J $87,114  92 

Earnings  for  year  ending  January  31,  1859....       74,916  95 

Increase $12,197  97 

The  expenditures  the  past  year,  including  extraordinary 
items,  were  $47,878  66  ;  net  earnings,  $39,236  29. 

The  business  of  the  New  York  and  Erie  Railroad  from 
August  16  to  December  31,  1859,  inclusive — under  the  Re- 
ceivership— has  been  as  follows  : 
Total  earnings  from  August  16  to  December  31. 

1859,  4i  months $2,037,900  72 

Expenditures  for  same  period 1,359.415  20 

Netearnings $678,485  52 

This  statement  compares  with  the  same  period  of  1858, 
as  follows : 

1859.  1858. 

Traffic  earnings. $2,037,900  72  1,942,487  05  Inc. $95,413  67 
Working  expens.  1,359.415  20  1,375.514  14  Dec.    16.1 '98  94 


36,830  63 


22,877  65 


Total  earnings $332,743  77 

The  following   is  a   comparison    of  the   revenue   of  the 
road  for  the  months  of  February,  1859  and  1860  : 

1859.  I860. 

Main  Stem $247,319  49         $273,035  59 

Washington  Branch 34,427  94  30,830  63 

N.  W.  Virginia  Branch 19,884  35  22,877  55 


Totals 8303,631  78         $332,743  77 

303,631  78 


Increase $  3,122  10 

The  lake  is  still  closed  at  Toledo. 

Wo  understand  that  the  February  monthly  report  of  the 

Receiver  of  the  Central  Ohio  Railroad  will  show  an  increase 

of  between  $6,000  and  $7,000  over  the  corresponding  month 

f  last  year.     This  increase  is  from  freight  alone. 

The  receipts  of  the  Memphis  and  Charleston   Railroad 

for  the  month  of — 

February ,  were $159.462  53 

Expenses 68,980  04  I  Earnings  for  the  same  month  last  year. .    68,28164 


Net  increase,  February,  1860 $29,111  99 

The  following  statement  shows  the  business  of  the  Phila- 
delphia and  Reading  Railroad  Company,  for  the  month 
of  February,  1860,  compared  with  the  corresponding  month 
of  last  year  : 

I860.  1859. 

Received  from  Coal 8102,795  91  $93,369  25 

"     Merchandise....      42,807  88  37,578  80 

■'  "    Travel, etc 26,237  68  21,379  18 


$171,841  47        8155,327  23 
Transportation,  roadway,  dum- 
page,  renewal  Fund,  and  all 
charges 113,302  25  96,258  19 


Net  profit  for  the  month 58,539  22  59,069  04 

Do.  for  previous  two  months. .     162,491)  58  157,313  01 


Total  net  profit  for  3  months..  .$221,029  80       $216,382  05 

The  earnings  of  the  Watertown  and  Rome  Railroad  for 
February  were  as  follows  : 


1859. 


1860. 


Passengers $8,814  95  $9,092  83 

freight 9,416  38  9,903  26 

Othersources 1,215  07  1,575  40 


Netearnings $678,485  52      566,972  91  Inc.  111,512  61 

From  the  foregoing  official  statement  it  will  be  observed 
that  the  road  earned  during  the  time  it  has  been  in  the  Re- 
ceiver's hands,  nearly  enough  to  pay  the  whole  interest  on 
its  bonded  debt.  The  whole  interest  for  the  four  and  a  half 
months  was  $711,989  11;  and  the  deficit  to  pay  this 
$33,503  59. 

The  earnings  of  the  Philadelphia,  Wilmington  and  Balti- 
more Railroad  for  the  month  of — ■ 

February,  I860,  were $100,297  56 

Same  month  last  year 86,703  30 


Totals $18,047  30  $20,56149 

Increase $1,614  19 

The  earnings  of  the  Scioto  and  nocking  Valley  Railroad 
were  as  follows  : 

February,  were $7,305  34 

Expenses 4,084  89 


Net  earnings .'...$3,220  45 

The  earnings  of  the  Milwaukee  and  Mississippi  Railroad 
for  the  month  of — 

February,  1860.  were $40,056  00 

Same  month  last  year 32,369  00 

Increase $7,689  00 

Earnings  for  January  1860 37,212  23 


The  gross  earnings  of  the  Memphis  and  Charleston  Rail- 
oad  for  the  month  of — 

January,  1800,  were $157,672  36 

Expenditures  for  same  month  were 63,5ol  40 

Leaving  as  net  earnings $94,170  96 

The  earnings  of  the  Buffalo  and  State  Line  Railroad  fo 
he  month  of — 

February,  I860,  were $67,486  97 


Increase $13,594  26 

The  gross  earnings  ef  the  Belvidere  Delaware  Railroad  of 

New  Jersey  for  the  year  1859.  were 8269,6(5  60 

Add  earnings  of  the  Flemington  Road 13,405  44 

Total  earnings $283,011  04 

The  working   expenditures   of  both   roads  for  the  year, 
were  $153,763  73  ;  leaving  as'net  earnings,  $129,247  29, 

The  earnings  of  the  New  York  and  Erie  Railroad   for 
the  month  of — 

February,  1860,  were $302,353  39 

Earnings  for  same  month  last  year 300,999  03 


Increase $1,354  36 

The  earnings  of  the  Watertown  and  Rome  Railroad  for 
the  month  of— 

February,  1860,  were $20,551  49 

February,  1859 18,947  30 

Increase • $1,614  19 

The  earnings  of  the  Maco»  and  Western  Raiirad   for 
the  month  of — 

February,  1860,  were $33,581  64 

February,  1859 28,313  84 


Netearnings $90,183  49 


Decrease $744  67 


Increase $5,267  80 

The  earnings  of  some  of  the  Western  Railroads  for  the 
first  and  second  weeks  in  March  foot  up  as  follows  : 

March —  1st  week.  2d  week.        Total. 

Michigan  Southern $28,969         $34  805         $63,775 

Michigan  Central 31.641  33,132  63,773 

Chicago  &  Rock  Island.        17,409  18.558  36,057 

Toledo  and  Wabash 12.406  12,053  2t,458 

Cleveland  and  Toledo...        17,167  19.169  36,326 

Galena  and  Chicago 17,903  19,068  36,971 

Illinois  Central 45,300  55,000  100,300 

Grand  Trunk  Railway  nr  Canada. — Addit  Depart- 
ment.— The  Traffic  receipts  of  the  Grand  Trunk  Railroad 
of  Canada  for  the  week  ending  March  10,  I860,  have  been  as 
follows  : 

No.  Amount. 

Local  Passengers 10,653         $14,971  b'6 

Foreign    do 1,533  2,796  09 

Emigrants 

Mails,  Express,  etc 2.895  11 

Local  Freight  and  Live  Stock  (Tons)    8,290}  30,264   13 

"     Timber  and  Lumber,  841,208  ft.     1,314*  2,593  57 

"     Firewood,  1,720±  cords 2,583  1,788  10 

Foreign  Freight  and  Live  Stock 2,1354;  8,877  11 

Miles. 

Total 970         $64,186  77 

Week  ending  March  J2,  1859 880  45,182  24 


90 


$19,004  52 


Increase 

Total   traffic  from  July  1,   1859,  to 

date $1,909,995  91 

Total  for  same  period  last  year 1.562,755  14 

J.  HARDMAN,  Auditor. 

Montreal,  March  10,  1860. 

The  traffic  receipts  of  the  Great  Western  Railway  of  Can« 
ada  for  the  week   ending  March  16,  1860,  have   been    as 
follows  : 
From  Passengers $18,120  38 

"    Freight  and  Live  Stock 25,288  18 

"     Mails  and  Sundries 1,525  75 


Total $44,934  32 

Corresponding  week  of  last  year 44,176  88 


Increase . 


Audit  OrncK,  Hamilton. 


$757« 

H,  SHACKELL,  Auditor. 
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THE  BUFFALO  CONVENTION. 

The  gentlemen  composing  the  two  commit- 
tees appointed  at  Railroad  Conventions  at 
Louisville  and  New  York,  met  Wednesday 
morning  at  10  o'clock,  and  organized  by  ap- 
pointing J.  Brough,  Chairman,  and  J.  Durand, 
Secretary. 

The  morning  session  was  occupied  in  ar- 
ranging the  details  of  the  time  schedules  adopted 
at  Louisville  and  New  York. 

At  the  afternoon  session,  the  schedule  hav- 
ing been  agreed  upon  by  a  majority  of  the  Com- 
mittees— but  not  formally  reported  to  the  Con- 
vention— Mr.  Fleming  moved  that  the  follow- 
ing time  schedule  be  adopted  to  go  into  effect 
on  the  16th  of  April.  Going  West — Leave  New 
York  1  A.  M.,  10.30  A.  M.,  5  P.  M.,  New  York 
time.  Leave  Buffalo  10.30  P.  M.,  4.30  A.  M., 
10  A.  M.  Leave  Cleveland  CAM,  5.35  P. 
M.  Leave  Toledo  10.30  A.  M.,  10.40  P  M. 
Arrive  at  Chicago  8.15  P.  M.,  12  30  P.  M.,  8.15 
A.  M.  Leave  Cleveland  for  Columbus,  6.20 
A.  M.,  and  5.45  P.  M.  Leave  Columbus  11.45 
A.  M.,  11.10  P.  M.  Arrive  at  Cincinnati  4.15 
P.  H.,  3.40  A.  M.  Leave  Cincinnati  5  P.  M., 
4.25  A.M.  Arrive  at  Odin  5  A.  M.,  4.55  P. 
M.  Arrive  at  New  Orleans  9  P.  M.,  8.30  A. 
M.  Arrive  at  St.  Louis  7.45  A.  M.,  7.45  P.  M. 
Going  Bast — Leave  New  Orleans  7  A.  SI.,  and 
5.30  P.  M.  Leave  Cairo  4  P.  M.,  4  A.  M. 
Leave  St.  Louis  at  7  P.  M.,  and  7  A.  M.  Leave 
Odin  at  9.40  P.  M.,  and  9.40  A.  M.  Leave 
Cincinnati  6  A.  M.,  11  A.  M.,  11  P.  M.  Arrive- 
at  Columbus  10.20  A.  M.,  3.20  P.  M.,  3.40  A. 
M.  Leave  Cleveland  3.20  P.  M.,  9.20  P.  M., 
10  A.  M.  Leave  Buffalo  10.40  P.  M.,  3  A.  M., 
6  P.  M.  Arrive  at  New  York  2.45  P.  M.,  9.30 
P.  M.,  10.15  A.  M. 

The  schedule  was  adopted. 

On  motion  of  Mr.  Stone,  it  was 

Resolved.  That  the  schedule  go  into  effect  on 
roads  North  and  Bast  of  Cleveland,  on  the  9th 
of  April,  and  that  it  go  into  effect  on  roads 
South,  South-east  and  South-west  of  Cleveland, 
on  the  16th  of  April. 

Convention  adjourned,  sine  die. 


J8®*  Martin  Benlley  has  been  appointed  Se- 
cretary and  Treasurer  of  the  Cleveland  and 
Mahoning  Railroad,  in  place  of  O.  M.  Burke, 
who  retires  in  consequence  of  ill  health. 

To  Machinists,  Car  Builders,  elc. 

THE  Subscriber  invites  tenders  from  parties  desirous  of 
obtaining    contracts   for    manufacturing  La  Mothe's 
Patent  Irion  Ruiroad  Oars  in  the  Western  States. 
K.    W.  SAKGMT, 
13  Broadway,  IVew  York. 

UNION   COAL  AND  OIL  COMPANY, 

(Chartered  by  the  Legislatures  of  Virginia  and  Kentucky.) 

KANOFACTUHBRl   OF 

"MAYSYUtE     COAL    OILS," 

BOTH   BURNING    AND    PARAFFINS    LUBRICATING, 

BENGOLE,  NAPHTHA,  PARAFFINE  WAX,  PARAFPIKE 

WAX  CANDLES,  ROLLING  MILL  GREASE,  ETC., 

ETC.,  FROM  PURE  CANNEL  COAL. 

SUTTON  STREET,  -  -  -  -  MAYSVILLE,  KY. 

Orders  addressed  to  the  Union  Coal  and  Oil  Co.,  or 
to  John  H.  Richbson,  Maysville,  Ky.,  will  receive  prompt 
attention.  Fb.28. 

CONTRACTS  for  Rails  at  a  fixed  price,  or  on  com 
mission,  delivered  at  an  English  port,  or  at  a  por 
in  the  United  States,  will  be  made  by  the  undersigned 
THEODORE  DKHOn! 
no!3  10  Wal.  Broadway, New  Yor 


1C80. 


I860. 


THEi  PENNSYLVANIA 

CENTRAL  RAILROAD. 

260    MILES    DOUBLE    TRACK. 

Effiplil 

The  Capacity  of  this  Road  is  now  equal  to  any 
in  the  Country. 

THREE    THROUGH 

PASSENGER   TRAINS   BETWEEN 
PITTSBURG  AND  PHILADELPHIA, 

Connecting  direC  in  the  Union  Depot,  at  Pittsburgh,  with 
Through  Trains  from  all  Western  Cities  for  Philadelphia. 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train  ;  Woodruffs 
Sleeping  Cars  to  Express  and  Fast  Trains.  The  Ex. 
press  runs  Dili  iy?  Mail  and  Fast  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York  ; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  (all  rail)  are  good  on  either  of  the  above  trams,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fall 
River  or  stonington  Lines.    Baggage  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail- 
road Ofbcss  in  the  West/,  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

Hj»Fare  always  as    low  and    time  as 
quick  as  by  any  other  Route. 

ASK    FOR    TICKETS    BY   PITTSBURG. 

The  completion  of  the  "Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DIRECT  LINE   BETWEEN  THE  EAST 
AND  THE  GREAT  WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  dray  age  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A.  STEWART.  Pittsburg  ; 
H.  S-  Pierce  &  Co.,  Zanesville.O.;  J.  J  Johnston,  Ripley, 
O  ;  R.  McNeely,  Maysville.  Ky.;  Ormsby  &,  Cropper,  Ports- 
mouth, 0.;  Paddock  &  Co.,  JeBersonville,  Ind.;  H.  W. 
Brown  &.  Co. ,  Cincinnati,  0. ;  Athern  &  Hibbert,  Cincin- 
nati, O.;  R  C.  SMeldrum.  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  G.  CTRilev  &.  Co.,  Evansville.  Ind  ;  N. 
W.  Graham  &  Co.,  Cairo,  111.;  R.  F.  Sass,  Shaler  &.  Glass, 
St.  Louis,  Mo. ;  John  H.  Harris.  Nashville,  Tenn. ;  Harris 
ife  Hunt,  Memphis,  Tenn.;  Clarke  &  Co.,  Chicago,  III.;  TV. 
H.  II.  Koontz,  Alton,  111.  ;  or  to  Freight  Agents  of  Rail- 
roads at  differentpoints  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
and  Speedy  Transportation  of  LIVE  STOCK, 

And  Goon  Accommodations,  with  usual  privileges  for  per- 
sons traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  be  forward- 
ed to  and  from  Philadelphia,  New  York,  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsbarg 
with  Steamers,  by  which  Goods  can  be  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky,  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin,  Missouri,  Kansas, 
Arkansas,  and  Red  Rivers;  and  at  Cleveland.  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North- TV  es- 
tern  Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence  on 
its  speedy  transit. 

THE  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at  all  tim-es 
as  favorable  as  are  charged  by  other  Railroad  Com- 
panies. 

ILr'Be  particular  to  mark  packages  "  via.  Pennsylva- 
nia Railroad." 

E.  J.  SNEEDER,  Philadelphia. 

MAGRAW  &  KOONS,  80  North  Street,  Baltimore. 

LEECH  &  CO.,  No.  2  Astor  House,  or  No.  1  S.  Wm. 

Street,  N.  Y. 
LEECH  &  CO.,  No.  77  State  Street,  Boston. 

II.  n.  HOUSTON.  GenH  freight  AgV,  Philadelphia. 
L.  L.  HOUPT,  GenH  Ticket  Ag't,  Philadelphia. 
THOS.  A.  SCOTT,  Gen'l  SttpH,  Altoona,  Pa. 
Fb.  2-lyrv 


Direct  Route  to  the  North- West! 
ILLINOIs'cENTRAL 


AND  PANA  OR  SANDOVAL 

FOR 
Decatur,  Springfield, 

BLoomington,  Peoria, 

Burlington,  Quincy, 

La  Salle,  Rock  Island, 

Dixon,  Galena. 

Prairie  du  Chien,  St   Paul,  and 

St.  Anthony, 
And  all  points  in  Iowa  and  Minnesota. 


Passengers  leaving  Cincinnati  either  bv  INDIANAPOLIS 
AND  CINCINNATI  OR  CINCINNATI,  HAMILTON* 
AND  DAYTON  RAILROADS  make  direct  connections, 
twice  daily-  at  PANA  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.  with  I.  C.  R.  R.  at  SANDOVAL. 

Passengers  for  the  North-  West 

Desirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  via 

PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R  E, 

and  avoid  change  of  Cars  and  Baggage,  and  the  expense 
attendant  thereon. 

Daily  connections  are  made  at  Dnnleith  with  a  Lint 

FIRST    CLASS    STEAMERS 

Running  in  Direct  connection  with  this  Road  for  all 

TOAVNS  OX  THE   UPPER   MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Fort  Dodge  and  Sioux  City. 

TJ^The  Equipments  of  the  ILLINOIS  CENTRAL  R. 
R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Patent  Berth  Sleeping  Cars  are  run  on  al 
Night  Trains. 

Fare  the  same  as  by  any  other  Houle,  and 
Tickets  good  until  used. 

Through  Tickets  can  be  procured  at  Spencer   House, 
cornev  office ;  No.   1   Barnet    House  ;    135   Vine    Street, 
between  Burnet  House  and  Post  Office;  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.H.NICHOLS, 
GenH  Soutliern  Agent,  Cincinnati, 
W.  P.  JOHNSON, 

Gen'l  Passenger  Agents  Chicago. 

Winter  Arrangement  1859-'60. 


BALTIMORE  AND  OHIO 


RAILROAD. 

GREAT  NATIONAL  BOVTJb 


TERMINATES  AT  WASHINGTON  AND  BALTI- 
MORE on  the  East,  and  Wheeling,  Benwood  and 
Parkersburg  on  the  West,  at  which  places  it  unites  with 
Railroads,  Steamers,  etc.,  for  and  from  all  points  in  the 

West,   South-West  and  North-West. 


Leave  Wheeling  daily  at  12:35  P.  M.,  and  10:10  P.  M. 
One  Train  leaves  Parkersburg  daily  at  9:20  P.  M. 
Direct  connections  are  made  by  these  trains 

FOR  ALL    THE  EASTERN  CITIES. 

This  is  the  only  route  to  "Washington  City. 
Passengers  by  this  route  can  visit  Baltimore,  Philadel- 
phia, New  York  and  Boston,  at  the  cost  of  a  ticket  to  Boston 
alone  by  other  lines. 

Through  tickets  to  the  Eastern  cities  can  be  procared  ri« 
Washington  City  at  an  additional  charge  of  $2. 

Time   as    quick  and    Fare  as    loir    as   bv    any    other 
ROUTE.  * 

JTJp  Inquire  for  tickets  via  Baltimore  and  Ohio  Rail- 
road, at  any  of  the  principal  Railroad  Offices  in  the  West. 
E.  F.  FULLER, 
General  Western  Agent 
L.  M.  COLE, 
General  Ticket  ArenU 
W.  P.  SMITH,  Matter  Transportation. 
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PATENTED   GAS  WORKS 

OF  THE 

10  CO. 

Gas  Works,  to  be  generally  adopted  bytheowners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following-  advantages,  to  wit:  great  simplicity  of  con 
struction  and  operation  ;  reliability  to  injure  a  regular 
supply  01  light;  purification  of  the  gas  to  prevent  clog- 
ging; freedom  from  unhealthy  and  offensive  odors  ;  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required  ; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  ?  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Ga3  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Sc-ientijic  American 
of  March  13,  IS58,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simpUp'fy  of  construction  peculiar 
to  the  aubin  Works,  the  retort  is  the  only  pait  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
miDutes— the  cost  of  repairs  is  very  trifling- 

The  Cost  of  Hie  Gas 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used  ;  but  even  where  300  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents— the 
ordinary  yield  of  gas  being  at  least  12  feetper  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  3UD  cubic  feet, $300  00 

do  do  350        (j«  335  00 

do  do  400        "  375  00 

do  do  500        "  450  U0 

do  do  600        "  525  00 

do  do  700        "  600  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
»t  Cincinnati.  Where  a  wet  gas  ho  Her  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished . 

To  enable  persons  requiring  gas  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  tnat  an  ordinary  fish- 
tail burner  (known  m  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
he  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing  the  Contents  and  best 
Proportions  of  (iasometcrs  from  400 
to  4OO0  ft.,  and  the  N  umber  of  Lights 
they  will  supply  for  a  given  time. 

Contents  in    No.  of  hours    ,    Diameter  of       Height  of 
Cubic  Feet,    for  10  lights.         Gasometer.       Gasometer. 
41)0  20  10  ft.  5  ft.  3  in. 

5»"  25  ]0  ft.  Oft.  6  in. 

"50  37  18  ft.  6  in.  6  ft.  2  in. 

10«0  50  13ft.  7 ft.  Sin. 

1500  75  15  ft.  8  ft.  Gin. 

2°»0  100  17  ft.  3  in.  8  ft.  7  in. 

2500  125  18  ft.  in  ft. 

3000  150  20  ft.  10  ft. 

3500  175  20  ft.  6  in.        Ill  ft.  1  in. 

4000  200  21ft.  lift.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  *ic,  can  he  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consuraptiou. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B— For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories,  &c,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  Slates, 
apply  to 

E.  T.  C0VERDALE, 

107  Walnut  Street,  Cincinnati,  Ohio, 
who  has  the  exclusive  right  to  manufacture  and  sell  in  the 
State  of  Ohio. 
Feb.  24th,  1859. 


APPLEGATE  &  CO., 

Booksellers,  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O. 


APPLEGATE  &  CO., 

APPLK(UTE-&  CO.,  Book- 
sellers,  Stationers  and   Blank-book 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invite  the  attention   of  -Booksellers, 
Country  mercii  nuts,   Teachers, 

and  others  to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal,Theological,  Scientific,'  Stan- 

dard, and  miscellaneous   Bouks,  Paper, 
Bl-ink-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble  arrange  ments   with  the 
leading  publish  ers,  as  well  as 
the  prin  cipal                 m  a n  u  la c  t  urera 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   stock  and  prices 
with  any   other  house    in  the  West. 

__  BOOKSELLERS, 

Our  Stock   of    Stationery 

is  very  complete,     embracing 

in   part    all   tho    varieties    of  Cap, 

Letter,   Packet,    Commercial,   Bath 

and   Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  wrap- 
boards,  E  n  v  el- 
Pen  h,  Penhold- 
rack  s,  Copying 
Books,  Ink  and 
Burea,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 

frcsses,  an  d 
nketands  ;  Era- 
wax,  Wafers, 
Banker's  cases, 
head  boxes,  En- 


Telope  and    Card  cases ,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articlos 

used  in  the  counting-house. 

Stationers^ 

To  our  Blank   Books  we 

especially    call    atten tion ,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  memo- 
t  h  e  large  Super 
rial  Ledger,  and 
variety  of  styles 
w  orkm  anship. 
order  of  any  de- 
•with  or  without 
and  warranted  to 
in  quality  o  f  pa 


raudum  book  t  o 
Royal  and  Impe- 
bound  in  a  great 
an  d  of  superior 
Books  made  t  o 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  of 


■ J       —    *      t"»-  peri  ,       iHJt;il 

ruling  flnd   durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
Btyle.     We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS. 


We  are   prepared   »'o 

Print  and  Bind  books 

tion  and  in  any  style 

sired,  at  rates  as  low 

quality  of  work 

cutod  in  this 

where.      Our 

executing  these 


S  ter  e  otype, 
of  any  descrip- 
that  may  be  de- 
as  the    sania 

can  be  exe- 
city  or  else- 
facilities  for 
branches  of 


the  trade  are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style   and  on      short   notice. 


Merchants   and 
^     Bills  of  Lading, 

Railroad    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  wo  do  such  'obs 
despatch.    Order*  ro- 


■# 


others  wishing 
Bill  Heads, 
Dray  receipts, 
any  other  descrip. 
please  bear  in  mind 
with  neatness  and 
spectfully  solicited. 


Publishers 


Our  own  p  u  bl  feat  ions         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
Clarkos'  Com-  menta- 

ries, Dick's  Works.  BoU 

lin's  Ancient  History,  Plutarch's 
L'ves,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden'a    German, 
etc.,  etc.    These,  together  with  Books,  ' 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive, 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

43  MAIN  STREET,  ClN. 


W.  HARVEY'S  SAFETY  JOINT 

For     Coupling    the    Ends    of   "  T"    Bail 
•^PATENTED*  NOT*  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plaie  C,  which  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  .is  to]  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
mFig.3. 


the  ig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
•thinner  side  of  the  joint  Tin's  plate  must  fit  into  the  re- 
late   "  t*ie  s^e  nfr  l'ie  r:li''  a3  'ta  upper  part  can  not  project 

.  rt—  ybeyend  the  head  of  the  rails,  or  it  would  interfere 
with  e  shegeflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  head3  of 
thtse  spikes  are  covered  by  the  plates  C  and  X>.  in  which  re- 
cesses areprovided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  Bydriving  through  two  keys, 
they  clamp  and  lock  the  p!ate3  firmly  together,  so  that  nei- 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slots  in  the  rails,  so  t  hat  they  can  not  shove  together,  as  im 
the  present  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  andtakes  tho  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  •  if* 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels, 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  least  fifty  per  cent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

W.  LAM  Ei  ■  Ikve?  Tf  p  aud  PatbntikY 
41  Jefferson  street,  Albany, 
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THE    RAILROAD    RECORD. 


PROSSEK'8  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES. 

SAFE  FROM  KIVD  TO  END. 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATER    SUPPLY,    ACIDS,    ETC. 

SOI.K    T  M  P  O  R  T  ERS, 

PHOSSKKISi  PATENT  HO  It.  «•'  A  V  15  COIV- 
IHKNSKfit!*  for  high  pressure  atenm,with  sea  or 
other  bad  boiler  water,  gauges,  3-cutter  drills,  coun'er- 
links,  tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  whalebone,  brushes,  pall  lever  •wrenclias, 
tubes — plain  or  ennmejed,  e-crewed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Rollers.  THOS.  PROSSKR  &  SON. 
»7jan.  28  Piatt  Street,  New  York. 

II.  O.  LOBDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 

BUSH&LOBDELL, 

Wilmington  -------  B>ela.wure 

MANUFACTURERS   OF 
AND 


For  E.  E.  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Extmt 

FOR   THEIE 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR    WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered   or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 

Most  Reasonable  Terms. 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

JL  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged,  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices ;  Rates 
cf  Foreign  and  Domestic  Letter  Postage;  Pates  of 

.  Printed  Matter \  Transient  and-  Regular;  Abstract 
of  t?ie  Laws  and  Regulations  of  the  Post- Office  De- 
partment, <Cc.,  efce. 

COMPILED    BY   K.   PENROSE   JONES, 
Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Ceaats. 

BEAD  THE   FOLLOWING  CERTIFICATE, 

U.S.  Blank  Aokncv,  Cincinnati  Post-Office,) 
January,  1859.  \ 
This  work  has  been  carefully  compiled  and  corrected  by 
E.  Penrose  Joneb,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  0.,  from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  most  complete  list  of  Pnst- 
©ffices,  especially  of  the  Western,  North- Western,  and 
South-Western  States,  yet  published. 

MAI1L0N  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  dbc.^for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  about  lf)0  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
piler is  promptly  advised  of  all  JVeio  Offices,  Cliangcs  ard 
Regulations  of  the  Department,  the  information  is  corractsd 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Observe,  That  this  list  is  arranged  by  States  and  Conn- 
*e«,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  185(3.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

Jr~p  Single  copies  sent  by  mail  (postage  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Posiage  Stamps.  Vive  Copies  sent  for  31*00)  or  Twelve 
Copies  for  $2.iK. 

Addreafc,  C.  S.  WILL  HAMS, 

194  Walnut  Street. 
JUr.ttlO  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WW,  SUMNER  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICES: 
Louisville,  Ky„  Columbus,  0., 

Lafayette,  lnd.,  Dayton,  O., 

Indianapolis,  lnd.,  Zanesvilte,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  anew  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  Btitch,  being  al.ee  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams.,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

lC?Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehlS. WM.  SUMNER  &:  CO. 

1*yf\f\  Kegs  No.  1  Railroad  Spikes,  5J  by  9-16th 
■  fciW    Corby,  Gossin  &  Co.'s  make,  for  sale  very 
low  by  TRABER  &  AUBERY, 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRoTT 

172  Mm  Street,  bet.  ith  and  5th, 
CINCINNATI,  O. 
SoleManufacturers  of  McOowan'  s  I>«uble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine' 

WOULD  respeafullyinvlte 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners,  and  the  put 
lie  generally  to  these  Pumps* 
as  the  bestPumpnowin  u»e 
and  acknowledged  by  all  wLo 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  noi 
likely  to  get  out  of  order;  we  I* 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Distillt 
ries,     Breweries,    Furnaces 
Mines,  Rolling  Mill^,  Pape 
Mills,  Factories,  Wells,  Cia 
Lerns.SC  aitionary  File  Engines, Garden  Engines  and  1^ 
all  purposes  where  a  Pump  can  be  used.    Also, for  for- 
cing  a  large  body  of  water  to  a  great  height  or  distance 
rapidly. 

Also,  McGowan  sPatentBall  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses .  &c  Hose  Couplins 
Lead, Cop  per  and  Gas  Pipe  furnished  althe  1c  west  ma  • 
feel  prices. 

Full»ml  perfect  atisfactionguaranteedin  allcases, 
when  properly  put  up  according;  to  directions. 

Orders  thankfully  received  an  dp  roroptly  filled  at  the 

shortest  notice. 

SILVER    AlEDAu       (The  highest    prize)  awarded 

eee  pumps  andSteam  Pai  mping  Engine  atth    late  Fa 

Ohio  UeehanicsMnsLitule  June,  .8,  1855 — ] 


Street  and  Other  Railroad  Iron. 

WOOD,  MORBELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,  ib.6. 

"FREEDOM  IRON  COMPANY," 

MANUFACTUTERS  OP 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Leivistown,  Milflin  Co.,  Penn. 

JOHN  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pip  Iron,  refined  with  Charcoal  in  the  old-fashionei 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  i» 
hammered.  Tlie  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  Jnnt^t. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp..  7  00  a.m. 

Mail 9.00  a.  M. 

New  York  Exp. .11.15  a.  h. 
Night  Exp 5.00  p.  M. 


Arr.  Buffalo.  Arr.  B.  Br. 

7  00  p.  M.  7  00  p.  K. 

12.50  a.  M.    

9.00  p.  m  9.00  p.  K. 

4.00  i.  »:.  4.00  a.  H. 


Utica  Accom'n..  6  no  p.  st.    Ar.  IT.  10.00  p.  p.. 


N.  Y.Mail 11.13  p.  M. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 

Mail _ 

Cleveland  Exp..  G.CO  p.  M. 
Cincinnati  Exp. 11.00  p.  H. 
Utica  Accom'n.. 


10  (I     ... .  M.    10.00  A,  Mj 
Leave  Bridge.    Ar.  Alb'y 


5. 15  a 

M. 

3.30  p.  K. 

8.00  a. 

K. 

8.00  p.  m. 
3.30  p.  u. 
4.40  i,  H. 

6.00  p. 

H. 

11.00  p 

M 

8.30  a.  X. 

10.00  A. 

CINCINNATI 

LOCOMOTIVE  WORKS. 


Theundersigned  are  prepared  to  furnish Locomotiv 
equal  in  efficiency  and  durability  to  the  best  Eastern 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  kinds  of  heavy 
forgingandcastingdoneat  short  notice.  Also,  bolt  sf  or 
bridgetcu    withdispatch. 

MOORE  &  RICBARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Tisitors  appointed  by  the 
State,  is  underthe  superintendence  of  Col.  E.  "W  . 
MORGAN)  a  distinguished  graduate  0|  West  Point 

and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathemalics,  Mechanics,  Ma 
chines, Construction.  Agricultural  c'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accompaniedby  daily  and 
regulated  exercise. 

Schools  of  Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui  t 
time  means,  and  object  of  Professional  preparation,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  $302 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  **  Military  Institute 
Franklin  Springs,  Ky.,"  or  theundersigned. 

P.  DUDLEY. 
President  of  th   Board 
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E.  D   MANSFIELD, 
T.  WHIGHTSOK, 


Editors. 


CINCINNATI: 
Thursday  TOoniing,   Aprils.  1SG0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WKIGHTSON  &  CO. 
OFFICE -No.  167    Walnut    Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s-  6d.  ($3)  payable  in 
advance. 


ADVERTISEMENTS. 

X  square  is  the  space  occupied  by  ten  lints  of  Nonpareil. 

One  square,  single  insertion, SI  00 

"        "        per  month, 3  00 

"        "        six  months, 12  0(1 

44       41       per  annum 20  00 

"     column,  single  insertion, 5  00 

"        "        per  month, :....  10  00 

;"        "        six  months, 40  00 

'■        "        peiannum, 80  00 

■'    page,  single  insertion, 15  00 

t'4        ••        permonth 25  00 

"        ■*         six  months, 110  00 

44        "        per  annum 200  00 

E  Cards  not  exceeding  four  lines,  $5,00  per  annum. 


THE  LAW   01'  NEWSPAPERS; 
If  subscribers   order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGHTSON  &  CO., 
Publishers  and  Proprietors. 

iry  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  AnvKllTlsERs. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


Grand  Tronk  Railway  or  Can 
KENT. — The  Traffic  receipts  of  the  G 
of  Canada  for  the  week  ending  March 
follows : 

Local  Passengers. .- 

Foreign     do.         

Emigrants 

Mails,  Express,  etc 

Local  Freight  and  Live  Stock  (Tons) 

"    Timber  and  Lumber;  012,7544  ft. 

44     Firewood,  1.970    cords 

Foreign  Freight  and  Live  Stock 


Audit  Depakt- 
rand  Trunk  Railroad 
17,  1860,  have  been  as 

No.  Amount. 

11,654       $10,948  73 
1,638  3,799  61 


Total 

Week  ending  March  12,  1859., 


10.15:1} 
2.C93} 
2,958 
2.75 1  J- 
Miles. 
9711 
880 

90 


2.896  11 
29,746  84J 
4.266  57 
2,006  80 
11,257  11 


$79,915  67J 
47,565  5H 


Increase 90         813,350  16 

Total    traffic  from  July   1,    1859,  to 

date $1,980,871  584 

Total  for  same  period  last  year 1.610,320  66 

J.  HARDMAN,  Auditor. 
Montreal,  March  17,  I860. 

-»«*• 

The  traffic  receipts  of  the  Great  Western  Railway  of  Can 
ada  for  the  week  ending  March  23,  1860,  have  been  as 
follows : 

Prom  Passengers $18,797  n7J 

44    Freight  and  Live  Stock 23,897  014 

44    Mails  and  Sundries 1,349  124 

Total $44,404  014 

Corresponding  week  of  last  year 38,46U  364 


Increase 55,574  65 

II    SHACKELL,  Auditor. 
Audit  OrricE,  Hamilton. 


Michigan  Central. — This  road  -was  to  pay 
on  Tuesday,  §467,000  principal  and  $179,320 
interest  on  their  bonded  debt.  Bonds  to  the 
amount  of  $525,000  mature  in  October,  being 
the  last  which  becomes  due  until  18(19. 


SPRING  ARRANGEMENTS  OF  RAIL- 
ROADS-NEW ROUTES. 

The  Gulf  of  Mexico  is  at  length  connected, 
by  a  direct  route,  with  the  cities  of  the  Ohio 
Valley.  This  is  a  new  era  in  the  progress  of 
the  railroad  system;  and  one  too  of  great  im- 
portance. Railroad  Conventions  have  been 
held  in  Louisville,  Buffalo  and  New  York,  with 
a  view  to  arrange  routes,  which  shall  traverse 
the  whole  of  the  United  States.  The  great 
difficulty  of  these  conventions  was  to  arrange 
the  Time  Table  from  New  Orleans  to  Now 
York!  What  a  revolution  does  this  suggest! 
But  fifty  years  since,  no  produce  could  be 
moved  to  New  Orleans,  but  by  flat  boats,  and 
keel  boats.  The  former  was  called  an  ark,  and 
was  just  pine  boards  nailed  together,  top,  bot- 
tom and  sides,  with  some  joints  to  keep  them 
together.  The  keel  boat  was  a  finer  and  more 
elaborate  piece  of  work.  It  was  a  long  strong 
boat  with  a  keel,  and  sometimes  a  deck.  This 
boat  was  fitted  with  poles,  so  that  men  walking 
along  its  sides,  and  putting  the  poles  to  their 
shoulders  could  propel  the  boat  along  in  low 
water.  It  is  obvious,  that  this  wa3  quite  an 
advance  in  river  architecture,  but  it  is  also 
plain,  that  it  would  not  do  in  high  water,  so 
far  as  going  up  stream  was  concerned.  In 
low  water,  however,  it  was  an  admirable  ar- 
rangement. But  with  the  best  of  these  boats, 
the  voyage  required  months.  It  was  much 
more  difficult  than  a  voyage  to  Europe  now. 
It  was  more  like  a  voyage  to  China.  Next 
came  Steamboats,  and  they  continued  to  grow, 
and  improve  for  many  years.  For  the  last 
ten  ygars,  however,  their  importance  on  the 
Western  waters  has  begun  to  diminish,  and 
they  are  ni  longer  of  the  same  relative  impor- 
tance, that  they  were,  nor  can  they  be;  for 
the  railroads  are  more  and  more  encroaching 
upon  their  province,  and  although  steamboats 
may  carry  products  cheaper,  and  be  in  many 
respects  more  convenient,  yet  the  superior 
rapidity  of  railroad  cars,  gradually  overcomes 
all  competition.  There  are  places,  however, 
such  as  the  great  axis  of  the  Mississippi  river, 
where  it  would  seem  that  no  successful  compe- 
tition could  exist  to  steamboats;  and  yet,  we 
think  their  business  will  sensibly  decline,  as 
roads  parrallel  to  the  axis  of  the  Mississippi 
are  gradually  made.  At  present  there  will  be 
but  one,  the  Ohio  and  Mobile.  The  position 
of  this  road  is  such,  as  to  give  it  immense  ad- 
vantage, and  we  shall  be  disappointed,  if  it 
does  not  become  a  work  not  only  of  importance 
but  of  profit.  This  will  form  part  of  the  line 
which  is  now  to  connect  Cincinnati  and  New  Or- 
leans, we  may  here  say,  that  there  is  yet  one 
small  link  wanting,  viz :  20  miles  from  Cairo 
to  Columbus,  (Ky. )  This  is  the  northern  end 
of  the  Ohio  and  Mobile  Road,  which  is  not  yet 
completed.  The  work  is  delayed  there  by 
some  natural  difficulties  of  location. 

The  road  from  Cincinnati  to  New  Orleans, 
1  is  now  composed  of  the  following  parts,  viz: 


1.  The  Ohio  and  Mississippi. 

2.  The  Illinois  Central  to  Cairo. 

3.  The  Ohio  and  Mobile,  from  Columbus, 
(Ky.)  to  Jackson. 

4.  The  Mississippi  Central  and  Tennessee, 
from  Jackson  to  Grand  Junction. 

5.  The  Mississippi  Central,  from  Grand 
Junction  to  Canton. 

6.  The  New  Orleans  and  Great  Northern, 
from  Grand  Junction  to  New  Orleans 

This  is  not  a  straight  line  by  any  means, 
but,  it  is  practically  a  direct  line,  when  we 
consider,  that  no  part  of  it  except  the  South- 
ern or  New  Orleans  end  was  constructed  for 
that  purpose.     The  distances  are  as  follows : 

Miles. 

Cincinnati  to  Sandoval 279 

Sandoval  to  Cairo  118 

Cairo  to  Columbus  (steamboat) 20 

Columbus  to  Jackson 87 

Jackson  to  Grand  Junction 50 

Grand  Junction  to  Canton 190 

Canton  to  New  Orleans 206 

Aggregate 950 

This  distance  is  to  be  performed,  (by  the 
Time  Table,)  in  52  hours,  which  is  a  little  short 
of  20  miles  per  hour  on  the  whole  distance. 
When  the  20  miles  of  steamboating  is  absorbed, 
and  the  roads  ballasted,  and  put  in  perfect  or- 
der, this  time  may  be  easily  reduced  to  forty 
hours,  and  so  it  ought  to  be.  Comparing  this 
route  with  the  one  which  will  be  ultimately 
adopted,  as  a  through  line  from  Cincinnati,  we 
find  the  following  facts: 

1.  That  the  straight  line  distance  Irom  Cin- 
cinnati to  New  Orleans,  is  730  miles. 

2.  That  the  more  direct  route  is  through 
Nashville. 

3.  That  the  direct  starting  point  would  be 

from  Cincinnati  to  Frankfort,  and  Nashville. 

Looking  to  these  facts  another  line  might  be 

formed  thus: 

Miles. 

Cincinnati  to  Louisville  (as  at  present) 1?6 

Louisville  to  Nashville 184 

Nashville  to  Stevenson 113 

Stevenson  to  Grand  Junction 219 

Grand  Junction  to  New  Orleans  (as before) 396 

Aggregate 1048 

But  this  route  we  see  is  98  miles  further  than 
the  other.  Without  a  new  road  direct  from 
Nashville  to  Alabama,  in  a  south  west  direc- 
tion, no  more  direct  route  can  be  made  than  is 
now  made,  by  the  Ohio  and  Mobile  road.  This 
also,  will  be  much  more  direct,  when  the  Mo- 
bile road  is  completed,  making  an  almost 
straight  line  to  Mobile,  and  a  very  direct 
branch  to  New  Orleans. 

The  old  three  months  voyage  of  the  keel  boat 
was  brought  down  to  ten  days,  by  the  steam- 
boat, and  now  the  ten  days  is  brought  down 
to  two  !  there  is  hardly  any  need  of  a  telegraph, 
in  such  a  day  of  locomotion.  One  can  accom- 
plish little  by  telegraph,  which  he  can  not  do 
in  person.  The  cities  of  this  American  Con- 
tinent will  be  bound  together  with  such  cords, 
as  nothing  can  separate. 

One  other  improved  route  we  may  mention; 
we  understand,  that  the  link  of  the  Marietta 
Road  which  is  to  connect  with  Parkersburg  is 
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about  finished.  This  will  make  a  great  differ- 
ence in  that  route.  It  will  be  easier,  cheaper, 
and  more  rapid.  Indeed,  under  the  new  ar- 
rangements on  the  Northern  Eoads,  and  the 
new  facilities  of  the  Marietta,  we  do  not  see, 
why  the  Parkersburg  route  is  not  the  best  one, 
even  to  New  York.  It  certainly  is  to  Baltimore 
and  Philadelphia. 

There  is  another  that  should  be  mentioned. 
It  is  not  only  convenient,  but  essentially  neces- 
sary for  the  roads  running  out  of  Cincinnati 
to  have  more  accommodation  trains.  There  is 
no  road  that  has  yet  succeeded  in  being  very 
profitable,  by  getting  along  without  local  trains, 
and  although  the  roads,  which  occupy  the 
Miami  Valley  have  advantages  superior  to  any 
other  in  the  country,  yet,  we  shall  not  believe 
they  will  continue  profitable  till  they  adopt  the 
permanent  policy  of  local  and  parcels  trains. 
A  dozen  roads  out  of  Boston  are  profitable, 
only  because,  they  had  the  good  sense  to  see, 
that  by  accommodating  the  public,  the  public 
favor  and  custom  is  gained. 


BALTIMOEE  AND  OHIO  RAILROAD. 

editors'   jtjbelee. 

In  our  last  paper  we  made  a  brief  notice  of 
the  proposed  editorial  excursion  over  the 
Baltimore  and  Ohio  Railroad  and  its  con- 
necting roads.  This  affair  has  now  assumed 
a  definite  shape,  and  promises  to  be  one  of  the 
grandest  excursions  that  has  yet  taken  place. 
Upwards  of  forty  roads  connecting  with  the 
Baltimore  and  Ohio,  join  in  the  invitation, 
which  has  already  been  extended  to  the  edi- 
tors of  more  than  twelve  hundred  newspa- 
pers. 

With  a  liberality  peculiar  to  the  managers 
of  these  lines,  the  invitation  extends  over  a 
period  of  too  months,  thus  affording  all  invit- 
ed an  opportunity  of  visiting  the  national 
Metropolis,  and  the  Tomb  of  Washington. 

To  afford  a  better  idea  of  the  scope  of  this 
invitation,  we  append  the  following  extracts 
from  an  advance  copy  of  the  circulars  of  invi- 
tation which  are  now  about  to  be  issued : 

u  Sir:— Recognizing  the  services  which  the  Press  of 
the  "Western  States  have  rendered  in  advancing  the  railway 
interests  of  the  country — and  desiring  to  enable  them  to 
judge,  by  personal  inspection,  of  the  advantages  of  this 
route  between  the  East  and  West,  (which  is  the  only  through 
line  direct  to  Washington,) — the  Baltimore  and  Ohio  Kail- 
road  Company  and  its  connecting  lines  in  the  West,  wish 
you  to  accept  this  invitation  for  yourself  and  lady  to  visit 
the  Capital  of  the  Union  and  the  Home  and  Tomb  of  Wash- 
ington, (as  well  as  the  City  of  Baltimore,)  during  the  pres- 
ent session  of  Congress. 

"  You  will  observe  that  the  privileges  is  good  for  the  en- 
tire route   from to   Washington   City,    (and 

-Mount  Vernon,)  which  is  one  of  the  Eastern  termini  of 
thi3  road.  The  names  and  termini  of  the  connecting 
lines  West  of  us,  by  whose  courtesy  we  are  enabled  in 
part  to  offer  you  this  privilege,  may  be  found  on  the  next 
page  of  the  circular,  and  also'on  the  back  of  the  ticket  en- 
closed. 

"It  is  proposed' that,  as  far  as  possible,  all  who  accept 
our  invitation  shall  travel  over  the  Western  portions  of 
the  Baltimore  and  Ohio  Kailroad  by  daylight,  in  order  that 
they  may  more  fully  realize  the  grandeur  of  the  country 
through  which  it  runs,  as  well  as  the  success  with  which 
extraordina,y  natural  obstacles  have  been  overcunie  in 
building  this  solid  highway  through  the  passes  of  the  Alle- 
ganies." 

This  circular  also  explains  that  a  special 
train  will  leave  the  Ohio  river  on  Friday,  May 


4th,  for  such  of  the  guests  as  can  make  it  con- 
venient to  reach  Wheeling  at  that  time,  the 
Company  requiring  notice,  in  advance,  from 
them  to  that  effect.  The  circular  is  signed  by 
John  W.  Garrett,  President;  W.  P.  Smith, 
Master  of  Transportation;  L.  M.  Cole,  General 
Ticket  Agent;  and  E.  F.  Fuller,  General 
Western  Agent,  connected  with  the  through 
passenger  business  of  the  line. 

On  the  back  of  the  circular  is  the  following 
agreement : 

"Jamcary,  1860. 
"  The  undersigned,  on  behalf  of  their  respective  Com- 
panies, hereby  agree  to  join  the  Baltimore  and  Ohio  Rail- 
road Compauv  in  the  tender  to  Western  Editors  of  a  Com- 
plimentary Ticket  to  visit  Washington  City  and  Baltimore, 
during  the  present  session  of  Congress  ;  and  the  circular 
of  invitation  issued  by  that  Company  for  its  own  line  and 
connections,  will  be  recognized  over  our  lines,  according 
to  the  plan  and  the  purpose  expressed  therein." 

This  is  signed  by  Messrs.  Jewett,  Wright, 
Orland,  Smith,  Clement,  Lord,  Bowler,  New- 
man, Morris,  Peck,  Griswold,  Sherlock,  Dur- 
and,  Gamble,  Crothers,  Arthur,  Lilly,  Bradley, 
Gill,  Ricker,  Rice,  Cruger,  Williams,  Jr., 
Blakesley,  Hayward,  Stockwell,  Jr.,  Barlow, 
Moulton,  McKissock,  Macy,  Brandt,  Jr.,  Lati- 
mer, Nelson,  Frost,  and  Tate,  representing 
nearly  forty  of  the  leading  railroad  connecting 
lines  of  the  West  and  Southwest,  and  also 
the  popular  mail  line  of  steamers  between 
Cincinnati,  Louisville  and  Memphis.  To  all 
this  is  added  the  signature  of  Joseph  Bryan, 
President  of  the  Washington  and  Mount  Ver- 
non Steamboat  Company,  who  has  generously 
offered  to  take  the  editors  to  visit  the  tomb  of 
Washington  while  sojourning  in  the  national 
metropolis.  Notwithstanding  the  full  list  of 
important  lines  embraced  in  the  above  enu- 
meration, a  note  is  appended  to  this  agreement 
to  the  following  effect: 

41  Besides  the  foregoing,  it  is  believed  that  several  others 
of  our  important  connecting  lines  will  cordially  j,oin  in  this 
invitation  and  recognize  the  enclosed  ticket.  Owing  to  the 
difficulty  of  our  conlen-ing  iu  person  with  the  officers  of 
some  of  the  lines  not  embraced  in  this  list,  their  names 
were  not  obtained  iu  time  for  our  purpose.1' 

It  will  be  seen  from  this  that  the  excursion 
will  be  no  half  way  affair;  but  one  in  every 
respect,  worthy  of  the  projectors.  There  is  a 
peculiar  fitness  in  it  too;  for  although  the 
Baltimore  and  Ohio  is  the  pioneer  road  in  this 
country,  having  been  undertaken,  we  believe 
at  a  time  when  there  was  not  a  mile  of  public 
railway  in  use  in  the  world,  it  is  only  recently 
that  the  tremendous  natural  obstacles  it  had 
to  contend  against,  have  been  completely 
overcome,  and  the  road  placed  in  perfect 
working  order.  For  a  long  time  after  its  open- 
ing, says  a  cotemporary,  the  temporary  en- 
gineering structures  and  the  rugged  unfinish- 
ed tunnels  formed  serious  obstacles  to  the 
prompt  and  satisfactory  working  of  trains,  and 
gave  more  or  less  alarm  and  dissatisfaction 
to  the  traveler.  Now,  however,  that  these 
difficulties  are  removed  by  a  thorough  and 
solid  arching  of  every  tunnel,  and  by  the 
erection  of  splendid  iron  bridges  and  other 
massive  and  durable  structures,  the  road 
presents,  in  addition  to  its  attractive  scenery 


and  careful  management  every  inducement 
for  a  much  extended  travel,  between  the  East 
and  West. 


SOCIAL    STATISTICS. 

The  following  is  the  statement  of  the  New  Structures, 
returner,  to  the  Commissioner  of  Statistics,  for  the  year 
ending  July  1,  1859,  for  the  State  of  Ohio.  The  total 
number  in  the  State  is  9,001) ;  of  which  about  two-thirds 
(6,000)  are  dwelling  houses;  the  residue  are  stores  and 
barns.  The  number  is  not  quite  so  great  as  in  ISa"-"^, 
when  there  were  over  10,000  erected. 

OF    I\'EW    STRUCTURES  AND     THEIE   TALTTE. 


Counties. 


,1 
£1 


Adams 

Allen 

Ashland 

Ashtabula i 

Athens 

Auglaize 

Belmont 

Brown 

Butler 

Carroll 

Champaign 

Clark 

Clermont . 

Clinton . ..**.. . 
Columbiana. ... 

Coshocton 

Crawford 

Cuyahoga 

Darke. 

Defiance 

Delaware 

Erie 

Fairfield 

Fayette 

Franklin 

Fulton 

Gallia 

Geauga... , 

Greene 

Guernsey 

Hamilton 

Hancock 

Hardin 

Harrison 

Henry 

Highland 

Hocking- 

Holmes 

Huron 

Jackson 

Jefferson 

Knox 

Lake 

Lawrence  ... .. 

Licking 

Logan 

Lorain 

Lucas 

Madison 

Mahoning 

Marion 

Medina 

Meigs 

Mercer 

Miami 

Monroe 

Montgomery... 

Morgan 

MorrniV 

Muskingum  ... 

Noble 

Ottawa 

Paulding 

Perry 

Pickaway 

Pike 

Portage 

Preble  

Putnam 

Hichlaud 

Boss , 

Sandusky 

Scioto 

Senrca 

Shelby 

Stark 

Summit 

Trumbull 

Tuscarawas  ... 

Union   

Van  Wert 

Vinton 

Warren 

Washington... 

Wayne 

Williams 

Wood 

Wyandot. 


14 
I  Oil 
116 
105 

24 


> 
go. 655 
24.485 
30,128 
25,1'50 

7,325 


98        75  377 
64        27.U23 


34 

91 
118 
152 

92 
135 

61 


333 
12S 

75 
119 
29 

10G 

72 
205 
103 

71 

80 
170 

35 
683  1 

46 


84 
133 
54 

50 

86 
31 

114 
149 
135 
219 

36 
194 

74 
106 
113 

85 

40 

263 

6S 

109 


44 
2 

59 
76 
57 

107 
109 

46 
180 

71 
256 


9.050 
52.370 
61,430 
57.9:10 
40.700 
38,900 
20,810 
76,065 

17t*,590 
33,000 
14,900 
68,320 
7.325 
44.550 
33.895 

122.203 
19,800 
26.285 
16.425 
64,385 
12.985 
,049,256 

'  9,597 


51 

27 


ISO 
101 


92 
93 


9  340 

6. 832 

42.800 

51,890 

28,865 

15.665 

30,734 


8-20,487 
3,100 
3,120 


1.7.5.1 
4,000 


5,457 

30.'o75 
25,640 
16,4'JO 
20,980 

53,974 
11.505 
59.543 

47,020 
38,715 
72,970 
14,410 
79,176 
25,760 
23.350 
33,078 

45,402 
12.600 
172.385 
16,025 
35,165 

10.260 
44  ,"80 
700 
12.9S5 
43,135 
16,457 
24,840 
41.480 
13.155 
61,714 
31.7511 
168,115 

59  J  75 
31,893 


131  51,874  6 
71  20,970  13 
109        31.215        2 


4,200 
1,140 


4.600 

'  1,707 

'  2.925 
1,475 

T,535 

"3/275 

"2.478 


1,525 


2,8-0 
4,525 


4.900 
3,250 


ll/'OO 
300. 
450 

1.395 
2,(30 

3,130 
1,550 
3.540 
2,500 
3,HO0 

650 
2,240 

900 

'2.825 


2.500 
2,584 
1,958 
600 
3,500 

3,551 


3.403 

3,915 

925 


],6ill 
10.500 
4,075 


4    $3,506 


5      4,500 


1       2,000 


3  1,800 
1  5,00t> 
1       1,808 


*  Schools  and  Churches  $13,050. 


1,000 
900 


3,600 

500 

8.000 

1,500 


6     23.000 


THE    RAILROAD    RECORD. 


75 


INSURANCE   BUSINESS. 

We  are  indebted  to  Wm.  Barnes,  Esq.,  Su- 
perintendent of  the  Insurance  Department  of 
New  York,  for  the  first  annual  report  of  his 
department,  made  to  the  Legislature  of  that 
State,  on  the  1st  of  March. 

This  is  a  document  of  great  interest,  not 
only  to  underwriters,  but  to  the  public  at  large, 
as  it  discloses  pretty  fully  the  operations  and 
financial  condition  of  a  business,  which  in  a 
few  years  has  grown  to  colossal  proportions, 
and  upon  which  all  departments  of  trade  great- 
ly depend. 

The  Legislature  of  New  York  in  April  last, 
established  in  that  State  a  separate  and  dis- 
tinct Department,  charged  with  the  execution 
of  the  laws  relating  to  Insurance.  This  De. 
partment  was  organized  in  January,  1860,  and 
the  report  before  us  is  the  first  fruits  of  this 
organization. 

The  whole  number  of  Joint  Stock  Fire  In- 
surance Companies,  organized  under  the  laws 
of  New  York,  is  ninety-six,  with  an  aggregate 
cash  capital  of  $20,007,000.  No  less  than  six- 
ty two  of  the  companies  have  been  organized 
since  January,  1852,  and  ten  of  them  with  a 
capital  of  $1,900,000  within  the  past  year !  and 
all,  with  the  exception  of  four,  are  located  in 
New  York  and  Brooklyn.  In  addition  to  the 
joint  stock  companies,  there  are  twenty-eight 
mutual  fire  insurance  companies  with  a  capi- 
tal of  $4,793,506,  and  cash  items  of  $161,802, 
and  total  assets  exclusive  of  premium  notes 
only  $527,852.  In  regard  to  the  mutuals,  the 
Superintendent  says  that  "tb?ir  number  is  be- 
ing gradually  reduced,  and  this  reduction  will 
probably  continue  during  the  current  year, 
judging  from  the  meagre  returns  of  several 
companies."  The  truth  is,  that  however  sound 
in  theory  the  mutual  system  may  be,  in  prac- 
tice it  is  found  "deceptive  and  unsound." 

In  addition  to  the  fire  companies,  there  are 
fourteen  companies  doing  exclusively  a  ma- 
rine and  inland  business,  all  located  in  New 
York,  except  one  at  Buffalo,  and  eight  com- 
panies engaged  exclusively  in  life  insurance, 
and  all  belonging  to  New  York. 

The  aggregate  amount  of  the  year's  premiums 
received  during  the  year,  by  all  the  Fire,  Ma- 
rine, and  Life  Insurance  Companies  of  New 
York,  exclusive  of  the  mutual  fire  companies, 
reach  the  enormous  sum  of  $22,343,176.  The 
cash  premiums  received  same  time,  by  the 
mutual  fire  insurance  companies,  amounted  to 
$194,403,  and  the  premium  notes  to  $1,419,446. 
During  the  same  period,  there  was  received  by 
the  agencies  of  the  foreign  Companies,  the  sum 
of  $1,360,512.  Making  the  enormous  aggre- 
gate of  $25,317,537  paid  by  the  State  of  New 
York  alone  for  insurance  premiums.  Yet  but 
comparatively  few  companies  made  more  than 
expenses  and  a  fair  dividend  on  their  capital, 
and  many  did  not  make  even  that  much. 

In  view  of  these  facts,  we  think  it  quite  time 
to  see  if  some  legislative  aid  can  not  be  called 


in,  whereby  a  better  and  safer  mode  of  build- 
ing shall  be  adopted,  and  a  stop  put  to  a  por- 
tion of  this  great  waste  of  a  nation  s  wealth 
which  is  greater  in  many  other  States  than  in 
New  York,  in  proportion  to  the  business.  In 
Europe  the  loss  by  fire  is  not  a  tithe  to  what 
it  is  in  this  country. 

As  Mr.  Barnes'  report  contains  much  valua- 
ble information  that  should  be  placed  before 
the  public,  we  shall  make  no  apology  for  re- 
turning to  this  subject  whenever  our  columns 
will  admit  of  it. 


[For  the  Railroad  Record.] 

Cincinnati,  April  2,  1860. 
Messrs.  Editors  : 

I  enclose  you  a  slip  from  the  American 
Railway  Review,  which,  I  hope,  you  will  in- 
sert in  the  next  Record.  And  I  wish  what  I 
have  to  say  here  also  to  go  with  the  other. 

I  now  have  a  railroad  bridge  beyond  a  sin- 
gle doubt,  and  a  bridge  that  will  bear  every 
pound — and  more  too — that  this  Desjardins 
one  will  bear — made  after  my  plan.  I  will 
put  up  at  the  same  place  for  $40  per  foot,  or 
$2,640— making  a  difference  of  $263  03  per 
foot,  or  $17,360  for  the  job.  And  before  my 
bridge  is  moved  from  the  factory,  I  will  test 
it,  and  it  shall  bear  the  test  even  claimed  for 
this  wonder  of  waste  and  extravagance.  This 
Desjardins  one,  I  discover,  weighs  107 J  tons. 
Mine,  9  tons  1700  lbs.  But  that  is  English, 
made  with  English  money.  Mine  American, 
and  made  as  best  we  can. 
Very  truly  yours, 

Thos.  W.  H.  Moselet. 

THE    DESJARDINS   BRIDGE   TESTED. 

Yesterday  morning,  the  Chief  Engineer  of 
the  Great  Western  Railway.  George  Lowe 
Reid,  Esq.,  in  company  with  Mr.  Brydges,  Mr. 
Bacher,  Mr.  Reynolds,  and  Mr.  Gates,  Direc- 
tors, and  a  number  of  citizens,  proceeded  bv  a 
special  train  to  the  new  bridge  which  has  just 
been  erected  over  the  Desjardins  Canal,  for 
the  purpose  of  testing  its  stability  and  trust- 
worthiness. The  test,  we  are  happy  to  say, 
was  of  the  most  satisfactory  and  unmistakable 
character,  leaving  no  room  for  doubt  that  the 
bridge  is  as  strong  as  it  is  possible  to  make 
such  a  structure,  and  capable  of  bearing  a 
weight  six  times  heavier  than  possibly  can  be 
put  upon  it  at  one  time.  Two  of  the  heaviest 
freight  engines  in  the  Company's  service,  the 
"Titan,"  and  "Pollux,"  were  selected  to  test 
the  bridge.  These  engines,  with  their  tenders, 
fully  equipped,  weigh  upwards  of  one  hundred 
tons,  and  though  the  bearings  at  the  ends  of 
the  bridge  were  only  temporarily  adjusted,  the 
deflection  was  only  three-tenths  of  an  inch. 
When  every  thing  is  properly  finished  up,  in 
ordinary  trains  there  will  be  no  perceptible 
deflection  in  the  bridge  at  all,  such  is  its  im- 
mense strength.  The  following  is  a  general 
description  of  it : 

"The  bridge  consists  of  two  tubular  girders 
of  wrought  iron — the  line  of  railway  passing 
between  them — -supported  by  wrought  iron 
floor  beams,  which  rest  on  the  bottom  flanges 
of  the  girder.  Its  clear  span  is  66  feet.  The 
girders  are  nine  feet  in  height  over  the  turn- 
|  table,  3J  feet  at  their  extremities,  and  2  feet 
in  width,  having  double  webs  of  solid  plates 


connecting  the  top  and  bottom  flanges.  The 
weight  of  the  girders  and  floor  beams  is  62J 
tons,  that  of  the  turn-table  and  gearing  30 
tons,  and  the  flooring,  etc.,  15  tons,  making 
in  all  1 07 A  tons.  The  flooring  is  composed  of 
3i  inch  oak  plank,  laid  crosswise,  in  prefer- 
ence to  iron  which  is  generally  used  ;  this  is 
brought  up  flush  with  the  rail,  so  that  if  a  train 
should  happen  to  get  off  the  track  while  on 
the  bridge  there  would  be  no  fall  from  the  rail 
to  the  floor,  which  is  amply  strong  enough  to 
support  the  weight  of  an  engine  or  train.  The 
heaviest  load  that  can  ever  be  brought  to  bear 
upon  the  bridge  at  any  one  time,  will  only 
strain  the  girders  to  the  extent  of  3J  tons  per 
square  inch,  while  their  breaking  strain  is  20 
tons  per  square  inchTor  six  times  the  amount 
of  pressure  which  it  is  possible  to  bring  upon 
them.  The  cost  of  the  structure  will  be  nearly 
$20,000.  (?. )  The  iron  work  was  manufactur- 
ed by  the  Messss.  Fairbairn  &  Son,  of  Man- 
chester, England,  who  sent  out  with  it  one  of 
their  most  trustworthy  foremen,  Mr.  Lambert, 
to  superintend  its  putting  up." — Spectator, 
Hamilton,  Canada  West. 


Railroad  Decision. — The  decision  of  the 
Supreme  Court  of  Ohio,  in  the  case  of  the  Col- 
umbus, Piqua  &  Indiana  Railroad,  (from  an 
appeal  from  the  Common  Please  of  Franklin 
County,)  was  upon  tne  following  points: 

1st.  That  under  the  general  powers  the  cor- 
poration had  no  power  to  alienate  the  franchise 
to  be  a  corporation,  or  the  franchise  to  con- 
struct and  maintain  a  railroad,  and  receive 
compensation  for  the  transportation  of  persons 
and  property,  nor  any  interest  in  real  estate 
acquired  and  held  solely  and  exclusively  for 
the  purpose  of  the  exercise  of  such  franchise. 

2d.  That  after  the  railroad  has  been  con- 
structed and  prepared  for  use,  things  requisite 
for  that  use,  such  ae  locomotives,  cars  and  the 
like,  not  fixed  to  the  land,  being  acquired  by 
the  corporation,  are  to  be  regarded  as  personal 
property,  subject  to  alienation  and  liable  for 
debts. 

3d.  That  the  corporation  could  not  make  a 
mortgage  of  any  property,  such  as  the  above 
described,  to  be  subsequently  acquired,  so  as 
to  give  it  validity,  in  other  manner,  or  to  a 
greater  extent  than  an  individual  owner  of 
personal  property. 

It  was  decided  that  the  sale  of  the  bonds 
at  a  discount,  did  not  invalidate  the  mort- 
gages. 

The  judgment  of  the  Franklin  Common  Pleas 
was  reversed. 


figg"*  The  earnings  of  the  Great  Western 
Railway  for  the  week  ending  March  30,  showed 
an  increase  of  $5,845  07. 

• **at> 

The  Charleston  Convention. — The  follow- 
ing are  the  half-fare  rates  to  the  Charleston 
Convention  by  the  Baltimore  and  Ohio  Rail- 
railroad  aud  its  connections,  from  the  various 
points  named.  Persons  purchasing  through 
tickets  will  be  furnished  with  return  coupons 
free: 

Fare  From  St.  Louis. $46  55 

*'  Louisviile 38  ]5 

"  Chicago 40  15 

"  Cleveland 34  40 

"  Indianapolis 37  15 

"  Cincinnati 36  00 

"  Columbus 33  15 

"  Dajton 34  90 

Tickets  for  the  round  trip  from  Cincinnati 
may  be  had  the  office  of  the  Marietta  Road, 
in  the  Burnet  House,  and  at  the  other  railroad 
offices  about  the  city. 
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EAILEOADS  IN  TENNESSEE. 

EAST   TENNESSEE    AND    GEORGIA. 

This  road  occupies  a  peculiar  position.  I' 
seems  to  be  a  connecting  link  between  two 
great  systems  of  roads  on  the  North-east  and 
on  the  South-west — connecting  a  great  family 
of  roads  from  Boston,  New  York,  Philadel- 
phia, Baltimore,  Washington,  Richmond,  Nor- 
folk and  Petersburg,  on  the  North  east  Atlan- 
tic, at  Lynchburg,  Virginia.  Their  entire 
traffic,  in  freight  and  travel,  must  pass  over 
this  road  to  the  South  and  West ;  branching 
off  at  Cleaveland,  it  connects  with  Chattanoo- 
ga, and  through  the  Nashville  and  Chatta- 
nooga Railroad,  connects  with  all  middle  and 
north-western  Tennessee,  and  southern  Ken- 
tucky; and  through  the  Memphis  and  Char- 
leston, at  same  point,  it  connects  with  north 
Alabama,  north  Mississippi,  and  south-western 
Tennessee,  carrying  a  very  large  travel  to  New 
Orleans,  Memphis,  and  the  whole  southern 
portion  of  the  Mississippi  Valley.  The  south- 
ern branch  of  this  road,  from  Cleaveland  con- 
nects at  Dalton,  Ga.,  with  the  Western  and 
Atlantic  Railroad,  and  through  it  with  Char- 
leston, Augusta,  Savannah,  and  Montgomery, 
and  must  become  the  great  thoroughfare  for 
the  travel  and  trade  of  all  Georgia,  Middle 
and  South  Alabama,  and  Florida,  making  an 
outlet  to  the  north-eastern  Atlantic  States  and 
cities.  It  is  the  connecting  link  of  a  great 
funnel  of  roads  connecting  at  each  end  of  it, 
giving  the  people  of  East  Tennessee  an  outlet 
in  all  directions,  and  developing  the  vast  nat- 
ural resources  of  that  portion  of  the  State  so 
long  compelled  to  be  dormant  for  the  want  of 
means  of  transportation  to  the  sea  cost;  it  is 
one  of  the  links  in  the  great  central  chain  of 
roads  connecting  the  North-east  Atlantic 
States  and  cities  with  the  agricultural  regions 
of  the  Mississippi  Valley  and  Gulf  States,  is 
rapidly  becoming  one  of  the  great  highways 
of  the  nation. 

It  is  one  of  the  most  permanently  construct- 
ed and  economically  operated  roads  in  the 
State. 

Total  amount  capital  stock  paid  in 81,270, 652  82 

Amount  of  State  aid  granted  to  roadway l.Ofiii.OliU  no 

•>  '•        ••  ••  bridgSs 1(10,0110  110 

Funded  debt  due  on  State  Bonds 1,070,000  00 

Funded  debt  due  to  others  than  the  State 050.000  00 

Amount  of  floating  debt 200,000  110 

Cost  of  road 3,637,360  99 

Receipts  from  Passengers $174,475  8( 

■'  •'     Freights 122.242  25 

"  "     All  other  sources...       22,000  0(1 

318,718  06 

Total  expenditures 131,151  76 

Netr  weipts 187,566  36 

Total  length  of  road 140  miles. 

Cost  of  road  per  mile 325,981  20 

Weight  of  rail  per  lineal  yard  on  main 

line 57  pounds. 

Number  of  tons  per  mile  on  mainline.    100  [new. 

Maximum  grade  on  main  line 36  ft.  old  line,  58  ft. 

Shortest   radius  of  curvature  on  main 

line 1432  feet. 

Width  of  earth  excavation  at  grade 16  to  22  feet. 

With  of  rock  excavation  at  grade 16  feet. 

Width  of  embankments  at  grade 15  feet  average. 

Average  slope  of  earth  excavation J  to  1 

Average  slope  of  rock  excavation  at 

grade I  to  1 

Number  of  truss  bridges 2 

Aggregate  length  of  truss  bridges 2100  feet. 

Aggregate  length  of  trestling 30o  ft.  (temporary) 

Number  of  cross  ties  per  mile 2,200 

Dimension  of  cross  ties . 8X9,8  feet. 


Character  of  timber  used Oak,  generally. 

Character  of  joint  fastenings Wrought  iron. 

Weight  of  wrought  iron  chairs 6  lbs. 

C.  Wallace,  President;  Hu.  L.  McClure, 
Secretary  and  Treasurer ;  Robert  C.  Morris, 
Chief  Engineer;  R.  C.  Jaekson,  Superin- 
tendent. 

The  principal  office  of  the  Company  is  at 
Knoxville,  Knox  county,  Tenn. 


EAST   TENNESSEE   AND   VIRGINIA. 

This  road  has  been  built  under  great  diffi- 
culties and  embarrassing  circumstances,  its 
line  running  through  a  sparsely  populated 
country,  where  it  was  difficult  to  obtain  the 
necessary  capital  for  its  construction,  and 
hence  its  embarrassed  condition  daring  almost 
its  entire  existence.  Yet  it  has  been  well 
and  economically  built,  and  will  bear  a  favor- 
able comparison  in  its  construction  and  equip- 
ment with  Southern  Railroads.  With  all  its 
embarrassments  it  has  progressed  steadily  to 
a  final  completion,  and  has  met  promptly  the 
interest  and  sinking  fund  due  to  the  State. 
Its  business  is  rapidly  increasing,  and  being 
an  extension  of  the  great  system  of  Roads  be- 
tween the  south-western  and  the  north-eastern 
Atlantic  States  and  cities,  it  too.  like  the 
East  Tennessee  and  Georgia  Road,  is  destined 
to  occupy  a  commanding  position  when  all 
its  connections  are  completed,  and  to  control 
a  large  travel. 

Its  building  was  necessary  to  the  perfection 
of  our  general  system,  and  has  been  looked 
upon  by  the  people  and  the  State,  rather  as 
an  orphan  child,  but  has  received  the  liberal 
aid  and  support  of  both,  until  it  is  now  about 
grown  and  educated,  and  it  is  hoped  and  be- 
lieved will,  hereafter,  be  able  to  take  care  of 
itself,  and  reflect  credit  upon  its  projectors 
and  those  who  have  stood  by  it  in  its  darker 
hours,  and  finally  return  forth  to  them  and  the 
State  a  handsome  reward  for  the  fostering  aid 
extended  to  it  in  its  time  of  need.  Its  posi- 
tion will  command  the  trade  and  travel,  and 
with  wise,  prudent  and  judicious  management 
it  is  believed  will  become  a  permanent,  reliable 
and  profitable  property. 

Total  amount  of  capital  stock  subscribed $593,050  00 

Total   amount  of  capital  stock  paid  in 556,654  39 

Amount  of  State   aid   granted  to  roadway..     1,3(2.000  INI 

Amount  of  State  aid  granted  to  bridges 300.0110  00 

Funded  debt  due  ou  State  Bonds 1,602  0U0  00 

Funded   debt  due  to   others  than   the   State, 

(endorsed  bondsi 200,000  00 

Funded  debt  due  to  others  than   State,  (first 

mortgage) ](lo,nno  00 

Amount  of  floating  debt 390  407  29 

Total  cost  of  roadway  and  equipments 2,466.397  29 

Total  cost  equipments 156,364  30 

Receipts  from  Passengers $176,493  82 

"         "      Freights 83,854  02 

"        "      Allother  sources..      37,459  87 

297,805  71 

Total  expenditures 148.638  04 

Net  receipts 149,167  67 

Amount  of  earnings  paid  to  interest  on  State 

loan  96,120  00 

Amountpaid  on  Sinking  Fund 6,600  00 

Total  length  of  road,  all  finished 130  miles. 

Cost  of  road  per  mile gl8,931  51 

Weight    of    rai  ]  per     lineal    yard    on 

main  line 58  pounds. 

Number  of  tons  per  mile,  main  line 102 

Maximum  grade,  main  line 66  feet. 

Total  rise  going  on  main  line 2626  feet,  west. 

Total  fall  on  main  line 3406    **     east. 

Shortest  radius  of  curvature,  main  line.  955      " 
Total   degrees    of  curvature  in    main 

road 8473  deg. 


Total  length  of  straight  line  in  main 
road 76.73. 100  miles . 

Total   length   of  curved   line   in    main 
road 53  53. 100  miles. 

Width  of  earth  excavation  at  grade--..    18  feet. 

Width  of  rock  excavation  at  grade 15  to  16  feet. 

Width  of  embankment  at  grade 12  feet. 

Average  slope  of  earth  excavation i  to  1  foot. 

*'          '"            rock    excavation    at 
grade £  to  1  foot. 

N  umber  of  truss  bridges 11 

Aggregate  length  of  bridges 2*15  feet. 

Aggregate  length  oftrestling 2401    *' 

N  umber  of  culverts  of  wood None. 

"                *•        of  brick  and  stone    203,  stone. 
*l  cross-ties  per  mile 2112 

Dimensions  of  cross-ties 7  by  7,  8J  feet. 

Character  of  timber  used White  Oak. 

Weight  of  caBt  iron  chairs 19  pounds  average. 

Description  of  rail  used  od  main  line..  T 

Gauge  of  road 5  feet. 

Number  of  arch  bridges 4 

Number  of  stringer  bridges 40 

Total  length  of  arch  bridges 345  feet. 

"  "        stringer  bridges 633  feet. 

Total  number  of  cattle  guards 343 

Number   of   miles    run    by    passenger 

trains 100.8G2 

Number  of  miles  niu  by  freighttrains..  49,280 

Total  number  of  miles  run  by  all 150,142 

Number  of  through  passengers 24.573 

lt  way  passengers 40.675 

"  passengers  carried  in  cars..   65.338 

Rate    charged    per  mile    for    through 
passengers 3  cents. 

Rate  charged  for  way  passengers 4  cents 

Rate  of  speed  by  express  trains,  includ- 
ing stops 17  miles  an  hour. 

Rate  of  speed  by  express  trains  in  mo- 
tion   18      "      »•        " 

Rateofspeed  by  accommodation  trains, 
including  stops 17      "      "        " 

Rate  of  speed  by  accommodation  trains 
in  motion 18      "      "        " 

Rate  of  speed  by  freighttrains,  includ- 
ing stops 10      "      "         " 

Rate  of  speed  by  freight  trains  in  mo- 
tion        12      "       "         \ 

Samuel   B.    Cunningham,  President;  John 

Keys,   Secretary   and    Treasurer; 

Chief  Engineer ;  W.  S.  Temple,  Superin- 
tendent. 

The  principal  office  of  the  Company  is  at 
Jonesboro',  Washington  county.  Tenn. 


INDIANAPOLIS  &  CINCINNATI  E.  E. 


PRESIDENT  S    REPORT. 


Gentlemen :  I  herewith  respectfully  submit 
my  report  of  the  business  of  your  Road  for  the 
year  ending  December  31,  1859. 

During  the  year  our  trains  have  been  run 
with  their  usual  regularity  and  freedom  from 
accident.  No  passenger  has  been  injured, 
and  the  amount  paid  for  lost  or  damaged  pro- 
perty has  been  less  than  in  any  former  year. 
The  loss  of  the  Company  from  accidents  to 
machinery  or  cars  while  in  motion,  did  not 
exceed  five  hundred  dollars  for  the  year,  and 
no  accident  has  occurred  from  negligence  or 
the  want  of  proper  care  on  the  part  of  any 
officer  or  employee  of  the  Company.  It  gives 
me  great  pleasure  to  refer  to  the  skill  and 
fidelity  which  have  characterized  the  officers 
of  the  road,  and  the  alacrity  with  which  every 
man  in  its  service  has  performed  the  duties 
of  his  station. 

The  earnings  for  the  first  ten  months  of  the 
year  were  unsatisfactory,  and  greatly  disap- 
pointed the  confident  expectations  of  its  ma- 
nagers and  friends.  Many  persons  began  to 
doubt  the  value  of  the  property,  and  the  ability 
of  the  road  to  do  much  more  than  earn  the 
interest  upon  its  bonded  debt,  and  maintain 
the  present  condition  of  its  track  and  equip- 
ment. The  estimated  earnings  of  the  road 
for  the  year,  were  at  least  §500,000,  but  the 
actual  earnings  were  but  §414,709  50;  a  great 
difference,  especially  in  view  of  the  fact,  that 
it  represented  a  loss  of  net  profit  to  the  share- 
holders. Our  estimate  of  the  traffic  of  the 
road  was  based  upon  a  mistaken  idea  of  the 
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amount  of  produce  in  the  country,  and  the 
probable  trade  of  the  city  of  Cincinnati;  and 
our  mistake  was  the  common  error,  into  which 
not  only  the  managers  of  our  connecting  roads 
north  and  west,  but  also  the  merchants  and 
manufacturers  of  this  city  were  led.  There 
has  not  been  a  year  since  the  opening  of  this 
road,  in  which  the  surplus  products  of  the 
country  were  as  light,  nor  one  in  which  our 
merchants  have  had  as  unsatisfactory  a  trade 
with  Indiana  and  central  Illinois.  This  con- 
dition of  things  was  not  anticipated  by  any 
one,  and  all  were  equally  deceived. 

Early  in  the  year,  nearly  every  flour  mill 
upon  the  line  of  the  road,  and  the  distilleries 
at  its  river  terminus,  which  are  our  largest 
consumers  of  grain,  were  either  closed,  or 
running  to  but  a  portion  of  their  capacity,  and 
so  continued  until  November. 

Another  cause  unfavorably  affecting  the  re- 
ceipts of  the  road  has  been  the  low  rates  of 
freight  between  the  Atlantic  cities  and  all 
points  at  the  west.  The  rates  on  heavy  goods 
and  groceries  from  New  York  to  the  principal 
towns  on  the  Wabash  river,  and  throughout 
Illinois,  have  been  nearly  as  low  as  the  rates 
from  Cincinnati.  These  rates,  if  persisted  in, 
are  likely  to  prove  equally  disastrous  to  the 
trade  of  Cincinnati  and  to  the  roads  accepting 
them. 

The  movement  of  passengers  has  exactly 
corresponded  with  that  of  freight.  There  has 
never  been  much  "pleasure  travel"  upon  this 
route.  We  rely  for  our  passenger,  as  for  our 
freight  traffic,  upon  the  prosperity  of  the  coun- 
try immediately  tributary  to  the  road,  and  the 
same  local  causes  affect  both  branches  of  bu- 
siness. 

It  is  undeniable  that  the  road  must  earn 
more  money  than  it  has  earned  the  past  year, 
to  become  remunerative  to  the  shareholders. 
An  annual  increase  of  §100,000  in  our  receipts 
equally  distributed  through  the  different  de- 
partments of  traffic,  would  not  involve  an  ad- 
ditional cost  of  transportation  of  more  than 
$10,000.  With  such  an  increase  the  road  will 
be  largely  profitable. 

Upon  an  examination  of  the  local  and  tem- 
porary causes  which  affected  the  business  of 
the  road  during  the  fifteen  months  preceding 
last  November,  the  annexed  exhibits,  showing 
the  growth  of  our  local  tonnage  exclusive  of 
the  grain  traffic  ;  and  more  especially,  upon 
observing  the  immediate  effect  of  the  crop  of 
last  autumn  upon  the  receipts  of  the  road  in 
the  months  of  January  and  February,  1860, 
swelling  them  above  the  earnings  of  the  cor- 
responding months  of  1856  ;  each  shareholder 
will  form  his  own  estimate  of  the  probable 
average  earnings  of  the  road  hereafter.  The 
present  rate  of  increase,  continued  through 
the  year,  will  swell  the  earnings  of  the  road 
to  nearly  $550,000,  which  is  equal  to  about  12 
per  cent,  on  the  capital  stock,  after  the  pay- 
ment of  interest  and  ordinary  expenses  of 
transportation. 

The  expenditures  of  the  Company  during 
the  year,  on  account  of  construction,  and  for 
renewals,  have  been  large ;  heavier  than  was 
anticipated  or  promised  at  the  date  of  my  last 
report.  The  necessity  for  many  of  them  was 
not  then  apparent,  and  the  expediency  of 
others  not  foreseen.  In  this  respect,  as  iu  the 
earnings  of  the  road,  there  has  been  disap- 
pointment. The  improvements  put  upon  the 
road  are  of  the  most  substantial  character, 
and  will  add  to  its  permanent  value  and  repu- 
tation, besides  guaranteeing  a  reduced  expen- 
diture for  ordinary  repairs  hereafter.  All  of 
our  original  high  truss  bridges  were  built  of 
native  oak  and  poplar,  and  were  too  light,  by 
fully  thirty  per  cent,  for  our  machinery  and 


tonnage.  Only  four  of  them  were  covered; 
the  remainder,  twelve  in  number,  upon  inspec- 
tion, were  pronounced  defective.  The  Board 
ordered  them  replaced  with  structures  of  in- 
creased weight,  and  of  the  best  pine  timber. 
Eleven  high  truss  bridges,  varying  in  length 
from  100  to  334  feet,  have  been  rebuilt  at  a 
cost  of  $>35.469  69,  represented  in  the  account 
with  Thatcher,  Burt  &  Co.,  which  amount, 
however,  includes  a  portion  of  the  outlay  in- 
curred during  the  autumn  of  1858,  and  four 
low  truss  bridges,  at  a  cost  of  about  $5,500. 
One  important  bridge  is  to  be  built  only  the 
present  year.  This  is  on  Tanner's  creek, 
three  miles  above  Lawrenceburg.  Its  length 
is  but  120  feet,  but  the  cost  of  new  founda- 
tions and  masonry  will  be  considerable. 
Nearly  all  of  the  bridges  replaced,  rested  upon 
abutments  made  of  timber.  These  have  all 
been  removed  and  heavy  masonry  substituted. 
The  outlay  has  been  heavy,  but  the  work  is 
permanent  and  the  safety  of  our  trains  is 
guaranteed.  The  amount  expended  upon 
masonry,  for  bridges,  culverts,  etc.,  during  the 
year,  exceeds  $25,000.  A  large  portion  of  this 
outlay  might  have  been  avoided,  by  adhering 
to  the  original  style  of  bridges  and  founda- 
tions, but  it  was  thought  best  to  incur  the  ex- 
penditure, and  thus  increase  the  safety,  and 
secure  the  future  economical  working  of  the 
road. 

Another  important  expenditure,  has  been 
the  construction  of  a  track  to  the  stone  quar- 
ries of  Flat  Rock  river.  The  stone  from  these 
quarries  has  been  pronounced  the  best  for 
building  purposes  to  be  found  in  Indiana,  and 
a  heavy  demand  for  it  had  sprung  up  both  at 
Indianapolis  and  Cincinnati.  The  stone  was 
being  hauled  to  our  main  track,  at  a  cost  so 
heavy  as  to  endanger  its  sale  in  competition 
with  other  building  material.  The  Board  or- 
dered the  construction  of  a  track  to  the  quar- 
ries, upon  condition  that  the  dealers  in  the 
stone  would  consent  to  an  advance  of  about 
fifteen  per  cent,  in  the  rate  of  freight.  This 
consent  was  at  once  given,  and  the  track  was 
built  at  a  cost  of  about  $10,000.  The  wisdom 
of  this  outlay  can  not  be  questioned.  During 
the  past  summer  we  have  hauled  1,356  cars  of 
stone,  equal  to  10,448  tons,  at  an  average  rate 
of  two  and  one-fourth  cents  per  ton  per  mile, 
which  is  nearly  double  the  current  rate  on 
produce,  and  all  third  class  freights  between 
the  west  and  the  seaboard.  The  shipper  also 
loads  and  unloads  his  freight;  there  is  no 
"loss"  or  "damage,"  and  the  cars  are  hauled 
at  the  convenience  of  the  Company.  The  de- 
mand for  this  stone  is  increasing  so  rapidly, 
that  it  is  likely  to  employ  one  regular  daily 
train  during  the  next  season.  The  aggregate 
amount  realized  from  this  freight  during  the 
year  was  over  $10,000.  It  will  be  more  than 
double  that  sum  the  current  year. 

There  has  been  expended  during  the  year 
about  $7,000  for  additional  side  tracks  at  In- 
dianapolis, Newpoint,  and  other  stations,  the 
principal  outlay  being  for  iron;  the  length  of 
new  track  being  nearly  one  and  a  quarter 
miles.  The  increased  number  and  length  of 
our  tonnage  trains  during  the  month  of  Octo- 
ber and  November  created  the  necessity  for 
the  greater  proportion  of  this  outlay.  The 
balance  represents  the  cost  of  the  track  to  the 
car  house  at  Indianapolis.  In  this  connection 
it  should  be  stated  that  the  tonnage  of  the  road 
since  November  has  been  much  heavier  than 
at  any  former  period. 

A  large  water  station  has  been  built  at 
Shelbyville,  and  fire-wood  sheds,  averaging 
one  hundred  and  fifty  feet  in  length,  at  conve- 
nient distances  along  the  road,  at  an  aggre- 
gate  cost  of  $4,389  51.      Depots  have  been 


constructed  at  Prescot  and  Waldron,  and  a 
commodious  depot  and  eating  house  at  Morris; 
also  a  house  tor  the  shelter  of  all  our  passen- 
ger cars  at  Indianapolis.  The  depots,  with 
the  exception  of  the  one  at  Morris  and  the 
ear  house  at  Indianapolis,  and  all  the  wood 
sheds,  were  built  under  a  contract  requiring 
the  contractors,  in  lieu  of  cash,  to  take  the 
'■  bonds  of  1858"  at  eighty  cents  on  the  dollar, 
which  has  been  done.  The  amounts  subscrib- 
ed by  the  local  residents  to  the  cost  of  depots 
at  Prescot  and  Waldron  was  $1,600.  These 
improvements  would  not  have  been  made  dur- 
ing the  past  year  if  they  had  involved  any 
considerable  cash  expenditure  on  the  part  of 
the  Company.  Their  utility  and  economy 
can  not  be  doubted.  They  are  essential  to 
the  reputation  and  economical  working  of  the- 
road.  For  all  such  local  expenditures  a  rail- 
road company  is  soon  reimbursed,  not  only  in 
the  increase  of  traffic  which  they  create,  but 
in  the  local  good  will  which  they  encourage. 
I  am  uot  aware  that  this  Company  has  an 
enemy  upon  the  line^of  its  road. 

The  sum  of  $3,777  59  has  been  expended 
for  an  independent  telegraph  wire  and  appar- 
atus between  Cincinnati  and  Indianapolis,  the 
contract  for  the  work  having  been  made  in 
1858.  The  old  wire  was  used  by  the  Company 
jointly  with  the  Western  Union  Telegraph 
Company.  The  necessities  of  the  road  re- 
quired a  line  for  the  exclusive  use  of"  the 
Company.  This  expenditure  is  justified  both 
on  the  score  of  economy  and  of  the  safety  and 
dispatch  of  trains.  It  has  already  paid  for 
itself  in  the  greater  dispatch  which  we  have 
been  able  to  give  to  ail  tonnage  trains  during 
the  past  four  months. 

The  equipment  of  the  road  have  been  in- 
creased by  the  purchase  of  ten  box  cars  of  an 
average  cost  of  $550  ;  the  material  for  a  large 
number  of  platform  cars  to  be  used  in  the 
transportation  of  stone;  and  additional  sta- 
tionary machinery  for  the  shops  at  Indianapo- 
lis, including  planers,  iron  and  wood,  a  new 
lathe,  and  other  less  expensive  machinery. 
The  necessity  for  these  improvements  was  not 
foreseen,  but  it  was  felt  at  once  upon  the  re- 
vival of  the  business  of  the  road,  and  the  ex- 
traordinary tonnage  then  thrown  upon  it, 
calling  into  service  the  whole  of  our  available 
motive  power  and  equipment.  The  cost  of 
these  auditions  to  the  equipment  of  the  road 
appears  in  the  report  of  the  Treasurer. 

The  number  often  per  cent,  bonds  paid  and 
canceled  during  the  year  was  $30,100,  and 
the  number  of  seven  per  cent,  bonds  retired 
from  the  proceeds  of  real  estate  and  bills 
receivable  was  $14,000,  making  a  total  of 
$44,100. 

The  number  of  real  estate  ten  per  cent, 
bonds  due  in  December,  1858,  exchanged  for 
the  seven  per  cent,  "bonds  of  1858,"  was 
$718,500,  and  $3,000  more  are  to  be  exchang- 
ed immediately. 

The  bonds  of  1858  have  been  taken  in  ex- 
change at  the  rate  of  eighty-five  per  cent, 
the  difference  of  fifteen  per  cent.,  amounting 
to  $26,775  having  been  paid  in  cash.  A 
portion  of  this  amount  was  paid  late  in  Decem- 
ber, 1858.  This  item,  together  with  the  dis-' 
count  on  all  the  bonds  sold  during  the 
year,  has  been  charged  to  our  surplus  ac- 
count. 

The  real  estate  not  required  by  the  Compa- 
ny for  right  of  way,  depot  grounds,  etc.,  toge- 
ther with  the  bills  receivable,  for  lands  here- 
tofore sold,  has  gone  into  a  trust  fund,  for  the 
redemption  of  the  "bonds  of  1858,"  which 
were  taken  by  the  holders  of  the  real  estate 
ten  per  cent,  bonds,  maturing  in  December, 
1858.      This  fund    amounts  to    $215,906  37, 
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and  will  doubtless  retire  the  whole  number 
of  bonds  taken  in  excdiange  within  the  next 
five  years.  The  notes  are  well  secured  by 
mortgage,  and  a  large  portion  of  the  real 
estate  is  enhancing'  in  value.  The  floating  debt 
of  the  Company  is  about  the  same  as  at  the 
date  of  my  last  report.  This  is  owing  to  the 
heavy  expenditures  to  which  reference  has 
already  been  made,  and  which  are  fully  set 
forth  in  exhibit  C  of  the  Treasurer's  Keport. 
Had  the  earnings  of  the  road  been  equal  to 
our  expectation,  this  debt  would  not  have  ex- 
ceeded $60,000  at  the  close  of  the  year,  with  a 
balance  also  in  the  hands  of  the  Treasurer, 
Agents  of  the  Company  and  foreign  roads  of 
$15,822  20.  An  effort  was  made  a  year  ago 
by  the  sale  of  bonds  to  reduce  the  debt  of  the 
Company  to  a  small  balance,  and  for  this  pur- 
pose about  $150,000  of  the  "bonds  of  1858," 
were  agreed  to  be  taken  at  the  rate  of  eighty 
cents  on  the  dollar.  From  this  subscription 
about  $100,000  in  cash  has  already  been  real- 
ized and  a  large  proportion  nf  the  balance  will 
doubtless  be  settled  by  a^ubscriber  who  is  a 
creditor  of  the  Company. 

Unfortunately  for  the  Company  and  the  ex- 
pectations of  the  stockholders  who  took  these 
bonds  with  the  prospect  of  obtaining  regular 
dividends  upon  the  stock,  the  receipts  of  the 
road  fell  far  below  our  estimates;  and  at  the 
same  time  we  were  compelled  to  expend  the 
large  amounts  which  have  been  referred  to,  in 
the  further  improvement  of  the  road  and  its 
equipment,  and  also  to  pay  a  large  number  of 
ten  per  cent,  bonds,  which  it  was,  confidently 
expected  would  be  exchanged  for  the  "bonds 
of  1858,"  and  which  would  probably  have  been 
so  exchanged  if  our  earnings  had  been  satis- 
factory. 

The  expenditures  which  it  will  be  necessary 
to  incur  for  construction  purposes  during  the 
present  year  are  comparatively  trifling;  the 
only  expensive  improvement  being  the  ma- 
sonry for  bridge  No,  1.  The  bridge  itself  will 
not  cost  over  $2,000,  but  the  foundation,  abut- 
ments, etc.,  will  doubtless  require  more  than 
twice  this  amount.  The  work  can  not  bepost- 
poned. .  It  will  also  be  expedient  to  incur  a 
further  outlay  of  about  $3,000  in  replacing 
several  small  timber  culverts  with  permanent 
masonry,  and  to  continue  the  fencing  of  the 
road  as  rapidly  as  shall  be  consistent  with  the 
csuvenience  of  the  Company.  We  shall  ex- 
pend about  $2,000  during  the  year  for  this 
work.  The  large  reduction  in  our  payments 
for  stock  killed  since  1855  and  1856  show  the 
importance  and  economy  of  enclosing  the 
whole  Road. 

Small  depots  will  be  built  at  Newpoint  and 
London  the  present  year,  and  it  will  probably 
be  found  necessary  to  put  up  a  freight  house 
at  St  Paul.  The  cost  of  these  improvements 
will  not  exceed  $2,300,  aud  a  portion  of  the 
amount  will  be  contributed  by  the  citizens  of 
these  points. 

Our  new  bridges  are  also  to  be  covered  dur- 
ing the  spring  months.  The  contract  for  this 
work,  and  for  new  depot  buildings  at  New- 
point  has  been  let  to  parties  who  are  to  fur- 
nish the  necessary  material  and  labor,  taking 
the  Company's  bond  of  1858  at  the  rate  of  80 
per  cent,  instead  of  cash. 

Good  economy  will  also  require  the  employ- 
ment of  a  construction  train  for  about  four 
months  to  distribute  ballast  upon  some  portions 
of  the  road,  and  to  widen  a  few  of  our  em- 
bankments. The  expense  of  this  train  will  not 
exceed~$65Q  per  month,  or  $2,600  for  the  four 
months. 

The  disbursements  on  account  of  construc- 
tion here  estimated  for  the  year  are  about 
$25,000 — a  large  proportion  of  which  is  made 
payable  in  the  bonds  of  the  Company. 


The  receipts  of  the  road  from  transportation 
for  the  twelve  months  ending  December  31st, 
were  as  follows: 


From  Passengers 

"      Freight 

'*      Mail  and  Express. 


8101.754  45 

235,645  05 

17,31"  CICJ 


Total 34 1 4 ,7(19  50 

The  ordinary  expenses  on  a'ceount  of  trans- 
portation for  the  same  period  were  $213,- 
304  79.  It  will  always  be  found  impossible 
to  curtail  the  working  expenses  of  a  road  in 
the  same  proportion  that  its  earnings  are  re- 
duced. It  costs  nearly,  if  not  quite,  as  much 
to  haul  fifty  as  one  hundred  passengers,  and 
fifty  as  one  hundred  tons  of  freight;  and  many 
expenses  are  the  same  whether  a  road  earns 
little  or  much.  It  will  also  be  observed  that 
the  mileage  of  engines  for  the  year  was  13,798 
more  than  in  1858,  the  whole  of  the  increase 
having  been  made  in  the  months  of  November 
and  December. 

The  road  has  been  worked  with  as  much 
economy  as  was  consistent  with  a  full  main- 
tenance of  its  track  and  equipment,  and  a 
proper  reference  to  its  reputation  as  a  safe 
and  attractive  thoroughfare. 

The  number  of  our  connecting  roads  at  In- 
dianapolis, the  different  hours  of  the  arrival  of 
their  trains,  and  the  determination  of  a  com- 
peting line  to  run  three  daily  passenger  trains, 
has  compelled  us  to  run  one  more  train  than 
our  business  has  required. 

The  extraordinary  expenditures  of  the  year 
were  as  follows: 

Belaying  track $0,911  50 

Rebuilding  Passenger  and  Freight  Cars .    £.175  00 


Total S15.HS6  50 

The  largest  single  item  of  expense  during 
the  past  three  years  has  been  that  of"  cross 
ties.  The  ties  origiually  laid  on  the  track 
were  inferior.  They  were  small,  averaging 
not  over  five  inches  on  the  face,  and  were  of 
indifferent  timber. 

During  the  past  year  nearly  forty  thousand 
new  ties  have  been  put  into  the  track,  aver- 
aging a  face  of  not  less  than  seven  inches, 
and  hewed  from  our  best  native  timber,  cost- 
ing twenty-five  cents  each,  not  including  the 
labor  of  distributing  them  upon  the  line,  and 
putting  them  under  the  rail.  The  whole  num- 
ber of  ties  estimated,  and  already  contracted 
for  the  current  year,  is  but  18,000.  This  num- 
ber will  fully  maintain  the  track;  and  the  cost 
of  repairs  in  this  department  for  the  year  will 
be  reduced  about  $7,000. 

Mr.  Richardson,  our  road  master,  with  an 
experience  of  fifteen  years  on  roads  in  New 
England  and  at  the  west,  estimates  the  annu- 
al number  of  cross  ties  hereafter  required  to 
maintain  the  track  in  its  present  condition  at 
16,000. 

The  amount  of  re-rolled  iron  for  the  year 
1860  will  be  about  four  hundred  and  fifty  tons, 
the  cost  of  which  will  be  $9,000,  not  including 
however,  the  labor  of  replacing  the  old  rails 
Our  experience  in  mending  rails  has  been  en- 
tirely satisfactory,  and  our  facilities  and  ap- 
paratus for  this  work  are  of  the  most  approved 
construction. 

I  do  not  anticipate  that  the  cost  of  trans- 
portation, with  an  increased  traffic  equivalent 
to  $125,000  of  revenue,  will  be  increased  more 
than  $10,000  to  $12,000,  most  of  which  will 
appear  in  the  items  of  "  freight  expense," 
"  fuel,"  and  "  oil  and  waste."  I  refer  you  in 
this  connection  to  the  report  of  the  Superin- 
tendent of  Machinery,  from  which  it  appears 
that  the  machinery  and  equipment  are  in  first 
rate  condition,  and  that  with  ordinary  freedom 
from  casualties,  the  cost  of  repairs  of  engines, 
ears,  etc.,  will  not  exceed  those  items  for  the 


past  year,  which  have  been  far  below  the  aver- 
age expense  upon  most  of  our  roads. 

In  the  large  equipment  of  the  road  there  is 
not  at  this  time  a  disabled  ear  or  an  engine 
requiring  anv  thing  more  than  such  repairs 
as  are  the  necessary  result  of  ordinary  wear. 
It  would  be  unreasonable  to  expect,  and  un- 
safe to  require,  any  more  economy  in  this  de- 
partment than  has  heretofore  prevailed. 

Within  the  past  eighteen  months  we  have 
applied  to  all  our  passenger  engines  and  cars, 
at  a  cost  of  nearly  $3,000,  the  safety  brake  in- 
vented by  William  Loughridge.  This  im- 
provement gives  the  engineer  a  more  effectual 
control  of  his  train  than  is  furnished  by  any 
other  appliance.  It  has  already  saved  the 
Company  more  than  twice  its  entire  cost  in 
the  item  of  stock  killed,  and  in  damages  to 
engines  and  cars.  It  ir  now  adopted  as  an 
improvement  equally  required  by  economy 
and  a  proper  regard  for  the  security  of  life 
and  property. 

The  receipts  from  passenger  traffic  for  the 
year  show  a  falling  off  from  the  previous  vear 
'of  $10,382  05,  of  which  $5,351  35  was  from 
local,  and  $5,030  70  from  through  travel. 
The  decrease  of  receipts  from  passengers  to 
and  from  foreign  roads  ivas,  however,  but 
$818  78,  a  very  gratifying  result,  as  it  shows 
that  our  loss  was  local,  and  the  result  of  tem- 
porary causes  which  are  not  likely  to  occur 
again.  Our  travel  to  and  from  points  beyond 
Indianapolis  has  been  maintained,  although  it 
was  thought  by  many  that  the  opening  of  the 
route  to  Chicago  by  way  of  Dayton  and  Lima 
would  seriously  affect  that  branch  of  our  busi- 
ness. The  amount  of  traffic  between  Cincin- 
nati and  Chicago  has  always  been  over  esti- 
mated. What  there  is,  is  mostly  retained  by 
this  route  and  is  not  likely  to  be  diverted 
from  it. 

A  large  proportion  of  the  decrease  in  re- 
ceipts from  passengers  is  attributable  to  the 
removal  of  the  State  Fair  from  Indianapolis 
to  New  Albany.  This  will  not  occur  again, 
as  the  fair  is  now  permanently  located  at  Indi- 
anapolis. It  would  be  absurd  to  argue  from 
the  decrease  in  our  local  travel  any  unfavora- 
ble results  hereafter,  as  no  portion  of  the 
State  of  Indiana  is  improving  more  rapidly 
and  healthfully  than  that  bordering  upon  this 
Road. 

The  crops  of  1858  were  almost  a  total  fail- 
ure; the  people  had  nothing  to  sell,  and  there- 
fore practiced  an  economy  of  expenditure 
which  is  not  usual  in  seaions  of  plenty. 
Should  the  harvest  of  1860  be  equal  to  that  of 
1859,  our  local  travel  would  be  increased  not 
less  than  thirty  per  cent. 

The  local  tonnage  of  the  road  for  a  year 
shows  a  decrease  of  6,774  tons,  and  thejthrough 
tonnage  a  decrease  of  but  600  tons.  The  lat- 
ter result  is  owing  to  the  fact  that  the  trade 
of  Cincinnati  is  constantly  reaching  farther 
north  and  west,  and  the  development  of  traffic 
with  more  distant  territo  y  made  up  for  the 
loss  of  freight  nearer  home,  and  it  is  signifi- 
cant of  the  future  growth  of  the  through  busi- 
ness of  the  road. 

The  loss  in  local  tonnage  was  inconsidera- 
ble in  comparison  with  the  decrease  of  receipts 
from  local  freight,  owing  to  the  fact  that  while 
there  was  a  large  increase  in  the  tonnage  of 
stone,  there  was  more  than  a  corresponding 
decrease  in  shipments  of  grain  and  stock, 
the  rates  for  hauling  which  are  more  remu- 
nerative. 

Up  to  the  month  of  October  our  local  grain 
traffic  was  very  light.  There  was  no  surplus 
product  in  the  several  counties  immediately 
tributary  to  the  road,  russt  of  which  are  among 
the  most  wealthy  and  productive  counties  of 
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the  State.  A  similar  result  will  occur  when- 
ever we  have  a  harvest  to  correspond  with  that 
of  1858,  and  not  until  then. 

It  is,  however,  a  very  gratifying  fact  that, 
notwithstanding  the  failure  of  the  crop  of 
1858,  our  "local  tonnage  in  1859.  was  12,000 
tons  more  than  in  1857,  and  I  am  confident 
that  for  the  crrrent  year  it  will  show  an  in- 
crease of  not  less  than  fifty  per  cent,  over  any 
former  year.  In  the  months  of  November 
and  December  our  equipment  was  not  ade- 
quate to  this  traffic  alone  and  the  Company 
was  compelled  to  purchase  the  ten  cars  before 
referred  to. 

It  was  stated  in  my  former  report  that  the 
equipment  of  the  road  was  sufficient  for  a  bu- 
siness of  $600,000.  This  estimate,  however, 
assumed  that  its  traffic  should  be  distributed 
as  in  former  years,  not  only  between  passen- 
gers and  freight,  but  between  eastward  and 
westward  bound  tonnage.  Since  October, 
however,  the  great  preponderance  of  our  ton- 
nage has  been  to  Cincinnati;  our  return 
freights  have  been  light.  Had  they  been  equal 
to  the  eastward  bound  traffic,  the  earnings  of 
the  road  would  have  been  at  the  rate  of  not 
less  than  $60,000  per  month. 

The  trade  of  Indiana  and  the  Northwest 
will  not  revive  at  once,  and  there  will  be  no 
movement  either  of  passenger  or  merchandise 
to  correspond  with  that  of  produce  until  the 
value  of  another  successful  harvest  shall  have 
found  its  way  into  the  pockets  of  the  farmers 
and  merchants  of  the  country. 

The  crop  of  the  past  year  has  done  much 
for  the  relief  of  the  country,  tributary  to  this 
road  and  city,  but  its  debt  is  not  yet  paid,  nor 
its  credit  retrieved.  We  are  entering  upon  a 
career  of  prosperity  which  is  to  be  checked  by 
an  unfavorable,  or  greatly  accelerated,  by  a 
successful  harvest. 

The  revival  of  our  business  commenced  in 
November,  and  from  that  time  to  the  present 
the  earnings  of  the  road  have  been  largely  in 
advance  of  corresponding  months  in  1858 
and  1859,  the  whole  increase  up  to  February, 
1850,  being  from  eastward  bound  freights, 
while  in  the  latter  months  there  was  a  flatter- 
ing gain  in  every  department  of  traffic.  We 
anticipate  a  similar  increase  of  earnings 
through  the  season. 

The  road  has  no  new  competition  to  divide 
its  trade  or  to  control  its  tariff,  and  our  pres- 
ent relations  with  competing  routes  are  more 
satisfactory  than  at  any  former  period  The 
present  rates  between  Cincinnati  and  Indian- 
apolis are  uniform  upon  both  lines,  and  they 
are  remunerative,  being  ?>0  cents  on  1st,  25 
cents  on  2d,  and  15  cents  on  3d  class  freights, 
the  latter  rate  being  as  high  as  we  can  main- 
tain and  protect  the  trade  of  Cincinnati  against 
the  competition  of  Louisville.  The  amount 
of  whoat  in  the  country  drained  by  the  road 
is  probably  below  the  average  supply  at  this 
season;  but  the  surplus  of  corn  is  very  great, 
and  will  employ  a  large  portion  of  our  equip- 
ment during  the  spring  and  summer  months. 

The  amount  of  stock  to  be  transported  is 
also  greater  than  last  year;  this  branch  of  our 
traffic  always  fluctuating  with  the  supply  of 
corn  in  the  country.  The  tonnage  of  lumber 
will  be  equal  to,  and  that  of  stone  double,  the 
tonnage  of  last  year. 

It  must,  however,  be  conceded  that  a  perma- 
nent improvement  in  our  passenger  trade,  and 
in  the  movement  of  merchandise  westward, 
depends  as  much  upon  the  promise  of  the  next 
harvest  as  upon  the  surplus  product  of  1859, 
though  the  former  will  he  largely  benefited 
during  the  year  by  the  ensuing  political  can- 
vass, and  by  the  location  of  the  State  Fair  at 
Indianapolis.     All  present  indications  are  fa- 


vorable to  a  regular  and  large  increase  in  the 
receipts  of  the  road,  and  to  an  aggregate  busi- 
ness for  the  year  which  will  prove  largely  re- 
munerative to  the  shareholders,  and  equal  to 
the  most  sanguine  expectations  of  the  friends 
of  the  road. 

Our  total  expenditure  for  the  year,  with  or- 
dinary freedom  from  casualties,  both  on  ac 
count  of  transportation  and  for  purposes  of 
construction,  will  not  exceed  $255,000,  and 
should  the  earnings  of  the  road  even  not  ex- 
ceed $500,000,  the  balance  of  net  receipts 
would  cover  our  interest,  and  the  whole  float- 
ing debt  of  the  Company.  In  the  meantime 
not  less  than  $20,000  of  our  mortgage  bonds 
will  be  retired  by  the  operations  of  the  Trust 
Fund. 

By   order  of  the   Board,  respectfully    sub- 
mitted, 

II.    C.    LORD,  Pres.  and  Sup't. 

Cincinnati,  March  1,  1860. 


GENERAL   ACCOUNT. 

LIABILITIES. 

Capital  Stock $1,088,300  5" 

First  Mortgage  Bonds  due  1866.. .  .$50",(in0  fid 
Second  Mortgage  Bonds  due  1H02..  -iOO.rilO  00 
Mortgage  Bonds  of  IS58  due  1888..  351,000  00 
Dividend  and  Income,  7  per  cent., 

1865 85,283  1)8 

Income,  10  per  cent 107,41:0  00 

1.506. 183  98 

Bills  PavaWe 153,177  50 

Unclaimed  dividends 9  019  911 

Surplus  Fund ".11,5511  72 

Total $3,571,86;!  09 

ASSETS. 

Construction $2,446,904  68 

Construction  of  Bridires.  (contract 

of  Thatcher,  Bun  Sl  Co.,) 35.109  09 

Equipment 547,508  53 

Third  Rail 127,120  52 

Telegraph Jll.l   0  90 

Uuion  Railway 24,089  13 

3,192,949  45 

Real  Estate  account 70,894  01 

Bills  Receivable 31,202  00 

Trustee  Account 214,094  16 

Balance   of   Accounts  with   other  Roads   and 

Agents 7309  56 

Materials  and  stores  on  hand 32,481  21 

Fuel  on  hand 13  759  On 

Cash 8  452  64 

Total $3,571,t62  GU 


OFFICERS. 
Henry  C.  Lord,  President  and  Superintend- 
ent;  J.  W.  Mills,  Assistant  Snpe :  inlendcnt ; 
W.  O.  Rockwood,  Treasurer;  A.  Worth,  Secre- 
tary ;  John  F.  Cheek,  General  Freight  Agent; 
W.  H.  L.  Noble,  General  Ticket  Agent;  Rob- 
ert Meek,  Sup't  Machinery. 

DIRECTORS. 

Samuel  Wiggins,  N.  Wright,  Henry  C.  Lord, 
Cincinnati;  L.  B.  Lewis,  Lawrenoeburg;  A, 
R.  Forsyth,  Greensburg;  T  A.Morris,  C.  S. 
Stevenson,  Indianapolis;  ffm.  A.  Booth,  R.  H. 
Manning,  New  York. 


Illinois  Central  Railroad. — This  Com- 
pany has-levied  an  assessment  of  $5  per  share 
on  its  capital  of  170,000  shares,  payable  May 
15.  This  will  make  $70  per  share  paid,  and 
from  appearances  the  whole  par  value  of  $100 
will  eventually  be  called  for,  as  $5  more  is  al- 
ready proposed  to  be  levied  in  July  next,  under 
certain  contingencies.  This  road  has  a  fund- 
ed debt  of  nearly  $20,000,000,  mostly  at  7  per 
cent.,  but  the  earnings  have  thus  far  fallen 
short  of  paying  the  interest  on  this  large 
amount.  The  earnings  and  expenses  for  two 
vears  were  as  follows  : 


1858. 


1859. 


Gross  income 

Running  expenses... 


Increase. 

....$1,976,579    $2,114,449    $137,870 
1,419,955       1,489,579         69,624 


Netincome $556,024      $624,870      $08,246 


These  two  years  were  bad  ones  for  business, 
and  the  Directors  feel  confident  of  a  much 
larger  income  hereafter,  which  has  already 
been  experienced  to  some  degree.  The  call  of 
$10  per  share,  1st  of  p'ebruary  will  discharge 
nearly  all  the  debentures  due  in  1861,  with 
most  all  the  floating  bebt;  this  latter  will  pro- 
bably fall  below  $400,000  when  the  payments 
of  the  call  are  concluded.  The  new  call  of  $5 
per  share  will  cancel  every  outstanding  liabili- 
ty of  the  company,  with  the  exception  of  such 
Freeland  bonds  as  are  not  surrendered  to  the 
company  in  payment  for  full  paid  shares,  aud 
the  balance  of  the  construction  bonds,  due  in 
1875. 

The  Freeland  bonds  mature  on  the  1st  of 
September.  Over  one-third  of  the  original  is- 
sue of  $o,000,000  has  been  paid,  and  it  is  an- 
ticipated that  of  these  outstanding,  one  third 
will  be  paid  in  on  the  capital  stock,  previous  to 
the  maturity  of  the  bonds. 

—**&** — 


FOURTH  JOINT  TBTNUAL  REPORT 
OF  THE  DIRECTORS  OF  THE  LIT- 
TLE MIAMI  AND  COLUMBUS  AND 
XKNIA  RAILROAD  COMPANIES. 

The  fourth  joint  annual  report  of  the  Presi- 
dent and  officers  of  the  Little  Miami  and  Colnm- 
bus  and  Xenia  Railroad  Companies  is  now  in 
press,  and  will  be  issued  in  a  fews. 

The  report  presents  a  very  full  and  compre- 
hensive exhibit  of  the  operations  of  the  two 
roads  for  the  past  year. 

The  President  in  his  report,  congratulates 
the  stockholders  that  the  affairs  of  the  two 
roads  for  the  past  year  have  been  attended 
with  their  usual  prosperity. 

The  report  goes  on  to  say : 

Although  the  remarkable  failure  of  crops  for 
the  two  preceding  years  has  largely  reduced 
the  amount  of  railroad  business  of  this  region ; 
while  a  competition,  unusually  reckless  and 
severe,  for  a  time  reduced  rates  below  any 
former  period ;  still  your  earnings  have  exceed- 
ed those  of  any  other  year.  It  follows,  of 
course,  that  the  expenses  have  also  increased, 
and  that  too  in  more  than  the  orlinary  ratio. 
There  are  indications,  however,  that  this  use- 
less waste  of  money  is  nnbusiness-like  scramb- 
ling, is  working  out  its  own  remedy  ;  and  there 
is  reason  to  hope  for  better  times  in  the  fu 
ture. 

Our  trains  have  been  run  with  the  custom- 
ary care  and  exemption  from  casualty,  and  the 
business  so  conducted  as  to  retain  the  confi- 
dence and  good  will  of  the  community.  Our 
rule  of  management  has  ever  been  to  secure 
customers  by  fairness,  punctuality  and  candor; 
and  the  result  proves  that  such  are  the  reliable 
sources  of  success.  Other  popular  expedients 
may  answer  for  the  day,  but  they  do  not  bring 
permanent  prosperity. 

The  gross  earnings  of  the  two  roads  for  the 
year  have  been  $1,276,754  73.  The  operating 
expenses  $709,820,  being  an  increase  of  $120,- 
425  82  over  those  of  1858,  and  of  $45,404  90 
over  those  of  1857.  The  report  says  (there 
have  been  some  special  causes  affecting  the 
amount  of  this  expenditure,  and  among  them 
the  low  rates  of  freight  have  of  course  increas- 
ed the  ratio  of  expenditure  in  that  department 
of  service.  The  peculiar  condition  of  the  road 
has  required  unusual  outlays  for  repairs,  and 
by  a  recent  change  in  the  law  the  full  amount 
of  taxes  was  payable  this  year,  while  only  half 
was  exacted  last  year.  Another  item  was  the 
lease  of  the  Dayton,  Xenia  and  Belpre  Rail- 
road between  Xenia  and  Dayton,  which  lease 
was  necessary  to  perfect  a  line  from  Columbus 
and  Xenia  to  Dayton,  Indianopolis  and  the 
West,  thus  securing  to  the  line  a  large  business 
which  otherwise   would  have  taken   a  more 
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northern  route.  This  branch  road  has  been 
operated  eleven  months.  Its  direct  earnings 
have  fallen  a  little  short  of  its  expenses,  but  as 
the  route  is  not  fully  known  and  established, 
this  is  no  test  of  the  ultimate  results. 

These  four  items  form  the  principal  part  of 
the  increased  expenditure,  and  are:  Trans- 
portation expenses,  $35,123  07;  repairs  of 
road,  $35,740  65;  taxes,  $11,099  76,  and  rents, 
$26,594  58,  making  a  total  of  $108,558  66. 
The  lease  of  this  branch  involved  the  necessary 
expenditure  of  $10,000  to  effect  a  change  of 
guage  on  the  Indiana  Central,  west  of  L)ayton. 
This  is  also  a  special  expenditure. 

The  net  profits  of  the  year,  after  deducting 
all  disbursements,  other  than  construction 
and  increased  value  of  rolling  stock,  are  $448,- 
303  57.  Out  of  this  sum  two  dividends  of  four 
per  cent,  each  have  been  made  by  each  com- 
pany, leaving  a  surplus  of  $90,536  12  or  $60,- 
357  42  for  the  L.  M.  Co.,  and  $30,178  71  for 
C.  &  X.  Co.  There  has  been  added  as  an  in- 
creased value  of  rolling  stock,  $2,977  66. 

I  here  has  also  been^Kpended  in  construc- 
tion on  the  L.  M.  Road,  $34,094  39.  The  chief 
items  consist  of  a  second  track  and  additional 
side  track  in  the  upper  part  of  Cincinnati,  and 
a  second  story  to  the  back  freight  depot. 

The  construction  account  of  the  C.  &  X. 
Road  has  been  increased  $2,727  33,  for  an  eat- 
ing house  at  the  depot  at  Columbus. 

In  the  passenger  traffic  rates  have  been  fair- 
ly maintained,  although  the  sharp  competition 
of  the  year  has  increased  the  expenditures  in 
this  department,  and  the  expenditures  on  the 
road-bed  have  somewhat  reduced  the  ratio  of 
net  earnings  from  this  source. 

The  chief  burden  of  the  competition  refer- 
red to  has  fallen  on  the  freight  traffic  with  an 
increase  of  3,398,429  tons  carried  one  mile ; 
there  has  been  a  decrease  of  $43,264  88  in  the 
net  earnings,  though  the  gross  earnings  ex- 
ceed those  of  last  year.  The  loss  here  is  made 
up  of  two  items  :  one  the  direct  loss  of  $51,- 
491  34  in  reduced  rates;  the  other  a  large 
amount  of  increased  expenditures,  which  can 
not  well  be  estimated,  in  the  shape  of  agencies, 
commissions,  &e.,  to  which  the  road  was  forced 
in  self  defense.  The  report  states  that  the  ex- 
cess of  eastward  bound  through  freight  ex- 
ceeds westward  bound  only  2,000  tons.  This 
was  caused  by  the  short  crops  of  the  two  pre- 
ceding years.  The  report  estimates  that  the 
short  crops  have  directly  affected  the  earnings 
of  the  road  some  $40,000,  besides  the  inciden- 
tal effect  on  travel  and  trade  of  all  kinds 
The  peculiar  situation  of  the  road  has  required 
a  large  amount  of  repairs  during  the  year. 
The  equipment  of  the  road,  both  engines  and 
cars,  are  in  good  condition,  and  better  than  at 
the  beginning  of  the  year.  Considerable  addi- 
tions have  been  made,  both  to  the  machinery 
and  the  cars,  to  supply  depreciations  of  former 
years. 

The  local  business  of  the  road  has  suffered 
during  the  year,  from  circumstances  beyond 
the  control  of  the  management,  to  an  extent 
which  has  been  deeply  regretted.  Owing  to 
the  sharp  competition  between  the  four  trunk 
lines  in  the  early  part  of  the  season,  they  were 
compelled  to  multiply  the  through  trains  with 
a  view  to  furnish  equal  accommodations  to  each 
of  these  lines,  and  it  was  extremely  difficult  if 
not  impossible,  to  add  a  local  train  at  the  hours 
desired. 

The  report  says  "the  results  have  shown 
more  clearly  than  ever  before,  the  importance 
of  cherising  this  favorite  branch  of  business; 
and  the  two  Boards  of  Directors  have  ordered 
arrangements  to  be  made  for  that  purpose,  de- 
claring their  settled  policy  to  be  hereafter,  to 
foster  it  carfully  and  perpetually.     This  is  our 


true  interest,  and  of  greater  value  than  some 
would  suppose." 

The  report  speaks  in  favorable  terms  of  its 
business  connections  with  the  West  and  South- 
west, and  says  they  have  been  continually 
strenthening,  and  are  a  most  reliable  source  of 
supply  to  the  traffic  of  the  road.  It  refers  parti- 
cularly to  the  perfecting  of  a  grand  railroad 
route  via  Covington  and  Lexington,  through 
Kentucky,  into  the  heart  of  the  r.et  work  of 
railroads  which  span  the  South-west.  It  also 
refers  to  the  completion  of  the  Louisville  and 
Nashville  railroad  as  of  great  importance  to 
the  future  business,  and  concludes  by  congratu- 
lating the  stockholders  on  the  return  of  Wm.  H. 
Clement  to  their  service  as  their  President. 

The  following  is  a  synopsis  of  the  joint  an- 
nual report  of  the  Treasurer,  showing  the  in- 
crease or  decrease  of  the  various  items  as  com- 
pared with  the  previous  year  : 


ASSETS. 


Inc. 


bUM'l  49 


24.0154  28 
111,039  53 


38,4011  00 


62,852  10 


48.50U  21 
307  37 


$2,977  60 
5,130  27 
6,561)  19 
9,191  12 

13.989  77 
22,745  8U 


Rollins  Stock 5745,59(1  69 

Bills  receivable 11,4112  37 

Due  from  Agents  30,(133  88 

"  '■  Transp'tion  Co's.. 
'■  •'  Gen.  P.  O.  Depart- 
ment  

Due  from  Individuals 

Columbus  &.  Xenia  Railroad 
Stock 

Columbus  &  Xenia  Railroad 
lionils 96,0UU  00 

Cash  in  hands  of  Treasurer 
oft.  SI.  Co 

Cash  in  hands  of  Treasurer 
of  C.  &.  X.Co 

Cash  in  hands  of  Paymaster. 

Materials  on  hand,  embra- 
cing Stock  in  Repair  Shops, 
Ties,  Chairs  and  Spikes, 
T  Rail,  Fuel,  &c 141,954  54     Dec.      14,082  41 


Dec. 
Inc 


29.382  35 
I2J  61 


Total 81,302.932  42     Inc.   316,287  70 


LIABILITIES. 

12V 
274 


Bills  payable 513 

Due  to  Agents 

Due  to  Transportation  Com- 
panies       44,60] 

Due  to  Individuals 3,086 

L.  M.  R.  11.  R.  Co.  Partner- 
ship Account 805, 

C.  &  X.  R.  R.  Co.  Partner- 
ship Accuunt 402 

C.  &X.  R  R.  Co  Individual 
Account 32, 


Inc. 
Dec. 


Total... 


30 
18 
12 
51,302.932  42 


,912  ; 

,956 

,795 


S4"3  80 
l,J3d  12 


1,770  50 
5,914  69 


Inc.    20,094  74 
10,017  36 
r,601  29 


Dec 


REVENUE. 


Passenger  Earnings S574.375 

Freight  Earnings 613.072 

Express  and  Mail  Earnings..      58.706 


Total- 


Inc.  $16,287  70 


Inc.  841,702  72 

■^9,014  30 

'■  5,533  42 


•  51,276,754  73 


EXPENSES. 


Repairs  of  Freight  Cars $  51, 147 

'•      Passenger  Cars  •  -'2,050 

"      Locomotives 54.507 

"      Rtafy  &  Mach'y.  3,778 

•'      Road 142.901 

'•      Bridges 5,900 

"      Water  Stations. ..  825 

"      Depots 10,241 

Oil,  Tallow  and  Waste 14,039 

Fuel 70,802 

Rent,  including  Lease  of   D. 

fcX.Road 28,661 

Books,  Printing  and  Station- 
ery   6,658  07 

Taxes 21,  58  60 

Loss  and  Damage 10.618  60 

Transportation  Expenses. .. .  253,765  94 


Inc. 
Dec. 


Dec. 
Inc. 


S5  960  91 

716  91 

4.521  51 

2,599  II 

35.740  65 

3.1-83  21 

157  4" 

4.437  1-.6 

2.768  36 

935  27 


53    Inc.      26,594  58 


Dec. 
Inc. 


1.119  18 

11  (99  70 

SOU  47 

35,123  67 


Total S709,820  00    Inc.  8120,425  82 

KET    PROFITS. 


Revenue  of  the  Road 31,276,754  73 

Expenses    "  "      709,820  00 


Net  Earnings §566.931  73 

To  tckicfi  acbi 

Dividends  on  C.  &  X.  stock.        38,488  00 


Dec.  $44,170  33 
Dec.        4,782  75 


Old  accounts  carried  to  pro- 
fit and  loss 


8605,422  73 
A  nd  deduct 

Interest  Account 898,984  92    Dec.      6,843  83 

Payments  this  year  on    last 

year's  business 20,178  49 

Cost  of  4  passenger  cars  to 

make  good  depreciation  of 

past  years f',595  31 


18,350  44 

8117,119 

16 

8005,422 
147  119 

73 
16 

Net  Profits S458.303  :^  De~.    5 54, 0c2  20 

The  Little  31iami  Co'b  proportion  of  net  profits 

is $305,535  71 

The  Columbus  &  Xenia  Co's  proportion  of  net 

Profits  is 152.TG7  86 

The  Superintendent's  Report  is  very  full  and  interesting, 
and  we  regret  that  our  space  will  not  admit  of  giving  it  en- 
tire. 
The  Superintendent  says  : 

*•  The  contest  that  was  waged  between  the  great  rival  lines 
both  East  anil  West  during  the  portions  of  the  year  in  which 
the  heaviest  amount  of  trade  was  moved,  caused  so  great  a 
reduction  in  the  rates  of  transportation  as  to  essentially  di- 
minish the  revenue  of  our  line;  while  the  per  centage  of 
current  expenses  was  materially  enhanced." 

An  exhibit  of  the  results  of  the  several  departments  may 
be  found  under  their  respective  heads. 

ij;come. 

The  gross  income  for  the  year  has  been  as  follows  : 

From  Passsengers 3574,375  75 

*'     Freight 643,672  59 

**     Mails  and  Expresses 58,706  39 

Total .$I,276,:54  72 

The  expenses  for  same  period  for  operating  the 
road,  repairs  of  track,  bridges,  station  build- 
ings and  machinery,  rents,  taxes,  etc.,  have 
been 709,820  00 


Net  earnings 

Gross  income  for  JH59. 
»     J658. 


...Sl.276,754  73 
...    1,20f,499  29 


.§5G6,934  ^8 


Increase  in  1859 S-7G.255  44 

Increase  on  passengers §41.702  72 

»•  freight 29,0 14  30 

"         4*  mails  and  expresses « 5  538  42 

PASSENGER    TRAFFIC. 

Gross  income  from  passengers  and  mails £599,375  75 

Expenses    apportioned    to    transportation    of 

same,  or  40  per  cent,  of  receipts 275,923  24 


Leaving  net  iocome S^23,452  51 

Number  of  local  passengers   carried  over  the 

whole  length  of  the  main  line 13,979 

Number  of  local  passengers  carried  over  por- 
tions of  the  road,  inclusive  of  commuters. ...  196,406 


Total  number  of  local  passengers 210,376 

Income  from  same $213,646  70 


Averageincome  per  capita. 

N  umber  of  through  passengers  earned  over  the 
whole  length  of  main  line,  ticketed  to  and 
from  foreign  points 

Number  ticketed  to  and  from  foreign  points, 
carried  over  portions  of  the  road 

Total  number  of  through  passengers 

Income  from  same 

Average  income  per  copita  from  through  pas- 
sengers  

Total  number  of  passengers  transported,  exclu- 
sive of  commuters 

Total  income  from  passengers 

Average  income  per  capita,  without  regard  to 
distance  carried 

Number  of  passengers  carried  one  mile, 

Average  iuconie  per  capita  per  mile 

The  receipts  from  commutation  tickets  have 
been 

L  irgest  numher  of  tickets  in  use  at  one  time..  . 

Average  number  in  use  during  the  year 

Number  in  use  during  the  whole  year 

FREIGHT    TRAFFIC. 

Gross  income  from  freight,  including  express 
matter S 

Expenses  apportioned  to  transportation  of  same 


$1  01.5 

100,447 
32,957 


Net  income  from  freight  ... 


133,404 
S357.521  42 

$2  63 

343*80 
$574,375  75 

51.67 

20.386,650 

2  81-100cts. 


S  3,206  83 
60 
58 
24 


617,388  42 
433,897  25 


..  $243,491  17 


Or  expenses  61  percent,  of  receipts. 

Number  of  tons  of  local  freight   carried  over 

whole  length  of  road - 23, 398 

Number  of  tons  local  freight  carried  over  por- 
tions of  the  road,  including  that  billed  via 
Xenia  to  and  from  foreign  points 101,831 

Total  tons  of  local  freight 127.279 

Income  from  same $258,040  74 

Average  income  per  ton $2  02 

The  number  of  tons  of  through  freight  carried 

over  the  whole  length  of  road,  to  and  from 

foreign  points,  was  as  follows  : 

Eastward  bound 89,1 64 

Income  from  same $191,993  56 

Average  income  per  ton S2  15 

Westward  bound ».  87,163 

Income  from  same - $193,642  73 

Average  income  per  ton $222 

Total  number  of  tons  both  ways 176,332 
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Totalincome $365,64129 

Average  income  per  ton ^ $2  ItJ 

Total   tons  transported,  exclusive  of  express 

matter '.." 3R3,6I6 

Gross  income  from  same ©643.GH2  03 

Average  income  per  ton  from  all  classes,  with- 
out regard  to  distance  earned , $2  '2 

Number  of  tons  carried  one  mile 28,fil'G,3l'l 

Income  per  ton  per  mile "  25- 10(1  cts. 

Number  of  miles  run  by  freight  cars 5,IG3,P28 

Average  weight  of  useful  load  carried  by  each 
car 5h  tons. 

In  the  aggregate  there  is  a  difference  of  only  1,096  tons 
between  the  through  freight  eastward  and  that  westward 
bound  ;  the  total  eastward  having  been  PD.164  tons,  and  the 
total  westward  87,108  tons;  but  during  portions  of  the  year, 
the  trade  in  one  direction  has  largely  exceeded  that  in  the 
opposite  direction.  In  December  and  January,  the  through 
freight  eastward  was  5,072  tons  in  excess  of  that  westward 
bound.  In  February,  the  west  hound  was  1,695  tons  greater 
than  the  east  bound.  In  March,  April,  May  and  June,  the 
freight  in  both  directions  was  nearly  equal.  In  July,  the 
excess  eastward  was  1,319  tons.  In  August,  the  excess 
westward  was  4,9ii]  tons,  and  in  September.  1,988  tons.  In 
October  and  Novemher,  the  excess  westward  was  4,47H  tons. 

The  direction  of  local  trade  also  varied  in  a  similar  man- 
ner. 

To  provide  for  these  fluctuations,  numerous  cars  have 
been  returned  empty,  sometimes  eastward,  and  at  other  times 
westward,  thereby  increasing  the  mileage  of  card,  multiply- 
ing the  number  of  trains,  and  diminishing  the  average  of 
useful  load  per  car. 

There  has  been  a  large  increase  in  tonnage  and  through 
business,  as  compared  with  last  year,  and  the  increase  of 
revenue  from  freight  has  been  derived  from  tins  source.  The 
through  freight  bound  east  exceeds  that  of  last  year  by  about 
2,01)0  tons,  and  the  through  freight  bourn!  west  shows  an 
excess  of  22,000  tons.  The  number  of  tons  of  freight  car- 
ried one  mile  exceeds  the  number  carried  last  year  by  3.399, 
492;  while  the  income  per  ton  per  mile  this  year  was  but  2 
21-1U0  cents,  against  2  43-100  cents  for  last  year.  Had  the 
freight  this  year  paid  even  the  same  per  ton  per  mile  as  it 
did  last  year,  (the  rates  at  that  time  being  regarded  extreme- 
ly low),  the  revenue  from  this  branch  of  traffic  would  have 
been  enhanced  by  $51,491  34. 

REPAIRS    OF    ROAD. 

The  cost  of  renewal  and  repairs  of  iron  rail,  renewal  of 
cross  ties  and  chairs,  opening  ditches,  repairs  of  culverts, 
cattle  guards  and  other  masonry,  repairing  fences,  surfacing 
track,  etc.,  for  the  year,  was  $142,964  31,  against  $107,223 
66  for  1858,  being  an  increase  or  535,740  G5. 

The  cost  of  repairs  of  road  per  mile  run  by  locomotives 
ami  cars  in  1858,  was  1  G5-100  cents,  and  in  1859  itwas  1  82- 
100  cents. 

REPAIRS   OF    BRIDGES. 

The  cost  of  the  repairs  of  bridges  in  1859  was  $5,000  87, 
against  $2,817  65  in  185S,  an  increase  of  $3,083  22. 

FENCING. 

During  the  year  500  panels  offence  have  been  built  on  the 
C.  and  X.  road,  and  355  on  the  Xenia  and  Springfield  road 
and  1,187  panels  between  Xenia  and  Cincinnati,  1,040  pan- 
els have  been  rebuilt,  and   1,576  panels  repaired. 

STATION     BUILDINGS. 

Thecoitof  repairs  of  stition  buildings  has  been  $16,241 
78,  against  $11,801  42  last  year— an  increase  of  $4,437  30. 

LOCOMOTIVES    AND   CARS. 

The  cost  of  repairs  and  renewals  of  locomotives  has  been 
$54,507  41,  against  $59,031  92  last  year— a  decrease  of  fi4,- 
594  51. 

The  mileage  of  locomotives  for  the  year  has  been  732,924 
miles — an  increase  of  95,089  miles  over  1^58. 

The  Company  own  18  passenger  and  23  freight  locomo- 
tives. They  also  own  '16  passenger,  and  16  baggage,  mail 
and  express  cars-  The  cost  of  repairs  and  renewal  of  cars 
for  the  year  has  been  $22,65ti  14— a  decrease  of  §749  91,  as 
compared  with  1859.  The  expenditure  for  freight  cars  was 
S5I.  147  115,  against  $4S,  186  14  last  year — an  increase  of 
S596I)  91.  The  Company  own  314  box,  49  stock,  25  rack, 
99  platform,  21  lime,  and  54  gravel  cars. 

F17EL,  OIL,  TALLOW    AND    WASTE. 

The  cost  for  fuel  for  the  year  was  $76,802  34,  against 
$77, 730  (it  last  year,  a  decrease  of  $934  27. 

The  cost  of  oil,  tallow  and  waste  was  « 14.039  04,  against 
$11,270  70  hist  year,  an  increase  of: $2,768  36.  The  increas- 
ed cost  nf  these  supplier  arises  for  the  most  part  from  the 
increased  mileage  The  total  number  of  miles  run  by  loco- 
motives and  cars  in  1859  was  7.^14,803  against  6,4^2,283  in 
1858. 

TRANSPORTATION  EXPENSES. 

The  expenses  in  1859  were  $253,765  94  against  $218,642 
28  in  1858,  being  an  increase  of  $35,123  67. 

TELEGRAPH. 

The  cost  of  operation  and  maintenance  for  the  year  was 
02,620  78.  Thew  were  132  messages  transmitted  for  the 
public,  and  44,417  fur  the  Co  rap  my. 

During  the  year  no  passenger  has  been  seriously  inj  ured 
through  any  fault  of  the  agents  of  the  Company.  One  pas- 
senger was  fatally  injured  at  Loveland  in  attempting  to  get 
upon  the  train  after  it  bad  started.  Two  men  have  heen 
killed  by  trains  while  walking  on  the  track,  and  one  brake- 
man  lost  his  life  by  falling  from  the  train  and  being  run 
over. 


THE  CITY  COUNCILS  OF  PITTSBURG 
BEFORE  THE  SUPREME  COURT. 

Nearly  all  the  members  of  both  Branches  of 
the  Pittsburg  City  Council  made  their  appear- 
ance at  the  bar  of  the  Supreme  Court  of  Penn- 
sylvania, at  Philadelphia,  on  Monday,  to  make 
answer  to  the  mandamus  in  reference  to  the 
railroad  tax.     The  Philadelphia  Bulletin  says: 

The  returns  made  to  the  writ  were  various. 
The  majority  of  the  members  of  Select  Council 
state  that  they  have  passed  an  ordinance  to  pay 
the  tax,  but  that  the  other  Branch  has  refused 
to  concur.  The  minority  01  Common  Council 
reply — in  nearly  the  same  terms — that  they 
have  voted  for  an  ordinance  to  provide  for  the 
tax.  A  technical  return  is  made  by  the  mem- 
bers constituting  the  majority  of  Common 
Council,  stating  that  they  uo  not  know  the  ex- 
act amount  of  interest  to  be  paid  on  the  railroad 
bonds,  with  other  verbiage.  This  is  all  stuff, 
concocted  to  please  a  portion  of  their  constitu- 
ents who  are  in  favor  of  repudiation.  One 
member  makes  answer  to  the  writ  that  he  has 
resigned  his  seat  as  a  member  of  Council, 
and  is  consequently  not  responsible. 

The  various  answers  to  the  mandamus  made 
to-day  indicate,  we  are  happy  to  say,  that  the 
entire  community  of  the  Iron  City  has  not  lost 
its  reason  on  this  subject  of  the  railroad  bonds, 
and  affords  a  ground  of  hope  that  the  sobriety, 
the  respectability  and  the  integrity  Pittsburg 
will  yet  come  to  the  rescue,  and  save  the  fair 
fame  of  Alleghany  county  from  a  position  be- 
side that  of  the  States  of  Mississippi  and  of 
Arkansas. 

THE  ALLEGHANY  COUNTY  RErUDIATOBS. 

Of  the  Repudiators  at  Pittsburg,  Pa.,  the 
Chronicle,  there,  says: 

The  Commissioners  are  now  in  jail.  When 
their  time  expires,  another  imprison mentawaitfi 
them,  and  another,  and  another,  and  another. 
Can  we  afford  to  hold  out  against  the  whole 
State,  and  the  moral  sense  of  the  nation  at 
large  who  will  not  listen  to  our  arguments,  and 
who  will  hear  none  of  our  excuses. 

It  would  be  cheaper  far  to  pay  the  whole 
debt  than  to  maintain  much  longer  a  rebellious 
position.  The  pride  and  power  of  the  law  is 
involved  in  the  controversy,  and  the  longer  we 
resist,  the  greater  and  more  numerous  will  be 
the  damages  accumulated,  and  the  less  will  be 
the  chances  for  any  favorable  compromise. 

In  connection  with  this  matter,  the  Chroni- 
cle of  Friday  afternoon  says: — "James 
McAnley,  Esq.,  President  of  the  Select  Council, 
left  for  Philadelphia  Thursday  night,  taking 
with  him  a  certified  copy  of  Monday  night's 
proceedings  of  Select  Council,  with  the  city- 
seal  attached.  We  presume  the  production  of 
this  document  will  be  his  answer  to  the  alter- 
native writ  of  mandamus  before  the  Supreme 
Court  on  Monday  next.''  The  same  paper  also 
states  that  Marshal  Campbell  had  exposed  to 
sale,  the  day  previous,  8,000  shares  of  the 
county  stock,  in  the  Alleghany  Valley  Railroad 
Company,  taken  in  execution  at  the  suit  of  G. 
W.  Dobbin,  a  bond  holder. 

The  amount  sold,  together  with  the  name  of 
the  purchaser  and  the  price,  is  as  follows : 
fiOO  shares,  Michael  O'Hara,  $1.15  per  share; 
100  shares,  Thos.  Rosen  well,  $1.15  per  share; 
74  shares,  Lyon,  Shorb  &  Co.,  $1. — There  is  a 
disposition  manifested" on  the  part  of  the  au- 
thorities of  Pittsburg  and  Alleghany,  and  a 
willingness  by  bondholders,  to  compromise  pre- 
sentdifferences  on  .some equitable  terms.  This 
is,  no  doubt,  difficult  of  accomplishment;  but 
with  a  will  to  settle,  an  arrangement  may  be 
effected.  Some  of  the  holders,  we  think,  will 
agree  to  cancel.  25  per  cent,  of  the  face  of  their 
bonds,  on  condition  of  satisfactorv  assurance 


that  further  opposition  will  be  withdrawn  and 
the  interest  on  the  other  three-quarters  regu- 
larly paid. 


Knight's  Patent  Sleeping  Car. — One  of 
these  new  contrivances  to  supply  a  long  re- 
quired desideratum,  was  exhibited  yesterday 
on  Dock  street,  below  Third.  It  is  intended 
for  the  Great  Central  Railroad,  and  was 
thronged  during  the  day  by  curious  and  grati- 
fied visitors.  One  half  the  interior  of  the  car 
was  presented  with  berths  arranged  for  sleep- 
ing, and  the  other  with  the  usual  arrangement 
of  seats.  The  latter  half  differed  from  an  or- 
dinary sitting  car  only  in  the  appearance  of 
two  rows  of  cushions  attached  to  the  ceiling, 
and  another  was  immediately  above  the  win- 
dows. The  sleeping  conveniences  consist  of 
two  double  berths,  the  one  above  the  other, 
and  a  single  berth  surmounting  both.  Theso 
are  cushioned  and  provided  with  damask  pil- 
lows and  curtains.  The  lower  berth  looks  not 
unlike  a  French  bedstead;  the  backs  of  the 
seats  constituting  its  head  and  foot  boards. 
The  second  is  suspended  from  the  ceiling  by 
strong  iron  braces,  and  the  sleeper's  safety 
secured  bv  straps  which  preclude  the  liability 
to  fall.  With  the  additional  single  berth,  the 
space  occupied  by  four  seats,  accommodates 
five  beds.  One  naturally  laments  while  re- 
garding these  "downy  pillows"  and  soft  berths, 
that  he  may  not  travel  though  it  were  only  to 
sleep.  With  comfort,  privacy  is  secured  by 
curtains,  which  enclose  the  slumberer,  and 
while  he  is  gliding  at  night,  a  league  at  every 
breath,  may  enjoy  at  moderate  rates  the  double 
lnxnry  of  dreaming  and  riding. 


MONETARY  AND  COMMERCIAL- 


Again  Bankers  report  n  more  active  demand  for  money 
on  Third  Street.  This  is  occasioned  no  doubt  by  the  pay- 
ments that  matured  on  the  4th,  which  were  quite  extensive, 
and  was  participated  in  by  nearly  all  branches  of  trade. 
This  will,  however,  subside  in  a  day  or  two,  and  things 
will  again  assume  a  more  quiet  and  steady  appearance. 
Again  we  say  that  reporting  of  the  "money  market'*  at 
Cincinnati  is  a  burlesque.  Two  days  of  active  demand  for 
money  to  meet  the  wants  of  the  first  days  of  the  month 
when  there  is  always  more  falling  due  than  at  any  other 
time,  invariably  makes  '"money  tight,"  and  renders  the 
*L  market  close."  Quotations  are  as  heretofore  made  for 
inside  transactions,  while  outside  operations  were  a  shade 
higher. 

There  is  no  new  feature  observable  in  Exchange  sinceour 
last.  The  demand  is  fully  equal  to  the  supply  for  Eastern, 
and  but  little  doing  in  New  Orleans.     We  quote  : 

BUYING.  SELLING. 

New  York  sight f@40  prem-  -@J  prem. 

Boston }@10  prem.  -@i  prem  . 

Philadelphia -@i    prem.  -@-h  prem- 

Baitimore -@$    prem-  -@£  prem. 

New  Orleans Par.  4@i  prem. 

American  Gold 25@30  4''@50  prem. 

No  change  in  Uncurrent  Money  ;  Missouri  at  H  to  '  % 
per  cent.  ;  Illinois,  Wisconsin,  and  Iowa  at  2  per  cent.  ; 
North  and  South  Caroline,  Alabama,  Florida,  Michigan,  and! 
Canada  at  1  per  cent,  discount. 

The  N.  Y.  Tribune  of  Tuesday  says,  the  weekly  Bank 
Statement  does  not  exhibit  any  marked  change  from  last  week 
excepting  in  deposits,  which  have  largely  increased.  Our 
Bank  managers,  in  their  eagerness  to  earn  large  dividends, 
continue  to  expand  their  loans,  and  the  aggregate  is  now 
higher  than  utany  time  since  last  May,  when  the  specie  re- 
serve was  $2t>,Un0,UU0.  The  aggregate  expansion  since  last 
October,  when  the  lowest  point  was  touched,  is  $1 1,u00,<>00y 
the  increase  in  the  specie  line  in  the  meantime  being  only 
$1,&01>,IH)0.  The  increase  in  the  reserve  this  week  is  lese 
than  was  anticipated,  and  is  much  more  than  swallowed  up 
by  the  shipment  of  Saturday. 

The  followwing  is  a  astatement  of  the  condition  of  the 
Banks  of  the  city  of  New  York. 
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March  31.  March  34. 

Loans StlS8.3P8.323     S3 137.0 13.5H7     Inc. .  ..$774,710 

Specie 33,43(l,7.")9         S3,0H0.3D4     Inc..    134,555 

Circulation....      8.441,32s         8,335.20(1    Inc..    1<>9,(Ki<i 
Deposits 83,433,031         83,1117.419     Inc..   314,013 

The  Stock  market  exhibited  considerable  activity  to-day, 
and  the  reaction  noticed  last  week  continued  in  some  de- 
scriptions. Some  of  the  operators  have  realized  on  their 
early  puachases.  and  would  now  he  glad  to  see  lower  quoa- 
tations.  that  they  might  come  in  ajrain.  In  Central,  the 
sales  registered  at  the  first  session  of  the  Board  added  8.0110 
shares,  opening  at  79  and  closing  at  78$.  The  party  that 
bought  so  largely  on  Friday  and  Saturday  continued  to 
make  purchases  to-day  to  the  extent  of  several  thousand 
shares,  and  are  supposed  to  have  bought  in  all  about  35,000 
shares  for  a  clique  that  have  been  watching  the  progress  of 
affairs  at  Albany,  at  the  head  of  which  is  a  prominent  City 
Railroad  operator. 

Between  the  Boards  the  market  was  depressed  to  77  by 
the  report  of  the  Attorney  General  of  the  State  to  the  effect 
that  the  act  repealing  the  tolls  upon  the  Central  Road  was 
unconstitutional.  There  was  afterwards  a  rally,  and  tile 
quotations  recovered  to  78,  without  much  activity.  The 
Western  shares  were  fairly  active,  but  generally  without 
important  change.  Galena  was  heavy  under  a  statement 
that  the  tiatlic  of  the  fourth  week  of  March  shows  a  falling 
off  of  $10,000.  Kork  Island  was  63i  in  the  afternoon,  divi- 
dend off.  The  Michigan  Southorn  shares  were  heavy. 
The  rapid  rise  in  Michigan  Central  brought  out  considerable 
stock,  and  the  market  fell  off  1  per  cent.,  sales  being  made 
at  44.  At  the  close,  the  general  market  was  steady  at  the 
annexed  quotations  :  Virginia  Gs,  93>^@93J  ;  Missouri  0s, 
81>i<Si81}i  Canton  Company,  30l@31J  ;  Cumberland  Coal 
Company,  14±  ;  Paciac  Mail,  106©105^  ;  N.  Y.  Centra1 
Railrord,  77}®77J;  Brie  Railroad,  llj@lli;  Hudson  River 
Railroad,  39J@40  ;  Harlem  Railroad,  10i@10J  ;  Harlem 
Railroad  Preferred,  35J@35};  Reading  Railroad,  43@43J; 
Michigan  Central  Railroad,  44^-©44V  ;  Michigan  Southern 
and  Northern  Indiana  Railroad,  9J@10 ;  Michigan  South- 
ern  and  Northern  Indiana,  Guaranteed,  20@3U>a ;  Panama 
Railroad,  134@134±  ;  Illinois  Central  Railroad.  62i@62i  ; 
Galena  and  Chicago  Railroad,  GIJ@61J;  Cleveland  and 
Toledo  Railroad,  2:<S  ft 34  ;  Chicago  and  Rock  Islund  Rail- 
road, 03!-@03J;  Illinois  Central  7s,  87@89. 

Hannibal  and  St.  Joseph  Railroad. — The  first  two 
weeps  of  March,  on  the  Hannibal  and  St.  Joseph  Railroad, 
gave  the  following  earnings : 

1800 $10,379  2!) 

30,084  19 


1859. 


Increase $14,298  10 


fi^-The  bill  for  the  relief  of  the  Sunbury 
and  Erie  Railroad  has  been  defeated  in  the 
Pennsvlvania  Honse  of  Representatives. 


Illinois  Central  Railroad. — The  earnings 
of  the  Illinois  Central  for  the  lirst  quarter, 
ending  March  31,  show  a  large  increase  over 
any  preceding  year.  As  compared  with  1856, 
estimating  the  fourth  week  of  March,  the  gain 
exceeds  $190,000.  This  has  arisen  mostly 
from  the  traffic  from  the  South. 


__.  "We  learn  from  the  Chambers,  Ala., 
Tribune,  that  the  entire  amount — $175,000 — 
of  stock  necessary  to  be  raised  before  com- 
mencing work  on  this  road,  has  been  sub- 
scribed; and  that  the  directors  have  engaged 
the  services  of  C.  B.  Rogers,  Esq.,  an  experi- 
enced engineer,  to  survey  aud  permanently 
locate  the  road,  Mr.  Rogers  will  enter  upon 
liis  duties  immediately.  The  individual  sub- 
scriptions, and  the  amount  loaned  from  t!:e 
three  per  cent,  fund,  reach  the  sum  of 
$250,000. 


CONTRACTS  fur  Kails  at  a  fixed  price,  or  on  com 
mission,  delivered  at  an  English  port,  or  at  a  por 
in  the  United  States,  will  be  made  by  the  undersigned 
THEODORE  DEHON, 
nol3  10  Wal.  Broadway, New  Yoi 


I860.  18QO. 

THE   PENNSYLVANIA 

CENTRAL   RAILROAD. 

260    MILES    DOUBLE    TRACK. 


The  Capacity  of  this  Road  is  now  equal  to  any 
iu  the  Country. 

TnRF.E    THROUGH 

PASSENGER    TRAINS    BETWEEN 
PITTSBURG  AND   PHILADELPHIA, 

Connecting  direct  in  the  Union  Pepot,  at  Pittsburgh,  with 
Through  Trains  from  all  "Western  f'ities  for  Philadelphia, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  tiie  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  ore  attached  to  each  train  ;  Woodruffs 
Sleeping  Cars  to  Express  and  Fast  Trains,  The  F.x. 
press  runs  |p;iily,  Mail  and  Fast  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  aud  Wash- 
ington. 

Six  Dally  Trains  between  Philadelphia  and  New  York  ; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  fall  rail)  are  good  on  either  of  the  above  trains,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fall 
River  or  Stonington  Lines.     Baggage  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail- 
road Officss  in  the  West ;  also,  on  hoard  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

TTJPFarc  always  as    low  and    time  as 
quick  as  by  any  otber  Koute, 

ASK    FOR    TICKETS    BY    PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DIRECT  LINE    BETWEEN  TIIE  EAST 
AND  THE  GREAT   WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  drayage  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A.  STEWART.  Pittsburg; 
H.  S.  Pierce  &  Co.,  Zanesville.  O.;  J.  J  Johnston,  Ripley, 
O  ;  R.  McNeely,  Maysvide.  Kv.t  Orinshy  &  Cropper,  Ports- 
mouth, 0.;  Paddock  &  Co.,  Jeffeisonvillo.  Ind.;  H.  W. 
Brown  &  Co.,  Cincinnati,  O.  I  Athern  &  Hibhert,  Cincin- 
nati, 0-;  R  C.  Meldrum.  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  CI.  O'Riiey  &  Co.,  Kvansville  Ind  ;  N. 
W.  Graham  &  Co.,  Cairo,  III.;  R.  F.  Sass,  Shaler  &.  Glass. 
St.  Louis,  Mo.  ;  John  II.  Harris.  Nashville,  Tenn.  ;  Harris 
or  Hunt,  Memphis.  Tenn.;  Clarke  &  Co.,  Chicago,  III.;  W. 
H.  II.  Koontz,  Alton,  111.  ;  or  to  Freight  Agents  of  Rail- 
roads at  diflerentpoiuts  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
and  Speedy  Transportation  of  LIVE  STOCK, 

And  Good  Accommodations,  with  usual  privileges  for  per- 
sons traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  be  forward- 
ed to  and  from  Philadelphia,  New  York,  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana.  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsbarg 
with  Steamers,  by  which  Goods  can  be  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky.  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin.  Missouri,  Kansas, 
Arkansas,  and  Red  Rivers  ;  aud  at  Cleveland.  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North- Wes- 
tern Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence  on 
its  speedv  transit. 

THE  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at  all  times 
a*  favorable  as  are  charged  by  other  Jiailroad  Com- 
panies. 

XL  J^Re  particular  to  mark  packages  *'  via.  Pennsylva- 
nia Railroad." 
E.  J.  SNEEDER,  Philadelphia. 
MAGRAW  &  KOONS.80  North  Street,  Baltimore. 
LEECH  &  CO.,  No.  2  Astor  House,  or  No.  1  S.  Wm. 

Street,  N .  Y. 
LEECH  &  CO.,  No.  77  State  Street,  Boston. 

H.  U.  HOUSTON,  Gen'l  FreigM  Ag't,  Philadelphia. 
L.  L.  HOUPT,  Gen'l  Ticket  Ag't,  Philadelphia. 
THOS.  A.  SCOTT,  Gen'l  Sttp't,  Altoona,  Pa. 
Fb.  2-lyr. 


Direct  Route  to  the  North- West! 


-VIA- 


ILLINOIS  CENTRAL 


FLiLILHOiLID 

AND  PANA  OR  SANDOVAL 


Decatur, 

Bloomington, 

Burlington, 

La  Salle, 

Dixon, 

Prairie  du  Chien 

St.  Anthony, 

And  all  points  in  Iowa  and  31'mnesota 


FOR 

Springfield, 
Peoria, 
Quincy, 
Bock  Island, 
Galena. 
St   Paul,  and 


Passengers  leaving  Cincinnati  either  by  INDIANAPOLIS 
AND  CINCINNATI  OR  CINCINNATI,  HAMILTON 
AND  DAYTON  RAILROADS  make  direct  connections, 
twice  daily,  at  PANA  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.  with  I.  C.R.R.  at  SANDOVAL. 

Passengers  Jbr  the  North- West 

Desirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  via 

PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R  R  , 

and  avoid  change  of  Cars  and  Baggage,  and  the  expense 
attendant  thereon. 

Daily  connections  are  made  at  Dunleith  with  a  Line 

FIRST    CLASS    STEAMERS 

Running  in   Direct  connection   with  this  Road  for  all 

TOWNS  ON  THE   UPPER  MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Fort  Dodge  and  Sioux  City. 

IO=The  Equipments  of  the  ILLINOIS  CENTRAL  R. 
R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Patent  Berth  Sleeping  Cars  are  run  on  a! 
Night  Trains. 

Fare  the  same  as  by  any  other  Route,  and 
Tickets  good  until  used. 

Through  Tickets  can   be  procured  at   Spencer    House, 
corner  office ;  No.   1   Burnet    House ;    135   Vine    Street, 
between  Burnet  House  and  Post  Office  :  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.  H.  NICHOLS, 
Gen'l  Southern  Agent,  Cincinnati, 
W.  P.  JOHNSON, 

Gen^l  Passenger  Agent,  Chicago. 

Winter  Arrangement,  1859-'60. 


BALTIMORE  AND  OHIO 


RAILROAD. 

GREAT  NATIONAL  ROUTb 


TERMINATES  AT  WASHINGTON  AND  BALTI- 
MORE on  the  East,  and  Wheeling,  Benwood  and 
Parkersburg  on  the  West,  at  which  places  it  unites  witi 
Railroads.  Steamers,  etc.,  for  and  from  all  points  io  the 

West,   South-West  and  Horth-West. 

TX^TO       TRAINS 
Leave  Wheeling  daily  at  12:05  P.M.,  and  10:10  P.  21. 
One  Train  leaves  Parkersburg  daily  at  9:20  P.  M. 
Direct  connections  are  made  by  these  trains 

FOR   ALL    THE  EASTERN  CITIES. 

This  is  the  only  route  to  Washington  City. 
Passengers  by  this  route  can  visit  Baltimore,  Philadel- 
phia, New  York  and  Boston,  at  the  cost  of  a  ticket  to  Boston 
alone  by  other  lines. 

Through  tickets  to  the  Eastern  cities  can  be  procured  via 
"Washington  City  at  an  additional  charge  of  $2. 

Time   as    quick  and   Fare  as    low    as   by    any    other 
ROUTE. 

J^j3  Inquire  for  tickets  via  Baltimore  and  Ohio  Rail* 
road,  at  any  of  the  principal  Railroad  Offices  in  the  West. 
E.  F.  FULLER, 
General  Western  Agent 
L.  M.  COLE, 
General  Ticket  .fi/eitf. 
W»  p.  SMITH,  Master  Transportation » 
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PATENTED   GAS  WORKS 

OF  THE 

1IIII  ilBio  CI 

Gas  TVorlis,  to  be  generally  adopted  by  th  owners  o' 
Factories,  Private  Residences,  Motels,  and  other  sacli 
establishments  requiring  much  light,  should  pus-ess  the 
following  advantages,  to  wit:  great  simplicity  of  con 
struction  and  operation;  reliability  to  insure  a  regular 
supply  oi  light;  purification  of  the  gas  to  prevent  clog 
ging  ;  freedom  from  unhealthy  and  offensive  odors  ;  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  V  To  determine  Ihis 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prej  udice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  referto  the  Scientific  American 
of  March  13,  IM8,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simplicity  of  construction  peculiar 
to  the  Aubin  Won ks,  the  retort  Is  the  only  pait  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trilling. 

The  Cost  of  the  Gas  ; 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used  ;  but  even  where  3110  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents— the 
ordinary  yield  of  gas  being  at  least  13  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PKICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  300  cubic  feet, $300  00 


do 
do 
do 
do 
do 


do 
do 
do 
do 
do 


350 
4110 
500 
600 
700 


335  00 

375  00 
450  00 
535  00 
GU0  00 


The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  hoSer  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gas  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  that  an  ordinary  fish- 
tail burner  (known  m  stores  as  4  and  5  foot  burneis)  will 
consume  3  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing:  the  Contents  ami  best 
Proportions  of  Gasometers  from  40ti 
to  4OO0  it.,  and  tile  I\  umber  of  J.i  ■■•[,  Is 
they  will  supply  for  a  giren  lime. 


Contents  in 

No.  of  hours 

Diameter  of 

Height  of 

Cubic  Feet. 

for  10  lights. 

Gasometer. 

Gasometer. 

400 

20 

10  ft. 

5  ft.  3  in. 

500 

25 

JO  ft. 

G  ft.  6  in. 

750 

37 

13  ft.  6  in. 

6  ft.  2  in. 

10)10 

50 

13  ft. 

7  ft.  8  in. 

1500 

75 

15  ft. 

8  ft.  Gin. 

2000 

100 

17  rt.  3  in. 

8  ft.  7  in. 

3500 

125 

IS  ft. 

10  ft. 

3000 

150 

20  ft. 

10  ft. 

3500 

175 

SO  ft.  6  in. 

10ft.  1  in 

4000 

200 

21ft. 

lift.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  ol 
lights  or  hours  or  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  In  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B.— For  circulars  anil  lithographic  plans  of  the  large 
private  works  (for  factories,  &c,  &c.)  of  the  Company,  or 
|      eir  village  works,  as  now  in  operation  in  several  Slates 


apply  to 


R.  T.  C0VERDALE, 


....  ,  107  Walnut  Street,  Cincinnati.  Ohio, 

who  has  the  exclusive  right  to  manufacture  and  sell  in  the 
state  or  Ohio. 

Feb.  34th,  1859. 


APPLE&ATE  &  CO., 

Booksellers, Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.   Cinrinnali  O. 


APPLEGATE  &  CO., 

APPIiKGATE  &  «-■©.,  Book- 
Bollers,   Stationed  ana   Blank-book 
Manufacturers,  43  Wain    Street,  Cincin- 
nati, invito  tiie  attention    of  Booksellers, 
Country  merch  ants,  T&ichers, 

and    others    to  our  varied  and 

extensive  stock  of  Scliool.  Classi- 

cal, Theological,  Scientific/    Stan- 

dard, and  miscellaneous    Books,  Paper, 
Blank -books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble  arrango  ments   with   tho 
leading  publish  era,  as  well  as 
tho  p  f  i  »  cipal                 manufact  urers 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior  induce- 
ments  to    purchasers.       "We  respectfully 
solicit  a  comparison  of  Btock  ana  prices 
wjth  any  other  house    in  the   West 

_B00KSELLERS, 

Our   Stock   of    Stationery 
is  very  complete,     embracing 
in   part   all   the    varieties    of  Cap, 
Letter,    Packet,    Commercial,    Bath 
and   Note  papers,  together  with  Blotting, 
Tissue,   Drawing, 
nnd  Tea  w  rap- 
boards,   E  n  v  el- 
Pens,  Penhold- 
rac  k  s,  Copying 
Books,  Ink  and 
b  n  res,   Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;    Bonnet 
opes.  Gold  A  steel 
ers,  Pencils,  Ten- 
presscB,    and 
Inkstands  ;   Era- 
wax,  Wafers, 
Banker's   cases, 
head  boxes.  En- 
velope and    Card  cases ,  Cash   and    Post 
Office  boxes,  Rulers,  Letter  scales,  Clips, 
Weights,  and  Files  ;  Date  Calendars, 
together  with  all  other  articloa 
used  in  the  counting-house. 

JSiaiioncrs, 

To  our  Blank   Books  wo 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


tho  small  memo- 
the  large  Super 
rial  Ledger,  and 
variety  of  styles 
w  n  ivk  m  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  of  pa 


randum  book  to 
Royal  and  Impe- 
bound  in  a  great 
a  n  d  of  superior 
Books,  made  to 
Bired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


ruling   and  durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLAKK   BOOK    MANUFACTURERS. 


Wo  are   prepared   to 

Print  and  Bind  books 

tion  and  in  any  style 

sired,  at  rates  as  low 

quality  of  work 

c  u  t  e  d  in  this 

where.      Our 

executing  these 


S  te  re  otype, 
of  any  descrip* 
that  may  be  do- 
as  the    same 

can  be  exe- 
city  or  else- 
facilities  for 
branches  of 


the  trado  are  ample,  and 
authors  may  depend  upon  having 
their  bonks  published  in  the  best 
style   and  on      short   notice. 


Merchants   and 
Bills  of  Lading, 
Railroad    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch.     Orders  re- 


others  wishing 
Bill    Heads, 

Dray    receipts,    ^er 
any  other  descrip. 
please  bear  in  mini 
with  neatness  an.ii 
spectfully  solicited. 


Publishers 


Our  own  p  u  hi  ications         are  too 
well  known  as  works  of  tho      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,   which   are, 
C  1  a  r  k  o  s'   Com-  m  e  n  t  a  - 

ries, Dick's  Works.  R  o  1- 

lin's  Ancient  History,  Plutarch's 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited   to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     ete and  cannot  fail  to  please.  . 
Wo  in       vito  all  to  give  us  a  call. 

43  MAIN  STEEET.   ClN. 


W.  HARVEY'S  SAFETY  JOINT 

For     Coupling    the    Ends    of   "  T"    Bail 
1PATENTED,  NOV.  2,  1858. 


Fig,  3  is  a  perspective  view  of.  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plare  C,  wlm  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  to)  fill  up  the  recess  in 
tbe  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  fail.  The  bist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
mFig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint.  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
Interally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withte  shc'geflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  p;iss  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  tbe  usual  manner;  nnd  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  aud  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  tbe  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  tbe  outside  plate.  By  driving  through  two  keys, 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slots  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  present  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  he  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels, 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  o  t 
the  rollintr  stock  of  the  road. 

W     HARVEY,  Inventor  andPatenteeY 
41  Jefferson-street,  Albany, 
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PROSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  KIV'D  TO  END. 

FARIS'    3F*JSLTJB33SrM« 
ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATEIt    SUPPLY,    ACIDS,    ETC. 

SOf^'',     I  M  V  O  R  T  K  R  S  . 

Pm»ss«K'si»A'ir,N'r  hvkfavk  coiv- 
DKWSEKM  for  high  pressure  Htenm,  with  sea  or 
other  bad  boiler  water,  gauges,  3-cutter  drills,  coun'er- 
sinfcs,  tube  end  cutting  barn,  expanders,  tabe  Healers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrenejies, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes.  Steel  for 
Pollers.  THOS.    PKOSSKR   &    SON, 

»7jan.  26  Piatt  Street,  New  York 

d.  G.  LOEDELL.        1.  S.  M'COMBS.        D.  P.  BUSH. 

BDSH&LOBBELL, 

Wiliniiigton  -------  Delaware 

MANUFACTURERS  OF 


For  R.R.Cars&  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Ext.nt 

FOR   THEIB 

CELEBRATED    WHEELS, 

EITHER   SINGLE  OR   DOUBLE   PLATE, 

WITH     OR     WITHOUT    AXLES 

WB1EELS  FJTTED 
To    Ilaiiiuiei'ed  or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 

Most  Reasonable  Terms. 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A.  Complete  List  of  Post-Offices  in  Vie  United  States 
and  Territories,  arranged  by  States  arid  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Rates  of 
Printed  Matter,  IVansient  and  Regular;  Abstract 
#/  the  Laws  and  Regulations  of  t/ie  Post- Office  De- 
partment, &C,  dec* 

COMPILED  BY  E.  PENROSE  JONES, 

Lot*  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

HEAD  THE   FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  It?59.     \ 
This  work  has  been  carefully  compiled  ami  corrected  by 

B.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  O.,  from  tbe  Keenrds  in  this  Department,  and 
other  sources,  and  coiitnins  the  most  complete  list  of  Pnst- 
Offices,  especially  of  the  Western,  North-Western,  and 
South-Western  Stages,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  JBlauks ,  &c.,for  P.  O.  Depart. 

The  hook  makes  an  aclavo  pamphlet  of  abont  111U  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  corn- 
ier is  promptly  advised  of  all  New  Offices*  Changes  ard 
Regulations  of  the  Department,  the  information  is  corrdctarl 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Observe,  That  this  list  is  arranged  by  States  and  Coun- 
•ie«,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  185G.  Tfcere 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  Tfie  Price  is  one-half  that  .of any  work  of  the  kind 
now  published. 

JO3  Single  copies  sent  by  mail  (postage  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps.  Five  Copies  seiit  for  $1.00,  or  Twelve 
Copies  for  ft2.i)0. 

Addrew.  C.  S.  W1LL1IAMS, 

194  Walnut  Street, 

Mur.tf.lS  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WOT.  *TTITSIVEK.  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICES: 
Louisville,  Ky.,  Columbus,  O., 

Lafayette,  lad.,  Dayton,  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  oood.  low-priced  Family 
Machine,  have  introduced  a  new  style-,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at> 

Fifty-Five   JBoHars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  rennmny  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

)£7=Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febPJ.  WM.  SUMNER  &.  CO. 

IQrin  Keg:s  N~°-  !  Kailroau  Spikesf,5fcby  9-lGtfa 
,  a\J\J    Corby,  Gossin  &  Co.»s  make,  for  sale  very 
low  by  TRABER  &  AUBERY. 

7  Puhlic  Landine 

GEO.  D.  WINCHELL  &  BRoT 

172  Him  Street,  bet.  ith  and  bth, 
CINCINNATI,  O. 
SoleManufaeturers  of  McGowan'  s  I/duble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine 

WOULD  respeoilully  invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distil  lei's,  Miners,  and  the  pub 
lie  generally  to  these  Humps' 
as  the  best  Pump  now  in  u»e 
and  acknowledged  by  all  wlc 
have  used  Lhem  to  be  perfect  — 
are  simple  in  their  construe 
tion.  compact, durabloand  not 
likely  to  get  out  of  order;  wei" 
adapted  for Steamooats,  Rail 
road  Water  Statious   Distil  If 
ries,     Breweries,     Kurnacee 
Mines,  Rolling  Mills,  Pape 
Mills,  Factories,  Wells,  Cis 
terns, Si"  ^.tionary  Fiie  Kngines, Garden  Kngines  and  [^ 
all  purposes  where  a  Pump  can  be  used.    Also,  for  for- 
cing a  large  body  ofwatertoagreatheighiordistance 
rapidly. 

Also,  McGowan  s  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses.  &c  Hose  Couplins 
Lead  ,  Copper  and  Gas  Pipe  furnished  aithe  lnvestma  " 
feel  prices. 

P'jll»nd  perfect  atisfactionguaranteed  in  allcases, 
when  propei ly  put  up  according  to  directions. 

Orders  thankfully  received  andpromptly  filled  at  the 

Bhortest  notice. 

S1LVKR    iVKDAii      (The  highest    prize)  awarded 

eee  pumps andSteam  Pumping  Engine  at  tb    late  Fa 

Ohio  Mechanics'  institute  Junr,  1?,  18o5 — 1 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  ou  terms  favorable  to  parties  waDtin?  to  pur* 
chase  Ag-4,  m.G. 

"  FREEDOM  IRON  COMFIT 

MAXUFACTCTEBS   OP 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroail  Machinery. 

Lewistown,  Milflin  Co.,  Penn, 

JOII".   A.  WRIGHT,  Sap' I. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pip  Iron,  refined  with  Charcoal  in  the  old-fashionei 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  ia 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp..  7  MJ  a.  m. 

Mail 9.IW  a.  m. 

New  York  Exp..]  1 .15  a.». 

Night  Exp 5.(1(1  p.  M. 

Utica  Accom'n..  6  no  p.  m.    Ai 

N.  Y.Mail ll.l.'.p.  x. 

Leave  Buualo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8. 110  a.  h. 

Mail _ 

Cleveland  Exp..  6.(>;>  P.  M. 
Cincinnati  Exp. 11.00  p.  x. 
UticaAccom'n.. 


Arr.  Buffalo.  Arr.  S.  Br. 

7  00  p.  x.  7  00  p.  x. 

1S.50  a.  X.     

9. (HI  p.  x  9.00  p.  x. 

4.00  a.  H.  4.00  a.m. 
.  U.  10.00  p.  X. 

in.o '  a.  x.  lo.oo  a,  x; 

Leave  Bridge.  Ar.  A  Ib'y 


5.15 
8.(10 


a.  x. 


6.00  p. 
11.00  p. 


3.30  p. 
8.00  p.  x. 
2.30  p.  x. 
4.40  a.  x. 
P.30  a.  X 
10.00  A. 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  LocomotW 
equal  in  efficiency  and  durability  to  the  best  Eastern 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  fcinds  of  heavy 
forging  and  casting  done  at  short  notice.  Also.boltifoi 
bridge^  cu    withiispatch. 

MOORE  &  RICHARDSOK  . 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
Stale,  is  under  the  superintendence  of  Col.  JE.  W  . 
MORGAN;  a  distinguished  graduate  ol  West  Point 

and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  courae  of  study  is  that  taught  in  the  best  Colleges 
hut  more  extended  in  Mathematics,  Mechanics,  Ma 
chines, Const  ruction.  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools  of  Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui  t 
time  means, and  object  ofProfessiona!preparation,botu 
before  and  after  graduating. 

Tbe  twelfth  annual  tennis  now  open.  Charges,  £102 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  '*  Military  Institute 
Franklin  Springs,  Ey.."  or  the  undersigned. 

P.  DUDLEY. 
President  of  tb    board 


THE    RAILROAD    RECORD. 


8.5 


E.  D    MANSFIELD,  -       -    j    -jrvHtm-K 

GINOINNATI: 
Tkursdaj    Morning-,  April  12,  18G0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WBIGHTSOW  &  CO. 
OFFICE  -No.  1CV7   Walnut   Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  I3s.  6d.  (S3)  payable  in 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, $1  Oil 

"        "        per  month, 3  00 

"        «        six  months, 12  0(1 

"        "        per  annum 20  00 

M    column,  single  insertion, 5  00 

"       "        per  month, 10  00 

"       "       six  months 40  00 

'•        "        perannum, 80  00 

"    page,  single  insertion, 15  00 

"        '-        permonth 25  00 

"        •'         sixmonths, 110  00 

"        "        perannum 200  00 

Cards  notexceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS.. 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  whieh  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 
Subscriptions  and  communications  addressed  to 
WEIGHTSON  &  CO., 
Publishers  and  Proprietors. 

JO3  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

Ohio  and  Mississippi — Eastern  Division. — 
In  the  United  States  District  Court,  Tuesday, 
John  W.  Alsop,  of  New  York,  was  appointed 
Receiver  in  behalf  of  the  Second  Mortgage 
Bondholders. 


,  The  rains  on  Tuesday  and  Wednesday 
caused  some  considerable  damage  and  delay 
to  the  various  railroads.  The  Scioto,  Mus- 
kingum, and  the  two  Miamis  are  very  high. 


Warning  to  Passengers. — On  several  of 
the  new  cars  lately  introduced  on  the  New 
York  Central,  there  is  a  special  warning  to 
passengers  to  keep  their  hands  off  the  horizon- 
tal brake  wheels  as  the  former  may  be  passing 
from  car  to  car  while  the  train  is  in  motion. 
The  reason  of  this  caution  is  that  two  or  more 
of  the  leading  railroads  of  New  York  are  be- 
ginning to  use  a  kind  of  brake,  which,  in  case 
of  emergency,  can  be  set  almost  instantly 
without  the  presence  of  the  brakeman.  Should 
such  an  emergency  arise  while  a  passenger 
was  steadying  himself  by  one  of  the  wheels, 
it  would,  without  the  least  warnino-,  com- 
mence to  revolve  rapidly,  and  he  would  lose 
his  hold  and  run  great  risk  of  falling  between 
the  cars. 


STATE  OF  MINNESOTA,  AND  ITS 
RELATION  WITH  LAKE  WINNI- 
PEG, AND  THE  RED  RIVER  OF  THE 
NORTH. 

The  subject  indicated  by  the  above  title,  is 
one  of  great  interest,  geographically,  statist!" 
cally,  and  commercially.  For  this  reason,  we 
propose  to  give  a  digest  of  some  valuable  in- 
formation, we  find  in  a  report  with  the  appen- 
dixes furnished  by  Mr.  James  W. -Taylor,  to 
the  Governor  of  Minnesota.  Our  readers 
know  that  the  Red  River  of  the  North,  rises  in 
Minnesota,  near  the  sources  of  the  St.  Peter's, 
and  running  directly  north,  after  receiving  the 
Asslniboia,  discharges  itself  into  Lake  Winni- 
peg. Hence,  it  is  very  obvious,  that  Minneso- 
ta is  connected  with  British  America  by  the 
Red  River;  and  the  ports  of  Minnesota,  on  the 
Mississippi  and  St.  Peter's,  must  with  Railroad 
communication  become  the  ports  of  the  great, 
and  valuable  region  round  Lake  Winnipeg. 
We  copy  from  Report  of  a  Committee  to  the 
St.  Paul  Chamber  of  Commerce: 

The  area  comprised  within  the  rivers,  con- 
verging to  Lake  Winnipeg  is  estimated  to  con- 
tain 400,000  square  miles.  Familiar  as  the 
American  public  is  with  the  progress  of  Mis- 
sissippi States,  the  Committee  are  inclined  to 
review  the  basin  of  Lake  Winnipeg  from  our 
western  standpoint,  of  its  capacity  to  be  divi- 
ded and  occupied  as  States  or  Provinces,  each 
having  an  average  area  of  50,000  square  miles. 
Starting,  therefore,  from  that  point  of  the 
Western  boundary  of  Minnesota,  which  is  now 
or  may  be  improved  to  become  the  head  of 
steamboat  navigation  on  the  Red  River,  the 
indulgence  of  the  Chamber  is  asked,  while  we 
proceed  in  convenient  subdivisions  to  group  a 
considerable  number  of  facts,  geographical 
and  otherwise,  demonstrating  the  future  im- 
portance of  that  river  navigation  which  is  to 
be  the  avenue  to  the  vast  district  inclosed  be- 
tween latitudes  49  deg.  and  55  deg.,  and  ex- 
tending from  the  shores  of  Lake  Winnipeg  to 
the  Rocky  Mountains. 

THE  AMERICAN  VALLEY  OP   THE    RED    RIVER. 

Of  this  district,  Lac  Traverse  in  one  direc- 
tion, and  Otter  Tail  Lake  in  a  line  nearer  north 
from  St.  Paul — either  point  not  more  than  two 
hundred  miles  distant — may  be  regarded  as 
its  extreme  southern  limits;  Pembina  and  the 
international  frontier,  the  Northern,  while  the 
longitude  of  Red  Lake  on  the  East,  and  of 
Minnewakan  or  Spirit  Lake  on  the  West,  are 
convenient  designations  of  the  remaining 
boundaries.  This  area  would  extend  from 
about  lat.  46  to  49,  and  from  longitude  95  30 
to  99  deg. 

Capt.  Pope,  in  his  exploration  of  1849,  re- 
marks that  for  fifty  miles  in  all  directions 
around  Otter  Tail  Lake,  is  the  garden  of  the 
Northwest. 

The  Valley  of  the  Assiniboia  has  received 
the  name  of  Assiniboia.  In  this  region  a  long 
time  ago,  was  made  what  was  called  Lord 
Selkirk's  settlement,  which  title  remains. 

ASSINI30IA. 

We  believe  that  this  is  the  official  designation 
of  the  district  of  British  America  occupied  by 
the  Selkirk  Settlements.  It  embraces  the  lower 
ol'  northern  section  of  the  Red  River,  and  thy 
productive  valley  of  the  Assiniboia.  Here  is 
a  civilized  and  interesting  community  of  10,- 


000  souls — with  schools,  churches,  a  magis- 
tracy, and  a  successful  agriculture.  Its  trade 
consisting  largely  of  the  exchange  of  furs,  is 
concentrated  at  St.  Paul,  and  is  estimated  dur- 
ing the  year  1858,  to  have  amounted  to 
§1,000,000. 

CUMBERLAND. 

But  north  of  the  Red  River  Settlements,  is 
a  region,  almost  a  discovery  of  recent  explorers, 
which  is  even  more  attractive  than  the  prairie 
district  contiguous  to  the  Red  and  Assiniboia 
rivers.  Immediately  West  of  Lake  Winnipeg, 
are  Lakes  Winnipegoos  and  Manitoba;  with  an 
outlet  flowing  into  Lake  Winnipeg  in  latitude 
52  deg.  Tributarv  to  Lake  Winnipegoos,  are 
the  Red  Deer  and  Swan  rivers,  which  -drain  a 
country  of  rare  beauty  and  fertility  Atraveler, 
writing  to  a  Canadian  newspaper,  describes  its 
general  features  as  rich  prairies,  interspersed 
with  belts  of  heavy  oak  elm,  while  itinerary  of 
Sir  George  Simpson  affords  a  most  glowing 
picture  of  the  sources  of  Swan  River.  Under 
date  of  July  14th,  he  observes,  "In  this  part 
of  the  country  we  saw  many  serts  of  birds, 
geese,  loons,  pelicans,  ducks,  cranes,  two  kinds 
of  snipe,  hawks,  owls  and  gulls ;  but  they  were 
all  so  remarkably  shy  that  we  were  constrained 
to  admire  them  from  a  distance.  In  the  after- 
noon we  traversed  a  beautiful  country  with 
lofty  hills  and  long  valleys,  full  of  sylvan  lakes, 
while  the  bright  green  of  the  surface,  as  far  as 
the  eye  could  reach,  assumed  a  foreign  tinge, 
under  an  uninterrupted  profusion  of  roses  and 
blue  bells.  On  the  summit  of  one  of  theso 
hills  we  commanded  one  of  the  few  extensive 
prospects  we  have  of  late  enjoyed.  One  range 
of  hights  rose  behind  another,  each  becoming 
fainter  as  it  receeded  from  the  eye,  till  the 
farthest  was  blended  in  almost  undistinguish- 
able  confusion  with  the  clouds,  while  the  softest 
vales  spread  a  panorama  of  hanging  copses 
and  glittering  lakes  at  our  feet." 

As  Cumberland  House  is  situated  north  of 
the  valley  of  Swan  River,  upon  the  Saskatche- 
wan, its  name  has  been  chosen  to  designate 
the  district  between  longitude  100°  and  105° 
and  from  49°  to  55°.  This  district  will  com- 
prehend 90,000  square  miles,  about  one  half 
of  which  is  in  the  United  States. 

West  of  Lake  Winnipeg,  and  probably  find- 
ing its  sources  in  the  Rocky  Mountains,  is  the 
Saskatchewan,  of  which  title,  recently,  little 
has  been  known. 

SASKATCHEWAN. 

There  remains,  from  longitude  105°  to  115°, 
and  from  latitude  49°  to  55°,  the  respective  val- 
leys of  the  North  and  South  Saskatchewan — 
ample  in  area  and  resources  for  four  States  of 
the  extent  of  Ohio.  AVe  propose  to  consider 
the  whole  interval  westward  from  the  junction 
of  the  two  rivers  to  the  Rocky  Mountains, 
without  subdivision,  as,  indeed  it  is  presented 
by  Colton's  Map  of  North  America. 

The  prairie  districts  adjacent  to  the  South 
Saskatchewan,  are  described  by  the  Canadian 
explorers,  as  inferior  to  the  rich  alluvial  plains 
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the  red  and  Assiniboin  rivers,  but  Sir  George 
Simpson's  sketches  of  his  route  from  Fort  Carl- 
ton to  Fort  Edmunton,  are  suggestive  of  a  su- 
perior agricultural  region. 

This  region,  although  in  a  high  latitude,  is 
described  as  exceedingly  favorable  for  many 
plants  and  vegetables.  Grass  abounds,  and 
the  soil  is  favorable  for  barley,  corn,  and  pota- 
toes. The  forests  are  pine,  cypress,  poplar 
and  aspen. 

ATHABASCA.    ' 

The  valle3's  of  Peace  and  Athabasca  Rivers, 
eastward  of  the  Rooky  Mountains  from  lati- 
tude 55  deg.,  share  the  Pacific  climate  in  a 
remarkable  degree.  The  Rocky  Mountains 
are  greatly  reduced  in  breadth  and  mean  eleva- 
tion, and  through  the  numerous  passes  be- 
tween their  lofty  peaks,  the  winds  of  the  Pa- 
cific reach  the  district  in  question.  Hence  it 
is  that  Sir  Alexander  MeKensie,  under  the 
date  of  May  10th,  mentions  the  exuberant  ver- 
dure of  the  whole  country — trees  about  to 
blossom,  and  buffalo  attended  by  their  young. 
During  the  late  Parliamentary  investigation, 
some  similar  statements  were  elicited.  Dr. 
Richard  King,  who  accompanied  an  expedition 
in  search  of  Sir  John  Rjss,  as  "Surgeon  and 
naturalist,"  was  asked  what  portion  of  the 
country  visited  by  him  was  valuable  for  the 
porpose  of  settlement.  In  reply,  he  described 
"as  a  very  fertile  valley,"  a  "square  piece  of 
country"  bounded  on  the  south  by  Cumber- 
land House,  and  by  the  Athabasca  Lake  on  the 
north.     His  words  were  as  follows : 

"  The  sources  of  the  Athabasca  and  the 
sources  of  the  Saskatchewan  include  an  enor- 
mous area  of  country.  It  is,  in  fact,  a  vast 
piece  of  land  surrounded  by  water:  When  I 
heard  Dr.  Livingston's  description  of  that 
country,  which  he  found  in  the  interior  of 
Africa  within  the  Equator,  it  appeared  to  me 
to  be  precisely  the  kind  of  country  which  I  am 
now-describing. 

*  *  *  It  is  a  rich  soil,  interspersed  with 
well  wooded  country,  there  being  growth  of 
every  kind,  and  the  whole  vegetable  kingdom 
alive." 

TEMPERATURE. 

The  only  objection,  that  we  know  of,  which 
might  arise  in  the  minds  of  many,  to  such  a 
country,  as  is  above  described,  is  that  of  cli- 
mate, or  temperature.  Yet,  the  latitude  55° 
is  that  of  the  finest  grain  country  of  Europe. 

The  following  observations  on  this  head  are 
very  interesting. 

"  It  is  a  great  mistake  to  suppose  that  the 
temperature  of  the  Atlantic  coast  is  carried 
straight  across  the  continent  to  the  Pacific. — 
The  isothermals  deflect  greatly  to  the  north, 
and  the  temperatures  of  the  Northern  Pacific 
are  paralleled  in  the  high  temperatures  in  high 
latitudes  of  Western  and  Central  Europe.  The 
latitudes  which  inclose  the  plateaus  of  the 
Missouri  and  Saskatchewan,  in  Europe,  inclose 
the  rich  central  plains  of  the  continent.  The 
great  graiu  growing  districts  of  Russia  lie  be- 


tween the  45th  and  60th  parallel,  that  is,  north 
of  the  latitude  of  St.  Paul,  Minnesota,  or  East- 
port,  Maine.  Indeed,  the  temperature  in  some 
instances,  is  higher  for  the  same  latitudes  here 
than  in  central  Furope.  The  isothermal  of  70 
deg.  for  the  summer  which  on  our  plateau 
ranges  from  along  latitude  50  deg.  to  52  deg., 
in  Europe  skirts  through  Vienna  and  Odessa 
in  about  parallel  46  deg.  The  isothermal  of 
55  deg.  for  the  year  runs  along  the  coast  of 
British  Columbia,  and  does  not  go  far  from  New 
York,  London,  and  Sebastopol.  Furthermore, 
dry  areas  are  not  found  above  4Y  deg.,  and 
there  are  no  barren  tracts  of  consequence  north 
of  the  Bad  Lands  and  the  Coteau  of  the  Mis- 
souri ;  the  land  grows  grain  finely,  and  is  well 
wooded.  All  the  grains  of  the  temperate  dis- 
tricts are  here  produced  abundantly,  and  In- 
dian corn  may  be  grown  as  high  as  the  Sas- 
katchewan." 

We  now  come  to  the  commerce  of  this  region, 
which  in  point  of  navigation,  will  amount  to 
2,000  miles  of  coast,  and  be  similar  to  that  of 
Lake  Superior,  and  the  upper  Mississippi.  We 
make  the  following  extract  from  the  Report  of 
Mr.  Taylor. 

1.  The  navigable  capacity  of  the  Red  River 
of  the  North  may  be  comparatively  stated,  as 
follows :  Ascending  the  stream  from  Lake 
Winnipeg,  the  navigation  to  Pembina  is  equal 
to  that  of  the  Mississippi  between  Prairie  du 
Chien  and  Lake  Pepin  ;  from  Pembina  to  the 
mouth  of  Red  Lake  river,  the  channel  may  be 
compared  to  the  Mississippi  from  Red  Wing  to 
Fort  Snelling  ;  from  Red  Lake  river  to  Shayen- 
ne,  to  the  Minnesota  from  Fort  Snelling  to 
Shakopee;  and  from  Shayenne  to  Brecken- 
ridge,  to  the  Minnesota  from  Shakopee  to  Fort 
Ridgely.  The  only  material  obstruction — sand 
bars  near  the  mouth  of  Goose  river — may  be 
removed  (so  Capt.  E.  Bell,  who  commanded 
the  steamer,  Anson  Northrvp,  in  the  summer 
of  1859,  avers)  by  an  expenditure  of  one  thou- 
sand dollars.  The  Red  River  is  navigable 
above  (south  of)  Pembina  400  miles,  while  the 
distance  from  the  International  line  by  the 
river  to  Lake  Winnipeg,  is  175  miles;  total 
distance  navigable  by  steamers  575  miles.  To 
this  add  350  miles  for  the  navigation  of  the 
Shayenne,  Red  Lake  river  and  Assiniboin,  (its 
principal  tributaries)  and  the  river  coast  of  the 
Red  River  Valley,  accessible  by  steamers  will 
be  found  to  exceed  nine  hundred  miles. 

2.  Lake  Winnipeg  is  about  two  hundred  and 
fifty  miles  in  length,  but  of  unequal  breadth. 
Its  area  can  not  be  less  than  that  of  Lake  Erie, 
but  is  far  more  diversified  by  its  lands  and 
headlands.  The  western  bank  is  alluvial,  rest- 
iug  on  limestone,  while  the  numerous  bays  of 
its  eastern  shore  develop  the  gneiss,  granite 
and  trap  rock  of  the  primary  formation.  The 
Lake  is  not  deep,  but  with  no  shallows  obstruc- 
tive to  navigation. 

3.  From  a  point  near  the  Northwestern  an- 
gle of  Lake  Winnipeg,  the  great  navigable 
channel  of  the  Saskatchewan,  dividedinto  two 


arms  at  latitude  53°  and  longitude  106°  may 
be  ascended  by  steamers  to  Fort  Edmunton  on 
the  north  branch,  and  to  Chesterfield  House  or 
old  Bow  Fort  on  the  south  branch,  in  close 
proximity  to  the  Rocky  Mountains.  The 
Rapids  of  the  Saskatchewan,  n<var  the  mouth 
of  the  river,  can  hardly  be  said  to  interrupt 
navigation.  Open  loaded  boats  have  been 
tracked  (drawn  with  a  rope  by  men  on  shore) 
over  the  most  violent  portions  of  the  Rapids, 
the  respective  distances  being  one  mile  and  a 
quarter  of  a  mile,  while,  for  descending  vessels, 
there  is  no  difficulty.  Loaded  boats  run  the 
Rapids  with  safety  at  every  stage  of  water. 

No  one  can  read  the  descriptions  we  have 
above  given  of  the  Red  River,  and  Winnjipey 
Country  without  seeing,  that  there  is  herefter 
to  be  developed  a  great  population,  an  im- 
mense commerce,  and  new  political  communi- 
ties. There  is  here  another  and  productive 
capacity,  equal  to  that  of  all  the  present  North- 
west, and  millions  of  people  will  soon  occupy 
it.  In  the  meantime,  there  is  a  new  demand 
for  steamboats,  railroads,  artizans,  farmers, 
and  merchants.  Thus  the  tide  of  improvement 
will  roll  on,  where  God  has  furnished  such 
vast  materials  for  human  growth,  and  pros- 
perity. 


IXDIAXAPOLIS  AND  ClVCLVXATI — New  TlME. 

On  and  after  Monday  next  trains  on  this 
road  will  leave  and  arrive  as  follows,  (Vineen- 
nes  time:) 

Leaves  Cincinnati  at  5:50  A  M.,  11:50  A.  M. 
and  6  P.  M. 

Trains  arrive  at  Cincinnati  10:15  A.  M.,  4 
P.  M.  and  10:40  P.  M 


The  Philadelphia  Inquirer.  —  This  old 
friend  of  ours  comes  to  us  this  week  in  a  new 
form,  and  with  a  dress  of  new  copper-faced 
type.  It  has  now  assumed  the  popular  shape 
of  the  leading  New  York  dailies,  the  Times 
and  Tribune.  The  Inquirer  is  one  of  the  best 
family  papers  we  know  of,  and  we  hope  the 
recent  improvements  will  meet  with  a  response, 
in  the  shape  of  large  additions  to  its  already 
large  subscription  list. 


CONNECTICUT  RIVER  R.  R.  CO. 

Superintendent's  Office./ 
Springfield,  Mass.,  March  SB,  1560.     ( 

Eds.  Railroad  Record. — I  give  you  below 
a  comparative  statement  of  our  earnings  for 
the  month  of  February — also  for  the  first  quar- 
ter of  our  fiscal  year  ending  March  1st 

1859.  issn. 

Gross  Earnings §17,233  63  £1S,'J54  47 

Operating  Expenses 9,851  77  9.38S  60 

NetEarnings S",411  S3  S?.S76  07 

Net  Increase Si,464  22 

For  the  three  months  ending  March  1st. 

isr.o.  I860. 

Passenger  Receipts S20.IOS  36  592.668  S3 

Freight -.6.456  79  59.-54  66 

Mails  and  Expresses 5,895  17  2,870  17 

Gross  Earnings §49,490  32  S-V>,29:i  05 

Operating  Expenses 57,735  13  29.93.'  59 

NetEarnings S51.758  19  S55.So3  :-'6 

Net  Increase $3,605  17 

Tours  trulr, 

W.  B.  BRIXSMADE. 


THE    RAILROAD    RECORD. 


87 


EAILKOADS  IN  TENNESSEE. 

WINCHESTER    AND    ALABAMA. 

The  completion  of  this  road  will  doubtless 
impart  new  life  and  energy  to  the  industry 
and  enterprise  of  a  large  scope  of  country 
through  which  its  trains  daily  pass,  opening 
out  a  channel  of  communication  between  sec- 
tions of  country  heretofore  quite  inaccessible, 
at  the  same  time  affording  cheap  transporta- 
tion for  the  surplus  products  of  those  living 
within  the  favored  bounds  of  its  line  of  road- 
way. 

The  main  stem  was  commenced  some  years 
ago,  but  the  work  was  suspended  and  remain- 
ed in  that  condition  until  the  organization  of 
the  present  comjjany,  when  it  was  resumed 
and  finally  completed.  The  road  is  well  con- 
structed— bridges,  trestles,  and  culverts  sub- 
stantially built — connecting  at  Decherd's  with 
the  Nashville  and  Chattanooga  Railroad,  it 
will  become  one  of  its  important  feeders. 

Total  amount  of  capital  stock  subscribed 3254,394  42 

Total  amount  of  capital   stock  paid  in 216,962  51 

Amount  of  State   aid   granted  to  roadway..        387.000  lit) 

Amount  of  State  aid  granted  to  bridges 80,000  00 

Cost  of  road 408,477  13 

Receipts   from   all  sources,  (earned   by  con- 
struction train) 1,248  00 

Ho  regular  train  for  passengers  and  freight  to 

date. 

Total  length  of  road 38  miles  80  ft. 

"Weight    of    rail    per    lineal    yard    on 

main  line 58  pounds. 

Number  of  tons  per  mile,  main  line 90 

Maximum  grade,  main  line 75  feet. 

Total  rise  going  on  main  line 658  7-10  feat. 

Total  fall  on  main  line 950  8-111  feet. 

Shortest  radius  of  curvature,  main  line.  955  feet. 
Total    degrees    of   curvature  on   main 

line... 1000  deg. 

Total  length  of  straight  line  on  main 

road 33  miles  3947  feet. 

Total  length  of  curved  line  on  main 

road 5  miles  643  feet. 

Width  of  earth  excavation  at  grade...-   17  feet. 

Width  of  rock  excavation  at  grade 17  feet, 

Width  of  embankments  at  grade 12  feet. 

Average  slope  of  earth  excavation \  to  1  foot, 

"  '•         rock  excavation Plumb. 

Number  of  truss  bridges 1 

Aggregate  length  of  truss  bridges 420  feet. 

Aggregate  length  of  trestling 1800." 

Number  of  stone  and  brick  culverts,  (all 

stone) ....  22 

Number  of  cross-ties  per  mile 2200 

Dimensions  of  cross-ties 7  by  7,  9  feet. 

V.  K.  Stevenson,  President ;  James  R. 
Bright,  Secretary  and  Treasurer;  Thomas  L. 
Estill,  Chief  Engineer. 

The  principal  office  of  the  Company  is  at 
Fayetteville,  Lincoln  county,  Tennessee. 

M'MIXNVILLE   AND   MANCHESTER. 

This  road  is  under  the  control  of  the  Nash- 
ville and  Chattanooga  Railroad  Company, 
who  have  agreed  to  take  it  and  run  it  for  five 
years,  or  until  its  earnings  pay  its  engage- 
ments to  the  State  and  to  that  Company. 

Net  earnings  for  1859 $16,449  05 

Net  earnings  for  I85d 11,237  73 


Increase $5,210  32 

Total  amount  of  capital  stock  subscribed $152,156  77 

Amouut  of  Suite  aid  granted  to  roadway 342,0110  00 

"         "  "         bridges 30,000  00 

Total  receipts  for  years  1858  and  '59 47,015  41 

Total  expenditures  for  years  1858  and '59 19,829  63 

Net  receipts  for  the  years  1858-'9 „  27,785  78 

Amount  of  earnings   paid   to  interest  on  State 

loan  and  exchange 22,347  94 

Total  length  of  road,  (all  in  Tennessee) 34.2   miles. 

Total  length  of  road  finished 34,2  miles. 

Cost  of  road  per  mile $17,209  70 

LOUISVILLE    AND    NASHVILLE. 

This  road  has  just  been  completed,  is  one  of 
the  best  constructed  roads  in  the  country,  and 


occupies  a  link  in  the  great  center  of  the 
Ohio  Valley  with  Middle  Tennessee,  North 
and  South  Carolina,  Georgia  and  Alabama — 
passing  through  Nashville,  the  capital  of  the 
State,  connecting  with  the  South-east  Atlantic 
through  the  Nashville  and  Chattanooga  Rail- 
road, and  with  Alabama  through  the  Tennes- 
see and  Alabama  and  Central  Southern  Rail- 
road, which  will  be  completed  to  Decatur, 
Ala.,  in  a  few  months,  there  connecting  with 
the  Memphis  and  Charleston  Railroad,  and 
its  connections.  This  connection  is  also  de- 
signed to  be  continued  south  from  Decatur 
via.  Selma,  to  the  Gulf  of  Mexico ;  making  the 
great  North  and  South  line  between  the  Ohio 
Valley  and  the  Gulf,  connecting  the  grain 
and  stock  growing  regions  of  the  North  with 
the  sugar  and  cotton  regions  of  the  South,  and 
forming  one  of  the  great  central  connections 
of  the  General  Internal  Improvement  System 
of  Tennessee.  The  tide  of  travel,  already 
passing  over  it,  and  the  productions  of  the 
Ohio  Valley  passing  to  the  South-east  seeking 
a  market  in  Carolina  and  Georgia,  is  but  the 
beginning  of  the  realization  of  the  hopes  of 
the  proprietors  of  this  great  central  artery  of 
commerce,  bringing  us  together  on  the  North 
and  South,  with  the  iron  bonds  of  commerce 
and  pecuniary  interest  as  well  as  social  inter, 
course,  the  great  moving  principle  of  a  perma- 
nent bond  of  Union.. 

The  tabular  statements  herewith  appended, 
will  show  the  cost  and  general  features  of  this 
road  in  its  construction  and  equipments.  As 
it  has  just  been  opened,  its  operations  have 
yet  to  be  tested;  but  from  its  favorable  loca- 
tion, permanent  construction,  and  its  present 
beginning,  its  future  can  not  be  doubted. 

Total  amount  of  capital  stock  subscribed $3,578,800  00 

Total  amount  of  capital  stock  paid  in 


3,533.671  16 
450,000  00 
100,000  00 


Amount  of  State  aid  granted  to  roadway 

"  "        "  "  bridges 

Total  receipts   from  Passengers  from    Oct., 

1857,  to  Oct.,  1859 207,607  95 

Receipts   from  Freights   from  Oct.,   1857,  to 

Oct.,  1859 197,528  46 

Receipts  from  Mails  from  Oct.,  1857,  to  Oct., 

1859 15,806  39 

Receipts  from  Express  from  Oct.,  1857,  to 

Oct.,   lt-59 5,119  01 

Expenditures 199,204  54 

Net   receipts    for  two  years    to  October  1, 

1859 226,857  27 

Total  length  of  road  finished 185  miles. 

'*        "  "     in  Tennessee 45        " 

Weight  of  rail  per  lineal  yard 60  pounds,  and  54. 

Number  of  tons  per  mile  on  mainline.  95  and  85. 

Weight  of  rail  per  lineal  yard  on  bran- 
ches   52  pounds. 

Number  of  tons  per  mile  on  branches..  82  tons. 

Maximum  grade  on  main  line 70  feet  per  mile. 

'*  "  *'       branches 52  8-10 

Shortest  radius  of  curvature  on  main 
line 955  feet. 

Shortest  radius  of  curvature  on  branch- 
es   2640  " 

Total  length  of  straight  line  in  main 
road 110  miles. 

Total  length  of  curved  line    in  main 
road 45      " 

Width  of  earth  excavation  at  grade 20  feet. 

Number  of  miles   run    by    passenger 

trains 294,467 

Number  of  miles  run  by  freight  trains- .  536,5*11 

Number  of  through  passengers 13.755 

"         way  passengers, 59.764 

Rate    charged   per  mile    for   through 
passengers 3$  cents. 

Rate  of  speed  by  express  trains,  includ- 
ing stops 20  miles  per  hour. 

Rate  of  speed  by  express  trains  in  mo- 
tion   23      "      "        <•'• 

Rate  of  speed  by  accommodation  trains, 
including  stops 15      *'      "        " 

Rate  of  speed  by  accommodation  trains 

when  in  motion 20      "      "        ** 

Rate  of  speed  by  freight  trains,  includ* 


ing  stops ". 12      "      "       " 

Rate  of  speed  by  freight   trains  in  mo- 
tion        IS      "       "         " 

Average  weight  of    passenger  trains, 
exclusive  of  passenger  and  baggage. .  33  tons. 

Average  weiaht  of  freight  trains,  exclu- 
sive of  freight 56  tons. 

Average   rote    charged    per  mile    for 
through  passengers,  1859 4  cents. 

Average  charge  per  mile  for  way  pas- 
sengers   4  cents. 

John  L.  Helm,  President ;  James  Guthrie, 

Vice-President;  W.  Ranney,  Secretary;  

Treasurer;  George  McLeod,  Chief  Engineer ; 
James  P.  Gamble,  Sup't. 

Prjjrcipal  office  of  the  Company  is  at  Louis- 
Ky< 


MANAGEMENT  0E  THE  TEACK  OF 
WESTERN  EA1XE0ADS. 

The  management  of  the  track  repairs  of 
many  of  the  western  railroads,  is  often  an  ex- 
pensive and  difficult  undertaking,  in  conse- 
quence of  the  absence,  generally,  of  anything 
partaking  the  nature  of  gravel  that  can  be 
made  available  for  the  ballasting  of  the 
track. 

In  some  seasons,  searching  after  portions 
of  the  track  that  become  entirely  submerged 
in  consequence  of  a  considerably  diluted  con- 
dition of  the  road  bed,  and  an  effort  at  raising 
it  up  sufficiently  near  the  semi-fluid  surface  to 
permit  a  scarcely  possible  passage  of  trains, 
is  some  times,  upon  some  roads,  about  all  that 
is  daily  accomplished. 

To  find  some  means  of  keeping  up  track 
permanently  without  the  aid  of  gravel,  which 
does  not  in  the  least  compose  any  part  of  the 
formations  used  in  the  construction  of  some 
of  these  roads,  "is  a  consummation  most  de- 
voutly wished  for"  by  those  who  have  any- 
thing to  do  with  track  upon  roads  of  this  char- 
acter. 

A  method  of  planking  has  been  suggested 
as  a  means  of  preventing  the  settling  of  track, 
by  placing  plank  under  the  ties  parallel  with 
the  rail  and  directly  under  it.  A  slight  expe- 
riment will  fully  demonstrate  to  any  who  have 
faith  in  it,  the  perfect  uselesness  of  any  plan 
of  this  kind  for  keeping  up  track  permanently; 
the  plank  in  the  water  which  soon  settles  un- 
der it,  is  worked  down  by  every  passing  train 
at  a  rapid  rate,  and  soon  becomes  more  inju- 
rious than  beneficial. 

The  common  top  soil  of  the  prairie,  which 
is  of  a  light  and  porous  nature,  readily  per- 
mitting water  to  drain  through  it,  and  in  most 
instances  immediately  available,  if  properly 
used,  can  be  made  serviceable  with  other 
means  in  permanently  keeping  up  track.  In 
the  limited  degree,  and  in  the  way  that  it  is 
often  used  in  repairing  track,  it  is  of  little 
consequence.  A  small  quantity  of  it  mixed 
with  clayey  stuff  of  the  road  bed  when  in  a 
softened  condition,  and  poked  under  the  ends 
of  ties,  as  often  done,  is  of  no  permanent  ben- 
efit. 

The  clayey  material  into  which,  the  track 
has  settled,  should  be  thrown  out  between  the 
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ties,  and  when  the  track  is  raised,  the  road 
bed  under  it  given  an  even  surface,  slightly 
rounded  to  prevent  water  from  remaining 
upon  any  portion,  and  upon  this  place  a  layer 
of  one  foot  or  fifteen  inches  in  depth  of  clean 
dry  soil,  which  the  track  will  rest  upon.  The 
soil  should  be  surfaced  with  a  sharp  ridge 
raised  midway  between  the  rails,  and  from 
this  sloped  down  to  the  ends  of  the  ties  at 
their  lower  surfaces. 

From  the  ends  of  the  ties,  at  their  lower  sur- 
faces outward  to  the  edge  of  the  bank  or  ditch, 
the  road  bed  should  be  sloped  off  sufficient  to 
precipitate  all  water  from  the  track  and  drain 
it  effectually. 

Thorough  drainage  is  essential  to  the  good 
condition  of  these  roads,  without  it,  other 
means  are  of  no  avail,  and  less  expense  is  in- 
curred in  thoroughly  ditching  and  repairing 
track  when  it  can  be  done  advantageously, 
than  to  employ  large  forces  in  temporary 
patchings  up  of  the  track  in  unfavorable  sea- 
sons. 

In  the  construction  of  some  of  these  roads, 
much  expense  might  have  been  prevented  by 
an  increase  beyond  the  usual  width  of  the 
road  bed,  in  deep  cuttings,  permitting  wider 
and  deeper  ditches  which  would  more  readily 
carry  off  the  washings  of  the  slopes,  and  more 
effectually  drain  the  track,  and  a  much  flatter 
slope  than  is  usually  given  in  cuttings,  would 
prevent  much  of  their  washing  and  sliding. 

The  settling  of  the  track  at  the  joints  of 
the  rails  would  be  greatly  prevented  by  an  in- 
creased witdh  of  the  surface  of  joint  ties,  and 
an  increased  length  of  ties  would  be  of  benefit. 

P.  A.  Burr. 

Mt.  Pleasant,  Iowa. 


PITTSBURG,  FT.  WAYNE  AND  CHI- 
CAGOJt.  R. 

The  annual  meeting  of  the  stockholders  of 
the  Pittsburgh,  Ft.  Wayne  and  Chicago  Rail- 
road was  held  at  the  Merchants'  Exchange  ou 
Tuesday,  Thomas  Goodman,  Esq.,  of  Ohio,  in 
the  chair;  A.  Bradley,  of  Pittsburgh,  and  G. 
A.  Smith,  of  New  York,  Secretaries.  The  re- 
port of  the  President,  J.  Edgar  Thomson,  Esq., 
was  read. 

According  to  the  report,  the  earnings  of  the 
road  for  the  year  1859  were  $1,965,987  50,  less 
drawbacks  and  overcharges  to  the  amount  of 
$24,285  10.  The  expenses  for  the  same,  in- 
cluding interest  on  sinking  fund,  floating  debt. 
&c,  were  $2,049,900  46,  or  $108,198  06  above 
the  income.  The  earnings  of  the  road  for  1859, 
as  compared  with  those  of  1858  are  as  follows : 
Gross  earnings  for  1859,  $1,941,702  40  Gross 
earnings  for  1858,  $1,567,232  22.  Increase, 
$374,470  18.  Transportation  expenses  for 
1859,  $1,291,332  95.  Transportation  expen- 
ses for  1858,  $965,573  60.  Increase,  $325,- 
759  35.  The  earnings  of  the  whole  line  per 
mile  have  been  $4,157  82,  and  the  expenses 
$2,765  16.  The  net  earnings  per  mile  are 
$1,392  86. 

The  President  gives  a  lengthy  account  of 
the  financial  difficulties  of  the  road 

On  motion,  the  report  was  accepted,  after 
which  G.  W.  Cass  offered  the  following  pream- 
ble and  resolution : 


Whereas,  The  property  of  this  Company  is 
now  in  the  possession  of  officers  of  the  Courts, 
and  efforts  are  being  made  to  compromise  and 
adjust  the  debts  of  the  Company  in  such  a 
manner  as  to  give  permanent  relief  and  restore 
the  property  to  the  control  and  management 
of  the  Board  of  Directors,  therefore, 

Resolved',  That  a  committee  of  five  share- 
holders, not  members  of  the  incoming  Board, 
be  appointed  to  confer  and  act  with  the  Board 
of  Directors,  and  such  committee  or  commit- 
tees, as  may  be  appointed  by  the  creditors,  in 
all  matters  touching  the  re-adjustment  of  the 
debts  of  the  Company,  and  its  re-organization 
under  any  proper  legal  enactments  that  may 
be  obtained  and  found  necessary  to  effect  that 
object. 

After  considerable  discussion,  the  above  was 
referred  to  a  committee  of  five,  consisting  of 
Messrs  A.  D.  Edgerton,  J.  E.  Thomson,  D. 
Jarvis,  J.  J.  Brooks,  and  C.  Ormsby,  jr. 

At  4  p.  m.,  to  which  hour  the  meeting  ad- 
journed, afterjthe  morning  session,  Mr.  Jarvis, 
from  the  committee,  report  in  favor  of  the 
adoption  of  the  resolutions,  and  recommended 
the  passage  of  the  act  for  the  sale  of  the  Road, 
now  before  our  Legislature,  submitting  some 
proposed  amendments  thereto. 

Considerable  discussion  then  ensued,  and 
several  resolutions  and  amendments  were  pro- 
posed. Finally  Mr.  Cass'  resolution  (amend- 
ed so  as  to  provide  for  a  committee  of  seven 
from  the  States  represented,)  was  adopted; 
also,  resolution,  with  a  proviso  attached,  re- 
commending the  passage  of  the  Act  of  Assem- 
bly; also  resolutions  declaring  that  the  posi- 
ition  of  the  road  in  the  hands  of  a  Receiver 
and  Sequestrator  is  against  the  best  interests 
of  its  real  owners  ;  that  the  carrying  out  of  the 
plan  submitted  to  the  bondholders  for  the  re- 
adjustment of  the  debt  of  the  Company,  by  the 
President  under  the  date  of  Nov.  18,  1859,  is 
desirable;  that  as  voluntary  efforts  to  this  end 
may  fail,  it  is  important  that  the  legislation 
now  sought  for  in  Pennsylvania,  be  obtained 
at  the  present  session,  and  that  legislation  con- 
firmatory of  it  be  obtained  hereafter  in  Ohio, 
Indiana,  and  Illinois,  in  order  that  a  thorough 
and  legal  re-organization,  on  the  basis  suggest- 
ed and  proposed,  of  perfect  protection  of  the 
rights  aud  equities  of  the  board,  stockholders 
and  creditors  may  be  obtained,  and  secured 
to  the  great  benefit  of  every  party  interested  in 
the  company. 

The  Chairman  was  authorized  to  appoint  the 
usual  committee  of  three  for  the  purpose  of 
examining  the  accounts  of  the  company  for 
1860. 

The  stockholders  for  the  several  States  re- 
presented, appointed  places  of  meeting  for  the 
purpose  of  agreeing  upon  their  members  of  the 
committee  created  by  the  resolution  of  Mr. 
Cass.  They  will  report  the  names  of  the  gen- 
tlemen selected,  to  the  Chairman  at  the  elec- 
tion to-day. 

The  Chairman  announced  that  the  polls  for 
the  election  of  Directors  would.be  opened  at 
the  Board  of  Trade  rooms  at  9  o'clock,  this 
morning,  by  John  A.  Caughey,  of  this  city, 
Hon.  J.  S.  Plants,  of  Bucyrus,  and  James  S. 
Collins,  of  Columbia  Ind. 

After  the  customary  vote  of  thanks  to  the 
Chairman  and  officers  of  the  meeting,  the  body 
adjourned  sine  die. 

Election. — At  the  election  for  Directors  of 
the  P.,  Ft.  W.  &  C.  R.  R  Co.,  held  at  the  Board 
of  Trade  Rooms,  on  Wednesday,  the  following 
was  the  result,  those  marked  *  being  elected: 

Pennsylvania — *J.  Edgar  Thomson  75,597  ; 
*Geo.  W.  Cass  78,307  ;  *Sprin2er  Harbangh 
82,756;  *Wm.  Robinson,  Jr.  46,S52  ;  T.  Has- 
kins  Du  Puy  36,688 ;  Thomas  A.  Scott  6,934. 


Ohio— *John  Larwille  59,572;  Geo.  W. 
Bailey  42,197;  *Robt.  M'Kx-llv  63,065 :  *W. 
Merriman  82,375;  *K.ent  Jarvis  59.802;  D. 
W.  Burtt  16,649;  R.  Melthany  2,923;  Lester 
Bliss  1,175;  J.  J.  Brooks  1,449. 

Indiana — *Saml.  Hanna  80,511:  *A.  L. 
Wheeler  76,514;  *Pliny  Hoagland  77,617; 
*J.  L.  Williams  57,055 ;  J.  K  Fdgerton  37,130. 

Illinois— *Wa  B.  Ogden  84,006;  *John 
Evans  78,807. 

New  York— -*Gilead  A.  Smith  65,258;  N. 
N.  Halstead  18,734;  Scattering  151.— Pitts- 
burgh Gazette. 


RAILROAD  SYSTEM  IN  CANADA- 
ITS  EFFECTS  UPON  AMERICAN 
INTERESTS. 

The  following  is  an  official  letter  from  Wy- 
man  B.  S.  Moore,  Consul-General  of  the 
British  North  American  Provinces,  dated 
Montreal,  January,  1860 : 

The  completion  of  the  Victoria  Bridge, 
which  must  be  considered,  mechanically  at 
least,  the  great  work  of  the  age,  renders  it 
proper  that  I  should  communicate  to  the  De- 
partment such  information  as  I  am  possessed 
of  relative  to  the  railroad  system  of  Canada 
and  its  bearing  upon  similar  interests  in  the 
United  Stales. 

The  Victoria  Bridge,  with  its  approaches  of 
massive  masonry,  is  near  two  miles  in  length. 
The  iron  tubes  are  in  length  over  seven  thou- 
sand feet,  resting  on  twenty-four  piers  and  two 
abutments.  It  has  been  built  at  a  cost  of 
about  seven  millions  of  dollars.  It  constitutes 
the  connecting  link  of  a  line  of  railroads  from 
our  Western  cities,  over  Canadian  territory,  to 
the  sea  at  Quebec  and  the  river  De  Loup,  one 
hundred  miles  below  Quebec  on  the  Gulf,  and 
over  Canadian  and  American  territory  to  the 
sea  at  Portland. 

The  Grand  Trunk  Railroad,  of  which  this 
bridge  constitutes  a  part,  extends  fro.n  the 
river  De  Loup  to  Port  Sarnia  on  the  St  Clair, 
and  from  Sarnia  or  Port  Huron,  on  the  oppo- 
site shore,  it  has  caused  to  be  constructed, 
under  its  control,  a  railroad  to  Detroit,  and 
by  a  lease  of  the  line  from  Island  Pond  to 
Portland,  Maine,  it  has  a  united  line  of  the 
same  gauge  under  one  management,  com- 
mencing at  Detroit,  with  two  outlets  to  the 
sea,  one  at  Portland,  Maine,  the  other  at  Que- 
bec or  the  river  De  Loup.  The  whole  extent 
of  this  line  is  about  eleven  hundred  miles. 

To  its  construction  the  Province  of  Canada 
has  contributed  sixteen  millions  of  dollars,  the 
balance  of  the  capital  has  been  advanced  by 
shareholders  in  England,  and  the  line  is  now 
in  working  order  at  a  total  expense  of  sixty 
millions  of  dollars.  Efforts  are  now  being 
made  to  extend  this  line  to  the  eastern  British 
provinces  by  the  way  of  Lake  Temiscouata 
and  the  river  St  John's,  keeping  its  track  en- 
tirely within  the  provincial  boundaries.  Its 
main  resources  must  be  American  business. 
Its  local  business  can  not  support  it  It  is 
now  doing  a  large  business  between  our  Wes- 
tern cities  and  its  terminus  at  Portland.  I 
have  seen,  within  the  few  past  weeks,  large 
quantities  of  cotton,  raised  in  Tennessee, 
passing  by  this  route  to  the  factories  in  New 
England. 

That  there  must,  in  a  short  period,  be  a 
great  diversion  of  the  traffic  which  supports 
the  American  railroads  and  canals  to  this  aud 
the  other  Canadian  routes,  must  be  obvious  to 
any  one  who  will  consult  the  map  of  the  coun- 
try, and  consider  the  magnitude  of  the  inter- 
nal improvements  of  Canada.  The  canals 
constituting  the  connections  between  this  port 
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and  Lake  Erie  are  capable  of  passing  laden 
vessels  of  the  burden  of  six  hundred  tons. 

These  facilities  of  Western  navigation  will 
draw  largely  upon  our  Western  trade,  and, 
had  it  not  been  formerly  the  policy  of  the 
British  Government  to  exclude  American  in- 
fluence from  Canada,  and  to  keep  the  country 
shut  out  from  external  commerce,  this  great 
natural  outlet  of  the  West — -the  St.  Lawrence, 
with  its  immense  locks  and  canals  —  would 
have  borne  our  commerce  to  the  Atlantic,  as 
it  draws  the  waters  of  our  lakes.  This  policy 
has  changed.  The  Government  of  this  prov- 
ince and  the  capitalists  of  Great  Britain  are 
united  in  their  efforts  to  make  their  canals  and 
railroads  the  thoroughfares  of  Western  com- 
merce to  the  Atlantic.  They  built  across  the 
peninsula  of  Western  Canada  three  other 
routes  to  accomplish  this  result.  The  Great 
Western  Railroad  from  Windsor,  opposite  De- 
troit, to  Hamilton,  Canada  West ;  the  North- 
ern Railroad,  from  Collingwood,  on  the  Geor- 
gian  Bay,  to  Toronto ;  the  Buffalo  and  Lake 
[uron  Road,  from  Fort  Erie  to  Goderich,  on 
Lake  Huron ;  all  of  these,  except  perhaps  the 
latter,  connect  on  Lake  Ontario,  in  the  sum- 
mer season,  with  lines  of  propellers  running 
to  Montreal  and  Quebec,  and  connecting  on 
Lake  Huron  with  steamers  running  to  Chica- 
go, Milwaukee,  and  our  Wsstern  cities.  Un- 
der the  influence  of  these  competing  lines  our 
navigation  on  both  sail  and  steam  vessels,  has 
almost  entirely  disappeared  from  Lake  Onta- 
rio. 

That  the  results  of  these  efforts  will  be  to 
cheapen  the  transportation  of  western  produce 
there  can  be  no  doubt.  It  is  equally  certain 
that  there  will  be  a  large  diversion  from  our 
canals  and  railroads  of  their  legitimate  busi- 
ness, from  which  they  must  suffer  severely, 
unless  the  development  of  the  Great  West 
shall  prove  in  the  future  what  it  has  shown  in 
the  past,  that  its  growth  is  more  rapid  than 
the  increase  of  facilities  of  internal  transpor- 
tation, and  that  its  surplus  crops  will  demand 
every  outlet  which  nature  has  made,  or  man 
can  make,  to  a  market,  and  afford  to  all  a  re- 
munerating business.  Such  a  result  is  to  be 
desired. 


STEEET  RAILROADS  IN  ST-  LOUIS. 

St.  Louis  has  already  four  separate  lines  of 
horse  car  roads  in  operation.  We  extract  the 
following  from  an  official  statement  of  the 
financial  condition  of  the  roads,  made  in  a 
late  report  to  the  Common  Council  of  that 
city. 

The  "St.  Louis  Bailroad  Company"  opened 
the  completed  portion  of  their  road  in  Sep- 
tember, 1859.  The  cost  to  the  1st  of  March, 
1860,  was  as  follows: 

Conetruction  of  roadway $212,837 

Cust  of  Equipment 73,769 

"      Real  Estate 12.0110 

Total  cost $298,606 

The  totn)  earnings  of  the  road  from  the  1st  of  Sep- 
tember, 1859,  to  1st  of  March,  I860,  six  months 

were 53,019 

And  the  Expenditures 48,120 

Applicable  to  taxes,  dividends,  interest,  etc $5,499 

The  ''Citizen's  Railway  Company"  state  the 
cost  incurred  on  account  of  theirroad  to  the 
31st  December,  1859,  as  follows: 

R«a]  Estate $13,311 

Rolling  Stnck 19,518 

Running  Stock 1 9*212 

Stable  construction 3,084 

Hoad  construction 62,*312 

Total  cost $117,437 

This  road  was  opened  for  traffic  on  the  15th 


of  August,  1859.      From  this  date  to  31st  of 
December,  the — 

Total  Receipts  amounted  to $33,043 

And  the  expenditures  to 20,873 

Leaving  for  taxes,  dividends,  etc S6.150 

The  receipts  for  January  were  $4,089,  and 
for  February,  §4,091 — making  a  total  of  $41,- 
223.  The  running  expenses  for  January  were 
$5,098,  and  for  February,  $4,728 — making  a 
total  of  $37,319.  Earnings  less  expenses  for 
first  six  months  of  running,  $3,903. 

The  "People's  Railway  Company"  comj 
menced  running  in  September,  1859,  and  to 
the  25th  February,  1860,  earned  in  gross  $23,- 
071,  and  disbursed  on  account  of  operations, 
$21,864 — leaving  for  dividends,  etc.,  $1,207  as 
the  result  of  nearly  six  months'  operations, 
wherewith  to  pay  interest,  taxes  and  divi- 
dends. The  cost  of  the  road  of  this  Company 
at  the  date  above  referred  to  was  as  follows: 

Cost  of  roadway $45  214 

"        equipment,  harness,  etr- 1,830 

"        cars 15,011 

"        horses 11,139 

'*        buildings,  shops,  stables,  etc 5,650 

"         omnibuses  and  wagons,  etc 2,680 

Expenses  of  agencies,  etc 2.251 

Total $83,875 

The  "Missouri  Railroad  Company"  states 
its  condition  on  the  1st  January  as  follows: 

RECEIPTS. 

Stock  paid  in $66,770 

Earnings 27,039 

Debts  due 3,783 

Total $98,192 

EXPENDITURES. 

Construction  and  equipment $76,674 

Operating  expenses 21,5:8 

Total $98,192 

The  above  shows  a  surplus  of  earnings 
over  operating  expenses  for  a  period  of  six 
months  from  the  2d  July,  1859,  on  which  day 
the  cars  commenced  running,  of  $6,121 — a 
sum  applicable  to  interest,  dividends,  depre- 
ciation, etc. 


[From  the  American  Railway  Review.] 

ON   THE  DURABILITY  OF  IRON  IN 
RAILROAD  BRIDGES. 

The  Commissioners,  appointed  by  the  Eng- 
lish Parliament,  in  1847,  to  inquire  into  the 
application  of  iron  to  Railway  structures, 
made  it  one  of  their  chief  points  of  investiga- 
tion to  ascertain  whether  iron  used  in  railroad 
bridges  undergoes  a  change  in  its  texture. 
The  very  thorough  examination  of  the  subject 
did  not  bring  to  light  a  single  instance  in 
which  an  iron  bridge  had  failed  on  account  of 
the  crystallization  of  the  iron,  and  not  one 
single  witness  of  all  those  examined — and 
among  them  were  the  most  prominent  and  ex- 
perienced engineers  and  machinists  of  Eng- 
land— did  express  an  opinion  adverse  to  the 
use  of  iron  for  railway  bridges. 

In  England,  France  and  Germany,  iron  had 
then  been,  and  is  now  used  almost  exclusively 
for  that  purpose;  and  in  some  States  of  the 
latter  country,  the  law  prohibits  the  use  of 
wood,  pointing  to  iron  and  stone  as  the  most 
proper  and  safe  material  for  the  construction 
of  railroad  bridges. 

Notwithstanding  that  these  facts  should  be 
considered  conclusive,  as  to  the  entire  safety 
of  iron  in  bridges,  in  this  country  its  use  for 
that  purpose  is  still  looked  upon  as  an  experi- 
ment; and  it  is  difficult  to  explain  why  this 
should  be  the  case.  There  have  been  one  or 
two  failures  of  iron  bridges  in  this  country; 
but  every  one  who  examined  into,  and  is  fami- 
liar with  the  plans  and  dimensions  of  parts  of 


those  structures,  knows  that  their  failure  can- 
not be  ascribed  to  any  inherent  defect  of  the 
material,  but  to  its  unskillful  use.  It  is,  in- 
deed, more  surprising  that  these  bridges  stood 
up  at  all  than  that  they  failed. 

Many  of  the  engineers  and  railroad  presi- 
dents, and  the  public  generally,  believed  too 
readily  the  assertions  made  by  the  contractors 
and  patentees  of  wooden  bridges,  who  firmly 
believe  and  assert  to  the  present  day,  that  iron 
is  a  very  dangerous  material  for  bridge  build- 
ing. The  reason  which  is  given  for  such  an 
assertion,  is:  iron  has  been  found  to  become 
crystalline  when  used  in  railroad  axles,  and  it 
is  therefore  unfit  for  bridges.  Certainly,  no 
one  who  has  ever  made  a  careful  investiga- 
tion of  the  nature  and  character  of  the  strains 
which  iron  is  subjected  to,  in  a  bridge  truss, 
and  in  railroad  axles,  would  ever  think  of 
coming  to  such  a  conclusion.  The  duties 
which  iron  has  to  perform  in  these  two  cases, 
are  so  entirely  different,  that  every  conclusion, 
based  upon  a  comparison,  must  appear  falla- 
cious even  to  the  most  superficial  thinker. 
Yet  the  principal  argument  against  the  use  of 
iron  bridges  is  based  upon  the  fact,  that  among 
the  millions  of  axles  which  roll  over  the  rail- 
roads of  the  world,  there  were  a  few  which 
have  broken,  and  shown  a  crystalline  fracture. 
But  while  we  still  continue  to  make  our  axles 
of  iron,  this  material  must  be  excluded  from 
bridges,  in  which  it  has  never  been  known  to 
fail  when  properly  applied. 

Shortly  after  the  failure  of  an  iron  bridge  on 
the  Erie  Railroad,  in  1850,  when  the  outcry 
against  that  kind  of  structures  was  loudest, 
Mr.  Latrobe  adopted  this  material  in  prefer- 
ence to  wood,  for  all  the  bridges  on  the  ex- 
tension of  the  Baltimore  and  Ohio  Bailroad 
from  Cumberland  to  Wheeling,  although  he 
had  himself  designed  the  best  wooden  railway 
bridges  ever  constructed  in  this  country ;  and 
that  the  Company  had  no  reason  to  regret  this 
action  on  the  part  of  their  chief  engineer,  is 
best  proven  by  the  fact,  that  they  are  now  re- 
placing their  wooden  bridges  on  the  old  part 
of  the  road,  by  bridges  built  on  the  plan  then 
adopted  by  Mr.  Latrobe,  with  which  they  have 
now  had  some  nine  years'  experience. 

The  writer  of  this,  who  designed  these 
bridges,  and  under  whose  supervision  they 
were  constructed,  has  lately  made  some  tests 
with  wrought  iron  rods  taken  out  of  three 
bridges,  which  had  been  in  constant  use  on 
the  Baltimore  and  Ohio  Railroad  for  over 
eight  years.  These  tests  prove  that  no  change 
in  the  texture  of  the  iron  has  taken  place. 
Not  being  aware  that  any  direct  experiments 
to  ascertain  the  quality  of  iron  after  it  has 
been  subjected  to  use  in  railroad  bridges  for  a 
considerable  period  of  time,  have  heretofore 
been  made,  the  writer  proposes  to  lay  the  re- 
sults of  these  tests  before  the  profession. 

The  first  rod  tested  was  taken  from  Coal 
Run  bridge,  the  span  of  which  is  62  feet.  The 
length  of  the  rod  was  fourteen  feet  six  inch- 
es; size,  2  x  f  inches;  sectional  area,  1}  inch- 
es, and  the  distance  between  the  points,  be- 
tween which  the  extension  was  measured,  was 
13  feet  4  inches.  The  rod  had  an  eye  at  one 
end  and  a  screw  at  the  other. 

The  following  table  shows  the  tensile  strains 
to  which  it  was  subjected,  and  the  extensions 
and  permanent  set  produced  by  them: 

Ron  no.   1. 
Strain  in  Extension  Permanent  set 

Pounds.  in  Inches.  in  Inches. 

22867 0.00 0.00 

34.2S7 0.08 11.00 

45,716 0.11 0.00 

56,144 0-13 0.00 

68,572 0.19 0.02 

80,0110 0.30 0.09 

91,429 1.96 notmeasu'J. 

102,857 Broke': 


90 


THE    RAILROAD    RECORD. 


This  rod  broke  at  the  place  where  it  was 
welded.  The  fracture  was  partly  fibrous  and 
partly  granular,  the  line  between  them  being 
distinctly  marked,  and  showing  plainly  that 
two  different  kinds  of  iron  had  been  used;  the 
fibrous  iron  of  the  rod  lapping  over  the  granu- 
lar iron,  of  which  the  eye  was  made.  This 
rod  was  afterward  repeatedly  brokon  under 
the  blacksmith's  hammer,  and  showed  each 
time  a  fibrous  fracture,  no  sign  whatever  of 
crystallization  being  noticeable. 

The  second  rod  was  taken  from  Wilkwire 
bridge,  the  iron  of  which  is  50  feet.  The 
length  of  the  rod  was  12  feet  8  inches;  size, 
1.46X0.6  inches;  sectional  area,  0.876;  and 
distance  between  points  of  measurement  of 
extension,  8  feet.  It  had  also  an  eye  at  one 
end  and  a  screw  at  the  other.  Before  being 
subjected  to  the  test  several  pieces  were  cut 
out  of  the  middle  of  the  rod,  each  of  which 
showed  a  good  fibrous  fracture.  The  ends 
were  then  welded  together,  and  the  rod  tested 
as  follows: 


Strain  in 
Pounds. 


ROD   NO.    2. 

Extension 
iu  Inches. 


Permnnent  set 
in  Inches. 

11,42!) (1.04 0.00 

17,143 0.00 0.00 

22,857 CIlPi 0.00 

28.573 0.08 0.00 

34,287 0.09 0.00 

40,000 0.12 0.02 

45,710 0.34 not  measurM. 

51,4311 1.00 

53,714 2.00 

50.000 3.00 

59,429 6 .30 Broke. 

This  rod  broke  in  the  old  weld  at  which 
point  there  was  a  flaw,  the  area  of  which  was 
nearly  one-eighth  of  the  area  of  fracture. 
After  the  test,  the  rod  was  broken  into  a  num- 
ber of  pieces  under  the  hammer,  presenting  in 
every  case  a  perfectly  fibrous  fracture.  Sev- 
eral of  those  pieces,  as  well  as  one  of  those 
taken  out  of  the  rod  before  testing,  were  bent 
double  when  cold.  No  difference  could  be 
detected  iu  the  fracture  when  examined,  be- 
fore and  after  the  trial  by  tension. 

The  third  rod  tested  was  taken  from  New 
Creek  bridge,  an  iron  trussed  girder  of  twenty,-; 
five  feet  span,  built  in  June,  1857.  The  rod 
was  13  feet  long,  round  section,  1.62  in  diam- 
eter, area  2.05  inches,  distance  between  point 
of  measurement  of  extension,  8  feet.  Before 
it  was  subjected  to  any  strain  it  was  broken 
under  the  hammer  at  several  places,  and  the 
fracture  was  of  a  fine  granular  texture.  The 
rod  was  welded  again,  and  tested  as  below: 


Strain  in 
Pounds. 


ROD  NO.    3. 

Extension 
in  Inches. 


Permanent  set 
in   Inches. 


11,429 0.03 0.00 

34.287 0.06 0.00 

45,710 0.07 O.00 

C2.S58 0.08 0.00 

74,280 0.14 0.03 

80,000 0.J.6 0.03 

91,429 0  30 not  measur'd. 

97,143 1.10 

99,429  1  30 

101.714 1.44 

105,143 1.04 

108,571 5.22 

112,000 

This  rod  was  broken  short  off  on  the  inside 
line  nut,  which  result  was  evidently  occasion- 
ed by  a  cross-strain  on  the  rod.  The  hole 
through  the  cross  head  of  the  testing  machine 
which  received  the  rod  and  nut  was  consider- 
ably larger  than  the  diameter  of  the  screw, 
which  allowed  one  side  of  the  nut  to  partially 
slip  into  it,  and  by  thus  throwing  the  greater 
part  of  the  strain  on  the  other  side  of  the  nut, 
a  cross-strain  was  produced,  which  broke  the 
rod.  The  bent  condition  of  the  rod  near  the 
nut,  and  the  appearance  of  the  latter,  conclu- 
sively proved  this  to  have  been  the  case.     As 


but  a  few  inches  of  the  screw  were  broken  off, 
the  nut  was  put  on  again,  and  the  rod  tested  a 
second  time,  when  it  broke  in  the  new  weld — 
which  had  been  hastily  made — at  about  the 
same  strain,  viz.  :  55,721  lbs.  per  square 
inch. 

AH  the  pieces  broken  from  the  body  of  this 
rod,  between  the  points  where  the  eye  and 
screw  were  welded  on,  showed  after,  as  well 
as  before  the  trial,  a  fine  granular  fracture, 
while  the  ends  themselves,  outside  of  the  welds, 
were  of  fibrous  iron,  as  was  proved  by  repeat- 
edly breaking  them.  This  is  conclusive  evi- 
dence, that  the  granular  texture  of  the  iron 
was  not  owing  to  any  changes  which  had  taken 
place  during  the  period  of  its  use  in  the 
bridge,  as  the  ends  which  were  fibrous,  had 
been  more  exposed  to  the  conditions  under 
which  iron  is  supposed  to  become  crystalline 
than  the  body  of  the  rod  itself,  but  that  it  was 
the  normal  condition  of  the  material.  The 
body  of  the  rod  was  of  that  kind  of  iron  called 
"cold  short,"  but  the  eye  and  screw  welded  on 
the  ends  were  of  more  fibrous  iron. 

From  the  foregoing  tests  we  have  the  follow- 
ing results : 

Rod  No.  1  broke  with  a  strain  of  68,571  lbs. 
per  square  inch. 

It  resisted  a  strain  of  38,000  pounds  per 
square  inch  before  its  elasticity  was  injured. 
The  extension  at  the  limit  of  elasticity  was 
1-1 230th  part  of  the  length  of  the  rod. 

Remark:  The  strain  to  which  the  rod  was 
subjected  in  the  bridge  by  every  passing  train 
was  12,000  lbs.  per  square  inch;  bridge  in  use 
8J  years. 

"Rod  No.  2  broke  with  a  strain  of  67,830  lbs. 
per  square  inch,  making  no  allowance  for  the 
flaw  and  defective  weld,  which  latter,  although 
of  sufficient  strength,  was  weaker  than  the  rod 
itself. 

The  rod  resisted  a  strain  of  39,140  lbs.  per 
square  inch  before  a  permanent  set  was  pro- 
duced. The  extension  before  the  strain  reach- 
ed the  limit  of  elasticity  was  l-lO&Sth  part  of 
the  length  of  the  rod. 

Remark:  Every  passing  strain  subjected 
this  rod  to  a  strain  of  13,000  lbs.  per  square 
inch;  bridge  has  been  in  use  7i  years. 

Rod  No.  3  broke  with  a  strain  of  55,721  lbs. 
per  square  inch,  which  was  not  the  ultimate 
strength  of  the  rod,  but  that  of  the  weld,  as 
has  been  stated  above.  It  resisted  a  strain  of 
36,600  lbs.  per  square  inch  before  its  elasticity 
was  injured.  The  extension  at  the  limit  of 
elasticity  was  l-1200th  of  the  length  of  the 
rod. 

Remark:  The  strain  to  which  each  passing 
train  subjected  Rod  No.  3  was  12,500  lbs.  per 
square  inch.  The  bridge  had  been  in  use  8J 
years. 

The  above  tests  were  made  in  the  presence 
of  the  following  named  gentlemen,  who  testify 
to  the  correctness  of  the  record  here  given  : 

G.  McLeod,  Esq.,  Chief  Eugineer,  "L.  &  N. 
Railroad. 

Wm.  D.  Pickel,  Esq.,  Chief  Engineer,  Mem- 
phis &  O.  Railroad. 

Samuel  Gill,  Esq.,  Superintendent  L.  &  F. 
and  F.  &  L.  Railroad. 

C.  Sh.  Smith,  Esq.,  Assistant  Engineer,  L. 
&  N.  Railroad. 

Messrs.  Ainslee  &  Cochran,  Machinists, 
Louisville. 

ALBERT  FINK, 

Civil  Engineer. 

Louisville,  Ky.,  March  15,  1860. 


BQf  The  track  has  been  extended  on  the 
Tennessee  and  Alabama  Railroad,  from  Col- 
nmbia  to  Mt.  Pleasant.  Trains  will  com- 
mence running  in  a  few  days. 


CEDAR    EAPIDS    AND    MISSOURI 
PvAlLP.0AD. 

The  President,  Hon.  L,  B.  Crocker,  of  Os- 
wego, the  Treasurer,  John  Weare,  Esq.,  of 
Cedar  Rapids,  and  other  gentlemen  interested 
in  the  Cedar  Rapids  and  Missouri  Railroad, 
are  in  this  city,  and  from  them  we  learn  that 
the  land  grant  recently  transferred  from  the 
Old  Iowa  Central  to  this  Company  is  larger 
than  we  expected.  Within  fifteen  miles  of 
the  line  a  large  amount  of  lands  were  pre- 
empted previous  to  1858,  which  will  be  forfeit- 
ed, and  be  made  available  to  the  Company. — 
They  believe  that  the  lands  thus  granted  and 
available  for  building  the  road,  will  amount  to 
one  million  of  acres.  The  lands  are  entirely 
unincumbered,  and  if  properly  managed,  as 
we  have  not  the  least  doubt  they  will  be,  they 
are  worth  more  than  the  road  will  cost.  Re- 
sponsible parties  stand  ready  to  build  the  two 
hundred  and  thirty  miles  of  road,  depots,  wa- 
ter-tanks, &c,  for  815,000  per  mile.  That 
would  amount  to  $3,450,000.  while  the  lands 
can  be  made  to  realize  at  least  S5,000,000. — 
That  certainly  will  be  sufficient  to  build  and 
equip  the  road. 

The  building  of  sixty  miles  of  road  will 
carry  it  through  Van  Buren  and  Tama  coun- 
ties, and  extend  it  into  Marshall.  The  two 
last  are  among  the  best  cultivated  and  the 
richest  counties  in  Iowa.  Those  best  acquaint- 
ed with  their  population  and  resources  believe 
that  they  will  furnish  sufficient  business  to 
make  the  road  pay. 

We  need  not  argue  here  the  importance  of 
this  new  road  to  the  Missouri  to  our  city  and 
to  the  Galena  Air  Line  Railroad.  Let  any  of 
our  readers  take  a  map  and  they  will  find  it 
on  the  direct  line  to  Pike's  Peak,  and  if  it 
were  done  to-day  Chicago  could  command  the 
lion's  share  of  that  trade  in  spite  of  all  com- 
petitors. We  are  glad  to  know  that  the  officers 
of  the  Cedar  Rapids  and  the  Galena  roads 
are  to  have  a  conference  the  present  week, 
and  it  is  to  be  hoped  that  the  whole  matter 
will  be  laid  before  the  stockholders  of  the  lat- 
ter road,  and  that  it  will  be  so  carefully  dis- 
cussed that  when  they  come  together  in  June 
they  will  be  ready  to  take  hold  of  this  new 
road  in  right  good  earnest,  and  build  the  line 
as  fast  as  men  and  money  can  do  it  We  hope 
also  that  our  own  capitalists  will  be  willing  to 
do  something  effective  toward  the  building  of 
this  two  hundred  and  thirty  miles,  and  thus 
secure  to  our  city  the  rick  trade  of  Pike's 
Peak  and  the  Upper  Missouri  for  all  time  to 
come.  Could  the  money  be  properly  assessed 
upon  our  capitalists  and  business  men,  Chica- 
go could  afford  to  build  half  the  road  within 
the  next  eighteen  months,  and  make  a  splen- 
did "  operation  "  by  it,  if  she  never  received  a 
dollar  in  interest  or  principal  from  the  invest- 
ment. Let  any  man  study  the  map  for  ten 
minules  in  view  of  the  flourishing  communities 
which  must,  soon  grow  up  iu  the  Platte  Valley, 
the  untold  riches  of  Pike  s  Peak,  and  the  uew 
State  soon  to  be  organized  there,  and  withal, 
the  richness  and  the  extent  of  the  valley  of 
the  Upper  Missouri,  and  he  will  be  convinced 
that  we  have  not  overstated  the  importance  of 
this  road  to  the  stockholders  of  the  Galena 
road  and  to  the  trade  of  Chicago.  Will  our 
citizens  take  time  to  examine  this  important 
subject  ? 

Important  Change  in  a  Railroad  Land 
Grant. — The  Iowa  Legislature  has  transferred 
the  lands  granted  to  the  Iowa  Central  Rail- 
road to  the  Cedar  Rapids  and  Missouri  R.  R 
The  Ccutral  Railroad  had  become  hopelessly 
bankrupt,  and  the  Legislature  has  done  wisely 
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in  giving  the  lands  to  a  new  company,  who, 
we  doubt  not,  can  command  the  means  and 
are  disposed  to  build  the  road.  It  is  immense- 
ly important  to  our  city,  to  the  Galena  Air- 
Line,  and  the  Iowa  and  Nebraska  roads  —  the 
latter  of  which,  it  will  be  remembered,  is  fin- 
ished to  Cedar^  Rapids —  that  this  new  line 
should  be  Onished  to  the  Missouri  river  at  the 
earliest  day  possible.  Were  it  done  to  day, 
Chicago  would  command  the  Pike's  Peak 
trade  in  spite  of  all  competitors.  If  the 
owners  of  the  Galena  road  wish  to  bring  their 
stock  again  to  par,  they  should  secure  the 
completion  of  this  new  road  within  the  next 
eighteen  months.  While  other  roads  have 
been  steadily  increasing  their  receipts  over 
those  of  the  past  year,  the  Galena  has  been 
as  steadily  falling  behind.  A  chance  is  now 
offered  for  this  old  pet  road  to  retrieve  her 
fortunes,  by  securing  a- large  share  of  the 
trade  of  Western  Kansas,  Nebraska,  and  the 
upper  Missouri,  and  which  competition  can 
never  seriously  affect.  Let  the  road  be  run 
as  nearly  as  possible  due  west  from  Cedar 
Rapids,  and  it  will  be  the  shortest  line  possible 
between  the  Lakes  and  the  Missouri,  and  of 
course  can  command  the  trade. 

The  amount  of  land  thus  secured  to  this 
new  Company,  which  is  and  should  be  free 
from  debt,  is  some  seven  hundred  thousand 
acres,  worth  at  only  $5.00  per  acre,  $3,500,000. 
That  sum  will  go  far,  if  prudently  managed, 
to  build  the  road.  It  will  now  soon  be  de- 
monstrated whether  the  Galena  Company  is  to 
be  hopelessly  the  foot-ball  of  the  money 
sharks  of  Wall  street,  or  whether  a  majority 
of  its  stockholders  are  men  of  practical  busi- 
ness sense,  who  have  the  nerve  to  make  Gale- 
na stock  a  permanent  paying  investment. — 
Let  the  road  be  well  and  economically  man- 
aged, as  we  hare  no  doubt  it  is,  and  let  this 
new  line  be  put  through  as  fast  as  men  and 
money  can  do  it  to  the  Missouri,  and  the  thing 
is  done. —  Chi.  Press  and  Trib. 


[From  the  Sandy  Valley  Advocate.] 

MINERALS  0F_  KENTUCKY- 

Beyond  doubt  Kentucky  possesses  an  inex- 
haustible treasure  of  wealth  in  her  coal,  iron, 
sulphate,  copper,  and  nitre,  beyond  that  of  any 
other  State  in  Union.  The  Geological  corps, 
which  made  its  survey  during  the  past  few 
years,  both  in  the  field  and  laboratory,  with 
particular  reference  to  the  resources  of  this 
State  in  regard  to  coal  and  iron,  has  tended 
greatly  to  enhance  the  intrinsic  value  of  its 
lands. 

It  may  appear  chimerical  to  those  who  have 
not  looked  into  the  returns  of  our  General 
Government,  that  the  United  States  ponrs  an- 
nually into  the  coffers  of  Great  Britain,  the 
enormous  sum  of  thirty  millions  of  dollars  for 
the  single  article  of  iron  ;  but  such  is  the  fact. 
Kentucky,  so  far  as  the  simple  ore  is  concern- 
ed, is  capable  to  meet  this  demand  for  cen- 
turies to  come,  and  when  her  mineral  resour- 
ces shall  be  fully  developed,  and  become  fully 
known,  her  enterprise,  energy,  skill  and  indus- 
try are  laid  fully  under  tribute,  this  golden 
stream  will  change  its  course,  and  a  large  part 
of  these  thirty  millions  will  go  to  enrich  the  in- 
habitants of  her  State,  and  the  American  peo- 
ple, instead  of  adding  thousands  to  privilege 
classes  of  Europe,  now  basking  under  the 
sSrUes  of  crowned  he"ads,  this  enormous  sum 
will  be  emptied  into  the  coffers  of  this  grand 
Commonwealth.  And  while  her  wealth  is 
rapidly  augmenting  From  the  resources  of  her 
iron  trade,  it  will  in  time  be  increased  by  her 
coal  and  other  minerals,  almost  beyond  the 
power  of  figures  to  calculate. 


A  large  portion  of  Kentucky  is  occupied  by 
the  most  important  of  all  geological  forma- 
tions— most  important  at  least  as  far  as  prac- 
tical purposes  are  concerned.  For  instance, 
take  the  following  counties,  (and  much  might 
be  said  of  others,  and  some  equally  valuable 
in  their  minerals)  Carter,  Greenup,  Boyd,  Law- 
rence, Morgan,  Johnson,  Lewis,  Floyd  and 
Pike;  a  great  portion  of  these  .are  embraced 
in  the  great  Appalachian,  coal  field,  or  the  coal 
region  found  on  the  western  slope  of  the  Alleg- 
hany mountains,  and  the  Cumberland  range, 
being  partially  in  Kentucky,  Pennsylvania, 
Virginia,  Ohio  and  Tennessee.  The  counties 
above  alluded  are  in  the  northern  part  of  Ken- 
tucy. 

Who  can  conjecture,  or  what  financier  can 
contemplate,  the  great  revenue  which  will  be 
received  from  the  vast  coal  mines,  which  are 
inexhaustible,  when  their  product  is  fully  in 
market?  This  State  alone  is  capable  of  fur- 
nishing the  whole  confederacy  with  fuel  for 
centuries  to  come. 

The  Mammoth  bank,  recently  worked  by  the 
Kentucky  Coal  Oil  Company,  in  the  immediate 
vicinity  of  Greenup  Furnace  and  within  ten 
miles  of  Ashland,  is  one  of  the  best  strata  of 
Cannel  coal  ever  discovered  in  America.  At 
its  crooping  from  the  Mountain,  its  measure- 
ment is  six  feet  and  nine  inches.  As  excava- 
tions proceed  into  the  mighty  hill  it  bids  fair 
to  reach  a  thickness  often  to  twelve  feet.  This 
is  situated  within  three  miles  of  the  Lexington 
and  Big  Sandy  Railroad,  and  within  fifteen 
miles  of  the  Ohio  river.  This  coal  is  highly 
impregnated  with  etherial  Oil,  such  as  Benzole, 
Naptha,  Aliole,  and  Coal  wax,  or  Paraffine. 
It  is  extremely  rich  in  hydro-carbons,  and  by 
proper  process  and  distilling,  is  producing  a 
burning  and  lubricating  Oil  not  surpassed  by 
any  illuminating  or  lubricating  substance  yet 
discovered,  and  this  at  a  cost  much  les3  than 
Sperm  or  Lard  Oil. 

The  coal  fields  situated  on  the  Big  Sandy, 
are  perhaps  as  desirable  as  any  in  the  State, 
having  a  natural  outlet  to  the  Ohio  river  to 
say  the  least  for  nine  months  during  the  year. 
When  the  Big  Sandy  shall  be  locked  and 
damned  (which  stock  is  now  nearly  taken  up) 
boats  can  be  taken  to  the  Ohio  river  at  any 
month  in  the  season  ;  therefore,  forming  a 
continuous  water  carriage  to  all  the  lower  mar- 
kets. 

A  vein  has  just  been  discovered  on  the 
Levisa,  one  of  the  forks  of  the  Big  Sandy, 
crooping  out  six  feet.  Parties  have  commened 
laying  a  Railroad  from  the  river,  some  two  or 
three  hundred  feet,  to  this  bauk.  Miners  are 
opening  and  preparing  the  vein  for  immediate 
use.  We  expect  to  see  some  of  this  coal  in 
market  in  the  course  of  two  or  three  weeks 
This  valuable  stratum  is  about  five  miles  above 
Louisa.  G.  HOBART. 


Through  Freight  Car  from  St.  Louis  to 
New  York.  —  The  St.  Louis  Democrat,  in 
speaking  of  the  successful  experiment  of  send- 
ing a  freight  car  directly  through  from  St. 
Louis  to  New  York,  without  breaking  bulk, 
says  that,  there  is  another  car  nearly  ready  to 
go  to  Philadelphia  over  the  Pennsylvania  Cen- 
tral, which  will  be  loaded  at  East  St.  Louis  in 
a  few  days.  The  New  York  Central  managers 
have  given  orders,  as  we  are  assured  by  letter, 
to  alter  ten  of  their  freight  cars  imvxediately 
for  the  through  route  between  New  York  and 
St.  Louis — and  the  Bellefontaine  line  has 
agreed  to  deliver  six  more  of  the  same  sort  at 
East  St.  Louis  by  the  1st  of  May.  The  shop 
of  the  Terre  Haute  Road  is  kept  running  night 
and  day  at  Litchfield,  to  finish  other  cars  for 
this    service.      These    facts    transpiring     on 


'Change  yesterday,  led  to  considerable  discus- 
sion among  shippers,  and  the  competition  to 
secure  the  first  few  cars  has  been  very  lively. 
The  delivery  of  freight  in  this  manner  through 
to  St.  Louis  and  New  York  and  vice  versa,  and 
thereby  avoiding  the  expense  of  handling, 
and  the  delay  consequent  thereon,  must  tend 
likewise  to  cheapen  "all  rail"  rates.  We  hear 
it  broadly  intimated  that  some  of  the  roads 
would  '■  cut,"  or  do  any  thing  to  prevent  the 
compromise  cars  from  monopolizing  freight, 
but  that  is  all  bombast.  In  reviewing  the 
present  prospects  for  spring  and  summer 
freights,  it  appears  quite  clear  that  the  tenure 
by  which  the  agents  are  bound  together  by 
their  respective  roads,  is  exceedingly  slight 
and  frail,  liable  at  any  moment  to  snap  asun- 
der.    When  it  does  the  fur  will  fly. 


REMARKABLE   DISCOVERY    AT 
ROME. 

LETTER   FROM   LEWIS    CASS,    JR. 

The  Detroit  Advertiser  of  March  24th,  pub- 
lishes a  private  letter,  written  by  Lewis  Cass, 
Jr.,  to  Rev.  Mr.  Duffield,  of  Detroit.  From 
this  letter  we  make  the  following  interesting 
extracts: 

Milan,  Feb.   14,  1860. 

Rev.  George  Duffield,  D.  D. — Dear  Sir  : 
In  fulfilment  of  my  promise,  I  proceed  to  give 
you  a  brief  account  of  the  discovery,  at  Rome, 
of  an  ancient  representation  of  a  crucifix. 

In  the  progress  of  the  excavations  on  the 
Palatin,  where  stood  the  House  of  Gold  of  the 
Cassars,  a  fragment  of  an  arch,  covered  with 
inscriptions  and  delineations,  was  brought  to 
view.  Further  explorations  in  the  same  direc- 
tion resulted  in  the  exposure  of  a  room,  on 
the  walls  of  which  was  found  a  sketch,  cut  or 
engraved  with  a  sharp  pointed  instrument,  of 
a  crucifix,  together  with  the  figure  of  a  man 
in  the  attitude  of  prayer,  standing  near  it. — 
The  announcement  of  this  discovery  created 
great  interest.  By  order  of  the  Pope  the  de- 
sign was  removed  from  its  position,  happily 
without  injury,  and  confided  to  the  care  of 
Monsignore  Macchi,  who  invited  me  to  inspect 
it,  and  by  whose  permission  I  procured  a  copy 
to  be  made,  which  is  herewith  enclosed.  It  is 
needless  to  say  that  this  event  has  elicited 
elaborate  speculations.  Notwithstanding  a 
general  discrepancy,  the  conflicting  views 
concur  with  scarcely  an  exception  in  the  con- 
clusion, that  the  aim  of  the  sketch  was  to  cast 
ridicule  on  the  worship  of  the  Christians.  It 
presents  the  outlines  of  a  cross,  on  which  is  a 
human  figure  bearing  the  head  of  an  ass.  A 
tunic  envelopes  the  waist,  and  the  arms  and 
legs  are  partially  covered  with  bandages.  To 
the  left,  with  one  hand  raised  in  the  posture 
of  adoration,  as  depicted  on  ancient  monu- 
ments, appears  the  form  of  a  man,  while  be- 
low is  seen  the  following  inscription  :  "Alex- 
ander adores  God."  The  execution  of  the 
engraving,  as  you  will  perceive  from  the  fac- 
simile, of  which  the  scale  is  one-fourth  smaller 
than  that  of  the  original,  indicates  an  entire 
ignorance  of  art,  being  stiff  and  hard,  without 
ease  or  grace  whatever.  Satisfactory  evidence 
refers  the  date  of  it  to  the  reign  of  Septimius 
Severus.  There  were  numerous  Christians  in 
his  court,  one  of  whom,  it  is  supposed  of  the 
name  of  Alexander,  was  thus  exposed  to  ridi- 
cule by  his  Pagan  associate  or  companion. 

Familiar  as  you  are  with  the  early  history 
of  our  religion,  it  is  unnecessary  to  recall  to 
your  recollection  the  existence  of  the  legend, 
current  throughout  the  Roman  dominions  ia 
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the  days  of  the  Empire,  that  the  Christians 
worshiped  a  Divinity  whose  head  differed  in 
no  respect  from  that  of  an  ass.  In  Africa, 
then  filled  with  rich  and  splended  cities,  this 
was  the  popular  belief.  It  was  inculcated  in 
the  Magian  school  of  Asia,  from  the  sands  of 
Parthia  to  the  Pisidian  forests,  and  leveled  at 
the  converts  to  the  strange  faith  in  the  streets 
of  Narheordea,  Amida  and  the  Mardin-on-thc 
Hill.  The  later  Gnostics  in  particular,  more 
especially  the  sects  of  Bardesanes,  omitted  no 
occasion  to  disseminate  this  calumny,  accom- 
panied with  every  epithet  of  contempt  and  de- 
testation. At  Orfa  it  was  proclaimed  from 
the  throne  to  the  sounds  of  trumpets,  followed 
by  a  decree  prohibiting  the  u  e  of  arms  and  the 
Arabic  language  to  the  worshipers  of  the  God 
of  Nazareth,  and  requiring  them  to  wear 
girdles  of  leather  in  token  of  their  obnoxious 
creed.  We  meet  with  it  in  the  writings  of 
Tacitus,  a  bitter  and  relentless  enemy  to  the 
Christians,  whom  he  styles  outcasts  of  the 
human  race.  It  is  also  alluded  to  in  the  pages 
of  the  contemporary  Fathers,  by  whom  it  was 
repelled  with  vehement  and  irrepressible  in- 
dignation. The  origin  of  this  monstrous  in- 
vention is  lost  to  us.  There  can  be  little 
doubt,  however,  that  it  had  its  foundation  in 
the  hatred  with  which  the  disciples  of  the 
pure  and  spiritual  doctrine  were  invariably 
regarded  by  the  idolatrous  nations  among 
whom  they  lived.  But  whatever  the  source, 
the  first  mention  of  this  calumny  occurs  in 
the  records  relating  to  the  period  intervening 
between  the  years  of  one  hundred  and  twenty 
and  two  hundred  and  fifty  of  our  era,  subse- 
quent to  which  epoch  all  trace  of  it  disap- 
pears. Precisely  during  the  same  period  the 
room  in  which  the  design  was  found  was 
constructed.  The  palace  of  the  Caesars  on 
the  Palatin,  as  you  are  aware,  was  the  growth 
of  successive  reigns.  That  part  of  it  which 
embraces  the  chamber  in  question  was  built 
by  Adrian,  as  the  bricks  of  which  it  is  chiefly 
composed  attest.  They  are  impressed  with 
the  names  and  titles  of  the  Consuls  Paetinus 
and  Apronicanus.  This  coincidence  —  the 
prevalence  of  the  legend  in  the  years  already 
mentioned,  and  during  that  period  only,  and 
the  erection  within  the  same  time  of  the  wall 
on  which  the  drawing  is  traced  —  establishes, 
satisfactorily,  the  purpose  of  the  sketch,  as 
well  as  the  date  of  its  execution.  Still  more 
conclusive,  perhaps,  is  the  manner  in  which 
the  figure  upon  the  cross  is  presented  to  view. 
It  is  delineated  with  drapery,  while  it  was  the  j 
invariable  practice  in  executions  of  this  nature, 
a  mode  of  punishment  very  common  among 
the  Romans,  to  expose  the  victim  or  criminal 
in  a  state  of  nakedness.  This  discrepancy 
finds  its  sole  warrant  in  the  tradition  that  our 
Lord  was  put  to  death  with  a  garment  about 
his  loins,  and  its  admission  in  a  work  eman- 
ating from  the  hands  of  a  Pagan  whom  we 
can  not  suppose  to  have  been  influenced  by 
any  sentiments  of  awe  or  respect,  and  whose 
experience  would  never  have  suggested  such  a 
departure  from  the  uniform  custom,  indicates 
clearly  a  caricature,  of  which  the  first  requisite 
is  conformity  to  its  prototype.  Finally,  the 
words  "Alexander  loves  God,"  admits  of  no 
other  interpretation,  nothing  in  history,  legeu- 
dary  or  monumental,  tending  to  the  idea  that 
the  symbol  of  a  crucified  being  was  ever  re- 
garded as  an  object  of  veneration  by  any  other 
sect  than  the  followers  of  Christianity. 


The  Loughhridge  Brake  in  the  North- 
west.— The  following  is  the  official  report  of 
the  trial  of  this  brake  on  the  Chicago  and  Mil- 
waukee road  last  week. 

Tremont  House,  Chicago,  April  7,  1800. 

Wm.  Loughhrioge,  Esq. — Dear  Sir:  In 
behalf  of  a  committee  who  yesterday  witnessed 
a  practical  test  of  the  utility  of  your  ''Gradu- 
ating Car  Brake,"  I  would  state  that  several 
experiments  were  made  with  a  train  of  three 
cars  upon  the  Chicago  and  Milwaukee  railroad, 
and  a  favorable  use  of  the  hand  brake  was 
made  upon  which  our  calculations  are  based, 
and  we  are  of  opinion,  that  your  brake  has  a 
clear  advantage  of  tweiittj-jice  per  cent  over 
the  hand  brake,  in  point  of  distance  in  which  a 
train  can  be  stopped.  Your  brake  also  pos- 
seses  material  advantages  over  the  hand  brake, 
from  the  fact  that  the  engineer  has  at  all  times 
the  power  of  an  immediate  application  of  the 
brakes,  in  cases  of  emergencjr,  when  a  few 
seconds  of  time  may  save  life  and  property. 
Very  truly, 

P.  A.  Halt,,  Chairman. 


Ohio  and  Mississippi — New  Time. — On  and 
after  Sunday  next  the  following  time  will  pro- 
bably be  adopted  on  this  line  : 

Leave  Cincinnati  4.25  A.  M.,  Seymour,  8.30, 
(making  Louisville  connection),  Mitchell  10.06; 
Vmcennes  12.45  A.  M.,  Odin  455  P.  M.,  to 
arrive  at  St.  Louis  8  P.  M. 

Second  train  leave  Cincinnati  5.35  P.  M, 
Seymour  9.25  (Louisville  connection),  Yincen- 
nes  1.30  A.  M.,  Odin  5  A.  M.,  St.  Louis  8.30 
A.  M. 

Louisville  Accommodation  leave  Cincinnati 
2  P.  M.,  Seymour  6  P.  M. 

EASTWARD. 

First  train  leaves  St.  Louis  1  A  M.,  Odin 
9.40  A.  M.,  Yincennes  2  P.  M.  (dine) ;  Mitchell 
4.30  P.  M.,  Seymour  6  P.  M.  (taking  up  Louis- 
ville train),  arrive  at  Cincinnati  at  9.50  P.  M. 

Second  train  leaves  St,  Louis  at  6.40  P.  M., 
Odin  9.40,  Vincennes  1.30  A.  M,  Mitchell  4.15 
A.  M.,  Seymour  6  A.  M.,  Cincinnati  9.55  A  M. 
Louisville  train  leaves  Seymour  at  8.30  A.  M, 
arrives  at  Cincinnati  at  12.30. 


BgfuA  Convention  of  General  Ticket  Agents, 
was  held  yesterday  at  Pittsburgh,  and  a  Con- 
vention of  Freight  Agents  at  Columbus. 


BQP-  The  two  Miami  roads  have  decided  to 
run  the  first  train  Eastward,  from  this  city,  at 
6  A.  It,  over  the  Little  Miami;  the  second,  at 
10.30  A.  M.,  over  the  Cincinnati,  Hamilton  and 
Dayton;  the  third,  at  11  P.  M.,  over  the  Cin- 
cinnati, Hamilton  and  Dayton.  Coming  West, 
the  first  train  arriving  here  at  between  3  and 
4  P.  M.,  will  come  in  at  the  East  Front  Street 
Depot;  the  second,  being  the  special  connec- 
tion from  the  Central  Ohio  and  Baltimore  and 
Ohio  roads,  arriving  here  early  in  the  evening, 
will  come  in  by  the  Dayton  line,  and  its  direct 
connection  with  the  track  of  the  Ohio  and 
Mississippi  road;  the  third  train,  arriving  here 
at  about  4  o'clock  in  the  morning,  will  come 
in  over  the  Little  Miami. 


Niagara  and  Detroit  Riyers  Railway. — 
The  annual  meeting  of  the  Shareholders  of  the 
above  Company  took  place  yesterday,  when  the 
following  gentlemen  were  elected  Directors  for 
the  ensuing  year. 

Hon.  M.  Foley,  M.  P.  P.,  Isaac  Buchanan, 
M.  P.  P.,  Geo.  Macbeth,  M.  P.  P.,  Walker 
Powell,  M.  P.  P.,  John  McKay,  Registrar  of 
Elo-in,  James  Webster,  Registrar  of  Welling- 
ton, John  H.  Cornell,  Esq.,  of  Otterville,  John 
G.  Kolfage,  Esq.,  of  Amherstburgh,  and  Adam 
•Crooks,  Esq.,  Toronto. 


The  Railroad. — The  swift  motion  lulls  our 
brain  into  the  accustomed  muddle.  We  Beetn 
to  be  dragged  along  like  a  miserable  thread 
pulled  through  the  eye  of  an  everlasting  nee- 
dle— through  and  through,  and  never  through 
— while  here  and  there,  like  painful  knots, 
the  depots  stop  us,  the  poor  thread  is  arrested 
for  a  minute,  and  then  the  pulling  begins 
again. — Mrs.  Howe. 

A  New  Competition. — We  learn  that  the 
New  York  Central  has  issued  orders  for  the 
construction  of  one  thousand  freight  cars  de- 
signed for  carrying  wheat.  Tracks  are  to  be 
laid  directly  into  the  new  elevator  now  build- 
ing by  the  road  in  this  city.  The  prediction 
of  Senator  Prosser  that  the  railroads  would 
soon  come  into  competition  for  the  wheat 
traffic  of  the  canal  is  early  realized. — Buffalo 
Adcertiser. 


"  Railroad  Re-union." — Our  friends  had  a 
merry  time  on  Wednesday  evening  of  last  week. 
The  officers  of  the  Cedar  Rapids  and  Missouri 
River  Railroad  Co.  arrived  from  Des  Moines 
with  the  land  bill  in  their  pockets,  and  in  the 
evening  they  were  greeted  by  a  band  of  music, 
and  a  salute  of  thirty-five  guDS,  and  an  im- 
promptu oyster  supper  got  up  in  Farrington 
&  Tay's  best  style  at  Greene's  Hotel.  After 
supper,  short  speeches  were  made  by  Messrs. 
Crocker,  Bates,  Walker.  Carpenter,  Cook,  Ely, 
Weare,  Bever,  and  Belt. 

The  affair  passed  of  very  pleasantly,  and 
to  the  satisfaction  of  all  concerned. —  Cedar 
Valley  Times. 


New  Time  on  the  Little  Miami — On  and  after  Mon- 
day next.  Trains  will  be  run  on  the  Little  Miami  and  Colum- 
bus and  Xenia  ltoads  on  the  summer  schedule. 

Upward  Trains. — The  No.  1  Express  East  will  leave 
here  at  6  a.  m.  ;  Loveland,  C.56  ;  Morrow,  7.25  ;  Xenia, 
8.26  ;  Loudon.  9.27.    Arrive— Columbus  at  JO. la. 

No  2.  Express  goes  via  Hamilton  and  Dayton,  will  arrive 
at  Xenia  from  via  Hamilton  and  Dayton,  at  1.10  p.  H.  ;  Lon- 
don, 2.14  ;  Columbus,  3.06  p.  H. 

The  Columbus  Accommodation  leaves  here  at  4  p.  m.  , 
Engine  House,  4.16;  Red  Bank  fnew  station  for  Madison- 
ville  Accommodation)  4.27  ;  Plainville,  4.33  ;  Milford,4.43  ; 
Miamiville,  4.50  ;  Branch  Hill,  4.56  ;  Loveland,  5.11  (leave); 
Foster's,  5.23  ;  Leerfield,  5.35 ;  Morrow,  5.45  ;  Corwin,  6.20; 
Xenia,  7.10;  London,  8.20  ;  Columbus,  9.13  p.  m. 

Night  Express. — Leaves  here  at  11  p.  m.  Arrives  at 
Loveland,  11.55  ,  Morrow,  12.29;  Xenia,  1.45;  Columbus, 
3.40  a.  M. 

Westward  Trains. — Night  Express  leaves  Columhus, 
11.20p.m.;  London,  12.20;  Xenia,  1.22  a.m.;  Morrow, 
2.24;  Loveland,  2.53.     Arrive — Cincinnati,  3.50  a.  M. 

Xenia  Accommodation. — Leaves  Xenia  5.10  a.  m.  ;  Cor- 
win, 5.40  ;  Morrow,  6.12;  Deerfield,  6  22  ;  Loveland,  6.52; 
Miamiville,  7.07  ;  Milford,  7.15  ;  Plainville,  7.26  ;  Red  Bank, 
7.32  ;  Linwood,  7.36  ;  Columbia,  7.40  ;  Engine  House,  7.44, 
Arrive — Cincinnati  8  a.  m. 

Colcmbds  Accommodation  leaves  Columbus  6.10  a.  h.; 
London,  6.30;  Xenia,  8.24;  Morrow,  9.27;  Loveland.  10.04; 
Milford,  10.24  ;  Plainville,  10.34  ;  Engine  House,  10.48. 
Arrive — Cincinnati.  11.05  a.  m. 

No.  1  Express — Leave  Columbus  11.40  a.  M  ;  London, 
12.41  p.  m.;  Xenia  2.05  p.  M.  ;  Morrow,  3.10;  Loveland, 
3.44.     Arrive  at  Cincinnati,  4.40  p.  m. 

No.  2  Express — Leaves  Columbus  12.50  p.  m.;  London, 
1.46;  Xenia,  2.50;  thence  via.  Dayton  and  Hamilton,  arriv- 
ing at  Sixth  Street  Depot  or  Ohio  and  Mississippi  Junction, 
at '5.30  p.  m. 

Upward  Freight  Trains  leave  Cincinnati,  (Engine  House 
at  4.40  a.  M-  and  6.20  p.  m.,  arriving  at  Columbus  at  4.40  p. 
M.  and  5.15  a.  m.    Downward  Freights  leave  Columbus  at 
5.30  a.  M.  and  9.15  p.  m., arriving  at  Cincinnati  at 5.45  p.m. 
and  7.25  a.  m. 

The  Columbus  and  Cincinnati  Freight,  via.  Dayton,  leavej 
Columbus  at  8  p.  m. 

Xenia  and  Springfield  Accommodation  Trains  leave 
Xenia,  going  North,  at  8.25  a.  m.  and  7.15  p.  M.,  arriving 
at  Yellow  Springs  at  8.55  a.  m.  and  7.40  p.  h.;  at  Spring- 
field at  9.25  a.  M.  and  8.05  p.  M.  Coming  South,  leave 
Springfield  at  7  a.  m.  and  1  p.  M. ;  Yellow  Springs  7.25  a. 
m.  and  1.20  p.  H.,  arrive  at  Xenia  at  8.05  a.  M^and  1.45 

P.  M. 

Illinois  Oc-nfral  Railroad  Co. — This  road  has  made  a 
further  call  of  five  dollars  per  share  for  the  purpose  of  pay- 
ing off  the  boating  debt.  Notice  has  also  been  given  that  in 
the  event  of  a  failure  to  negotiate  a  loan  in  the  summer  to 
pay  an  amount  of  bonds  then  falling  due,  a  further  call  will 
be  made,  after  the  payment  of  which  the  Company  will  be 
entirely  free  from  debt  other  than  mortgage.  The  business 
of  the  road  shows  an  improvement  over  last  year,  and  the 
prospects  for  the  Spring  and  Summer  are  flatlering.  a;  large 
supplies  of  Core  remain  along  the  line  which  must  seek  a 
market  over  the  road.  After  the  announcement  of  the  Gall, 
the  stock  declined  to  601,  but  closes  firm  at  6-2  J 


THE    RAILROAD    RECORD. 


93 


MONETARY  AND  COMMERCIAL. 

The  active  demand  for  money  noticed  in  our  issue  of  last 
week  has  continued  to  pervade  the  market ;  during  the  last 
two  days  of  the  week,  however,  there  has  been  a  somewh.it 
Improved  tone,  and  lenders  again  speak  of  a  "  better  time  a 
coming."  Assorting  of  currency  is  actively  carried  on  to 
keep  up  the  supply  of  Exchange,  and  the  facilities  of  dis 
counting  are  thus  materially  interfered  with.  Rates  ar%with- 
out  change,  and  may  be  quoted  as  heretofore  10@12  for  cus- 
tomers, and  outride  and  street  rates  12@18. 

Exchange  is  in  scaut  supply,  and  more  or  less  talk  has 
been  made  of  advancing  rates,  which  was  not  however  gen- 
erally acceded  to.  Some  few  transactions  are  said  to  have 
been  made  to  outsiders  at  1,  but  general  quotations  rule 
as  heretofore. 

BUYING. 

New  York  sight 40@4S  prem. 

Boston 

Philadelphia 


SELLING. 

3@i  prem. 

I@i  prem. 

t@i  prem. 

i@a  prem. 
25@30  prem. 
4U@jU  prem. 


40  prem. 
40  prem. 

Baltimore 40  prem. 

New  Orleans Par. 

American  Gold 25@30  prem. 

Illinois,  Wisconsin  and  Iowa  are  bought  at  2  per  cent, 
dis.,  and  Missouri  at  Is. 

Cincinnati  Stock  Market. — Sales  of  Stock  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the 

following  rates  : 

Little  Miami  R.  R.  Co.,  6  per  cent.  Mort- 
gage Bonds 87$ 

Covington  and  Lexington  R.R  Co.  First Mort-  _ 
gage  Bonds,  7  per  cent 78 

Covington  and  Lexington  R.  R.  Co.  First  Mort- 
gage Bonds,  b'  per  cent 67 

Covington  fc  Lexington   R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent 68 

Ohio  &   Mississippi  R.   R.  Co.,  Construction 
Bonds 15 

Indianapolis  &  Cincinnati   R.  R.  Co.,  Second  ^_ 
Mortgage,  7  per  cent.  Bonds 75 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage,  7  per  cent.  Bonds 88 

Cincinnati,  Hamilton  &  Dayton,  First  Mortgage 
Bonds 94 

Covington   Sz   Lexington   R.  R.  Co.,  preferred 

Income  Bonds 10 

stocks. 

Cincinnati,  Hamilton  &.  Dayton  R.  R 70$ 

Columbus  St.  Xenia  R.  R 84 

Indianapolis  &  Cincinnati  R.R 36 

Lillle  Miami  K.  R 841 

Ohio  &  Mississippi  K.  R 1 

Bv  Telegraph. — New  York,  April  II. — Stocks — Quiet, 
but  prices  higher  ;  Chicago  and  Rock  Island  63§  ;  Del.,  L. 
and  W.  90;  Michigan  Southern,  guaranteed,  22}  ;  Michi- 
gan Southern  11;  Michigan  Central  40*-;  Reading  42£  ; 
Harlem  preferred  36  >i;  Erie  assorted  Stock  13%  ;  Erie  133; 
Pacific  Mail  102}  ;  New  York  Central  783  ;  Illinois  Central 
Bonds  88;  California  7s  89. 

Trade  of  the  United  States  with  Foreign  Coun- 
tries.— The  following  tables  show,  first,  the  exports  to  and 
imports  from  countries  which  take  larger  sums  than  we  re- 
ceive from  them,  secondly,  the  countries  from  which  we 
impoi-t  more  largely  than  we  exported  to,  in  the  last  fiscal 
year,  ending  30th  June,  1859. 

fiscal  vkar  1858-59- 

Debtor  Countries.  Exports.  Imports 

Russia $5,714,355  8877,835 

Sweden,  Norway  and  Colonies 1,448,905  551,075 

Denmark  and  Colonies l,l'5].877  297,718 

Great  Britain 174,94.3,853     125,754,421 

British  Colonies 40,733,908       32,239,466 

France  and  Colonies 45,107,074      41,447,004 

Portugal 808,519  242,841 

Austria  and  Possessions 2,837,992  571,178 

Bremen 12,537,948        9,694,377 

Other  German  Ports 35,742 

Belgium 4.102,773         3,467,225 

Sardinia 2,994,993  299,475 

Papal  Slates 222,298  5,390 

Ports   in  Africa 1,678,350         1,548,710 


Bolivia 5.355 

Peru 9.55,164 

Ecuador 35,210 

Sandwich  Islands 1,138,98:1 

Other  Islands  in  Pacific 46,525 

Creditor  Countries. 

Holland  and  Countries 5,694.022 

Spain  and  Colonies 22,917,402 

Turkey  and  Possessions 661,722 

Hamburg 3,604,268 

Tuscany 245.390 

Two  Sicilies 575,771 

Greece 15,415 

Hayti 2,484,764 

San  Domingo 19,788 

Mexico 2  932,516 

Central  Republic 172,262 

New  Grenada.   1.562.904 

Venezuela 1, '29, 199 

Brazil 0,256,978 

Uruquay 630,356 

Buenos   Ayrcs 1,438,235 

Chili 1,967,324 

Japan 


323.894 

480.191 
31,033 

6,803,418 

44,505,409 

775.091 

8,071,961 

1,294.350 

2,189,029 

67.290 

2,666,246 

193.390 

5  339.974 

589,911 

2,848.141 

4,231,031 

22,439,842 

774  563 

4.070,033 

3  646,800 

295 


China — 

Other  ports  in  Asia. 
Whale  fisheries  . ... 
Uncertai  n  places . . . 


7,127,199        10,791,3*1 

164,121 

705  350.654 

08,780 


148,; 


Totals,  1858-59 $356,789,402     338,768,130 

From  Spain  and  Brazil  we  import,  together,  thirty-eight 
millions  more  than  they  take  from  us.  Large  portions  of 
the  exports  included  under  the  heads  of  Great  Britain  and 
France,  are,  in  fact,  intended  for  other  coumtries — especial- 
ly in  the  article  of  cotton. 

Comparative  receipts  of  the  Indianapolis  and   Cin- 
cinnati   Railroad  for    tlie  years    1855,    1856,   1857, 
1858,   and  1859: 
1855  Passengers. 


January $14,168  24 

February 12,642  29 

March 15.713  06 

April 14,789  38 

May 10,435  72 

June 14,538  52 

July 14,346  76 

August 20,524  13 

September 21,530  80 

October 29.895  79 

November 19,998  43 

December 15,075  31 


Express. 
Mail  .... 


8210,258  33 


Total 

1856. 

January 18,450  43 

February 15,739  13 

March 20,190  85 

April 18,406  35 

May.' 20.724  03 

June 19.540  22 

July 20,837  92 

August 24,980  12 

September 31,539  06 

October 38,172  42 

November 27.225  36 

December 23,302  62 

8279,1108  52 
Express  and  other  freight-  •  •■ 
Mail 


Total  

1857 

January 20,817  00 

February 19,658  22 

March 26.018  17 

April 22,909  18 

May 18,221  73 

June 18,038  08 

July 14,726  20 

August 17,633  53 

September 22,997  18 

October 23  593  65 

November 14,752  24 

December 12,065  32 


Express. 
Mail 


12,684  20 
10,(09  01 
16,713  00 
14,711   13 


Total. 
1853. 

January 

February. ... 

March 

April 

May 11,269  73 

June 12,279  45 

July 12,033  77 

August 15,188  64 

September 18,053  87 

October 20,474  86 

November 14,289  49 

December 14,070  44 


8172,837  65 


Mail 

Express. 


Total 

1859. 

January 13.718  07 

February 10,776  30 

March lb,047  78 

April 12,6i0  14 

May 12,808  59 

June 11.430  40 

July 11,167  29 

August 14,018  01 

September 17,042  28 

October 15,648  59 

November 14,027  68 

December 12.417  42 


Freight. 
8i3,367  54 
10,635  54 
16.413  58 
15,277  02 
13,302  23 
12,724  75 
8,570  56 
14,155  29 
17,616  77 
16,753  33 
24.085  33 
31,849  15 

194,751   11 


17,554  15 
14,441  17 
22.K55  17 
20,803  46 
17,680  57 
15,808  62 
18,296  44 
26.435  87 
32.257  69 
33,453  37 
33,732  98 
30,022  16 

283,942  65 


21.890  88 
17,693  95 
23,687  15 
21,141  82 
15,959  17 
16,176  82 
15,226  96 
19,294  43 
25,006  03 
18,988  79 
19.823  15 
29.481  14 


8212,030  60     144,370  29 


21,665  38 
15,476  86 
27,325  79 
25,591  49 
15,065  22 
15,557  55 
17,247  57 
25,138  53 
26.337  70 
23,874  17 
22,004  33 
23,440  28 

259,724  87 


161.754  45 


15,221  33 
15,406  93 
20,147  51 
15.560  65 
15.285  28 
14,852  28 
14.046  61 
18,645  13 
19,888  51 
25,333  48 
28,201  55 
32,055  74 

235,645  05 


Total. 
$27,535  38 
23,277  88 
32,126  64 
30,066  40 
29,737  94 
27,263  17 
22,927  32 
34,679  42 
39.147  57 
46,649  12 
44,083  76 
47,524  46 

405,009  44 
4,695  00 
8,939  29 


$418,643  73 

36,004  58 
30,180  30 
43  046  03 
39.109  81 
38,404  60 
35,348  84 
49,134  36 
51,416  99 
63,796  55 
71,625  79 
60.078  73 


53,924 

78 

562.951 
9,025 
7,983 

17 

on 

46 

8579,959  57 

42,707  88 
37.352  17 
49.705  32 
41,051  00 
34,180  90 
34,214  90 
29,953  16 
30,927  96 
48.003  21 
42,582  44 
34,575  39 
42,116  46 

476.400  70 
6,317  43 
9,024  96 

8491,743  18 

34,349  64 
25,945  87 
41,038  79 
40,302  62 
27,334  95 
27,837  00 
29,881  34 
40,327  17 
44,391  57 
44,349  03 
36,293  82 
37,510  72 


432,562  52 
10,062  48 
6,260  00 

8448,885  00 

28,939  49 
26,183  28 
36  I 95  29 
28,110  79 
28,093  87 
27,288  58 
26,213  90 
32,664  04 
36.930  79 
40,977  07 
42,209  23 
44,473  16 

397,399  50 
11,100  00 
6,260  06 


Mail 

Express  .. . 

Total 8414,759  50 

County  Auditor's  Office. — Official  Statement  of  Ap- 
portionment of  Corporation  and  School  Funds  collected 
on  the  Duplicate  of  1859,  to  the  first  Monday  of  February, 


1860,  including  the  Delinquencies  of  1858.  Taxes  arising 
from  Sale  and  Redemption  of  Forfeited  Lands  and  Lots 
and  other  services  of  Revenue  for  the  city  of  Cincinnati. 

CORPORATION   PURPOSES. 

Amount  of  Taxes  collected  on  Duplicate  due 

1S58 8402.307  15 

Do.      do.    Delinquent  Taxes  of  1838 16  153  81 

Do.     do: 'Store  Taxes 3. 837  22 

Do.     do.    Taxes    from    sale    of    Forfeited 

Lands .% 805  80 

Amount  of  Taxes  from  Redemptions  to  Feb.  1st, 

1860 442  94 

Do.     do.     do.    on  Omissions 15  17 

Do.    do.    do.    collected  on  the  Grading  and 

Paving  Tax 733  33 

Total $424,285  45 

SCHOOL    FUNn. 

Amount  of  Taxes  collected  on   Duplicate  of 

1859 $62,070  25 

Do.     do.     Delinquent  Taxes  of  1858 2,492  31 

Do.    do.    Store  Taxes 592  02 

Do.     do.     Taxes    from     sale    of     Forfeited 

Lands 124  33 

Do.    do.      do.    from  Redemption    to  Feb. 

1st,  1800 68  34 

Do.     do        do.     collected  on  Omissions 2  33 

Proportion  of  Slate  Common  School  Fund....  46,872  50 
Proportion  of  Interest  on  Sec.  16,  Town  3, 

F.  R.  2 981  09 

Do.        do        do           do          do       do      4, 
F.  R.2 30  22 

Total  School  Fund 8118,232  89 

Total  Revenue  for  the  City 537,518  34 

distribution. 

ForGeneral  Fund $104,074  26 

Watch      do 61,96119 

Workhouse  do 4,840  74 

House  of  Reluge  do 14,522  13 

Fire  Department  do 61,477  02 

Superior  Court  do 7,261  06 

City  Infirmary  do 36,305  32 

Sinking  do 24,203  55 

Interestdo 108,915  96 

Grading  and  Paving  Tax 723  33 

Total  of  General  Funds  distributed 8424.285  45 

White  Yi.uths,  Tuition  and  Building  Fund $109,857  70 

Colored  Youths,  Tuition  and  Building  Fund...         3,375  19 

Total  of  School  Fund  distributed 81 13,232  80 

Total  Funds  distributed 8537,5 18  34 

TnE  Cincinnati  Fire  Department. — From  the  forth- 
coming Annual  Report  of  the  Chief  Engineer  of  the  Fire 

The  traffic  receipts  of  the  Great  Western  Railway  of  Can- 
ada for  the  week  ending  March  3D,  1860,  have  been  as 
follows  : 
From  Passengers $18,242  861 

"    Freight  and  Live  Stock 26,805  17 

"    Mails  and  Sundries 1,334  97t 

Total $46,383  01 

Corresponding  week  of  last  year 40,538  94 

Increase 85,844  07 

11.  SHACKELL,  Auditor.  ~ 
Audit  Office,  Hamilton. 

Dayton  and  Toledo. — The  earnings  of  the  Dayton  and 
Michigan  Road  for  March  were  : 

For  Local  Freights S14.24S  77 

Through  do 7,617  14 

Passengers 10,173  43 

Mails  and  Express 1,700  00 

Total $32,769  33 

The  earnings  of  the  Cincinnati,  Hamilton  and  Dayton 
Railroad,  for  the  month  of  March,  compared  with  those  Of 
the  corresponding  month  of  last  year,  were  as  follows  : 

I860 $60,203  10 

1859 47,060  70 

Increase $13,142  40 

Year  ending  Mareh  31,  I860 $561,681  52 

••        >'  "  1859 489,437  92 

Increase $72,243  60 

Earnings  for  six  months,  to  March  31,  1860 $87,481  58 

3J  per  cent,  dividend 75,453  00 

Surplus 812,028  58 

Department,  for  the  year  ending  April  1,  we  present  the 
following  interesting  facts  : 

There  are  in  the  city  174  cisterns.  166  fire-plugs,  and  51 
apparatuses,  with  23,815  feet  of  hose.  The  force  of  the  Do- 
partment  consists  of  144  men,  8  steam  fire  and  7  hand  en- 
gines. Three  of  the  latter  go  to  every  fire,  and  the  re- 
maining four  to  those  ouly  that  occur  in  their  respective 

districts. 

fires  during  the  year. 

The  number  of  fires  in  the  city  during  the  year  was  1C9, 
involving  a  loss  of  $295,752,  as  will  be  seen  by  the  follow- 
ng  table  : 
i 
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Loss  over  Insurance.. 
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CAUSES   OK   FIRK8. 

The  causes  of  the  fires  during  the  year  are  classified  as 
follows : 

Incendiary. 28 

Accidental 10 

Supposed  to  he  set  on  fire 4 

Defective  flues 23 

Carelessness 7 

Caught  from  furnaces  and  stoves ID 

Explosion  of  a  whisky  barrel i 

Explosion  of  a  turpentine  barrel 1 

Children  playing  with  matches 1 

Falling  of  grease  in  fire 2 

Burning  of  cotton  in  hold  of  steamboat 1 

Carelessness  of  gas-fitters  in  repairing  gas  pipes 1 

Burning  of  a  child 1 

Burning  of  an  ash  box 1 

Burning  of  a  still , l 

Falling  of  coals  from  a  furnace 1 

Falling  of  sparks  on  a  roof ] 

Falling  of  soot  in  a  chimney 1 

Unknown 5 

Total 109 

COMPARATIVE    LOSSES- 

The  following  table  exhibits  the  losses  by  fires  durine 
the  year  ending  April  1,  compared  with  those  of  the  six 
preceding  years,  commencing  with  the  inauguration  of  the 
pay  department : 


No. 

Loss 

Years. 

Fires. 

Loss. 

Insurance. 

on    Ins. 

April  1, 

1853-1... 

.     160 

$08(1.906 

83311,089 

8350,817' 

April  1 

1S54-5... 

.     104 

120,817 

84  831 

35,985 

April  1 

1S55-6... 

113 

S?li,095 

1"3,730 

172,365 

April  1 

1856-7... 

.     10-1 

184,119 

157,489 

26.6311 

April  1 

185--8... 

.       74 

359,784 

219,051 

140.733 

April  1 

1858-9... 

.       84 

121  499 

101.47] 

20,028 

April  1 

1859-60.. 

..     109 

295,752 

216,018 
1.213.579 

78,831 

2,03S,971 

FINANCIAL    STATEMENT. 

The  total  receipts  nnd  expenses  for  the  maintenance  of  the 
department  during  the  year  were  : 

Receipts $94,282  21 

.Expenses 94,247  80 


Leaving  a  balance  of  cash  on  hand ®  JOG  41 


Treasdrbr's  Office,  Little  Miami  R.  R,  Co.,  ( 
Cincinnati,  April  9th,  18GU.     j 
The  Interest  Coupons  of  this  Company,  payable  in  New 
Tork  on  the  2d  prox.,  will  be  paid  at  this  office,  at  any  time 
before  the  28th  inst.,  to  those  who  desire  it. 

S.  E.  "VVHIGI1T,  Treasurer. 

Office  of  the  Cin.,  ILVmi'l.  &l  Dayton  R.  R.() 
Cincinnati,  April  6,  1860.  j 
Notice  to  Stockholders.— The  annual  meeting  of  the 
Stockholders  of  this  Company  will  be  held  at  their  office, 
Sixlh  Street  Depot,  in  Cincinnati,  on  Tuesday,  the  1st  day 
of  May  next,  to  make  choice  of  nine  Director's  to  serve  the 
ensuing  year,  and  to  act  upon  any  other  business  that 
may  be  brought  before  the  meeting,  which  will  be  organized 
at  9  o'clock  A.  M. 

Tne  polls  wilt  be  open  from  10  A.  M.  to  3  P.  M. 

F.  II.  SIIOItT,   Secretary. 


/CONTRACTS  for  Kails  at  a  fixed  price,  or  on  com 
vy  mission,  delivered  at  an  English  port,  or  at  a  por 
in  the  Lnlted  States,  will  be  made  by  the  undersigned 
THEODORE  DEHOi\\ 
nol3  10  Wal4  Broadway, New  Yor 


H©@Q. 


I860. 


THE   PENNSYLVANIA 

CENTRAL   RAILROAD. 

260    MILES    DOUBLE    TRACK. 


The  Capacity  of  this  Road  is  now  equal  to  any 
in  the  Country. 

THREE    THROTJGII 

PASSENGER    TRAINS    BETWEEN 
PITTSBURG  AND  PHILADELPHIA, 

Connecting  direct  in  the  Union  Depot,  at  Pittsburgh,  with 
Through  Trains  from  all  Western  Cities  for  Philadelphia-, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  mute. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train  ;  Woodruff's 
Sleeping  Cars  to  Express  and  Fast  Trains.  The  Ex- 
press runs  I>a.ily  ,  Mail  and  Fast  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  (all  rail}  are  good  on  either  of  the  above  trains,-  and 
transfers  through"  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fall 
River  or  Stonington  Lines.     Baggage  transferred  free- 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail- 
road Ohlcss  in  the  West ;  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

IQ^Fare  always  as    low  and    time  as 
quick  as  by  any  other  l&oute. 

ASK    FOR    TICKETS   BY   PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DIRECT  LINE   BETWEEN  TEE  EAST 
AND  TEE  GREAT  WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  drayage  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A.  STEWART,  Pittsburg  ; 
H.  S.  Pierce  &  Co.,  Zahesville.O.;  J.  J  Johnston,  Ripley, 
O  ;  H.  McNeely,  Maysville.Ky.;  Ormsby  <fc  Cropper,  Ports- 
mouth, 0.;  Paddock  &  Co.,  Jeftersonville,  Ind.;  H.  W. 
Brown  fc  Co.,  Cincinnati,  0. ;  Athern  &  Hibbert,  Cincin- 
nati, 0.;  R.  C.  Meldrum,  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  G.  O'Riley  &  Co.,  Evansville.  Ind  ;  N. 
W.  Graham  &  Co.,  Cairo,  111.;  It.  F.  Sass,  Shaler  &:  Glass, 
St.  Louis,  Mo.  ;  John  II.  Harris,  Nashville,  Tenn.  ;  Harris 
&  Hunt,  Memphis,  Tenn.;  Clarke  &  Co.,  Chicago,  III.;  W. 
H.  H.  Koontz,  Alton,  III.  ;  or  to  Freight  Agents  of  Rail- 
roads at  difierentpoiuts  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
and  Speedy  Transportation  of  LIVE  STOCK, 

And  Good  Accommodations,  with  usual  privileges  for  per- 
sons traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  be  forward- 
ed to  aDrt  from  Philadelphia,  New  York,  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  GoodOcan  be  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky,  Tennessee,  Cum- 
berland, Illinois.  Mississippi,  Wisconsin,  Missouri.  Kansas, 
Arkansas,  and  Red  Rivers;  and  at  Cleveland,  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North-Wes- 
tern Lakes. 

MerchaDls  and  Shippers  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence  on 
its  speedy  transit. 

THIS  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at' all  times 
as  favorable  as  arc  charged  by  other  Railroad  Com- 
panies. 

0=Be  particular  to  mark  packages  "  via.  Pennsylva- 
nia Railroad." 
E.  J.  SNEEDER,  Philadelphia. 
MAGRAW  &  KOONS.Su  North  Street,  Baltimore. 
LEECH  &  CO.,  No.  2  Astor  House,  or  No.  1  S.  Wm. 

Street.  N.  Y. 
LEECH  &  CO.,  No.  77  State  Street,  Boston. 

II.  II.  HOUSTON,  ffeii'l Freight  Ag%  Philadelphia. 
L.  L.  HOUPT,  Oeti'l  Ticket  An't,  Philadelphia. 
THOS.  A.  SCOTT,  Gm'l  Hup't,  Altooua,  Pa. 
I  b.  2-lyr. 


Direct  Route  to  the  North- Vest! 
ILLINOIS  CENTRAL 

^-U-JJ-J^j.^'j   M   iWp3jjjjj+LJ 'I 

RAILROAD 

AND  PANA  OR  SANDOVAL 


Decatur, 

Blooming-ton, 

Burlington, 

La  Salle, 

Dixon, 

Prairie  du  Chien, 

St.  Anthony, 

And  all  points  in  Iowa  and  Minnesota. 


FOR 

Springfield) 
Peoria, 
yuincy, 
Rock  iBland, 
Galena. 
St   Paul,  aDd 


Passengers  leaving  Cincinnati  either  bv  INDIANAPOLIS 
AND  CINCINNATI  OR  CINCINNATI,  HAMILTON 
AND  DAYTON  RAILROADS  make  direct  connection*, 
twice  daily,  at  PANA  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.  with  I.  C.  R.  R.  at  SANDOVAL. 

Passengers  for  the  North-  West 

Desirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  Tia 

PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R  B  , 

and  avoid  change  of  Cars  and  Baggage, and  the  expense 
attendant  thereon. 

Daily  connections  are  made  at  Dunleith  with  a  Line 

FIRST    CLASS    STEAMERS 

Running  in   Direct  connection   with  this  Road  for  all 

TOWNS  ON  THE   UPPER  MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Fort  Dodge  and  Sioux  City. 

Trj=*The  Equipments  of  the  ILLINOIS  CENTRAL  R. 
R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Patent  Berth  Sleeping  Cars  are  run  on  al 
Night  Trains. 

Fare  the  same  as  by  any  other  Route,  and 
Tickets  good  until  used. 

Through  Tickets  can  be  procured  at  Spencer  Honse, 
corne.*  office  ;  No.   1   Burnet    House  ;    135   Vine    Street, 
between  Bnrnet  House  and  Post  Office  ;  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.  H.  NICHOLS, 
Gen?l  Southern  Agent,  Cincinnati, 
W.  P.  JOHNSON, 

Gen'l  Passenger  Agen-i,  Chicago* 

Winter  Arrangement  1859-'60. 


BALTIMORE  AND  OHIO 


GREAT  NATIONAL  R0UTL 


TERMINATES    AT    WASHINGTON    AND    BALTI- 
MORE   on   the   East,   and  Wheeling,  Benwood   and 
Parkersburg  on  the  West,  at  which  places  it  unites  with 
Railroads.  Steamers,  etc.,  for  and  from  all  points  in  the 
West,   South-West  and  North.- "West. 

TWO       T  X=L  .^l.  I IXT  St 

Leave  Wheeling  daily  at  12:35  P.M.,  and  Ift:]0  P.M. 
One  Train  leaves  Parkersburg  daily  at  9:20  P.  M. 
Direct  connections  are  made  by  these  trains 

FOR   ALL    THE  EASTERN  CITIES. 

This  is  the  only  route  to  Washington  City. 
Passengers  by  this  route  can  visit  Baltimore,  Philadel- 
phia, New  York  and  Boston,  at  the  cost  of  a  ticket  to  Boston 
alone  by  other  lines. 

Through  tickets  to  the  Eastern  cities  can  be  procctred  Tia 
Washington  City  at  an  additional  cbarce  of  S2. 

Time    as    quick  and    Fare  as   low"  as   by    any    other 
ROUTE. 

in?  Inquire  for  tickets  via  Baltimore  and  Ohio  Rail- 
ROAD,  at  any  of  the  principal  Railroad  Offices  in  the  West, 
E.  F.  FULLER, 
General  Western  Jipent 
L.  M.  COLE. 
Oeneral  Ticket  -lff»«, 
W.  P.  SJIIIH,  Master  Transportation. 
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PATENTED   GAS  WORKS 

OF  THE 


Gas  Works,  to  be  generally  adopted  by  th  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following  advantages,  to  wit:  great  simplicity  of  con 
struction  and  operation;  reliability  to  insure  a  regular 
supply  oi  light;  purification  of  the  gas  to  prevent  clog- 
ging ;  freedom  from  unhealthy1  and  offensive  odors  ;  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  ?  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  this  teat  the  Aubin  Cnm^any  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  makiug  it,  they  refer  to  the  Scie?itific  American 
of  March  13,  1258,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simplicity  of  construetioa  peculiar 
to  the  Aubin  Works,  the  retcrt  is  the  only  part  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trifling. 

The  Cost  of  the  Gas  ! : 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used  ;  but  even  where  300  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feetper  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE"AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  3(Ju  cubic  feet, $ 300  00 

do  do  350        "  ?35  00 

do  do  400        »  375  00 

do  do  500        »  450  00 

do  do  600        »  525  00 

do  do  700        "  600  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  ho^er  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gas  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  tnat  an  ordinary  fish- 
tail burner  (known,  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing-  tlie  Contents  and  best 
Proportions  of  Gasometers  from  400 
to  4000  ft.,  and  tne  N  umber  of  Lights 
they  will  supply  for  a  given  time. 

Contents  in    No.  of  hours     ,    Diameter  of       Height  of 

Cubic  Feet.    forl0  1ight3.         Gasometer.       Gasometer. 

400  20  10  ft.  5  ft.  3  in. 

500  25  10  ft.  6  ft.  6  in. 

750  37  12  ft.  6  in.  6  ft.  2  in. 

10110  50  13  ft.  7  ft.  8  in. 

1500  75  15  ft.  8  ft.  6  in. 

2OH0  100  17  ft.  3  in.         8  ft.  7  in. 

2500  125  18  ft.  10rt. 

3D00  150  20  ft.  10  ft. 

3500  175  20  ft.  6  in.        10  ft.  1  in. 

40UO  200  21ft.  lift.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  13  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  for  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories,  &c,  &c.)  of  the  Company,  or 
Of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  C0VERDALE, 

107  Walnut  Street,  Cincinnati,  Ohio, 
who  has  tbe  exclusive  right  to  manufacture  and  sell  in  the 
State  or  Ohio. 
Feb.  24th,  1859. 


APPLEGATE  &  CO., 

B-ioksellers.  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O. 


APPLEGATE  &  CO., 

APPLEfiATE   3c  CO.,  Book- 
sellers, Stationers  and  Blank-book 
Manufacturers,  43  Main   Street,  Cincin- 
nati, invito  the  attention    of  Booksellers, 
Country  merch  ants,   Teachers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Clussi- 

cal,Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blank-books,    Stationery,    etc,  etc.; 
which,  from  our   numerous  and  favora- 
ble  arrange  ments  with  the 
leading  publish  ers,  as  well  as 
the  principal                 rannu  facturers 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   stock  and  prices 
•with  any  other  house    io.  tho  West. 

JJ00KSELLER3, 

Our  Stock   of    Stationery 
is  very  complete,     embracing 
in  part  all  the   varieties    o  f  Cap, 
Letter,   Packet,    Commercial,    Bath 
and  Note  papers,  together  with  Blotting, 
Envelope,  Manilla 
ping;    Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 
pr esses,    an  d 
Inkstands;   Era- 
wax,  Wafers, 
Banker's  cases, 
head  boxes,  En- 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Pens,  Penhold- 
rack  s,  Copying 
Books,  Ink  and 
sure s,  Sealing 
Slates,  Mucilage, 
Book  rests.  Bill 


velope  and    Card  cases ,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  coun  ting-  house. 

Stationers, 

To  our  Blank   Books  wo 
especially    call    attention,    as 
they  are  manufactured  at  our  own 
establishment,  of  the,  best  material,  and 
all  neatly  paged,  including  all  sizes,  from 
the    small  memo-  randum   book  to 

the  large  Super  Koyal  and  Impe- 

rial Ledger,  and  bound  in  a  great 

variety  of  styles  and  of  superior 

workmanship.  Books    made   to 

order  of  any  de-  sired  pattern, 

•with  or  without  printed  headings 

and  warranted  to  give    satisfaction 

in  quality  of  pa-  per,    accuracy  of 

ruling   and  durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices.  . 
Job  binding  of  any  kind  done  in  best 
style.    We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS, 


Wa  are  prepared  io 
Print  and  Bind  books 
tion  and  in  any  stylo 
sired,  at  rates  as  low 

quality  of  work 

k.      c  u  t  e  d  in  this 

where.     Our 

executing  theso 


Stere  otypSj 
of  any  descrip- 
that  may  be  de- 
as  t  h  e    samo 

can  be  exe- 
city  or  else- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  tho  best 
style   and  on       short  notice. 


Merchants  and 
1^    Bills  of  Lading, 

Kail  road    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch-.    Orden*  re- 


© 


others  wishing 
Bill    Heads, 
Dray   receipts! 
any  other  descrip 
please  bear  in  uiind 
with  neatness  and 
spectfully  solicited. 


Publishers 


Our  own  p  ubl  ications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  moro  than  an  enumera- 
tion of  the  moro  prominent,   which  are, 
Clarkes'   Com-  menta- 

ries.Dick's  Works.  E  o  l- 

lin's  Ancient  History,  Plutarchlfl 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German,     ; 
etc.,  etc.    Theso,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited   to 

every  condition,  and  Books  and  Station- 
ery in  cudloss  variety,  make  our  stock 
compl     eto  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

43  MAIN  STBEET.  ClN. 


W.  HARVEY'S  SAFETY  JOINT 


For    Coupling    the    Ends    of  "  T" 
^PATENTED,  NO  V.  2,  1858. 


Sail 


Tig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  19  a 
view  of  outside  ptaie  C,  whu  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  tojfill  up  the  recess  in 
tbe  side  of  the  rail,  between  the  head  and  base,  or  only  to 
hear  against  the  head  and  upon  the  base,  leaving  an  open 
apace  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  ease 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  the  chair,  as  shown 
to  Fig. 3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  sheg'efianof  the  wheels.  At.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  confine  tbe  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  beads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses  are  provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  sothatneithercan  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  nrmly*ogether,  so  thatnei- 
her  can  move  without  the  other. 


Another  great  advantageis,  the  allowance  which  ismad. 
for  expansion  and  contraction  between  tbe  tongues  and 
slots  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  present  mode  of  fastening  them— each  joint  acting  in. 
dependent  of  the  other.  This  mode  of  securing  rails  may 
he  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  andtakes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

\Y    il  A  It  V 13  V,  Inventor  and  Patentee  Y 
41  Jefferson  street,  Albany, 
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PROSSEK'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  HMD  TO  END. 
ENAMELED   IRON    PIPES    AND   PUMPS, 

FOE.    WATER   SUPPLY,    ACIDS,    ETC. 

S  <">  r,  V)    T  M  P  O  R  T  E  R  S  . 

PISOSSKKISPA'IBN'!'  KCIKt'AUl!  COIV- 
JftEilVSlEJlM  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauges,  3-culter  drills,  courier- 
sinks,  tube  end  cuttinff  barn,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrelic/ies, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  variouH  purposes,  Steel  for 
Boilers.  THOS.  PROSSER  &.  SON, 
97jan.  28  Piatt  Street,  New  York 

li.  6.  LOEDELL.        H.  S.  M'COMES.        D.  P.  BUSH. 

BDSH&LOBDELL, 

WiInjiiiiKt«ii»  -------  Delaware 

MANUFACTURERS   OF 


For  R. K.  Cars &;  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exknt 

FOR    THEIR 

CELEBRATED     WHEELS, 

EITHER   SINGLE   OR   DOUBLE  PLATE, 

WITH     OR    WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered   or    Rolled   Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 


Most  Reasonable  Terms. 


an  2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
A.  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Hates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Poat-OMce  De- 
partment, c&C,  &C. 

COMPILED    BY   E.  PENROSE   JONES, 
Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

HEAD  THE  FOLLOWING  CERTIFICATE. 

TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  J859.  j 
This  work  has  been  carefully  compiled  and  corrected  by 
E-  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  0.,from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of  the  Western,  North- Western,  and 
South-Western  States,  yet  published, 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Planks,  t&c,  for  P.  0.  Depart. 

The  boot  makes  an  actavo  pamphlet  of  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
pter is  promptly  advised  of  all  New  Offices,  Changes  and 
Regulations  of  the  Department,  the  information  is  cofracterl 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Observe,  That  this  list  is  airanged  by  States  and  Cou?b- 
•ies,  making  it  especially  valuable  to  business  men.  No 
similar  arraugemeut  has  been  published  since  3S5C.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  7?ie  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

JQ1  Single  copies  sent  by  mail  (postng  e  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Positive  Stamps  Five  Copies  sent  for  SI.0U,  or  Twelve 
Copies  for  $<2.uU.        »-*~"« 

Addreai.        "S*~v         C  S.  W1LL1IAMS, 

104  Walnut  Street, 

itar.ttlU  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WITT.  SXJMTVKR  <fc  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  se-ond  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICES: 
Louisville, Ky„  Columbus,  0., 

Lafayette,  Ind.,  Dayton,  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  aoon,  low-priced  Family 
Machine,  have  introduced  a  neio  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars. 

The  elegance,  speed,  noiselessneps  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  alike  on 
both  sioes,  impossible  to  ravel,  and  leaving,  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  thig 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

U~pSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehia.  WM.  SUMNER  fc  CO. 

AAA  Kegrs  No.  1  Kailroad  Spikes, 5|  by  9-lGth 

j  «ww  Corby,  Gossin  &  Co.'s  make,  for  sale  very 
10VV  by  TRABER  &  AUBERY, 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRO., 

172  Mm  Street,  bet.  ilk  and  5tk, 
CINCINNATI,  O. 
SoleManufacturere  of  McGowan's^anbleAclion 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine) 

WOULD  respeUfullyinvite 
the  attention  of  RAILKOaL 
Companies,      Manufacturer 
Distillers,  Miners,  and  the  put 
licgenerally  to  these  Pumpt* 
as  the  best  Pump  now  in  u»e 
and  acknowledged  by  allwtc 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  cWopact,durable  and  no! 
likely  to  set  out  of  order;  wel" 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Distille 
ries.     Breweries,    Kurnacee 
Mines,  Rolling  Mills,  Pape 
tfffir«r- -  ass*,  ywaaw—  Mills,  Factories,  Wells,  Cin 
terns, St mtionary  File  Engines, Garden  Engines  and f^ 
al!  purposes  where  a  Pump  can  be  used.   Also,  for  for- 
cinga  large  body  of  water  to  a  great  height  or  distanc 
rapidly 


kel  prices. 

Fullflud  perfect  atisfactionguaranteedin  allcases, 
when  properly  put  up  according  to  directions. 

O  rdera  than  k  fully  received  andpromptly  filledat  the 
shortest  notice. 

SILVKR    AjEDAj      (The  highest    prize)  awarded 

ese  pumpsandSteam  Pumping  Engine  otth  latcFa 
Ohio  Mechanics' Institute  June^l8,  18oft—  ] 


Street  and  Other  Railroad  Iron. 

WOOD,  M0RRELL  &  CO.,  Johnstown,  Cambria  Co„ 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,  m.6. 


FREEDOM  IRON  COMPANY, 

MAKUFACTBTEBS    OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  MHflin  Co,,  Penn, 

JOHN  A.  WRIGHT,  Snp't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Y\?  Iron,  refined  with  Charcoal  in  the  old-fashionei 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  Is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  Jane9. 


New  Time  Table 

OF    THE 

IEW  YORK  OEHTHAL  R.  R. 


Leave  Albany.        Arr.  Buffalo.  Arr.  S.  Br. 
Steamboat  Exp..  7  00  a.m.                 7  00  p.  h.      7  00  p.m. 

Mail 9.110a.m.  12.50a.m.  

New  York  Exp.. 11 .15  a.m.  9.00  p.  M        9.00  p.m. 

Night  Exp 5.011p.m.  4.U0  a.  m.  4.00  a.  m. 

Utica  Accom'n..  600  p.  m.    Ar.  TJ.  10.00  p.  M. 

N.Y.Mail 11.15p.m.  IO.Oi  a.  m.  10.00  a,  Ml 

Leave  Buffalo.        Leave  Bridge.  Ar.  AlbV 

New  York  Exp..  5.15  a.  m.  5.15  a.  m.  3  JO  p.  M. 

Steamboat  Exp..  6.00  a.  m.  8.00  a.  h.  8.00  p.  m. 

Mail 2.30p.m. 

Cleveland  Ex-p..G.en  p.m.  6.00p.M.  4.-I0  a.  m. 

CincinnatiExp.ll.OOp.  m.  11.00  p.  m  8.30  a.  M 

TJticaAccom'n.. 10.00  a. 

CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  best  Eastern 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  kinds  of  heavy 
forcing  and  casting  done  at  short  notice.  Also,  bolts  for 
bridges:  cu    withdispatch. 

MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  th» 
Stale,  is  under  the  superintendence  of  Col.  E.  WB 
Iff  ORG  AN  ?  a  distinguished  graduate  ol  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,   Ma 
chin  es,  Construct  ion,  A  griculturalOhemistTy  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages,  accompanied  by  daily  and 
regulated  exercise. 

Schools  of  Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  of  selecting  studies  to  sui  t 
time  means,  and  object  of  Profession  alpreparaiion,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  8102 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
FrankliuSprings.Ky./'or  the  undersigned. 

i\  DUDLEY. 
Vreaidentofth    Board 
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B.  D    MANSFIELD,  -       -    I   WMtnT„ 

CINCINNATI: 
TUursdar   morning-,  April  19-  1S60. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE-No,  167   Walnut   Street. 

SUBSCRIPTIONS— $3  Per  Annum,  in  Advance. 

Toiubscribersin  Great  Britain,  13a.  Cd.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

k.  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, SI  00 

*fc        '.'        per  month, 3  00 

"        "        six  months, 12  0(1 

"        4*        per  annum, 20  00 

'*    column,  single  insertion, 5  00 

"        ••        per  month, 10  00 

•'        "        six  months, 40  00 

'■        "        per  annum, 80  00 

"    page,  single  insertion, 15  00 

"        •■         permonth 25  00 

"        •'        sixmonths, 110  00 

"       "       per  annum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS, 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGI1TS0N  b.  CO., 

Publishers  and  Proprietors. 

IT/*  The  European  Agent  for  ihe  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

A  Newspaper  Express  Train. — The  Her- 
ald, Times,  and  Tribune  have  contracted 
with  the  Hudson  River  Railroad  Company  to 
run  a  train  expressly  for  convenience  of  their 
papers  to  Albany,  so  as  to  reach  the  trains 
leaving  that  city  in  the  morning.  Eor  in- 
stance, the  newspaper  train  is  expected  to 
connect  with  the  steamboat  train  on  the  Cen- 
tral Railroad,  leaving  Albany  at  7J  A.  M. 
This  train  is  due  at  Buffalo  at  7:40  P.  M.,  Buf- 
falo time.  To  do  this,  the  newspaper  train 
must  leave  New  York  as  early  as  three  o'clock 
in  the  morning. 


Lexington  and  Danville  Railroad. — This 
Company  held  a  meeting  last  week,  and  or. 
ganized  under  the  charter  recently  granted  by 
the  Kentucky  Legislature,  and  elected  the 
following  Directors : 

Joshua  F.  Bell,  Charles  Caldwell,  of  Boyle 
County ;  W.  J.  Maborly,  James  E.  Thomp- 
son, of  Mercer  County;  G.  S.  Sharklin,  L. 
H.  Chrisman,  of  Jessamine;  Leslie  Combs, 
of  Fayette;  Daniel  Sinton,  R.  B.  Bowler,  of 
Cincinnati. 

Immediate  measures  will  be  taken  for  the 
prosecution  of  the  work. 


CORPORATE  FRANCHISES-EIGHTS 
OF  RAILROAD  COMPANIES  AND 
THEIR  CREDITORS. 

The  relations  between  the  various  railroad 
companies  and  the  public,  their  creditors  and 
stockholders  are  becoming,  in  many  cases, 
very  complicated.  The  courts  have  settled 
many  points,  but  there  are  yet  many  others  to 
settle,  of  no  small  importance.  One  of  the 
most  important  cases  which  could  come  before 
the  Courts,  has  recently  been  decided,  by  the 
Supreme  Court  of  Ohio.  This  was  the  case 
of  George  S.  Coe  vs.  Tlie  Columbus,  Piqua 
and  Indiana  Railroad  Company  et  alii. 
This  case  involved  nearly  all  the  points  which 
can  arise,  in  relation  to  Corporation  Fran- 
chises, the  rights  of  Lien  holders,  and  the 
rights  of  purchasers  under  the  liens.  Some 
of  these  are  questions  which  never  have  been 
settled;  and  on  the  determination  of  which 
rests  the  value  of  tens  of  millions  of  dollars 
After  reading  this  decision,  we  are  compelled 
to  believe,  that  the  bondholders  and  other 
creditors  will  be  under  some  difficulties  not 
anticipated,  and  that  creditors  will  find  it  ne- 
cessary to  make  an  entirely  amicable  arrange- 
ment with  stockholders,  in  order  to  sell  roads, 
or  settle  advantageously.  It  has  been  held, 
and  practiced  heretofore  that,  bondholders 
can  proceed  to  foreclose  and  sell  a  road, 
without  even  an  appraisement,  and  thus  with- 
out any  trouble  take  possession,  and  without 
any  advance  of  money.  We  apprehend,  that 
under  this  decision,  this  can  not  be  done ; 
but  that,  on  the  contrary,  a  road  must  be  ap- 
praised, sell  for  its  value,  and  if  that  be  more 
than  the  amount  due  to  the  creditors  fore- 
closing, he  must  pay  it  into  Court.  But,  in 
order  to  understand  the  case,  let  us  analyze 
the  decision.  To  do  this,  it  will  be  better  to 
state  the  points,  as  they  naturally  arise: 

1.  The  Legislature  of  a  State  having  grant- 
ed Corporate  Powers;  i.  e.,  certain  civil  rights 
to  a  company,  can  that  company  alienate  and 
transfer  these  civil  poivers,  i.  e.,  the  rights  of 
this  civil  person,  thus  created,  by  a  mortgage, 
or  lien  of  any  kind  ? 

2.  Can  they  transfer  the  right  {franchise) 
to  run  and  use  the  road  ? 

3.  If  the  right  to  run  or  use  the  road  can 
be  transferred,  (like  other  property,)  can  this 
right,  or  the  real  property  of  the  road,  be 
alienated  without  appraisement,  under  the 
laws  regulating  the  sale  of  such  property, 
under  execution  ? 

4.  If  the  company  can  not  thus  transfer  its 
franchises,  can  the  Legislature  enable  it  to  do 
so? 

5.  Who  buys  under  the  sale?  A  corpora- 
tion, company,  or  individual  ?  And,  does 
such  company  or  individual  step  precisely  into 
ihe  shoes  of  the  old  company? 

All  such  questions  must  necessarily  arise, 
before  it  can  be  determined  exactly  what  a 


purchaser  under  the  sale  of  railroad  property 
acquires.  Nearly  if  not  quite  all  these  points 
are  decided  in  the  case  referred  to.  Having 
stated  the  points  above,  we  shall  give  the  an- 
swers of  the  Court,  as  far  as  they  do  an- 
swer. 

I.  Held — 1.  That  under  these  general  pow- 
ers the  corporation  had  no  power  to  alienate 
the  franchise  to  be  a  corporation,  or  the  fran- 
chise to  construct  and  maintain  a  railroad, 
and  receive  compensation  for  the  transporta- 
tion of  persons  and  property,  nor  any  interest 
in  real  estate  acquired  and  held  solely  and 
exclusively  for  the  purpose  of  the  exercise  of 
such  franchise.  2.  That  after  the  railroad 
had  been  constructed  and  prepared  for  use, 
things  requisite  for  that  use,  such  as  locomo- 
tives, cars  and  the  like,  not  affixed  to  the  land 
being  acquired  by  the  corporation,  are  to  be 
regarded  as  personal  property,  subject  to  ali- 
enation and  liable  for  debts.  3.  That  the 
corporation  could  not  make  a  mortgage  of  any 
property,  suclj  as  the  above  described,  to  be 
subsequently  acquired,  so  as  to  give  it  validity, 
in  other  manner,  or  to  a  greater  extent  than 
an  individual  owner  of  personal  property. 

If  we  look  sharply  at  the  practical  meaning 
of  this,  it  amounts  to  this — that  the  Civil  Pow- 
er (that  is,  Corporation)  can  not  be  transfer- 
red; and  as  a  consequence,  when  the  road  is 
sold,  the  stockholders  (Company)  will  still 
hold  the  rights  of  the  Corporation,  and  may 
proceed  immediately  to  make  another  road 
under  the  same  title,  and  take  tolls.  This 
right  may  not  have  a  money  value,  and  yet 
it  may  be  an  annoying  and  injurious  power  to 
those  who  hold  the  road. 

The  company  may,  however,  alienate  its 
personal  property,  and  make  it  liable  for 
debts,  just  as  an  individual.  But,  cau  an  in- 
dividual mortgage  other  acquired  properiyt 

II.  Held — 1.  That  under  the  power  thus 
granted  for  the  special  purpose  of  borrowing 
money,  the  Company  could  not  mortgage  the 
franchise  to  be  a  corporation  appertaining  to 
the  individual  members  of  the  corporation, 
but  could  mortgage  the  franchise  of  the  cor- 
poration to  maintain  the  Railroad  and  receive 
compensation  for  the  transportation  of  persons 
and  property,  and  could  mortgage  property 
connected  with  the  Railroad  and  the  use  of 
its  franchise,  whether  real  or  persoal,  to  be  sub- 
sequently acquired.  2.  That  the  power  which 
the  Company  had,  to  institute  a  judicial  pro- 
ceeding to  appropriate  private  property,  was 
not  transferable,  and  that  the  mortgage  of  the 
Company  could  give  no  right  to  the  exercise 
of  such  a  power,  which  the  provisions  of  the 
general  law  on  the  subject  did  not  authorize. 
3.  That  the  execution  of  a  mortgage  by  the 
Company,  under  such  special  power,  could 
give  no  exemption  of  its  personal  property 
from  a  liability  which  might  be  otherwise 
created  by  its  own  act  or  a  judicial  proceed- 
ing, that  the  execution  of  a  like  mortgage  upon 
personal  property,  by  an  individual,  would  not 
create. 

Here,  partially,  the  results  are,  first,  as 
above,  that  nothing  can  alienate  the  subsist- 
ing Corporation;  but,  that  the  Company  can 
alienate  the  right  to  maintain  the  road — run 
it — and  receive  compensation ;  and  also,  mort- 
gage after  acquired  property.  2.  But,  here 
again  is  an  obstacle.  The  purchaser  can  not 
condemn  private  property,   under  a  sale,  by 
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mortgage.  3.  That  the  mortgage  does  not 
exempt  the  personal  property  from  any  liabili- 
ty created  by  zjudiceal  proceeding,  which  an 
individual  could  not  do. 

The  action  was  brought  to  obtain,  and 
the  relief  asked  was,  a  sale  under  the  order 
of  the  Court. 

III.  Held — 1.  That  the  parties  were  entit- 
led to  such  sale.  2.  That  the  property  must 
be  sold  as  real  and  personal,  and  that  the  real 
estate  must  be  sold  according  to  the  rules  gov- 

rning  sales  of  real  estate,  and  must,  there- 
fore, be  appraised.  3.  That  the  railroad,  with 
its  fixtures,  constituting  an  entire  tract  of 
real  estate,  indivisible  for  the  purpose  of  that 
sale,  together  with  the  franchise  connected 
therewith,  should  be  sold  in  like  manner  as 
an  entire  tract  lying  in  two  or  more  counties, 
and  the  proceedings  incidental  to  the  sale 
should  be  had  in  the  county  in  which  the  ac- 

ion  was  brought.  4.  That  the  personal  pro- 
perty should  be  sold  as  personal  property,  but 
might  be  sold  with  such  precautions  as  to 
prevent  a  sacrifice  and  to  produce  the  highest 
price,  which  the  Court,  in  its  discretion,  might 
oder. 

The  practical  meaning  of  this  is,  that  the 
road  bed,  station  houses,  and  all  other  real 
estate  of  the  Company  must  be  appraised, 
and  sold  at  not  less  than  two-thirds  its  value. 
We  take  it,  that  ties  and  rails  affixed  to  this 
road  bed  are  real  estate,  just  as  iron  furnaces 
or  chimney  stacks  are  in  a  factory. 

The  practical  results  of  this  decision  seems 
to  us  to  be  this :  Suppose  the  case  of  the 
Wilmington  and  Zanesville  Road,  now  in  the 
hands  of  a  Receiver.  Suppose  the  sale  order- 
ed; then  this  takes  place.  1.  The  entire  road 
bed,  including  rails,  is  to  be  appraised  Now 
it  is  quite  obvious,  that  after  deducting  the 
value  of  personal  property,  and  whatever  the 
corporate  may  be  supposed  worth,  the  road 
bed  should  be  valued  at  the  entire  worth  of 
the  road;  for,  without  that,  nothing  can  be 
done;  the  money  has  been  expended  on  that* 
and  it  constitutes  the  whole  real  value  of  the 
road,  except  personal  property.  Suppose  it 
were  appraised  at  $3,600,000  ;  then  it  must 
be  sold  at  $2,400,000.  This  puts,  at  once,  a 
barrier  to  any  mere  nominal  arrangement. 
Then  what  is  acquired  ?  No  corporate  fran- 
chises, which  are  still  outstanding;  no  right 
to  condemn  private  property  ;  and  no  e.xemp 
tion  from  individual  liability.  Nor  is  there 
any  apparent  means  of  remedying  this  defect; 
for  the  Legislature  (under  decision  of  the  Su- 
preme Court)  have  no  power  to  vary,  or  de- 
stroy the  rights  of  the  original  corporation. 
Hence,  no  new  purchaser  can  step  into  the 
shoes  of  that  corporation.  Without  that,  the 
purchaser,  whether  John  Smith,  or  Peter 
Jones  &  Co.,  will  find  himself  in  au  embar- 
rassing positien.  The  decision  seems  to  us 
based  on  just  principles  of  law,  and,  in  the 
end,  will  probably  result  in  some  advantage  to 
the  poor  stockholders,  and  general  creditors, 
who  seem  to  have  heretofore  had  little  other 
look,  than  that  of  the  goose,  whose  back  has 
been  plucked  to  make  the  bed  of  her  master 


RAILROADS  IN  TENNESSEE. 

TENNESSEE   AND   ALABAMA. 

This  road  is  completed  to  within  twelve 
miles  of  its  terminus,  at  Mount  Pleasant.  On 
this  break  of  unfinished  roadway  the  work  of 
construction  is  rapidly  progressing,  and  in  a 
short  time  will  be  in  readiness  for  the  passage 
of  the  cars. 

The  statements  of  this  road  do  not  show 
large  earnings  lor  a  road  of  its  length ;  but  by 
the  completion  of  the  Central  Southern  Road 
to  its  connection  with  the  trunk  line  of  the 
Memphis  and  Charleston  Railroad  at  Decatur, 
Ala.,  its  business  in  travel  and  freight  has 
greatly  increased,  and  a  through  line  of  rail- 
way opened  from  Louisville,  Ky.,  via  Nashville 
to  Memphis  and  New  Orleans. 

Total  amount  of  capital  stock  subscriber! $1,081,783  33 

Total  amount  of  capital  stock  paid  in 595,922  80 

Amount  of  State  aid  granted  to  roadway..        £61,000  on 

Amount  of  State  aid  rrranted  to  bridges 85,000  00 

Funded  debt  due  on  State  Bonds 846  000  00 

Funded  debt  duo  to  others  than  the  State 14.000  00 

Amount  of  floating  debt 204,544  55 

Total  cost  of  roadway  and  equipments 1,185,053  48 

Cost  of  equipments. .     76,016  39 

Receipts  tl'om  passengers $44,488  49 

"        "     freights 27,206  17 

"        "     all  other  sources 3434  91 

Total  receipts 75.129  57 

Total  expenditures 27,550  11 

Net  r  ;ceipts 47,579  46 

Total  length  of  road,  (all  in  Tennessee). ...  57.519  miles. 
Total  length  of  road  finished 45.81     miles. 

MEMPHIS,    CLARKSYILLE   AND   LOUISVILLE. 

This  road  forms  an  important  link  in  a  con- 
nected line  of  roadway  from  Louisville,  Ky., 
to  Memphis,  Tennessee.  The  Narhville  and 
Louisville,  by  its  Bowling  Green  Branch,  (di- 
verging from  its  main  trunk  at  Bowling  Green, 
Kentuckp,  (form  a  junction  with  it  at  the 
Kentucky  line,  fifteen  miles  east  of  Clarks- 
ville;  from  this  point  to  Paris,  where  it  forms 
a  junction  with  the  Memphis  and  Ohio  road, 
is  eighty-two  miles.  At  the  Kentucky  line, 
beside  the  junction  with  Louisville  and  Nash- 
ville road,  above  spoken  of,  it  makes  a  connec- 
tion with  the  Nashville  and  Henderson  road. 


THE  DETROIT  AND  MILWAUKEE 
ROAD  IN  THE  HANDS  OF  A  RE- 
CEIVER. 

By  a  decree  of  the  United  States  Circuit 
Court,  at  Detroit,  this  road  has  passed  into 
the  hands  of  a  Receiver  on  a  foreclosure  of  its 
Third  and  Fourth  Mortgages,  default  having 
been  made  in  the  payment  of  them  for  the 
past  two  years.  C.J.  Brydges,  Esq.,  Manag- 
ing Director  of  the  Great  Western  Railway, 
has  been  appointed  Receiver  by  the  Court 

The  Detroit  Advertiser  explains  the  posture 
of  the  Company's  affairs  thus: — It  is  the  old 
story,  and  would  apply  almost  as  well  to  any 
of  a  score  of  roads  in  the  West : 

The  original  stockholders  of  the  Road  ex- 
hausted all  their  means  in  pushing  the  build- 
ing of  the  road  half  way  across  the  State,  be 
sides  becoming  personally  liable  to  a  large 
amount  on  contracts.  The  first  loan  negoti- 
ated in  England,  amounting  to  $'750,000,  was 
used  up  in  removing  this  back  indebtedness 
and  pushing  on  the  work  >vith   the   limited 


balance,  and  a  second  loan  of  $500,000  like- 
wise failed  to  complete  the  Road,  owing  to  the 
numberless  embarrassments  under  which  it 
struggled.  These  two  loans  were  secured  by 
Third  and  Fourth  Mortgages,  the  stockholderg 
of  the  Great  Western  having  advanced  the 
means,  First  and  Second  Mortgages  resting 
upon  the  Pioad  to  the  amount  of  about  $4,000,- 
000  for  money  advanced  in  the  work  up  to  the 
time  that  the  loans  were  contracted.  On  the 
first  two  mortgages  security  was  held  to  the 
extent  of  several  hundred  thousand  dollars 
in  this  city  and  State,  and  the  adjacent  Pro- 
vince of  Canada,  the  balance  being  held  in 
Europe. 

With  the  last  two  it  was  agreed  that  the 
control  of  the  road  should  pass  into  the  hands 
of  the  Great  Western,  which  Company  took 
possession  and  proceeded  to  complete  the 
route  to  Grand  Haven,  and  to  ballast  and  stock 
the  line.  This  required  a  heavy  expenditure, 
as  there  was  no  rolling  stock,  station  buildings, 
or  other  equipments.  The  sum  of  $1,250,000 
was  expended  in  this  work,  which  constitutes 
the  existing  Floating  Debt  To  remove  this 
has  been  the  object  of  the  movement  just  con- 
summated. 

By  it,  the  third  and  fourth  mortgages  and 
the  Floating  Debt  are  consolidated  into  a  Pre- 
ferred Stock,  which  is  subject  to  the  first  and 
second  mortgages. 

The  capital  stock  bv  this  arrangement,  is 
fixed  at  about  $7,000,000. 


Street  Passenger  Licenses.  —  The  City 
Council  of  Philadelphia  levied  a  tax  of  $30 
per  car  upon  each  of  the  street  railroads.  The 
payment  was  resisted,  but  the  Courts  have 
recently  decided  that  the  tax  is  legal,  and  the 
companies  have  therefore  been  compelled  to 
pay,  which  they  have  dune,  as  follows  : 

Cars.  Amount* 

Philadelphia  and  Gray's  Ferry  Co 17  g    510  00 

Second  and  Third  Street 50  1,5' 0  0O- 

Grrard  College 18  540  10 

Clresuiut  and  Walnut 15  450  00 

Citizens' 30  900  00 

Green  and  Coats 27  810  O0 

Frankford  and  Southwark 40  1.128  40 

Total 85,538  40 


New  York  and  Erie  Railroad. — The  time 
table  of  this  road  has  not  yet  been  forwarded 
to  the  West,  but  we  understand  that  the  pas- 
senger train  which  leaves  this  city  at  six  A. 
M  will  be  run  directly  through  to  New  York, 
arriving  there  on  Sunday. 

The  Erie  Company  has  issued  the  following 
schedule  of  stock  rates  from  Buffalo  to  New 
York: 

Cattle  to  Bergen $73  00  per  car. 

Sheep,  d  deck  to  Bergen 73  00 

Hogs,  s  deck  to  Bergen 63  00 

Hogs  and  Sheep,  s  deck  to  New  York 65  00 

Soeep,  d  deck  to  New  York 74  00 

Cattle  to  Newburg... 70  00 

Sheep,  d  deck  to  Newburg 70  00 

Hogs  or  Sheep,  s  deck  to  Newberg 60  00 

3  *  •  m>  » 

Sale  of  the  Black  River  and  Utica  Rail- 
road. — The  Sheriff's  sale  of  the  rolling  stock 
of  the  Black  River  and  Utica  Railroad  com- 
menced on  Monday  of  last  week  at  the  Com- 
pany's freight  house  in  Utica.  Property  to 
the  value  of  $15,000  or  $1(5,000  was  sold  to 
the  highest  bidder.  It  consisted  chiefly  of 
locomotives  and  passenger  cars,  with  a  few 
freight  cars. 
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THE  NEW  PASSENGER  SCHEDULE. 

The  passenger  rates  adopted  by  the  Cleve- 
land Convention  of  General  Ticket  Agents 
has  not  yet  been  received,  although  we  un- 
derstand the  rates  do  not  vary  much  from  the 
winter  schedule. 

The  Cleveland  papers  contain  the  schedule 
of  passenger  rates  from  that  city  to  the  vari- 
ous points  named  below.  We  give  it  as  pub- 
lished. The  prices  are  about  the  same  as 
now  charged,  and  will  probably  remain  so  dur- 
ing the  summer: 

CLEVELAND 

To  New  York S'4  00 

Boston 10  00 

Baltimore 12  "0 

Philadelphia. 12  50 

Cincinnati 7  '"> 

Chicago 10  1)0 

New  Orleans 3"  (10 

St.  Louis ■ 1"  00 

Cairo....: 17  00 

Evansville 14  50 

Louisville 10  0(1 

Nashville 17  00 

Memphis 23  50 

Detroit 4  01) 

Pittsburg 4  25 

LaCrosse 18  25 

Prairie  du  Chien 17  50 

Dunleith 15  60 

Rock  Island 15  »0 

Burlington IB  (:0 

Quincy 17  75 

Atlon 16  25 

Ottumwa 19  00 

Cedar  Rapids 17  00 

Fonddu  Lac 15  00 

Iowa  City 17  25 

Lake  City 20  70 

Muscatine 15  55 

Redwing 20  35 

Hannibal 18  25 

St. Joseph 26  25 

St.  Paul 21  45 

Winona 19  75 

Independence>  Mo 17  80 

Kansas  City 28  75 

Leavenworth 28  25 

Galena 1"  10 

Milwaukee 12  00 

P.  W.  Strader,  of  the  Little  Miami  and  Co- 
lumbus and  Xenia,  George  H.  Hathaway,  of 
the  Pittsburg,  Fort  Wayne  and  Chicago,  L.  L. 
Houpt,  of  the  Pennsylvania  Central,  H.  Q. 
Sanderson,  of  the  Terre  Haute,  Alton  and  St. 
Louis,  F.  R.  Myers,  of  the  Cleveland  and 
Pittsburg,  and  John  U.  Parsons,  of  the  Cleve- 
land and  Toledo,  were  appointed  a  committee 
to  revise  the  schedule. 


Annual  Report  of  the  Michigan  Southern 
Railroad. — The  annual  report  of  this  Compa- 
ny for  the  year  ending  March  1,  1860,  from 
which  we  compile  the  following  figures  : 

EARNINGS. 

From  through  passengers $360,430  61 

From  way  passengers ■ 363,593  63 

Total  from  passengers 714,l;i6  24 

From  Mails $54,035  91 

From  express 21,158  69 

75,194  60 

Total  on  passenier  trains $789,340  84 

From  through  freight $:I29,424  58 

From  way  freight 616,6 17  66 

From  storage  and  sundries 9,679  65 

955.751  89 

From  miscellaneous 88,838  36 

Total  earnings  from  all  sources $1,834,421  09 

EXPENSES. 
The  operating   expenses  proper  for  tho  year 

ending  March  1,  1860,  were $1,056,380  40 

Add  for  decrease  of  materials  on  hand 48,854  19 

Total  operating  expenses $1,105,234  59 

Add  general  Eastern  expenses  at  Treasurer's 

office,  New  York 20,692  36 

Total  expenses  for  one  year $1,125,927  95 

The  gross  earnings  being  as  above 1,834,421  09 

Ktt  earnings,  exclusive  of  interest  account....  $708,493  14 


The  decrease  of  gross  earnings  for  the  year 
ending  March  1,  I860,  compared  with  the  year 
previous,  is  $185,003  87,  while  the  decrease  in 
operating  expenses  this  year  over  last  is 
$116,358  56,  making  net  decrease  of  earnings 
of  $68,646  51. 

The  total  liabilities  of  the  Company  amount 
to  $19,975,911  64. 

In  the  first  seven  months  of  the  year  there 
was  a  decrease  of  $329,045  91  in  passenger 
and  freight  earnings,  and  in  the  last  five  months 
an  increase  of  $101,419  04. 


TOLLS  ON  THE  CENTRAL  R.  R. 

OPINION   OF   THE   ATTORNEY-GENERAL. 

Communication  from  the  Attorney- General  in 
answer  to  a  resolution  of  the  Assembly,  re- 
lative to  the  Constitutionality  of  the  Law 
Abolishing  Tolls  on  Railroads. 

State  of  New  York,  Attorney-General's  Office,) 
Albany,  March  31,  1860.     j 
To  the  Assembly : 

The  Attorney-General  has  the  honor  to  ac- 
knowledge the  receipt  of  the  following  reso- 
lution : 

"In  Assembly,  Albany,  March  30,  1860. 

"Resolved,  That  the  Attorney-General  be  requested  to 
furnish  the  Assembly  with  his  opinion  upon  the  following 
points : 

"First:  "Whether  the  act  abolishing  tolls  on  railroads, 
passed  July  10, 1851.  was  in  accordance  with  the  Constitu- 
tion of  the  State. 

"  Second :  Whether  it  was  constitutionally  passed. 

"By  order,  WM.  RICHARDSON,  Clerk." 

And  in  answer  thereto  submits  the  follow 
ing— 

opinion: 

The  same  questions  were  submitted,  in  a 
somewhat  different  form  by  the  Senate  to  his 
learned  predecessor,  and  his  opinion  will  be 
found  in  the  Senate  Documents  of  1859,  No. 
33,  presenting  forcibly  and  ably  the  argument 
in  favor  of  the  validity  of  the  said  act  of  1851, 
on  both  points  presented  in  the  above  resolu- 
tion, and  the  undersigned  has  the  more  plea- 
sure in  referring  thereto,  from  the  considera- 
tion that  if  he  is  in  error,  where  he  is  con- 
strained by  his  convictions  to  differ  from  his 
predecessor,  that  error  will  be  more  readily 
detected  by  an  examination  of  the  opposite 
argument. 

The  two  questions  presented  may  be  consi- 
dered together,  for  the  answer  to  one  deter- 
mines the  other.  If  the  tolls  heretofore  col- 
lected upon  freight  transported  on  railroads 
by  the  act  of  1851,  were  "public  money  or 
property,"  within  section  10,  article  1,  of  the 
Constitution,  they  were  a  part  of  the  revenues 
of  the  State  Canals,  within  article  7,  sections  1, 
2,  and  3,  and  if  they  formed  a  part  of  "the  re- 
venues of  the  State  Canals,"  within  the  mean- 
ing of  the  said  seventh  article,  it  will  be  ne- 
cessary to  ascertain  whether  the  provisions 
therein  contained  have  the  effect  to  limit  the 
power  of  the  Legislature  in  disposing  of  them. 
If  such  tolls  were  not  a  part  of  the  "revenue 
of  the  State  Canals,"  as  understood  at  the 
time  of  the  adoption  of  the  Constitution,  in 
1856,  they  were  not  "public  money  or  proper- 
ty," within  article  1,  section  10,  and  a  vote  of 
two  thirds  of  all  the  members  elected  to  each 
House,  not  requisite  to  the  validity  of  said 
act. 

An  examination  into  the  origin  and  pro- 
gress of  the  Canal  policy  of  this  State,  will, 
perhaps,  aid  us  in  our  inquiry  as  to  the  true 
import  of  the  language,  "the  revenues  of  the 
State  Canals,"  in  the  Constitution. 


The  subject  of  an  internal  navigation  be- 
tween the  lakes  and  the  Atlantic  Ocean,  at- 
tracted the  attention  of  our  statesmen  at  an 
early  day,  and  the  first  legislative  action  to 
that  end,  appears  to  be  the  act  of  April  3, 
1811,  which  appointed  Commissioners  with 
power  "  to  make  application  in  behalf  of  this 
State  to  the  Congress  of  the  United  States,  or 
the  Legislature  of  any  State  or  Territory, 
to  co-operate  and  aid  in  this  undertaking," 
to  cause  surveys  to  bo  made,  to  inquire  and 
ascertain  whether  loans  could  be  procured, 
and  to  report  to  the  Legislature  at  their  next 
session. 

On  the  19th  June,  1812,  the  Commissioners 
having  reported,  an  act  was  passed  authorizing 
them  to  receive  grants  or  donations  of  land, 
and  to  purchase  the  right  of  "  the  President, 
Directors  and  Company  of  the  Western  Inland 
Lock  Navigation  in  the  State  of  New  York," 
to  make  a  loan  of  $5,000,000,  and  to  invest 
the  same  to  be  applied  to  such  purpose,  "if 
npon  examination  by  a  competent  and  practi- 
cal engineer,  and  mature  deliberation,  the  Le- 
gislature shall  hereafter  deem  it  expedient  to 
undertake  that  interesting  work." 

The  War  of  1812  intervened,  no  loan  wag 
made,  and  nothing  effected  under  this  Legisla- 
ture. 

The  war  being  ended,  the  Canal  policy  wa9 
resumed,  and  on  the  17th  of  April,  1816, 
Stephen  Van  Rensselair,  De  Witt  Clinton,  Sa- 
muel Young,  Joseph  Ellicott  and  Myron  Hol- 
ley,  were,  by  act  of  Legislature,  appointed 
Commissioners  "to  consider, devise  and  adopt 
such  measures  as  may  or  shall  be  requisite  to 
facilitate  and  effect  the  communication,  by 
means  o(  canals  and  locks,  between  the  navi- 
gable waters  of  Hudson  River  and  Lake  Erie, 
and  the  said  navigable  waters  and  Lake  Cham- 
plain." 

They  were  authorized  to  cause  surveys  to 
be  made,  and  explorations  to.  determine  the 
routes,  and  to  adopt  and  recommend  plans  for 
the  canals,  locks,  dams,  embankments,  tun- 
nels, and  aqueducts  ;  to  make  applications  to 
Congress,  to  other  States  and  Territories;  to 
receive  donations  and  open  books  for  subscrip- 
tions, and  required  to  ascertain  whether  a 
loan  could  be  effected  on  the  credit  of  the 
State,  and  to  make  an  estimate  of  the  cost  of 
completing  the  canals,  and  to  report  to  the 
Legislature  within  twenty  days  after  the 
commencement  of  the  next  regular  session 
thereof. 

This  brings  us  to  the  act  of  April  15,  1817 
(Session  Laws  of  that  year,  page  301,)  which 
is  the  real  foundation  of  the  canal  policy  of 
this  State,  and  initiated  its  great  work  of  in- 
ternal improvement.     It  recited  that, 

Whereas,  Navigable  communication  between  Lakes  Erie 
and  Champlain.  and  the  Atlantic  Ocean,  by  means  of  canals 
connected  with  the  Hudson  River,  will  promote  agriculture, 
manufactures,  and  commerce,  mitigate  the  calamities  of 
war,  and  enhance  the  blessings  of  peace,  consolidate  tho 
Union,  and  advance  the  prosperity  and  elevate  the  charac- 
ter of  the  United  States  :  And  Whereas,  It  is  the  incum- 
bent duty  of  the  people  of  this  State  to  avail  themselves 
of  the  means  which  the  Almighty  has  placed  in  their  hands 
for  the  production  of  such  signal,  extensive,  and  lasting  be- 
nefits to  the  human  race ;  Ifew,  there/ore,  in  full  confi- 
dence that  the  Congress  of  the  United  States,  and  the  States 
equally  interested  with  this  State  in  the  commencement, 
promotion,  and  completion  of  these  important  works,  will 
contribute  their  full  proportion  of  the  expense;  and  in 
order  that  adequate  fund6  may  be  provided,  and  properly- 
arranged  and  managed,  for  the  prosecution  and  comple- 
tion of  all  the  navigable  communications  contemplated  by 
this  act. 

1.  Be  it  enacted  by  the  people  of  the  State  of  2Tcu> 
York,  represented  in  Senate  and  Assembly:  That  there 
shall  be  constituted  a  fund,  to  be  denominated  the  Canal 
Fund,  toh'ch  shall  consist  of  all  Buch  appropriations, 
grants,  and  donations,  as  may  be  made  for  that  purpose  by 
the  Legislature  of  this  State,  by  the  Congress  of  the  United 
States,  by  individual  States,  and  by  corporations,  compa- 
nies, and  individuals;  which  fund  shall  be  superintended 
and  managed  by  a  Board  of  Commissioners,  to  be  denomi- 
nated "  Commissioners  of  the  Canal  Fund,  consisting1, 
etc."    By  this  Act,  tho  work  was  autuorfcred  to  be  c^aunenc- 
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ed,  and  bv  Sec.  5  or  the  same,  there  was  appropriated  and 
pledged,  for  the  purposes  contemplated  by  that  Act,  "  a 
duty  or  twelve  and  a  hair  cents  pec  bushel  upon  all  Halt  to 
be  manufactured  in  the  western  district  of  this  state  ;  a  Ux 
of  one  dollar  upon  each  steamboat  passenger,  for  each  and 
every  trip,  or  voyage,  such  passenger  maybe  conveyed, 
upon  the  Hudson  Kiver,  on  board  any  steamboat,  over  one 
hundred  miles,  and  half  that  sum  for  any  distance  less 
than  one  hundred  miles,  and  over  thirty  miles;  the  proceeds 
of  all  lotteries  which  shall  be  drawn  in  this  Slate,  after  the 
sum  now  granted  upon  them  shall  he  paid  ;  all  the  net  pro- 
ceeds of  this  StatJ  from  the  Western  Inland  Lock  Naviga- 
tion Company  ;  all  the  net  proceeds  of  the  said  canals,  and 
eaoh  part  thereof,  when  made  ;  all  grants  and  donations 
made,  or  to  be  made,  for  the  purpose  of  making  said  canals; 
and  all  duties  upon  sales  at  auction,  after  deducting,  etc.,1' 
And  the  eight  section  of  the  Act  provided  for  the  collection 
of  the  tax  on  steamboat  passengers,  by  the  captains,  who 
are  to  make  monthly  returns,  under  oath,  and  pay  the  pro- 
ceeds into  the  Treasury.  Here  we  find  the  Board  of  Com- 
missioners of  the  Canal  Fund  created  ;  a  Board  which  has 
had  an  uninterrupted  succession  to  the  present  time,  and 
we  also  nod  a  iklnal  fund  established,  and  have  seen  of 
what,  in  its  origin,  "  the  revenue  of  the  State  Canals"  con- 
sisted :  that  tolls  imposed  upon  property  actually  transport- 
ed upon  the  canals,  formed  only  an  item,  at  first  inconsi- 
derable, but  destined  to  an  almost  illimitable  expansion,  and 
the  right  and  the  policy  of  taxing  another  line  of  tr  ivel, 
toward  the  creation  ol  which  the  State  had  contributed 
nothing,  and  over  which  its  only  right  was  that  of  sover- 
eignty, asserted  and  adopted. 

Bv  the  Act  or  the  3  ith  of  March,  1820,  the  collection  of 
the  tax  on  steamboat  passengers  was  suspended,  and  the 
President  and  Directors  of  the  North  Kiver  Steambuat 
Company  were  directed  to  pay  into  the  Treasury  $5,000  an- 
nually, in  lieu  of  the  tax.  The  Constitution  of  the  State, 
adopted  in  1822,  Art.  7,  Sec.  11),  contains  the  following  pro- 
vision : 

'•  Kates  of  toll,  not  less  than  those  agreed  to  by  the  Canal 
Commissioners,  and  set  forth  in  their  report  to  the  Legisla- 
ture on  the  12th  of  March,  1821,  shall  be  imposed  on  and 
collected/r»wi  all  parts  of  the  navigable  communications 
between  the  great  western  and  northern  lakes  and  the  At- 
lantic Ocean,  which  new  are  or  hereafter  shall  be  made 
and  completed  :  And  the  said  tolls,  together  with  the  duties 
on  the  manufacture  of  salt,  as  established  by  the  act  of  the 
■  15th  of  April,  I8w;  and  the  duties  on  goods  solrl  at  auction, 
excepting  therefrom  the  sum  of  $33,500,  otherwise  appro- 
priated by  said  act ;  and  the  amount  of  revenue  established 
by  the  act  of  the  Legislature  of  the  3uth  of  March,  182",  in 
lieu  of  the  tax  upon  ateauihnat  passengers;  shall  be  and 
romain  inviolably  appropriated  and  applied  to  the  comple- 
tion or'  such  navigable  communications,  and  to  the  payment 
of  interest  and  reimbursement  of  the  capital  of  the  money 
already  borrowed,  or  which  hereafter  shall  be  borrowed,  to 
make  and  complete  the  same  And  neither  the  rates  of  toll 
on  the  said  navigable  communications,  nor  the  duties  on 
the  manufacture  of  salt  aforesaid,  nor  the  duty  on  goods 
sold  at  auction,  as  established  by  the  act  of  the  15th  of  April, 
1817,  nor  the  amount  of  the  revenue  established  by  the  act 
of  March  30,  1820,  in  lieu  of  the  tax  upon  steamboat  passen- 
gers, shall  be  reduced  or  diverted  at  any  time  before  the  full 
and  complete  payment  of  the  principal  and  interest  of  the 
money  borrowed,  or  to  be  borrowed  as  aforesaid." 

Thus  stood  the  canal  policy  of  the  State, 
and  thus  was  constituted  the  "  Revenues  of 
the  State  Canals,"  on  the  first  day  of  January. 
1823. 

The  first  railroad  company  chartered  by 
this  State  was  in  1826,  and  after  the  adoption 
of  the  said  constitutional  provision,  was  the 
Albany  and  Schenectady  Railroad  Company; 
by  its  charter  the  Company  was  allowed  to 
transport  property,  and  no  tolls  were  required 
to  be  paid. 

In  1832,  the  Tonawanda  Railroad  Company 
was  chartered  and  empowered  to  cart-y  freights 
and  no  tolls  were  imposed. 

The  Utica  and  Schenectady  Railroad  Com- 
pany was  chartered  in  1853,  and  their  charter 
prohibited  them  from  the  transportation  of 
property,  other  than  personal  baggage. 

The  Auburn  and  Syracuse  Railroad  Com- 
pany was  chartered  in  1834,  empowered  to 
transport  property,  and  no  tolls  imposed. 

The  Syracuse  and  Utica  Railroad  Company 
■was  chartered  in  1836 ;  they  were  empowered 
to  transport  property,  but  required  to  pay  Ca- 
nal tolls  on  all  property  transported  during 
the  season  of  navigation.  In  the  same  year 
the  Auburn  and  Rochester  Railroad  Company 
was  chartered,  with  power  to  carry  freight,  and 
without  the  payment  of  tolls. 

In  the  same  year  also  were  chartered  the 
Attica  and  Buffalo  Railroad  Company,  and  the 
Troy  and  Schenectady  Railroad  Company, 
with  power  to  carry  freights,  and  without  Canal 
tolls. 

In  1350,  the  Tonawanda  and  Attica  and 
Buffalo  were  consolidated,  under  tlie  title  of 


the  Rochester  and  Buffalo  Railroad  Com- 
pany. 

In  1839,  the  Oswego  and  Syracuse  Railroad 
Company  was  chartered,  and  authorized  to 
transport  property  during  the  suspension  of 
Canal  navigation  only,  and  then  subject  to  the 
payment  of  Canal  tolls. 

The  New  York  and  Erie  Railroad  Company 
was  chartered  in  1832,  and  allowed  to  trans- 
port property,  without  the  payment  of  Canal 
tolls;  and  the  Northern  Railroad  Company 
was  chartered  in  1845,  with  like  power;  but 
neither  of  them  were  completed  when  the 
Constitution  of  1846  was  adopted,  nor  had 
their  business  in  any  degree  diverted  freights 
from  our  Canals. 

It  will  be  observed,  from  an  examination 
of  these  several  charters,  that  although  several 
of  the  roads  west  of  Utica,  which  formed  a 
part  of  the  great  central  route  from  the  wes- 
tern to  the  tide  waters,  were  authorized  by 
law  to  carry  freight,  some  during  the  suspen- 
sion of  canal  navigation,  and  some  at  all  times 
— some  subject  to  the  payment  of  canal  tolls, 
and  others  without  that  restriction,  yet  the 
Utica  and  Schenectady — the  most  important 
of  them  all,  and  without  which  no  freight  could 
be  transported  from  the  Western  lakes,  or 
even  the  interior  of  the  State,  to  tide  water, 
was  absolutely  prohibited  from  carrying  freight 
at  all  (except  the  baggage  of  passengers.) 
That  the  charters  of  all  these  roads  were  by 
their  terms  made  subject  to  alteration  by  the 
Legislature,  and  many  of  them  contains  a  re- 
servation of  a  right  on  the  part  of  the  State  to 
purchase  the  roads  and  take  them  as  State 
property  upon  certain  conditions. 

The  act  of  May,  1844,  "To  amend  the  act 
incorporating  the  Utica  and  Schenectady 
Railroad  Company,"  authorized  them  "to  take 
and  transport  on  their  railway,  all  goods,  chat- 
tels and  other  property  that  may  be  offered 
for  transportation,  during  the  suspension  of 
Canal  navigation  in  such  year  only' — requir- 
ed them  to  make  returns  as  directed  by  the 
Commissioners  of  the  Canal  Fund,  and  to  pay 
to  the  Commissioners  of  the  Canal  Fnnd,  the 
same  tolls  per  mile  on  all  goods,  etc.,  as  would 
have  been  paid  on  them  had  they  been  trans- 
ported on  the  Erie  Canal. 

The  third  section  of  that  act  required  the 
Syracuse  and  Utica,  the  Auburn  and  Syracuse, 
the  Auburn  and  Rochester,  the  Tonawanda, 
and  the  Attica  and  Buffalo  Railroads  (the 
roads  which,  with  the  Utica  and  Schenectady, 
and  Schenectady  and  Albany,  at  that  time 
formed  the  only  completed  and  connected  line 
of  railroad  communication  from  the  western 
to  the  tide  water,  and  the  nucleus  of  the  pres- 
ent Central  Railroad,)  to  "make  returns  in  the 
same  manner,  and  subject  to  the  same  regula- 
tions as  are  provided  in  the  third  and  fifth 
sections  of  this  act,  and  shall  pay  the  same 
tolls  as  provided  in  said  section,  but  the  Canal 
Board  shall  make  such  rules  and  regulations, 
regulating  the  trrnsportation  of  freight  west 
of  Utica,  so  as  to  continue  to  said  roads  the 
privilege  of  transporting  local  freight,  without 
the  payment  of  toll,  whenever  they  now  en- 
joy the  privilege,  and  to  enforce  and  insure 
the  collection  and  payment  of  tolls  on  all 
such  freight  as  shall  be  carried  on  the  said 
roads,  by  reason  of  the  privileges  in  this  act 
granted  to  the  Schenectady  and  Utica  Rail- 
road." Observe  here  that  this  privilege  to 
carry  freight  is  confined  and  limited  to  be  ex- 
ercised during  the  suspension  of  canal  naviga- 
tion only. 

Thus  stood  the  law  at  the  tim«  of  the  adop- 
tion of  the  Constitution  of  1846.  No  doubt 
can  be  entertaiued  that  the  law  at  that  time 
tolls  upon  all  freight,  which,  but  for  the  lavl- 


roads,  would  have  been  transported  on  the 
Canals,  (except  only  local  freight  transported 
by  roads  west  of  Utica  whenever  they  then  [in 
1841]  enjoyed  that  righl,)were  devoted  to  and 
formed  a  part  of  the  "revenues  of  the  State 
Canals." 

The  1st,  2d,  and  3d  sections  of  article  7  of 
the  Constitution  of  1846,  specifically  and  per- 
manently appropriated  all  the  revenues  of  the 
State  Canals; 

1st  §1,300,000  annually,  until  June  1,  1855, 
and  after  that  $1,700,000  annually,  as  a  sink- 
ing fund,  to  pay  the  Canal  debt  as  it  existed 
June  1,  1846. 

2d.  $350,000  annually,  until  a  sufficient  sum 
should  be  set  apart  under  the  first  appropri- 
ation, to  pay  the  interest  and  extinguish  the 
principal  of  the  entire  Canal  debt,  and  after 
that,  $1,500,000  annually,  as  a  sinking  fund, 
to  pay  the  interest  and  redeem  the  principal 
of  the  General  Fund  Debt. 

3d.  After  providing  as  above,  $200,000  an- 
nually, to  the  General  Fund,  to  defray  the  ne- 
cessary expense  of  the  State;   and 

4th.  The  remainder  of  the  revenues  of  the 
said  canals  shall,  in  each  fiscal  year,  be  ap- 
plied in  such  manner  as  the  Legislature  shall 
direct  to  the  completion  of  the  Erie  Canal 
enlargement,  and  the  Genesee  Valley  and 
Black  River  Canals,  until  said  Canals  be  com- 
pleted. 

This  constitution  took  effect  on  the  first  day 
of  January,  1847,  and  it  appears  by  the  last 
Animal  Report  of  the  Commissioners  of  the 
Canal  Fund — table  No.  75 — that  the  payment 
into  that  fund  for  tolls  on  property  transport- 
ed upon  railroads  were,  in  the  year  1845,  the 
first  year  they  were  empowered  to  carry  freight, 
during  the  suspension  of  canal  navigation, 
810,458  44,  which  the  next  year,  (that  of  the 
adoption  of  the  Constitution,)  had  increased 
to  the  sum  of  $23,201  89 — more  than  doubled 
in  one  year,  though  still  limited  to  the  period 
of  suspension  of  canal  navigation,  and  that 
sum,  to-wit,  §23,201  89  for  tolls  collected  on 
freights  transported  upon  railroads  competing 
with  the  canals,  formed  a  part  of  the  revenues 
of  the  State  Canals,  and  was  appropriated  and 
pledged  in  that  name,  with  its  anticipated  in- 
crease, by  the  above  mentioned  constitutional 
provision. 

On  the  12th  of  May,  1847,  au  act  was  passed 
entitled  "An  act  relating  to  the  transportation 
of  freight  on  certain  railroads,"  (chap.  270  of 
the  session  Laws  of  1847,)  which  took  effect 
Nov.  1,  of  the  same  year. 

The  first  section  of  that  act  authorizing  the 
Utica  and  Schenectady  Railroad  Company  to 
transport  freight  on  their  road,  without  restric- 
tion, to  the  period  of  suspension  of  canal  na- 
vigation. 

The  second  section,  to  regulate  and  receive 
compensation  for  such  transportation. 

The  third  provides :  "  The  said  Company 
shall  make  such  returns  at  such  period,  and  in 
such  manner  as  may  be  directed  by  the  Com- 
missioners of  the  Canal  Fuud,  of  all  goods,  etc., 
transported,  and  shall  pay  into  the  Treasury 
of  the  State  the  same  tolls  per  mile,  on  all 
goods,  etc.,  so  transported,  as  would  have  been 
paid  on  them  from  the  point  of  receipt  to  the 
point  of  delivery,  had  they  been  transported  on 
the  Erie  Canal."  Where  the  distance  bv 
canal  is  greater  than  by  railroad,  the  toll  to  be 
paid  on  such  greater  distance. 

The  fourth  section  required  the  Albany  and 
Schenectady,  the  Troy  and  Schenectady,  the 
Syracuse  and  Utica,  the  Auburn  and  Syracuse, 
the  Auburn  and  Rochester,  the  Tonawanda, 
and  the  Attica  and  Buffalo  Railroad  Compa- 
nies, to  make  returns,  as  provided  in  said  act, 
and  io  pay  the  satne  tolls  as  provided  in  said 
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third  section  ;  but  the  Canal  Board  shall  make 
such  rules  and  regulations  regulating  the 
transportation  of  freight  on  the  said  roads 
west  of  Utica,  so  as  to  continue  to  the  said 
roads  the  privilege  of  transporting  local  freight 
without  the  payment  of  toils,  wherever  they 
now  enjoy  that  privilege,  and  to  enforce  and 
insure  the  collection  and  payment  of  tolls  on 
all  such  freight  as  shall  be  carried  on  the  said 
roads  by  reason  of  the  privileges  in  this  act 
granted  to  the  Utica  and  Schenectady  Rail- 
road ;  but  no  freight  passing  from  any  one  of 
said  railroads  to  a  connecting  railroad,  to  be 
transpored  thereon,  shall  be  deemed  local 
freight  on  either  road. 

By  section  five,  the  Oswego  and  Syracuse 
Railroad  Company  were  invested  with  the 
same  privilege,  and  subject  to  the  same  obli- 
gations. 

The  sixth  section  declared,  "the  tolls  col- 
lected by  the  State  for  freight  transported  on 
railroads  as  provided  by  this  act,  shall  be 
deemed  to  belong  to  the  Canal  Fund,  and 
shall  be  paid  over  and  applied  in  the  same 
•manner  as  tolls  collected  on  freight  transported 
on  the  Canals  of  the  State. 

Here  we  have  a  cotemporaneous  construc- 
tion of  the  words  used  in  the  above  quoted  con- 
stitutional provisions,  "the  revenues  of  the 
State  Canals."  The  freight  which  then  be- 
longed to  the  Canal  by  reason  of  the  restric- 
tions upon  the  railroads,  which  were  inherent 
in  the  acts  creating  them,  were  allowed  to  be 
carried  by  the  railroads  on  the  sole  condition 
that  the  same  tolls  should  be  paid  into  the 
Treasury  of  the  State,  as  if  they  were  trans- 
ported on  the  Canals,  and  the  constitutional 
restrictions  were  obeyed  by  the  provision  of 
the  act,  that  they  should  be  "applied  in  the 
same  manner  as  tolls  collected  on  freight 
transported  on  the  Canals  of  this  State." 
A  plain  recognition  of  the  constitutional  pro- 
vision. 

The  tolls  collected  on  railroads  which  we 
have  seen,  were,  in  1846,  $23,201  89,  under  the 
act  of  1847,  increased  steadily  and  annually 
until  in  the  year  1851,  they  amounted  to  the 
sum  of  $171,055  01.  (Report  of  the  Commis- 
sioners of  the  Canal  Fund,  1860,  Table  75.) 

On  the  10th  of  July,  1851  (Session  Laws  of 
that  year,  chap.  497,  p.  927)  the  act  in  question 
was  passed,  and  took  effect  on  the  first  day  of 
December  of  that  year. 

It  declared,  that  after  the  first  day  of  De- 
cember, 1851,  it  should  not  be  necessary  for 
any  Railroad  Company  to  pay  any  sum  of 
money  into  the  Treasury  of  this  State,  on  ac- 
count of  the  transportation  of  any  property  on 
any  railroad,  nor  to  make  monthly  statements 
to  the  Controller,  of  property  carried  on  its 
railroad,  and  it  repealed  all  acts  and  parts  of 
acts  conflicting  therewith. 

Under  the  operation  of  this  act,  we  learn 
from  the  report  above  referred  to,  (table  No. 
82,)  that  the  gross  revenue  of  the  State  Canals, 
which,  in  the  year  ending  30th  September, 
1851,  (the  last  before  the  act  went  into  opera- 
tion,) were  $3,703,999  34,  steadily  and  annu- 
ally decreased,  until  the  whole  amount  thereof 
for  the  year  ending  on  the  30th  day  of  Sep- 
tember last,  was  $1,814,362  47 — a  loss  in  eight 
years  of  more  than  one-half  of  the  entire  reve- 
nues of  the  State  Canals,  which,  as  we  have 
seen,  were  in  1846,  with  all  their  anticipated 
increase,  (an  increase,  as  shown  by  the  same 
table,  which  had  been  steady,  annual,  and 
nearly  uniform  in  ratio  from  1826  to  1851), 
solemnly  pledged  by  the  fundamental  and  par- 
amount law  of  the  State,  to  the  objects  therein 
expressed  ;  and  by  the  Controller  s  Report,  in 
answer  to  a  resolution  of  your  honorable  body 
(Assembly  Doc.  No.  154)  at  the  present  ses- 


sion, that  the  necessity  exists  of  raising  by  a 
direct  tax,  to  meet  the  deficiency  thus  accrued, 
about  $4,000,000. 

The  cause  which  produced  this  effect  may 
perhaps  be  found  in  the  following  eloquent 
figures.  It  appears  by  Senate  documents  of 
1852,  No.  94,  that  the  whole  tonnage  of  the 
line  of  roads  now  composing  the  New  York 
Central  Railroad  for  the  year  1851,  was  .89, 563 
tuns,  and  by  the  Auditor's  report  on  tolls  and 
tonnage  for  the  year  1860  that  the  tonnage  of 
the  New  York  Central  Railroad  for  the  year 
1859,  was  834,319  tons.  This  diversion  of 
tonnage,  with  the  constant  reduction  of  tolls 
to  counteract  railroad  competition,  and  ren- 
dered necessary  thereby,  accounts  for  the  de- 
crease of  revenue.  It  is  not  a  pertinent  an- 
swer to  the  inquiry  to  say,  that  if  freight  can 
be  transported  more  cheaply  by  railroads  than 
canals  —  as  is  sometimes  asserted — railways 
should  have  the  privilege  for  the  benefit  of 
commerce.  The  figures  do  not  prove  that, 
unless  it  be  assumed  that  the  freighting  busi- 
ness has  been  a  source  of  profit  to  the  rail- 
roads, and  not  an  attempt  to  render  the  canals 
so  burdensome  as  to  produce  their  alienation 
by  the  people,  through  a  sacrifice  for  that  pur- 
pose, voluntarily  incurred  in  the  expectation 
of  combining  the  canals  with  the  railroads,  in 
one  immense  mass  of  aggregated  capital,  to 
control  the  whole  transit  business,  nay,  the 
whole  power  of  the  State,  and  by  temporary 
sacrifices  to  realize  immense  profits  in  the 
future.  But  if  the  assumption  be  conceded,  it 
will  not  advance  us  in  our  inquiry,  which  is 
not  a  question  of  policy,  but  of  power. 

"We  have  seen  the  high  purpose  and  the  dis- 
interested patriotism  which  induced.the  people 
of  this  State  in  1817,  to  undertake,  single- 
nanded,  a  work  of  such  magnitude,  and  involv- 
ing such  tremendous  responsibility,  as  did  then 
the  Canal  system. 

That  they  did  so,  conscious  of  the  great 
responsibility,  for  national  objects,  and  "the 
lasting  benefit  of  the  human  race,"  in  the 
confident  expectation  that  the  Congress  of  the 
United  States,  and  the  States  equally  inter- 
ested with  this  State,  in  the  commencement, 
prosecution  and  completion  of  these  important 
works,  would  contribute  their  full  share  of  the 
expense. 

We  know  that  while  their  most  sanguine 
expectations  of  national  advancement  have 
been  realized  ten-fold  —  while,  by  reason  of 
these  works,  millions  of  enterprising  men  have 
subdued  the  then  solitary  wilderness  of  the 
West,  and  untold  millions  of  values  have  been 
created — both  the  Congress,  the  States  equally 
interested,  and  all  States,  have  not  only  re- 
fused to  "contribute"  their  just  proportion  of 
the  expense,  but  it  is  now  claimed  for  them 
as  a  right,  to  send  their  productions  to  a  mar- 
ket toll  free,  through  the  avenues  created  by 
the  people  of  this  State. 

We  have  seen  the  funds  provided  by  the 
original  act,  to  pay  the  interest  and  redeem 
the  principal  of  the  debt  to  be  incurred  in  the 
construction  of  these  canals,  and  inviolably 
pledged  therefor :  and  that  these  pledges  were 
renewed  and  confirmed,  beyond  legislative 
power  to  divert,  by  the  Constitution  of  1822 ; 
that  by  that  Constitution  tolls,  as  then  estab- 
lished, were  pledged,  both  to  the  public  credi- 
tors and  to  the  tax  paying  people  of  this  State, 
to  be  "imposed  on  and  collected  from  allparts 
of  the  navigable  communications,  between  the 
great  Western  and  Northern  lakes  and  the 
Atlantic  Ocean,  which  now  are,  or  hereafter 
shall  be  made  and  completed. 

What  was  the  principle  here  established? 
Nothing  short  of  an  imposition  of  duty  upon 
the  internal  commerce — the  carrying  trade  of 


this  State — to  redeem  these  pledges.  Times, 
circumstances,  names,  the  form  and  manner 
of  doing  things  may  change — principles  never; 
and,  most  of  all,  should  a  principle  of  consti- 
tional  law  be  adhered  to,  observed  and 
preserved  amid  the  fluctuations  of  sublunary 
things. 

We  know  that,  while  this  constitution  re- 
mained the  fundamental  law  of  this  State,  in 
the  progress  of  science  and  mechanic  skill,  a 
new  mode  of  transit  was  perfected  and  intro- 
duced into  this  State,  which  alone  is  capable 
of  being  substituted  for  "navigable  communi- 
cations '  in  the  transportation  of  property. 
Railroads  were  chartered  by  this  State,  at 
first  in  fragmentary  portions,  and  either  with- 
out authority  to  transport  propetry  at  all,  or 
when  judged  by  the  Legislature  to  come  in. 
competition  with  the  Canals,  with  the  power 
limited,  and  conditioned  for  the  payment  into 
the  Treasury,  for  the  use  of  the  Canal  Fund, 
of  full  canal  tolls.  When  these  portions,  to- 
gether and  connected,  formed  one  entire  line 
from  the  great  Western  Lakes  to  the  tide 
waters  of  the  Atlantic,  and,  in  1844,  applied 
for  authority  to  transport  freight,  it  was  only 
during  the  suspension  of  canal  navigation, 
that  the  privilege  was  sought,  and  then  only 
on  the  condition  of  paying  into  the  Canal 
Fund  the  same  toll  as  if  the  property  had  been 
transported  on  the  Canals.  And  no  murmur 
was  then  heard  from  these  corporations,  who 
owed  their  existence  to  government  grace, 
and  whose  structures  could  have  been  com- 
pleted only  by  the  delegation — at  that  time  a 
questionable  policy — of  that  highest  attribute 
of  sovereignty — the  right  of  eminent  domain. 
The  tolls  then  paid-bythem  in  every  sense  be- 
came and  were  a  part  of  "  the  revenues  of  the 
State  Canals— tolls  imposed  upon  what  had 
then  become,  within  the  spirit  of  the  Consti- 
tution of  1822,  "  part  of  the  navigable  commu- 
nications between  the  great  Western  and  Nor- 
thern Lakes  and  the  Atlantic  Ocean,"  and 
which,  after  the  adoption  of  the  Constitution, 
had  been  "made  and  completed." 

The  Constitution  of  1846,  we  have  seen, 
continued  the  pledges,  in  this  respect,  of  that 
of  1822,  and  the  application  of  the  entire  re- 
venue then  existing,  and  its  confidently  ex- 
pected increase  was  pledged  to  be  applied  ia 
a  manner  and  for  the  purpose  specially  provid- 
ed therein. 

The  sovereignity  of  this  State  resides  in  the 
people  thereof.  Its  Legislature,  unlike  the 
British  Parliament,  is  not  in  a  legal  sense  om- 
nipotent. All  branches  of  the  State  Govern- 
ment are  limited  and  circumscribed  in  the 
exercise  of  power,  by  the  fundamental  law, 
and  can  do  no  act  in  violation  of  its  letter,  or 
its  plain  spirit  and  intent;  if  such  act  be  at- 
tempted by  any  branch  of  the  people's  Govern- 
ment, it  i3  simply  void — nothing. 

The  Constitution  of  1846  removed  the  re- 
striction against  decreasing  the  rate  of  toll 
contained  in  that  of  1822,  and  vested  its  Le- 
gislative and  other  official  agents  with  a  dis- 
cretion in  the  management  of  the  canal  reve- 
nues, in  this  respect.  But,  this  discretion  must 
be  exercised  to  promote,  not  to  defeat,  the  ex- 
pressed will  of  their  principals,  the  people. 
These  agents  have  a  large  discretion  to  pro- 
mote, foster,  and  improve  the  revenues  com- 
mitted to  their  charge,  and  are  bound  to  ex- 
ercise it  so  as,  in  their  best  judgment,  to  effect 
the  purpose  expressed  in  their  commission, 
the  Constitution,  to-wit :  The  payment  of  the 
debts,  and  the  completion  of  the  Canals  of  the 
State,  by  the  means  and  revenues  provided  by 
the  Constitution,  and  any  act  in  violation  of 
that  trust  is  unconstitutional  and  void. 

When,  in  1847,  immediately  after  the  adop- 
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tion  of  the  Constitution  of  1846,  it  was  believ- 
ed promotive  of  commercial  prosperity,  in 
order  to  secure  more  rapid  transit,  when  ne- 
cessary, to  allow  the  railroads  competing  with 
the  canals  to  carry  freight  during  the  period 
of  canal  navigation,  the  people's  agents,  mind- 
ful of  the  constitutional  limitations  of  their 
power,  and  loyal  to  the  Constitution  they  had 
sworn  to  support,  imposed  tolls  upon  all 
freights  so  to  be  transported,  and  declared 
they  "shall  be  deemed  to  belong  to  the  Canal 
Fund,  and  shall  be  paid  over  and  applied  in 
the  same  manner  as  tolls  collected  ou  freights 
transported  on  the  canals." 

We  have  a  judicial  vindicationof  these  same 
constitutional  provisions  by  the  Court  of  last 
resort,  in  the  case  of  The  People  agt.  Newell 
(3  Selden.  1,)  which  decided  that  these  reve- 
nues can  only  be  applied  in  the  manner,  and 
for  the  purposes  provided  by  the  Constitution, 
and  that  an  act  of  the  Legislature,  applying 
any  portion  thereof  to  the  payment  of  interest 
on  a  debt,  not  authorized  by  the  Constitution, 
even  when  that  debt  was  contracted  to  effect 
the  end  which  the  Constitution  proposed,  the 
completion  of  the  canals,  but  in  a  manner  not 
authorized  by  the  Constitution,  was  uncon- 
stitutional and  void. 

No  legal  principle  is  more  fully  established 
or  more  universally  recognized  than  this,  that 
whatever  can  not  be  directly  done  can  not  be 
indirectly  accomplished.  If  these  revenues 
can  not  by  the  Legislnture  be  directly  bestow- 
ed upon  the  railroads,  it  can  not  indirectly  ef- 
fectuate the  same  result — first,  by  diverting  to 
the  railroads  the  freight  out  of  which  the  reve- 
nues grow;  and  second,  by  releasing  the  pay- 
ment of  the  tolls,  whose  payment  had  been 
made  a  condition  of  such  diversion.  Nor  is 
the  extent  of  such  diversion  material  to  our 
inquiry.  No  portion  of  the  revenues  whose 
application  is  prescribed  by  the  Constitution — 
no  portion  of  the  source  which  produced  that 
revenue — can  be  diverted,  abandoned,  or  mis- 
applied without  a  palpable  violation  of  the 
Constitution. 

The  Attorney-General  is,  therefore,  of  the 
opinion  that  the  act  of  July  10,  1851,  abolish- 
ing tolls  on  the  freights  transported  on  rail- 
roads therein  meutioned,  is  unconstitutiunal 
and  void. 

All  which  is  respectfully  submitted. 
Chas.  G.  Myers, 
Attorney  General. 

»»0*4 

An  Invention  to  save  the  Oil  used  in  Lu- 
bricating Car  Axles.— -The  immense  amount 
of  oil  used  in  lubricating  the  rolling  stock  of 
railroads,  makes  it  an  object  of  no  small  im- 
portance to  save  it,  and  it  affords  a  tempting 
field  in  which  to  test  the  skill  of  the  inventor. 
The  journal  box,  which  is  the  subject  of  this 
article,  may  not  be  successful,  it  has  yet  to 
stand  the  test  of  thorough  trial;  but,  neverthe- 
less, it  may  serve  to  awaken  thought  and  at- 
tract attention  in  other  quarters,  which  will 
ultimately  be  of  service. 

The  invention  consists  of  a  box  in  which 
the  shaft  is  intended  to  rest;  but,  instead  of 
resting  on  a  smooth  stationary  iron  surface, 
the  shaft  rests  upon  a  number  of  rollers  which 
entirely  encircle  it,  and  as  the  shaft  moves, 
chase  each  other  around  it.  The  principle  is 
that  of  moving  a  heavy  body  upon  a  plane  by 
placing  it  upon  rollers  instead  of  attempting 
to  slide  it.  Betwen  the  large  rollers,  upon 
which  the  weight  of  the  shaft  rests,  there  are 
intermediate  and  smaller  rollers,  which  per- 
form the  office  of  keeping  the  rollers  in  their 
proper  position.  As  the  axle  revolves,  all  the 
rollers  travel  with  it  in  a  given  direction  ;  and 
as  all  roll,  and  in  no  case  »lide,  it  is  maintained 


that  theere  is  no  friction,  and  no  oil  is  neces- 
sary for  lubrication.  The  lateral  or  end  thrust 
of  the  car  axle  is  received  upon  three  globes, 
placed  in  a  cup  fitted  for  that  purpose,  between 
the  "  box  cap  '  and  the  end  of  the  axle.  In 
turning  curves  the  lateral  pressure  is  thus 
greatly  reduced.  We  understand  that  this  box 
is  being  placed  upon  some  of  our  city  railroads 
for  trial. 


INCREASED  PRODUCTION  OF  CUL- 
TIVATED PLANTS  NEAR  THE 
NORTHERNMOST  LIMIT  OF  THEIR 
GROWTH. 

Extracts  from  an  article  upon  the  "Acclimating  Principle 
of  Plants,"  in  the  American  Journal  of  Geology,  by  Dr. 
Forry. 

The  cultivated  plants  yield  the  greatest  pro- 
ducts near  the  northernmost  limit  in  which  they 
will  grow. 

I  have  been  forcibly  impressed  with  this  fact, 
from  observing  the  productions  of  the  various 
plants,  which  are  cultivated  for  food  or  clothing 
in  the  United  States.  The  following  instances 
will  go  far  to  establish  the  principle,  viz: — 

The  cotton,  which  is  a  tropical  plant,  yields 
the  best  staple  and  surest  product  in  the  tem- 
perate latitudes.  The  southern  parts  of  the 
United  States  have  taken  the  cotton  market 
from  the  East  and  West  Indias,  both  as  regards 
quantity  and  quality.  This  is  partly  owing 
to  the  prevalence  of  insects  within  the  tropics, 
but  principally  to  the  forcing  nature  of  a  ver- 
tical sun.  Such  a  degree  of  heat  develops  the 
plant  too  rapidly — runs  it  into  wood  and  foli- 
age, which  become  injuriously  luxuriant;  the 
consequence  is,  there  are  but  few  seed  pods, 
and  these  covered  with  a  thin  harsh  coat  of 
wool.  The  cotton  wool,  like  the  fur  of  animals, 
is,  perhaps,  designed  for  protection  ;  and  will 
be  thick  and  fine  in  proportion  as  the  climate 
is  warm  or  cool.  Another  reason  is  to  be 
found  in  the  providence  of  the  Deity,  who  aims 
to  preserve  races  rather  than  indviduals,  and 
multiplies  the  seeds  and  eyes  of  plants,  exactly 
as  there  is  danger  of  their  being  destroyed  by 
the  severity  of  the  climate,  or  other  causes. 
When,  therefore,  the  cares  and  labors  of  man 
counteract  the  destructive  tendency  of  the  cli- 
mate and  guaranty  their  preservation,  they  are, 
of  course,  more  available  and  abundant. 

The  lint  plants,  flax,  hemp,  &c,  are  culti- 
vated through  a  great  extent  of  latitude,  but 
their  bark,  in  southern  climates,  is  harsh  and 
brittle.  A  warm  climate  forces  these  plants 
so  rapidly  into  maturity,  that  the  lint  does  not 
acquire  either  consistency  or  tenacity.  We 
must  go  far  north  in  Europe,  even  to  the  Baltic, 
to  find  these  plauts  in  perfection,  and  their 
products  very  merchantable.  Ireland  is  rather 
an  exception  as  to  latitude  ;  but  the  influence 
is  so  effectually  counteracted  there  by  moisture 
and  exposure  to  the  sea  air,  that  it  is  always  cool; 
hence,  the  flax  and  potato  arrive  at  such  per- 
fection in  that  region 

It  holds  equally  true  in  the  farinaceous 
plants.  Rice  is  a  tropical  plaut ;  yet  Carolina 
and  Georgia  grow  the  finest  in  the  world; 
heavier  grained,  better  filled,  and  more  mer- 
chantable, than  any  imported  into  Europe  from 
the  Indies.  The  inhabitants  of  the  East  In- 
dies derive  their  subsistence  almost  exclusively 
from  rice  ;  they  must  be  supposed,  therefore, 
to  cultivate  it  with  all  skill  and  care,  and  the 
best  contrivances  for  irrigation.  Such  is,  how- 
ever, the  forcing  nature  of  their  climate,  that 
the  plant  grows  too  rapidly,  and  dries  away 
before  the  grain  be  properly  filled.  Indian 
corn,  or  maize,  if  not  a  tropical  plant,  was 
origin  ally  found  near  the  tropics;  and  although 
it  now  occupies  a  wide  range,  it  produces  the 


heaviest  crop3  near  the  northern  limit  of  its 
range.  In  the  West  Indies  it  rises  thirty  feet 
in  height;  but  with  all  that  gigantic  size,  it 
produces  only  a  few  grains  on  the  bottom  of  a 
spongy  cob,  and  is  counted  on  only  as  rough 
provender.  In  the  Southern  part  of  the  Uni- 
ted States,  it  reaches  a  height  of  fifteen  feet, 
and  will  produce  thirty  bushels  to  the  acre  ;  in 
the  rich  lands  of  Kentucky  and  the  Middle 
States,  it  produces  fifty  or  sixty  bushels  to  the 
acre;  but  in  New  York  and  New  England, 
agricultural  societies  have  actually  awarded 
premiums  for  one  hundred  and  fifty  bushels  to 
the  acre,  collected  from  stalks  only  seven  feet 
high.  The  heats  of  a  southern  sun  develop 
the  juices  of  this  plant  too  quickly.  The  run 
into  culm  and  blade,  to  the  neglect  of  the  seed, 
and  dry  away  before  fructification  becomes 
complete. 

Wheat  is  a  more  certain  crop  in  New  York, 
the  northern  part  of  Pennsylvania,  and  Ohio, 
and  in  the  Baltic  regions  of  Europe,  than  in 
the  south  either  of  Europe  or  America.  In  the 
north,  snows  accumulate,  and  not  only  protect 
it  from  the  winter  colds,  but  from  the  weevil, 
Hessian  fly,  and  other  insects  that  invade  it; 
and  in  the  spring  it  is  not  forced  too  rapidly 
into  head,  without  time  to  mature  fully,  and 
concoct  its  farina. 

A  cold  climate  also  aids  the  manufacturing 
of  flour,  preserving  it  from  acidity,  and  enables 
us  to  keep  it  long,  either  for  a  good  market,  or 
to  meet  scarcities  and  emergencies.  Oats  grow 
in  almost  every  country;  but  it  is  in  northern 
regions  only,  or  very  moist  and  elevated  tracts, 
that  they  fill  with  farina  suitable  for  human 
sustenance.  Rye,  barley,  buckwheat,  millet, 
and  other  culmiferous  plants,  might  be  adduced 
to  illustrate  the  above  principle;  for  all  their 
habits  require  a  more  northern  latitude  than  is 
necessary  to  their  mere  growth. 

The  grasses  are  proverbially  in  perfection 
only  in  northern  and  cool  regions,  although 
they  will  grow  everywhere.  It  is  in  the  north 
alone  that  we  raise  animals  from  meadows, 
and  are  enabled  to  keep  them  fat  and  in  good 
condition,  from  hay  and  grass  alone,  without 
grain.  It  is  there  the  grasses  acquire  a  suc- 
culence and  consistency  enough,  not  only  to 
mature  animals,  but  to  make  the  richest  butter 
and  cheese,  that  contribute  so  much  to  the 
tables  of  the  luxurious.  The  grasses  which 
do,  often,  in  the  south,  grow  large  enough,  are 
without  richness  and  nutriment;  in  hay,  they 
have  no  substance;  and  when  green  are  too 
washy  to  fatten  animals;  the  consequence  is, 
most  animals  in  those  latitudes  browse  from 
necessity,  and  are  poor  and  without  size  or 
beauty.  It  is  the  same  hot  sun  which  forces 
them  to  a  rapid  fructification,  before  they  have 
had  time  to  concoct  their  juices.  The  sugar 
cane  produces,  perhaps,  better  where  it  never 
seeds,  than  in  the  tropics;  for  the  juices  will 
never  ripen  so  as  to  granulate,  until  checked 
by  frost  or  fructification.  In  the  tropics,  the 
cane  grows  twenty  months  before  the  juices 
ripen ;  and  then  the  culm  has  contracted  a 
woody,  fibrous,  quality  as  to  resist  the  pressure 
of  the  mills,  and  yields  but  little  juice,  and  that 
to  au  increased  effort.  In  Louisiana  we  suc- 
ceed well  with  the  sugar  culture ;  because; 
while  the  culm  is  succulent  and  tender,  a  white 
frost  checks  the  growth,  ripens  the  juices  and 
in  five  months  gives  a  culm,  tender,  full  of 
juice,  easy  to  press,  and  yielding  much  grain 
of  sugar.  When  Louisiana,  therefore,  acquires 
all  the  necessary  skill,  she  will  most  probably 
grow  this  article  cheaper  than  the  West  In- 
dies. 

Tobacco  is  a  southern  plant,  but  there  it  is 
always  light  and  chaffy;  and  although  often 
well-Savored,  it  never  gains  that  strong  nar- 
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colic  quality  which  is  its  only  peculiar  proper- 
ty, unless  you  grow  it  as  far  north  as  Virginia. 
In  the  south,  the  heat  unfolds  its  bud  or  germ 
too  soon,  forces  into  full  expansion  the  leaf, 
and  drives  it  to  seed  before  the  narcotic  quali- 
ty can  be  properly  elaborated.  We  may  assert 
a  general  rule  applicable  to  all  annual  plants, 
that  neither  the  root  uor  the  life  acquires  any 
Further  size  or  substance  after  fructifica- 
tion. 

The  tuberose,  bulbous,  and  other  roots  cul- 
tivated for  human  and  animal  subsistence,  are 
similarly  affected  by  climate,  and  manifest 
habits  in  corroboration  of  the  above  principle. 
The  Irish  potato,  although  from  or  near  the 
tropics,  will  not  come  to  perfection  but  in_ 
northern  or  cool  countries,  or  in  moist,  insular 
situations,  as  Ireland.  It  is  in  such  climates, 
alone,  that  its  roots  acquire  a  farinaceous  con- 
sistence, and  have  size,  flavor,  and  nutriment 
enough  to  support,  in  the  eminent  way  in 
which  they  are  susceptible,  animaMife.  In  the 
south,  a  forcing  sun  brings  the  potato  to 
fructification  before  the  roots  have  had  time  to 
attain  their  proper  size,  or  ripen  into  the  pro- 
per qualities  for  nourishment  In  Ireland  the 
plant  grows  slow,  through  a  long  and  cool  sea- 
son, giving  time  for  its  juices  to  be  elaborated 
and  properly  digested;  hence  that  fine  farina 
and  flavor  which  characterizes  them.  The 
sweet  potato  produces  larger,  better  flavored, 
and  more  numerous  roots  in  Carolina  where  it 
never  flowers,  than  in  the  West  Indies.  In 
the  latter  place  this  plant  runs  wild,  covers 
the  whole  face  of  the  earth  with  its  vines,  and 
is  so  taken  with  making  foliage,  that  the  root 
becomes  neglected,  and  is  small  and  woody. 
In  order  to  have  onion  in  perfection,  it  must 
grow  through  two  years,  swelling  all  the  time 
its  bulbs.  In  the  south,  however,  it  seeds  in 
one  year,  and  before  it  has  made  much  bulb. 
Beets,  carrots,  parsnips,  turnips,  radishes,  and 
other  roots,  are  equally  effected  by  a  hot  sun, 
and  scarcely  worth  cultivating  far  to  the  south. 
They  all  fructify  before  they  have  formed  per- 
fect roots,  and  make  foliage  at  the  expense  of 
their  bulbs;  hence  they  will  always  be  articles 
of  commerce;  the  south  will  have  to  depend 
upon  the  north  for  them. 

The  salad  plants  are  in  like  manner  affected 
by  climate,  and  give  further  proofs  of  our  as- 
sumption. Cabbages,  lettuces,  endive,  cellery, 
spinage,  plant  whose  leaves  only  are  eat,  to 
protect  their  leaves  from  cold  (through  a  kind 
of  instinct,)  wrap  them  up  in  leaves,  which 
form  heads,  and  render  many  of  their  other 
parts  tender  and  crisp  for  use.  These  leaves, 
thus  protected,  are  not  only  tender,  but  more 
nutrious,  because  their  growth  has  been  slow 
and  their  juices  well  digested.  In  the  south, 
a  relaxing  sun  lays  open  the  very  buds  of  such 
plants,  gives  a  toughness  and  thinness  to  the 
leaves,  and  they  are  too  unsubstantial  for  ani- 
mal support,  because  of  such  quick  and  rapid 
development. 

The  delicious  and  pulpy  fruits  are,  in  a  still 
more  striking  way,  illustrative  of  our  principle. 
The  peach,  nectarine,  plumb,  apple,  cherry, 
currant,  gooseberry,  apricot,  and  many  other 
such  families,  are  not  in  perfection  in  the  south. 
It  i.1  in  Pennsylvania,  Virginia,  Maryland,  Jer- 
sey, and  in  the  north  of  Europe  that  wc  enjoy 
them,  although,  orignally,  they  came  from  near 
the  tropics.  The  peaeh'of  the  Carolinas  is  full 
of  larva?,  gum  and  knots,  and  too  stringy  and 
forced  to  be  juicy  and  flavored.  The  apple  of 
the  south  is  too  acerb  to  be  either  eaten  or  pre- 
served. Theplums,  aprieots,  cherries,  currants, 
gooseberries,  &c,  will  not  even  mature  until 
we  go  far  north.  All  the  trees  which  bear 
these  delicious  fruits  will  grow  luxuriantly  in 
the  south,  make  much  foliage  and  wood,  with 


but  little  pulp,  and  that  unsavory.  The  kernel 
in  the  one-seeded  fruit  seems  to  be  the  first 
object  of  nature  in  the  southern  climes;  that 
becomes  strong,  oily  and  enlarged  ;  and  one 
of  the  peach  family  has  so  entirely  neglected 
the  pulp,  that  it  has  only  a  husky  matter  around 
the  kernel,  as  the  almond.  The  changeable- 
ness  of  the  weather  in  the  south,  in  the  spring 
season,  throws  plants  off  their  guard;  the  frosts 
attendant  on  those  changes  destroy  the  young 
fruit;  and  it  is  only  one  year  iu  three  that  the 
crop  hits  at  all.  The  dessiccaled  or  dried 
state  of  these  fruits  enables  us  to  enjoy  them 
through  the  year  ;  but  in  the  south  their  acidity 
carries  them  into  fermentation  or  decomposi- 
tion before  they  can  be  divested  of  their 
aqueous  parts.  The  climate  of  the  south  is 
equally  against  converting  them  into  cider,  or 
any  other  fermented  liquor,  because  the  heat 
forces  their  compressed  juice  so  rapidly  into 
an  active  fermentation,  that  it  can  not  easily 
be  checked  until  it  passes  into  vinegar.  For 
the  same  reason  distillation  goes  on  badly  in 
hot  climates,  and  can  not  be  checked  long  at 
the  proper  point  to  give  much  alcohol ;  and 
whether  we  aim  to  enjoy  the  delicious  fresh- 
ness of  these  fruits  themselves,  sip  the  nectarin 
of  their  juices,  refresh  ourselves  with  their  fer- 
mented beverage,  stimulate  our  hearts  with 
their  brandies  and  cordials,  or  feast  through  the 
winter  upon  the  dried  or  preserved  stores  of 
(heir  fruits,  we  are  continually  balked  by  the 
severity  of  a  southern  climate,  and  for  such  en- 
joyment must  look  to  the  north. 

The  melons  are  always  affected  by  too 
great  a  degree  of  heat,  even  though  their 
vines  flourish  so  much  in  southern  latitudes. 
The  forcing  sun  hurries  them  on  to  maturity 
before  they  have  attained  much  size,  or 
acquired  that  rich  saccharine  and  aromatic 
flavor  for  which  they  are  so  much  esteemed. 
The  cantelope  melon  will  rot,  or  have  its  sides 
baked  by  a  hot  sun,  before  it  is  fully  formed; 
and  the  water-melon  is  always  woody,  dry,  and 
devoid  of  its  peculiar  sweetness  and  richness 
in  the  south.  Vines  have  been  known  to  run 
one  hundred  feet,  and  bear  no  melon.  It  is 
in  Philadelphia  and  its  neighborhod,  and  in 
similar  latitudes  that  the  markets  are  loaded 
with  delicious  melons  of  all  sorts,  whose  flavor 
so  much  refresh  and  delight  us.  It  is  there, 
near  their  northern  limit,  that  we  cultivate 
them  with  such  uniform  success. 

The  orange,  strictly  a  tropical  plant,  is  more 
juicy,  large  and  delicious  at  St.  Augustine 
(Florida,)  than  at  Havana;  and  fruiterers,  in 
order  to  recommend  an  orange,  will  say  that  it 
it  from  some  place  out  of  the  tropics.  In  the 
West  Indies  the  pulp  of  the  orange  is  spongy, 
badly  filled  with  juice,  and  has  too  much  of  a 
forced  flavor  to  be  pleasant.  The  hot-house 
forcers  of  Europe,  or  at  Rom'.',  anciently  at 
first  produced  bad  fruit ;  too  dry,  too  small,  and 
without  flavor;  because  they  overacted.  They 
have  lately  found  out  that  fact,  and  now  the 
preductions  of  the  hoi-houses  of  London,  Paris, 
&c,  astonish  and  delight  us  with  the  quantity 
and  excellence  of  the  fruit.  They  have  found 
out  that  gradual  and  uniform  heat  is  the  de- 
sideratum; countervailing  the  cold  rather  than 
imparting  much  heat.  Fruit  thus  produced  is 
pronounced  better  than  any  grown  in  the  na- 
tural way,  however  perfect  the  climate. 

The  juices  of  the  grape  are  best  matured  for 
wine  near  ther  northern  limit  of  their  growth. 
On  the  Rhine,  in  Hungary,  the  sides  of  the 
Alps,  and  in  other  elevated,  or  northern  situa- 
tions, the  wine  is  strongest,  richest,  and  most 
esteemed.  The  French  wines  rank  before  the 
Spanish  and  Italian  ;  and  in  no  southern  coun- 
try of  Europe  or  Africa,  except  Madeira,  where 
elevation  makes  the  differeuc,  is  tho  wine  in 


much  repute.  The  grapes  of  France  are  more 
delicious  for  the  table  than  those  of  Spain  or 
Madeira.  In  the  northern  part  of  the  United 
States,  the  excess  of  heat  and  moisture  blights 
the  grape  to  such  an  extent  that  all  attempts 
have  failed  in  its  cultivation.  The  grape-vine, 
however,  whether  wild  or  cultivated  grows 
there  very  luxuriantly.  The  vinous  fermenta- 
tion can  also  be  best  conducted  in  a  climate 
comparatively  cool;  and  all  the  pressing,  fer- 
menting and  distillation  of  the  juice  of  this 
delicate  fruit  can  be  safer  and  more  profitably 
managed  in  a  mild  region. 

The  olive,  and  other  oleaginous  plants,  yield 
more  fruit,  of  a  richer  flavor,  and  can  be  bet- 
ter pressed,  and  the  oil  preserved,  in  a  mild 
climate.  In  France  the  tree  is  healthier,  and 
the  fruit  and  oil  better  than  in  Spain  or  Italy; 
and  the  Barbary  States  are  known  to  import 
their  oil  from  France  and  Italy. 

Many  other  plants  might  be  named,  whose 
habits  would  equally  support  our  position.  It 
is  presumed,  however,  that  enough  have  been 
cited  to  call  the  attentiou  of  philosophy  to  this 
curious  subject,  and  enable  us  to  give  proper 
attention  to  it,  in  all  the  practical  operations 
of  agricultural  pursuit.  Much  time  and  ex- 
pense might  be  saved,  and  profits  realized,  if 
this  were  more  generally  understood. 

We  have  already  observed,  that  the  heat  of 
the  sun  in  southern  climes  forces  plants  to  a 
false  maturity,  runs  them  on  too  rapidly  to 
fructification,  and  renders  dry  and  woody  the 
culms,  stalks  aud  leaves  of  the  plants,  where 
these  parts  are  used.  Hence  the  chaffiness  of 
the  leaf,  the  dryness  of  the  culm,  the  lightness 
of  the  grain  and  the  unsavory,  spongy  quality 
of  the  pulp  of  the  plants  iu  those  latitudes. 
Hence  the  difficulty  of  fermenting  their  juices 
distilling  their  essences,  and  preserving  for  use 
the  fruit,  juice,  or  blades  of  such  plants.  The 
prevalence  of  insects  is  another  bar  to  the  pro- 
ductivenes  of  southern  plants  ;  swarms  of  them 
invade  and  strip  the  leaves,  bore  the  fruit,  and 
lead  to  blight  and  decomposition  ;  and  just  in 
proportion  as  the  labors  of  man  have  rendered 
plants  succulent,  and  their  fruits  and  seeds 
sweet  and  pleasant,  do  these  insects  multiply 
on  them,  devour  their  crops,  and  defeat  the 
objects  of  husbandry. 

The  labor  of  man  too  is  more  conservative 
in  northern  climates,  because  his  arm  is  better 
nerved  for  exercise,  his  health  and  spirits  more 
buoyant;  and  instead  of  saying  "Go  and 
work,"  he  says  "Come  and  work;"  treads 
with  a  cheerful  heart  upon  his  own  soil,  and 
assists  in  the  cultivation,  collection  and  preser- 
vation of  his  own  productions.  It  is  in  tem- 
perate climates  that  man  can  be  most  familiar 
with  nature;  it  is  there  he  has  the  best  oppor- 
tunities of  observing  the  guarantees  which  na- 
ture has  for  the  preservation  of  her  animals 
and  plants  against  the  devastation  of  the  ele- 
ments ;  he  sees  an  occasional  apparent  neglect 
of  individuals,  but  a  constant  parental  care  of 
races.  In  everything  he  sees  the  wisdom  and 
benevolence  of  God. 


Railways  in  Maine. — The  fourteen  roads 
in  the  State  of  Maine,  extend  only  593  miles. 
The  longest  is  149  miles,  being  the  Atlantic 
and  St.  Lawrence.  The  total  amount  of  capital 
invested  is  $8,097,116;  bonds  and  other  debts 
$9,473,131,  cost  of  roads  and  equipments  $19,- 
178,199.  The  number  of  engines  employed  is 
94;  number  of  cars,  1,382.  The  gross  earn- 
ings from  passengers,  for  the  year  ending 
March  12,  were  $542,341.  The  gross  earn- 
ings from  freights  for  the  same  period  were 
$342,057.  But  four  roads  paid  dividends 
during  the  year,  amounting,  in  the  aggregate, 
to  $157,360. 
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SPANISH  KAILWAYS. 

Some  weeks  ago  the  opening  for  public  traffic 
of  the  Seville  and  Jerez  Railway  was  an- 
nounced to  talce  place  shortly;  but,  though 
numerous  trains  have  transported  war  appli- 
ances, wounded  soldiers,  and  railway  materi- 
als, the  dav  was  not  fixed  for  the  opening  when 
our  correspondent  wrote.  This  is  owing  to 
the  very  bad  state  of  the  weather  for  the  last 
two  months.  Throughout  Andalusia  circula- 
tion has  been  so  impeded,  that  the  principal 
towns  are  completely  cutoff  from  all  communi- 
cation with  each  other,  and  the  Seville  and 
Cordova  'line  resembles  an  island  surrounded 
by  a  sea  of  mud. 

Most  active  steps  are  being  taken  for  the 
speedy  construction  of  the  line  from  the  sea 
coast  to  Tetuan,  in  Morocco,  lately  taken  by 
the  Spanish  troops.  Don  Mariano  Elola,  Gov- 
ernment officer  of  the  province  of  Seville,  has 
already  arrived  at  the  camp  in  Tetuan  valley, 
in  charge  of  railway  materials,  &c.  The  line 
is  to  be  nine  kilometres  in  length. 

At  the  close  of  the  year  1859  the  following 
was  the  state  of  railways  in  Spain,  with  their 
annual  receipts. 

Kilometres  Recpts,  1859. 
in  length.    Reels  vellon. 

Madrid  to  Alicante 482  44.238,693 

Madrid  to  Saiagossa 57  2,136,720 

Cordova  and  Seville 131  4,259,146 

Valencia  and  Almansa 138  G.430,455 

Alar  and  Santander 91  8.510,372 

Barcelona  to  Saragossa 37  2.9»5,680 

Barcelona  to Martorell 27  2,(183,165 

Barcelona  to  Arenys 36  4,185,787 

Barcelona  to  Q  lanollers 29J  2.742,050 

Jerez  to  Trocaders 27i  3,717,408 

Langres  and  Qijon 39 

Tarragon 14  701,198 

Total 1,109  81,9.-!], 444 

The  Langres  and  Gijon  line,  in  1858,  re- 
ceived 1,832,071  reals  vellon  (£1  =  96  reals 
vellon). 

Five  locomotives,  of  the  most  improved  work- 
manship and  solidity,  have  arrived  at  Santan- 
der from  Havre,  on  board  the  French  vessel 
Salamandre,  for  the  Northern  Spanish  Rail- 
way. 

On  the  2d  of  February  the  first  gas-lighting 
was  inaugurated  in  the  flourishing  city  of 
Jerez.  Much  praise  is  given  to  the  Spanish 
Compania  de  Credito  for  this  enterprising 
work. 

The  works  of  the  fourth,  fifth,  and  sixth  sec 
tions  of  the  Alcazar  de  San  Juan  and  Cindad- 
Real  position  of  the  Madrid  and  Saragossa 
Railway  have  been  advertised  for  contract, 
tenders  being  received  up  to  the  15th  Febru- 
ary. The  total  estimate  for  the  three  sections 
is  5,850;000  reals  vellon,  or  about  £58,500, 

In  1860,  according  to  the  laws  of  the  differ- 
ent concessions,  the  following  railways  are  to 
be  opened  for  public  service:  Granollers  to 
Santa  Coloma  ;  Valladolid  to  Burgos ;  Duenas 
to  Alar ;  Arenys  de  Mar  to  Santa  Coloma; 
Avilla  to  Valladolid  ;  and  Burgos  to  Vittoria. 
In  1861  are  to  be  completed  the  sections,  Ma- 
drid to  Saragossa ;  Saragossa  to  Barcelona  ; 
Madrid  to  Avila ;  and  Montblanch  to  Reus. 
In  1863  are  to  be  finished  the  Tudela  and 
Bilboa  ;  Saragossa  and  Alsassia;  and  Vittoria 
to  Irun,  at  the  French  frontier. 

Taking  as  a  standard  of  comparison  the 
velocities  of  the  trains  on  the  Valencia  and 
Alicante  Railways  and  their  fares,  we  have  the 
following  results  for  calculating  a  voyage  from 
Madrid  to  the  French  frontier. 

Madrid  to  Valladolid  in  6  hours,  at  a  cost  of 
98  reals  first  class,  and  44  reals  third  class; 
Madrid  to  Burgos  in  11  hours,  for  145  reals 
first  class,  and  66  reals  third  class;  from  Ma- 
drid to  Irun,  19  hours,  at  a  cost  of  253  reals 
first  class,  and  114  reals  third  class.     The  dis- 


tances are  as  follows  :  Madrid  to  Valladolid, 
215  kilometres;  Valladolid  to  Burgos,  150 
kilometres.  Total,  Madrid  to  Irun,  634  kilome- 
tres. 

When  we  consider  the  distance  from  Cayonne 
to  Paris  (776  kilometres)  is  accomplished  in 
174  hours,  deducting  the  long  stoppage  at 
Bordeaux,  and  the  Paris  and  Calais  train  runs 
over  354  kilometres  in  7  hours,  we  must  con- 
clude that  the  distance  between  Madrid  and 
Irun  can  be  performed  in  12  hours.  In  the 
above  calculations,  96  reals  may  be  taken 
as  £1. 

The  following  authorizations  have  been 
granted  by  the  Spanish  Government  for  vari- 
ous works,  &c. : — To  D.  Jose  Blazquez,  a  term 
of  eight  months  to  make  necessary  surveys  for 
a  line  of  railway,  from  La  Roda  to  another 
point  on  the  Madrid  and  Almanza  Railway, 
terminating  in  the  Hinajeros  coal-fields.  To 
D.  Sebastian  Gonzalezey  de  la  Fuente,  for  sur- 
qeys  to  be  made  for  the  following  lines: — A 
line  starting  from  a  point  in  Madrid  called  Red 
de  San  Luis,  by  the  Calle  de  Fuencarrel,  and 
La  Fuente  Castellana,  passing  through  the 
promenade  of  Recoletos,  the  Salon  del  Prado, 
Puerta  de  Atocha,  Portillo  de  Embayadores, 
the  road  which  leads  from  the  Puente  de  Tole- 
do to  the  Puerta  de  San  Vicente,  and  termin- 
ating in  the  Puerta  de  Hierro.  Another  rail- 
way is  to  start  from  a  convenient  point  in  the 
interior  of  the  city,  and  terminate  at  the 
Puente  de  Toledo.  A  third  line  is  to  start 
from  the  Plazuela  de  Snto  Domingo,  passing 
by  the  Calle  Aucha  de  San  tJernando,  and 
ending  at  the  above  mentioned  Fuente  Castel- 
lana. A  fourth  railway  is  to  join  the  Puerta 
del  Sol  with  the  Venta  del  Espiritu  Sante. 
Lastly,  another  line  from  the  Puerta  de  San 
Vicente  to  to  the  Ermita  de  San  Isidro  del 
Campo. 

To  D.  Juan  Llanos  and  D.  Juan  Manuel 
Fernandez  Vitores,  authority  has  been  given 
to  complete  plans  for  the  water  supply  of  Val- 
ladolid, from  the  rivers  Duero  and  Pisuerga. 

To  D.  Miguel  Montalvoey  Collantes,  to  make 
surveys  for  a  railway  from  the  town  of  Logro- 
san  to  Villenueva,  or  some  other  town  on  the 
Cindad-Real  and  Badajoz  Railway.  Time  al- 
lowed, one  year. 

To  Don  Vicente  Sanchez  Garcia,  for  surveys, 
to  be  completed  in  a  year  ;  also,  for  aline  from 
near  Granollers  to  the  coal  basius  of  Surroca 
and  Ogasa,  at  San  Juan  de  las  Abadesas. — 
London  Builder. 


The  Detroit  and  Milwaukee  Railroad  is 
the  hands  of  A  Receiver. — On  Faiday  last 
the  Detroit  and  Milwaukee  Railroad  was  placed 
iu  the  hand  of  a  Receiver,  at  the  suit  of  Chas. 
J.  Brydges,  Thomas  Reynolds,  and  Henry  C. 
Beecher,  the  former  the  President  of  the  Com- 
pany, and  all  three  members  of  the  Directory, 
and  being  Trustees  of  the  third  and  fourth 
mortgages.  Mr.  Brydges  was  appointed  Re- 
ceiver. 

The  road  has  been  struggling  along  under 
a  floating  debt  of  over  $1,250,000,  which  has 
been  constantly  growing,  owing  to  the  inabili- 
ty of  the  Company  to  pay  the  interest  on  the 
bonds.  The  effect  of  the  appointment  of  a 
Receiver,  will  be  that  the  road  will  continue  to 
be  conducted  and  managed  by  the  same  par- 
ties who  have  had  it  in  charge  for  the  past  two 
years  it  will  of  course  not  cut  off  the  first  two 
mortgages,  but,  if  prosecuted  to  the  end,  will 
lead  to  a  settlement  of  all  the  indebtedness  of 
the  company,  the  mortgaged  indebtedness 
having  preference  in  the  order  in  which  it  was 
incurred.  This  gives  the  sum  of  §5,250,000  to 
be  provided  for  before  the  payment  of  any  of 
the  floating  debt.     That  will  follow  after  the 


mortgages,  making  the  sum  of  $8. 500,000  to 
be  paid  out  of  the  poceeds  of  the  sale  of  the 
road  before  the  stockholders  cau  expect  to 
realize  anything.  This,  of  course  iR  equivalent 
to  a  worthless  claim.  It  is  hardly  probable 
that  more  than  $5,000,000,  or  $6,000,000  at  the 
outside,  could  be  obtained  for  the  road  if  a 
sale  was  forced. — Commercial. 


The  Whitworth  Gun. — There  is  quite  a 
rivalry  in  England  between  Mr.  Whitworthand 
Sir  William  Armstrong,  as  to  the  respective 
merits  of  their  newly  invented  cannon.  Sir 
William  was  first  in  the  field,  and  not  only 
carried  off  laurels,  at  that  time  merited,  but 
received  large  orders  from  the  British  Govern- 
ment. Mr.  Whitworth,  however,  having  com- 
pleted all  his  preparations,  tested  his  artillery 
about  three  weeks  ago,  before  a  number  of 
scientific  and  military  gentlemen.  Results 
were  not  only  satisfactory,  but  absolutely  as- 
tounding. Even  the  three-pound  gun,  at  an 
elevation  of  thirty-five  degrees,  threw  a  shot 
to  the  distance  of  nine  thousand  six  hundred 
and  eighty  yards.  The  sixty-eight  pounder  de- 
livered a  ball  at  a  far  greater  range.  The  guns 
are  perfect  specimens  of  mechanical  art  The 
gun  differs  from  the  ordinary  Government  ser- 
vice gun,  in  the  fact  that  it  is  not  "cast"  in 
one  piece,  but  is  formed  of  a  series  of  rings  of 
metal,  which,  we  believe,  are  welded  and  forg- 
ed together.  The  gun  is  loaded  at  the  breach, 
and  in  the  peculiar  arrangement  at  this  part 
the  consummate  skill  of  the  inventor  is  dis- 
played. Should  the  gun  be  injured  at  the  breach 
during  action,  it  can  be  loaded  in  the  ordinary 
way  at  the  muzzle.  The  shot  was  at  first  made 
rather  elongated,  and  nearly  square  at  the 
ends ;  but  it  was  found  that  a  peculiar  "  thin- 
ning" of  one  end  added  materially  to  the  range. 
A  tin  cartridge  follows  the  shot  in  the  loading 
chamber,  and  this  cartridge  is  so  formed  that 
the  chamber  of  the  gun  is  effectively  cleaned 
at  each  discharge.  Thus,  it  will  be  seen,  that 
wonderful  ingenuity  is  shown  in  the  construc- 
tion of  weapons  for  the  destruction  of  mankind. 
A  few  more  such  discoveries  as  this,  and  wars 
will  become  unfashionable,  for  going  into  the 
field  of  battle  will  be  equivalent  to  a  sentence 
of  death.  The  casualties  of  conflict  will  no 
longer  be  left  to  the  uncertain  decisions  of 
chance,  but  will  be  directed  and  controlled 
by  unerring  science  and  skill — Philadelphia 
Inquirer. 


Proposition  for  the  State  of  Wisconsin 
to  assume  the  farm,  township,  and  county 
mortgage  ronds  issued  for  railroad  pur- 
POSES.— The  Wisconsin  Press  are  diligently 
discussing  the  proposed  scheme  of  converting 
the  various  town,  county,  and  farm  mortgage 
bonds  issued  for  the  benefit  of  Railroads,  into 
bonds  of  the  State,  by  an  act  of  the  Legisla- 
ture, and  by  a  change  of  the  Constitution  to 
be  effected  through  a  popular  vote. 

Hon.  Marshall  M  Strong,  of  Racine,  has 
published  a  strong  letter  in  favor  of  the  scheme 
— the  chief  arguments  being  that  no  other 
course  is  open  to  save  the  municipalities, 
towns  and  counties  from  the  stain  of  repudia- 
tion and  bankruptcy,  and  multitudes  of  farm- 
ers from  ruin;  that  the  public  works  for  which 
the  -obligations  were  incurred  accrue  to  the 
prosperity  of  the  whole  State ;  that  the  pro- 
posed Bank  and  Railroad  tax  of  one  and  one- 
half  per  cent,  will  meet  the  interest  on  the 
State  bonds ;  and  the  difference  in  principal 
and  interest  between  the  miscellaneous  out- 
standing obligations  and  the  proposed  State 
indebtedness  will  make  an  aggregate  saving 
of  over  $8,000,000  at  the  end  of  fitteen  years, 
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which  was  the  average  length  of  time  the 
present  bonds  had  to  run.  It  is  held,  also, 
that  the  value  of  the  taxable  property  of  the 
State  will  be  enhanced  and  immigration  pro- 
moted by  the  relief  thus  afforded  to  the  pro- 
ductive industry  of  the  State. 


New  Railroad  in  Florida. — The  citizens 
of  Lowndes  County,  Florida,  have  held  a  meet- 
ing for  the  purpose  of  considering  the  propriety 
of  a  railroad  from  Valdossa  to  Madisonville. 
The  following  resolutions  were  adopted: 

Resolved,  That  the  Chairman  appoint  a  com- 
mittee of  twelve  to  canvass  the  county,  and  as- 
certain what  amount  of  subscription  can  be 
obtained  from  the  citizens  of  Lowndes  county 
towards  the  building  of  such  road,  and  report 
the  amount  to  said  adjourned  meeting.  _ 

Resolved,  That  an  adjourned  meeting  be 
held  at  the  Rock  Ford,  on  theWithlacoochie 
River,  on  the  second  Saturday  in  March. 

The  Chairman  then  appointed  Messrs.  Benj. 
Law,  J.  0.  Goldwin,  Moses  Smith,  jr-,  J.  R. 
Stapler,  Wm.  Wisenbaker,  Thos.  B.  Griffin,  M. 
J.  Griffin,  S.  W.  Baker,  J.  T.  Seville,  Jordan 
Tucker,  Jas.  Dasher,  and  Wm.  Howell,  mem- 
bers of  the  Canvassing  Committee. 


THE  NEW  TIME  TABLES. 

On  Monday  last  a  new  time  table  went  into 
effect  throughout  nearly  the  whole  of  our  great 
Railroad  system;  we  give  below,  as  many  of 
the  changes  as  possible. 

LITTLE   MIAMI. 

Upward  Trains.— The  No.  1  Express  East  will  leave 
here  at  6  a.  M.  ;  Loveland,  6.5S  ;  Morrow,  7.25;  Xenia, 
B.26  ;  London,  9.27.     Arrive— Columbus  at  10.15. 

No  2.  Express  goes  via  Hamilton  and  Dayton,  will  arrive 
at  Xenia  from  via  Hamilton  and  Dayton,  at  L.10  p.  m.  ;  Lon- 
don, 2. 14  ;  Columbus,  3.06  p.  m. 

The  Columbus  Accommodation  leaves  here  at  4  p.  m.  , 
Engine  House,  4.16 ;  Red  Bank  (new  station  for  Madison- 
ville Accommodation) 4.27  ;  Plainville,  4.33  ;  Milford,4.43  ; 
Miamiville,  4  50  ;  Branch  Hill,  4-56;  Loveland,5.11  (leave); 
Foster's,  5.23  ;  Deerfield, 5.35 ;  Morrow,  5.45  ;  Corwin,  6.20; 
Xenia,  7.  in;  London,  8.20  ;  Columbus,  9.13  p.  m. 

Night  Express. — Leaves  here  at  11  p.  m.  Arrives  at 
Loveland,  11.55  ,  Morrow,  12.29;  Xenia,  1.45;  Columbus, 
3.40  a.  U. 

Westward  Trains. — Night  Express  leaves  Columbus, 
11.20p.m.;  Loudon,  12.20;  Xenia,  1.22  a.m.;  Morrow, 
2.24  ;  Loveland,  2.58.     Arrive— Cincinnati,  3.50  a.  m. 

Xbnia  Accommodation. —  Leaves  Xenia  5.10  a.  m.  ;  Cor- 
win, 5.40;  Morrow,  6.12;  Deerfield,  6  22  ;  Loveland,  0.52; 
Miamiville,  7.07  ;  Milford,  7.15  ;  Plainville,  7.26  ;  Red  Bank, 
7.32  ;  Linwood,  7.36  ;  Columbia,  7.40  ;  Engine  House,  7.44. 
Arrive — Cincinnati  H  a.  m- 

Colcmbos  Accommodation  leaves  Columbus  6.10  a.  m.; 
Loudon,  6.30;  Xenia,  8.24;  Morrow,  9.27;  Loveland,  lu.04; 
Milford,  10.24;  Plainville,  10.34;  Engine  House,  10.48. 
Arrive— Cincinnati.  11.05  a.  m. 

No.  1  Express— Leave  Columbus  11.40  a.m.;  London, 
12.41  p.  m.;  Xenia  2.05  p.  M.  ;  Morrow,  3.10  ;  Loveland, 
3.44.     Arrive  at  Cincinnati,  4.40  p.  m. 

No. 2  Express — Leaves  Columbus  12.50  p.m.;  London, 
1.46;  Xenia,  '2.50;  thence  via.  Dayton  and  Hamilton,  arriv- 
ing at  Sixth  Street  Depot  or  Ohio  and  Mississippi  Junction, 
at  5.30  p,  u. 

Upward  Freight  Trains  leave  Cincinnati,  (Engine  House 
at  4.40  a.  m.  and  6.20  v.  m.,  arriving  at  Columbus  at  4.40  p. 
m.  and  5.15  a.  m.  Downward  Freights  leave  Columbus  at 
5.30  a.  m.  and  9.15  p.  m., arriving  at  Cincinnati  at5.45  p.  m. 
and  7.25  a.  m. 

The  Columbus  and  Cincinnati  Freight,  via.  Dayton,  leaves 
Columbus  at  8  p.  M. 

Xenia  and  Springfield  Accommodation  Trains  leave 
Xenia,  going  North,  at 8.25  a.  m.  and  7.15  p.  m.,  arriving 
at  Yellow  Springs  at  8.55  a.  m.  and  7.40  p.  M  ;  at  Spring- 
field at  9.25  a.  m.  and  8.05  p.  m.  Coming  South,  leave 
Springfield  at  7  a.  m.  and  1  p.  M. ;  Yellow  Springs  7.25  a. 
m.  and   1  20  p.  m.,  arrive  at  Xenia  at  8.05  a.  m.  and  1.45 

P.  M. 

A  new  train  is  to  be  run  on  tha  following  time  : 

Leav*  Cincinnati,  6  p.  m.  ;  Columbia,  6.20  ;     Red  Bank, 

6.27;   Plainville.  6.33;    Milford,   6.43;    Miamiville,  6.50; 

Branch  Hill,  6.57  ;   Loveland,  7. 11  ;  Foster's,  7.23;    D*>er- 

fleld.7.35;  Morrow.7.45;  Fort  Ancient,  8.00  ;  Corwin,  8.20  ; 

Xenia,  (arrive)  8.53  p.  m. 

INDIANAPOLIS    AND    CINCINNATI    RAILROAD. 

Trains  leave  Cincinnati  at  5.40  a.  m.,  (Vincennes  time  ;) 
North  Bend,  6.20;  Lawrencehurg,  0  40;  Guilford,  7.04; 
Sunman.  7.40  ,  Morris,  8.00  ;  Oreensburg,  8.55 ;  St.  Paul 
9.2U  ;  Shelby  ville,  9.42— arrive  at  Indjanopolia  at  10.47.       ' 

Accommodation  leavee  Cincinnati  at  11.50  a.  m.  ;  North 
Bend,  12.30;  Lawreuceburg,  pj.50;  Morritf,  1.55;  Greeofl- 


burg,  2.57  ;  Shelbyville,  3.45— arrive  at  Indianapolis  at 
4.5U  p.  m. 

Chicago  Express  leaves  Cincinnati  at  6.10  p.m.;  Law- 
rencehurg, 7  ;  Morris,  8.20  ;  Greensburg,  9.05  ;  Shelbyvilie, 
9.49 — arrive  at  Indianapolis  at  10.45. 

Returning  trains  leave  Indianapolis  at  5.15  a.  k_m  11a.. 
K.7 and  6.50  p.  m.  Greensburg  at  7.(14  a.  m  ,  12.55  P.  H., 
and  8.35  p.  m.  Morris  at  ft  a.  m.,  and  1.55  p.  M.  Lawrence- 
hurg, at  9.15  a  m  ,  3.  p.  m.,  and  10.45  p.  m.— arrive  at  Cin- 
cinnati at  10.15  a.  M.,  4  p.  m.,  and  11.45  p.  M. 

CLEVELAND,    COLUMBUS    AND    PITTSBURGH. 

Trains  run  on  the  Cleveland,  Columbus  and  Pittsburg  and 
Cincinnati  Lake  Shore  Railroads  as  follows  : 

6  a-  m.  Cincinnati  Express  arrives  at  New  York  next  day 
at  2.15  p.  M-,  and  Boston  at  4.  p.  M. 

10.20  a.  m.  Day  Express  arrives  at  New  York  next  even- 
ing at  9  p.  m.,  and  Boston  11.30  p.  m. 

11  Night  Express  arrives  at  New  York  second  day  at 
9.45  a.  m.,  and  Boston,  1  p.  m. 

The  following  is  to  Pittsburg  and  Philadelphia  via  Crest- 
line : 

Leave  Cincinnati  for  Pittsburg  and  Philadelphia. 

6  a.  m.  Cincinnati  Express  arrives  at  Pittsburg  at  8.05  p. 
M.,  Philadelphia  next  morning  at  9.30. 

10/20  a.  M.  Day  Express  arrives  at  Pittsburg  at 2. 15  A.  M., 
Philadelphia  same  evening  at  4.30. 

II  Night  Express  arrives  at  Pittsburg  at  3.15  p.  M.,  Phila- 
delphia next  morning  at  5  o'clock. 

CINCINNATI,    DAYTON,    LIMA    AND    TOLEDO. 

Trains  will  leave  Dayton  at  8.50  a.  M-,  and  8.45  P.  H- ; 
Troy,  at  9.50  a.  m.,  and  9.49  p.  m.  ;  Piqua  10.12  a.  m.,  and 
10. :4  p.  M.  ;  Sidney  at  10.42  a.  m.,  and  10.45  p.  m.  ;  Lima 
at  15.34  p.  m.,  and  12.20  a.  m.  ;  Ottawa  at  1.28  p.  M.,  and 
1.14  a.  M.     Arrive  at  Tolodo  at  4  p.  M-,  and  4  a.  m. 

Returning  trains  leave  Toledo  at  10.40  a.  m  ,  and  11  p.  m.; 
Lima  3  p  m.,  and  3.30  a.  m.  ;  Sidney  at  4.23  p.  m.,  and  5 
a.  M.  ;  Piqua  4.53  p.  M.,  and  5.3rt  a.  m.  ;  Troy  5.14  p.  M-, 
and  6  a.  m.     Arrive  at  Dayton  6.15  P.  m.,  and  T  a.  m. 

CINCINNATI,    HAMILTON   AND    DAYTON. 

On  and  after  Monday  next,  trains  will  be  run  on  the  Cin- 
cinnati, Hamilton  and  Daj  ton  road,  by  Columbus  Time, 
which  is  7  minutes  faster  than  Cincinnati  time. 

Leave  Cincinnati  6  a.  M.,for  Richmond,  Indianapolis  and 
Logansport;  for  Dayton,  Springfield,  Urbana  and  Sandus- 
ky ;  for  Troy,  Sidney,  Lima,  Ft.  Wayne  and  Chicago  ;  for 
Toledo,  Detroit  and  all  points  in  Canada. 

Leave  Cincinnati  at  8  a.  m.,  for  Hamilton  and  all  way 
stations- 
Leave  Cincinnati  Depot  aM0.]0  a.  M.  *,  leave  Transfer 
track  at  10.25,  reach  Dayton  at  12.20  p.  M-,  Columbus  at 
3.06  p.  m.,  for  all  Eastern  cities. 

Leave  Cincinnati  at  2.30  p  m.,  for  Dayton,  connects  at 
Hamilton  for  Richmond,  Indianapolis  and  points  West. 

Leave  Cincinnati  at  3.50  p.  m.,  for  Hamilton  and  all  local 
stations. 

Leave  Cincinnati  at  6  p.  m.,  for  Dayton,  Lima,  Chicago, 
Toledo,  Detroit ;  also  for  Springfield,  Urbana,  Titian  and 
Sandusky. 

RETURNING    TRAINS. 

Leave  Dayton        5.00  a.  m.    Reach  Cincinnati    7.45  a.  m. 


8.00 

Hamilton  11.50  ' 
Dayton  3.30  p. 
Hamilton  5.50  * 
Dayton         6.30    ' 


10.40 
1. 00 

5.20 
7.35 
9.15 


NEW    YORK    CENTRAL. 


Under  the  new  time  schedule,  trains  will  leave  Buffalo 
over  the  New  York  Central  as  follows:  At  5  A.  M.,  stopping 
at  the  principal  stations,  and  and  arriving  at  New  York  at9 
p.  M.,  and  Boston  at  1 1.30  p.  m.  At  8  a.  m.  the  steamboat 
express,  connecting  with  the  People's  Lineof  steamers,  and 
with  the  Hudson  River  train,  Night  express  at  6  p.  M.,  stop- 
ping at  the  principal  stations,  and  arriving  in  New  York  at 
9.45a.  m.,  and  Boston  at  3.30  p.  M.  Cincinnati  express  at 
10.30  p.  M-,  stepping  at  principal  stations,  and  arriving  in 
New  York  at  2.15  p.  M.,and  Boston  at  4  p.  m. 

On  Sunday  a  train  will  leave  Buffalo  at  6  p  K.,  and  ar- 
rive in  New  York  at  9.45  a-  m..  Monday.  The  train  leaving 
Buffalo  at  6  p.  M.,  on  Saturday  will  be  run  directly  through, 
and  arrive  in  New  York  at  9.45  Sunday  morning. 


Grand  Trunk  Railway  of  Canada. — Acorr  Depart- 
ment.—The  Traffic  receipts  of  the  Grand  Trunk  Railroad 
of  Canada  for  the  week  ending  March  24,  I860,  have  been  as 

follows  : 

No.  Amount. 

Local  Passengers 11,658  $16,814  n 

Foreign     do 1,825  4,206  50 

Emigrants 

Mails,  Express,  etc 2,890  41 

Local  Freight  and  Live  Stock  (Tons)  72,776*  34.501  04 

•*     Timber&Lumber,l,2«3,785ft..    2,1^0J  2,080  15 

"     Firewood,  2.U51    cords 3,075  1,855  00 

Foreign  Freight  and  Live  Stock 2.75 L£  2,070  07 

Miles.  - 

Total 970  $71 ,4 17  34 

Week  ending  March  26,  1859 880  51,66154 

Increase 90       .'519,752  80 

Total    traffic   from  July   1,   1859,  to 

date $2,052,288  92i 

Total  for  same  pei  iod  last  year 1,061,985  20 

J.  IIARDMAN,  Auditor. 
Montreal,  March  10,  1660. 


MONETARY  AND  COMMERCIAL. 

m 

The  money  market  has  experienced  no  very  remarkable 
change  since  our  last  week's  issue.  Some  Bankers  report 
a  very  slight  improvement  in  the  condition  of  things,  while 
others  again  complain  of  an  uncomfortable  decree  of  close- 
ness. The  demand  is  quite  active,  and  fu'ly  equal  to  the 
ability  of  lenders  to  meet.  This  condition  of  the  market  is 
contrary  to  the  usual  condition  of  things  at  this  season  of 
the  year,  and  although  it  may  not  seriously  retard  the  legi- 
timate operations  of  trade,  yet  it  will  undoubtedly  have  a 
tendency  to  counteract  much  of  a  disposition  to  undue  spe- 
culation in  breads  tuffs  and  provisions,  and  will  also  add 
one  more  valuable  lesson  to  the  merchants  and  manufac- 
turers of  Cincinnati  in  instructing  them  how  to  do  business 
without  banking  facilities.  Rates  to  regular  customers  ara 
without  change,  10@12  per  cent.,  outdoor  prices  are  a  shade 
higher,  and  hut  little  has  been  done  for  several  days  at  less 
than  18  per  cent.,  although  some  few  transactions  have 
been  done  at  15. 

Kastcin  Exchange  is  in  better  supply  than  a  week  ago, 
and  no  difficulty  is  experienced  in  fully  meeting  the  wants 
of  customers.  The  following  quotations  show  the  ruling 
prices : 

BPYINO.  SELLING. 

New  York  sight 40  prem.  \@,\  prem. 

Boston 37(«i40  prem.  f@i  prem 

Philadelphia 40  prem.  j@£  prem. 

Baltimore 37@40  prem.  |@£  prem  . 

New  Orleans Par.  25.aj.3o  prem  • 

American  Gold 25®30  prem.  40@50  prem. 

Cincinnati  Stock  Markbt.— Sales  of  Stock  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the 
following  rates  : 

BONDS. 

Little  Miami  R.  R.  Co.,  6  per  ceDt.  Mort- 
gage Bonds 874 

Covington  &  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent 68 

Ohio  &  Mississippi  R.  R.  Co.,  7  per  cent. 
Construction  Bonds 15 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 73 

Cincinnati,  Hamilton  &  Dayton  It.  R.  Co.,  Se- 
cond Mortgage'  7  per  cent.  Bonds 88 

Covington  &  Lexington  R.  R.  Co.,  10  per  cent, 
preferred.  Income  Bonds .    ....   10 

Covington  and  Lexington  R.  It.  Co.  First  Mort- 
gage 6  per  cent.  Bonds 68 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 
Mortgage,  7  per  cent.  Bond3 94 

STOCKS. 

Cincinnati,  Hamilton  4l  Dayton  R.  R.,  ex.  div.  70 

Columbus  &  Xenia  R.  R 85 

Indianapolis  &  Cincinnati  R.  R 3T 

Little  Miami  R.  R 85* 

Ohio  &  Mississippi  R.  R 1 

TJncurrcnt  money  is  quoted,  Missouri  at  H  per  cent.: 
Illinois,  Wisconsin  and  Iowa  at  2  ;  North  and  South  Caro- 
lina, Florida,  Georgia,  Alabama,  Tennessee,  Michigan  and 
Canada  at  l;  Indiana  Free  Banks  at  \y%  per  cent, 
discount. 

The  traffic  receipts  of  the  Great  Western  Railway  of  Can- 
ada for  the  week   ending  April   6th,  I860,  have   been   as 
follows  : 
From  Passengers $21,765  54 

"     Freight  and  Live  Stock 29,137  16 

"     Mails  and  Sundries. 1,336  25 


Total i 

Corresponding  week  of  last  year. 

Increase ..... 


....  $52,238  95 
....     40,868  14 


8 11,370  81 

II.  SHACKELL,  Auditor. 
Addit  Office,  Hamilton. 

Northern    Railway    of  Canada.— Traffic   receipts  for 
week  ending  24th  March.  1800  : 

Passengers $1,217  71 

Freight 5,242  66 

Mails  and  S  undries 62  76 


Total  receipts  for  week. -.   . 
Corresponding  week,  1859. 


.$6,523  13 
4,149  46 


Increase $2,373  67 

Total  traffic  from  1  at  Jan  uary  last $50,847  98 

Corresponding  period  of  1859 38,214  87 

Increase $  12,634  12 


J.  LEWIS  GRANT, 

Superintendent. 
Michigan  Soother  n  Railroad. — The  following  is  tho 
statement   of  the  earnings  of  this   road   for   the  month  of 
March,  lcGO : 

I860.  1859. 

Passengers $60,62958         $71,903  36 

Freight 100.46a  08  61.2:'5  39 

Mails 4,655  21  4,583  ■>% 

Express. ,  etc 7.786  92  5,9<3!# 


Total $173,523  89       $143,625  £« 

Increaau •• $29 ,908  44 
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Tbntii  Monthly  Report  or  the  Receiver  of  tub 
Central  Ohio  JUilroad. — H.  J.  Jewett,  Knq.,  Receiver 
of  the  Central  Ohio  Railroad,  filed  his  tenth  report  with 
the  United  States  Court  yesterday,  embracing  the  operations 
of  the  road  for  the  month  of  February.  From  it  we  com- 
pile the  following  aggregates  of  the  earnings  and  ex- 
penses : 

E ARNINOfl. 

Jfrom  Passengers 315.184  S3 

Freight 27.HI7  98 

MailB 2.2HS  51) 

Express 1,615  13 

Total 340,'JUO  49 

EXPENSES. 

Ordinary  and  extraordinary $35,<U\   19 

Balance  on  hand 8^,935  1? 

Balance  due  to  other  roads — 

On  passengers $901  56 

On  freight 15,3(12  67 

16,204  23 

Balance  due  from  other  roads — 

On  passengers $6,003  35 

On  freight B.967  00 

Due  from  local  agents 1 ,670  34 

$17,701  5) 

BUSINESS   OP   THE   ROAD     POR    BIX    MONTHS. 

The  following  statement  showB  the  receipts  and  expenses 
of  the  Central  Ohio  Railroad  for  the  six  months  ending  with 

February,  I860 : 

Receipts.  Expenses. 

September $60,460  35  $38,640  92 

October 53,092  78  44,950  37 

November 49,569  24  39,44119 

December 43,9"7!0  43,193  05 

January 41,946  07  40  88f  21 

February 40,900  49  35,05119 

Total 301,875  93  242,074  93 

242,074  93 

Wet  earnings,  Bix  months. ..#59,801  00 

wOh 

fid!?""  The  earnings  of  the  New  York  Central 
Railroad  have  been  a  matter  of  mueli  discus- 
sion among  the  morning  papers.  A  statement 
was  published  that  the  returns  for  April  were 
$215,237,  and  this  was  coroborated  by  the  pre- 
vious statement  of  Erastus  Corning,  Esq.,  in 
Wall  street.  This  was,  however,  corrected  by 
the  Albany  Journal,  by  making  the  last  year's 
return  $23,000  less  than  was  last  year  report- 
ed. Nevertheless,  the  result  is  for  12  months, 
to  April  30,  as  follows  : 

1857,  to  May,  1858 $7,307,812 

1868,  to  May,  1859 0,136,822 

Decrease $1,170,091 

The  returns  for  [Sept.  30,  1858,  gave  the 
year's  buusiness  at  $6,528,412  for  earnings, 
and  $3,487,202  working  expenses: 

Expenses,  net $3,041, 120 

Interest 8976,192 

Sinking  Fund 113,294 

Dividends 1,919,564 

3,009,050 

Surplus 32,007 


Railway  Traffic. — The  traffic  returns  for 
the  first  two  weeks  in  April,  show  a  handsome 
increase  on  the  corresponding  weeks  of  last 
year.  We  notice  the  increase  on  the  Cincin- 
nati and  Indianapolis,  and,  in  fact,  most  of 
our  home  companies,  are  quite  large. 


Office  of  the  Cin.,  IIamil.  &.  Davton  R.  K.J 

Cincinnati,  April  6,  1860.  | 
Notice  to  STocKHOLnKRs. — The  annual  meeting  of  the 
Stockholders  of  this  Company  will  he  held  at  their  office. 
Sixth  Street  Depot,  in  Cincinnati,  on  Tuesday,  the  1st  day 
of  May  next,  to  make  choice  of  nine  Directors  to  serve  the 
ensuing  year,  and  to  act  upon  any  other  business  that 
may  be  brought  before  the  meeting,  which  will  be  organized 
at  9  o'clock  A.  M. 

Tne  polls  will  be  open  from  10  A.  M.  to  3  P.  M. 

F.  H.  SHORT,   Secretary. 


CONTRACTS  for  Rails  at  a  fixed  price,  or  on  com 
mission,  delivered  at  an  English  port,  or  at  a  por 
in  tbe  United  Stales,  will  be  made  by  the  undersigned 
THEODORE  DEHON, 
11013  10  Wsl.  Broadway,  New  Yot 


Commencing  Arpil  15,  1860. 

01119  A  MISSISSIPPI 


V)gs^i 


CINCINNATI  A_ND  ST.  LOUIS. 

Through  without  Change  of  Cars. 

TWO    IIAII.V  TRAINS   FOK   VINCE1V. 

NES,  Cairo,  and  St.  Louis,  at  4:25  A.   M.,   and  5:35 
P.  M. 

Three  Daily  Trains  for  Louisville,  at  4:25  A.  M.,  2:00  P. 
M.,  and  3:35  P.  M. 

One  Train  for  Kvansville  at  4:25  A.  M. 

The  trains  connect  at  St.  Louis  for  all  points  in  Kansas 
and  Nebraska;  Hannibal,  Quincy  and  Keokuk;  at  St. 
Louis  and  Cairo  for  Memphis,  Vicksburg,  Natchez  and  New 
Orleans. 

One  Through  Train  on  Sunday,  at  5:35  P  M. 

RKTUR.S'ING.— Fast  Line— Leares  East  St.  Louis, 
(Sundays  excepted)  at  7:00  A.  M.,  arriving  at  Cincinnati  at 
9:50  P.  M. 

Express  Train.— Leaves  East  St.  Louis  daily  at  6:40 
P.  M.  arriving  at  Cincinnati  at  9:55  A.  M. 

FOR    THROUGH    TICKETS 
To  all  points  West  and  South,  please  apply  at  the  offices 
Walnut  Street  House,  bet.  Sixth  and  Seventh  Streets,  No.  1 
Burnet  House,  corner  office;  north-west  corner  of  Front 
and  Broadway;  Spencer  House  Office;  and  at  the  ]*epot, 
corner  of  Front  and  Mill  Streets. 

E.  W.    WOODWARD,  Supt.  Eastern  Division. 

Hj**  Omnibuses  call  for  Passengers 

Indianapolis  and  Cincinnati 

SHORT    LINE 
RAILROAD. 

SHORTEST  ROUTE  BY  THIHTT  MILES. 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P-  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

6.00  P.  M—CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P.  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^03?*  Be  sure  you  are  in  the  rightTicket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  LawrcuedHBi'g  &  Indianapolis, 

D3~  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through. 

THROUGH  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner.  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  ihe  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  ;ill  Hotelsand  all  parts  of  the  City  by  leaving 
address  at  either  office. 

II.  C.  LORD,  President. 

CINCINNATI,   WILMINGTON, 

AND  ZANESVILLE 
RAItiB   0^uX>. 

Two  daily  trains,  at  6  A.  M.  and  6  P.  M.,  from  Little  Mi- 
ami Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

WM.  KEY  BOND*  Receiver. 


Direct  Route  to  the  North- West! 

—VIA— 

ILLINOIS  CENTRAL 


AND  PANA  OR  SANDOVAL 

FOR 

Decatur,  Sprin  gfleld, 

Bloomington,  Peoria, 

Burlington,  Quincy, 

La  Salle,  Bock  Island, 

Dixon,  Galena, 

Prairie  du  Chien,  St   Paul,  and 

St-  Anthony, 
And  all  points  in  Iowa  and  Minnesota* 


Passengers  leaving  Clncinnatieither  bvINDIANAPOLlS 
AND  CINCINNATI  OR  CINCINNATI,  HAMILTON 
AND  DAYTON  RAILROADS  make  direct  connections, 
twice  daily,  at  PANA  for  all  the  above  points. 

Connections  also  made  with  OHIO  AND  MISSISSIPPI 
R.  R.  with  I-  C.R.  R.  at  SANDOVAL. 

Passengers  for  the  North-West 

DeBirous  of  making  Quick  Time,  combined  with  com 
fort,  should  be  particular  and  inquire  for  Tickets  via 
PANA  OR  SANDOVAL  and  ILLINOIS  CENTRAL  R   R  , 
and  avoid  change  of  Cars  and  Baggage, and  the  expense 
attendant  thereon. 

Daily  connections  are  made  at  Dunlcith  with  a  Line 

FIRST    CLASS    STEAMERS 

Running  in  Direct  connection  with  this  Road  for  all 

TOWNS  ON  THE   UPPER  MISSISSIPPI 

Close  connections  are  also  made  at  Dubuque  with  DU- 
BUQUE AND  PACIFIC  RAILROAD,  for  Dyersville,  In- 
dependence, Fort  Dodge  and  Sioux  City. 

H~pThe  Equipments  of  the  ILLINOIS  CENTRAL  R. 
R.  are  unsurpassed  by  any  Road  in  the  West. 

New,  Elegant  Patent  Berth  Sleeping  Cars  are  ran  on  al 
Night  Trains. 

Fare  the  name  as  by  any  other  Route,  and 
Tickets  good  until  used. 

Through  Tickets  can  be  procured  at  Spencer   House, 
corne.-  office;  No.  1  Burnet   House;    135  Vine    Street, 
between  Burnet  House  and  Post  Office ;  at  the  Depots,  and 
all  Principal  Railroad  Offices  in  the  East  and  West. 
E.  H.  NICHOLS, 
GenH  Southern  Agent,  Cincinnati* 
W.  P.  JOHNSON, 

Gen'l  Passenger  Agent,,  Chicago. 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHI LADEPHIA.  NEW  TORK  &  BOSTON 
And  only  Road  to  Washington  City* 


CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel- 
phia, New  Y"ork  and  Boston,  at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

Sleeping  cars  attached  to  all  night  trains. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beanty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger,  Speed,  Saftey  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  he  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

Uj3  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W.  P.  SMITH, Master  Transportation,  B.  <£  O.  £.  R. 

E.  F.  FULLER,  Gen.  West.  J3gt.,  B.  &>■  O  R.  R. 
L.  M.  COLE..  Gen.   Ticket  .£*?.,  B.  &  O.  R.  R. 
H.  G-  JEWETTi  Preset  C.  O.  R.  R. 
J.  W.  BK0WN,  G*%.  Ticket  Agt.,  C.  O.  £.  R. 
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PATENTED   GAS  WORKS 

OF  THE 

MM  Gil  Willi  ft 

Gas  Works,  to  be  generally  adopted  by  th  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following-  advantages,  to  wit:  great  simplicity  of  con 
struction  and  operation  ;  reliability  to  injure  a  regular 
supply  oi  light;  purification  of  the  gas  to  prevent  clog 
ging  *,  freedom  from  uuhealthy  and  offensive  odors  ;  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coining  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  ?  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Scientific  American 
of  March  13,  1856,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simplicity  of  construction  peculiar 
to  the  Aubin  Works,  the  retort  is  the  only  part  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes— the  cost  of  repairs  is  very  trifling. 

The  Cost  of  the  Gas  ; 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  300  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  300  cubic  feet, $3°°  (10 

do  do  350        «         335  00 

do  do  400        «*  375  00 

do  do  500        "  450  00 

do  do  600        «  525  00 

do  do  700        "  600  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  ho~;er  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gas  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  that  an  ordinary  fish- 
tail burner  (known  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing  the  Contents  and  best 
.Proportions  oC  Oasometers  from  400 
to  4000  ft.,  aud  the  Number  of  Lights 
ilicy  w ill  supply  for  a  given  time. 

Contents  in    No.  of  hours     ,    Diameter  of       Height  of 

Cubic  Feet,    for  10  lights.         Gasometer.       Gasometer. 

400  20  10  ft.  5  ft.  3  in. 

500  25  10  ft.  6  ft.  6  in. 

750  37  12  ft.  6  in.  6  ft.  2  in. 

1000  50  13  ft.  7  ft.  8  in. 

1500  75  15  ft.  8  ft.  6  in. 

20()0  100  17  ft.  3  in.         8  ft.  7  in. 

5500  125  18  ft.  10  ft. 

30110  150  20  ft.  10  ft. 

H500  175  20  ft.  6  En.        10ft.  1  in, 

4000  200  21ft.  lift.  9  in  . 

If  a  gasometer  of  a  different  capacity  from  any  of  the 

above  is  required,  its  contents,  size,  &c,  can  be  readily 

calculated  on  the  same  basis,  also  any  other  number  ol 

lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B.— For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories,  &c,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  COVERDALE, 

107  Walnut  Street,  Cincinnati.  Ohio, 
who  has  the  exclusive  right  to  manufacture  and  sell  in  the 
State  of  Ohio. 
Feh. 24th,  1859. 


APPLBGATE  &  CO., 

Booksellers,  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  0» 


APPLEGATE  &  CO., 

APPLKUATE   &:  <:0.,  Book- 
sellers,  Stationery  and   Blank-book 
Manufacturers,  43  JYlttin   Str«ut,.  Cincin- 
nati, invito  the  attention    of  Booksellers, 
Country  merch  ants,  Teachers, 

and   others. to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal, Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Bl-vnk-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  luvora- 
ble    arrange  niunts    wilh   tho 

leading  publish  ers,  as  well  as 

the  p  r  i  u  cipal  mamifact  urcrs 

and    importers  of  Paper  aud  Sta- 

tionery,  we  can  offer  superior   induce- 
ments to    purchasers.        We  respectfully 
solicit  a  comparison  of  stock  and  prices 
With  any   other  house    in  tho  West. 

JB00KSELLERS, 

Our  Stock  of    Stationery 
ia  very  complete,     embracing 
in  part   all   the    varieties    o  f  Cap, 
Letter,   Packet,    Commercial,   Bath 
and  Note  papers,  together  with  Blotting, 
Envelope,  Manilla 
ping;    Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 
pr  esses,    and 
Inkstands ;  Era- 
wai,  Wafers, 
Banker's  cases, 
head  boxes,  En- 


Tissue,   Drawing, 
and  Tea  \v  rap- 
hoards,  E  n  v  el- 
Pens,  Penhold- 
rack  s,   Copying 
Books,  Ink  and 
eares,   Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 
ve lope  and   Card  cases ,  Cash   and    Post 
Office  boxes,  Rulers,  Letter  scales,  Clips, 
Weights,  and  Files  ;  Date  Calendars, 
together  with  all  other  articles 
used  in  the  counting-house. 

Stationers^ 

To  our  Blank   Books  we 

especially    call    attention,    as 

-    they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  niemo- 
t  h  e  large  Super 
rial  Ledger,  and 
variety  of  styles 
w  orkm  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  o  f  pa- 


randum  book  to 
Boyaland  Impo- 
bound  in  a  great 
an  d  of  superior 
Books  made  t  o 
sired  pat  te  rn, 
printed  headings 
give    satisfaction 

per,    accuracy   of 


ruling    and  durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLAftK  BOOK    MANUFACTURERS. 


We  Are   prepared   i  o 

Print  and  Bind  hooks 

tion  and  in  any  style 

sired,  at  rates  as  low 

quality  of  work 

c  u  t  e  d  in  this 

where.     Our 

executing  these 


Ste  r  e  otype, 
of  any  descrip* 
that  may  be  de- 
as  the   sama 

can  be  eze- 
city  or  elsa- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
st  vie   and  on      short  notice. 


Merchants   and 
tt.    Bills  of  Lading, 

Railroad    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  wo  do  such  -obs 
despatch-.     Orders  ro- 


ot hers  wishing 
Bill     Heads, 

Dray  receipts,  0 
any  other  doscrip- 
please  bear  in  mind 
with  neatness  and 
spectfully  solicited. 


Publishers 


Our  own  p  u  bl  (cations        are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
Clartoa1   Com-  m  e  n  t  a  - 

ries, Dick's  Works.  RoU 

lin's  Ancient  History,  Plutarch's 
Lives,  JosephuB,  Spectator,  Chain  of 
Sacred   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German,     „ 
etc.,  etc.    Theso,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive, 
Books  of  narrative  and 

adventure.  Books  Buited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

43  MAIN  STREET,  ClN. 


■  W.  HARVEY'S  SAFETY  JOINT 


For    Coupling    the    Ends    of   "2" 
^PATENTED,  NOV.  2,  1858. 


Bail 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig-  1  ia  a 
view  of  outside  plate  C,  whu-h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  mils,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
in  Fig. 3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  prolect 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegetianof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  O  C.  and  serving,  also.  In 
part,  to  confine  the  plate  C.  The  ends  of  the  tongues  nr. 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  th. 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provide!  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  ami  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rail. 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  thatnei- 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  is  road. 
for  expansion  and  contraction  between  the  tongues  and 
Blots  in  the  rails,  so  that  they  can  not  shove  together,  as  is 
the  present  mode  of  fastening  them— each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  tho  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  percent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

W   HARVEY,  Inve  mop  in  Pi  Tr>7i«Y 
41  Jelleis  on-street,  Allnuy, 


108 


THE    RAILROAD    RECORD. 


PROSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IHDN  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  END  TO  KKD. 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATER    BUFPLT,    ACIDS,    ETC. 

SOI,  V,    T  M  P  O  R  T  TC  R  S  - 

PnOSSKKlSFATENT  SCKf'ACH  COIV- 
I>IiIVSESt.**  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gatujes,  3-cutter  drills,  counter- 
sinks, title  end  cutting  bars,  expanders.  tube  sealers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrenclies, 
tivbes — plain  or  enameled,  screwed  together  for  Artesian 
Weils,  Hollow  Slabs  for  various  purposes,  Steel  for 
Rollers.  TIIOS.  PROSSBR  &  SON, 
97jan.  28  Piatt  Street,  New  York- 

lit.  G.  LOBDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 

BUSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS   OF 


For  R.R,  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Extmt 

FOR   THEIR 

CELEBRATED     WHEELS, 

EITHER   SINGLE   OR   DOUBLE   PLATE, 

WITH     OR     WITHOUT     AXLES 

WHEELS  FITTED 
To    Hammered   or    ISoHed    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 


Most  Reasonable  Terms. 


ao2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  tTie  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post-  Offices;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  t/ie  Post-Office  De- 
partment, <&c.,  dbc. 

COMPILED    BY    E.    PENROSE    JONES, 

LaU  Assistant  Post-Master  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE   FOLLOWING  CERTIFICATE. 
U.S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
E.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  0., from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of    the    Western,    North- Western,  and 
South-Western  States,  yet  published.. 

MAHLON  II    MEDARY, 
Agent  and  Inspector  of Blanks ,  &c.,for  P.  O. Depart. 

The  book  makes  an  actavo  pamphlet  of  abont  100  pages. 
Th«  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
«ijler  is  promptly  advised  of  al)  New  Offices,  Changes  and 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Observe,  That  this  list  is  arranged  by  States  and  Conn- 
ies, making  it  especially  valuable  to  business  men.  No 
similar  arrangement  lias  been  published  since  3856".  There 
are  3U00  more  offices  in  this  than  in  any  book  heretofore 
issued.  Tite  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

JTlr  Single  copies  sent  by  mail  (postage  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps,  Five  Copies  sent  for  SI  00,  or  Twelve 
Copies  for  g2.00.Jl  '  RE?? 

Addresi,  C.  S.  WJLL1IAMS, 

194  Walnut  Street, 

Uu.ttlO  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


Witt.  *TTMIVER  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICES: 

Louisville,  Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  0., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  noon,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Tive   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al:he  on 
botii  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell;  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ID3  Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febl2.  WM.  SUMNER  &  CO. 

AAA  Ke?s  No.  1   Kaitroad  Spikes,  5i  by  9-16th 

,  &\J\J  Corby,  Gossin  &  Co.'s  make,  for  sale  very 
low  by  TRABER  &  AUBERY, 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRO., 

172  Mm  Street,  let.  4th  and  bth, 
CINCINNATI,  O. 
Sole  Manufacturers  of  McGowan'  E  bauble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine) 

WOULD  respectfulh  invite 
the  attention  of  KAILKOAD 
Companies,      Manufacturer 
Distillers,  Miners,  and  the  put 
lie  generally  to  these  Pumps') 
as  the  best  Pump  now  in  uue< 
and  acknowledged  by  all  wlc 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  to  get  out  of  order;  weP 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Dtstillc 
ries.     Breweries,     Furnacet 
Aiines,  Rolling  Mi  lis,  Pape 
WSfsrr~^  q»  i _i i imi         Mills,  Factories,  Wells,  Cia 
terns, Stationary  File  Engines, Garden  Engines  andfs 
all  purposes  where  a  Pump  can  be  used.   Also,  for  for- 
eing  a  largebody  of  water  to  agreat heightordistance 
rapidly. 

Also,  McGowan  s  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses.  &c.  Hose  Couplins 
Lead.Oopperand  Gas  Pipe  furnished  althe  II  west  ma  ' 
ltd  prices. 

Full  ''nd  perfect  a tisfac tion  guaranteed  in  allcases, 
when  properly  put  up  according  to  directions. 

Orders  thankfully  received  and  promptly  filled  at  the 

shortest  notice. 

SILVER    AiEDAu      (The  highest    prize)  awarded 

esc  pumpsandSteam  Pumping  Engine  attb    late  Fa 

Obio  Mechanics'  Institute  Juue^l8.  1845  — ] 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown.  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 

~  FREEDOM  IRON  COMPACT 

MAyCFACTUTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Pi»ton  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co,,  Penn. 

JOH9I  A.  WKICHX,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashione* 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 

OF    THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Albany.  Arr.  Buffalo.  Arr.  S.  Br. 

Steamboat  Exp..  7  00  a.  M.  700p.m.  7  00  p.m. 

Mail 9.00a.m.  12.50a.m.     

New  York  Exp..  11. 15  a.m.  9.00  p.  m  9.00  p.m. 

NightExp 5.00  p.m.  4.00  a.m.  4.00  a.  M. 

TJtica  Accom'n..  6  00  p.  m.    Ar.  U.  10.00  p.  m 

K.  Y.  Mail 11.15p.m.  10.0.  a.  m.  10.00a, m; 

Leave  Buffalo.  Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15*.  M.  5.15  a.m.  3-30  p.  m. 

Steamboat  Exp..  8.00  a.  h.  8.00  a.  m.  8.00  p.  M. 

Mail 2J0p.». 


Cleveland  Exp..  6.M  p.  m. 
Cincinnati  Exp. 11. 00  p.  a. 
UticaAccom'n..  — — 


6.00  p.  H.  4.40  A.  M. 
11.00  p.  M  8.30  a.  X 
10.00  A. 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomoti* 
equal  iu  efficiency  and  durability  t o  the  best  Easter  a 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  fcinds  of  heav  7 
forging  and  casting  done  at  short  notice.  Alao,boltsfor 
bridge::  cu   vrithiispatch. 

MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE. 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  of  Col.  E.  TO, 
MORGAN;  a  distinguished  graduate  ot  West  Point 

and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  thebesi  Colleges 
but  more  extended  in    Mathematics,  Mechanics,   Ma 
chines,  Construct  ion,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompaniedby  daily  ind 
regulated  exercise. 

Schools  of  Architectare,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui  t 
time  means, and  object  ofProfessionalpreparaiion,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Spriuge.Ky.  '"or  the- undersigned. 

P.  DUDLEF. 
Pre»identofth   Board 
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E.  D   MANSFIELD, 
T.  WRIGHTSON, 


Editors. 


CINCINNATI: 
Thursday  morning,  April  26.  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MO  RHINO, 

BY  WRIGHTSON  &  CO. 

OFFICE  -Nc^ieTjWalnnt    Street. 

SUBSCRIPTIONS— $3  Per  Annam,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 


ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, $1  00 

"        "        per  month, 3  00 

"        U        six  months, 12  00 

**        **        per  annum, 20  00 

**    column,  single  insertion, 5  00 

"        k'        per  month, 10  00 

•*        "        six  months, 40  00 

'■        "        per  annum, 80  00 

**    page,  single  insertion, 15  00 

**        *"        permonth, 25  00 

"        ,l        six  months, 110  00 

**       "       per  annum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS. 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

JfpThe  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  H  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

V  ■  = 

NEW  FREIGHT  RATES. 

The  schedule  of  rates  adopted  last  week,  are 
as  follows.  These  rates  went  into  operation 
on  the  23d.  inst 


From  Cincinnati  to — 


1«(. 


New  York,  all  rail 1  35 

"  rail  and  water .1  27 

Boston,  all  rail  1  45 

'*  rail  and  water 137 

Philadelphia,  all  rail 1  20 

*'  rail  and  water 1  12 

Baltimore,  all  rail I  10 

1 '  rail  and  water J  02 

Buffalo,  all  rail CO 

"  rail  and  water 59 

Dunkirk,  rail  and  water 58 

Albany,  Troy  *}  all  rail 135 

and    Shen-  > 

ectady  ....  J  rail  and  water.... 1  23 

Detroit,  all  rail 40 

Cleveland,  all  rail 40 

Toledo,  all  rail 40 

Sandusky,  all  rail... 40 

Chicago,  all  rail 75 

Milwaukee,  all  rail 75 

RATES    OF    LIVE    STOCK    PER    CAR. 

Catte.      Seeep.  Bogs.  Hog*. 

Double  d*k.  Single  d'k.  Double  d'h. 
New  York. $150         $150  J130  |2fl» 


3d. 

3d. 

MA. 

FVr. 

1  05 

85 

50 

100 

97 

80 

45 

90 

1  13 

90 

55 

1  10 

1  115 

85 

50 

1  00 

95 

HO 

45 

90 

87 

75 

40 

80 

85 

70 

40 

80 

77 

65 

35 

70 

55 

35 

30 

55 

47 

40 

25 

45 

47 

40 

25 

45 

J  08 

88 

50 

1  00 

98 

83 

45 

90 

35 

as 

30 

40 

35 

25 

22 

40 

35 

25 

20 

40 

35 

25 

20 

40 

60 

50 

40 



CO 

50 

40 

— 

Philadelphia 135 

Baltimore 125 


135 

125 


118 

1U8 


180 
165 


■  The  Chicago  and  Milwaukee  Railroad 
last  week  sold  its  steamer  Planet  for  $15  000 
something  over  $5,000  less  than  the  cost,  ex- 
clusive of  her  httll  and  engine.  The  boat  had 
run  but  two  seasons. 


THE  PACIFIC  RAILROAD. 

Shall  we  have  a  railroad  to  the  Pacific,  and 
on   what  route  shall   it   be   built,    are   ques- 
tions that  have  for  the  past  ten  or  fifteen  years, 
seriously  agitated  our  whole  country.     Cali- 
fornia, composed  of  children  and  brothers  from 
the  older  States,  with  every  tie  of  affection  and 
interest  to   bind   them   fast  to   the   common 
Union,  has  on  more  occasions  than  one  threa- 
tened that  if  a  means   of  transit  on   our   soil, 
and  an  escape  from  the   dangers  of  the   sea, 
and  the  fearful  perils  of  tropical  fevers,  are 
not   afforded,   she   would  withdraw  from  the 
sisterhood  of  the  States,  and  that  she  would 
form  an  Empire  of  her  own  at  the  setting  sun. 
Not  only  is  it  insisted  on  as  the  great  desidera- 
tum for  social  and  and  commercial  intercourse, 
as  a  source  of  pleasure  and  profit,  but  it  is  an 
absolute  necessity  in  case  of  difficulty  with  any 
foreign  naval  power.     What  would  be  the  cost 
of  transportation  alone  in  case  of  a  war,   for 
instance  with  Great  Britain,  France,  or  Russia, 
on  the  supposition  that  they  should  attack  only 
our  Pacific  territory.     Let  those  who  are  ex- 
perts at  figures,   and    curious   in    matters   of 
speculation  try  their  hand  at  it,  by  multiplying 
the  cost  of  the  Utah  war,  with  not  one  drop  of 
blood  spilt,  by  the  magnitude  of  an  enterprise 
carried  on  with  the  same  vigor   and  on  the 
same  scale  with  the  Crimean  war,  or  the  Italian 
campaign.     It  is  true   these  things  have  not 
happened,  but  how  soon  they  may,  we  nor  any 
one  can  tell.     How  much  longer  would  it  have 
taken  for  France  and  England  to  have  taken 
Sebastopol  and  conquered  a  peace  from   the 
Emperor  Alexander,  if  the  railroads  he  is  now 
building  had  not  been  an  afterthought?     How 
much  treasure  would  he  have  saved,  and  how 
much  more  would  it  have  cost  them  ?     What 
would  have  been  the  condition  of  Sardinia  if 
railroads  and  telegraphs   had   not   connected 
her  so  intimately  with  her  allies.     In  her  case 
the  declaration  of  war  was  simultaneous  with 
an  act  of  hostility — the  marching  of  an  im- 
mense army  into  her  territory.     What  guaran- 
ty have  we  against  a  similar  attacks. 

Another  consideration  is,  protection  against 
the  wild  and  marauding  savages  that  infest  the 
presentoverland  transit  routes.  Theunearthly 
screech  of  the  steam  whistle,  and  the  lightning 
velocity  of  the  iron  horse  will  do  more  to  break 
up  and  destroy  the  power  of  these  roving  bands 
of  cut-throat  thieves,  than  anything  that  has 
been  donebygovernment  sinceithashadan  ex- 
istence. Five-sixths  of  our  gallant  little  army 
are  constantly  employed  in  the  now  almost  in- 
accessible wildernesses,  and  fed  on  had  bacon 
and  worse  beans,  in  the  delightful  and  inter- 
esting occupation  of  chasing,  on  foot,  Indians 
mounted.  Often  the  very  horses  stolen  at  one 
Fort  are  again  sold  to  the  government  at  an- 
other to  replace  others  similarly  disposed  of. 
There  is  also  one  other  consideration  which 
renders  it  good  policy  for  our  government  to 
aid  in  the  construction  of  railroads  to  the  Pa- 


cific, that  is,  the  development  of  our  national 
domain,  and  the  mineral  wealth  in  which  it 
abounds.  It  is  a  fact  that  can  not  be  denied, 
that  the  treasure  poured  into  the  lap  of  the 
older  States  by  California,  has  saved  the  coun- 
try from  national  bankruptcy,  and  has  given 
it  an  impetus  in  the  march  of  improvements 
in  the  last  fifteen  years  that  without  this  aid 
would  have  required  fifty  to  accomplish;  and  it 
is  but  fair  that  a  small  portion  of  the  abundance 
that  she  has  sent  us  should  be  expended  in  her 
development  and  protection.  This  golden 
stream,  bounteous  as  it  has  been,  with  what 
volume  would  it  swell  when  joined  by  the  now- 
gushing  fountains  of  Pike's  Peak,  New  Mexico 
and  Arizona.  The  annual  increase  of  treasure 
that  would  come  from  these  sources  after  the 
building  of  railroads  that  will  make  them  ac- 
cessible, and  protect  the  miners  from  Indian 
thefts  and  depredations,  will  be  far  greater  than 
would  build  and  equip  all  three  of  the  routes 
now  proposed.  The  deposits  of  the  precious 
metals  in  those  regions,  every  intelligent  man 
knows,  are  abundant  and  inexhaustible,  and 
need  only  protection  and  better  means  of  tran- 
sit, to  render  them  rivals  of  California. 

The  Pacific  Railroad,  if  undertaken  at  the 
right  time,  and  with  a  view  to  a  direct  and 
speedy  construction,  would  have  been  one  of 
the  grandest  enterprises  of  the  world.     Even 
yet,  it   will   be  most   magnificent,   and   most 
beneficial,  but,  there  are  certain    things  quite 
obvious;   1st.  the  government  must  put  forth  its 
hand,  and  do  it  heartily.     To  draw  up  a  law 
which  will  merely  put  a  company  on   paper, 
will  not  do.     Nor  will  it  do,   to  grant  merely 
lands.     The  governmentmust  advance  money, 
— enough  to  ensure  capitalists,  who  come  in, 
against  a  total  loss.     2d.  This  must  be  done, 
by  an  advance  for  services  to  be  rendered;  the 
only  way,  in  which  the  government  can  constitu- 
tionally give  money.     It  has  the  right  to  make 
any  sort  of  a  contract  for  the  carriage  of  mails, 
or  munitions,  and  provisions,  and,   as  in  any 
other  contract,  it  has  the  right  to  make  this  in 
advance  of  the  actual  service.     3d.  They  must 
give  lands  along  the  line  also,  as  a  premium, 
or  profit  to  the  stockholders,  in  case  the  road 
is  not  profitable.     Without  these  several  con- 
ditions, a  Railroad,  which  at  the  least  must  go 
over  800  miles  of  rocks,  sand,  and  mountains 
can  not  be  made.     The  money  holders   must 
have  an  inducement  to  come  in  and  share  the 
responsibility.     A  bill  has  been  agreed  upon, 
and  reported  by  Mr.  Curtis,  of  Iowa,  Chair- 
man  of  the   Committee.      Below  we   give   a 
synopsis    of    it,    which    will   be   found    sub- 
stautially  correct. 

THE    ROUTE. 

As  a  preliminary  question,  the  committee 
first  determined  to  adopt  but  one  of  the  four 
practicable  routes.  On  either  route,  moun- 
tains, rivers,  and  sterile  lands  must  be  travers- 
ed ;  and  on  other  parts  of  each  route,  rich  val- 
leys, gentle  grades  and  cultivable  lands. 
Wherever  the  location  be  made,  great  advan- 
tage will  enure  to  the  vicinity,  and  therefore 
the  rivalry  between  sections  for  its  location. 


no 
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The  four  general  lines  reported  as  practica- 
ble are  as  follows: 

1st.  The  route  by  the  Gila  River,  through  Ari- 
zona, near  the  parallel  of  32°,  north  latitude, 
called  the  "Southern  Route." 

2d.  The  route  through  Albuquerque  near 
35°. 

3d.  The  Emigrant  route,  by  the  Platte  Val- 
ley, through  Salt  Lake  Valley,  near  the  paral- 
lel of  41°.  This  is  denominated  the  Central 
Route,  the  general  location  of  which  your  com- 
mittee has  adopted. 

4th.  The  route  from  St.  Paul  to  Puget's 
Sound,  which  runs  between  47°  and  49°,  runs 
near  our  Northern  boundary. 

The  central  route  would  benefit  the  greatest 
number  of  people. 

THE   SHORTEST   LINE. 

A  road  is  now  built  to  St.  Joseph,  Mo.,  250 
miles  beyond  the  Mississippi,  and  from  thence 
rails  are  now  being  laid  toward  Ft.  Kearney. 
We  either  should  start  from  navigable  waters, 
or  from  extreme  points  of  our  present  railroad 
system.  In  considering  the  Western  terminus, 
we  must  look  to  a  direct  connection  with  San 
Francisco  by  the  rivers  navigable  by  steam- 
boats which  can  carry  at  least  two  hundred 
tons  of  freight. 

miles. 

1.  The  line  of  32  deg.  from  Gaines  to  Fulton 150 

The  line  of  32  deg.  from  Fulton  to  San  Francisco.  2,024 

Total 2,174 

Deduct  sections  west  of  the  Mississippi 27 

Total 2,147 

Deduct  navigable  waters  of  San  Juaquin 97 


Total. 


9.  The  line  of  the  35th  parallel  would  he 

2.  The  central  route  would  be,  from  Council  Bluffs  to 

Sun  Francisco J  ,987 

Add  50  miles  to  equate  the  starting  point  from  St. 

Joseph's,  Mo.,  where  railroads  now  terminate 50 

Total  miles 2,037 

Deduct  navigable  waters  of  the  Sacramento 2G5 


Total 1,772 

4.  The  northern  route,  via  St.  Paul  and  Puget's  Sound, 
■would  have  a  total  length  of  2,308  miles.  So  it  will  be  seen 
that  the  central  is  278  miles  shorter  than  the  shortest  rival 
route. 

BRANCH   CONNECTIONS. 

It  is  contended  that  the  central  line  is  great- 
ly superior,  in  accommodating  all  sections  of 
the  country  wishing  to  make  branch  connec- 
tions with  the  through  line,  not  only  at  the 
eastern  but  western  terminus — and  making  the 
grand  trunk  line  accessible  alike  to  Oregon 
and  Southern  California. 

In  addition  to  these  facts,  the  committee  con- 
tend that  the  central  road  should  be  built 
for  the  following  reasons,  viz :  that  the  Emi- 
grants have  adopted  it,  the  largest  settle- 
ments are  upon  it,  the  Pike's  Peak  Gold 
mines,  the  Washoe  Silver  mines,  and  the  Mor- 
mons are  on  it.  In  addition  to  these  considera- 
tions, it  is  added,  that  under  the  examinations 
of  the  War  Department,  a  new  and  much  bet 
ter  route,  through  Utah  has  been  discovered. 
These  are  all  good  as  far  as  they  go,  but  it  is 
not  enough  that  Congress  shall  aid  a  single 
route,  neither  will  it  meet  the  wants  of  the 
country  at  large.'  Nothing  less  than  three  per- 
fect and  distinct  routes  will  meet  the  wants  of 
the  age,  nor  can  one  route  command  the  sup- 
port of  the  people  to  the  exclusion  of  the 
others.  The  people  of  the  north  will  insist 
on  a  northern  line,  and  the  southern  represen 
tatives  will  go  neck  or  nothing  on  asouthern 
route;  both  sections  have  a  right  to  it,  and 
should  have  it. 


It  is  not  within  the  province  of  the  commit- 
tee to  present  estimates,  but,  by  showing  that 
the  extra  cost  mainly  relates  to  the  grades  and 
the  lies,  they  can  not  preceive  how  it  is  possi- 
ble for  such  a  road  to  cost  a  vast  deal  more 
per  mile  than  other  railroads.  The  cost  of 
Western  railroads  does  not  exceed  $40,000, 
and  some  are  built  for  much  less.  Add,  say 
$20,000  per  mile  for  extra  cost  of  grading  and 
procuring  ties — that  is  $60,000  per  mile.  If 
you  start  with  two  converging  branches,  to 
unite  within  two  hundred  miles  of  the  Missouri 
River,  the  entire  length,  including  branches, 
would  be — say  2,000  miles,  and  the  entire  cost 
$120,000,000.  In  the  valley  of  the  Platte 
River,  $60,000  would  be  enormous;  but  in  the 
mountain  passes  of  the  Sierra  Nevada  it  would 
be  too  small.  But  the  committee  believe  this 
sum  a  safe  approximate  of  the  entire  cost  of 
the  road  properly  equipped. 

The  committee  have  made  an  estimate  of 
profits,  by  which  tbey  think  that  the  gross  re- 
ceipts would  be  $30,000,000  per  annum,  which 
would  yield  a  moderate  profit.  Such  calcula- 
tions are,  however,  entirely  speculative  for  the 
present.  The  yield  will  unquestionably  be  very 
great.  The  transfer  of  nearly  all  the  Isthmus 
business,  which  must  necessarily  follow,  will 
alone  give  a  large  business, 

THE   PLAN   OF   EXECUTION. 

A  very  great  diversity  of  opinion  exists  in 
regard  to  the  best  plan  of  prosecuting  the  work. 
The  Committee,  after  much  examination,  re- 
commend the  plan  of  the  Government  issuing 
thirty-year  bonds  bearing  five  per  cent  inter- 
est, in  payment  for  telegraph  and  transporta- 
tion service,  to  be  executed  during  the  progress 
and  after  the  completion  of  the  road,  to  be  ad- 
vanced only  as  sections  of  fifty  are  completed. 
Beginning  at  each  end,  with  what  is  supposed 
to  be  only  enough  to  aid  capital,  the  amount 
per  mile  is  to  increase  as  the  work  proceeds 
from  both  ends  towards  the  center,  where  the 
expense  is  the  greatest.  These  advances  to  be 
a  first  mortgage  on  the  line  and  equipment; 
which  with  the  six  and  a  half  millions  ofwork 
to  be  done  annually  for  the  Government,  would 
seem  to  be  ample  security.  It  is  proposed  to 
advance,  as  the  work  progresses,  $60,000,000, 
which  may  be  increased  by  accruing  interest 
over  service,  to  $70,000,000.  The  annual  in- 
terest would  then  be  $3,500,000,  the  service 
$6,500,000  ;  so  the  service  would  exceed  inter- 
est $3,000,000.  This  last  sum  would  remain 
with  the  Government  as  a  sinking  fund  suffici- 
ent to  extinguish  the  bonds  in  less  than  twenty- 
four  years,  and  therefore  before  the  bonds  will 
become  due. 

Your  Committee  have  tried  to  adapt  the 
plan  to  the  nature  of  the  Government,  and  the 
public.  The  sum  required  seems  large  hut  it 
is  only  to  be  advanced  in  yearly  installments, 
and  then  in  bonds  secured  by  first  mortgage 
on  the  railroad.  The  Mexican  war  cost  us 
$200,000,000.  The  construction  of  the  Pacific 
Railroad  would  accomplish  more  good,  and 
add  more  to  our  national  glory,  and  we  would 
therefore  be  justified  by  posterity  if  we  sink 
twice  $60,000,000  in  such  a  national  achieve- 
ment. 

A  Pacific  Railroad  is  consistent  with  the 
progress  of  the  age,  and  worthy  of  a  great  and 
powerful  nation.  It  will  unite  isolated  sec- 
tions of  our  own  country,  create  a  direct  com- 
munication between  Europe  and  Asia,  and 
revolutionize  the  commerce  and  advance  the 
civilization  of  the  world. 


The  Committee  present  the  accompanying 
bill,  with  a  recommendation  that  it  do  pass. 

The  bill  reported  by  Mr.  Cuetis  has  been  pub- 
lished. It  provides  for  a  single  central  route 
between  the  forty-second  and  thirty- fifth  paral- 
lels of  latitude,  starting  one  branch  from  St 
Joseph's,  Mo.,  and  another  from  Leavenworth 
or  Sioux  City,  uniting  two  hundred  miles  west 
of  the  Mississippi  River,  thence  through 
Bridger's  or  South  Pass,  near  Salt  Lake  City, 
to  the  head  of  the  Sacramento  River.  It  gives 
sixty  millions  of  dollars  and  sixty  acres  of 
land  to  the  route. 

The  minority  report  refers  to  the  great  ad- 
vantages derived  from  two  rontes,  advocates 
the  extreme  Southern  ronte  in  addition  to  the 
Central  route,  and  provides  for  the  same 
grants  to  both  route3  as  expressed  in  the  Cur- 
tis bill. 

The  minority  of  the  Committee  committed 
an  error  in  recommending  but  two  routes. 
There  is  more  wood,  more  water,  better  land, 
easier  grades,  and  less  depth  of  snows  on  the 
extreme  northern  route  than  on  the  central, 
and  the  whale  fisheries  of  the  North  Pacific, 
the  fur  trade,  the  gold  of  Frazer's  river,  the 
trade  with  Oregon,  Washington  Territory, 
Vancouver  and  the  British  Dominions  ars  in- 
terests that  can  not  be  overlooked.  If  but 
two  routes  are  to  be  built,  the  extreme  North 
and  the  extreme  South  are  the  ones  to  be  se- 
lected, both  on  the  ground  of  national  right, 
military  protection,  and  natural  advantages. 
But  we  desire  it  to  be  distinctly  understood, 
that  we  advocate  three  routes.  The  Central 
route,  with  its  Pike's  Peak  and  Utah  settle- 
ments, is  one  that  should  be  built.  They  can 
all  three  be  constructed  in  five  years,  if  Gov- 
ernment will  but  give  the  proper  aid  and  sup- 
port to  the  enterprise,  and  that  too  with  Ame- 
rican capital,  and  by  American  genius. 


TAXING  THE  N.  Y.  BATLROADS- 

The  New  York  Legislature  has  adjourned 
without  passing  the  "tolling"  or  "prorata" 
bills,  as  they  were  called.  The  question  is, 
however,  by  no  means  settled,  as  it  regards 
the  New  York  Central.  The  ease  has  assum- 
ed a  new  phase.  To  understand  it,  we  make 
the  following  statement.  The  New  York 
Central  Road,  our  readers  are  probably  aware, 
is  a  combination  of  seven  roads,  which  were 
originally  chartered  and  made,  between  Al 
bany  and  Buffalo.  The  main  links  in  this 
line  were  successively  from  Schenectady,  Uti- 
ta,  Syracuse,  Auburn,  Rochester,  Batavia,  and 
Buffalo.  By  the  original  charters  of  these 
roads,  it  seems  (as  they  were  constructed,  by 
the  side  of  the  Canal,  interfering  with  its  busi- 
ness,) they  were  obliged  to  pay  toll  to  the 
State.  So  long  as  the  Central  was  the  only 
line  to  Buffalo,  it  did  very  well.  The  price  of 
stocks  in  these  roads  was  nearly  all  above  par, 
when  they  were  combined  into  one.  Subse- 
quently the  Erie  Road  came  into  competition, 
and  to  compensate  the  Central,  the  Legisla- 
ture took  off  the  tolls.  We  come  now  to  the 
present  time.  The  Legislature  asked  the  At- 
torney-General,  whether    this  repeal  of   the 
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clause  in  the  original  charters,  requiring  tolls, 
was  Constitutional?  The  Attorney-General 
SayS — u  is  unconstitutional  The  grounds 
for  tiiis  opinion  are  probably  these :  That  the 
Supreme  Court  of  the  United  States  has  de- 
cided, that  a  Charter  is  a  contract,  and  conse- 
quently, the  Legislature  can  not  repeal  it ; 
because  they  can  not  "impair  the  obligation 
of  contracts."  If  it  be  asked,  however,  who 
can  take  advantage  of  it,  since  the  repeal  is 
made  by  the  State  on  one  hand,  and  for  the 
benefit  of  the  road  on  the  other,  it  will  be, 
perhaps,  sufficient  to  say,  that  every  man,  on 
the  Erie  Canal,  who  has  an  interest  in  the 
success  and  business  of  the  Canal,  has  a  vest- 
ed interest,  in  the  original  contract  with  the 
Railroad  Company.  On  the  principle,  decid- 
ed by  the  Supreme  Court  of  the  United  States, 
the  Attorney-General  seems  correct;  though 
it  is  by  no  means  probable,  that  the  Railroad 
Company  will  yield  without  carrying  the  case 
to  the  highest  tribunals'.  The  Canal  Com- 
missioners have  ordered  a  case  to  be  made, 
and  suit  brought  against  the  Central,  not 
only  for  present,  but  for  past  tolls.  It  is  said, 
that  the  amount  due  on  the  old  contracts, 
amount  to  $3,500,0005 

This  will  be  a  comfortable  little  sum  for 
that  road  to  pay.  It  is,  however,  one  of  the 
richest  Companies  in  America, and  we  believe 
can  pay  the  toll,  and  make  a  very  respectable 
dividend.  If  we  are  right  in  the  facts,  and 
proper  parlies  can  be  made  to  the  suit,  we 
have  little  doubt  the  Company  will  be  com- 
pelled to  pay  the  tolls.  The  amount  annually 
due  will  be  about  $350,000. 

The  recent  dividends  declared  by  the  Com- 
pany have  been  eight  per  cent.  The  toll  will 
be  about  one  per  cent. ;  so  that  even  with  its 
late  reduced  business,  seven  per  cent,  divi- 
dend can  be  made,  and  the  tolls  paid  also. 
We  shall  be  curious  to  see  the  result  of  the 
new  movement 
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The  improvement  in,  and  upward  tendency 
of,  Railroad  Shares  noticed  in  our  last  still 
continues.  This  rise  is  not  local  or  tempo- 
rary, but  is  of  almost  universal  application, 
and  gradual  and  stable  in  its  operations, 
■We  believe  tne  basis  of  all  the  recent  im- 
provements to  be  perfectly  sound.  The  latest 
bulletin  of  the  New  York  Central  is  as  fol- 
lows : 

Treasurer's  Oitice,  Albany,  April  16,  1860. 

The  following  is  a  statement  of  the  earnings  of  the  New 
York  Central  Railroad  for  the  month  of  December,  1859, 
anil  for  the  months  of  January,  February,  and  March,  1860, 
compared  with  its  earnings  for  the  corresponding  months 
of  the  previous  year  : 


Years. 

IS.'i'J— December. 

1858— December- 


Increase-  i 
I860 — January.- 
1859 — January. 

! 

Increase. 


Earnings. 

.$'.'20,s<j7  27 

210,424  04 

9,971  63 

.$317,128  14 

380,348  68 


I860— February §402,530  28 

1859— February 370,541  36 


Increase 31,986  02 

I860— March 8544,339  33 

1859— March 509.210  54 


Increase. 


45,128  79 

GILBERT  L.  WILSON.  Treasurer. 

The  business  of  the  Central  is  now  very 
large,  and  the  officers  of  the  road  estimate 
the  aggregate  of  the  month  at  $60,000  over 
that  of  April,  1859. 

— The  following  is  a  statement  of  transpor- 
tation of  live  stock  over  the  New  York  and 
Erie  Railroad,  during  the  months  of  January, 
February,  and  March,  1859,  and  the  corre- 
sponding months  of  I860,  which  shows  a  very 

perceptible  increase: 

Total  Total  Cars 

Months.  Cars. 

Jan.,  1859 973 

Feb.,  1859 729 

March,  1859 750 

Total 2,452 

Jan.,  1860 1,867 

Feb.,  1860 1,551 

March,  1860 865 

Total 4,383  1,520 

Increase  during  the  three  latter  months 
compared,  is  1,961.  Cars  increase  of  live 
stock,  248;  cars  added  to  the  business  shown 
by  the  statements  rendered  on  the  27th  of  Fe- 
bruary last,  make  a  total  increase  within  the 
seven  latter  months  compared,  5,282  cars. 
Total  increase  of  live  stock  is  865  cars. 

— A  very  gratifying  increase  m  the  earn- 
ings of  all  of  the  Western  Roads  has  taken 
place.  The  earnings  of  the  Galena  and 
Chicago  Railroad  the  second  week  of  April, 
were: 

I860 821,254  00 

1859 20,913  00 


Stock. 
450 
397 
425 

1  272 

574 

477 
469 


Increase 341  00 

— The  earnings  of  the  Cleveland  and  Toledo 
for  the  second  week  of  April  were : 

I860 818,705 

1859 15,700 


Increase 3,005 

The  weather  has  been  cold  and  stormy  dur- 
ing the  week,  and  business  has  been  affected 
to  some  extent  by  it.    I 

— The  earnings  of  the  Illinois  Central  Rail- 
road for  the  second  week  of  April  were  as  fol- 
lows: 

I860 $45,500 

1859 42,000 


Increase. 


Earnings  of  I860  to  date $679,557  41 

1859 494,084  91 


Increase.   ..   .  . 185,472  50 

Receipts  in  Land  Department  to  14th  inst.. $25,591  79 

— The  Michigan   Central  Road  earned  the 
second  week  of 

April,  I860 $36,928  18 

"      1859 34,086  51 


burgh,  Fort  Wayne  and  Chicago  Railroad  Company,  for 
the  quarter  ending  March  31,  1860,  compared  with  the  same* 
period  of  last  year,  viz  : 

February.      March.         Totals. 
89,639  02    108  505  79    267,874  61 
45,11176      64,390  18     153,609  08 
2,500  00        2.700  00        7,800  0  0 
7,825  00 
7,083  33 


0,779  46 


Increase $2,811  67 

— The  second  week  of  April  on  the  Toledo 
and  Wabash  Road 

Gives 817,902  14 

1859 16,798  76 

Increase 1 ,183  38 

Pittsburgh,  Fort  Wayne  and  Chicaoo  Railroad. — 
The  following  is  a  statement  of  the  Earnings  of  the  Fitts- 


January. 

Freight $78,729  80 

Passengers..  44,167  14 

Express 2,601100 

Mail 7,82500 

Rent  of  road.     5,892  67 
Mi9cellane'us        465  00 


96  00 


r.82.>  TO      23,475  00 

7,183  33      20,059  33 

24  00  585  00 


Totals... $139,679  61     152,255  11     190,528  30    482,463  02 
Earnings  for 

1859 120,54163     128,636  04    168,346  75    417,524  43 


Increase... .$19,137  98      23,619  07      22,18155      64,938  60 
T.  D.  Messler,  Auditor. 
Wm.  B.  Oqden,  Receiver. 

— The  following  statement  shows  the  busi- 
ness of  the  Philadelphia  and  Reading  Railroad 
Company  for  the  month  of  March  to  be  as 

follows  : 

I860. 


Received  from  coal $166,808  48 

Received  from  merchandise....     57,603  80 
Received  from  travel,  etc 29,99.!  29 


Total $257,409  57 

Transportation,  roadway,  dum- 
ping, Renewal  Fund,  and  all 
charges 134,043  71 


Net  profit  for  the  month.  .$123,365  96 
Net  profit  for  previous  three 
months 221,029  80 


1859. 
$109,972  04 
49,978  98 
30,657  79 

188,6(18  81 


109,030  89 
79,577  92 
BI6.382  OS 


Total    net   profits   for   four 
months $344,385  66 


$296,959  97 

— The  annexed  is  the  detail  of  the  earnings 
of  the  Galena  and  Chicago  Union  Railroad  for 
the  week  ending  April  15: 

1859.  I860. 

Freight $11,577  OS      $13,563  06....IncS'^5  98 

Passengers 8,586  45  0,741  00. ..  .Dec.    1,845  45 

Mails.etc 750  00  950  00.  ...Iuc.      200  00 

Total... $20,913  53        21,254  06. ...Inc.      340  5S 

— The  receipts  of  the  Cincinnati  and  Indi- 
anapolis Road  for  March  are  within  a  fraction 
of  $45,000.  For  the  first  quarter  of  April 
(six  working  days)  they  were  $10,050,  against 
$8,575  in  the  first  quarter  of  April,  1859, 
(seven  working  days).  The  second  week  will 
give  a  gain  of  not  less  than  $1,500,  although 
the  flood  has  somewhat  interfered  with  rail- 
road traffic. 

— The  operations  of  the  Cleveland  and  Ma- 
honing Railroad  for  January,  February  and 
March,  have  been  as  follows: 

1859.     Gross  Earnings.     Expenses.         Net. 

January $13,400  70 

February   ...    10.200  53 
March 23,892  51 

I860. 
January....  $18,433  16 
February....    25,469  24 
March 30,037  08 


7,666  11 
7,214  53 
9,603  58 

5,774  59 
12,041!  00 
14,288  % 

_       

7.830  04 
9,012  87 
10,380  08 

10,609  12 
16,456  37 
20,557  00 

$32,079  55 


47.622  49 


Increase  of  net 
or  nearty  48i  per  cent. 

— The  following  are  the  earnings  of  the 
Eastern  Division  of  the  Ohio  and  Mississippi 
Railroad  for  the  month  of  March,  1860,  com- 
pared with  the  same  month  last  year: 

I860.  1859. 

Fassen-ers $44.210  06  51,014  80 

KWht                      44,152  17  32,394  30 

„      B"' 1.850  31  1,996  65 

express ■■■ 3,350  00  3,858  33 


Total $94,362  55        89,273  18 

This  statement  shows  an  aggregate  increase 
of  $5,098  37. 

— The  Williamsport  and  Elmira  Railroad 
was  sold  at  Philadelphia  last  Thursday,  as  ad- 
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vertised  by  the  first  mortgage  bondholders. 
It  brought  the  nominal  price  of  $100,000,  the 
sale  being  merely  pro  forma,  in  order  to  car- 
ry out  the  decree  of  the  Supreme  Court,  the 
act  of  the  Legislature,  and  the  agreement 
between  the  various  interests  of  the  Com- 
pany. 

— We  learn  from  Philadelphia  that  the  pros- 
pects are  that  the  tonnage  of  the  Beading 
Railroad  for  the  present  week  will  reach 
40,000  tons,  against  27,000  tons  for  the  cor- 
responding week  of  1859.  A  Philadelphia 
paper  says : 

"The  business  of  the  road  looks  flattering 
in  the  extreme.  The  coal  tonnage  for  the  last 
five  weeks  has  increased  to  the  enormous 
item  of  60,000  tons,  and  it  is  confidently  ex 
pected  that  the  average  increase  per  week  will 
not  be  less  than  10,000  tons  from  this  time  for- 
ward to  the  end  of  the  year,  making  over  two 
millions  of  tons  of  coal  for  the  year  1860. 
This  extraordinary  increase  will  be  equal  to 
1856,  when  the  stock  was  selling  at  $46  per 
share.  We  anticipate  soon  that  it  will  require 
no  bulling  to  put  this  stock  to  much  higher 
figures.  We  have  seen  the  circular  from  the 
New  York  coal  companies.  They  have  opened 
their  Spring  business  at  30  cents  per  ton  high- 
er than  last  year,  and  raised  their  price  10 
cents  the  1st  of  June,  and  10  cents  the  1st  of 
July,  and  the  Reading  Railroad,  to  correspond 
with  these  prices,  have  agreed  to  put  up  their 
tolls  15  cents  in  July  and  15  cents  in  Septem- 
ber, which  will  be  published,  we  learn,  in  the 
papers  next  week.  This,  we  think,  will  make 
a  large  demand  for  anthracite  coal  immedi- 
ately, and  we  would  not  be  surprised  to  see 
the  tonnage  of  the  Reading  Railroad  Com- 
pany reach  fifty  thousand  tons  per  week 
soon." 

— The  New  York  Tribune  of  Saturday  says  : 
"  In  Western  shares  the  transactions  were 
large,  without  any  very  marked  improvement, 
excepting  in  Indianapolis  and  Cincinnati, 
which  sold  at  40,  and  that  bid  for  more  against 
37  yesterday.  This  stock  has  been  unwarran- 
tably depressed  by  the  pressure  of  several 
considerable  lots  of  stock  on  the  market,  but 
this  pressure  is  now  removed,  the  stock  having 
been  taken  by  the  Cincinnati  friends  of  the 
Company,  and  there  are  large  orders  on  the 
market  with  little  or  no  stock  offering." 

— The  earnings  by  the  Chicago,  Burlington 
and  Quincy  Railroad  line,  for  the  first  two 
weeks  in  April,  are: 

1660.  1859, 

freight 558,811  00        34.130  20 Inc.  $24,700  80 

Passengers..     22,238  51        25,8112  55 Dec       3.584  04 

Total 581,1)69  51        59,9:12  75 Inc.  $-21, 136  76 

— The  approximate  earnings  of  the  Indiana- 
polis and  Cincinnati  Railroad  for  the  first  two 
weeks  in  April  this  year  and  last  compare  as 
follows  : 

Two  weeks  in  April,  1860 $19,600 

Two  weeks  in  April,  1859 16,490 


— The  detailed  statement  of  the  earnings  of 
the  Michigan  Southern  Road  the  second  week 
of  April,  is  as  follows: 

I860.  1859. 

Passengers $14,338  47  gl7,7J9  74 

Freight 24,023  58  17,408  39 

Mails 1,034  49  1,1134  97 

Total $40,393  54  $36,163  10 

Increase $4  233  44 

— The  following  is  a  comparative  statement 
of  the  earnings  and  expenses  of  the  Central 
Ohio  Railroad  for  the  past  three  months: 

December 43,907  10  43,103  05 

January 41,946  07  40  88*  21 

February 46,900  49  35,05119 

— The  earnings  of  the  St.  Louis,  Alton  and 

Chicago  Railroad  for  the  second  week  of  April 

shows  as  follows : 

Freight $8,334  62 

Passengjrs 9,427  81 

Mails 1,043  83 


Increase- 


Total S'8,3«B  26 

Total  in  1859 13,360  23 

Increase  this  year 5,448  01 

— The  Cleveland  Herald  notices  a  large  in- 
crease in  travel,  and  says  : 

"  The  amount  of  travel  between  the  East 
and  the  West  is  now  very  heavy.  Long  trains 
of  cars  loaded  with  passengers  pass  both  ways 
over  the  Lake  Shore  line  of  roads,  and  the 
depot  presents  a  lively  scene  three  times  a 
day,  on  the  arrival  and  the  departure  of  the 
through  trains.  The  immense  rush  from  the 
West  to  the  East  would  pre-suppose  a  panic 
in  the  West,  were  it  not  for  the  still  greater 
tide  of  travel  in  the  opposite  direction." 

— The  Cincinnati  Gazette  states  that  the 
proposed  consolidation  between  the  Western 
Transportation  and  the  New  York  Central 
Railroad  Companies  of  their  Lake  business  has 
been  fully  consummated. 

— The  Chicago  Press  states  the  work  on  the 
Illinois  River  Railroad  is  making  satisfactory 
progress.  Thirty  miles  of  the  line  north  from 
Virginia  are  completed,  and  twelve  miles  south 
from  Pekin  are  also  ready  for  the  rolling 
stock.  A  gap  of  sixteen  miles  remain  to  be 
finished,  when  the  regular  trains  will  at  once 
commence  running.  It  is  expected  that  the 
entire  distance  of  fifty-eight  miles  between 
Pekin  and  Virginia  will  be  open  on  or  before 
the  20th  of  June.  Within  a  month  later,  the 
ten  miles  between  Peoria  and  Pekin  will  be 
finished,  opening  by  the  Roek  Island  Railroad 
to  our  merchants  a  new  and  most  important 
section  of  the  State.  The  trade  from  most  of 
it  has  heretofore  gone  to  St.  Louis ;  railroad 
communication  will  of  course  change  the  cur- 
rent to  Chicago. 

—  The  New  York  Tribune  of  Monday 
says: 

"Now  that  the  New  York  Central  Railroad 
is  not  threatened  by  either  'Toll'  or  'Pro 
Rata'  bills,  its  business  and  prospects  begin 
to  be  discussed  in  the  street.  In  the  year 
1858,  the  net  earnings  of  the  road,  after  pay- 
ment of  expenses,  interest  and  sinking  fund, 
were  $1,951,654;  from  which,  to  satisfy  the 
conservative  spirit  of  the  times,  we  deduct  the 


amount  charged  to  construction  account  dur- 
ing the  year,  $216,702,  and  the  net  earnings 
are  $1,734,932,  or  more  than  7J  per  cent,  on 
the  entire  capital  stock.  In  the  year  1859, 
the  net  earnings  after  the  same  deductions, 
and  taking  out  also  the  construction  charges 
of  $108,196,  were  $1,596,410,  or  more  than 
Ojr  per  cent,  net  on  the  stock.  Subjected  to  a 
critical  examination  it  thus  appears  that  in 
two  of  the  most  disastrous  years  in  our  rail- 
way history,  the  road  has  fairly  earned  nearly 
7  per  cent,  on  its  stock.  If,  with  paralysis  in 
its  Western  connections,  with  a  languishing 
business  throughout  the  country,  the  road 
does  this,  it  may  be  safely  classed  among  the 
best  investments  of  the  day.  The  present 
year  opens  with  great  promise.  The  local 
business  is  constantly  improving,  and  the 
through  traffic,  which  has  suffered  the  great- 
est decline,  is  gradually  increasing.  The 
gain,  in  three  months,  estimating  April  at 
$50,000,  will  be  half  per  cent  on  the  capital 
stock;  and  at  the  same  ratio  of  increase,  de- 
ducting expenses  at  the  per  centage  of  1859, 
the  earnings  of  1860  are  likely  to  exceed  8  per 
cent.  There  are  but  few  of  the  best  railways 
in  Massachusetts  which  are  now  selling  in  the 
Boston  market  at  from  100  to  112  which  can 
make  a  better  statement  than  the  New  York 
Central  for  two  years  past,  or  which  exceed 
it  in  promises  for  the  present  year." 

— The  second  week  in  April  on  the  Chicago 
and  North-western  Road,  gives : 

Passengers $4,621  87 

Freights 5,684  01 

Mails,  etc 585  93 

Total 10.891  77 

Last  year 6,063  00 

Increase $4,823  77 

— The  tariff  of  the  first  two  weeks  of  April 
on  the  Macon  and  Western  Road,  amounted 
to  $14,450,  against  about  $12,000  last  year. 

— The  March  receipts  of  the  Philadelphia 
and  Wilmington  Railroad  were  $108,689  86. 
March,  1S59,  $103,062  94. 

— The   Hannibal  and  St  Joseph  Railroad 
gained  in  the  first  week  of  April  $11,000  over 
the  same  period  of  last  year. 
■  ■  ■ 

Covixgtox  and  Lexdcgtox. — This  road  com- 
menced yesterday  to  run  under  a  new  time 
schedule. 

The  express  will  leave  Covington  at  5:45  A 
M;  Cynthiana  S:50;  Paris  9:35;  arrive  at  Lex- 
ington 10:25  A.  M. 

The  Accommodation  train  will  leave  Cov- 
ington at  2:25  P.  M.;  Falmouth  4:16;  Cynthi- 
ana 5:32;  Paris  6:19,  and  arrive  in  Lexington 
at  7:10  P.  M. 

Returning,  the  Express  will  leave  Lexington 
at  12:25  P.  M  ;  Paris  at  1:15  ;  Cynthiana  2:00; 
Falmouth  3:13,  and  arrive  in  Covington  at  4:58 
P.  M 

The  Accommodation  train  will  leave  Lex. 
ington  at  5:30  A.  M ;  Paris  6:40;  Cynthiana 
7:25;  Falmouth  S:38,  and  arrive  at  Covington 
at  10:35  A.  M. 
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W.  R-  DUNLAP  &  CO'S  PORTABLE  ENGINE, 

itlfi 


A  cheap,  compact  portable  Steam  Engiue 
adapted  to  burning  either  wood  or  coal,  is 
something  needed  at  one  half  the  wood  and 
water  stations  of  every  railroad,  as  well  as  in 
a  thousand  and  other  places  both  in  town  and 
country. 

The  above  engraving  gives  a  correct  idea  of 
an  engine  of  this  character,  and  which  we 
think  will  meet  this  great  want.  Both  engine 
and  boiler  are  exceedingly  simple  in  their  con 
struction,  and  hence  easily  managed,  and  not 
liable  to  get  out  of  order.  Indeed,  the  sim- 
plicity of  the  boiler  was  the  principal  objection 
that  we  bad  to  urge  against  it,  as  we  thought 
it  would  be  impossible  to  raise  steam  quick 
enough,  and  keep  up  a  sufficient  supply  to  meet 
the  wants  of  the  engine,  but  Mr.  Dunlap  assured 
us  that  he  had,  and  could  again,  raise  steam 
from  cold  water  in  twelve  minutes,  start  his 
engine  in  fifteen  minutes,  and  that  the  engine 
was  abundantly  capable  to  generate  steam  to 


drive  engine  at  over  200  revolutions  per 
minute.  This  more  than  met  the  only  objec- 
tion we  had. 

The  capacity  of  the  engines  of  this  style 
manufactured  by  D.  &  Co.  are  from  five  to  fif- 
teen horse  power. 

The  following  technical  description  of  these 
engines  is  taken  from  the  Artizan. 

"The  boiler  is  so  constructed  that  it  may 
rest  upon  an  ash  pan,  when  the  engine  is  re- 
quired, upon  a  wooden  floor,  but  ordinarily  it 
isbesttomouutit,  as  here  shown,  upon  masonry, 
having  the  base-plate  bolted  down  to  sills  im- 
bedded in  the  walls  which  form  the  ash-pit. 

To  obviate  the  difficulties  which  so  often  oc- 
cur with  men  unaccustomed  to  running  steam 
machinery,  the  boiler  is  made  in  the  most  sim- 
ple style,  in  the  form  of  an  upright  cylinder, 
with  the  furnace  in  the  lower  end,  and  without 
tubes  or  flues  of  any  kind.  But  to  prevent  a 
waste  of  heat  there  is  an  arched  diaphragm  at 
about  two  thirds  of  the  hight,  which  receives 
the  upward  action  of  the  heat,  and  serves  as  a 
baBe  for  the  steam  dome,  as  indicated  by  the 


dotted  lines  at  L.  This  arrangement  gives  also 
a  large  space  for  the  steam  as  it  is  generated 
in  the  jacket  around  the  furnace. 

Water  is  readily  supplied  from  a  tank  or  bar- 
rel, as  at  Z,  by  means  of  the  force  pump,  t, 
which  is  attached  to  the  side  of  the  cylinder,^ 
opposite  to  the  steam  chest,  s,  said  pump  being 
operated  by  a  direct  connection  with  the  cross' 
bead,  Which  is  firmly  fastened  to  the  piston  rod, 
at  A. 

This  arrangement  balances  the  side  strain 
that  would  otherwise  be  upon  the  piston  rod, 
unless  the  pitman  were  attached  to  the  piston 
by  a  yoke,  and  then  the  cumbrous  frictional 
shears  wouid  be  required. 

The  lower  etid  of  the  piston  road  A,  is  of 
triangular  form,  and  works  through  brasses  at 
I,  which  are  so  arranged  that  by  simply  adjust- 
ing two  nuts,  three  sides  are  trimmed. 

They  have  -also  introduced  the  Judnon  gov- 
ernor, as  at  o,  which  has  a  graduated  opening 
in  the  valve,  by  which  the  amount  of  steam 
proportioned  to  the  power  is  admitted,  and 
thereby  it  is  claimed  to  insure  a  more  regular 
motion  than  can  be  otherwise  obtained. 

At  -c,  is  shown  the  check  valve,  which  every 
engineer  knows  to  be  a  valuable  appendage  in 
supplying  water  to  steam  boilers. 

The  compactness,  durability,  and  effective- 
ness of  these  engines,  as  thus  constructed,  must 
insure  for  them  a  speedy  introduction." 


SONORA  EXPLORING  AND  MINING 
COMPANY. 

Below  we  give  the  Report  of  S.  H.  Lathrop, 
Esq.,  the  able  and  energetic  Superintendent 
of  the  Sorvora  Exploring  and  Mining  Com- 
pany at  their  mines,  near  Tubac,  Arizona. 
This  Company  was  originally  organized  by  a 
few  gentlemen  in  Cincinnati  under  Col.  Chas. 
D.  Poston,  and  were  the  first  to  fix  the  foot  of 
the  white  man  in  that  wilderness.  It  has 
now  become  a  fixed  fact,  and  a  hardy,  enter- 
prising and  thrifty  population  now  inhabits 
that  recent  desert  waste,  and  soon  we  shall 
hear  the  silver  ring  of  American  coin,  made 
from  silver,  the  product  of  our  own  country, 
and  will  become  as  plentiful  in  trade  and  the 
domestic  arts  as  has  the  famous  product  of 
California. 

Office  Soxora  Ex.  &  Mining  Co.,  ) 
Tubac,  January  1st,  1860.      j 
To  the  President  and  Directors: 

It  is  just  one  year  since  I  took  charge  of  the 
affairs  of  the  Company  at  the  mines;  in 
August  previous,  I  arrived  in  the  Territory  in 
company  with  Major  Heintzelman,  the  Pre- 
sident, who  took  charge  of  all  the  active  op- 
erations until  his  departure  the  following 
January. 

At  that  time  the  amalgamation  works,  on  a 
very  limited  scale,  were  nearly  completed,  so 
that  the  experiment  of  barrel  amalgation 
could  be  thoroughly  tested.  It  had  been  hop- 
ed that  the  power  would  run  at  least  six  bar- 
rels, and  the  stampers  to  supply  them  with 
ore;  but  on  examination  I  found  only  two 
barrels  could  be  run,  and  they  could  not  be 
run  at  the  same  time  with  the  stampers. 

The  first  silver  from  the  amalgamation 
works  was  produced  on  the  18th  day,  of  March ; 
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from   that   time  to  the    present,  I  have  been 

able  to  run  only  two  barrels  four  days  in  the 

week.     The  amount  of  silver  produced  from 

these   two   barrels    (one-sixth   our  capacity,) 

has  been  123,665  94.     Amount  ore  reduced, 

$320,000  pounds,  having  required — . 

1,480  Ins.  Copper,    costing  $0  (14 8370 

575  lbs.  Quicksilver,  "         imp 573 

32,'<)0  lbs    Salt,  "  (I  04 1,2SI) 

300  cord3  Wood,         "         2(10 600^ 

The  experiment  of  reducing  the  ore  from 
the  Heintzelman  vein  by  amalgamation,  has 
been  perfectly  successful;  the  silver  produced 
being  990  to  998  fine.  The  character  and 
quantity  of  ore  from  this  mine  continues  the 
same.  I  can  see  no  material  difference  at 
the  several  levels,  thirty,  sixty  or  one  hundred 
feet.  I  hope  to  reach  the  one  hundred  and 
forty  feet  level  in  two  months.  Work  on  the 
main  shaft  has  gone  on  slowly ;  lately  I  have 
worked  but  one  set  of  hands.  If  thought  ad- 
visable, this  work  can  be  doubled.  I  am  con- 
fident it  is  for  the  interest  of  the  Company  to 
continue  work  on  the  main  shaft  without  in- 
terruption, it  can  now  hardly  be  said  we  are 
beyond  surface  working. 

Previous  to  the  experiment  with  the  bar- 
rels, some  portion  of  the  rich  ore  had  been 
reduced  by  smelting.  As  soon  as  this  pro- 
cess had  been  thoroughly  tested,  it  was  found 
that  the  expense  of  smelting  would  not  war- 
rant keeping  a  single  furnace  in  operation; 
only  as  a  large  quantity  of  ore  is  raised  will 
it  pay,  selecting  only  the  richest  for  smelting. 
The  average  of  the  ore  smelted  has  been 
$900  to  the  ton.  This  process  was  disconti- 
nued in  April,  and  the  ore  from  which  the  se- 
lection for  smelting,  and  twenty  tons  sent  to 
San  Francisco,  had  been  made,  was  transport- 
ed to  Arivacca  for  Amalgamation.  What 
force  I  retained  at  the  mines  was  placed  on 
dead  work,  and  only  the  ore  raised  that  was 
necessary  to  carry  on  the  permanent  work. 
The  amount  of  silver  reduced  by  smelting, 
only  one  small  furnace,  ten  inches  square,  be- 
ing used,  was  $7,618. 

The  ore  on  hand  January  1st,  1859,  I  esti- 
mated at  225  tons;  the  ore  now  on  hand  I  es- 
timate at  100  tons;  this  is  partially  crushed, 
it  being  the  coarse  from  the  stampers. 

The  main  shaft  is  run  to  the  depth  of  one 
hundred  and  twelve  (112)  feet;  one  fronton  at 
sixty  (60)  feet,  thirty-six  (36)  feet  in  length , 
one  at  the  one  hundred  feet  level,  twenty-six 
(26)  feet  long,  is  already  run.  The  next 
fronton  I  propose  to  run  at  one  hundred  and 
forty  (140)  feet;  this  I  think  will  reach  the 
vein  at  twenty  (20)  feet.  Timbering  the  main 
shaft  and  fronton  is  nearly  completed.  Since 
the  reduction  of  our  force  at  Cerro  Colerado, 
the  work  has  been  in  charge  of  Mr.  G.  Ha- 
berman,  a  German  of  experience  in  such 
work. 

During  the  past  six  months,  about  forty 
houses  have  been  built  at  Cerro  Colerado,  so 
that  I  shall  be  able  to  provide  for  one  hundred 
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and  fifty  miners,  with  the  ordinary  number  of 
families. 

I  am  confident  with  the  frontons  now  run, 
including  the  one  to  be  run  at  the  one  hun- 
dred and  forty  foot  level,  and  the  shaft  now 
open,  we  shall  be  able  to  obtain  a  supply  of 
metal  for  our  works  at  Arivacca,  on  the  arriv- 
al of  the  Machinery  from  New  York  and  San 
Francisco.  In  this  opinion  I  am  sustained  by 
Mr.  Ehrenberg,  Mr.  Kustel,  Mr.  Brunckow, 
and  Mr.  Methner,  metallurgists  and  mining 
engineers  of  skill  and  experience ;  yet  to 
make  sure  o-f  no  inturruptions  or  delays,  it  ia 
of  importance  that  the  work  of  raising  a  sup- 
ply of  metal  be  vigorously  commenced  at  an 
early  day. 

The  Company  are  already  in  possession  of 
my  opinion  as  to  the  means  of  procuring  a 
sufficient  number  of  miners  and  laborers.  I 
am  confirmed  in  the  opinion  that  we  should 
offer  inducements  to  at  least  one  hundred 
Yaquie  or  Opeta  Indians  with  their  families. 
By  doing  this  we  shall  be  sure  of  a  sufficient 
force  and  on  reasonable  terms.  I  am  confi- 
dent they  can  be  obtained. 

At  Arivacca  I  have  done  what  I  could  to  be 
prepared  to  put  the  engine  and  machinery  in 
operation.  I  hav«  shops,  quarters,  store  and 
store  rooms,  I  trust,  sufficient  for  all  the  Ame- 
ricans necessary  to  carry  on  the  enlarged 
works.  For  the  Peon  laborers  I  shall  be 
obliged  to  build  one  additional  block,  and  I 
have  some  thousand  feet  of  wall  to  build  to 
inclose  the  works ;  this  will  be  done  as  soon 
as  the  weather  will  permit. 

As  soon  as  I  receive  the  drawings  of  en- 
gines and  machinery*  I  shall  make  prepara- 
tions for  putting  them  up.  The  building  for 
engines  and  machinery  will-  require  to  be 
about  thirty  feet  by  forty-five.  I  am  in  hopes 
to  have  this  building  completed,  and  founda- 
tion for  engine  und  boilers  ready  before  they 
arrive,  with  an  ample  supply  of  brick,  lime 
and  timber  on  hand.  Should  the  weather 
prove  favorable,  I  shall  not  be  disappointed. 

The  works  at  Arivacca  are  now  in  charge 
of  Mr.  Beseler,  a  mining  engineer  and  met- 
allurgist of  experience,  who  succeeded  Mr. 
Kustel. 

I  inclose  invoices  of  the  property  of  the 
Company  with  other  papers.  The  Company 
have  no  draft,  note,  or  bill  of  indebtedness 
outstanding,  except  one  draft  of  $840,  held  by 
some  person  in  New  Mexico ;  this  I  have  en- 
deavored to  find  and  pay. 

At  present,  the  two  barrels  I  am  able  to 
run,  yield  about  $2,500  per  month ;  this 
nearly  pays  current  expenses.  The  expenses 
will  be  materially  increased  in  putting  up 
the  machinery.  The  merchandise,  however, 
now  on  the  way  out,  will  do  much  to  aid  me 
in  putting  the  works  in  operation.  A  stock 
of  merchandise  is  indispensable  to  ns;  aside 
from  its  being  a  source  of  profit,  it  is  impos- 
sible to  keep  men  without  being  able  to  fur- 


nish them  with  what  they  require;  this  fact  is 
particularly  applicable  to  Peon  laborers. 

My  experience  has  shown  nothing  that  will 
induce  me  to  change  my  estimate  made  some 
months  since;  the  estimate  is  for  one  year 
from  the  completion  of  the  works.  The  Com- 
pany are  already  in  possession  of  that  estimate 
in  detail. 

Expenses ., 880,820 

Receipts,  estimating  metal  at  $150  per  ton,  which 

is  lower  than  the  yield  has  been 180,000 

Or  4  per  cent,  profit  on  $2.1100,000  capital ;  or.  en- 
gineers and  metallurgists  estimate,  at  J200  per 

ton,  receipts 240,000 

Or  7  per  cent,  on  capital. 

Mr.  Ehrenberg,  who  has  given  the  business 
great  attention,  estimates  the  yield  much 
higher.  I  have  preferred  to  take  actual  re- 
sults, hoping  my  estimates  are  too  low, 
and  his  nearer  the  truth.  My  calculations  are 
based  on  the  actual  results  of  working  two 
barrels. 

The  expenses  the  ensuing  year  will  only  be 
increased  the  additional  cost  of  raising  ore 
and  handling  it,  with  the  additional  cost  of 
wood,  salt,  and  quicksilver;  ordinary  labor 
and  outside  work  will  be  about  the  same. 

Losses  from  theft  and  Indian  depredations 
have  been  quite  serious  during  the  year. 
Thirty-five  mules  and  horses  have  been  stolen 
by  the  Apaches  and  not  recovered.  The  value 
of  these  animals  was  at  leat  $3,500.  The 
loss  has  not  only  been  considerable,  but  it 
has  sometimes  been  almost  impossible  to 
obtain  mules  to  keep  our  power  running. 
The  expense  of  keeping  them  has  also  been 
much  increased  from  the  fact,  that  I  was 
obliged  to  keep  them  corraled  at  night,  and 
guarded  days.  The  particulars  of  each  de- 
predation has  always  been  given  to  the  com- 
manding officer  of  this  Military  Department, 
who  has  done  all  in  his  power  to  aid  me;  but 
he  has  no  means  at  his  command  that  can 
enable  him  to  give  us  any  protection.  It  is 
hoped  the  Company  will  place  the  matter 
before  the  Secretary  of  War,  and  that  he  may 
be  induced  to  send  a  sufficient  number  of 
troops  here  to  protect  us  in  carrying  on  the 
only  business  that  will  make  the  country  valu- 
able. 

The  thefts  committed  by  Mexicans  have 
always  proved  a  serious  loss,  not  having  prop- 
er means  of  securing  the  ore;  neither  have  I 
been  able  to  adopt  a  proper  system  of  search,  as 
is  the  universal  custom  in  working  rich  mines, 
much  of  the  richest  ore  having  been  stolen. 
Small  furnaces  have  been  put  up  on  the  Mex- 
ican side  of  the  line,  where  our  ore  has  been 
smelted ;  this  fact  accounts  for  the  small 
yield  of  the  ore  now  being  amalgamated. 
As  soon  as  the  Company  direct  additional  ore 
raised,  I  shall  take  proper  measure  to  secure 
it.  At  Arivacca  I  am  building  a  substantial 
wall  to  enclose  the  entire  works.  A  small 
corral  at  the  mine,  by  hauling  the  ore  as  fast 
as  raised,  will  do  much  to  prevent  this 
thieving,  always  a  serious  loss  to  the  Com- 
pany. 
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It  may  be  thought  advisable  to  work  some 
of  the  veins  in  the  neighborhood  of  the  Heint- 
zelman.  To  some  extent  I  think  it  is,  yet  I 
am  confident  that  the  Heintzelman  vein  is 
the  principal  one,  and  the  yield  will  continue 
to  the  depth  many  of  the  mines  in  South 
America  and  Mexico  are  worked,  2,000  to 
3,000  feet.  The  smaller  veins  may  be  rich 
where  they  intersect  the  principal  one,  or 
even  near  it,  and  the  ore  may  bear  a  strong 
resemblance  to  that  from  the  principal  vein  ; 
yet  I  have  no  confidence  any  number  of 
them  will  ever  prove  of  any  permanent 
value. 

It  is  hoped  that  during  the  ensuing. year, 
the  port  of  Guaymas  will  be  opened  ;  this  will 
materially  lessen  our  expenses.  The  cost  of 
transportation  from  San  Francisco  and  New 
York,  to  this  place,  is  from  sixteen  and  twenty 
cents  per  pound ;  when  we  can  ship  by  Gu- 
aymas, the  cost  will  be  only  four  or  five.  I 
estimate  this  will  lessen  our  living  expenses 
at  least  one  third. 

As  pioneers  in  the  business  of  mining  and 
reducing  metals,  our  Company  have  had  much 
to  contend  with,  and  many  obstacles  to  over- 
come. The  utter  destitution  of  the  country, 
when  the  mines  were  taken  up,  the  excitement 
occasisned  by  fillibuster  expeditions,  the  de- 
predations of  the  thieving  Apaches,  with  the 
enormous  expense  of  operating  so  far  dis- 
tant from  supplies,  would  almost  discourage 
the  most  sanguine.  That  many  of  these  ob- 
stacles have  been  removed,  is  a  source  of 
much  satisfaction  to  me. 

Had  I  not  had  the  counsel  and  assistance 
of  those  who  commenced  the  work,  I  fear  the 
result  would  have  been  quite  different.  Al- 
though many  of  them  are  not  now  in  our  em- 
ployment they  have  always  shown  a  willing- 
ness to  aid  me  in  carrying  out  the  wishes  of 
the  Company,  and  sustaining  its  interests. 

I  have  the  honor  to  be, 

Your  obedient  servant, 

S.  H.  LATHROP,  Director. 


Opposition  to  the  Hannibal  and  Saint 
Joseph  Railroad. — The  conduct  of  the  Han- 
nibal and  St.  Joseph  Railroad,  in  refusing  the 
North  Missouri  connection  at  Hudson  for  the 
10  A.  M.  train  from  this  city,  has  provoked  a 
feeling  of  deep  indignation  among  all  classes 
of  our  citizens.  The  expected  influx  of  emi- 
gration for  Pike's  Peak  this  summer,  has  led 
to  the  adoption  of  strong  measures  by  the 
steamboat  men  and  railroads  diverging  from 
St.  Louis  to  the  East,  to  secure  this  immigra- 
tion for  the  Missouri  river,  to  the  exclusion  of 
the  Hannibal  and  St.  Joseph  Railroad.  Cir- 
culars have  been  issued,  giving  the  rates  and 
fare  from  nearly  every  county  seat  and  princi- 
tal  town  in  New  York,  Pennsylvania,  Ohio, 
Indiana,  Illinois,  Kentucky,  and  Virginia  to 
Kansas,  together  with  the  freight  on  every  de- 
scription of  merchandise,  furniture,  provi- 
sions, and  farming  implements,  from  a  mow- 
ing machine  down  to  a  frying  pan.  The  se- 
cond class  fare  from  New  York  to  Kansas 
City  by  this  route  is  brought  down  to  the  very 
low  sum  of  .$17  50 — a  sum  which  defies  the 


competition  of  the  Hannibal  and  St.  Joe  road, 
and  which  must  attract  a  large  amount  of  pas- 
senger traffic  this  way.  These  circulars,  sign- 
ed by  the  proper  officers,  have  been  sent 
through  the  middle  States  by  the  tens  of  thou- 
sands, and  their  effect  upon  the  Pike's  Peak 
emigration  can  not  fail  to  benefit  St.  Louis 
very  perceptibly  during  the  coming  Summer. — 
St.   Louis  Democrat  of  Thursday. 


[From  the  Correspondence  of  the  London  Times.] 

BRITISH  COLUMBIA. 

Victoria,  Vancouver's  Island, 
December  9,  1859. 

All  recent  accounts  from  British  Columbia 
have  been  of  a  most  satisfactory  and  encour- 
aging character. 

Its  wealth  and  the  vast  extent  of  its  auri- 
ferous area,  are  now  established  by  undeniable 
evidence;  the  satisfaction  of  the  miners  with 
their  success,  and  the  arrival  here  of  large 
quaintities  of  gold  dust,  the  discoveries  of 
new  "placers,"  and  the  extension  of  old  dig- 
gings in  which  is  found  deeper  and  further 
inland  from  the  rivers  than  was  at  first  ex- 
pected, all  go  to  establish  these  two  impartant 
facts. 

NEW   COLD   DIGGINGS. 

Rich  diggings  have  been  discovered  in  the 
Similkameen  Valley,  a  short  distance  north  of 
the  49th  parallel,  within  the  territory  of  British 
Columbia.  The  valleyof  the  Similkameen  (pro- 
nounced "Seemilkeemeen,")  which  is  watered 
by  a  river  bearing  the  same  name,  is  exten- 
sive, fertile,  abounds  in  rich  pasture,  and  is  well 
adapted  for  settlement.  The  climate  is  genial 
aud  there  are  many  extensive  tracts  in  the 
Similkameen  country  especially  favorable  for 
stock  raising,  as  in  winter  the  snow  never  lies, 
hewever  deep  it  may  be  in  the  mountainous 
country  around.  The  river  is  a  tributary  of 
the  Okinagan,  which  falls'into  the  Columbia 
near  48°  north  latitude.  This  new  mining 
country  is  accessible  from  Fort  Hope  on  Frazer 
river,  and  from  the  neighboring  American 
country,  (Washington  Territory,)  the  inhabi- 
tants of  which  have  availed  themselves  of  the 
facility  to  mine  their  during  last  autumn  with 
success,  which  produced  the  usual  excitement. 
Gold  has  also  been  discovered  and  worked  to  a 
considerable  extent  on  Quesnell's  river  and 
Lake,  some  250  miles  to  the  north  of  the  last 
mentioned  locality.  In  short,  the  whole  of  the 
interior  portions  of  the  country,  from  a  point 
about  45  miles  from  (above)  the  mouth  of 
Frazer  river  up  to  the  vicinity  of  the  Rocky 
Mountains,  including  New  Caledonia,  are  now 
ascertained  to  be  auriferous;  and,  what  is 
equally  important,  extensive  tracts  of  good 
land  adatped  for  agriculture  have  been  at  the 
same  time  discovered. 

QUEEN   CHARLOTTE'S    ISLAND. 

The  problem  whether  the  gold  area  extended 
as  far  north  as  the  northern  boundary  of  Brit- 
ish Columbia  to  the  Russian  line  has  also  been 
solved.  Captain  Torrens,  late  of  Her  Majesty's 
55th  Regiment — a  gentleman  who  combines  a 
life  of  adventure  with  a  high  spirit  of  enter- 
prise— organized  an  expedition,  including  sci- 
entific men,  some  months  back,  to  explore 
Queen  Charlotte's  Island  and  the  north-west 
coast  of  British  Columbia.  They  first  made 
for  Fort  Simpson,  the  Hudson's  Bay  Compa- 
ny's northernmost  establishment  on  the  Pacific, 
situate  in  latituded  54  deg.  20  sec,  near  the 
Russian  boundary. 

From  Fort  Simpson  they  crossed  to  Queen 
Charlotte's  Island  (a  dependency  of  the  colony 
of  British  Columbia)  and  landed  on  PointRose, 


an  isthmus  which  forms  the  north-eastern  ex- 
tremity of  the  island  Captain  Torrens  has 
kindly  furnished  me  with  notes  from  his  jour- 
nal and  from  them  I  will  extract  a  succinct 
account  of  his  wanderings.  From  Point  Rose 
the  party  coasted  southward,  "prospecting"  as 
they  went  along.  The  "color,'  as  the  miner 
calls  a  successful  trail  for  gold,  was  found  al- 
most every  where  on  the  coast  in  the  concrete, 
and  in  the  different  strata  of  gravel  in  the  cliffs; 
but  the  best  "prospects"  were  derived  from  the 
black  sand  on  the  beach  from  Point  Rose  to 
Skidegate,  a  distance  of  some  sixty  odd  miles 
on  the  south  coast.  Captain  Torrens  thinks 
the  discovery  of  gold  in  black  sand  (iron  pyr- 
ites,) on  the  sea  coast  a  remarkable  fact. 
Gold  in  considerable  quantities  is  found  simi- 
larly situated  on  the  north  cost  of  California,  at 
a  place  called  Gold  Bluff,  where  miners  have 
been  at  work  extracting  it  from  the  "black 
sand,"  by  machinery  and  the  use  of  quicksilver 
for  the  last  nine  years.  At  Skidegate  village 
the  Indians  behaved  in  so  hostile  a  manner 
that  the  party  went  back  in  their  canoes  to 
Fort  Simpson.  Smitten  by  qualms  of  con- 
science at  their  inhospitality,  or,  more  proba- 
bly, having  a  dread  of  Governor  Douglass'  ven- 
geance, as  he  had  sent  a  message  beseeching 
kind  treatment  for  the  party,  the  Indians,  to 
make  amends,  sent  a  deputation  to  Fort  Simp- 
son to  invite  Captain  Torrens  to  repeat  his 
visit  under  a  promise  of  safe  conduct  from  the 
chiefs  of  the  "  Haidahs,"  the  most  powerful 
tribe  on  the  Island.  Thus  encouraged,  the 
Captain  and  his  men  started  again.  En  route 
they  visited  Pitt  Island  which  lies  on  the  east 
side  of  Queen  Charlotte's  Island,  beiween  it 
and  the  main  land.  Here  they  found  speci- 
mens of  gold  bearing  quartz.  They  then 
made  for  Gold  Harbor,  on  the  east  side  of 
Queen  Charlotte's  Island,  where  a  considerable 
quantity  of  gold  quartz  was  blasted  in  1852, 
under  the  auspices  of  the  Hudson's  Bay  Com- 
pany, and  sent  to  London — a  fact  which  added 
to  the  exhibition  ef  golden  nuggets  by  the  In- 
dians frequenting  Victoria,  had  raised  high 
hopes  among  the  more  speculative  of  our 
townsmen  that  great  wealth  lay  here. 

Captain  Torrens  was  disappointed  if  he 
entertained  any  such  hopes.  He  found  the 
gold  "leads"  worked  out.  At  least,  he  and 
his  party  thought,  and  they  left  again  for  the 
mainland.  On  their  way  back  they  visited  an 
island  twenty-five  miles  to  the  north  of  the 
Queen  Charlotte  group,  which  they  found  to 
be  very  rich  in  copper  ore.  They  visited  also 
Kagahni  and  Tongass  islands,  a  little  beyond 
the  parallel  of  British  possessions,  and  Chat- 
sina,  on  the  main  Russian  Territory.  These 
localities  they  found  to  contain  lead,  bismuth, 
plumbago,  and  quarts  rich  in  sulphurets,  which 
analyze  from  $135  to  $200  per  ton,  in  great 
abundance. 

Captain  Torrens  describes  the  character  of 
the  north-west  coast  of  British  Columbia  as 
"highly  mountainous,  one  long  continued  for- 
mation of  slate  interspersed  with  frequent 
veins  of  crystallized  quartz." 

THE   MAINLAND. 

The  Captain  having  determined  to  examin 
the  interior  of  the  mainland  of  British  Colum- 
bia in  this  northern  portion  of  it,  he  ascended 
the  Naas  river,  which  empties  into  the  Pacific 
about  40  miles  north  of  Fort  Simpson.  Noth- 
ing remarkable  struck  his  notice  until  he  and 
his  men  had  got  up  the  river  for  forty  miles. 
Here  they  obseived  evidences  of  volcanic  ac- 
tion at  some  remote  period  in  the  discolored 
and  blistered  appearance  of  the  rocks;  and 
here  they 'commenced  "  prospecting,"  which 
they  continued  for  a  distance  of  one  hundred 
miles,  being  the  extreme  distance  they  proj 
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ceeded  to,  and  throughout  which  they  found 
the  bars  in  the  river  to  be  auriferous.  The 
trip  being  essentially  a  "prospecting  trip," 
they  did  not  settle  down  to  the  general  opera- 
tions of  a  mining  camp,  remaining  only  a  day 
here  and  a  day  there,  as  circumstances  per- 
mitted. The  river  being  full,  the  "bars"  were 
but  little  exposed.  Good  diggings  were,  how- 
ever, discovered,  and  the  whole  party  were 
sanguine  that  a  new  gold-field  will  be  opened 
up  in  this  remote  part  of  the  world  next  spring, 
when  Captain  Torrens  returns  to  his  explo- 
rations of  the  Naas  river  and  surrounding 
country. 

The  navigation  of  the  river  was  accomplish- 
ed in  canoes.  It  is  not  adapted  for  steamers, 
being  too  rapid.  The  scenery  is  very  bold  and 
picturesque.  The  weather  in  autumn  was 
beautiful.  Of  the  soil  the  Captain  says: — 
"  Magnificent  plataus  of  land  are  now  to  be 
found  where  once  flowed  torrents  of  water; 
open  lands  occur  also  at  intervals,  the  vegita 
tation  upon  which  is  luxnriant."  In  addition 
to  the  discovery  of  gold  and  of  good  land  on 
the  Naas  river,  Captain  Torrens  was  informed 
that  the  Indian  trails  were  so  good  as  to  be 
'.'  available  for  pack  trains  with  but  little  trou- 
ble,"— a  fact  which  is  of  the  first  importance 
to  facilitate  transit  of  goods  by  a  short  route 
from  the  coast  into  New  Caledonia,  where  gold 
is  now  being  worked,  which  is  known  to  be 
highly  auriferous;  and  where,  from  the  amen- 
ity of  the  climate  in  winter,  and  the  abund- 
ance of  pasture  a  large  mining  population 
would  settle  were  it  not  for  the  difficulty 
and  great  expense  of  transit  by  way  of Frazer 
river. 

Captain  Torrens  is  loud  in  his  praises  of  the 
humanity,  kindness,  and  liberality  of  the  Hud- 
son's Bay  Company,  from  whom  he  and  his 
party  received  important  assistance. 

ANOTHER    EXPLORER. 

Another  explorer  has  just  returned  from  the 
same  part  of  the  world,  whose  report  has  added 
to  our  meagre  information  of  the  topography 
of  the  northern  andwestern  portions  of  the  new 
colony,  and  to  which  the  Governor  attaches 
considerable  importance. 

Mr.  Downie,  an  old  California  pioneer, 
where,  although  a  Scotchman,  and,  of  course, 
a  foreigner,  he  was  liberally  promoted  to  the 
brevet  rank  of  "  Major,"started  also  from  Fort 
Simpson,  in  August,  on  a  tour  of  exploration 
into  the  interior  of  the  Skeena  river,  which 
falls  into  a  bay  or  inlet  at  Port  Essington, 
about  fifty  miles  north  of  Simpson.  What 
with  hardships,  starvation,  annoyances  of  In- 
dians, and  ignorance  of  the  route,  and  of  the 
languages  of  the  savages,  the  Major's  trip  was 
an  eventful  and  romantic  one,  and  he  has 
made  a  tremendous  story  of  it  himself  in  the 
shape  of  a  report  to  the  Governor;  but  I  must 
limit  myself  to  a  short  abstract,  which  will  em- 
brace the  main  points. 

The  bay  at  Port  Essington  runs  inland,  and 
is  deep  and  navigable  for  thirty  miles.  The 
rocks  are  gigantic,  no  quartz  appearing.  "The 
banks  of  the  Skeena  are  low,  with  small  hard- 
wood and  cotton  trees  (poplar,)  and  some  good 
sized  white-oaks,  the  finest  I  have  seen  west  of 
Frazer  river,  on  its  margin.  Vessels  drawing 
four  feet  can  ascend  the  river  for  twenty  miles, 
but  no  farther;"  the  rest  of  the  navigation  must 
be  accomplished  by  canoes.  Near  the  em- 
bouchure of  the  Skeena,  the- poor  Major  first 
came  to  grief.  Some  "honest"  Indians  stole 
his  coat,  but  he  was  soon  consoled  for  the  loss 
by  finding  "some  crystallized  quarts  with  gold 
in  it,  with  an  Indian  on  the  Scenetoys  river," 
a  tributary  of  the  Skeena,  which  led  him  to  con- 
clude "  that  good  paying  quartz  will  be  found 
here."     Paddling  along    for  about  one  hunr 


dred  miles,  the  work  of  many  days,  no  doubt, 
but  of  which  the  Major  gives  no  account,  he 
"got  fairly  over  the  coast  range  of  mountains," 
through  which  the  Skeena  flows.  Once  over 
the  range  he  found  "gold  a  few  specks  to  the 
pan  ;  and  the  whole  country  looks  like  a  gold 
country,  with  fine  bars  and  flats,  and  clay  on 
the  bars."  Bars  and  flats  and  clay  on  them 
are  considered  gold  locations.  "The  moun- 
tains look  red,  and  slate  and  quartz  can  be 
seen."  A  slate  formation  indicates  the  neigh- 
borhood of  goid.  The  Major  is  skillful  in 
judging  by  "symptoms,"  for  he  discovered  no 
end  of  gold  diggings  and  quartz  lead  in  Cali- 
fornia. After  some  days  journey  beyond  the 
coast  range,  keeping  a  north-easterly  direction 
the  Major  got  intelligence  of  what  he  calls  the 
"Plumbago  Mountain,"  of  this  mineral  he  got 
a  specimen.  "From  here  to  the  village  of 
Kitkoonsa  the  land  improves,  the  mountains 
recede  from  the  river,  and  fine  flats  run  away 
four  or  five  miles  back  to  the  "mountain 
sides."  The  milder  natural  scenery  would 
seem  to  have  improved  the  manners  and  tem- 
pered the  disposition  of  the  Indians  inhabiting 
the  valley  of  Kitkoonsa.  They  were  rery 
kind  to  the  Major  and  wished  him  to  live  with 
them. 

THE   CASCADE   COUNTRY. 

In  the  district  which  I  take  to  lie  between 
two  ranges  of  the  Cascade  Mountains,  about 
200  miles  northward   and  westward  of  Fort 
Simpson,  he  found  "the  prospects"  of  gold  to 
vary  much,  but  on  the  whole  concludes  that  it 
is  the  best  looking  mineral  country  that  he  had 
seen  in  British   Columbia.     On  crossing  the 
second  range  of  the  Cascade  Mountains,  the 
Major  "enters  an  extensive  coal  country,  the 
seams   varying   in   thickness    from   three    to 
thirty-five  feet  ' — a  fact  which  he  was  able  to 
ascertain   from   the   river  having   cut  through 
them.     He   traced   the   veins   for   a  mile   in 
length.     It  took  him  twenty  days  from   Fort 
Simpson  to  this  coal  district,  but  by  good  trav- 
eling arrangements  it  could  be  done  in  a  week. 
I  must  now  take  a  tremendous  jump  with  the 
Major   to   Babine   Lake,    near    the    northern 
boundary  of  British  Columbia.  This  lake  is  deep 
and  broad,  and  one  hundred  miles  long — facts 
which  are  corroborated  by  some  of  the  gentle- 
men of  the  Hudson's  Bay  Company,  and  who 
add  that  the  Great  Eastern  could  float  upon 
it.     The  Major  reports   that  this  lake  is  the 
source  of  Skeena  river,  and  he  corrects  the 
mistaken  and  long  received  opinion  that  it  is 
the  source  of  Simpson's  River,  as  laid  down  in 
the   maps.      To   compress   the   Major's   most 
original,  but   confused   descriptions,  I   would 
say  that  for  about  one  hundred  miles  to  the 
southward  and  westward  of  and  up  to  Babine 
Lake,  the  country  is  well  adapted  to   settle- 
ment.     "  The  land  is  first-rate,  and  wild  hay 
and  wild  grass  abound.    No  heavy  pine  timber, 
but  plenty  of  cotton  wood,  of  which  the  canoes 
are   made;"   abundance   of  salmon   and  wild 
berries,  and   the  weather  in  September  pleas- 
ant.     The   winters,   however,    must   be   very 
severe.     From  Nass-Glee  to  Fort  Kilmanrs — 
a  Hudson's  Bay  Company's  Station  on  Babine 
Lake — the  distance  is  about  fifty  miles,  and 
"the  land  is  good  the  whole  way."     The  Maj- 
or was   enchanted  with   this  part  of  the  coun- 
try.    He  calls    Kilmaurs   a  lovely  place,  and 
moralizes    a  bit  in   the  following  strain  :   "It 
seems   a  great  pity  to  see  this  beautiful  land, 
so  well    adapted   to  the  wants  of  man,  lying 
waste,  when  so   many  Englishmen  and  Scots- 
men, would  be  glad  to  come  here  and  till  the 
soil."     If  gold  is  found  to  abound,  one  would 
think  the  country  could  be  more  readily  peo- 
pled by  Canadians  than  by  Scots  or  English. 
From  Babine  Lake  the  Major  made  a  portage 


of  ten  miles  to  Stewart's  Lake,  "over  a  good 
trail,"  made  by  the  Hudson's  Bay  Company. 
Arrived  at  Stewart's  Lake,  the  Major  and  his 
party  were  put  to  great  shifs.  being  without 
food,  without  ammunition  to  shoot  ducks  with, 
and  without  a  canoe  to  cross  the  lake  in.  "We 
camped  here  three  nights  without  food,  sleep- 
ing the  greater  part  of  our  time  to  stifle  oar 
hunger;"  their  only  consolation  being  "the 
grand  idea  of  their  enterprise  in  exploring  a 
new  route  from  the  Pacific,  which  will  one  day 
connect  the  ocean  with  the  Atlantic."  With 
the  aid  of  Indians  who  treated  them  with  the 
greatest  kindness,  they  made  the  passage  of 
Stuart's  Lake  on  a  raft  of  logs,  and  at  length 
made  Fort  St.  James,  another  Company's  es- 
tablishment at  the  south-east  end  of  Stewart's 
Lake,  in  the  district  of  New  Caledonia.  True 
to  his  instinct  and  to  his  mission,  the  indefati- 
gable Major,  having  been  driven  on  a  lee  shore 
on  Stuart's  Lake,  at  a  point  some  fifteen  miles 
from  the  north  end  of  the  Lake,  tried  his 
hand  at  "  washing,"  and  "  obtained  a  small 
prospect  of  gold.'  "  On  the  north  side  of  the 
lake  the  ground  is  rocky,  but  south  of  the  lake 
the  land  is  as  good  as  can  be,  and  will  produce 
anything." 

For  one  who  has  only  seen  the  country  bor- 
dering on  the  coast  of  British  Columbia,  and 
that  through  which  Frazer  river  runs,  which 
is  mountainous,  broken  and  rugged  to  a  de- 
gree, it  is  difficult  to  imagine  so  level  and 
so  productive  a  country  as  the  interior  is 
throughout  the  greater  portion  of  its  extent. 
The  Cascade  Mountains  are  passed,  and  the 
soil  and  climate  change  for  the  better,  while 
the  scenery  becomes  softer  and  more  sub- 
dued. 

I  must  wind  up  the  Major's  story,  which  I 
have  already  made  longer  than  I  intended. 
After  paying  a  tribute  of  praise  to  the  agent  in 
charge  of  Fort  St.  James,  who  received  them 
"  with  that  kindness  and  hospitality  I  have  al- 
ways found  at  the  Company's  posts,"  he  winds 
up  his  narrative  with  a  short  table  of  distanc- 
es: "Stuart's  Lake  is  fifty  miles  long;  Babine 
Lake  100  miles  long  to  Nass-Glee,  course 
about  S.  E.  and  N.  W. ;  from  Nass-Glee  to 
Fort  Simpson,  250  miles."  From  Fort  St. 
James  the  Major  ran  down  a  feeder  of  Fraz- 
er's  river,  called  Stuart's  river,  some  50  miles 
to  Fort  George.  Here  he  took  the  main 
stream  of  Frazer's  river,  down  to  Fort  Alexan- 
der, on  the  southern  confines  of  New  Caledo- 
nia, where  he  found  a  community  of  miners 
in  constant  and  regular  communication  with 
the  lower  country,  and  whence  he  had  no  dif- 
ficulty in  getting  to  Victoria  by  the  ordinary, 
route  of  travel. 

NEW    ROUTE    TO    THE    MINES. 

Imperfect  as  the  poor  Major's  exploration 
has  been,  it  establishes  the  fact  that  gold  ex- 
ists from  the  coast  to  near  the  northern  and 
eastern  boundary  of  the  colony,  well  nigh  to 
the  Rocky  Mountains,  in  portions  of  the  coun- 
try never  before  "prospected;"  but  far  more 
important  is  the  fact  which  he  asserts,  that 
easy  means  of  transport  of  merchandise  exist 
by  the  route  he  traveled,  which  will  be  much 
shorter  from  Port  Essington  to  New  Caledonia 
than  the  present  route  by  Frazer's  river;  while 
the  difficulties  are  far  less,  and  the  carriage 
will  be  much  cheaper,  even  adding  the 
freight  coastwise  from  Victoria  to  Port  Essing- 
ton. 

I  confess  I  feel  rather  astonished,  if  the 
Major  is  correct,  that  these  indefatigable 
"path-finders,"  the  Hudson's  Bay  Company's 
Officers,  did  not  discover  this  northern  and 
easier  route,  for  they  took  great  pains  to  find 
a  better  one  than  the  old  route  by  Frazer's 
river,  etc.,  which  is  so  bad  that  frequently  50 
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and  60  horses  perish  from  fatigue  and  hunger 
on  the  journey.  It  is  true  that  till  lately  the 
Fort  Simpson  Indians  were  very  fierce  and  in- 
tractable, and  it  might  have  been  imprudent 
to  transport  much  property  through  their 
neighborhood. 

PRODUCTIVENESS   OF   THE    MINES. 

It  is  impossible  to  give  an  estimate  of  the 
production  of  gold  in  British  Columbia.  All 
accounts  agree  that  the  individual  earnings  of 
the  miners  are  much  larger  than  in  California 
or  Australia.  It  is  very  common  to  light  upon 
a  man  going  to  San  Francisco  with  several 
thousand  dollars,  upon  others  with  one  thou- 
sand each,  and  upon  many  with  some  hun- 
dreds; but  besides  these  exceptional  cases 
which  come  to  light,  it  is  all  guess  work. 

The  amount  "  manifested,"  as  exported  in 
the  last  three  months  was  $451,866,  which  is 
a  good  amount  for  so  small  a  number  of  min- 
ers as  have  been  at  work  within  that  period; 
but  I  should  think  an  amount  equal  to  the 
sum  just  stated  must  have  been  taken  by  pri- 
vate hands.  Assuming,  for  example,  that  one 
thousand  miners  have  left  the  mines  with  $500 
a  piece,  a  low  estimate,  this  would  make  $500,- 
000  taken  away  in  the  last  quarter,  besides 
the  $451,866  manifested.  I  doubt,  besides, 
that  the  amounts  shipped  on  freights  are  all 
given. 

The  export  of  gold  is  not  the  only  test  of 
the  productiveness  of  the  mines.  To  the  sue 
cess  of  the  mining  interest  I  attribute  the 
growing  prosperity  of  Victoria — the  building 
of  houses,  stores,  and  shops  by  the  merchants, 
traders  and  shopkeepers,  and  by  other  inhabi- 
tants. To  the  same  cause  I  attribute  the  de- 
mand for  improvements  in  real  property  which 
has  lately  taken  place.  Much  of  the  gold  pro- 
duced remains  here  and  goes  to  pay  for  local 
improvements.  When  I  see  men  who  came 
to  Victoria  eighteen  months  ago  poor,  grow- 
ing rich,  ceasing  to  borrow  money,  and  build- 
ing houses  and  shops,  I  can  have  no  doubt  as 
to  the  source  of  their  improved  means.  Ano- 
ther most  important  "sign  of  the  times"  and 
a  most  gratifying  one,  is  the  growth  of  confi- 
dence in  the  permanent  progress  of  the  place 
and  in  the  future  productiveness  of  the  mines. 
When  cautious  and  prudent  men,  after  long 
observation  and  due  reflection,  begin  to  make 
permanent  investments  in  real  property,  there 
need  to  be  no  fears  entertained  of  the  future. 
My  own  conviction  is  that  the  day  of  the  re- 
trogression of  both  colonies  is  past.  Their 
progress  may  be  slow  or  it  may  be  rapid,  but 
progress  they  must. 


RAILROAD  DECISION. 

The  following  decision  in  the  Superior  Court 
of  Pennsylvania,  is  taken  from  the  Pittsburgh 
Legal  Journal : 

Fowler  vs.  Pittsburgh,  Fort  Wayne  &  Chi- 
cago Railroad   Company. 

Money  in  the  hands  of  the  ordinary  ticket 
agents  of  a  Railroad  Company,  arising  from 
sale  by  them  of  tickets  to  passengers,  can 
not  be  arrested  by  an  attachment  execution 
for  a  debt  of  the  Company. 

Error  to  the  District  Court  of  Allegheny 
county. 

This  was  an  attachment  execution,  by  S.  S. 
Fowler  &  Co.  vs.  The  Pittsburgh,  Fort  Wayne 
&  Chicago  Railroad  Co.,  defendant,  and  John 
Stewart,  garnishee. 

The  following  case  was  stated,  for  the 
opinion  of  the  Court  in  the  nature  of  a  special 
verdict: 

"The   attachment  in   the  above   case  was 


served  on  J.  Stewart,  the  garnishee,  on  the 
5th  day  of  April,  1859.  At  that  time,  said 
Stewart  was  ticket  agent  of  the  defendant  in 
the  original  judgment,  the  Pittsburgh,  Fort 
Wayne  and  Chicago  Railroad  Company,  and 
as  such,  had  in  his  possession  about  $800, 
arising  fr;im  the  sale  of  passenger  tickets  by 
him  to  persons  passing  over  the  road  of  said 
Company  between  Pittsburgh  and  Chicago. 
Subsequent  to  that  day,  and  for  some  months, 
there  was  about  an  average  of  $100  daily  in 
his  hands,  received  by  him,  for  the  Company, 
on  the  same  account. 

"The  debt  in  the  original  judgment  was 
$775  72,  with  interest  from  April  5th,  1859. 

"It  is  agreed,  that  if  the  Court  be  of  opinion, 
on  the  foregoing  facts,  that  the  plaintiffs  are 
entitled  to  a  judgmeat  against  the  garnishee, 
that  judgment  be  entered  accordingly,  for  the 
debt,  interest  and  costs  of  the  original  judg- 
ment, and  also  the  costs  of  this  suit,  viz :  the 
sum  of  $803  00  and  costs.  Otherwise  judg- 
ment to  be  entered  for  the  garnishee,  with 
leave  to  either  party  to  sue  out  a  writ  of  er- 
ror." 

The  Court  directed  judgment  to  be  entered 
in  favor  of  defendant  on  the  case  stated,  and 
plaintiff  took  writ  of  error. 

Opinion,  delivered  at  Philadelphi,  Jan.  3, 
1860. 

Per  Curiam. — The  purpose  of  an  attach- 
ment execution  is  to  reach  the  effects  of  a  de- 
fendant in  the  hands  of  third  persons.  Here 
the  defendant  is  a  corporation — a  Railroad 
Company.  Are  its  ticket  agents  to  be  treated 
as  third  persons,  so  far  as  regards  money  re- 
ceived by  them  on  the  sale  of  tickets  to  pas- 
sengers? We  think  not.  We  suppose  that  the 
case  speaks  of  the  ordinary  ticket  agents  em- 
ployed at  the  offices  of  the  Company,  and  of 
these  we  speak.  These  are  the  very  hands  of 
the  Company.  It  can  not  do  its  business 
without  them.  And  if  an  attachment  execu- 
tion is  to  be  regarded  as  arresting  money  re- 
ceived after  its  service,  then  it  would  always 
occasion  the  dismissal  of  such  agents,  in  order 
to  prevent  such  a  result.  We  do  not  under- 
take to  define  the  class  of  agents  that  fall 
within  the  principle  here  decided.  We  shall 
bo  able  to  do  this  better  by  awaiting  the  in- 
structions of  experience. 

Judgment  affirmed  and  record  remitted. 


Grand  Trunk  Railway  of  Canada. — Audit  Depart- 
ment.— The  Traffic  receipts  of  the  Grand  Trunk  Railroad 
of  Canada  for  the  week  ending  March  31,  I860,  have  been  as 
follows  : 

No.  Amount. 

Local  Passengers 12,382       $18,58193 

Foreign     do 2,011  4,885  74 

Emigrants 

Mails,  Express,  etc 2,890  41 

Local  Freight  and  Live  Stock  (Tons')    8,5504;        32,671132 
"     Timber  &  Lumber,  1,640,784ft.'.    S,861i  4,461)87 

"     Firewood,    1.7113  cords 2,384  1,695  45 

Foreign  Freight  and  Live  Stock 3,011  12,144  27 

Miles. 

Total 9711       $77,3118  98 

Week   ending   April  2.  1859 880  51,541  10J 

Increase 90       $25,764  87£ 

Total    traffic  from  July   1,   1859,  to 

date $2,129,597  90J 

Total  for  same  period  last  year 1,713,529  301 

J.  HARDMAN,  Auditor. 
Montreal,  April  2,  1860. 


Houston  and  New  Orleans  Railroad. — 
The  Crockett  Printer  says  that  "this  road  will 
reach  Liberty  in  about  two  weeks  from  the 
Louisiana  end.  Last  week  it  had  reached 
Sour  Lake,  only  eighteen  miles  from  Liberty, 
and  it  is  progressing  at  the  rate  of  one  mile 
per  day.  The  grading  from  the  Trinity  tow- 
ards Sour  Lake  was  also  progressing  "very  fast; 
some  Bay  it  will  be  completed  to  Houston  in 
eighteen  months  at  the  farthest." 


Semi-Annual  Report  of  the  Directors  of 
the  Grand  Trunk  Railroad. — We  are  in  re- 
ceipt of  the  half  yearly  report  of  the  Directors 
of  the  Grand  Trunk  Railroad,  made  at  the  re- 
cent meeting  of  the  English  shareholders  in 
London.  From  it  we  learn  that  the  receipts 
on  capital  account  for  the  six  months  amount- 
ed to  £175,553,  making  the  total  receipts  on 
that  account  to  the  31st  January  last  £5,160,- 
267.  The  expenditures  on  construction  ac- 
count for  six  months  amounted  to  £11,720,  in 
round  figures,  to  which  is  to  be  added  £15,655 
of  the  authorized  loan  to  the  Detroit  and  Mil- 
waukee Railroad.  The  outlay  for  new  works 
was  only  £356. 

The  following  is  a  statement  of  the  business 
of  the  road  for  six  months  : 

Amount  of  half  year's  traffic  and  rents .£207,502  19    6 

Less  working  expenses  and  renewals,  &.C. .      125,284    9    9 


Leaving  a  net  revenue  of £82,218     9    9 

Adding  surplus  from  last  half-year 8,167  15     1 


Total £90,386    4  10 

From  which  the  following  deductions  have 
been  made  : 

Balance  of  general  interest 
account £30,0G3  13    5 

Payments  on  accounts  of 
the  Desjardins  and  Flam- 
boro  accidents 5,769  16  10 

Proportion  of  bad  debt  ac- 
count        1,186    9  10 


£37,030    0    1 
Six  months1  interest  on  De- 
troit and    Milwaukee   loan 
to  January  31, 1860,  not  re- 
ceived      12,044  16    2 


£49,074  16    3 

Leaving  an  availabe  balance  of £41,311    8    7 

Out  of  which  the  Directors  recommend  the 
payment  of  a  dividend  at  the  rate  of  two  per 
cent,  per  annum,  which  will  absorb  £31,693  12s  , 
leaving  a  balance  to  be  carried  to  the  credit  of 
next,  half-year's  account  of  £9,617  16s.  7d. 

The  traffic  during  the  last  half-year  as  com- 
pared with  that  of  the  corresponding  period, 
shows  a  decrease  of  £3,480  12s.  lOd. 

In  the  passenger  traffic  there  is  a  considera- 
ble falling  off,  as  compared  with  the  half-year 
ending  31st  January,  1859;  but  this  decrease 
did  not  permit  of  any  diminution  in  the  num- 
ber of  passenger  trains,  and  consequently,  tie 
expenses  in  this  department  could  not  be  ma- 
terially reduced. 

In  goods  traffic,  on  the  other  hand,  there  is 
an  increase  of  £14,479  13s  10d.,  or  20  per 
cent.,  and  in  the  weight  carried,  of  32,286  tons, 
or  29  per  cent.  The  mileage  of  all  trains  has 
increased  to  578,312  in  the  last  half-year,  as 
compared  with  518,858  in  the  corresponding 
six  months  ;  but  the  cost  per  mile  has  been  re- 
duced from  4s.  2d.  to  3s.  lOJ-d-,  which  is  the 
lowest  rate  at  which  the  trains  have  been 
worked  since  the  opening  of  the  line. 

Referring  to  "  the  disastrous  and  impolitic 
competition  of  American  lines,"  the  Directors 
present  a  tabular  statement,  showing  that  the 
large  increase  which  has  taken  place  in  busi- 
ness has  not  been  attended  with  a  correspond- 
ing increase  of  receipts.  Thus,  while  the  to- 
tal business  of  the  half-year,  was  far  in  excess 
of  that  of  any  proceeding  half-year  with  a  sin- 
gle exception,  the  total  receipts  were  not  more 
than  three  fourths  of  those  of  the  year  in  ques- 
tion. The  Directors  remark  that  they  "  are 
about  to  take  this  matter  into  serious  considera- 
tion." 


Yazoo  Valley  Railroad. — The  Jackson 
Mississippian  announces  that  the  vote  re- 
cently taken,  in  that  city  "resulted  almost 
unanimously  in  favor  of  a  subscription  of 
$100,000  to  the  Yazoo  Valley  Railroad — which 
will  make  a  total  subscription  of  $160,000  for 
Jackson," 
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MONETARY  AND  COMMERCIAL- 

During  the  past  week  money  has  been  in  good  demand, 
although  some  houses  report  the  market  for  the  past  few 
d:iys  much  easier  and  less  urgency  in  the  clamor  for  loans 
This  has  been  the  case  more  particularly  at  some  of  the 
larger  houses,  and  gives  indications  of  approaching  ease. 
Kates,  to  customers,  are  without  change,  while  outside 
transactions  arc  done  a  little  lower  than  a  week  ago,  which 
we  quote  at  12®I8. 

Eastern  Exchange  is  close  and  rates  have  advanced  to  ft. 
Much  difficulty  is  experienced  in  supplying  the  demands  of 
customers.  The  continual  drain  of  currency  from  this  cen 
ter  for  purposes  of  redemption  and  the  creation  of  Exchange 
will  prevent  finy  great  accumulations  of  currency  on  the 
counters  of  Bankers,  and  will  make  money  matters  rule 
close  far  some  little  time  to  come.  In  New  Orleans  there  is 
but  little  doing. 

BUYING.  BELLING. 

New  York  sight 45@50  prem.  £  prem. 

Boston <l5@50  prem.  ft  prem. 

Philadelphia 45@5U  prem.  £  prem. 

Baltimore ....4i@jtl  prem.  ft  prem. 

New  Orleans Par.        25@3D  prem. 

American  Gold. 30©35  prem.       %@\  prem. 

Cincinnati  Stock  Market. — Sales  of  Stock  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  tha 
following  rates  : 

BONDS. 

Little  Miami  R.  R.  Co.,  6  per  cent.  Mort- 
gage Bonds 85  and  int. 

Covington  &l  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  ?  per  cent G8        " 

Ohio  <&  Mississippi  R.  R.  Co.,  7  per  cent. 
Construction  Bonds,  (Eastern  Division). ...   15 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 73 

Cincinnati,  Hamilton  &.  Dayton  R.  R.  Co.,  Se- 
cond Mortgage,  7  per  cent.  Bonds 85 

Covington  &.  Lexington  R.  R.  Co.,  .11)  per  cent- 
preferred,  Income  Bonds 10 

Covington  and  Lexington  R.  R.  Co.  First  Mort- 
gage b"  per  cent.  Bonds 68  and  int. 

Cincinnati,  llamiltun  &  Dayton  R.  R.  Co.,  First 

Mortgage,  7  per  cent.  Bonds 95         " 

STOCKS. 

Cincinnati,  IIamiKon  &l  Dayton  R.  R.,  ex.  div.  70| 

Columbus  &.  Xenia  R.  R ' 85 

Indianapolis  &  Cincinnati  R.  R 40 

Little  Miami  K.  R ,...80 


J8@*The  March  earnings  of  the  Vermont  and 
Massachusetts  Railroad  were  $22,860.  March, 
1859,  $20,640. 


CiO NTH  ACTS  fur  Rails  at  a  fixed  price,  or  on  com 
{  mission,  delivered  at  an  English  purt,  or  at  a  por 
in  the  United  States,  will  be  made  by  the  undersigned 
THEODORE  DKHON, 
no13  10  Wal,  Rroadway.New  Vor 


W.  II.  H 


Patent  Portable  Forge  and  Bellows, 

THESE  FORGES  ave^superior  to  all  otftgrator  build 
crs  of  railroads,  mines,  quarries,  gaiumitim,  Iock- 
sinilhs,  machine  shops,  boiler  makers,  b'as  litters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  tlie  bellows,  which  is  in  tho 
cylinder,  under  the  tire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  tothefiue 
by  a  pipe, 

Railroad  companies  andothers  in  want  of  Portable 
Forf.es  will  address  W.G.  HYNDMAN, 

ap"3  1 41  East  Second  street,  Cincinnati,  O. 


Office  op  the  Cin.,  Hamii..  &  Baytok  IV.  R.,( 
Cuciknati.  April  8,  ISM.     I 
Notice  to  Stockholders.— The  annual  meeting  of  the 
Stockholders  of  this   Company  will   beheld    at  their  office, 
Slxih  Street  Depot.  In  Cincinnati,  on  Tuesday,  the  1st  day 
of  May  next,  to  make  choice  of  nine  Directors  to  serve  the 
ensuing  year,  and   to   act  upon   any  other  busiuess    that 
may  be  brought  before  the  meeting,  which  will  be  organized 
at  9  o'clock  A.  M. 
Tne  pulls  will  be  open  from  10  A.  M.  tn  3  P.  M. 

F.  H.  SHORT,  Secretary. 

Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS,  Philadelphia. 

Ju.24.  6m. 

1860.    Spring  Arrangement,    I860. 

VIA. 

CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

—AN  D— 

LAKE  SHORE 


^mmmmm 


^P^t^^rl 


FOR  NIAGARA  FALLS,  WHITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

G  A.  JH.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Columbus  JO. 15  a.  m.,  Cleve- 
land 2.50  i'.  m„  Dunkirk  8.25  r.  M..  Buffalo  9.5U  p.  m.,  New 
York  next  day  at  2.15  P   M.,  and  Boston  -LOO  p.  m. 

H33  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.  IO  A.  1TI«  Day  Express  from  Cincinnati,  Hamil- 
ton and  Dayton  Depot,  West  Sixth  street — Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.0G  p.  m.. 
Cleveland  8.55  p.  M-,  Dunkirk  2.50  a.  m.,  Buffalo  4.20  a.  M-, 
New  York  same  evening  at  9.10  p.  m.,  and  Boston  3 1 .30 

P.  M. 

jLj3  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

11.00  I*.  Itl.  Night  Express  from  Little  Miami  Depot, 
E;ist  Front  Street — Arrives  at  Columbus  3.40  a.m.,  Cleve- 
land 9.5n  a.  M  ,  Dunkirk  3.55  p.  M-,  Buffalo  5  25  p.  M.,  New 
York  nextmorning  at  9.45  a.  kg.',  and  Boston  1.00  p.  m. 

JO3  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

V^f*  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  F0H  TICKETS  VIA  COLUMBUS  AND  CLEVE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

THE  OLD  HE  LIABLE  ROUTE  TO    PITTSBURGH 
A2TD  RHILADELPHIA,  IS  VIA  CRE6TLI2TE. 

6*00  A.  Iff.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street — Arrives  at  Columbus  at  111.15  a. 
m.,  Cre>tline  12.40  p  m.,  connects  at  Pittsburgh  same  even- 
ing with  8.40  p.  m.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  m. 

10«IO»  Ac  Its.  Day  Express,  from  Cincinnati.  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m  , 
Crestline  6  15  p.  m.,  connects  at  Pittsburgh  next  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m. 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts- 
burgh 

11*00  1*.  JW.  Night  Express,  from  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Columbus  at  3.4U  a.  m.,  Crest- 
line 6. 45  a.  m.,  connects  at  Pittsburgh  with  4-<l0  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 

Ask  for  tickets  via  Columbus  and  Crestline. 

Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER,  General  Ticket  Agent, 

L.  M.  and  C..  H.  &  D.  Railroads,  Cincinnati. 

H.  C  MARSHALL,  General  Ticket  Agent. 

E.  S.  FLINT,  Sup't. 

N.  C  HARRIS,  Agent,  Cincinnati. 


Commencing  irpil  15,  18G0. 

OHIO  &  JlilsiSSIPPI 

CLNCIMATI  AND  ST.  LOUIS. 

Through  -without  Change  of  Cars. 
TWO    DAILY  TRAINS   FOR   VITVCEX- 

NE%  Cairo,  and  St.  Louis,  at  4:25  A.  M.,  and  5:25 
P.   M. 

Three  Daily  Trains  for  Louisville,  at  4:25  A.  M.t  2:00  P. 
M.,and  3:35  P.  M- 

One  Train  for  Evansville  at  4:25  A.  M. 

The  trains  connect  at  St.  Louis  for  all  points  in  Kansas 
and  Nebraska;  Hannibal,  Quincy  and  Keokuk;  at  St. 
Louis  and  Cairo  for  Memphis,  Vicksburg,  Natchez  and  New 
Orleans. 

One  Through  Train  on  Sunday,  at  535  P   M. 

RETURNING. —Fast  Line  — Leares  East  St.  Louis, 
(Sundays  excepted)  at  7:00  A.  31.,  arriving  at  Cincinnati  at 
9:50  P.  M. 

Express  Train.— Leaves  East  St.  Louis  daily  at  6:40 
P.  M.   arriving  at  Cincinnati  at  9:55  A.  M. 

FOR    THROUGH    TICKETS 
To  all  points  West  and  South,  please  apply  at  the  offices 
Walnut  Street  House,  bet.  Sixth  and  Seventh  Streets.  No.  1 
Burnet  House,  corner  office;  north-west  corner  of  Front 
and  Broadway;  Spencer  nonse  Office;  and  at  the  l^epot, 
corner  of  Front  and  Mill  Streets. 

E.  W.   WOODWARD,  Sapt.  Eastern  Division. 
IO3  Omnibuses  call  for  Passengers- 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHOKTEST  ROUTE  BY  THIRTY  MILES. 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  ail  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:4T  A.  M.,  Chicago  at  8  P.  M. 

II. SO  P-  M.— TEHRE  HAUTE  AND  LAFAYETTE 

ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:511  l>.  M. 

G.00  T.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P.M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^u-0-  Be  sure  you  are  ia  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrenceburg  &  Indianapolis. 

03"  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route- 
Baggage  checked  through. 

THROUGH  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  learinp 
address  at  either  office. 

H.  C  LORD,  President. 


CINCWNA  Tl,   WIL  MIS  G  TON, 

AND  ZAXESVILLE 
It  AIIiB   O  ^L  X>. 

Two  daily  trains,  at  6  A.  M.  and  6  P.  M.,  from  Little  Mi- 
ami Depot,  EastFront  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive  at  Cincinnati  at  S  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

WM.  KET  BOND,  Receiver. 
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PATENTED  GAS  WORKS 

or  the 

AMI  lliflffii  E 

Gas  "Works,  to  be  generally  adopted  by  th  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following  advantages,  to  wit:  great  simplicity  of  cun 
struction  and  operation;  reliability  to  injure  a  regular 
supply  oi  light;  purification  of  the  gas  to  prevent  clog- 
ging ;  freedom  from  unhealthy  and  offensive  odors  ;  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required; 
lastly  and  chiefly,  economy  both -as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  V  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :' to  examine  for  themselves,  without 
falling  into  any  of  "the  opposite  errors  of  credulity  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an.  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Scientific  American 
of  March  13,  1^58,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simplicity  of  construction  peculiar 
to  the  Aubin  Works,. the  retort  is  the  only  part  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
white  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trifling. 

The  Cost  of  the  Gas  ; 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  300  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  3<JU  cubic  feet, ...<$300  00 

do  do  350        "  335  00 

do  do  400        «  375  00 

do  do  500        M         450  00 

do  do  600        "  525  00 

do  do  700        "  600  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  ho  Her  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gasworks  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  tnat  an  ordinary  fish- 
tail burner  (known  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing  the  Contents  a  tad  best 
Proportions  of  Oasomclera  from  400 
to  4000  ft.,  and  the  IM  umber  of  Lights 
lUey  will  supply  for  a  given  time. 

Contents  in    No.  of  hours  j       Diameter  of        Height  of 
Cubic  Feet,    for  10  lights.         Gasometer.       Gasometer. 
400  20  10  ft.  5  ft.  3  in. 

500  25  10  ft.  6  ft.  6  in. 

750  37  12  ft.  6  in.  6  ft.  2  in. 

1000  50  13ft.  7ft.  Sin. 

1500  75  15  ft.  8  ft.  6  in. 

901)0  100  17  ft.  3  in.  8  ft.  7  in. 

2500  125  18  ft.  10  ft. 

3000  150  20  ft.  10  ft. 

?500  175  20  ft.  6  in.        10ft.  1  in. 

4000  200  21  ft.  11  ft.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
<!an  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — [<'or  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories.  &c,  &e.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  COVERDALE, 

187  Walnut  Street,  Cincinnati. Oliio, 
who  Tins  the  exclusive  right  to  manufacture  and  sell  in  the 
8tate  or  Ohio. 
Feb.  24th,  1859. 


APPLEOATE  &  CO., 

Booksellers, Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O. 


APPLEGATE  &  CO., 

APPriEGiATK   &  CO.,  Book- 
sellers,  Stationers  and   Blank-book 
Manufacturers,  43  Main    Street,-  Cincin- 
nati, invite  the  attention    of  Booksellers, 
Country  merch  ants,  Teachers, 

and   others   to  our  varied  and 

extensive  stuck  of  School.  Classi- 

cal, Theological,  Scion titic,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blink-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble   arrange  ments    with    the 
leading  publish,  ers,  as  well  as 
the  p  r  i  n  cipal                 manufact  urera 
and    importers              of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments  to    purchasers.       We  respectfully 
solicit  a  comparison  of   stock  and  prices 
with  any  oLher  house    in  the  West. 

BOOKSELLERS, 

Our   Stock   of    Stationery 

is  very  complete,     embracing 

in  part  all  the    varieties    o  f  Cap, 

Letter,   Packet,    Commercial,   Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  cl- 
Pens,  Penhold- 
rack  s,  Copying 
Books,  Ink  and 
sures,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 

fr  esses,    an  d 
nkstands  ;   Era- 
wax,  Wafers, 
Banker's   cases, 
head  boxes.  En- 


velope and   Card  cases ,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting- house. 

/Stationers^ 

To  our  Blank  Books  we 
/*&        especially    call    attention,    as 
-    they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from  ' 
the    small  memo-  randum    book  t  o 

the  large  Super  Royal  and  Impe- 

rial Ledger,  and  bound  in  a  great 

variety  of  styles  a  n  d  of  superior 

workra  anship.  Books    made    to 

order  of  any  de-  sired  pattern, 

with   or  without  printed  headings 

and  warranted  to  give    satisfaction 

in  quality  of  pa-  per,    accuracy  of 

ruling    and   durability  of  binding;  all  of, 
which  will  be  sold  at  uniform  low  prices.  ,  - 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS, 


We  are  prepared  to 
Print  and  Bind  books 
tion  and  in  any  style 
sired,  at  rates  as  low* 

quality  of  work 

<•     c  u  t  e  d  in  this 

where.     Our 

executing  these 


St  ere  otype, 
of  any  descrip- 
that  may  be  de- 
as   the    same, 

can  be  exe- 
city  or  else-        *"■ 
facilities  for 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style   and  on      short   notice. 
Merchants   and 
%g   Bills  of  Lading, 
Railroad    and 

Cards,   Circulars,  or 

tion  of  printing,  will 

that  we  do  such  -obs 

despatch.     Order*  re- 


others  wishing 
Bill    Heads, 

Dray    receipts,    6g> 
any  other  descrip* 
please  bear  in  mind 
with  neatness  andl 
Bpectfully  solicited. 


Publishers 


Our  own  p  u  bl  ications         are  toft 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
'tion  of  the  more  prominent,  which  are, 
Clarkes'  Com-  menta- 

ries, Dick's  Works,  R  o  1- 

lin's  Ancient  History,  Plutarch's 
L'ves,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited   t9 

every  condition,  and  Books  and  Station-, 
ery  in  endless  variety,  make  our  stock      ; 
compl     ete  and  can  not  fail  to  please.  . 
We  in       vite  all  to  give  us  a  call. 

43  MAIN  STREET,   ClN. 


W.  HARVEY'S  SAFETY  JOINT 


For 


Coupling    the    Ends    of   "  T 
^PATENTED,  1TOV.  2,  1858. 


Hail 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plaie  C,  whuh  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  trie  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  ami  base,  or  only  to 
bear  against  the  bead  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
m  Fig.  3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  prolect 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ar.d  its  lower  part,  like  the 
lower  part  of  plate  C,  resis  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them*  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D,  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plains  C  and  D,  constructed,  and  applied,  and 
tnngued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  und  lock  the  plates  firmly  together,  so  thatnei* 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  is  mad* 
for  expansion  and  contraction  between  the  tongues  and 
slots  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  present  mode  of  fastening  Lhem— each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  least  fifty  per  cent,  'on  the  wear  of 
the  rolling  stock  of  the  road.  t 

W    IIARVE--,  Inventor  and  PatknteeY 
41  JeQtison-street,  Albany, 
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PROSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  END  TO  END. 

PARIS'    P.A.TrEKTT 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOB    WATER    SUPPLY,    ACIDS,    ETC. 

SOr,K    IMPORTERS. 

PROSSKKlS  PATENT  SUKfACK  CON- 
1>KNSER»  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauges,  3-cutter  drills,  counter- 
sinks, tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrenches, 
t'tvbes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Rollers.  THOS.   PKOSSER  &   SON, 

97jan.  28  Piatt  Street,  New  York- 

<i.  G.  LOBDELL.        H.  S.  M'COMBS.        I>.  P.  BUSH. 

BOSH&LOBDELL, 

'Wilmington  -------  Delaware 

MANUFACTURERS  OF 

gins & si  wsaaas 


For  R.  R.  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Extmt 

FOE   THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


ID  2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

PflST-OFFIGE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

J.  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices  ;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter \  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, <£c,  <£c- 

COMPILED  BY  E.  PENROSE  JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S-  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     > 
This  work  has  been  carefully  compiled  and  corrected  by 
E-  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P-  0.,from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  most  complete  list  of  Pnst- 
Officea,  especially  of  the    Western,  North- Western,  and 
South- Western  States,  yet  published. 

MAHLON  H    MEDART, 
Agent  and  Inspector  of  Blanks ,<&:.,  for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
wliler  is  promptly  advised  of  allJVewi  Offices,  Changtsand 
Regulations  of  the  Department,  the  informationis  con-acted 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind. 

Observe,  That  this  list  is  arranged  by  States  and  Coun- 
««*,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  1856.  There 
are  3000  more  offices  in  this  thai  in  any  book  heretofore 
issued-  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

JO3  Single  copies  sent  by  mail  (postag  e  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps.  Five  Copies  sent  for  3 J. 00,  or  Twelve 
Copies  for  $2.1)0.    -^fc>a-"y 

Addresc,     '  C  S-  W1LL1IAMS, 

194  Walnut  Street, 

AUr.tft  10  Cincinnati,  Ohio* 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WM.  »T7 MINER  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH   OFFICES: 
Louisville,  Ky.,  Columbus,  O., 

Lafayette,  lnd.,  Dayton,  O., 

Indianapolis,  lnd.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
Important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

mfty-Five   Hollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  alike  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  rconomy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  all  on  the  sam  machine,  and  warrant  it  for  three 
years.  ■ 

]£j=Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc- 

fenfel  WM.  SUMNER  &  CO. 

1  Ofif)  Ke?9  No-  i  Kal,road  Spikes,  5i  by  9-16th 
,  &\J\J    Corby,  Gossin  &  Co.'e  make,  for  sale  very 
loW  by  TRABER  &  AUBERY, 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRO., 

172  Elm  Street,  bet.  Aih  and  hth, 
CINCINNATI,  O. 
SoleManufaotnrers  of  MoGowan'  s  bauble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine) 

WOULD  respectful  1;  invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners, andtheput 
lie  generally  to  these  Pumps! 
as  the  best  Pumpnowin  use* 
and  acknowledged  by  all  wdo 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  noi 
likely  to  get  out  of  order;  wel" 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Distille 
ries,     Breweries,    Kurnacee 
Mines,  Rolling  Mills,  Pape 
Mills,  Factories,  Wells,  Cla 
terns, Stationary  File  Engines, Garden  Engines  and  1% 
all  purposes  whorea  Pump  can  be  used.   Also, for  for- 
cing  a  large  body  of  water  to  agreatheightordistance 
rapidly. 

Also,  McGowan  s  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c  HoseCouplins 
Lead,  Copper  and  Gas  Pipe  furnished  aithe  tcweetma  ■ 
kel  prices. 

Full "nd  perfect  atisfactionguaranteedin  allcases, 
when  properly  put  up  according  to  directions. 

Orders  thankfully  received  a  ndproirptly  filled  at  the 

shortest  notice. 

SILVER    MEDA^      (The  highest   prize)  awarded 

ese  pumps andSteam  Humping  Engine  at  th    late  Fa 

Ohio  MeabanlcB'  Institute  June^l8,  1855 —J 


Street  and  Other  Railroad  Iron. 

WOOD.  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4.m.6. 

^FREEDOM  IRON  COMPANY 

MANLTACTUTERS  op 

LOCOMOTIVE    TYEE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all   Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co.,  Penn. 

JOHN  A.  WRIGHT,  SnpU. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Cliarcoal  id  the  okHashione* 
Forge  Fire,  hammered  into  a  Bloom  from  which  IroD  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  Junefl. 


New  Time  Table 

OF   THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp..  7  00  a.  x. 

Mail 9.10  a.m. 

New  York  Exp.. 11 -15  a.  m. 

Night  Exp 5.00  p.  x. 

TJtica  AcconTn..  6  00  p.  X.    Al 

N.  Y.  Mail 11.15  p.  X. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  X. 
Steamboat  Exp..  6.00  a.  m. 

Mail 

Cleveland  Exp..  6.00  p.  X. 
Cincinnati  Exp. 11. 00  p.  x. 
UticaAccom'n..  — — 


Arr.  Buffalo. 

7  00  p.  x. 

12.50  a.  M. 

9.00  p.  X 

4.00  a.  X. 

.  U.  10.00  p.  r. 

]O.0<  a.  X. 

Leave  Bridge. 

5.15  a.  H. 

8.00  A.  M. 


Arr.  S.  Br. 
7  00  p.  x. 

9.00  p.  X. 
4.00  a.  X. 

10.00  a,  mJ 
Ar.  Alb'y" 

3.30  p.  x. 

8.00  p.  x. 

2.30  p.  x. 

4.40  a.  x. 

8.30  a.  X 
10.00  A. 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  a  re  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  best  Eastern 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  kinds  of  hear  y 
forgingandcastingdoneat  short  notice.  Also,boLtsfor 
bridges,  cu   withdispatch. 

af    -  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

Dl  RECTED  by  a  Board  of  Yisitors  appointed  by  the 
State,  is  under  the  superintendence  of  Col.  E.  "W, 
IUORGAN,  a  distinguished  graduate  ol  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Colleges, 
but  more  extended  in  Mathematics,  Mechanics,  Ma' 
chines, Construction, Agriculturalc'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompaniedby  daily  and 
regulated  exercise. 

Schools  of  Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui  t 
time  means, and  object  ofProfessionalpreparalion,  both 
be, ore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  '*  Military  Institute 
Franklin  Springs,  Ky.  "or  the  undersigned. 

2  P.  DUDLEY. 

President  of  th    Board 
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E.  D    MANSFIELD,  •        -    (   VAifms 

CINCINNATI: 

Thursday  morning,    May  3.  1SG0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERT  THURSDAY  MO RX12TG, 

BY  WRIGHTSOK  &  CO. 

OFFICE -No.  16_7    Walnut    Street. 

SUBSCRIPTIONS — $3  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,   13s.  6(1.  ($3)  payablein 
advance. 

ADVERTISEMENTS. 

A  square  Is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, SI  DO 

**        '*        per  month, 3  00 

**        "        six  months, 12  00 

•'       "        per  annum, 20  00 

•*    column,  single  insertion, 5  0'.* 

"        **        per  month, 10  00 

**        "        six  months, 40  00 

**        «*        perannum, 80  00 

"    page,  single  insertion, 15  00 

"        *■         permonth, 25  00 

"        ■•         sixmonths, ,. I  JO  00 

**        "        per  annum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW  OF  NEWSPAPERS. 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
liscontltiued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

THp  The  European  Agent  for  the  Railroad  Record 
b  Mr..  Frederic  Algar  ot  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

COAL  BURNING  LOCOMOTIVES.  V 


PENNSYLVANIA  EXPERIMENTS.  '•' 

Long  convinced,  that  coal  must  be  substi- 
tuted for  wood,  on  those  roads  which  have 
access  to  coal  mines;  and  eventually  on  all 
roads,  we  are  very  glad  to  see  a  series  of  ex- 
periments made,  by  competent  men,  in  a  fair 
manner.  We  have  before  us  a  "Report  of 
Experiments  with  Coal  Burning  Locomotives, 
made  on  the  Pennsylvania  Railroad,  from 
April  to  August,  185!)."  The  Report  appears 
to  be  made  by  Mr.  Wm.  J.  Palmer,  and  is 
certainly  one  which  reflects  great  credit  on 
him,  for  the  accuracy  and  minuteness  with 
which  he  has  made  the  experiments,  by  which 
decisive  results  are  obtained.  We  may  add, 
that  the  experiments  are  just  as  satisfactory 
for  Ohio  as  for  Pennsylvania.  Indeed,  we 
suspect  (since  no  less  than  six,  of  the  Ohio 
Roads  run  through  coal  banks,)  that  the  aver- 
age price  of  coal  in  Ohio  is  less  than  in  Penn. 
sylvania.  It  is  certainly  less  than  in  Eastern 
Pennsylvania. 

The  experiments  were  made  with  six  differ- 
ent  engines    constructed   for   coal    burning. 


and  on  various  kinds  of  Pennsylvania  coals. 
With  the  variations  in  the  working  of  these 
engines  and  coals,  our  readers  are  not  parti- 
cularly concerned.  Rut,  all  railroad  men  and 
the  whole  public  are  concerned  in  these  ques- 
tions : 

1.  Can  coal  be  burned  conveniently  in  Lo- 
comotives? 

2.  Can  the  smoke  be  consumed,  so  as  not  to 
annoy  passengers  ? 

3.  Is  coal  much  cheaper  than  wood? 
These   questions   are    made    important  to 

railroad  companies,  by  the  fact,  that  wood  is 
rapidly  disappearing  from  the  lines  of  the 
roads,  and  if  it  has  to  be  brought  from  a  dis- 
tance of  more  than  five  miles  it  will  become 
very  dear. 

We  make  below  a  digest  of  the  experiments, 
so  far  as  to  give  a  view  of  the  final  results: 

First. — Is  it  practicable  to  use  raw  bitumi- 
nous coal,  of  the  varieties  found  along  this 
road,  in  Passenger  Locomotive  Engines,  with- 
out the  emission  of  smoke  or  cinders  to  an 
extent  that  would  annoy  passengers  ?  If 
practicable,  what  is  the  best  plan  of  effecting 
that  object?  and  what  saving  would  result 
from  the  substitution  of  coal  for  wood  in  such 
engines? 

Second. — Is  the  prevention  of  smoke  at- 
tended by  economy  of  fuel?  and  if  so,  is  the 
saving  such  as  to  warrant  any  alteration  of 
the  coal  burning  Freight  Engines  now  in 
use? 

After  describing  the  engines,  weight,  etc., 
the  results  of  the  experiments  are  given  as  to 
consuming  smoke.  It  is  clearly  proved  that 
the  "Gill  Engine,"  (and,  perhaps,  others,) 
will  consume  the  smoke  so  as  to  be  no  an- 
noyance. This  is  one  important  point  set- 
tled. The  principles  on  which  this  depends 
may  be  of  great  interest  to  many  persons, 
especially  to  those  interested  in  the  construc- 
tion of  engines.  We  give,  therefore,  a  sum- 
mary of  principles. 

The  peculiarities  of  the  arrangement  to 
which  the  success  of  this  engine  is  due,  have 
been  already  described.  The  plan  recognizes 
to  the  fullest  extent,  the  following  cardinal 
principles: 

That  for  the  combustion  of  the  gasses  con- 
tained in  a  rich  bituminous  coal,  a  special  ad- 
mission of  air  in  a  large  quantity  over  the  fire 
is  indispensable,  and  that  the  air  entering  by 
the  grate  should  only  be  relied  upon  to  con- 
sume the  coke  portion  of  the  fuel. 

That  the  air  for  the  gases  should  be  admit- 
ted through  small  orifices,  (and  not  in  mass,) 
in  order  both  to  avoid  the  cooling  effect  of  air 
in  bulk,  and  to  ensure  at  the  great  velocity  of 
the  currents  in  a  locomotive  furnace,  that 
thorough  intermixture  of  the  air  and  gas, 
which  is  essential  to  perfect  combustion. 

That  the  air  should  be  admitted  at  the  ear- 
liest moment  after  the  gases  are  evaded,  in 
order  that  the  greatest  time  and  space  may 
be  afforded  for  the  completion  of  the  pro- 
cess. 

That  combustion  is  assisted  by  any  ar- 
rangement for  mechanically  mixing  up  the 
gas  and  air ;  or  for  extending  their  "  run," 
and  affording  as  much  clear  space  as  possible 
for  this  combination  to  take  place  in,  before 
the  flues  are  reached. 


These  principles  are  not  new,  or  original 
with  the  inventor  of  this  plan.  They  are 
chiefly  the  result,  of  the  investigation  of  Mr. 
Charles  Wye  Williams,  of  England,  and  have 
been  repeatedly  published  by  hira.  The  no- 
velty in  the  plan  under  consideration  is  in  the 
application  of  these  principles  to  meet  most 
of  the  requirements  of  the  process  of  com- 
bustion in  a  locomotive  engine;  and  con- 
sists mainly  of  the  air  chamber  provided 
I  above  the  surface  of  the  fire,  from  which  the 
air  is  admitted  downwards  in  a  manner  to 
cause  the  most  effective  combination  between 
it  and  the  gas.  If  admitted  at  the  sides,  or  at 
the  front  or  back  of  the  fire  box,  the  cen- 
tral mass  of  gas  would  tend  to  escape  uncon- 
sumed. 

The  next  question  is  that  of  the  comparative 
cost  of  Wood  and  Coal.  We  give  the  follow- 
ing table  of  the  relative  cost  of  Wood  on  the 
Pennsylvania  Road;  because,  it  is  but  little 
higher  than  that  of  the  roads  running  into 
Cincinnati,  from  the  East. 
Cost  of  Hard  Wood  on  Pennsylvania  B.  B. 
For  Passenger  Engines. 
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Division  from    Ter  cM.  Perc'd.  Perc'd.  Per  c'd.  Perc'd. 
P.  loAlt'na. 

Pittsburgh 82  0"      $0  40  JO  115  §0  18*  $2  57 

Latrobe...- 17.1        ll  37*  0  05  0  12t  2  30 

Ninevah 1  "5        (137*  II  07  n  12*  2  32 

Wilmore 162*      0  37*  0  00  0  121  2  IB 

Allodia 2  U0        0  37*  0  06  0  12*  2  56 

Average 2  39 

Division  from 

0  37*  0  06  0  12*  2  56 

(I  37*  U  12  0  12*  2  62 

(1  37*  0  15  0  12*  2  05 

0  37*  0  (7  (I  12*  B  57 

0  37*  0  06  0  12*  2  81 

0  40  0  10  0  12*  3  12 


Altnona 2  00 

Huntingdon 2  00 

JlcVevtown 2  0(1 

Lewi- town 2  00 

Newport 2  25 

Hai-risburg 2  50 


Average 2  72 

Division  from 

Harrinhurg 2  50  0  40  0  10  0  12*  3  12 

Klizabethtown....  3  HO  0  45  0  10  0  12*  3  68 

Leaman  Place..  .  3  30  (l  45  0  14  0  19*  4  01 

DowDingtown....  3  50  0  45  0  10  0  12*  4  IS 

Philadelphia 4  00  0  30  0  10  0  12*  4  52 

Average 3  90 

Average  Cost  over  whole  road,  of  Hard 

Wood,  delivered  on  tender S3  no  per  cord 

(Which  includes  every  expense  except  that  of  repairs  to 

engines  and  cars  engaged  in  hauling  wood,  and  of  Main- 

tainance  of  Way  due  to  such  transportation.) 

The  average  cost  of  Pittsburgh  coal  was 
$1  84  per  ton  of  2,000  pounds — which  is  25 
bushels;  making  the  cost  per  bushel  7 J  cents. 
If  we  were  to  make  the  same  table  for  the 
Central  Ohio,  the  Cincinnati  and  Pittsburgh, 
the  Cincinnati  and  Marietta,  and  the  Cincin- 
nati, Wilmington  and  Zanesville  Roads,  we 
should  find"  both  wood  and  coal  cheaper; 
but,  relatively  about  the  same.  These  ex- 
periments, therefore,  apply  very  well  to  these 
roads. 

As  between  wood  and  coal,  the  following 
table  of  heating  capacity  is  an  important  ele- 
ment. 

It  appears  from  the  above — 

1st. — That,  the  average  consumption  was 
89.52  lbs.  per  mile  of  Pittsburgh  coal,  against 
20G.92  lbs.  per  mile  of  hard  wood. 

Hence  1  pound  of  coal  is  equivalent  in 
healing  power  to  2.31  pounds  of  wood. 

2nd.— The  weight  of  128  cubic"  feet  rf  this 
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wood  being  3,500  pounds,  it  follows  that 
1  net  ton  of  coal  is  equal  to  1J  cords  of 
wood. 

'id. — Taking  the  evaporation  of  water  as  a 
standard,  we  have  for  1  pound  of  Pittsburgh 
coal,  an  avcrege  evaporation  of  6.04  pouuds* 
of  water,  and  for  1  pound  of  oak  wood,  an 
average  evaporation  of  2.72  pouuds*  of  water 
— which  would  make  1  pound  of  coal  equi 
valent  to  2.22  pounds  of  wood,  and  1  net  ton 
of  coal  equivalent  to  1.27  cords  of  wood. 

The  last  result  differs  slightly  from  that 
based  on  the  consumption  per  mile.  On  so 
short  a  trip,  the  difficulty  of  measuring  with 
accuracy,  (by  means  of  the  gauge  cocks  only,) 
the  water  in  the  boiler,  would  make  this  stand- 
ard less  reliable  than  the  former.  We  shall, 
therefore,  assume  as  the  basis  of  our  calcula- 
tions, that  1  pound  of  Pittsburgh  coal  is 
equivalent  in  healing  value  to  2  31-100  pounds 
of  hard  wood,  and  that  1  net  ton  of  coal  is 
equivalent  in  heating  value  to  1J  (one  and  one- 
third)  cords  of  hard  wood. 

The  final  result,  as  to  cost,  is  thus  summed 


Cost  of   Wood  and  Coal  per  mile  in  running 
Passenger  Trains. 
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Distance  Round  Trip. 
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round  trip. 
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Cost  of  coal  for  running  a 
round  trip. 
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Cost  of  Coalpcrmilerun. 

Wood  consumed  c 
round  trip. 


Cost  delivered  on 
Tender. 


Cost  of  Wood  for  running 
a   round  trip. 


*o  I  Cost  of  Wood    per  mile 
lE  I  run. 
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Estimated  s.avin.c  by  using  Coal 
in  place  of  Wood. 


The  summary  of  these  experiments  is  con- 
clusive ;  that  coal  can  be  used  conveniently, 
without  annoyance ;  and  that  in  all  places, 
where  coal  is  abundant,  it  is  much  the  cheap- 
est. On  the  Ohio  roads,  we  have  no  doubt 
the  reduction  icould  be  equal  to  one-half. 


B^^A  newspaper  express  train  was  recently 
run  at  the  rate  of  80  miles  per  hour  on  the 
Hudson  River  Railroad. 


INSURANCE  BUSINESS. 

In  a  late  number  we  gave  a  brief  notice  of 
the  rejoort  of  Mr.  Barnes,  Superintendent  of 
the  Insurance  Department  of  New  York,  show- 
ing the  increase  of  Insurance  Companies 
in  that  State,  with  some  statistics  of  the  busi- 
ness. 

A  further  examination  of  this  report,  dis- 
closes the  fact  that  this  great  increase  of  com- 
panies is  having  its  legitimate  effect  in  the 
reduction  of  the  rates  of  premium  —  and,  we 
fear,  to  a  point  below  that  of  profit  to  the 
underwriter,  or  of  safety  to  the  assured — for 
it  is  only  when  the  insurer  is  in  receipt  ot 
premium  adequate  to  the  losses  and  expenses 
of  the  business,  that  the  insured  is  fully  pro- 
tected— as  that,  after  all,  is  the  surest  guar- 
antee of  the  stability  of  an  insurance  com- 
pany. 

In  support  of  this  opinion,  we  give  below 
some  figures  from  the  statements  of  some  of 
the  leading  companies  doing  business  in  the 
West,  in  which  we  shall  show  the  amount  of 
premiums  earned  by  each  company  during  the 
year  1859 — that  is  the  gross  amount  received 
less  40  per  cent,  on  outstanding  risks,  as  not 
being  earned  by  the  Company — the  amount 
of  losses  incurred  and  expenses  paid  during 
the  same  period;  from  which  it  will  be  seen 
that  in  all  cases  named  the  two  last  items 
are  considerably  in  excess  of  the  first — a 
state  of  things  which,  if  continued,  must  end 
in  seriously  impairing  the  capital  stock  of 
those  companies.  We  would  remark,  how- 
ever, that  these  figures  do  not  give  the  real 
results  of  the  year's  business — which  can  only 
be  given  by  separating  the  entire  business  of 
the  year  from  that  of  1858,  and  calculating 
each  separately.  But  taken  one  year  with 
another,  they  approximate  very  closely  to  ac- 
tual results,  and  for  all  practical  purposes 
are  sufficiently  correct.  It  will  be  observed 
that  the  figures  given  are  those  relating  to 
the  insurance  business  only,  and  have  nothing 
to  do  with  the  capital  stock  of  the  companies 
— that  being  presumed  to  take  care  of  itself, 
and  to  yield  its  own  income. 


Earned 
Premiums. 


Losses  and 
Expenses. 

S 1 ,304,365 
567,8611 
432.366 
333.U55 
21111,708 
84,405 
6T  656 
150,014 
324.213 
174,465 


Deficiency. 


226,8(12 
137.561 
47,160 
87.113 
72,105 
7,515 
11, OSS 
27.254 
27,672 
40,762 


Company 

.Etna,  Hartford SI. 1,37563 

Home,  of  Neiv  York.  430.209 

Hartford,  of  Hart'd..  385.206 

Phoenix,   of     •'      ..  245,942 

Springfield.  Mass.,..  188.513 

Security,  of  N.  ¥...-  76,889 

Laman.ofN.Y 55,698 

Manhattan,  of  N.Y..  122.760 

Metropolitan,     "    ..  06,541 

City,  Hartford 133,703 

Here  we  have  the  condensed  results  of  the 
business  of  ten  of  the  leading  companies  hav. 
ing  agencies  in  the  West,  from  which  it  will 
be  seen  that  with  earned  premiums  of  two  and 
three  quarter  millions  of  dollars,  their  ex 
penses  and  losses  amount  to  no  less  than 
three  and  a  half  millions,  showing  a  deficiency 
of  three  quarters  of  a  million  of  dollars ! 
But  in  this  sum  is  included  the  commissions 
and   expenses  of  collection  of  one  and  a  half 


millions  of  unearned  premiums.  If  we  esti- 
mate these  expenses  at  twenty-three  per  cent, 
— which  is  not  far  from  the  average,  we  have 
$350,000,  in  round  numbers,  to  be  deducted 
from  the  above  deficiency,  and  leaving  as  the 
real  deficit  in  the  business  of  1859,  four  hun- 
dred thousand  dollars — no  great  matter  for 
companies  of  the  wealth  and  standing  of 
those  named ;  but  enough  to  show  that  the 
tendency  of  rates  is  below  the  point  of  profit; 
and  if  those  rates  are  continued  for  any  con- 
siderable time,  ruin  to  the  insurance  business 
must  ensue.  It  will  become,  therefore,  for 
those  engaged  in  underwriting  to  take  early 
action  on  this  matter,  or  they  may  find,  when 
too  late,  that  their  magnificent  displays  of 
stocks,  bonds,  and  mortgages  have  gone,  "like 
the  baseless  fabric  of  a  vision,"  an(j  ]eft  "not 
a  wreck  behind. 

We  may  be  told  in  this  connection  that 
those  companies,  as  well  as  most  others  doing 
business  in  the  West,  made  dividends  last  year 
ranging  from  nine  to  fifty-five  per  cent  on 
their  capital  stock,  and  some  of  them  divi- 
dends on  their  profits  to  their  policy  holders. 
This  is  all  very  true.  But  it  will  be  found  on 
examination  that  these  dividends  were  made 
out  of  previous  earnings,  when  rates  were 
higher,  or  out  of  the  investments  of  capital, 
or  from  some  other  sources  not  known  to  the 
uninitiated.  In  support  of  this  latter  hypo- 
thesis, we  would  mention  that  one  company 
made  dividends  last  fall,  and  complied  with 
our  Western  laws  in  January,  that  is  now 
hopelessly  bankrupt  Others  may  find  them- 
selves in  the  same  condition,  unless  a  more 
careful  and  judicious  course  of  policy  be  adopt- 
ed in  their  management 


CIN„  HAMILTON  &  DAYTON  E.  E. 

The  Regular  Annual  Meeting  of  the  Stock- 
holders of  the  Cincinnati,  Hamilton  and  Dav- 
ton  Railroad  Company,  was  held  at  their 
office  in  the  Sixth  Street  Depot,  on  Tuesday 
morning. 

J.  L.  Wayne  was  called  to  the  chair,  and 
John  W.  Owens  was  appointed  Secretary. 

The  report  of  the  Stockholders'  Committee, 
viz:  John  Young,  Wm.  Goodman,  and  W.  B. 
Moores  was  present  and  adopted: 

To  the  Stockholders  of  the  tin..  Hamilton  & 
Dayton  R.  R.  Co. : 

The  return  of  your  annual  meeting  admon- 
ishes your  Committee  that  they  should  make 
an  account  of  their  proceedings  during  the 
year,  with  such  incidental  remarks  concernino- 
the  affairs  of  your  road  as  the  occasion  mav 
seem  to  require. 

It  is  not  necessary  it  should  be  very  ex- 
tended, inasmuch  as  the  tabular  reports  of 
the  various  officers  of  the  Companv  will  give  a 
correct  statement  of  the  present  condition  of 
its  affairs.  It  is  deemed  a  fit  occasion,  how- 
ever, for  some  remarks  concerning  the  past, 
as  well  as  the  present  and  the  future. 

Your  Committee  have  frequently  visited  the 
Company's  office  in  the  discharge  of  their  du- 
ties.    The  books  have  been  carefully  examin- 
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ed,  and  are,  apparently,  entirely  correct. 
Everything  gave  evidence  of  the  strictest  fide- 
lity. They  are  pleased  to  acknowledge  that 
on  all  occasions,  they  have  found  a  prompt  co- 
operation from  all  the  officers. 

It  is  regarded  as  appropriate  at  this  time 
to  congratulate  you  and  the  friends  of  the  road 
upon  the  improved  state  of  the  business  and 
finances.  Your  first  committee  was  appointed 
in  February,  1858  ;  at  that  time  there  seemed 
to  be  a  general  distrust  and  feeling  of  uneasi- 
ness in  your  minds,  touching  the  value  of  the 
stock,  and  the  prospect  of  the  final  success  of 
the  enterprise. 

In  consequence  of  some  unfortunate  but 
well  intended  investments,  and  a  disturbed 
state  of  the  business  of  the  country,  the  com- 
pany had  ceased  to  pay  dividends. 

The  stock  had  fallen  in  public  estimation, 
and  could  not  be  sold  for  over  40  cents  on  the 
dollar.  The  value  of  a  careful  investigation 
was  here  manifest.  A  short  examination  in- 
to the  affairs  of  the  Company  disclosed  the 
fact  that  the  current  market  price  was  really 
far  below  its  intrinsic  value,  and  there  was 
good  reason  to  believe  that,  with  judicious 
management  and  an  abstaining  from  all  ap- 
propriations and  engagements  not  strictly  re- 
quired by  the  legitimate  operations  of  the 
road,  it  would  soon  recover  from  this  depres- 
sion, take  rank  with  the  substantial  paying 
roads  of  the  country,  and  give  the  stockhold- 
ers the  assurance  they  were  possessed  of  an 
investment  of  real  value,  on  which  they  could 
rely  for  a  regular  income. 

Your  committee  are  happy  to  say  these  ex- 
pectations have  been  realized. 

Since  your  last  annual  meeting  two  divi- 
dends of  three  and  a  half  per  cent,  each  have 
been  made,  and  there  is  good  reason  to  be- 
lieve that  they  will  hereafter  be  semi-annually 
made,  without  interruption.  In  the  mean 
time  the  stocks  has  appreciated,  until  it  is 
now  worth  70  cents  on  the  dollar,  exclusive  of 
dividends. 

The  Company  may  be  declared  out  of  debt, 
except  its  bonded  debt,  and  such  small  sums 
for  current  expenditures  as  are  always  inci- 
dent to  continuous  business.  On  the  books  of 
the  Company  the  stock  stands  at  par,  without  a 
necessity  of  making  offsets  for  valueless  assets, 
such  having  been  charged  to  profit  and  loss 
and  canceled  by  accumulated  profits.  It  may 
be  truly  said  that  this  road  traverses,  through 
its  whole  line,  one  of  the  most  beautiful  and 
fertile  countries  on  the  continent,  the  resour- 
ces of  which  are  now  being  rapidly  devel- 
oped. 

The  attractiveness  of  such  a  country,  aided 
by  the  facilities  for  intercourse  with  the  city 
which  this  road  furnishes,  will  ultimately  give 
it  a  density  of  population,  which  must  con- 
tribute largely  to  a  profitable  local  travel  and 
traffic.  Already  several  important  local  insti- 
tutions of  the  country  have  been  located  along 
its  line. 

Since  your  last  meeting,  an  important  ar- 
rangement has  been  made  between  this  and 
competing  roads,  by  which  a  division  of  the 
profits  is  to  be  made  upon  an  agreed  and  equi- 
table basis. 

Through  this  arrangement,  it  is  believed  a 
great  saving  in  operating  the  road  may  be  had, 
while  the  public  will  be  served  as  cheaply  and 
promptly  as  heretofore,  and  the  asperities  and 
unpleasantness  arising  from  sharp  competi- 
tion avoided.  Time  only  will  develop  the 
wisdom  or  impolicy  of  the  measure,  but  if 
the  sanction  of  stockholders  is  any  assurance, 
it  must  succeed,  as  it  had  the  almost  unani- 
mous approval  of  those  of  each  company. 
The  Committee  have  recently   passed  lei- 


surely over  the  entire  road,  in  a  special  train, 
to  afford  them  an  opportunity  of  making  an 
examination  into  its  present  condition  — 
Everything  appears  in  good  order.  The 
bridges,  with  one""or  two  exceptions,  which  are 
to  be  overhauled  during  the  ensuing  summer, 
are  very  sound  and  substantial. 

Some  rails  and  cross  tics  will  have  to  be 
replaced  with  new,  as  is  the  case  with  all 
roads  which  have  been  operated  for  years. 

The  road  bed  is  now  so  thoroughly  com- 
pacted, and  the  country  traversed  so  level,  it 
is  believed  that  hereafter  very  small  appropri- 
ations will  keep  it  in  perfect  order. 

The  work  shops,  also,  have  shared  the  at- 
tentions of  your  Committee.  There  is  here  a 
system  in  obtaining  supplies  and  in  the  mode 
of  keeping  the  accounts,  that  could  not  easily 
be  improved  upon.  The  items  for  construct- 
ing and  repairing  machinery,  in  all  its  de- 
partments, as  well  as  supplies  for  the  same,  is 
separately  kept,  Thus,  it  is  an  easy  matter 
to  ascertain,  at  any  time,  what  was  the  cost  of 
each  particular  job.  The  expenditure  on  this 
branch  of  the  business  are  heavy,  but  it  is  dif- 
ficult to  show  how  they  could  be  reduced, 
without  suffering  the  machinery  to  run  down, 
and  thus  hazarding  the  success  and  profit  of 
the  business. 

The  pay  roll  has  also  passed  under  review. 
This  is  pretty  formidable.  But  what  with  of- 
ficers, mechanics,  and  laborers,  a  large  num- 
ber have  to  be  provided  for,  and  some  times 
during  the  competitions  of  the  past  year,  for  a 
very  small  remuneration. 

Notwithstanding  all  this,  the  net  profits  of 
the  last  year  exceed  those  of  the  years  previ- 
ous, by  a  considerable  sum,  as  the  statement 
of  the  Secretary  will  show. 

It  is  a  matter  of  congratulation  that  the 
year  has  passed  without  the  occurrence  of  an 
accident  seriously  injuring  any  passenger, 
or  resulting  in  any  considerable  loss  of  prop- 
erty. 

In  conclusion,  your  Committee  may  say 
that  they  regard  this  now  aa  a  substantial, 
permanent,  improving  property,  wholly  out  of 
debt,  except  its  bonds,  and  it  is  believed  will 
be  a  safe  and  paying  investment  through  all 
future  time. 

All  of  which  is  respectfully  submitted. 
John  Young, 
Wm.  Goodman, 
Wm.  B.  Moores. 
Cincinnati,  May  1,  1860. 

The  following  is  the  Report  of  the  Presi- 
dent, S.  S.  L'Hommedieu: 

Office  of  the  C,  H.  &  D.  R.  R.  Co..  ) 
Cincinnati,  May  1st,  1850.      j 
To  the  Stockholders,  etc. : 

Gentlemen:  The  earnings  of  the  past  year 
exhibit  a  gratifying  income  over  those  of  the 
previous  one,  and  no  accident  has  occurred  on 
your  road  by  which  either  passenger  or  pro- 
perty has  been  seriously  injured.  These  facts 
show  that  the  business  operations  of  the  Com- 
pany have  been  carefully  and  successfully  con- 
ducted. 

The  safe  condition  of  tha  track,  bridges, 
machinery,  etc.,  and  the  rigid  enforcement  of 
well  matured  rules  by  our  Superintendent, 
give  assurance  that  in  the  future  we  may  ex- 
pect to  be  equally  exempt  from  accident  to 
those  who  travel  or  ship  their  property  by  the 
road. 

The  Secretary's  Report,  herewith  submitted, 
shows  the  receipts  of  the  past  year  to  have 
been  $561,681  52,  and  the  expenses  $398,- 
423    60.      The    expenses    of   operating    are 


somewhat  increased  over  the  previous  year, 
arising  chiefly  from  the  increased  business 
and  the  competition  for  and  extreme  low 
rates  ruling  in  through  freights  to  and  from 
the  East. 

The  gross  receipts  for  the  year  ending  March 
3.1,  1861,  have  been $561,681  52 

The  gross  receipts  for  the  year  ending  March 
31,  183!),  were 480  437  92 

79,943  60 


Showing  an  increase  of-  ■ 


The  number  of  passengers  carried  for  the 
year  ending — 

March  31,  19611,  were 357,7f9 

"        "    1859,  were 339,272 

Increase 1^,173 

The  net  earnings  have  been  applied  to  the 
payment  of  interest  on  bonds,  and  to  the  pay- 
ment of  two  semi-annual  dividends  to  stock- 
holders, of  three  and  a  half  per  cent,  each, 
leaving  a  balance  of  $12,361  92  to  the  credit 
of  income  account, 

The  contracts  recently  concluded  between 
the  Little  Miami  and  Columbus  &  Xenia,  Day- 
ton, Xenia  &  Belpre,  and  the  Cincinnati, 
Hamilton  &  Dayton  Railroad  Companies,  for 
working  their  several  roads  on  joint  account 
for  a  period  of  twenty  years,  and  which  have 
been  "almost  unanimously  approved  by  the 
stockholders  of  the  several  Companies,  were 
put  in  operation  on  the  2d  day  of  April,  that 
day  being  the  commencement  of  the  fiscal  year 
of  this  Company. 

The  negotiations  which  resulted  in  this  im- 
portant contract,  commenced  about  two  years 
since,,  and  although  occasionally  suspended, 
it  was  with  the  expectation  on  the  part  of  the 
several  companies  of  their  being  resumed  at 
a  suitable  time.  The  parties  realized  the 
importance  of  proceeding  with  great  care,  in 
view  of  making  a  contract  that  should  be  alike 
just  and  beneficial  to  the  stockholders  of  each 
Company.  It  is  believed  that  such  a  contract 
has  been  made,  and  that  it  will  result  advan- 
tageously to  the  several  Railroad  Companies 
directly  interested,  and  to  the  railroads  gener- 
ally of  our  State. 

For  detail  of  the  financial  condition  of  the 
Company,  reference  is  made  to  the  report  of 
the  Secretary  and  Treasurer,  and  to  that  of  the 
Superintendent  for  the  condition  of  the  road, 
machinery,  etc. 

Respectfully  submitted. 

By  order  of  the  Board  of  Directors. 

S.  S.  L'Hommedieu,  President. 

The  following  is  a  synopsis  of  the  Report  of 
the  Secretary,  Mr.  Stout: 
income. 

From  Passengers $226,498  10 

>*•      Freight 5*7,922  98 

"      Mails  and  Express 19,482  9/ 

"     Rents  of  Track  amd  Machinery 19,931167 

"      Interest 6,"U9  66 

"     Profit  and  Loss 1,85116 

561,681  52 

EXPENSES. 

For  Water  Rents  and    Repairs  of 

Water  Station ...  $1,411  30 

Repairs  of  Buildings 5,370  97 

Expense  or  Shops  and  Engine 

Houses. 7,134  30 

Repairs  of  Road 54.774  17 

Repairs  of  Bridges 8.361  54 

Watchmen  of  Bridges  3,290  10 

Passenger  Expenses 'i'1!8  ,, 

Freight  Expenses 97,176  13 

Other  Train  Expenses 2,980  91 

Station  Expenses 11,696  26 

Office  Expenses 14,284  17 

Miscellaneous  Expenses 8,007  (if 


Interest  on  Bonds...... •••••  97,899  73 

Taxes 10,958  13 


289,585  74 


Net  earnings  for  the  year. 


108.857  86 
398,423  60 
.$163,257  92 
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Out  of  which  two  dividends  of  three  and  a 
half  per  cent,  have  been  declared,  as  follows: 

October J1.W59 ■' 3wm 

April  10.1800 75.4..J_U»     ,50,008  00 

Leaving  a  surplus  of 8121,3a  92 

CONDENSED   BALANCE    SHEET.  MAKCH  31  ST,    18G0. 

r.                                                                       ...  S;.',04B,2'I0  38 
Construction »   '       •  ,)2  35 

-g«u,iP„Wlen ..::..  20635645 

Real  Estate • (,.,  ..,..,  no 

Dayton  and  Western  It.  R.  Bonds «.«»» 

Dayton  &  Michigan  Bonds »J™"  ™ 

Cin.,  H.fcD  R.  R.  Stock -■-«  f 

Wood  and  Material  for  Repairs ion?  os 

PostOOice  Department ■>-'£  *" 

Bill  receivable *Mr2  .-;' 

Due  rrom  R.  R.  Co's '"' 

Due  from  Individuals utioTs  o? 

Cash  in  bank  and  on  hand ';,,?,  m, 

Middie'town  Bridge  Stock _  JUU  "" 

Total 13,758,499  34 

Capital  Stock »S.»j ff™  «| 

First  M„rt;,,ge  Bonds,  18117 441,     0  00 

Second  Mortgage  Bonds,  1880 9a0,(  0 0  00 

Surplus  Earnings J--,1'*  •" 

Interest  on  Bunds 21,  50    0 

Dividend  No.  10 7»iW  00 

Dividends  unpaid p-I'mso  St 

Due  Railroad  Companies I  "Si  :i 

Due  Individuals ''■*?  i- 

P ay  Roll,  March _• 14,4' ira 

Total $3,758,411!)  24 

The  only  material  change  in  these  items 
from  the  report  of  1859,  is  in  cash  and  cash 
items,  the  increase  being  $84,671)  76. 

Comparison  of  Income  and  Expenses  for  years  end- 
ing March  31sf,  1950  and  I860. 

INCOME. 
1859  1800.  Inc.  Dec. 

Passengers. ...8212,01553    220,498  10  13,852  57 

Freight     23.:il«44    8*7.93*96  53.803:49 

Mails  fcKxpr's     17,017  95       19,182  97  1,80502 

tfft&£?*\     2K0T279      ,9.93067  ....       1,790,2 

Interest 084  67        (1.009  66      5,324  99 

Protttaud  Loss.       1,04951         1,857  10  187  05 

8789,437  92    501,08152    72,243l60    1,790  12 

EXPENSES. 

Transportation.*239,771  42    289,565  74  49,794  31 

Int.  on  Bonds.     99  027  38      97,899.3       1, ,276.1 

TiXes 5.314  99       10,958  13  *5,043  14 

$3i4,713  30    208,423  60    53,700  80 

SH4,',24  12     163,257  93     18,53.180 
*By  a  change  in  the  law  making  the  taxes  payable  semi- 
anuually,  only  six  months  appear  in  last  years  report, 
which  will  account  for  the  income  stated  above. 

Through  Passengers 01-090     569,072  12 

Local  •'  (Regular) 187,092      143,086  44 

•  i  "  (Discount) 14,953         0.024  50 

"  .'  (Commuters! 92,374         8,3"5  00 

Total 357,709     220,498  10 

Mr.  McLaren,  the  superintendent,  sums  up  the 

several  exhibtits,  abstracts  of  which  are  given 

above,  and  makes  a  comprehensive  statement 

of  expenditures  in  the  following  form: 

Road  repairs 851,774  17 

Bridge    1      U, 6)1  54 

Machine  Shop  and  Engine  Houses 7,134:14 

Water  rents  and  water  stations 1,341  30 

Station  expenses 11X90  'JO 

Buildings ,5'37"  67 

Passenger  expenses  74,148  30 

Freight           "         98,170  13 

Other  trains 2,980  91 

Office  expenses • •••  ,4,284  ,7 

Miscellaneous. 8,007  69 

8289,505  74 

The  Superintendent  reports  that  the  track 
of  the  road  and  bridges  have  been  thoroughly 
kept  up  and  repaired :  474  tons  of  iron  and 
25,198  cross  ties  have  been  laid  in  the  track 
during  the  past  year. 

The  condition  of  the  track  now  is  such  as  to 

require  700  tons  of  new  or  re-rolled  iron  yearly 

to  fully  cover  depreciation — 20,000  new  cross 

ties  for  renewals  this  year  have  been  eontract- 

d  for. 

The  rolling  stock  is  reported  in  effective  con- 


dition, and  repairs  having  been  made  to  an  ex- 
tent that  will  cover  depreciation. 

NECESSITY   FOR  A  NEW   DEPOT. 

In  regard  to  this  matter  the  Superintendent 
rery  well  remarks:  "  From  the  large  increase 
of  tonnage  yearly  in  local  and  through  freights, 
it  has  become  necessary  to  use  the  whole  of 
the  Cincinnati  freight  depot  for  freight  pur- 
poses. The  present  arrangement  for  using 
this  depot  for  both  freight  and  passenger  pur- 
poses greatly  interferes  with  and  interrupts 
the  business  of  receiving  and  discharging 
freights — making  it  frequently  necessary  to 
receive  and  discharge  freight  simultaneously, 
from  the  same  side,  and  thereby  enhancing  the 
danger  of  errors.  It  frequently  occurs  that 
it  is  almost  impossible  for  ladies  to  get  in  or 
out  of  the  cars  without  clambering  over  huge 
deposits  of  merchandise.  The  freight  and 
passenger  business  have  become  so  large  that 
it  is  impossible  to  manage  either  with  desira- 
ble economy  to  the  company." 

The  report  of  the  Superintendent,  after  giv- 
ing in  detail  the  expenses  of  every  department 
under  his  charge,  goes  on  to  say: 

The  track  of  the  road  and  bridges  have  been 
thoroughly  kept  up  and  improved  during  the 
past  year.  474  J  tons  of  iron,  and  25,198  cross 
ties  have  been  laid  in  the  track.  The  condi 
tion  of  the  iron  now  in  the  track  is  such  as 
will  require,  on  an  average,  700  tons  of  new  or 
re-rolled  iron  yearly,  to  fully  cover  the  depre- 
ciation. 20,000  new  ties,  for  renewals  this 
year,  have  been  contracted  for  delivery  on  the 
resumption  of  canal  navigation. 

The  bridge  at  the  mouth  of  Millcreek  has 
been  renewed,  and  a  new  bridge  built  across 
the  Whitewater  Canal,  on  Sixth  street.  The 
engines  are  generally  in  good  order,  and  ample 
for  the  service  of  the  road.  The  Superintend- 
ent recommends  the  building  of  twenty-five 
new  freight  box  cars. 

Only  one  passenger  was  injured  during. 
Two  laborers  and  one  brakemau  lost  their  lives 
during  the  year,  but  not  through  any  fault  or 
negligence  of  any  of  the  employes  of  the  Com- 
pany. 

There  has  been  a  steady  and  handsome  in- 
crease in  our  local  freight  business  for  the  past 
year,  and  every  reasonable  effort  has  been 
made  to  build  up  this  important  interest.  The 
prices  of  freight,  however,  as  against  the  canal, 
have  been  extremely  low,  and  the  increase 
has  been  chiefly  in  the  heavy  and  bulky  freights, 
such  as  coal,  flour,  whisky,  tobacco  and  grain. 
Mechanics  and  manufacturers  on  the  line  of  the 
road  are  beginning  to  appreciate  more  the 
rapid  and  increased  facilities  of  doing  their 
business  by  railroad.  They  are  finding  out 
that  to  be  successful  in  business,  and  to  be 
able  to  compete  with  their  neighbors,  they 
must  embrace  every  facility  and  advantage 
that  this  age  of  improvements  sets  before 
them. 

Trains  are  at  such  times  as  to  accomodate 
almost  every  conceivable  want  on  the  line  of 
the  road. 

Messrs.  J.  Young,  A.  M.  Searles  and  W.  B. 
Moores,  were  appointed  a  Committee  on  the 
part  of  the  stockholders  for  the  ensuing  year, 
to  examine  the  road,  books,  and  affairs  of  the 
Company,  and  to  report  at  the  next  annual 
meeting. 

At  the  election  held  at  the  same  meeting  the 
the  following  gentlemen  were  unanimously 
elected  Directors : 

S.  S.  L'Hommedieu,  Jno.  C.  Wright,  Jno.  W. 

Ellis,  Stanley  Matthews,  Geo.  Carlisle,  Geo.  H. 

Hill,  S.  L'Hommedieu,  Wm.   Beckett,  J.  B. 

Varnum. 

The  only  changes  from  the  old  Board  are 


Mr.  S.  L'Hommedieu  in  place  of  E.  J.  Miller, 
whohas  gone  to  Europe,  and  Wm.  Beckett  in 
place  of  Mr.  Shafer,  who  declined  a  re-elec- 
tion. 

The  new  Board  met  and  reorganized  by 
electing  S.  S.  L'Hommedieu,  as  President; 
Geo.  Carlisle,  Vice  President ;  D.  McLaren, 
Superintendent;  F.  H.  Short,  Secretary,  and 
Lafayette  Banking  Company  Treasurer. 


EEPOET  OF  THE  RECEIVER  OF  THE 
OHIO  AND  MISSISSIPPI  R.  R. 


Joseph  W.  Allsop,  Esq.,  the  newly  appoint- 
ed Receiver  of  the  Ohio  and  Mississippi  Piail  J 
road,  filed  his  first  report  with  the  United  State3 
Court  yesterday,  embracing  a  schedule  of  the 
property  which  came  into  his  possession  nnde.- 
the  decree  of  the  Court,  the  liabilities  of  the 
road,  &c.  He  represents  that  it  is  necessary 
for  the  successful  operation  of  the  road,  that 
out  of  the  receipts  of  of  the  road,  after  paying 
current  expenses,  there  be  paid  the  proper  and 
legal  taxes,  and  assessments  on  the  property  of 
the  Company,  and  the  rents  and  balances  due 
and  to  become  due  to  other  Companies,  and 
for  injuries  to  cuttle  along  the  line  and  to  pro- 
perty transported  by  the  Company,  as  well  aa 
amounts  due  and  to  become  due  under  con- 
tracts for  the  use  of  rolling  stock  by  the  Com- 
pany; also  interest  on  the  first-mortgage  bonds. 
Authority  was  granted  to  the  Receiver  by  the 
Court  to  discharge  liabilities  as  suggested  by 
him. 

LIABlLITIEa 

Liabilities  of  the  Eastern  Division,  as  far  as 
ascertained,  to  April  9,  1860: 

Capital  stock 86.478.854  00 

Loan  from  Cincinnati 600,000  00 

First  mortgage  bonds,  due  July  1.1872 2,050,000  00 

Coupons  of  interest  unpaid  from  .Ian.  1.  1858 

to  Jan.  1.  ,860 3200,054  00 

Interest  on  coupons  to  April  1, 

1800 12,354  55—    218,409  55 

Second  mortgage  bonds,  due  Oc- 

Oct.  1,18611 258,000  00 

Coupons  of  interest  unpaid  to 

April  1,  186U 84,930  00 

Interest  on  coupons  to  April  1, 

I860 f. 10,744  10—      95,734  10 

Construction  bonds,  due  March 

1.1870 4,242,000  00 

Coupons  ot  interest  unpaid  from 

heptember  1,  18J7,  to  March 

1,1800 742,350  00 

Interest  on  Coupons  to  April  1, 

,660 47,513  00—    789,863  3^ 

Income  bonds  due  May  I,  1881.  3,320,000  00 

Coupons  of  interest  unpaid  from 

November  1,  1857,  to  May  1, 

1P0O 581,000  00 

Interest  on  coupons  to  April  1, 

lSOn 32.535  16—    613,535 

Old  Floating  debt  prior  to  May 

1,  ,856,  viz  : 

Billspayable 68,409  24 

Judgments 50,446  03 

Open  accounts  6,377  79 

Interest  on  above,  estimated 11,750  00—    136.ft=3  03 

Arrearages    due    employes  and 

billsofsuppliesto  May  1,  1856.  7,252 

Do.  from  May  1,  1850    to  May  1, 

1858 4,44706 

Do.  from  May  1,  18j8,  to  Feb. 

1,1860 5,138  98 

Do.  from  Feb.  I,  ,860,  to  April  1, 

1860 74,774 > 

Notes  due  to  W.  H.  Aspinwall 

Sl  Co.,  and  associates,  dated 

Sept.  1,  1855,  Yiz  : 

One  note  for 215,800  00 

One  note  for 57,757  11 

One  note  for 18.175  31 

Onenotefor 08,267  58 

Interest  from  Sept.  1,  1858,  to 

April  1. 1860 34,200  00—    394,200  ,1 

Due  W.  n.  Aspinwall  and  asso- 
ciates for  use  of  rolling  stock 
to  April  1, 1800,  approved  by 

Directors J. HO 

Due  to  forenrn  roads 

Aotes  toChas.  Kilgour,  due  May 

15,1860 6.(1  Q.'» 

Drafts  for  charges  unpaid. .....  31, 1  j*  "t  I 

Total  liabilities  as  abor*..-  ii.>,J21,lS*  '1 
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ASSETS. 

Cash  on  hand,  April  9th,  I860 

Due  from  New  York  office 

44        Western  Division,  on  Earning  ac- 

44  count 

44        Western  Division  on  Charges 

44        Adams  Kxpress  Company 

44        Post  Office  Department 

"        Alfred  Gaither 

Notes  due  from  Individuals 

Due  from  agents  on  line  of  road. 

Due  from  foreign  roads 


$39  693  91 
4,973  84 

14,274  37 

27,724  05 
3,(137  511 
11,(137  41 
S,15H  20 
584  00 
6,086  84 
845  30 


Total  assets $112,274  42 

The   following  items  are  appended,  as  be- 
longing to  the  schedule  of  liabilities  : 

Capital  stock,  as  above $6,478,854  00 

Collateral  deposited   with  Cinciunati,  to  se- 
cure payment  of  $600,000 1 ,000,000  00 

Total $7,478,854  00 


STATEMENT   OF   EQUIPMENTS,  CARS,    &C. 


Number  of  Locomotives 

44        Passenger  Cars 

44        Mail  and  Baggage  Cars 

"        Box  Freight  Cars 

•'         Stock  Cars 

"        Flat  Cars 

44  "          inside  being  nearly  worthless. 

44        Gravel  Cars 

44        Hand  Cars 

44        Pole  Cars 

44         Cross-ties  at  various  stations 

44        Cords  of  Wood  along  the  line 


34 
31 
10 

223 
66 
88 
77 
45 
41 
26 
7,972 
7,445 


BONDED  DEBT  OF  THE  COMPANY. 


First  Mortgage  Bonds 

Second  Mortgage  Bonds- 
Construction  Bonds 

Income  Bonds 


$2,050,000 

258,'  00 

4,849,00(1 

3,320,01.0 

$9,870,000 


Total 

Interest  on  first  mortgage  bonds 

due 207,045  00 

Interest  on  same  from  maturity 

to  April  1,  I860 12,364  56—    218,409  55 

Interest   on    second    mortgage 

bonds.due 84,980  00 

Interest  on  same  from  maturity 

to  April  1,  I860 10,754  10—      95,734  10 

Interest  on  construction  bonds, 

due 742,350  00 

Interest  on  same  from  maturity 

to  April  1,  I860 47,513  38—     "89,863  38 

Interest  on  income  bonds,  due  .     581,000  OOji^ 
Interest   on  same   to    April  1, 

1860 32,535  16—     615,535  16 


Total. . 


$1,717,542  19 


ENGINES    AND    CARS    BELONGING    TO     ASPINTYALL 
AND    ASSOCIATES. 

Number  of  Locomotives 14 

44        Passenger  Cars 3 

44        Mail,  Baggage  and  Express  Cars 4 

Box  Freight  Cars 161 

THE   RECEIVER   AUTHORIZED    TO    BORROW   MONEY. 

In  addition  to  the  authority  given  to  the 
Receiver  to  discharge  certain  liabilities,  as 
suggested  in  the  report,  the  Court  also  entered 
a  decree,  authorizing  him  to  borrow  money  in 
the  name  of  the  Company,  to  anticipate  the 
reasonable,  reliable  receipts  of  the  road,  to 
enable  the  Receiver  to  meet  promptly  existing 
engagements  he  being  required  to  report  to  the 
Conrt  the  amount  so  borrowed,  and  the  time 
the  loan  has  to  run. 


The  Railroad  Conference  at  Indianapolis 
Yesterday. — The  Railroad  Conference  at  In- 
dianapolis yesterday,  was  pretty  generally  at- 
tended by  representatives  of  the  roads  in  inter- 
est. An  informal  meeting  was  held  yesterday 
afternoon,  but  in  consequence  of  the  non  arri- 
val of  Mr.  Clements,  and  one  other  of  the  Com- 
mittee, no  business  was  transacted.  The 
meeting  adjourned  until  evening. 

There  was  a  general  disposition  manifested 
to  harmonize  the  conflicting  interests,  and  to 
make  a  satisfactory  disposition  of  the  various 
questions  to  consult  upon  which  the  Confer- 
ence was  appointed. 


Debt  of  Alleghany  Co.,  Pa. — The  debt  of 
this  county  on  account  of  railroad  subscrip- 
tions, is  $2,300,000,  on  which  there  is  due  four 
years'  interest,  equal  to  $552,000.  The  coun- 
ty tax  last  year,  without  providing  for  railroad 
bond  interest,  was  ten  mills,  and  ten  mills  on 
the  present  county  valuation  will  raise  $250,- 
000.  Thus  to  meet  the  ordinary  expenses  of 
the  county  and  provide  for  railroad  interest 
over-due  would  require  thirty-two  and  a  half 
mills,  equal  to  three  and  a  half  per  cent,  on 
their  valuation  for  taxes.  The  city  of  Pitts- 
burg has  a  funded  railroad  debt  of  $1,800,000, 
with  back  interest  to  the  amount  of  $324,000. 
The  Journal  of  that  city  says  "  the  city  must 
meet  its  share  thirty-two  and  a  half  mills  of 
county,  twenty-seven  mills  of  her  own  munici- 
pal expenses,  and  in  addition,  thirty-five  mills 
for  her  own  railroad  debt,  making  ninety-four 
and  a  half  mills,  or  in  round  numbers  ten  per 
cent." — Airier.  Railroad  Journal. 


FROM    LOUISVILLE    AND    JEFFERSONV1LLE. 


MEETING  OF  THE  EXECUTIVE  COM- 
MITTEE OF  ASSOCIATED  RAIL- 
WAYS,  AT  THE  BURNET  HOUSE, 
THURSDAY. 

At  the  meeting  the  following  resolution 
was  adopted: 

Resolved,  That  the  Chairman  be  instructed  to  notify  the 
Presidents  or  Chief-Executive  officers  of  each  of  the  Rail 
roads,  connecting  with  the  several  roads  leading  from  Cin- 
cinnati, that  the  through  rates  established  by  this  Commit- 
tee from  Cincinnati,  as  puhlished  in  a  circular  under  date 
of  21st  of  April,  must  be  maintained,  and  in  case  of  the  re- 
duction of  the  same  by  the  officers  or  agents  of  any  con- 
necting road,  whether  by  an  actual  reduction  of  rates,  or  by 
the  payment  of  any  bonus,  commission  or  drawback  to 
shippers  or  their  agents ;  there  afterwards  all  the  freight 
from  Cincinnati  consigned  to  or  over  such  offending  road, 
will  be  billed  at  local  rates,  and  will  not  be  billed  beyond  the 
terminus  of  the  road,  or  roads  leading  from  Cincinnati. 
This  penalty  to  continue  in  force  until  such  offending  agent 
be  removed,  or  other  satisfactory  assurance  be  given  that  the 
offense  will  not  he  repeated. 

Resolved*  That  no  contracts  conflicting  with  the  rates 
specified  in  the  foregoing  resolution  and  circular,  will  be  re- 
cognized as  binding  upou  the  roads  leading  from  Cinciu- 
nati, after  this  date. 

A  resolution  was  also  adopted  to  the  effect 
that  no  allegation  of  "pre  existing"  contracts 
should  be  taken  in  explanation  of  a  reduction 
of  the  rates  agreed  upon. 

The  following  is  a  contracted  list  of  rates 
adopted  by  the  Committee  of  Five,  viz : — 
Messrs.  L'Hommedieu,  Lord,  Clement,  Swan, 
Smith,  and  Flint : 

RATES   FROM   CINCINNATI. 

T                           1st  2d  3d  4th 

10                        Class.  Class.  Class.  Class.  Flour. 

New  York,  all  rail 135  105  85  50  1  00 

44      rail  and  water...  1  27  97  80  45  90 

Boston,  all  rail  145  113  SO  55  110 

44      rail  and  water...  1  37  105  85  50  100 

Philadelphia,  all  rail 120  95  80  45  90 

44      rail  and  water 1  12  87  75  4U  80 

Baltimore,  all  rail 110  85  70  40  80 

44      rail  and  water....!  02  77  65  35  70 

Buffalo,  all  rail C6  55  45  30  55 

44      rail  and  water....     58  47  40  25  45 

Dunkirk,  all  rail 

44      rail  and  water...     58  47  40  25  45 

Albany,  Troy  &Sche- J  ,  33  j  ng  ?8  50  ,  M 

nectady,  all  rail j 

Albany,Troy&Schen-)la3  0g  g3  45  on 
ectady.rail  and  water  > 

Detroit, 40  35  25  20  40 

Cleveland 40  35  25  20  40 

Toledo..: 40  35  25  20  40 

Sandusky 40  35  25  20  40 

Chicago,  all  rail 75  60  50  40  — 

Milwaukee,  aU  rail 75  60  50  40  — 

RATES   OF   LIVE    STOCK   PER   CAR. 

Sheep,  Hops.  Hoga, 
Cattle.      Double  Sivyle  Double- 
Deck.  Deck.  Deck. 

New  York $150         $150  $130  $200 

Philadelphia....        135  135  118  180 

Baltimore 125  125  108  165 

The  following  are  the  rates  proposed  to  the 
Roads  interested  for  their  adoption  : 


1st 

2d 

3d 

4th 

Class. 

Class. 

Class. 

Class. 

Flo'r. 

To  New  York— 

All  rail 

$1  5,1 

1  20 

1  00 

58 

1  13 

Rail  apt!  Water 

1  47 

1   12 

95 

53 

1  13 

To  Boston — 

1  65 

1  28 

1  05 

63 

1  23 

Rail  aud  Water... 

1  57 

1  2(1 

1  (10 

58 

1  13 

To  Philadelphia— 

1  40 
1  32 

1    10 
1  1/2 

95 

9.1 

53 

48 

1  03 

Rail  and  Water... 

93 

To  Baltimore- 

1  30 

1  00 

85 

48 

93 

Rail  and  Water... 

'    1  22 

92 

80 

43 

83 

To  Buffalo- 

All  Rail 

66 

70 

60 

38 

68 

Rail  and  Water... 

78 

02 

55 

33 

68 

To  Albanv.  Troy  and 

Schenectady — 

All  Rail 

1  55 

1  20 

1  00 

58 

1  13 

Rail  and  Water... 

1  47  ' 

1  12 

95 

53 

1  03 

RICHMOND,     IND.,     AND     POINTS     EAST     ON 
INDIANA   CENTRAL   RAILROAD, 


1st 

2d 

3d 

4  th 

Class. 

Class. 

Class. 

Class 

Flour. 

To  New  York- 

1  10 

90 

53 

1  05 

Rail  and  Water.. 

.     1  32 

1  02 

86 

48 

95 

To  Boston — 

1  18 

05 

58 

1  IS 

Rail  and  Water1.. 

.     1  42 

1   10 

90 

53 

1  05 

To  Philadelphia— 

1  00 

85 

48 

95 

To  Baltimore — 

90 

75 

43 

ti 

To  Pittsburgh— 

50 

40 

33 

SS 

FROM    CAMBRIDGE    CITY,    AND     POINTS     EAST     ON 
INDIANA  CENTRAL  R.  R.  AS  FAR  AS  RICHMOND. 


1st 

2d 

3d 

4th 

Class. 

Class. 

Class. 

Class. 

Flour. 

To  New  York — 

1  10 

90 

55 

1  10 

Rail  and  Water.. 

•    1  32 

1  02 

85 

50 

1  00 

To  Boston- 

1  18 

95 

60 

1  20 

Rail  and  Water... 

.     1  42 

1  10 

00 

05 

1  10 

To  Philadelphia— 

1  00 

85 

60 

1  00 

To  Baltimore — 

90 

75 

45 

DO 

To  Pittsburgh— 

50 

40 

35 

60 

FROM  KNIGHTSTOWN,  AND  POINTS  EAST  ON  IN- 
DIANA CENTRAL  R.  R.  AS  FAR  AS  CAMBRIDGE, 
AND  WEST  AS  FAR  AS  INDIANAPOLIS,  NOT  IN- 
CLUDING  INDIANAPOLIS. 


1st 
Class. 
To  New  York — 
All  Rail 1  40 


Rail  and  Water. 

To  Boston- 
All  Rail 

Bail  and  Water.... 

To  Philadelphia — 
All  Rail 

To  Baltimore — 
All  Rail 

To  Pittsburgh- 
All  Rail 


1  32 

1  50 
1  42 

1  25 

1  15 

60 


2d 
Class. 

1  10 
1  02 

1   M 
1  10 

1  00 

90 
50 


3d        4th 
Class.  Class.  Flour. 


90 
85 

95 
90 

85 

75 

40 


56 
51 

61 

56 

51 

46 
38 


FROM   DAYTON   AND    SPRINGFIELD. 


1st 
Class. 

To  New  York — 

All  Rail 1  30 

Rail  and  Water....     1  22 

To  Boston — 

All  Rail 1  41) 

Rail  and  Water,...     1  32 

To  Philadelphia — 

All  Riil 1  15 

To  Baltimore— 
AllRail 105 


2d 
Class. 


00 
92 


3d        4th 
Class.  Class. 


83 


83 


43 
43 


52 
48 


80 


4th 
Class. 


FROM    INDIANAPOLIS. 

lit  2d           3d 

Class.  Class.     Class. 

To  New  York— 

AllRail        1  40  1  10           88 

Bail  and  Water....    132  108           83 

To  Boston — 

AllRail 1  60  1   18            93 

Rail  and  Water 142  110           88 

To  Philadelphia — 

AllRail 125  100            83        47 

To  Baltimore — 

AllRail 1  15  90           73 


52 
47 


57 
52 


42 


LIVE    STOCK   PER   CAR   LOAD. 


Cattle. 
New  York — 

Via.  Cleveland $145 

B.  &0- and  Pa....     140 

Philadelphia 130 

'  Baltimore 120 


Sheep. 
D.  D. 
145 
140 
130 
120 


Hogs. 
S.  D. 

130 

125 

118 

108 


1  12 
1  02 

1  22 
1  13 

1  OS 

92 

62 

Flour. 

9S 
85 

1  OS 
95 

85 

75 

Flour. 

1  OS 
93 

1  13 

1  03 

93 
83 


Hogs. 

B.  D. 

200 
180 
165 


196 


THE    RAILROAD    RECORD. 


On  Illinois  cattle  coming  from  West  or  Indianapolis  13 

Tin.  T.  H.  &  R  R.  Il.i  rates  from  Indianapolis  to  bo  $5  00 

per  car  load  less  than  the  above. 

FROM    MADISON,    INDIANA. 

1st  2d  3d       4th 

Class.      Class.     Class.  Class.  Flour. 

To  New  York — 

All  Rail 155        120  98        55        107 

Ball  and  Water....     147        112  03       50  07 

To  Boston — 

All  Rail I  155        128        103        60         117 

Rail  and  Water,...     J  57        120  98        55        107 

To  Philadelphia— 

AllRail 140        110  93        60  97 

Rail  and  Water....     132        102  88        43  87 

To  Baltimore — 

All  Rail 130        1  00  83       45  87 

Bail  and  Water....     122  92  78       40  77 


[From  Merchants1  Magazine  Extra.} 

A  PACIFIC  RAILH0AD. 

Since  the  acquisition  of  the  "Pacific  slopes" 
of  the  western  mountains,  as  a  consequence  of 
the  Mexican  War,  there  has  been  a  busy  rush 
of  business  to  that  region.     The  first  inroads 
of  the  Yankees  were  speedily  followed  by  the 
remarkable  discovery  of  gold,  which  formed  a 
focus  for  the  attention  of  the  civilized  world, 
and  almost  every  continent  has   contributed 
its  numbers,  who  have  sought  fortunes  in  the 
auriferous  earths  of  the  Pacific  coast.     The 
muimber  and  appliances  that   scattered   over 
the  country,  led  from  one  discovery  to  another, 
and  old  views  were  followed  np  until  the  south- 
ern  peninsula   has   disclosed   its   silver,   new 
places  have  given  up  their  gold  and  quicksil- 
ver, until  a  revolution  has  been  effected  in  the 
markets  of  the   world.      The  gold  area  has 
spread  to  Frazer's  river  on  the  north,  and  to 
Pike's  Peak  on  the   east.     Persevering  gold 
hunters  are   filling  in  this  vast  area,  drawing 
forth    increasing   quantities    of   the    metals, 
while  following  crowds  find  new  fields  of  in- 
dustry springing   up   around   the  mines  as  a 
nucleus.     The  population,  which  at  first  was 
composed   only    of    miners    seeking    speedy 
wealth,    to    return    with    it    to    the    regions 
of  civilization,  has  gradually  become  settled 
and    permanent;    agriculture,    manufactures, 
and  commerce  have  come  to  engage  the  at- 
tention of  the  majority,  and  the  gold  diggers, 
although  forming  the   base  of  the  wealth  of 
that  region,  have  fallen  into  a  minority.     Col- 
umbia River,  San  Francisco,  and  San  Diego 
have  each  become    commercial   centers,  the 
fibers  of  whose  interests  are  thickening  almost 
daily  their   connections  with  the  isles  of  the 
ocean  and  the  vast  hemisphere  of  coast  which 
runs   from   the  Russian   settlements,  on  the 
north,  skirting  Asia,   embracing   the   Indian 
Ocean   and  its   prolific  archipelago,  and  run- 
ning down  the  African  continent,  to  connect 
with   that   of  New   Holland.     The   immense 
mineral  and  industrial  wealth  which  is  to  be 
developed   by   the   Pacific    population    must 
command  the  resources  of  all  those  regions, 
peopled  by  more  than  half  the  human  race  in 
number,  but  inferior  in  rank  to  that  dominant 
race  which  has  its  advance-guard  in  California 
and  Columbia.     The   race  which,    occupying 
the  British  Islands,  has  become  the  dominant 
commercial  power  of  the  Old  World,  has  de- 
veloped an  empire  on  the  American  continent, 
and  sent  forward  its  detached  parties  across 
the  desert  to  commence  the  struggle  with  the 
old  races  of  Asia.     In   this  view,  the  Pacific 
population  may  be  considered,  so  to  speak,  a 
storming  party,   for  whose  support  and  suc- 
cess railroad  connection  with  the  main  body 
of  the  race  is  indispensable.     This  was  fore- 
seen by  statesmen  ten  years  since,  and  various 
projects  from   time  to  time  have  come  up  for 
the   accomplishment   of  such   an  object,  but 
hitherto  with  little  success.     The  lands  of  the 


Federal  Government  were  supposed  to  be  the 
certain  and  necessary  means  of  constructing 
the  road,  but  these  have  been  rapidly  taken  up 
for  other  purposes,  while  railroad  projects 
have  always  been  defeated.  The  fact  that 
they  have  been  so  taken  up,  however,  only 
demonstrates  with  greater  distinctness  the  ne- 
cessity for  the  Pacific  road.  The  Atlantic 
population  has  pushed  west  of  the  great  river, 
and  thrown  out  parties  on  the  great  routes  to 
the  mountains,  while,  attracted  by  gold,  the 
Pacific  settlements  have  spread  east,  and 
Pike's  Peak  has  given  a  new  halting  place 
for  emigrants.  While  these  settlements  have 
undoubtedly  taken  up  many  of  the  best  lands 
that  were  before  depended  upon  to  build  the 
road,  they  have  certainly  added  to  the  demand 
for  and  feasibility  of  the  work,  and  at  the 
same  time  have  greatly  added  to  the  difficulty 
of  so  adjusting  local  jealousies  as  to  make  ihe 
route  easy  to  be  decided. 

The  same  general  circumstances  have,  how- 
ever, shown   that  one  road  will  not  meet  the 
demand.     The  population  of  the  country  ad- 
vances on  a  line  of  1,600  miles,  and  increases 
at  the  rate  of  1,000,000  souls  per  annum.     The 
demand   for  a  railroad  in    1850   came   from 
20,000,000   people,  without  any  answering  re- 
ply from  beyond  the  Rocky  Mountains.     The 
demand  is  now  prolonged  by  30, 000, 000,  to 
whom  500,000  voices  from  the  Pacific  coast 
respond.     Before  the  roads  can  be  construct- 
ed, if  now  undertaken,  40,000,000  on  the  east 
of  the  mountains  will  be  pressing  to  communi- 
cate with    1,000,000    on   the  western   slopes. 
These  vast  numbers  will  be  pressing  towards 
each  other,  so  as  to  shorten  the  purely  through 
route,  increase  the  local  traffic  at  both  termini, 
and  a  terminus  which  shall  be  five  hundred 
miles  south  of  one  center,  and  five  hundred 
miles  north  of  another,  will  not  suffice.     The 
mind  at  once  becomes  impressed  with  the  ne- 
cessity of  having  three.     Let  us  revert  thirty 
years,  to  the  connection  of  the  Atlantic  with 
the  Mississippi  river.     Suppose  the  necessity 
of  a  railroad  connection  had  been  agitated  to 
run  twelve   or  fifteen    hundred    miles   to  St 
Louis;    that   one   connection   would   have  ill 
supplied  the  numerous  routes  that  now  cross 
the  country  between  Canada  and  Charleston. 
A  parallel  case  will  soon  present  itself  with 
the  western  slopes,  and   three  routes  will  be 
found  by  no  means  too  many,  either  to  answer 
the  purposes  of  communication  or  to  accom- 
modate the  travel.     The  requisites  of  a  road 
are  shortness  and  cheapness.     These  are  re- 
lative.   The  road  which  is  shortest  and  cheap- 
est to   connect  the  Columbia  river  with  the 
great  Northern   interests,  including  those  of 
Canada,  which  concentrate  round  Lake  Supe- 
rior, is  not  the  shortest  and  cheapest  mode  of 
reaching  New  Orleans  from  San  Diego;  nor 
would   a  route  between  the  two  latter  at  all 
accommodate  those  Northern  interests.     The 
Pacific   Railroad   extended  from  St.  Louis  to 
San   Francisco   would   be   the   shortest    and 
cheapest  for    those   central   interests,    but  it 
could  not  advantageously  do  the  business  of 
the  other  sections.     If  the  government  moves 
at  all  in  the  matter,  it  is  evidently  impossible 
for  it  to  aid  one  section  and  not  the  others 
The  three  great  sections,  being  equal  partners 
in  the  common  property  of  the  whole  country, 
must  be  made  to  feel  that  out  of  the  common 
funds  each  has  its  just  share  of  aid.     To  ad- 
just the  question   on  any  other  basis  would 
only  lead  to  strife  instead  of  harmony.     Those 
facts  are  palpable  to  all.     Each  of  these  sec- 
tions has  large  means  that  can  be  applied  to 
the   construction  of  a  road  that  would  serve 
their  necessities,  but  which  could  not  be  en- 
!  listed  in  favor  of  one  that  would  be  of  no  di- 


rect benefit.      If,  therefore,  the   government 
should  give  authority  for  the  construction  of 
three  roads,  with  grant  of  six   mile  sections 
alo-ig  the  route  of  each,  and  in  addition  aid 
each  by  a  grant  of  $50,000,000  of  5  per  cent 
bonds,  taking  a  first  lien  upon  the  road,  the 
local  interests  of  each  section  would  complete 
the  balance.     The  direct  benefit  that  the  gov- 
ernment would  derive   from  these  routes  in- 
stead  of  one,  manifests  itself  in  the  sale  it 
made  of  old  lands  in  Illinois,  on  the  construc- 
tion of  the  Illinois  Central  Road.     It  bad  tad 
for  more  than  fifteen  years  some  fifteen  mil- 
lions of  acres  under  proclamation  without  be- 
ing  able  to  sell  them,  until  it  gave  2,500,000 
acres   to  the  Central  Railroad.     It  then  real- 
ized $9,000,000   from   the   balance  of  lands. 
The  construction  of  one  Pacific  route  would 
benefit  only  one  strip  of  land,  to  the  extent  of 
the  aid  granted.     The  construction  of  three 
routes  would  give  it  triple  advantage  in  that 
respect.     The   value  of  lands   depends  upon 
proximity  to  market,  and  to  open  six  termini 
through  this  broad   expanse  instead  of  two, 
would  evidently  diminish   the  cost  of  freight 
to  market.     The  more  this  cost  is  diminished, 
the   more   the   value   of  lands   is   enhanced. 
These  facts,  so  vital  to  aH  landed  and  agri- 
cultural interests,  seem  not  to  have  been  borne 
in  mind  by  the  Congressional  Committee  of 
thirteen  which  reported  in  favor  of  the  longest 
and   most   costly  route,  having   higher  grades 
and  more  snows  to  encounter  than  either  of 
the   other   routes.      The  construction   of  the 
shortest  and  cheapest  routes  for  each  section, 
must  of  necessity  give  a  great  stimulus  to  the 
commerce  of  each  with  the  Pacific  country, 
and  the  reverse  is  also  true,  since  a  long,  tor- 
tuous, and  expensive  route  would  greatly  re- 
tard the   progress  of  the   trade;  yet  such  is 
the   road   that  the  Congressional  Committee 
have  recommended  as  the  central.     It  is  to  be 
borne  itjbmind,  that  the  English  Government 
and  colonial  interests  are  as  much  concerned 
in   the    speedy  construction  of  a  road  to  the 
Pacific   as   are  any  American   interests.     In 
fact,  it  is  more  important  to  them,  since  the 
more  northerly  position  of  the  Provinces  on 
the  Atlantic,  and   also  those  on  the  Pacific, 
make  communication  between  them  more  dif- 
ficult and  costly  than  between  the  Atlantic 
and  Pacific  settlements  of  the  United  States. 
The    Canadas   are   well  settled  in   their  alle- 
giance to  the  British  crown,  aud  its  possessions 
on  the   Pacific  show  no  desire  of  independ- 
ence.    The  sole  motive  that  would  develop  a 
desire  for  separation  would  6e  difficulty  of  in- 
tercommunication.   That  serious  difficulty  has 
been   foreseen,   and   surveys   of  routes  have 
been  made  for  a  railroad  on  British  territory. 
The  English   engineer  engaged  on  these  sur- 
veys  has   reported   the   impracticability  of  a 
road  on  British  Territory,  and  that  if  it  were 
possible  there  to  construct  a  through  route,  it 
could  only  be  of  so  tortuous  and  expensive  a 
character  as  would  force  the  trade  upon  the 
the  American  route;  whereas,  a  straight  and 
cheap  road,  connecting  Lake  Superior  by  the 
valleys  of  the  Missouri,  Mississippi,  and   Col- 
umbia rivers,  with  Vancouver's  and  Puget's 
Sound,  would  carry  the  whole  trade,  and  deli- 
ver it  by  branches  at  the  most  desirable  points 
of  the  British  territory.     It  is  not  alone  the 
northern  United  States  that  have  a  large  bu- 
sinens  seeking  western  connections,  but  the 
whole  Canada  system  of  railroads  will  connect 
by  way  of  Detroit  and  the  Michigan  network 
with  Mackinaw.     The  grant,  of  lands  now  in 
force  in  aid  of  a  road  from  Saginaw  to  Macki- 
naw, will  insure  a  short  and  cheap  connecting 
link,  to  be  continued  by  a  new  grant  to  the 
western  end  of  Lake  Superior.     A  new  Caua- 
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da  connection  in  the  future  will  take  place  by 
the  Ottawa  and  Huron  Railroad  with  the 
Sault  St.  Mary's,  and  thence  at  Mackinaw, 
uniting  with  the  Michigan  roads,  proceed 
westward  from  that  point  to  the  west  end  of 
Lake  Superior,  aided  by  a  land  grant  of  al- 
ternate six  mile  sections.  At  that  point  the 
whole  Wisconsin  system  of  roads,  connecting 
with  Chicago,  forms  a  confluence,  and  the 
swelling  volume  bears  westward  towards  the 
mountain  pass  and  the  Columbia  Valley. 

At  the  western  end  of  Lake  Superior  the 
Canada,  Michigan,  and  Wisconsin  roads  will 
have  united  on  one,  and  exhausted  State  aid. 
From  that  salient  point  nearest  to  the  Pacific, 
so  well  supported  by  local  trade,  a  vast  in- 
terest is  there  concentrated  in  expectation  of 
government  aid.  The  whole  network  of  Wes- 
tern railroads  is  now  in  a  state  of  abeyance. 
Immense  sums  have  been  expended  in  that  re- 
gion, but  revulsion  has  overtaken  it.  The 
railroad  securities  are  heavily  depressed,  and 
vast  sums  sunk  in  land  are  utterly  inconver- 
tible at  the  present  moment,  while  the  local 
traffic  has  fallen  to  a  low  point.  It  is  very 
evident  that  the  moment  the  government 
should  grant  such  aid  as  would  give  vitality  to 
a  road  connecting  all  those  interests  with  the 
Pacific,  revival  will  take  place.  The  British 
interests  will,  in  common  with  the  States, 
have  a  cheap  and  short  connection  with  the 
Pacific,  on  aline  which  will  bring  the  Asiatic 
trade  on  the  most  direct  route  to  the  markets 
most  adapted  to  it.  Every  Western  road  will 
have  an  outlet,  and,  as  a  consequence,  every 
material  interest  will  revive.  It  is  not  only 
the  direct  results  of  the  railroad  traffic  through 
the  government  lands,  leading  and  giving-  lo- 
cality to  emigrants,  but  it  is  to  restore  to  the 
whole  West  that  activity  which  existed  a  few 
years  since,  and  which  was  so  suddenly  crush- 
ed out  by  the  revulsion  of  1857. 

It  is  not  proposed  that  government  should 
authorize  this  road  exclusively,  but  that  it 
should  grant  the  right  of  way,  and  aid  the  two 
other  sections  Thus,  on  the  estimate  that 
the  roads  would  cost  $50,000  per  mile,  or  in 
round  numbers  $100,000,000  each,  if  Congress 
were  to  grant  $50,000  000  to  each  road  author- 
ized north,  central,  and  south,  taking  a  first 
lien  upon  the  roads,  it  is  evident  that  it  would 
only  have  provided  the  means  of  making  its 
own  lands  available  in  case  the  roads  were 
built.  The  public  would  then  have  a  strong 
interest  in  each  undertaking,  and  that  which 
was  adjudged  the  most  feasible  would  com- 
mand the  confidence  of  capitalists  at  once. 
The  northern  route  that  we  have  indicated 
would  at  once  command  the  attention  of  the 
North,  of  Canada,  and  of  England.  It  would 
become,  as  it  were,  an  international  work, 
withont  any  danger  of  foreign  control,  since 
the  western  termini  are  on  American  soil. 
The  work,  combining  such  interests,  would 
become  a  new  bond  of  peace  between  the  two 
countries,  and  British  capital  and  government 
would  become  interested  in  its  prosecution, 
less  from  a  prospect  of  pecuniary  returns  than 
to  subserve  other  interests.  The  intervention 
of  wars  in  Europe,  which  are  reasonably  to  be 
relied  on  during  the  next  ten  years,  would  be- 
come rather  a  stimulant  than  a  drawback 
upon  the  construction  of  the  road,  and  for 
the  reason  that,  with  Russian  presence  on 
the  Pacific  at  the  mouth  of  the  Amoor  River, 
and  on  the  opposite  American  coast,  with  the 
vast  Indian  and  Australian  interests  of  Eng- 
land at  stake,  a  railroad  connection  between 
her  Atlantic  and  Pacific  colonies  would  be- 
come indispensable,  and  English  capital  would 
pour  freely  upon  the  enterprise  secured  by 
$50,000,000    of   United    States    Government 


bonds.  Following  that  expenditure  would  be 
the  whole  train  of  operations  such  as  we  have 
witnessed  in  the  West  in  the  five  or  six  years 
ending  with  1857.  The  sums  contributed  di- 
rectly to  railroads  were  swollen  by  other  sums 
in  the  hands  of  the  thousands  of  emigrants, 
and  by  the  large  sums  attracted  there  to  spe- 
culate in  the  rising  values  which  that  migra- 
tion and  expenditure  inevitably  produced. 

The  bonds  issued  by  the  government  under 
the  proposed  bill  to  the  other  routes,  would  no 
doubt  also  find  a  market,  and  thus  swell  the 
general  flow  of  capital  from  Europe  to  the 
Western  valley.  The  interests  of  capitalists 
in  those  routes  would  certainly  not  be  so  mani- 
fest as  in  the  northern  route;  but  the  bonds 
of  the  government  issued  on  first  mortgage 
would  always  be  a  desirable  investment  The 
funds  so  contributed  would  push  the  roads  to 
the  mining  regions,  and  bring  Pike's  Peak 
within  easy  access  to  the  central,  and  so  de- 
velop large  mineral  resources,  on  the  strength 
of  which  the  road  would  ultimately  work 
through.  Similar  circumstances  would  oper- 
ate in  favor  of  the  southern  road,  which  will 
connect  the  great  raw  materials  of  the  South 
with  the  growing  manufacturing  interests  of 
the  Pacific,  through  a  prolific  mining  region. 
The  great  active  financial  and  commercial  in- 
terests are,  however,  all  bound  up  on  the  nor- 
thern route,  and  that  is  the  one  which  would 
most  readily  receive  the  necessary  support  to 
government  aid.  The  value  of  this  route  con- 
sists in  the  fact  that  it  is  the  shortest  cheapest 
for  the  accommodation  of  the  largest  interests, 
and  its  eastern  terminus  is  well  supplied  with 
branches  already  built  and  in  operation. 

The  proposition  to  make  the  central  road, 
and  then  run  a  branch  north-west  to  Van- 
couver's Island,  seems  to  be  an  example  of 
"  how  not  to  do  it."  It  would  cost  $40,000,000, 
and  run  "nowhere  for  nobody."  It  would  be- 
nefit neither  land,  nor  trade,  nor  government, 
and  become  only  an  obstacle  to  the  successful 
development  of  business.  Such  an  idea  Only 
reproduces  the  errors  that  have  manifested 
themselves  in  some  of  the  eastern  sections, 
where  large  amounts  of  capita!  have  been  sa- 
crificed to  the  injudicious  locality  of  the  roads 
in  the  first  instance.  The  important  connec- 
tions proposed  should  be  laid  out  in  a  states- 
manlike as  well  as  a  business  manner,  looking 
only  to  the  true  interests  they  are  meant  to 
serve. 

In  order  to  secure  harmony  of  action  in 
Congress  in  relation  to  the  locality  of  the  three 
routes  it  has  been  proposed  that  Congress 
should  by  bill  authorize  the  reception  of  bids 
for  the  three  routes,  to  be  opened  by  a  com- 
mittee of  the  two  houses  of  Congress,  from 
responsible  parties.  By  this  means  the  friends 
of  either  route  would  be  enabled  to  secure 
bids,  and  Congress  would  be  able  to  collect  a 
vast  fund  of  valuable  information  in  relation 
to  the  details  of  each  route,  and  of  the  choice 
of  routes.  Each  bid  should  specify  the  mode 
and  amouut  of  payment  by  government,  the 
terminus  of  each  route,  etc. 

The  three  projects  here  contemplated  it  is 
estimated  may  cost  about  $300,000,000,  in  the 
course  of  the  next  ten  years.  Of  this  amount, 
Congress  is  called  upon  to  advance  $150,000,- 
000,  on  security  of  the  road  and  its  property. 
If  we  look  back  ten  years,  we  find  that  in  1850 
there  were  20,000,000  of  whiles  in  the  United 
States,  and  these  people  have  spent  $600,000,- 
000  in  railroads  since  that  time.  For  that 
mone7  they  have  vast  networks  of  railroads  in 
successful  operotion,  lending  their  powerful 
aid  in  the  development  of  new  capital.  The 
large  expenditure  that  has  taken  place  has  no 
doubt  so  far  overdone  local  railroad  business 


that  very  few  new  roads  will  be  again  speedily 
undertaken.  Although  those  in  operation  do 
not  pay  fully  the  interest  on  their  cost,  their 
action  is  not  the  less  beneficial  upon  the 
growth  of  capital,  which  is  apparent.lv  now,  in 
1800,  cheaper  than  it  was  in  1850,  before  that 
large  expenditure  took  place.  From  this  point 
then,  with  an  abundance  of  railroads  in  full 
operation  in  1860,  with  30,000.000  people  in- 
stead of  20,000,000,  with  capital  now  cheaper 
than  ever  before,  and  more  rapidly  accumu- 
lating than  at  any  previous  time,  at  the  same 
time  the  gold  regions  of  America  and  Austra- 
lia were  never  more  active  or  more  prolific, 
and  new  discoveries  are  adding  millions  of 
silver  to  the  mixed  mass  of  metallic  currency, 
the  next  ten  years  will,  from  these  sources, 
show  an  increase  of  at  least  50  per  cent,  over 
the  amounts  received  in  the  last  ten  years. 
Of  what  importance  is  a  prospective  expendi- 
ture of  $300,000,000  for  Pacific  railroads  spent 
over  the  next  ten  years?  Regarded  from  this 
point  of  view,  the  amount  is  insignificant. 
Again:  in  the  last  ten  years  3,500,000  souls 
have  immigrated  into  the  United  States,  a 
large  proportion  of  them  spreading  upon  the 
Western  lands,  of  which  the  government  in 
that  period  has  sold  60,000,000  acres,  and  re- 
alized $50,000,000  cash.  With  the  new  spur 
given  to  Western  progress  by  railrEad  expen- 
diture, and  to  general  wealth  by  the  swelling 
volume  of  the  metallic  currency,  the  govern- 
ment will  find  an  excess  of  means  in  its  hands 
over  the  expenditure  that  it  will  be  called 
upon  to  make  for  these  roads.  In  a  financial 
point  of  view  the  enterprise  is  therefore  unim- 
portant, while  its  political  and  commercial 
importance  can  not  be  overstated. 


THE  LONG  ISLAND  RAILROAD 

The  Long  Island  Railroad  according  to  the 
New  York  State  report  of  1855,  extends  from 
Jamaica  to  Greenport,  84  miles.  A  branch 
owned  by  the  company  extends  from  the  main 
track  to  the  villiage  of  Hempstead  ;  its  length 
is  2k  miles,  making  the  lengjh  of  the  road 
owned  by  the  company  86i  miles.  The  road 
from  Brooklyn  to  Jamaica,  11  miles  long,  be- 
longs to  the  Brooklyn  and  Jamaica  Railroad 
Company.  It  is  leased  and  operated  by  this 
company,  as  is  also  the  Syossett  Branch  4  miles 
long,  making  the  entire  length  101  i  miles. 

The  annual  report  of  this  railroad  to  March 
31,  1860,  is  now  before  us.  An  examination 
of  it  would  satisfy  any  one  that  its  career  to- 
wards better  fortunes  has  been  steady  for  the 
past  few  years,  and  in  the  ordinary  course  of 
events  the  road  will  prove  a  profitable  one  to 
the  owners.  From  an  intelligible  table  for  the 
four  years  ending  respectively  March  31st, 
1857,'l858,  1859,'and  1860,  showing  receipts 
and  expenditures,  we  gather  that  the  gross  re- 
ceipts for  year  ending  March,  31,  1857,  was 
$307,784;  March  31,  1858,  $325,313  ;  March 
31,  1859,  $334,088;  March  31,  1860,  $342,954. 
While  expenditures  for  conducting  the  opera- 
tions of  the  road,  interest  on  bonded  debt,  and 
rent  of  branch  railroads,  were  for  those  years 
respectively,  $289,871,  $269,127,  $255,427, 
$270,318;  resulting  in  a  net  surplus,  after  pay- 
ing all  expenses,  rent,  and  interest,  equipment, 
and  to  respectively  the  years  above  given, 
$17,912,  $56,186,  $78,610,  $72,635,  and  in- 
cluded in  the  last  sum  is  $13,500  for  new 
equipment,  while  for  this  account  but  $650  was 
expended  the  previous  year,  ending  March  1, 
1859. 

The  freight  business  shows  the  largest  im- 
prvement  in  those  years,  viz: — $106,095; 
$119,715;  $130,054;  $133,200,  and  an  equally 
satisfactory  exhibit,  for  the  sameyears,  issliowu 
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in  the  economy  of  the  road  in  running  expen- 
ses from  $203,431  for  the  year  ending  March 
31,  1859,  we  find  it  gradually  reduced  to 
$182, 057  the  past  year.  The  increased  receipts 
from  passengers  is  not  so  important.  This 
item  shows  a  falling  off  of  18,070  passengers 
"to  and  from  Brooklyn,"  between  March,  1857 
and  1860,  and  a  gain  of  way  and  commutation 
passengers  in  same  time  48,149. 

In  regard  to  the  change  of  terminus  ^at 
Hunter's  Point,  we  quote  the  words  of  the  re- 
port:— "  By  the  contract  made  with  Mr.  Litch- 
field, it  was  originally  proposed  that  he  should 
purchase  the  Flushing  Railroad,  then  for  sale, 
and  should  build  a  new  road  from  the  Flush- 
ing Railroad  to  Jamaica,  leaving  the  road  at 
Winfield.  about  four  miles  from  Hunter's 
Point,  and  transfer  the  two  roads  to  the  Long 
Island  Railroad  Company.  He  was  to  be  paid 
this  new  road  and  the  Flushing  road,  as  fol- 
lows : — ■ 

In  7  per  cent,  bonds,  secured  by  mortgage 
on  said  new  piece  of  road  and  the  Flushing 
road,  and  guaranteed  by  the  Long  Island  Rail- 
road Company $275,000 

And  Cash 62,000 


Total $337,000 

Mr.  Litchfibld,  however,  failed  to  get  the 
Flushing  road,  it  having  been  purchased  by 
other  parties.  Whereupon  the  agreement  be- 
tween Mr.  Litchfield  and  the  Long  Island 
Railroad  Company  was  modified,  he  being  re- 
leased from  the  obligation  to  convey  to  the 
Long  Island  Railroad  Company  the  Flushing 
road,  and  engaging  to  build  a  road  complete, 
from  Jamaica  to  Hunter's  Point  an  entirely 
new  road,  not  using  any  part  of  the  Flushing. 
The  Long  Island  Railroad  to  pay  for  the  same, 
in  bonds  on  the  new  road  -  -  -  $175,000 
Cash 62,000 


$237,000 
By  this  arrangement  the  Long  Island  Rail- 
road will  be  placed  in  possesion  of  an  entirely 
new  road,  from  Jamaica  to  Hunter's  Point,  at 
$100,000  less  cost  than  if  the  purchase  of  the 
Flushing  Railroad  had  been  consummated,  and 
the  Long  Island  Railroad  will  then  own  the 
road  to  its  termination  at  Hunter's  Point,  on 
the  East  River. 

Most  of  the  heavy  grading  lias  been  com- 
pleted, and  masonry  of  a  part  for  the  bridges 
has  been  put  up.  The  ties  for  the  road  are 
now  being  delivered. 

In  regard  to  the  new  depot  at  Hunter's 
Point,  opposite  New  York,  the  Company  have 
purchased  on  favorable  terms  a  large  tract  of 
600  feet  by  190  on  firm  ground,  and  1,000  by 
180  over  low  ground  into  the  East  River  to 
the  outer  line  of  docks.  This  land  adjoins 
and  is  south  of  the  ferry  to  Thirty-fourth  street, 
New  York.  The  dock  is  nearly  finished  and 
the  space  inside  is  being  rapidly  filled  up. 

The  cost  of  the  depot  property  was $41,000  00 

The  improvements  in  progres,  comprising 
dock-slips,  depot  buildings,  car,  engine  and 
freight  houses,  will  cost  about 66,500  00 

$107,500  00 
Of  this  sum  their  will  remain  on  mortgage  for 

20  years $31 ,000 

There  has  been  paid  off  on  account  of  pur- 
chase   10.000 

Paid  on  docks  and  buildings 6,500 

Leaving  yet  to  be  expended $60,000  00 

FINANCIAL  CONDITION. 

Dae  by  Company  (first  lien)  to  N.  "if.  State— due 

Aug., 1876 $100,000  00 

In  Comptroller's  hands,  paid  on  account 27,595  65 

§72,40-1  35 

Morris  Canal  Bank  Loan  and  interest 43,805  30 

Company's  mortgage  bond,  6   per  cent    due 

1870 8500,000 

Owned  by  the  Company 53,000—447,000  00 


Other  sums  due  and  to  become  due 22,026  24 

Total  debt  on  present  Kai  Iroad $583,225  80 

Due  to  complete  depot  and  docks." $60,000 

To  complete  road  to  Hunter's  Point...    62,000  $122,000  00 
Interest  on  the  above  debt  of  ($586,225  8).  one 
year 35, 173  50 

$157,173  50 

AOAINKT   WHICH    ARE: 

Cash  on  hand  April  1,  I860 $20,232  24 

Loan  on  good  collateral 112,000  00 

Duefrom  P.  O.  Department 2,056  25 

Other  investments 42,798    8  $183,087  38 

As  the  completion  of  the  road  to  Hunter's 
Point  on  the  East  River,  and  the  depot  and 
landings,  is  promised  at  an  early  day,  we  can 
estimate  the  business  as  at  least  what  it  has 
been  this  year,  and  state  the  ease  thus: — 

Yearly  interest  on  Debt. ..' $35,173  50 

Sinkine  Fund J, 000  00 

Capital  Stock,  60,000  shares  at  $50.. % 3,000,0110 
Held  by  Company  2,000  shares 1110,000 

$2, 900.000 
Four  per  cent,  dividend  thereon 116,000  00 

$152,173  50 

Take  as  a  basis  receipts  and  expenses  last 
year: 

Receipts $342,954  34 

Expenses 182,057  48 

160,896  86 

Surplus  applicable  to  extinguishment  of  debt 

upon  the  extension  and  depot $8,723  36 

This  very  favorable  resume  of  the  Company 
takes  the  year  just  past  as  a  specimen  of  fu- 
ture years,  but  it  takes  no  account  of  the  large- 
ly increased  business  which  an  improved  de- 
pot and  terminal  facilities  must  bring.  It 
must,  therefore,  be  a  source  of  pride  to  the 
many  stockholders,  of  this  city  who  have  held 
on  to  it  as  a  fancy  stock  so  long,  to  find  their 
judgment  of  its  real  value  confirmed  by  the 
last  statement  and  the  immediate  future  of  the 
Company. — Philadelphia  Enq. 


EXPERIMENTS  ON  CAST  IRON- 

A  series  of  valuable  experiments  has  recently 
been  carried  on  under  the  superintendence  of 
Col.  F.  Eardly-Wilmot,  superintendent  of  the 
Royal  Gun  Factories  at  Woolwich,  upon  vari- 
ous British  irons,  with  a  view  to  determine  the 
most  suitable  varieties  for  the  manufacture  of 
cast  iron  ordnance.  The  results  of  these  ex- 
periments are  printed  in  a  tabular  form  in  a 
parliamentary  report  lately  issued.  The  tables 
occupy  nearly  the  whole  of  a  thick  folio  book, 
and  show  the  strength  of  various  specimens  of 
iron  supplied  by  the  principal  iron  founders  of 
the  kingdom,  when  subjected  to  tensile,  trans- 
verse, torsion,  and  crushing  tests. 

"  The  general  results  of  a  considerable  num- 
ber of  such  experiments  are  shown  in  the  fol- 
lowing table: — 
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General  Mean.    7  140       23,257        7,102        6,056       91,161 

From  the  prefatory  remarks  to  the  tables  we 
quote  the  following  passages,  which  indicate 
some  remarkable  peculiarities  in  the  condition 
of  the  specimens  of  iron,  and  the  effect  which 
a  slight  change  of  circumstances  in  casting 
produced  on  the  strength  of  the  metal. 

"  The  results  already  obtained  by  various  ex- 
periments on  the  subject  of  re-melting   cast 


iron  are  well  known,  and  have  been  repeated 
at  various  times  in  this  department;  when, 
however,  the  experiment  is  made  with  large 
masses  of  iron  of  several  tons,  the  effect  pro- 
duced is  not  so  marked.  It  would  appear  that 
without  any  considerable  diminution  of  the 
impurities  in  the  metal,  as  silicon,  sulphur,  and 
phosphorus,  a  considerable  increase  of  tenaci- 
ty and  specific  gravity  can  be  obtained.  The 
graphite  is  partially  expelled,  and  some  of  it 
is  converted  into  combined  carbon,  and  the 
contraction  and  crystallization  is  more  ener- 
getic and  complete.  This  combined  carbon 
can,  it  is  thought  by  some,  on  again  re-melt- 
ing the  mass,  and  very  slowly  cooling  it,  be  re- 
converted to  graphite,  rendering  the  iron  soft 
and  fusible.  This  is  undoubtedly  the  case  with, 
the  product  of  the  refinery  process  known  as 
"  metal,"  the  use  of  which  on  this  principle 
formed  the  subject  of  a  patent  by  Dr.  Price,  in 
1856. 

"  There  is  a  point  not  probably  accurately 
determined  at  which  the  maximum  hardness 
corresponding  to  the  maximum  tenacity  may 
be  found.  In  an  iron  cannon  there  is,  how- 
ever, required  an  elasticity  in  addition  to  other 
qualities,  when  these  are  not  in  excess  to  such 
an  extraordinary  degree  as  to  render  the  mass 
so  strong  and  rigid  as  to  obviate  any  danger 
of  disruption.  It  has  been  found  in  the  vari- 
ous experiments  made  at  Woolwich,  that  in 
most  cases  where  the  specific  gravity  is  7.3  or 
upward",  the  metal  is  unsuited  for  gun  pur- 
poses, on  account  of  its  hardness  and  want  of 
elasticity  ;  while  the  same  iron  treated  in  the 
furnace  for  a  short  time,  and  being  when  cast 
of  a  lower  specific  gravity  and  less  tenacity, 
would  have  resisted  more  satisfactorily  the  ex- 
plosion of  the  powder. 

"  The  most  decided  features  to  be  observed 
in  the  results  are  the  universal  and  very  much 
marked  superiority  of  the  bars  in  cases  where 
they  have  been  cast  horizontally  over  those 
cast  vertically ;  and  the  superiority,  but  in  a 
less  marked  degree,  of  the  bars  cooled  quickly 
over  those  cooled  gradually  or  slowly.  It  is  to 
this  rapid  cooling  and  condensation  that  the 
superior  strength  of  a  2  inch  bar  cast  from  a 
portion  of  the  metal  of  which  a  gun  is  made, 
is  due. 

"  This  is  almost  universally  found  to  be  the 
case  in  the  experiments  hitherto  made  with  a 
portion  of  metal  taken  from  the  dead  head, 
close  to  the  muzzle  of  the  gnn,  as  compared 
with  the  bar  cast  at  the  time  of  making  the 
gun. 

"The  contrast  as  regards  appearance  is 
equally  marked.  In  the  bar  a  close  grey  rigid 
appearance;  in  the  dead-head  a  large  grain 
with  graphitic  masses  joined  or  cemented  to- 
gether with  a  whiter  and  harder  material. 

"The  demand  for  the  manufacture  of  iron 
ordnance,  and  the  necessity  for  the  supply  of 
a  certain  number  to  meet  what  is  expected  in 
this  country  of  a  new  government  establish- 
ment, has  prevented  such  various  experiments 
being  made  as  are  desirable.  At  a  new  gov- 
ernment foundry  on  the  continent,  established 
about  the  same  time,  two  years  were  allowed 
for  experiments  before  a  "supply"  was  de- 
manded. It  would  appear  that  a  great  deal  is 
still  to  be  done  on  this  subject,  and  that  we  are 
only  now  at  the  commencement  of  vast  im- 
provements in  the  manufacture  of  cast  iron 
and  cast  steel. — London  Civ.  Eng.  and  Arch. 
Journal. 


March  Report  of  the  Receiver  of  the  Cin- 
cinnati, Wilmington  and  Zanestille  Rail- 
road.— The  Receiver  of  the  Cincinnati,  Wil- 
mington and  Zanesville  Railroad  filed  his 
report  of  the  operations  of  the  road  for  the 
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month  of  March,  with  the  United  States  Court, 
yesterday.  We  compile  from  it  the  following 
figures,  showing  the  receipts  and  expenses  ; 

EARNINGS. 

Through  passengers $     141  03 

Local              do          5,116  3d 

Mail 8:>!l  '■'■' 

Express 2li5  15 

Through  freight 5«  2(i 

Local          do     9,020  28 

Total  Eavninga 814,946  05 

EXPENSES. 

Ordinary  Expenses 5H,M  52 

Extraordinary  Expenses  19rt  96 

Capital,  &c 90  73 

Total  Expenses $14,365  21 

The  total  earnings  of  the  road  for  February 
were,  $12,777  10;  increase  in  March,  §3,169 
95.  Total  expenses  for  February,  $9,858  90; 
increase  in  March,  $4, SOB  31. 

■  o  . 

Sale  of  the  Cincinnati  and  Chicago 
Railroad — This  road  was  sold  on  Saturday 
last,  at  Commissioner's  sale,  by  order  of  the 
United  Stages  Court,  upon  an  application  of 
the  English  Bondholders.  The  road  was  bid 
off  at  $30,000.  The  purchasers  were  Pierre 
Choteau,  jr.,  F.  C.  Gebhard,  W.  A.  Murdoch, 
John  H.  Thompson,  and  Henry  Morgan. 

The  Vice  President  of  the  road  published  a 
statement  in  a  city  paper  of  the  19th  of  March, 
in  which  he  stated  that  the  stock  issued 
amounts  to  $3,000,000,  which,  together  with 
the  bonded  debt  and  over-due  interest  and  the 
floating  debt  makes  an  aggregate  of  over  $6,- 
000,000  indebtedness  upon  one  hundred  and 
eight  miles  of  road,  most  of  which  is  not  bal- 
lasted, and  the  whole  imperfectly  stocked. 
This  would  give  a  total  expense  of  about  $60,- 
000  per  mile.  A  cash  basis,  or  something 
near  it,  would  not  have  been  over  $15,000  per 
mile  It  is  evident,  therefore,  that  the  affairs 
of  the  company,  in  the  commencement,  were 
most  wretchedly  managed,  and  its  resources 
squandered.  We  hope  that  it  has  now  fallen 
into  good  hands,  and  that  the  work  will  be 
prosecuted  with  vigor. 

That  portion  of  the  road  between  Logans- 
port  and  Valparaiso  is  all  graded  and  ready 
for  the  iron  from  the  latter  point  to  the  Cass 
County  line.  That  portion  in  Cass  County 
can  be  completed,  according  to  the  Engineer's 
estimate,  for  $12,000.  We  understand  that  it 
is  the  intention  of  the  company  to  commence 
the  laying  of  the  rail  at  Valparaiso,  and  to 
have  the  portion  in  Cass  County,  together  with 
the  bridge  over  the  Wabash  at  Logansport. 
completed  by  the  time  the  track-laying  shall 
have  reached  Cass  Couuty. — Enquirer. 


Manufacture  of  Rails  in  Toronto,  Cana- 
da.— A  building  covering  36,000  square  feet 
has  been  erected  at  Toronto,  for  the  manufac- 
ture of  railway  rails.  Forty  tons  of  rails  it  is 
calculated  will,  when  in  full  working  trim,  be 
turned  out  each  day.  Six  thousand  tons  of 
coal  are  lying  ready  for  use;  one  ton  will  be 
required  for  each  ton  of  iron  re-manufactured. 
About  two  hundred  men,  it  is  calculated,  will 
be  employed.  It  is  expected  to  commence 
work  about  a  fortnight  hence. 


.Solid  cast  steel  spades  and  shovels  are 
now  being  manufactured  at  Sheffield.  A  piece 
of  solid  cast  steel  is  taken,  into  which,  by 
powerful  machinery  especially  invented  for 
the  purpose,  a  hole  just  large  enough  for  the 
foot  of  the  handle  is  made,  afterwards  it  is 
forged  and  hammered  down  to  the  required 
thickness. 


Tennessee  and  Alabama  Railroad — The 
Inon  Purchased. — We  learn  that  the  Presi- 
dent of  the  Alabama  and  Tennessee  Rivers 
Railroad  has  made  a  trade  for  iron  to  clothe 
the  road  to  Gadsden,  subject  to  the  ratification 
of  the  Board  of  Director.  This  trade,  if  con- 
firmed, will  secure  a  speedy  connection  with 
Georgia  and  North  Alabama.  Our  road  will 
also  soon  become  a  thoroughfare,  and  the  travel 
and  freight  that  will  find  its  way  over  it  will 
astonish  even  the  most  sanguine  of  its  friends. 
In  less  than  one  year  from  the  time  the  track 
i«  laid  to  Gadsden,  we  will  be  in  full  connec- 
tion with  the  Georgia  and  Tennessee  roads. 
—  Talladega  Reporter. 


The  First  Iron  Car.- — The  first  iron  car 
to  be  used  on  the  New  "York  Central  road 
passed  through  Utica  on  Tuesday,  April  3. 
It  came  by  the  way  of  Canandaigua  and  Syra- 
cuse, and  is  now  in  Albany.  It  was  built  in 
New  Jersey  and  cost  $3,000.  It  is  the  lightest 
and  best  looking  car  on  the  road.  It  is  finish- 
ed in  the  best  possible  manner,  and  can  not 
fail  to  become  a  favorite  with  the  traveling 
public.  The  iron  car  is  much  stronger  than 
those  built  of  wood,  and  in  Case  of  collision 
would  not  splinter  up  and  cause  those  dread- 
ful contusions  which  now  attend  railroad  smash 
ups. — Cleveland  Leader. 


fig?" The  Terre  Haute  aid  Richmond  Rail- 
road Company  has  done  the  very  sensible  thing 
of  re-labeling  their  cars  so  as  to  read  Terre 
Haute  and  Indianapolis.  The  old  label  of 
Terre  Haute  and  Richmond  was  very  much 
calculated  to  mystify  all  travelers  not  well 
posted  in  regard  to  railroad  lines. 


ggg- The  Grand  Trunk  Railroad  offers  to 
carry  passengers  through  from  Portlanu  to 
Chicago,  and  return,  for  $30,  at  the  time  of  the 
National  Republican  Convention.  Passengers 
will  go  out  by  special  train,  leaving  Portland 
on  the  10th  and  14th  of  May,  but  they  may  re- 
turn on  regular  trains  at  any  time  within  thir- 
ty days. 


Confirmation  of  the  Sale  of  the  Mari- 
etta and  Cincinnati  Road. — In  the  Court  of 
Common  Pleas  for  Ross  County  at  Chillicothe, 
Judges  Dickey  and  Briggs  present,  the  sale  of 
the  Marietta  and  Cincinnati  Railroad  property, 
as  made  under  a  decree  of  this  Court,  was  con- 
firmed. One  hundred  thousand  dollars  of  the 
purchase  money  has  been  paid  into  Court. 

It  will  be  remembered  that,  of  the  amount 
for  which  the  property  was  sold,  fifty  thousand 
dollars  is  set  aside  for  the  payment  of  back 
dues  to  employees. 

Arrangements  for  the  completion  of  the  road 
have  not  yet  been  perfected,  owing  to  the  ne- 
cessarily tedious  process  of  communicating 
with  the  foreign  proprietors.  No  opposition 
was  made  to  the  confirmation  of  the  sale. 


Cincinnati  and  Chicago  Road. — We  learn 
that  Judge  Huntington,  of  the  United  States 
Court,  has  given  instructions  that  the  posses- 
sion of  this  Railroad  and  the  property  sold 
therewith,  can  not  be  given  to  the  purchasers 
under  the  recent  sale,  until  after  formal  con- 
firmation of  the  same  by  the  Court.  The  pur- 
chasers were  W.  Murdock,  Pierre  Choteau,  J. 
F.  Gebhard,  J.  H.  Thompson,  and  Henry  Mor- 
gan; the  price  paid,  thirty  thousand  dollars. 


S&"  At  the  annual  meeting  of  the  Detroit, 
Montreal  and  Toledo  Railroad  Company,  held 
at  Monroe,  the  following  directors  were  chos- 
en for  the  ensuing  year  :  Rausom  Gardner,  T. 
G.  Cole,  Henry  H.  Brown,  Nelson  Beardsley, 
J.  H.  Ransom,  E.  M.  Gilbert,  M.  S.  Syke,  Jr., 
J.  S.  Barry,  H.  Keep,  Philo  Morehouse,  and 
Stillman  Witt.  The  directors,  at  a  subsequent 
meeting,  elected  the  following  officers  :  Presi- 
dent, E.  M.  Gilbert;  Vice  President,  M.  S. 
Syke,  Jr.;  Secretary  and  Treasurer,  Henry  H. 
Brow  • 


The  Little  Miami  Railroad  Company 
yesterday  closed  the  office  which  has  hereto- 
fore been  open  in  the  Walnut  street  House. 

•••». 

Ohio  and  Mississippi  Railroad. — The  earn 
ings  of  this  road  for  April  will  probably  ho 
about  $77,000,  exceeding  those  of  the  corre- 
sponding month  last  year  by  about  $1,000. 


MONETARY  AND  COMMERCIAL. 

The  week  just  past  has  exhibited  a  slightly  increased 
stringency  in  the  market  for  money.  This  is  usually  the 
case  about  the  first  of  the  month — and  the  present  is  no 
exception.  The  demand  for  money  the  present  season 
has  kept  up  more  actively  than  was  anticipated  during  tho 
winter.  We  quote  rates  at  10  to  12  per  cent,  for  first  claBS 
paper  done  in  the  regular  way.  Outside  rates  range  from 
12  to  18  and  20  per  cent,  for  first  class  and  still  higher 
for  other  grades.  The  regular  houses  are  accommodating 
their  customers  to  the  full  extent  of  their  ability  ;  while 
the  street  brokers  find  a  pretty  good  Buppiy  from  which  to 
make  their  selections. 

Exchange  has  been  in  quite  active  demand  for  several 
days  past  and  has  in  consequence  advanced  a  shade.  The 
ruling  rates  have  been  I  per  cent,  buying  and  i  selling. 
The  demand  toward  the  close  was  slightly  reduced. 

The  Spring  business  h;is  been  quite  fair  taken  a3  a  whole. 
Buyers  have  been  numerous  in  the  market,  and  sellers 
who  had  merchantable  articles  have  had  at  leist  a  fair 
chance.  The  growing  importance  of  the  Cincinnati  mavke^ 
is  beginning  to  be  more  and  nn^re  felt  throughout  the 
whole  West.  In  many  articles  it  takes  the  lead  entirely  of 
eastern  mart3.  This  is  very  perceptible  in  looking  through 
the  fast  increasing  rows  of  magnificent  stores  yearly 
erected  to  accommodate  this  branch  of  Trade.  We  are 
pleased  to  note  this  feature  of  our  markets  and  believe  it 
will  hereafter  continue  its  increase  with  the  increasing  pop- 
ulation of  the  West. 

Mr.  Ethertdse  of  Tennessee  has  introduced  the  following 
bill  into  Congress  for  a  uniform  paper  currency  for  the 
United  States,  based  upon  deposits  of  gold  and  silver  in  the 
Treasury  : 

A  Bill  to  establish  and  regulate  a  paper  circulation  of  uni- 
form value  throughout  the  United  States,  and  for  other 
purposes. 

Be  it  enacted,  <&c. :  That  it  shall  and  may  be  lawful  for 
any  person  or  persons  to  deposit  with  the  Treasurer  or  Assis- 
tant Treasurer  of  the  United  States,  or  with  any  Treasurer  of 
the  mint  or  branch  mint  of  the  United  States,  any  gold  or  sil- 
ver coin,  and  to  receive  certificates  therefor,  as  hereinafter 
provided.  And  it  shall  be  lawful  for  any  person  or  persona 
to  deposit  in  the  mint  or  any  branch  mint  of  the  United 
States  any  bullion  or  gold  dust,  and  to  receive  therefor  certi- 
cates,  as  hereinafter  provided,  for  the  real  value  thereof,  from 
the  Treasurer  of  such  mint  or  branch  mint. 

Sec.  2.  And  be  it  further  enacted^  That  the  Secretary 
oF  the  Treasury  shall  cause  to  be  prepared  certificates  for 
the  purpose  stated  in  the  first  section  of  this  act,  varying  in 
amounts  from  $20  to  $I,Dii0  each.  Such  certificates  to  be 
in  quality,  engraving  atid  general  appearance  of  first-class 
bank  bills  now  in  use,  and  suitable  for  general  circulation. 
Such  certificates  shall  be  signel,  on  behalf  of  the  Govern- 
ment, by  the  Secretary  of  the  Treasury,  or  by  some  person 
by  him  appointed  for  that  purpose  in  his  name,  and  counter- 
I  signed  by  the  officer  receiving  such  deposits,  and  dated  at 
the  time  of  issuance.    And  the  Secretary  of  the  Treasury 
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Bliall  ciuse  to  be  placed  in  the  possession  of  the  officers  by 
til  a  act  authorized  to  receive  deposits  as  aforesaid  such 
n  miner  and  denomination  of  said  certificates  as  may  be  re- 
q-iired  for  the  purpose  aforesaid,  and  which  shall  be  issued 
to  the  persons  ent  Lied  thereto  by  the  provisions  of  this  act. 

SttC.  3.  And  bt  it  farther  enacted^  That  all  certificates 
hereby  authorised  to  be  issued  shall  be  transferable  by  de- 
livery, and  ;ba1l  be  receivable  in  payment  of  all  dues  to  the 
Unii'-d  Slates,  whether  as  duties,  taxes,  or  for  the  sale  of 
lirii  s  .  f  the  United  States,  whether  by  public  or  private  sale 
or  entry  is  provided  by  hiw,  or  for  any  debts  or  demands 
doe  the  V  '"fd  S  t<  s,  what  soever,  and  may  be  reissued  on 
paymem  of  all  debts  or  demands  whatsoever  due  by  the 
United  St.iies  in  any  creditor  thereof  who  may  be  willing  to 
eceive  the  sam* 

Skc..4.  And  be  it  further  enacted,  That  the  Secretary 
of  the  Treasury  may,  in  his  discretion,  authorize  such  col- 
lectors of  the  revenue  of  the  United  States  and  receivers  of 
land  offices  as  he  may  designate-to  receive  deposits  of  gold 
and  silver  coin,  and  to  issue  certificates  therefor  in  the  same 
manner  hereinbefore  provided  for.  when  deposits  are  made 
with  the  Treasurer  rir  Assistant  Treasurers  of  the  United 
States  :  Provided,  That  the  Secretary  of  the  Treasury  shall 
determine  the  phice  of  payment  of  the  certificates  issued 
under  the  authority  <if  this  section.  All  other  certificates  to 
be  made  payable  at  the  place  of  issuance,  and  all  certificates 
hereby  authorized  to  be  issued  shall,  when  presented  at  the 
place  of  payment  designated  in  such  certificates,  be  paid  or 
redeemed  in  gold  or  silver  coin  to  the  holder  thereof :  pro- 
vided further.  That  all  moneys  that  may  be  received  on 
deposit  under  the  provisions  of  this  section  shall  be  trans- 
mitted and  deposited  like  other  moneys  of  the  United  States 
by  the  same  officers  received,  belonging  to  the  United 
States. 

Sbc.  5,  Awl  be-  it  further  enacted.  That  there  Bhall  be, 
under  such  rules  and  regulations  as  the  Secretary  of  the 
Treasury  shall  establish,  a  full  and  complete  record  kept  of 
all  certificates  delivered  by  officers  hereby  authorized  to  re- 
ceive deposits  as  aforesaid,  and  of  the  certificates  by  them 
issued,  and  the  amount  of  gold  and  silver  coin,  bullion,  and 
gold  dust  by  them  received,  the  amount  paid  in  redemption 
of  such  certificates,  the  certificates  redeemed,  and  of  the 
kind  of  deposits  on  hand,  and  a  monthly  report  made  to  the 
Secretary  of  the  Treasury,  who  shall  make  a  general  report 
thereof  in  the  manner  required  of  other  matters  pertaining  to 
th"  n^ce  of  the  Secretary   of  the  Treasury  of  the  United 

ates. 

&bu.  6.  And  be  it  further  enacted.  That  any  person 
who  shall  counterfeit  or  forge,  or  shall  utter  or  pass  or  at- 
tempt to  utter  or  pass  any  such  certificate,  knowing  the  same 
to  be  so  counterfeited  or  forged,  with  intent  to  injure  or 
defraud  the  United  States  or  any  person  whomsoever,  shall, 
on  conviction,  he  imprisoned  for  any  term  not  less  than  two 
years  nor  more  than  ten  years ;  and  any  officer  who  shall 
have  custody  of  any  money,  bullion,  or  gold  dust  under  the 
provisions  of  this  act,  and  who  shall  embezzle  the  same  or 
any  part  thereof,  shall,  on  conviction,  be  imprisoned  for  a 
term  not  less  than  one  year,  nor  more  than  ten  years- 

Sec.  7.  And  be  it  .further  enacted.  That  the  gold  and 
silver  coin,  and  the  value  of  the  bullion  and  gold  in  coin, 
shall  remain  in  the  Treasury  of  the  United  States  in  suffici- 
ent amount  to  at  all  times  equal  the  amount  of  certificates 
outstanding  and  in  circulation,  which  amount  is  hereby 
pledged,  as  also  the  faith  of  the  United  States  to  the  redemp- 
tion thereof. 


CONTRACTS  for  Kails  at  a  fixed  price,  or  on  com 
mission,  delivered  at  an  English  port,  or  at  a   por- 
ta the  United  States,  will  be  made  by  the  undersigned 
THEODORE DKHON, 
DOl3  10  Wala  Broadway, New  Yor 


W.  (i.  HYNDMAK'S 


Patent  Portable  Forge  and  Bellows. 

THESE  FORGES  are  superior  to  all  nU^nfez  fcuild 
ers  of  railroads,  mines,  quarries,  gunamithe,  Iock- 
smilhs,  machine  sliDps,  boiler  makers,  a'as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  totbefiue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
Forces  willaddress  W.  G.  HYNDMAN, 

*p23  J41  East  Second  street,  Cincinnati,  0. 


Office  of  tub  Cin.,  Hamil.  &  Dayton  R.  R.,  j 
Cincinnati,  April  G,  1800.  ) 
Notice  to  Stockholders.— The  annual  meeting  of  the 
Stockholders  of  this  Company  will  beheld  at  their  office, 
Sixth  Street  Depot,  in  Cincinnati,  ou  Tuesday,  the  1st  day 
of  May  next,  to  make  choice  of  nine  Directors  to  serve  the 
ensuing  year,  and  to  act  upon  any  other  business  that 
may  be  brought  before  the  meeting,  which  will  be  organized 
at  9  o'clock  A.  M. 

Tne  polls  will  be  open  from  10  A.  M.  to  3  P.  M. 

F.  II.  SHORT,   Secretary. 


Railroad  Car  Grease 


Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS,  Philadelphia. 

Ju  24.  6m. 


1860.     Spring  Arrangement.    1860. 


VIA. 


CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

—AND— 

LAKE  SHORE 


FOR  NIAGARA  FALLS,  WHITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

f>  A*  JM»  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  10. 15  a.  m.,  Cleve- 
land 2.50  p.  m.,  Dunkirk  8.25  p.  M-,  Buffalo  9.5U  p.  m.,  New 
York  next  day  at  2.15  P   M.,  and  Boston  AMI  p.  m. 

JT^  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.  lO  A.  M«  Day  Express  from  Cincinnati,  Hamil- 
ton and  Dayton  Depot,  West  Sixth  street — Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m., 
Cleveland  8.55  p.  K.,  Dunkirk  2.50  a-  m.,  Buffalo  4.20  a.  *., 
New  York  same  eveniug  at  9.10  p.  m.,  and  Boston  11.30 

P.M. 

]£j*  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

11.00  I**  !*!■  Night  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  3. -JO  a.m.,  Cleve- 
land 9-5U  a.  m  ,  Dunkirk  3.55  p.  m...  Buffalo  5  25  p.  m..  New 
York  next  morning  at  9.45  a  m.,  and  Boston  1.00  p.  m. 

JTr"  Sleeping  cars  attached  to  this  irain  from  Cincinnati 
to  Cleveland 

JTJ73  Quickest  route  to  New  Y'ork  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  FOR  TICKETS  VIA  COLUMBUS  AND  CLEVE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

THE  OLD  RELIABLE  ROUTE  TO    PTPTSRUROH 
AUD  PHILADELPHIA,  IS  VIA  CRESTLINE. 

6-00  A.  I?I.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street — Arrives  at  Columbus  at  10.15  a. 
m.,  Crestline  12.40  p  m.,  connects  at  Pittsburgh  same  even- 
ing wilh  8.40  p.  m.  Express  on  Pennsylvania  CeLtral  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  m. 

10«  1<)»  A«  M«  Day  Express,  from  Cincinnati,  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m  , 
Crestline  G  15  p.  m.,  connects  at  Pittsburgh  next  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m- 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts- 
burgh 

11.00  **.  JWt.  NightExpress,  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  at  3.40  a.  m., Crest- 
line 6.45  a.  m.,  connects  at  Pittsburgh  with  4.00  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Steeping  cars  attached  to  this  train  from  Cincinnati. 

Ask  for  tickets  via  Columbus  and  Crestline. 

Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER,  General  Ticket  Agent, 

L.  M.  and  C.  H.  &  D.  Railroads,  Cincinnati. 

II.  C.  MARSHALL,  General  Ticket  Agent. 

E.  S.  FLINT,  Sup't. 

N.  C  HARRIS,  Agent,  Cincinnati. 


Commencing  Arpil  15,  1860. 

ouio  oiisissippi 

CINCINNATI  AND  ST.  LOUIb. 

Through  -without  Change  of  Cars. 
TWO    WA1I.Y  TRAINS  FOR  VINCEIY- 

NES,  Cairo,  and  St.  Louis,  at  4:25  A.  M-,  and  5:25 
P.  M. 

Three  Daily  Trains  for  Louisville,  at  4:25  A.  M.,  2:00  P. 
M.,  and  3:35  P.M. 

One  Train  for  Evansville  at  4:25  A.  M. 

The  trains  connect  at  St.  Louis  for  all  points  in  Kansas 
and  Nebraska;  Hannibal,  yuincy  and  Keokuk;  at  St. 
Louis  and  Cairo  for  Memphis,  Yicksburg,  Natchez  and  New 
Orleans. 

One  Through  Train  on  Sunday,  at  5:35  P   M. 

RETURNING.— Fast  Li.se  —  Leares  East  St.  Louis, 
(Sundays  excepted)  at  7:00  A.  M.,  arriving  at  Cincinnati  at 
9:50  P.  M. 

Exprkss  Train.— Leaves  East  St.  L»uis  daily  at  6:40 
P.  M.   arriving  at  Cincinnati  at  9:55  A.  M. 

FOR  THROUGH  TICKETS 
To  all  points  West  and  South,  please  apply  at  the  offices' 
Walnut  Street  House,  bet.  Sixth  and  Seventh  Streets,  No.  1 
Burnet  House,  corner  office;  north-west  corner  of  Front 
and  Broadway;  Spencer  House  Office;  and  at  the  Jiepot, 
corner  of  Front  and  Mill  Streets. 

E.  W.  WOODWARD,  Supt.  Eastern  Division. 
JTy*  Omnibuses  call  for  Passengers 

Indianapolis  and  Cincinnati 

SHORT    LIXE 


XlAIXiliOATJ  . 

SHOETEST  KOTJTE  BYTHIETYEILE3 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P-  M—  TERRE  HACTE  AND  LAFAYETTE 
ACCOMMODATIO  X.— Arrives  at  Indianapolis  at 
4:5(1  P.  M. 

6.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P.  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


"OS"  Be  sure  you  are  io  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis. 

03"  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through. 

THROUGH  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner.  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  oa 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President- 


CINCINNATI,   WILMINGTON, 

AND  ZANESVILLE 

n  .a.  iiiB  o  ^a.  x> . 

Two  daily  trains,  at  6  A.  M.  and  6  P.  M.,  from  Little  Mi- 
ami Depot,  EastFront  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

RETnaMNQ  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

WM.  KEY  BOND,  Becelveiv 
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PATENTED   GAS  WORKS 

or  THE 

IIHI  EiLflEO  £8 

Gas  Works,  to  be  generally  adopted  by  th  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following  advantages,  to  wit :  great  simplicity  of  con 
Btruction  and  operation  ;  reliability  to  injure  a  regular 
Hupply  01  light;  purification  of  the  gas  to  prevent  clog- 
ging ;  freedom  from  unhealthy  and  offensive  odors  ;  safety 
from  fire  and  exploslou  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required; 
lastly  and  chiefly,  economy  both  a3  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  '!  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Scientifin  American. 
of  March  13,  1858,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simplirfty  of  construction  peculiar 
to  the  Aubin  Works,  the  retort  is  the  only  part  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trifling. 

The  Cost  of  the  Gas  , 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  3U0  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  3'JU  cubic  feet, $300  00 

do  do  350        «  335  00 

do  do  400        "  375  00 

do  do  500        "  450  00 

do  do  600        «  525  00 

do  do  700        "  600  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  ho£er  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gas  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  tnat  an  ordinary  fish- 
tail burner  {known  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing  the  Contents  and  best 
Proportions  of  Gasometers  from  400 
to  4000  «l.,  ana  the  NumberolfrigUts 
they  will  supply  lor  a  given  time. 

Contents  in     No.  of  hours  ,       Diameter  of        Height  of 
Cubic  Feet,    for  10  lights.  Gasometer.       Gasometer. 

400  20  10  ft.  5  ft.  3  in. 

500  25  JO  ft.  6  ft.  6  in. 

750  37  12  ft.  6  in.  6  ft.  2  in. 

1000  50  13  ft.  7  ft.  8  in. 

1500  75  15  ft.  8  ft.  6  in. 

2000  100  17  ft.  3  in.  8  ft.  7  in. 

2500  125  IP  ft.  10  ft. 

3000  150  20  ft.  10  ft. 

3500  175  20  ft.  6  in.        10 ft.  1  in. 

4000  200  21  ft.  lift.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  hasis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kf-pt  long,  our  gas  is  even  better  after  haviog 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories.  &c,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  C0VERDALE, 

Hi"  Walnut  Street,  Cincinnati.  Ohio, 
who  has  the  exclusive  right  to  manufacture  and  sell  hi  the 
Slate  of  Ohio. 
Feb.  24th,  1859. 

APPLEOATE  &  CO., 

Booksellers.  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.  Cincinnati  O. 


APPLEGATE  &  CO., 

APPLEGATE   &  «'<>.,  Book- 
sellers,  Stationery  and   Blank-book 
Manufacturers,  43  Main    Street,   Cincin- 
nati, invite  the  attention    of  Booksellers, 
Country  meruit  aula,    Ttfacbers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal, Theological,  Scif  mine,    Stan- 

dard, and  miscellaneous    Books,  Paper, 
Blink-hooks,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble   arrange-  ments    vith   the 
leadlngpublish  ers,  as  well  as 
the  principal                 manufacturers 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   stock  ana  prices 
with  any  other  house    in  the   \\  est 

BOOKSELLERS, 

Our  Stock   of    Stationery 

13  very  complete,     embracing 

in  part   all   the    varieties    of  Cap, 

Letter,   Packet,    Commercial,   Bath 

and   Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  Envel- 
Pen  s,  Pcnhold- 
racks,  Copying 
Books,  Ink  and 
sure  s,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope.  Manilla 
ping;  Bonnet 
opes,  Gold  A  steel 
ers,  Pencils,  Pen- 
pr  esses,  an  d 
Inkstands  ;  Era- 
wax,  Wafers, 
Banker's   cases, 

head  boxes,  En- 


velope and   Card  cases ,  Cash  and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendai's, 

togother  with  all  other  articles 

used  in  the  conn  tiDg-bouse. 

Stationers, 

To  our  Blank   Books  we 
©specially    call    attention,    as 
'-    they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from 
the    small  memo-  randum    book  to 

the  large  Super  Koyal  and  Impe- 

rial Ledger,  and  bound  in  a  great 

■variety  of  styles  a  n  d  of  superior 

■workmanship.  Books  made  to 

order  of  any  de-  Bired  pattern, 

with  or  without  printed  headings 

and  warranted  to  give    satisfaction 

in  quality  of  pa-  per,    accuracy  of 

ruling   and  durability  of  binding ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.    We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS. 


We  are  prepared  io 

Print  mid  Bind  books 

tion  and  in  any  style 

sired,  at  rates  as  low 

quality  of  work 

oil  ted  in  this 

where.      Our 

executing  these 


S  t  e  re  o  typo- 
of  any  descrip- 
that  may  be  de- 
as  the   same 

can  be  exe- 
city  or  else- 
facilitiesfor 
branches  of 


the  trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style   and  on       short   notice 


Merchants   and 
Bills  of  Lading, 
Railroad    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  such  'obs 
despatch..     Order*  re- 


others  wishing 
Bill     Heads, 

Dray  receipts,  ^ 
any  other  descrip- 
please  bear  in  mini 
with  neatness  ani 
spectfully  solicited* 


Publisher- 


Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
Clarkcs'  Cora-  menta- 

ries, Dick's  Works,  R  o  1* 

lin's  Anciont  History,  Plutarch's 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive, 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     etc  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

43   MAIN  STREET.   ClN. 


W.  HARVEY'S  SAFETY  JOINT 


For    Coupling    the    Ends    of   "  T' 
^PATENTED,  KOV.  2,  1858. 


Rail 


Fig.  3  is  a  perspective  view  of  Join  t  Rail.  Fie-  1  is  a 
view  of  outside  plate  C,  whiih  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  mils,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  nf  the  rails. 
This  plate  may  he  of  such  form  as  tojfill  up  the  recess  in 
the  side  of  the  rail,  between  t!ie  head  and  bnse,  or  only  to 
bear  against  the  head  and  upon  the  base,  leavins  an  open 
space  between  it  and  the  neck  of  the  rail:  The  list  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails*  and  partly  upon  theoutside  lip  of  thechair,  as  shown 
MiFig.3, 


Fig,  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  pnrt  can  not  prolect 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  s!ot3  to  receive  keys,  which  are 
driven  through  them*  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  fails;  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  theirplace. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tnngucd  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculi  irly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  thatuei* 
her  can  move  without  the  other. 


Another  ereat  advantage  is,  the  allowance  which  ismad* 
for  expansion  and  contraction  between  the  tongues  and 
slots  in  the  rails,  so  t  hat  they  can  not  shove  together,  as  in 
the  present  mode  of  fastening  them — each  joint  acting  in. 
dependent  of  the  other.  This  mode  of  sfcuring  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  thebreakingof  rails,  wheels 
and  M.xles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ie.ist  fifty  per  cent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

,  W    HARVE     ,  Inventor  akd  PatenteeY 
41  Jefferson -street,  Albany, 
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PROSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  END  TO  END. 

PARIS'    I=»uA.T?U3Xri" 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOB,    WATER    SUrPLT,    ACIDS,    ETC. 

S  O  r ,  K    T  M  lJ  O  R  T  E  R  S  . 

PROSSEIt'S  PATENT  si;  i:  l'.\  ('!■:  CON. 
UENSEIt*  for  high  pressure  steiim,  with  aea  or 
otlier  barl  boiler  water,  gauges. 'A  cutter  drills,  cnun'cr- 
ttinks,  tube  evd  cutting  bare,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrenches, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes.  Steel  for 
Boilers.  THOS.   PKOSSKB.  &  SON. 

«7jan.  28  Piatt  Street,  New  York 

it.  G.  LOBDELL.        H.  S.  M'COMBS.        I).  V.  BUSH. 

BBSH&LOBDELL, 

'Wilmington  -------  Delaware 

MANUFACTURERS   OF 


For  R.R.Cars&  Locomotive  Engines, 

ABE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exit  nt 

pon  their 

CELEBRATED     WHEELS, 

EITHER   SINGLE   OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  PITTED 

To    Hammered  or    Boiled   Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 


Most  Reasonable  Terms. 


np2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in-  the  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Pintributing  Post- Offices  ;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-OMce  De- 
partinent)  t£c.,  <£e. 

COMPILED  BY  E.  PENROSE  JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five  Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
U.S.  Blank  Aokncy,  Cincinnati  Post-Office,) 
January,  1859,     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
E.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  0.,  from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of   the    Western,    North- Western,  and 
South-Western  States,  yet  published. 

MAULoN  H    MEDARY, 
Agent  and  Inspector  of 'Blanks ,  &c.,for  P.  0. Depart. 

The  book  mnkes  an  actavo  pamphlet  of  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
piler is  promptly  advised  of  all  New  Offices,  Changes  ard 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  otlier  work  of  the  kind. 

OiisEttvK,  That  this  list  is  arranged  by  States  and  Conn- 
*ca,  making  it  especially  valuahle  to  hnslness  men.  No 
similar  ainiugemeut  has  been  published  since  1856.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

JCP  Single  copies  sent  by  mail(pasiag  (prepaid)  to  any 
address,  upon  receiving  Twenty-five  Centj  in  Silver  or 
Postage  Stamps,  Five  Copies  sent  for  $1  00,  or  Twelve 
Copies  for  $2,tltt.        u^i-  „ 

Addrea*.  C.  S.  W1LL1IAMS, 

1»4  Walnut  Street, 

fcar.U  10  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


Wlff,  «T!TITVER  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BKANCI1   OFFICES: 
Louisville,  Ky.,  Columbus,  0., 

Lafayette,  lno\,  Dayton,  0., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  ofTer  the  Wheeler  &.  Wilson  Sewing  Machine,  with 
Importantimprnvements.  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Fire   J&oUars* 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  hcing  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesi  fahrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  ail  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICfSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehie.  WM.  SUMNER  &  CO. 

lOOO  Kepe  No.  1  Kailroad  Spikes, h\  by  9-icTn 


Corby,  Gossin  &  Oo.'s  make,  for  sale  very 
l0w  by  TRABER  &  AUBERY, 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BR0., 

172  Elm  Street,  let.  4/A  and  bth, 
CINCINNATI,  O. 
SoleManufaoturerB  of  McGowan' o  ->dnble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine. 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Compauies,      Manufacturer 
Distillers,  Miners,andthcput 
lie  generally  to  these  Pumpfc* 
as  the  best  Pump  now  in  ;_»e 
and  acknowledged  by  all  wLo 
have  used  them  to  be  perfect  — 
are  simple  in  their  construe 
ti  on.  compact,  durable  and  not 
likely  to  set  out  of  order;  wei" 
adapted  for  Steamnoats,  Rail 
road  Water  Stations    Distilh- 
ries,     Breweries,     Kurnacet 
Mines,   Rolling  Milts,  Pape 
Mills,  Factories,  Wells,  CI> 
terns,?'  'tionary  File  Kngiues, Garden  Kngines and K 
all  purposes  where  a  Pump  can  be  used  .    Also,  for  for- 
cing a  large  body  of  water  to  a  great  heigh  lordistance 
rapidly. 

Also,  McGo-wan  e  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses.  <S;c  Hose  Couplins 
Lead, Copper  a  rid  Gas  Pipe  furnished  nit  he  It  west  ma  ' 
kel  prices. 

Full«nd  perfect  atisfactionguaranteed  in  allcascs, 
when  properly  put  up  according  to  directions. 

Orders  thankfully  received  a  rid  promptly  filled  at  the 

shortest  notice 

SUiVHR     MKBTij      (The  highest    prize)  a  warded 

ese  pumps  and  Steam  Pumping  Engine  at  tb    late  Fa 

I     Ohio  MeehanlcsMnetiUite  Juno    18,  185S— J 


Street  and  Other  Kailroad  Iron. 


WOOD.  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute-orders  for  Etreet  and 
other  Bails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 


FREEDOM  IRON  COMPANY, 

MANOFACTUTERS   OP 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewislown,  MHflin  Co.,  Penn, 

JTOH1V  A.  WRIGHT,  SupU. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pit'  Iron,  refined  with  Charcoal  in  the  old-fash  ion  etS 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 

OF    THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Albany.  Arr.  Buffalo.  Arr.  S.  Br. 

Steamboat  Exp..  7H0i.M.  700p.m.  7  00  p.  k. 

Mail 9.10a.m.  12.50  a.  m. 

New  York  Exp. .11. 15  A.M.  9.00  p.  M  9.00  p.  K. 

Night  Exp 5.00p.m.  4.011a.m.  4.00a.m. 

Utica  Accom'n..  6HU  p.  m.    Ar.  V.  10.00  p.  x 

N.Y.Mai] 11.15p.m.  1O.0' a.  m.  IO.OOa.m; 

Leave  Buffalo.  Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15  a.  M.  5.15a.m.  3 .30  p.  M. 

Steamboat  Exp..  8.00  a.  m.  8.00  a.  m.  8.00  P.  M. 

Mail 2.30p.m. 


Cleveland  Exp..6.fn  p.  a. 
Cincinnati  Exp.  11.00  p.  K. 
UticaAccom'n..  — 


6.00  p.  M.  4.40  a.  M. 
11.00  p.  M  8.30  a.  M 
10.00  A. 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  Dest  Eastern 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  foT  railroad  shops.     Also,  all  kinds  of  heavy 
forgringandcastingdoneatshortnotice .  Also.boltsfo 
bridges  cu    with  1  i spat ch. 

,.  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
Stale,  is  under  the  superintendence  of  Col.  E.  W. 
1tIOR<KaI\»  a  distinguished  graduate  oi  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  beslOoIleges 
hut  more  extended  in    Mathemaiics.  Mechanics,   Ma 
chines, Construction,  Agricultural  chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of    Architecture,  Engineering.  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means,  and  object  of  Profession  alpreparalion,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.    Charges,  S103 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs,  K v.  ''or  the  undersigned. 

P,  DDDLEV. 
President  of  th   Board 
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E.  D    MANSFIELD,  -       -    »   «„,.+„„ 

T.  WEIOHTSOW.  i   manors. 

CINCINNATI: 
Thursday  Morning-,    May  10,  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE -No.  167    Walnat    Street. 

SUBSCRIPTIONS— $3  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion $1  00 

'*        "        per  month, 3  00 

"        "        six  months, 12  00 

"       "       per  annum, 20  00 

"    column,  single  insertion, 5  00 

"        ••        per  month, 10  00 

'"       "       six  months, 40  00 

'"        "        perannum, 80  00 

**    page,  single  insertion, 15  00 

"        >■         permonth, 25  00 

"       •'        sixmonths, 110  00 

"       "       perannum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
lisconttnued. 

If  subscribers  move  to  otherplaces  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 
Subscriptions  and  communications  addressed  to 
WRIGHTSON  &.  CO., 

Publishers  and  Proprietors. 

JCf3  The  European  Agent  for  the  Railroad  Record 
8  Mr..  Frederic  Alqar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

J8@fWith  reference  to  the  business  of  the 
Erie  Railroad,  the  Hornellsville  Tribune  says: 

"Perhaps  there  has  never  been  a  time  in 
the  history  of  the  New  York  and  Erie  Railroad 
when  the  freighting  business  transacted  by  it 
was  as  large  as  it  is  at  the  present  time.  An 
unusual  number  of  regular  freight  trains  are 
employed,  and  frequently  it  becomes  neces 
sary  to  run  extra  trains.  Every  thing  con. 
nected  with  the  Erie  Road  gives  signs  of  a 
reaction,  and  the  rapid  increase  in  the  value 
of  its  stock  is  evidence  that  its  present  ex- 
cellent management  is  having  its  legitimate 
effect." 

■  ■  . 

BST'The  Peoria  (Illinois)  Transcript  re- 
ports: 

"We  learn  that  the  Logansport,  Peoria  and 
Burlington  Railroad,  is  doing  a  heavy  busi- 
ness in  the  way  of  carrying  freight  at  the 
present.  In  addition  to  the  through  freight, 
which  is  heavy,  a  large  quantity  comes  over 
the  road  by  way  of  Chicago  Branch.  Yester- 
day morning,  the  regular  train  had  twenty 
loaded  cars  out  of  Logansport.  It  was  fol- 
lowed by  an  extra,  which  took  on  twenty  load- 
ed additional  cars  at  Gilman  for  Peoria.  A 
very  heavy  freight  also  went  out  from  Peoria 
last  evening.  We  are  glad  to  notice  these 
signs  of  prosperity,  and  hope  we  may  always 
he  able  to  chronicle  them." 


MINING  IN  THE  UNITED  STATES. 

GOLD,    SILVER,    COPPER,    AND   COAL. 

In  the  early  settlement  of  the  United  States, 
very  little  was  thought  of  mining.  There 
were  bubbles  enough  about  the  Indies,  the 
South  Seas,  and  El  Dorados,  which  lay  be- 
yond the  confines  of  unknown  aud  fathomless 
oceans.  There  were  golden  visions  of  pearls 
and  diamonds  in  the  dream  land.  But  those 
who  dreamt  did  not  see  them  on  the  rough, 
repellant  coast  of  North  America,  nor  in  the 
Alleghenies,  beyond  ;  nor  in  the  Great  Lakes, 
which  some  Frenchmen  said,  lay  to  the  north; 
nor  on  that  mighty  river,  which  some  one  had 
just  discovered;  and  far  less,  on  that  dim 
Pacific  coast,  which  it  was  supposed  must 
somewhere  or  other  exist.  Of  wonderful  spe- 
culations, in  South  Sea  and  Mississippi  Stock, 
they  did  dream.  But,  they  did  not,  and  could 
not  dream,  that  in  the  substantial  earth,  and 
underlying  all  their  speculative  visions,  there 
was  a  solid  reality,  exceeding,  in  richness 
and  extent,  and  prospective  wealth,  all  the 
world  has  ever  thought  of.  For  two  centuries 
America  was  the  home,  and  the  anticipated 
Eden,  of  those  who  fled  from  persecution  and 
tyranny;  and  those  who  were  tired  of  poverty 
and  sought  to  benefit  their  condition  ;  and  of 
the  debtor,  and  adventurer,  who,  like  the  fol- 
lowers of  David,  had  reason  to  dread  the  arm 
of  the  law.  Among  those  were  the  good,  and 
those  of  great  talent  and  of  little  talent;  but, 
all  these  mainly  went  to  make  a  home,  in 
the  New  World.  In  such  time,  and  such  a 
people,  agriculture  was  long  almost  the  only 
employment.  Commerce  came  on,  as  its  ad- 
junct, and  wealth  followed,  as  a  conse- 
quence. 

But,  of  Mining,  or  of  any  sufficient  reward 
for  mining,  as  an  object  of  labor  and  skill, 
there  was  scarcely  a  distant  idea  formed,  and 
very  few  who  thought  upon  it  at  all.  It  is 
only  within  about  forty  years,  that  Mining, 
even  of  common  coal  and  salt,  has  been  un- 
dertaken upon  anything  more  than  the  small- 
est scale.  Since  that  period,  however,  the 
mining  of  Coal,  Iron,  and  Salt  has  been  car- 
ried on  extensively;  and  within  the  last 
twenty  years,  Gold,  Silver  and  Copper  have 
been  added  to  an  immense  extent.  The  Min- 
ing interest  has,  in  that  time,  assumed  a 
magnitude  and  importance,  which,  in  the  end, 
is  likely  to  surpass  even  that  of  commerce. 
We  may  form  some  idea  of  the  growth  of  the 
Mining  interest,  from  the  following  facts. 

1.  Of  Coal. — The  United  Slates  Mining 
Register,  in  a  reply  to  some  one  who  was  con- 
demning the  resources  and  value  of  Arizona, 
which,  he  said,  wanted  every  thing,  but  some 
"Mineral  Wealth,"  says: 

Had  he  traveled  through  the  anthracite 
coal  region  of  Pennsylvania,  before  the  disco- 
very of  its  "  mineral  wealth,  he  would  doubt- 
less have  pronounced  it  also  a  "God-forsaken 
country,"  because  of  the  roughness  of  its  phy- 


sical structure,  the  rockiness  of  its  mountain 
tops,  the  narrowness  of  its  valleys  and  the  ' 
precipitousness  of  their  sterile  looking  slopes 
and  sides;  and  yet  from  this  region,  so  rough 
in  its  topography,  and  which  comprises  only 
228,280  acres  of  surface,  there  were  sent  to 
market,  in  1859,  eight  million  tons  of  coal, 
which,  at  an  average  of  $1  25  per  ton  at  the 
pits's  mouth,  had  a  cash  value  often  millions 
of  dollars,  equal  to  forty  four  dollars  for 
every  acre  in  the  entire  anthracite  region  ; 
whereas  ten  dollars  per  acre  cover  the  aver- 
age cash  value  of  the  products  of  laud  used 
for  agricultural  purposes. 

In  addition,  we  may  say,  that  there  is  not 
less  than  five  million  of  tons  of  bituminous 
coal  moved.  All  in  all,  taking  the  United 
States  through,  we  should  estimate  the  coal 
production  at  fifteen  millions  of  tons  per  an- 
num ;  or  about  nineteen  millions  of  dollars 
in  value.  This  coal  production  is  likely  to 
increase  rapidly  for  fifty  years  to  come,  and 
the  supply  is  altogether  unlimited.  As  an 
incident  to  this  coal  business,  we  may  add 
one  among  facts  recorded  of  Coal  Oil. 

The  Pittsburg  Post  has  been  favored  with  a 
small  specimen  of  coal  from  the  neighborhood 
of  Cairo  station,  Ritchie  county,  Va.,  on  the 
Northwestern  Virginia  Railroad,  which  is  of 
a  very  peculiar  quality.  It  has  been  tested 
by  various  chemists,  and,  has  been  found  to 
be,  as  it  were,  crystallized  mineral  oil,  being 
without  stratification  and  free  from  any  for- 
eign substance.  The  tests  have  shown  that 
it  will  yield  one  hundred  and  sixty-five  gal- 
lons of  crude  oil  to  the  ton.  After  one  refin- 
ing process,  82  per  cent  of  refined  oil  was  ob- 
tained; after  a  second  distillation,  61  per 
cent  of  the  whole  amount  was  obtained  in 
pure  oil,  and  30  per  cent  of  lubricating  oil  and 
paraffine.  By  taking  a  portion  of  the  coal 
and  laying  it  on  a  hot  stove  or  shovel,  its  ex- 
traordinary quality  is  obvious.  It  melts  and 
runs  like  wax.  It  is  quite  probable  that,  if 
shafts  are  sunk  deep  enough,  a  reservoir  of 
mineral  oil  similar  to  that  in  Venango  county 
will  be  reached,  from  which  this  vertical  vein 
of  solid  oil  has  originated. 

2.  Of  Copper. — We  need  not  go  into  any 
detail  in  regard  to  this  article.  The  immense 
veins  of  Copper,  and  the  quantities  taken 
from  them,  on  the  Lake  Superior  Shore,  are 
well  known.  The  copper  also  of  Tennessee, 
at  Duchton,  is  also  familiar  to  our  readers. 
To  this,  we  may  add,  that  it  is  fully  settled, 
by  examination,  that  the  copper  veins  of  Ten- 
nessee run  through  the  mountains  of  North 
Carolina.  Thus,  this  very  valuable  metal  is 
found  in  the  United  States  in  quantities  only 
limited  by  the  power  of  the  miners. 

3.  Of  Gold. — This  precious  metal  has  been 
a  great  theme  of  surprise,  admiration,  and 
adventures  of  American  Miners  since  the 
American  Conquest  of  California,  fourteen 
years  ago.  The  surprise  and  the  discoveries 
still  go  on,  and  are  increasing — for  it  would 
seem  that  the  whole  Rocky  Mountain  Range, 
and,  indeed,  the  entire  Pacific  slope  is  one 
grand  depository  of  Gold.     Since  1850,  about 
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jive  hundred  millions  of  dollars  have  been 
produced  from  California  alone  I  It  is  only  a 
year  since  the  world  was  startled,  with  the 
discoveries  of  gold  in  the  Pike's  Peak  region. 
These  mines  have  produced  enough  to  show, 
they  will  be  very  valuable;  but  are  not  yet 
fully  opened.  Of  this,  we  find  the  following 
from  a  Miner : 

A  patient  and  careful  investigation  of 
Pike's  Peak  gold  mining  has  convinced  me 
that  the  dust  abounds  in  exhaustless  quanti- 
ties in  the  quartz  rock,  and  comparatively 
little  is  to  be  found  in  gulch  or  dirt  diggings. 
The  long  torn,  pan  or  rocker  will  find  but  lit- 
tle to  do,  until  the  quartz  crusher,  driven  by 
water  power,  first  provides  them  work. 

Now  this  is  true  of  the  quartz  rock,  in 
which  immense  quantities  of  gold  are  depo- 
sited; but,  it  will  probably  prove  incorrect  of 
the  great  digging  on  the  west  side  of  the 
ridge;  for,  there  the  shorter  slope  and  heavier 
rains  will  probably  result  in  the  best  of  gulch 
deposits. 

4.  Op  Silver. — Our  readers  are  well  aware 
of  the  operations  of  the  Sonora  Exploring 
and  Mining,  and  the  Santa  Rita  Mining  Com- 
panies; but,  these  are  not  the  only  ones. 
There  are  now  several  other  mining  compa- 
nies in  that  direction,  and  enough  is  known 
to  prove  that  it  must  be  a  mining  country, 
very  productive  in  silver  ore.  We  have  our- 
selves seen  several  planchas  of  pure  silver  from 
these  mines,  and  there  can  be  no  doubt  that 
properly  worked,  they  will  be  very  produc- 
tive. 

The  following  paragraph  is  from  Mr.  Wm. 
Wrightson's  account  of  the  Bustillo  mine: 

The  vein  yields  sulphuret  of  lead  and  silver, 
mixed  with  some  zinc  and  carbonate  of  cop- 
per, embedded  in  quartz.  At  the  upper  shaft 
it  varies  from  10  to  12  inches  in  width,  and  is 
increasing.  The  assay  of  some  specimens  of 
the  ore  at  this  depth,  sent  to  Mr.  Brunckow, 
was  385  oz.  to  the  ton,  $492.  A  shaft  was 
also  opened  in  this  vein  at  the  foot  of  the 
mountain.  The  vein  here  been  widened  to 
five  feet  with  regular  wall  rocks  lined  with  the 
javoncilla  of  the  Mexicans,  or  clay  slip  of  the 
miners.  It  retains  its  quartzose  character, 
and  is  tinged  with  the  salts  of  copper  and 
iron.  The  metal  has  been  found  in  small 
pockets.  It  is  chiefly  sulphuret  of  lead  and 
silver,  and  yielded  on  assay  by  Mr.  Kustel, 
426  oz.,  $545  per  ton.  This  shaft  is  at  a 
depth  of  40  feet. 

With  a  richness  like  this^ — say  $400  to  a 
Ion  of  ore — this  mine  will  prove  very  profita- 
ble. At  any  rate,  it  is  proved  beyond  a  doubt, 
that  there  is,  abundance  of  silver  ore  in  that 
country. 

Much  may  be  added  to  the  above  enumera- 
tion of  our  Mining  resources,  especially  in 
Iron,  Zinc,  and  other  metals;  but  we  have  re- 
cited enough  to  prove,  that  our  country  must 
soon  assume  the  position  of  the  greatest  Min- 
ing country  on  earth. 


BS^-An  injunction  has  been  servsd  on  the 
Milwaukee  and  Mississippi  R.  R.  Co.  to  pre- 
vent tranfer  of  that  concern  to  the  trustees  of 


THE  MOSELEY  TUBULAR  AQUE- 
DUCTS AND  BRIDGES- 

Our  readers  will  remember  our  mention,  a 
few  months  ago,  of  the  erection  of  an  experi- 
mental aqueduct  on  the  plan  of  the  Moseley 
Tubular  Wrought  Iron  Bridges,  and  the  tests 
to  which  it  was  subjected  by  the  Moseley 
Bridge  Co.  So  satisfactory  were  the  results, 
that  a  party  wishing  a  bridge  of  the  exact 
span  of  the  experimental  structure  purchased 
it  at  sight,  and  refused  to  allow  the  Company 
to  complete  the  tests  of  strength  which  they 
had  begun  on  so  magnificent  a  scale.  We  re- 
gretted this  more  because  it  would  have  af- 
forded an  undeniable  evidence  of  the  correct- 
ness of  our  predictions  as  to  the  performance 
of  these  structures,  than  that  we  had  any 
doubts  of  their  great  strength.  The  bridge 
had,  however,  been  subjected  to  such  trials  as 
to  prove  beyond  a  question  that  it  combined 
greater  strength  with  less  material  and  cost 
for  labor  and  abutments  than  any  other  now 
extant.  Through  the  intelligence  and  public 
spirit  of  Major  Backus  and  Genl.  Dodge, 
Canal  Commissioner  and  Engineer  of  the  Ohio 
Public  Works,  we  are  now  enabled  to  record 
the  successful  erection  of  a  Moseley  Iron 
Aqueduct  and  its  application  to  practical 
daily  use  on  the  Ohio  Canals.  The  stone 
aqueduct  over  Furnace  Run,  eleven  miles 
north  of  the  town  of  Akron,  in  Summit  Co., 
having  been  washed  away,  and  it  being  desir- 
able to  erect  another  structure  of  an  equally 
substantial  character,  but  possessing  greater 
advantages  in  respect  to  water  room  below, 
these  gentlemen  invited  proposals  from  the 
Moseley  Bridge  Company,  and  we  can  testify 
from  an  examination  of  the  work,  which  we 
deemed  of  sufficient  importance  to  justify  a 
personal  visit,  that  they  have  succeeded  in 
obtaining  as  simple,  perfect,  and  strong  an 
Aqueduct  as  there  exists  in  this  or  any  other 
State.  We  found  on  measurement  that  the 
extreme  span  of  the  structure  was  47  feet,  the 
length  of  trunk  supported  by  it  39J  feet,  the 
width  of  the  water  way  21  feet,  and  its  depth 
4  feet,  giving  it  a  capacity  of  3318  cubic  feet 
of  water,  which,  at  62  J  lbs.  to  the  foot,  makes 
a  permanent  burden  of  over  103  tons  weight 
of  water.  Adding  to  this  the  weight  of  timbers, 
32  tons,  and  we  have  an  aggregate  permanent 
load  of  over  135  tons. 

The  arches  to  support  this  weight  are  made 
of  the  best  quality  of  plate  iron,  three-eighths 
of  an  inch  thick,  disposed  in  an  isosceles  tri- 
angular tube — having  an  elevation  of  14  inch- 
es. The  theoretical  strength  of  the  structure 
is  600  tons,  and  the  experiments  of  the  Bridge 
Company  shows  that  it  would  be  perfectly 
safe  to  load  it  to  the  extent  of  420  tons.  Thus 
it  will  be  seen  that  its  actual  strength  is  about 
four  times  its  permanent  load,  and  its  practi- 
cal strength  nearly  three  times  that  much. 
The  stirrups  and  suspension  rods  are  made  of 
J-ineh  round  iron,  and  number  one  to  every 


18  inches  of  chord.      The  chord  is  composed 
of  3  bars,  4  inches  by  |ths. 

The  feet  of  the  arches  rest  upon  stone  pil- 
lars 4  feet  square,  and  fully  2  feet  above  the 
water  level  Depending  from  the  chord  are 
|th  rods,  about  8  feet  in  length,  supporting 
the  floor  beams  of  the  trunk.  The  arches  are 
held  in  position  laterally  by  three  sets  of  wrought 
iron  truss  beams  over  head,  which  effectually 
prevent  any  deflection  in  a  lateral  direction. 
The  water  was  let  in  on  the  27th  of  April,  and 
such  is  the  character  of  the  structure  that  up 
to  this  time  there  has  been  no  perceptible  ver- 
tical deflection. 

We  have  been  thus  particular  in  describing 
this  Aqueduct,  because  we  believe  the  Moseley 
Bridge  to  be  one  of  the  real  improvements 
made  in  structures  of  this  character.  And 
we  are  pleased  to  see  an  adaptation  of  the 
best  material  which  the  engineer  now  has  at 
his  disposal,  arranged  in  its  best  and  most 
economical  form,  to  the  actual  wants  of  our 
most  important  public  works.  The  wooden 
structures  which  have  been  so  common  on 
our  Canals  lack  both  strength  and  durability, 
and  cost  for  continual  repairs  almost  the 
price  of  a  new  Aqueduct  every  four  years. 

While  stone  structures  as  in  the  present  in- 
stance, from  the  massive  character  of  the  un- 
derworks necessary  to  support  it,  interfere  so 
seriously  with  the  current  below,  as  to  endan- 
ger their  stability.  In  the  iron  aqueduct  now 
under  consideration,  we  have  both  these  diffi- 
culties obviated,  and  a  permanent  structure, 
needing  little  repairs,  and  furnishing  ample 
water-way  below  afforded  at  a  trifling  advance 
over  the  cost  of  a  wooden  aqueduct.  From 
its  peculiar  construction  also,  should  it  be  de- 
sirable from  any  cause  whatever,  to  renew  any 
of  the  timbers  in  the  trunk,  it  can  be  done  at 
pleasure  without  displacing  the  water  or  delay- 
ing the  traffic.  And  the  whole  trunk  may 
be  raised  or  lowered  with  a  very  small  force: 
and  in  a  very  short  time.  Another  feature  of 
great  importance  to  the  engineer  in  the  erec- 
tion of  an  aqueduct,  is  the  character  of  the 
masonry  needed  to  support  these  structures, 
as  compared  with  that  needed  for  almost  any 
other.  The  thrust  of  the  arch  is  all  sustained 
by  the  chord  bars,  so  that  the  abutments  have 
to  sustain  nothing  but  the  actual  weight  of  the 
superstructure.  This  feature  gives  it  an  im- 
mense advantage  over  the  stone  aqueduct,  as 
far  as  cost  of  under  supports  is  concerned, 
while  as  far  as  regards  time  and  labor  of  erec- 
tion, one  of  these  structures  can  be  erected 
complete  in  less  time  and  with  very  little  more 
expense,  than  is  required  in  the  preparation  of 
the  wooden  center  needed  for  the  stone  aque- 
duct. And  such  is  the  accuracy  of  adjustment 
afforded  that  the  joint,  between  the  permanent 
bed  of  the  canal  and  the  aqueduct,  is  almost 
absolutely  perfect. 

The  bridge  we  have  just  visited  reflects  great 
credit  upon  Mr.  Douglas,  the  snperintendant  in 
charge  of  its  erection,  for  the  thorough  and  sub- 
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stantial  manner  in  which  he  has  completed  not 
only  the  aqueduct  itself,  but  the  masonry,  sup- 
ports and  approaches.  We  regard  the  com 
pletion  of  this  work,  as  an  important  event  in 
the  civil  engineering  of  such  improvements, 
and  trust  we  shall  soon  see  numbers  of  these 
valuable  structures  taking  the  places  of  the 
present  defective  ones  of  other  construction, 
which  are  such  constant  sources  of  annoyance 
both  to  the  engineers  iu  charge,  and  to  those 
whose  business  leads  them  to  traffic  over  them. 


MOBILE  AND  OHIO  RAILROAD  CO- 

At  the  close  of  1858,  the  road  was  comple- 
ted from  Mobile  north  as  far  as  West  Point 
— 232  miles — and  from  Columbus,  Kentucky, 
south  to  Jackson,  Tennessee — 87  miles.  Dur- 
ing the  past  year,  the  track  has  been  laid  on 
the  Columbus,  Mississippi,  Branch  131  miles; 
on  the  main  trunk  line,  from  West  Point,  north 
to  Okalona,  29  miles;  and  from  Jackson,  Ten- 
nessee, south  2  miles ;  making  and  increase 
of  completed  track  in  running  order  of  44J 
miles — and  14  miles  of  small  iron  laid  in  main 
track  has  been  taken  up  and  replaced  with 
heavy  rails.  Track  in  running  order,  includ- 
ing Columbus  Branch,  at  the  close  of  1859, 
363$  miles. 

Owing  to  the  delays,  necessary  and  unavoid- 
able, in  raising  the  requisite  means  to  pay 
duties  and  provide  for  finishing  the  local  work, 
we  were  unable  to  commence  laying  down  the 
rails  purchased  of  Mr.  Crawshay  until  29th 
June  last.  This  year  we  open  with  far  better 
prospects  of  rapid  progress. 

Of  the  17,200  tons  of  rails  purchased  of  Mr. 
drawshay  9,900  tons  with  a  corresponding 
amount  of  fishing  bars,  bolts  and  nuts,  (pur- 
chased of  the  Ebbwvale  Company,)  have  been 
received  at  Mobile,  and  4,708  tons  laid  in  track. 
And  3,160  tons,  with  the  corresponding  fishing 
•bars,  bolts  and  nuts,  have  been  landed  at  New 
Orleans,  and  all,  except  one  cargo,  forwarded  to 
the  north  end  of  the  road.  The  remainder,  if 
not  already  gone  will  go  up  in  a  few  days. 

This  leaves  4,140  tons  of  the  Crawshay  pur- 
chase yet  to  be  received. 

To  supply  the  place  of  light  rails  taken  up, 
and  to  complete  the  great  length  of  sidings 
rendered  necessary  by  our  immense  present 
and  prospective  business,  an  additional  pur- 
chase of  two  thousand  tons  has  been  made. 

This,  with  the  remainder  of  the  former  pur- 
chase, has  been  ordered  forward  as  follows : 
To  New  Orleans,  to  be  sent  to  the  north  end 
of  the  road,  2,600  tons  ;  and  to  Mobile,  3,500 
Ions — the  necessary  fastenings  to  accompany 
each  shipment. 

Wc  have  met  our  contracts  for  the  purchase 
of  rails  and  fastenings  punctually,  and  in  some 
instances  Lave  been  in  advance  of  our  engage- 
ments. 

Our  debt  to  the  State  of  Alabama,  referred 
to  in  in  our  last  report,  has,  by  authority  of 
the  Legislature,  been  so  arranged  that,  instead 


of  being  payable  by  installments,  the  entire 
amount  falls  due  on  the  1st  of  December, 
1862 — interest  to  be  paid  annually.  The 
Governor  of  Alabama  and  the  Legislature 
have  our  thanks  for  the  confidence  manifested 
in  the  success  of  our  enterprise. 

Our  liability  to  Mr.  Soutter,  of  New  York, 
also  referred  to  in  our  last  report,  has  been 
been  paid  of  in  full  and  our  bonds  returned 
to  us. 

On  the  31st  of  December,  1858,  we  had  on 
hand  1,713  of  our  sterling  mortgage  bonds, 
which  were  set  apart  and  pledged  by  order  of 
the  Board  to  the  completion  of  the  road. 
Since  theji  we  have  received  back,  from  vari- 
ous sources,  318,  making  2,031  bonds,  of  which 
the  following  has  been  negotiated : 

Paid  for  cars,  &c '<">  Bonds. 

Paid  on  Iron  Contract 363    " 

Paid  on  Construction  Account 50     " 

Sold  to  subscribers 343     '* 

Canceled  1859  (previously  00) 83    " 

874 
Leaving  unsold,  (J  1,157,000) 1,157—" — 2,031 

Since  the  last  report,  the  Governor  of  Ten- 
nessee has  issued  to  us  $100,000  of  Tennessee 
bonds,  all  of  which,  except  $9,000,  paid  on 
contracts  in  Tennessee,  are  unsold — waiting 
for  an  advance  in  price.  We  are  entitled  to  a 
further  issue  of  $415,000  of  Tennessee  bonds 
as  soon  as  the  local  work  is  completed,  which 
will  be  in  a  few  months. 

These  mortgage  bonds  and  Tennessee  bonds 
and  the  surplus  earnings  of  the  road,  after 
paying  our  interest  account,  are  all  set  apart 
for  the  payment  of  the  balance  of  debts  con- 
tracted in  the  purchase  of  rails  and  fastenings, 
and  for  the  completion  and  epuipment  of  the 
entire  road.  They  are  deemed  amply  suffici- 
ent for  these  purposes. 

The  earnings  of  the  Road  for  the  past  year 
are  as  follows : 

Earnings  of  South  Division 8973,965  99 

it        ii  Novth  Division 146,622  52 

Total  earniu  gs $1 ,  120,588  51 

Expenses — South  Division 3401,731  96 

"  Worth  Division 67,246  19 

Total  expenses $468,978  15 

Net  earnings 3651,610  36 

Of  which  there  has  been  paid  for  interest — 

On  South  Division 3300,217  62 

On  North  Division 54,2411  00 

Total  interest  account 3354,457  02 

Balance  applicable  to  construction  and  rolling 

stock $297,152  74 

The  net  earnings  of  the  Southern  Division, 
after  paying  all  expenses,  is  ten  per  cent,  on 
the  entire  cost  of  this  part  of  the  road,  includ- 
ing machine  shops,  rolling  stock,  and  every 
thing  pertaining  to  it.  And  taking  the  South- 
ern and  Northern  Divisions  together,  and  esti- 
mating their  entire  cost,  the  net  income  is  nine 
per  cent,  on  the  whole  amount. 

The  facts  more  than  sustain  the  estimates 
heretofore  made  of  the  probable  earnings  of 
|the  road  while  in  progress,  and  justify  the  ex- 
pectation that  on  it;i  final  completion  its  in- 
come will  exceed  the  estimates  of  its  most 
sanguine  friends. 

We  have  made  contracts  and  taken  bonds 
from  parties  of  the  highest  responsibilty  for 
the  completion  of  the  unfinished  portions  of 
the  road  through  Mississippi  and  Tennessee, 
with  the  exception  of  fifteen  miles  in  Tennes- 


see; and  for  this  a  contract  has  been  agreed 
upon,  to  be  closed  by  bond  at  an  early  day. 
By  these  contracts  the  entire  road  is  to  bo 
completed  and  the  cars  run  from  Mobile  to 
Columbus,  Kentucky,  by  the  close  of  the  pres- 
ent year. 

In  anticipation  of  this  event,  contracts  have 
been  made  for  thirty  additional  locomotives, 
and  the  trucks  and  iron  work  for  three  hun- 
dred and  fifty  additional  freight  cars.. 

By  reference  to  the  tables  appended,  it  will 
be  seen  our  funded  debt  is  $4,365,800  00.  Our 
floating  debt  is  stated  at  $873,749  11;  but  this 
includes  $273,100  27,  created  in  carrying  out 
our  contracts  for  rails,  fastenings,  &c, — which 
will  be  provided  for  by  the  fund  set  apart  for 
the  completion  of  the  road.  This  leaves  of 
floating  debt  $600,648  84.  For  the  settle- 
ment of  this,  the  Directory  has  authorized  the 
issue  of  the  8  per  cent,  income  bonds  at  ten 
years  time  ;  and  to  put  their  safety  beyond 
doubt  have  made  a  mortgage  on  the  road  and 
surplus  income  for  their  security.  By  this 
means  we  are  taking  up  the  floating  debt,  and 
hope  soon  to  have  it  all  adjusted. 

Our  sterling  mortgage  bonds  contain  the  fol- 
lowing important  provision  :  "  Each  Bond 
may  be  used  in  the  purchase  of  any  of  thecom- 
pang's  lands,  designated  for  sale,  and  at  the 
selling  price." 

Under  this  provision  we  propose,  as  early  as 
an  order  from  the  Trustees  can  be  obtained,  to 
pnt  a  portion,  if  not  all,  of  our  lands  in  market, 
allowing  purchasers  to  pay  iu  these  bonds  at 
par.  This  will  expedite  the  sale  of  lands  and 
enhance  the  convertible  value  of  the  bonds  by 
increasing  the  demand  for  them.  Thesebonds, 
as  fast  as  received,  will  be  "canceled,"  thereby 
reducing  the  amount  in  circulation  and  estab- 
lishing a  most  effectual  sinking  fund  in  the 
continual  absorption  of  our  funded  debt. 

It  is  not  proposed  to  press  these  sales  faster 
than  the  demand  of  purchasers  for  settlement 
and  cultivation  may  require;  but  the  opening 
the  road  making  these  lands  more  valuable  and 
desirable,  and  facilities  afforded  purchasers  in 
allowing  payments  made  in  bonds  instead  of 
cash,  will  stimulate  this  demand  and  greatly 
increase  our  sales  at  fair  prices. 

We  have  over  eleven  hundred  thousand 
acres  of  land  yet  to  be  sold.  Our  sales,  up  to 
the  close  of  1858,  averaged  five  dollars  per 
acre.  During  the  pastyear,  (1859,)  they  have 
averaged  six  dollars  and  thirty-five  cents  per 
acre. 

From  this  it  will  be  seen  that  the  proceeds 
of  these  lands,  like  the  earnings  of  the  road, 
will  probably  exceed  the  original  estimates  of 
their  value.  The  policy  here  suggested  of  sel- 
ling them,  and  receiving  bonds  in  payment, 
will  work  an  equal  benefit  to  the  company  and. 
the  bond-holders.  It  will  increase  tb,e  sales, 
— will  absorb  our  funded  debt  to  the  extent  of 
these  sales — and  will  reduce  our  interest  ac- 
count; while  the  bondholders  will  enjoy  the 
benefit  of  the  enhanced  value  of  their  bonds, 
incident  to  this  new  demand  and  its  conse- 
quent reduction  of  the  amount  in  circula- 
tion. 

The  "Paducah  Branch"  of  our  road  is  in 
healthy  condition  and  pressing  forward  to  an 
early  completion.  When  finished,  it  will  be 
sixty-five  miles  in  length,  running  from  the- 
city  of  Paducah,  in  Kentucky  to  an  intersec- 
tion with  our  main  trunk  line  in  Obion  county, 
Tennessee.  Thirty-two  miles  from  Paducah, 
south,  are  completed,  and  the  able  and  effici- 
ent President,  Judge  Campbell,  informs  us 
the  track  will  soon  be  laid  to  the  Tennessee 
lino.  This  renders  it  important  that  this  com- 
pany should  take  immediate  steps  to  put  the 
thirteen  miles,  lying  in   Tennessee,  in  opera- 
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tion.  The  importance  of  this  road,  as  a  part 
of  our  great  enterprise,  can  hardly  be  over- 
estimated. 

MILTON  BROWN,  President. 


THE    PAN-HANDLE    BOAD    TO    BE 
COMPLETED. 

THE    RIVER  TO  BE   BRIDGED  AT   STEUBENVILLE. 

We  were  privately  informed,  a  day  or  two 
a°'o,  by  authority  entitled  to  confidence,  that 
arrangements  were  in  progress  which  would 
ultimately  insure  the  construction  of  the  "Pan- 
Handle  Road,"  and  the  erection  of  the  bridge 
over  the  Ohio  at  Steubenville.  A  correspond- 
ent of  the  Herald,  from  Richmond,  however, 
gives  more  detailed  information  in  regard  to 
the  project,  and  the  route,  than  has  yet  been 
given  to  the  public.     We  quote  as  follows : 

A  new  route  between  New  York  and  the 
West  will  soon  be  completed,  which  will  mate- 
rially facilitate  transportation  and  travel  to 
and  from  New  York  and  the  West.  The  Leg- 
islature of  Virginia,  at  its  late  session,  granted 
a  charter  to  the  "Pan-Handle  Railroad,"  with 
the  right  to  bridge  the  Ohio  at  Steubenville. 

For  ten  years  this  charter  has  been  sought 
for  in  vain,  Wheeling  having  arrayed  herself 
against  it  in  consequence  of  the  injury  which 
it  threatened  to  her  trade.  The  grant  of  this 
charter  is  esteemed  a  matter  of  serious  im- 
portance to  New  York.  It  insures  the  prompt 
completion  of  the  line  of  forty-three  miles  be- 
tween Pittsburg,  Penn.,  and  Steubenville,  Ohio, 
seven  miles  of  which  lies  in  the  well  known 
"Pan-Handle"  of  Virginia.  The  Mononga- 
hela  River  will  be  bridged  at  Pittsburg,  and, 
as  alreaey  stated,  the  Ohio  River  at  Steuben- 
ville. When  this  link  is  complete,  there  will 
exist  between  New  York,  and  the  West,  and 
the  South-west,  the  shortest  and  most  unbroken 
line  that  can  be  constructed.  It  will  run  thus: 
Prom  New  York,  via  the  New  Jersey  Central, 
to  Easton;  thence  to  Harrisburg;  thence,  by 
the  Pennsylvania  Central,  the  Pan-Handle,  the 
Pittsburg,  and  Columbus  and  Cincinnati  Line, 
to  all  important  Western  and  South-Western 
points. 

Arrangements  are  already  completed  by 
which  passengers  and  freight  pass  by  this  line 
from  New  York  to  Columbus,  Cincinnati,  and 
Indianapolis,  with  but  one  change ;  and  also 
to  Louisville,  St.  Louis  and  Cairo  with  but  two 
changes  of  cars.  These  changes  simply  take 
place  from  car  to  car,  without  any  intermedi- 
ate omnibilssing  or  draying. 

Th<)  following  is  a  scale  of  the  relative  dis- 
tances from  New  York  to  these  several  points 
by  the  leading  lines  : 

DISTANCES   FROM    NEW   YORK   TO 

o      o      "        SS        f        Q 
°       5'       o.        ■  °         * 

I    5-   i-    r    I    -3 


Via  Albany,  Buffalo  »Dd 

Cleveland 760    850    91)6     1,166     1,013     1,927 

Via  Dunkirk  and  Cleve- 
land  743    863    889    1,149       997    1,210 

Via  Easton,  Harrisburg, 
Pittsburg  &  Steuben- 
ville  523    743    804     1,061        912    1,135 

Distance  saved  by  the 
Easton,  Pittsburg  and 
Steubenville  route  : 

Over  Albany  Line 137     137    102        102        102        102 

Over  Dunkirk  Line 120     129      85  85         85         85 

The  right  of  way  thus  granted  for  a  railroad 


across  the  Pan-Handle  will  occasion  a  diverg- 
ence of  a  large  portion  of  the  trade  and  travel 
hitherto  destined  for  Baltimore  by  the  Balti- 
more and  Ohio  Railroad.  Short  as  this  line 
across  the  Pan-Handle  is — only  seven  miles — 
it  is  estimated  that  it  will  carry  millions  of 
dollars  worth  of  trade  and  travel  to  New  York 
annually  that  hitherto  found  its  way  to  Balti- 
more. 


WISCONSIN  RAILROADS. 

The  Wisconsin  papers  publish  the  follow- 
ing synopsis  of  a  recent  act  of  the  Legislature! 
authorizing  the  cities,  towns,  and  counties  of 
the  State,  which  have  subscribed  to  railroads, 
to  apply  for  a  receiver  in  case  of  default.  The 
provisions  are  as  follows  : 

Section  1.  Provides  that  in  case  of  such 
default,  heretofore  or  hereafter  made,  tweuty 
days  having  elapsed  after  default,  and  three 
days  after  demand  made  of  the  officer  in  charge 
of  the  corporation  at  its  place  of  business,  the 
city  or  town,  etc.,  may  apply  by  petition  to  the 
Circuit  Court  for  the  appointment  of  a  re- 
ceiver. 

Sec.  2.  Directs  that  the  petition  shall  set 
forth  the  default,  etc.,  etc. 

Sec.  3.  Makes  the  petitioner  plaintiff  for 
the  benefit  of  all  holders  of  bonds  or  securi- 
ties. 

Sec.  4.  Requires  the  railroad  corporation 
to  answer  within  twenty  days  after  service  of 
a  copy  of  the  petition  upon  the  officer  in 
charge.  The  answer  to  be  under  oath.  If 
no  answer  the  petition  to  be  taken  as  con- 
fessed. 

Sec.  5.  Allows  the  petitioner  to  reply  or 
demur  to  the  answer  within  ten  days. 

Sec.  6.  Provides  that  if  no  good  defense 
is  set  up  by  the  railroad,  the  Court  shall  ren- 
der judgment  according  to  the  prayer  of  the 
city  debt  and  prior  mortgage  debt. 

Sec.  1.  The  issues  are  to  be  tried  as  in 
other  civil  cases. 

Sec.  8.  Makes  the  judgment  a  lien  to  be 
enforced  like  other  judgments,  except  as  other- 
wise hereinafter  provided. 

Sec.  9.  Allows  the  petitioner  at  any  time 
after  filing  the  petition,  upon  five  days'  no- 
tice, to  apply  to  the  Court  or  Judge  for  a 
Receiver,  and  if  the  Court  or  Judge  is  satis- 
fied of  the  truth  of  the  petition  respecting  the 
alledged  neglect  to  pay  the  interest  as  afore- 
said, the  receiver  is  forthwith  appointed,  and 
is  to  give  bonds  to  be  fixed  by  the  Court. 

Sec.  10.'  Authorizes  the  receiver  so  ap- 
pointed to  take  possession  of,  and  operate  the 
road,  paying  the  net  proceeds  into  Court. 

Sec.  11.  Makes  the  money  paid  into  Court 
a  fund  to  be  distributed  among  bondholders 
pro  rata,  according  to  priority,  upon  order 
and  notice,  to  be  published  in  two  papers,  one 
at  Madison,  and  one  in  the  county  where  the 
Court  is  held  ;  the  notice  to  be  published  six 
weeks,  and  to  fix  a  day,  not  less  than  three 
months  after  the  date  of  the  order,  for  distri- 
bution. In  the  meantime  bondholders  to  ap- 
ply by  petition  for  their  shares  in  the  distribu- 
tion. Subsequent  distributions  to  be  made 
upon  notice. 

Sec.  12.  Gives  the  receiver  all  the  powers 
of  receivers  in  other  cases. 

Sec.  13.  Allows  exeoution  to  be  issued  only 
on  notice. 

Sec.  14.     Provides  that  the  receiver  shall 
operate  the  road  till  the  whole  judgment  shall 
be  paid. 
'      Sec.  15  and  16.     Express  the  intention  of 


the  Act,  and  repeal  former  laws  inconsistent 
with  this. 

Sec.  17.  Provides  that  upon  satisfactory 
security  being  given  for  the  payment  of  the 
interest,  the  order  appointing  a  receiver  shall 
be  vacated. 

Sec.  18.  Provides  that  this  act  shall  not 
impair  existing  remedies  under  mortgage, 
etc. 

Sec.  19.  The  Act  takes  effect  from  ita 
passage. 

It  was  approved  April  2,  and  published  April 
3d,  in  the  Madison  Patriot  of  that  date. 

The  judgment  mentioned,  it  should  be  no- 
ticed, is  to  be  for  the  city  claim  and  all  prior 
mortgage  debts. 


North-western  Railway  Traffic.  —  The 
following  shows  something  of  the  healthy  in- 
crease of  business  in  the  North-west : 

April,  I860.     April,  1859. 

Illinois  Central $192,282  8155,571 

Galena 94.014  88.708 

Burlington J78.4G5  129.9*1 

Kock  Island 85,848  68.224 

Michigan  Central 156,741  143,143 

Michigan  Southern 174.283  244.512 

Toledo 75.539  62,05U 

Total  on  seven  lines $960,172         S794.939 

Average  increase 22  per  cent. 

The  ratio  of  increase  over  last  Spring  will, 
from  the  earliest  indications  in  May,  reach  30 
per  cent,  on  the  returns  of  the  present  month. 
The  probabilities  are  in  favor  of  §50,000  on 
the  Michigan  Southern ;  quite  as  much  if  not 
more,  on  the  Burlington  and  Quincy,  and 
§30,000  «n  the  Rock  Island,  with  nearly  cor- 
responding figures  from  the  other  lines.  The 
source  of  this  improved  traffic  may  be  traced, 
in  part,  to  the  enlarged  movement  of  Grain 
into  Chicago.  A  dispatch  from  the  Rock  Is- 
land Superintendent,  received  on  Saturday, 
reports  fifty-one  thousand  bushels  over  the 
line  in  two  days.  The  total  weekly  receipts 
of  wheat  and  Corn  into  Chicago  are  three-told 
greater  than  this  time  last  Spring.  —  Com- 
mercial. 


RAILROAD  FROM  WILMINGTON  TO 
COATESVILLE.  ;^^ 

This  newly  projected  road  largely  interests 
Chester  County,  and  as  there  is  now  a  prospect 
that  it  will  be  bnilt,  we  have  taken  some  trou- 
ble to  ascertain  the  proposed  routes  and  the 
advantages  claimed  by  those  interested  in  its 
construction.  At  present  two  principal  routes 
are  spoken  of,  one  to  commence  on  the  north- 
east side  of  the  city  of  Wilmington,  passing 
up  the  Urandywine  to  Rattle  Snake  Run, 
thence  crossing  the  country  to  Red  Clay  Creek, 
up  Red  Clay  Creek,  crossing  the  Baltimore 
Central  Railroad  at  Kennett  Square,  and  so 
on  to  Doe  Run  and  Coatesville.  The  other 
plan  is  to  start  on  the  western  side  of  Wil- 
mington at  Richardson's  Creek  passing  np 
and  crossing  Red  Clay  Creek  near  Marshall's 
Rolling  Mill,  thence  by  Milhown,  to  Mill 
Creek,  through  Hockesson  Valley,  and  on  to 
the  source  of  Mill  Creek  in  New  Garden  town- 
ship, crossing  the  Baltimore  Central  Railroad 
at  or  near  Avondale,  and  thence  up  White 
Clay  Creek  to  Coatesville.  A  committee  has 
been  appointed  and  an  engineer  employed  to 
examine  these,  and  any  other  routes  that  may 
be  proposed,  aud  to  report  which  is  the  most 
feasible.  This  committee,  with  the  engineer, 
have  been  attending  to  their  duties  during  the 
past  week,  and  will  be  ready  to  report  at  aa 
early  day. 

That  this  road  will  be  ofytrea  importance 
to  Wilmington  is  certain,  and  we  have  no 
doubt  it  will  equally  benefi    Uio  section    of 
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country  through  which  it  is  designed  to  psss. 
A  number  of  manufactories,  mills,  lime  kilns, 
etc.,  some  of  them  doing  an  immense  business, 
would  find  an  outlet  by  this  road,  and  the  bu- 
siness upon  it  would  necessarily  be  very  large. 
The  Pennsylvania  Railroad  Company  now 
reach  tide  water,  for  shipping  coal,  via.  Leba- 
non Valley  and  Reading  Railroads,  shipping 
their  coal  at  Port  Richmond.  If  their  object 
were  to  reach  tide  water  by  the  shortest  route 
after  leaving  their  own  road,  they  could  run 
to  Coatesville,  seventy  miles  further  on  their 
own  road,  and  then  by  this  new  road,  reach 
the  Delaware  at  Wilmington,  which  would 
furnish  equal  facilities  for  shipping  coal  on 
Vessels  for  other  ports.  In  every  aspect  of 
the  case,  the  prospect  of  the  road  looks  pro- 
mising, and  we  have  little  doubt  of  its  being 
speedily  pushed  through.  —  West  Chester 
Times. 


THE  GRAND  TRUNK  AND  ENGLISH 
CAPITALISTS. 

In  a  late  number  of  Herepath's  Journal,  an 
attempt  is  made  to  show  that  Canada  has 
done  less  for  the  construction  and  mainten- 
ance of  the  Grand  Trunk  Railway  than  she 
ought  to  have  done.     The  Journal  says: 

"So  much  has  been  vaunted  by  Canadians 
of  the  provincial  aid  granted  to  the  Grand 
Trunk,  that  it  will  not  be  considered  out  of 
place  or  invidious,  if  we  remind  them,  that  in- 
stead of  granting  £3,500  per  mile  for  twenty- 
one  years,  India,  Australia,  the  Cape  of  Good 
Hope  guarantee  interest  varying  from  5  to  6 
per  cent,  on  the  whole  cost  of  construction. 
Other  countries  are  following  the  same  exam- 
ple. In  speaking,  therefore,  of  the  £3,111,- 
500  subscribed  by  the  Canadian  province, 
for  which  the  Government  receive  deferred 
shares,  Canada  really  has  done  very  little  tow- 
ards encouraging  British  capital  to  flow  into 
the  country,  especially  when  it  is  remembered 
that  out  of  this  subscription  £262,000  has 
been  diverted  to  aid  some  local  municipal 
lines,  £149,376  paid  in  interest,  and  upwards 
of  one  million  expended  in  constructing  the 
1 18 J  miles  from  Quebec  to  Reviere  de  Loup, 
which  was  a  link  tacked  on  to  the  Grand 
Trunk  to  connect  the  Grand  Trunk  with  the 
supposed  guaranteed  inter-colonial  line  to  be 
made  from  Halifax  to  St.  John's,  so  that  in 
reality  the  aid  has  been  reduced  to  the  small 
sum  of  £1,700,125,  and  if  we  consider  that  all 
this  time  the  Grand  Trunk  has  been  carrying 
the  mails  at  six  pence  per  mile,  instead  of  4s. 
6d.  per  mile,  Canada  has  actually  had  more 
than  value  received." 

There  is  little  doubt  that  a  boon  is  confer- 
red upon  this  country  by  the  mail  arrangement 
in  question;  but  is  not  our  English  cotem- 
porary  aware  that  Great  Britain  is  also  bene- 
fited by  it,  inasmuch  as  it  costs  less  to  trans- 
mit the  mails  to  and  from  Great  Britain  ?  It 
is  rather  too  much  that  Canada  should  be 
taunted  with  doing  too  little  for  the  encour- 
agement of  the  Grand  Trunk,  after  assuming 
a  liability  of  $16,000,000  on  its  account.  But, 
then,  what  else  have  we  to  expect  from  such 
a  heartless  set  of  speculators  as  the  gentle- 
men who  control  the  Railway  organs  of  Eng- 
land ?  How  absurd  to  tell  us  that  we  have 
got  tacked  on  to  the  Grand  Trunk  a  link  to 
connect  with  the  proposed  inter-colonial  line 
from  Quebec  to  Halifax.  Our  cotemporary 
seems  not  to  be  aware  that  the  original  pro- 
ject was  to  run  the  line  from  Halifax  to  Que- 
bec, and  thence  westward  to  the  extremity  of 
the  province.  The  acquisition  of  a  useless 
portion  of  the  line  can  be  of  little  value  to  us; 
besides,   the    Imperial   Government   held  out 


such  inducements  as  to  lead  us  to  believe 
that  a  guarantee  for  the  inter-colonial  line 
would  be  forthcoming. 

The  object  of  Herepath  in  thus  taunting 
us  about  what  we  should  have  done  to  en- 
courage the  Grand  Trunk,  is  evidently  to  blind 
people  to  the  real  facts,  for  we  have  it  on 
good  authority  that  there  some  intention  of 
asking  Canada  to  do  more  than  she  has  al- 
ready done.  Private  information  from  Eng- 
land leads  us  to  believe  that  the  attempt  to 
raise  the  million  and  a  half  asked  for  by  the 
Directors  will  prove  a  failure  in  the  money 
market;  hence  it  is  not  unlikely  that  applica- 
tion for  another  slice  will  be  made  to  the 
Government  here.  The  Herepath  article  has 
a  suspicious  look  about  it,  and  we  fear  it  is 
but  an  attempt  to  smooth  the  way  for  an  ap- 
plication for  a  further  loan  from  the  Canadian 
Government!  A  short  time  will  tell. — Ham- 
ilton Spectator. 


HOPE  FOR  OUR  RAILROADS- 

Since  the  revulsion  of  1857,  it  is  probable 
that  new  railroads  will  not  be  built  much  fas- 
ter than  they  are  wanted,  and  that  those  al- 
ready operating  will  not  indulge  in  many  of 
the  outrageous  counting-room  mistakes  and 
extravagances  which  characterized  the  most 
of  them  a  few  years  ago.  Singular!}' enough, 
there  is  now  a  general  and  quite  prominent 
notion  that  the  hauling  of  trains  over  an  iron 
road,  by  steam,  is  in  some  way  connected  with 
mechanical  and  engineering  science,  of  which 
the  especial  violation  is  at  least  unnecessary 
to  economical  railway  working.  These  facts 
having  the  present  advantage  of  universal 
admission  and  attention,  have  therein  paved 
the  way  for  those  long-hoped  for  and  vital 
changes  —  those  improved  adaptations,  func- 
tions, and  processes,  which  are  every  day  be- 
coming more  standard  and  reliable.  There 
is  good  reason  to  believe  that  one  quarter, 
and  in  many  cases  one  half,  the  working  ex- 
penses of  railways  may  be  saved,  by  means  of 
a  judicious  expenditure  of  money  now,  and 
that  this  money  will  also  have  been  paid  back 
by  the  improvements,  in  addition  to  the  regu- 
lar saving,  within  a  period  of  say  five  or  six 
years. 

And  what  is  going  to  make  railroads  pay, 
whereon  the  expenses  are  equivalent,  or  nearly 
equivalent  to  the  earnings,  unless  it  is  a  de- 
crease of  working  cost  ?  No  enormous  sums 
are  required — a  little  present  addition  to  ordi- 
nary repairs  and  renewals,  if  expended,  not 
by  stock  jobbers,  book  keepers,  and  counting 
room  officials,  but  by  thoroughly  scientific  and 
practical  engineers  and  machinists,  will  very 
soon  begin  to  show  wonderful  results.  A  case 
in  point  is  that  of  the  Great  Western  of  Cana- 
da. In  1857  it  was  not  worse  managed  than 
many  of  our  lines  are  to-day,  but  its  expenses, 
per  mile,  run  by  trains,  were  16.15  cents, 
while  this  year  they  are  but  9.05  cents.  The 
direction  had  simply  the  good  sense  to  em- 
ploy a  thorough  locomotive  superintendent, 
pay  him  his  price,  and  let  him  alone  Too 
many  American  officials,  on  the  contrary, 
make  it  their  special  privilege  to  put  in  their 
individual  oar,  and  they  generally  back  water. 
Knowing  absolutely  nothing  about  the  econo- 
mical use  of  steam  power,  they  assume  the  ab- 
solute dictation  as  to  its  uttermost  details.  It 
would,  of  course,  be  absurd  for  us  to  adopt  the 
best  European  practice  at  once;  not  because 
it  would  not  very  much  reduce  expenses,  If 
we  only  had  the  best  and  most  costly  features 
of  European  way  and  works,  but  because  we 
can  not  afford  to  have  them.  Large  suras  of 
money  are  too  expensive  to  hire,  if  they  can 


be  got  at  all.  But  it  is  still  more  absurd  to 
neglect  expenditures  which  are  certain  to 
come  back  again  the  very  first  year. 

Among  these  improvements,  we  mention 
with  the  greatest  confidence  such  thoroughly 
established  features  as  rail  joints  instead  of 
disconnected  rail  ends  resting  on  an  anvil,  as 
is  the  common  practice;  higher  rails,  giving 
greater  stiffness,  and  a  chance  for  a  good 
joint:  this  need  not  increase  the  cost  of  the 
rails  per  mile;  good  stone  or  gravel  ballast, 
the  English  standard:  three  feet  of  ballast 
need  not  be  insisted  upon  at  once,  since  every 
inch  helps ;  thorough  drainage  of  the  road 
bed ;  the  use  of  semi-steel,  instead  of  iron,  for 
boilers  and  other  machinery;  this  not  only 
does  not  cost  more,  but  may  cost  less  than 
iron,  since  less  of  it  can  be  used  in  some  parts; 
the  use  of  steel  for  axles  and  tires:  the  expe- 
rience with  steel  tires  proves  them  invaluable 
at  any  cost ;  feed  water  heaters,  utilizing  a 
part  of  the  waste  steam.  Of  course,  there  are 
absurd  plans  and  perfectly  practicable  plans. 
If  a  dictating  official  can  not  tell  the  differ- 
ence, we  suppose  the  shareholders  must  suffer 
for  it.  The  increase  over  the  old  practice  of 
water  circulating  room  in  boilers,  and  the  de- 
crease of  a  "heating"  surface  (really  repelling 
surface)  to  the  same  amount — not  to  know 
this  is  indeed  ignorance,  yet  hundreds  adhere 
to  the  old  plans.  And  there  are  independent 
feed-pumps  to  regulate  not  only  the  water,  but 
to  prevent  wasting  steam  and  fuel;  and  vari- 
able exhausts  for  the  same  purpose,  and  im- 
proved running  gear,  and,  above  all,  more  ac- 
curate workmanship.  And  for  coal-burning 
roads  there  are  the  most  thoroughly  tested 
plans,  both  English  and  American,  for  mixing 
the  gases  with  air,  and  burning  them  without 
smoke  and  without  loss.  Probably  streams 
of  air  sweejjing  over  the  surface  of  the  fire, 
and  mixing  with  the  gases  then  and  there, 
where  there  is  heat  enough  to  ignite  them ; 
the  air  inducted  by  and  with  jets  of  steam 
from  the  boiler,  on  D.  C.  Clark's  plan  is  the 
most  simple  and  effective  method  known. 
Such  are  a  few  of  the  absolutely  certain  eco- 
nomies. Superheating  steam — at  least,  thor- 
oughly evaporating  the  water  which  goes  over 
with  the  stean*  into  the  cylinders,  and  is  wast- 
ed, together  with  the  heat  it  has  acquired — 
superheating  can  not  yet  be  called  a  standard 
and  established  feature  of  locomotive  prac- 
tice, but  a  few  hundred  dollars  would  doubt- 
less make  it  so.  Its  importance  warrants  very 
costly  experiments,  should  they  be  neces- 
sary. 

And,  then,  as  to  great  economies,  which 
somewhat  partake  of  the  strictly  commercial 
branch  of  railroad  management,  one  of  the 
chief  is  the  adaptation  of  locomotives  and 
cars  to  the  traffic.  When  people  hammer 
their  track  to  pieces  by  twenty-six  ton  engines, 
and  lumbering  cars,  to  do,  the  work  which  six 
ton  engines  would  do  as  well,  at  third  of  the 
cost,  and  when  they  persist  in  this  practice, 
defying  all  experience  in  the  matter,  and 
charging  the  extra  expense  to  passengers,  we 
think  it  time  for  shareholders  and  the  public 
to  look  and  act  for  themselves  ;  they  will  find 
a  plenty  of  startling  facts  if  they  will  only  look 
for  them. 

It  is  probable,  however,  that  the  greatest 
saving  which  railway  managers  can  make,  at 
present,  oomes  under  the  head  of  moral  and 
not  physical  science.  We  do  not  speak  of 
swindling,  but  of  a  bad  practice  which  is  pun- 
ished in  this  world  ,  the  practice  of  allowing 
engine  drivers  to  waste  ten  times  their  wages 
in  the  shape  of  unnecessary  fuel  and  repairs. 
That  cheap  hands  genorally  do  this  is  a  mat- 
ter of  authentic   history,  and  that   "  cutting 
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down  expenses,"  in  the  counting  room  sense 
of  the  term,  augments,  it  is  certain.  Some  of 
our  best  managed  roads  allow  engine  drivers 
to  share  in  the  savings  in  repairs  and  fuel, 
over  a  certain  fair  standard,  and  the  drivers 
often  make  a  dollar  or  two  dollars  a  day  by 
extreme  care.  What  does  the  company  make? 
This  system  has  largely  contributed  to  the 
economy  on  the  Great  Western  Road,  before 
mentioned. 

Such  are  a  few  of  the  features  of  an  improv- 
ed railroad  management,  which  absolutely  de- 
mand the  attention  of  our  railway  officials. 
Some  of  our  managers  are  already  saving 
money  as  suggested — others  would  be  glad  to 
do  so,  but  are  checked  by  directors,  who  are 
hankers,  lawyers,  and  tradesmen — all  estima- 
ble in  their  respective  callings,  but  they  can- 
not heal  the  sick,  preach,  paint  pictures,  or 
command  armies — why,  in  the  name  of  com- 
mon sense,  should  they  insist  on  punishing 
the  public,  and  themselves,  also,  if  they  are 
shareholders,  by  dictating  the  datails  of  rail- 
road maintenance  and  working — that  art 
which,  of  all  others,  requires  special  and  thor- 
ough culture  and  experience  ?  It  is  to  be 
hoped  that  the  great  mass  of  shareholders  will 
wake  up  to  a  practical  sense  of  these  facts  at 
last,  and  vote  in  accordance  with  them. 
There  is  little  danger  of  running  into  expen- 
sive and  useless  experiments  if  ordinary  care 
is  exercised  in  the  selection  of  the  right  men 
for  the  right  place.  And  when  they  are  so  se- 
lected, the  secret  of  success  lies  in  letting  them 
atone. — N.    Y.  Daily  Times. 


THE  MAYSVILLE  AND  LEXINGTON 
RAILROAD. 

The  subject  of  again  commencing  work  on 
athe  bove  named  road  is  attracting  much  at- 
tention among  farmers  and  other  business  men 
along  the  line  between  this  city  and  Paris,  and 
we  have  no  doubt  from  the  indications  we  see, 
that  the  people  are  almost  ready  to  start  the 
matter  in  such  earnest  as  to  insure  the  comple- 
tion of  that  much  needed  improvement  in  a 
very  short  time.  We  have  heretofore  endea- 
vored to  urge  upon  the  community  here,  the 
importance  of  the  undertaking  to  them,  and 
we  believe  that  so  far  as  Maysville  and  Mason 
County  are  concerned,  there  is  but  one  opinion 
as  to  what  ought  to  be  done.  Everybody  sees 
the  importance  of  it  to  the  trade  of  our  city, 
and  of  course  everybody  is  for  the  road — just 
as  soon  as  it  can  be  made. 

The  position  of  Maysville  absolutely  requires 
this  road  before  any  other  improvement  is 
thought  of — and  the  completion  of  the  road  is 
the  certain  guarantee  of  her  future  prosperity, 
improvementand  wealth.  But  it  is  not  alone  to 
Maysville  the  benefit  is  to  come.  It  will  pro>  e 
a  great  blessing  to  her  people  it  is  true,  but 
how  much  more  will  it  benefit  the  farmers  and 
traders  and  stock  raisers,  who  live  near  the 
road  back  in  Fleming,  Nicholas,  and  Bourbon 
Counties,  and  in  fact  all  those  Counties  in  that 
direction  where  they  have  to  look  to  this  place 
for  an  outlet  to  market.  We  observe  that  the 
Nicholas  County  Advocate  has  taken  up  the 
subject,  and  promises  that  Nicholas  will  co- 
operate with  the  people  of  the  other  sections 
in  starting  the  project  at  once.  It  calls  the 
papers  at  Paris,  and  this,  to  continue  the  dis- 
cussion of  the  matter  with  unabated  earnest- 
ness as  the  best  means  of  getting  the  interprise 
started.  We  promise  our  cotemporary  that 
everything  we  can  do  to  promote  the  work 
shall  be  done,  and  we  believe  with  him  that  it 
only  requires  a  proper  urging  up  by  the  news- 
papers, to  bring  the  people  interested,  to  that 


favorable  consideration  of  the  subject  which 
will  induce  them  to  start  it  at  once. 

Let  the  people  commence  talking  about  it 
among  themselves,  and  discussing  in  their 
neighborhood  gatherings,  the  benefits  they  are 
to  derive  from  it,  and  the  manner  and  means 
of  starting  it,  and  it  will  be  but  a  short  time 
until  the  question  will  be  seen  through  by  all 
in  such  a  way  that  the  road  will  be  built.- — 
Our  friends  in  Nicholas  county  are  deeply  in- 
terested in  this  work,  and  we  look  them  to  make 
active  demonstrations  this  summer  towards 
the  immediate  organization  of  a  company  to 
get  the  road  through.  The  people  here  are 
ripe  for  it,  and  it  only  requires  some  one  to 
start  it,  to  set  it  going  in  earnest. 

Let  us  go  work  and  place  ourselves  in  the 
position  we  ought  to  have  occupied  more  than 
five  years  ago. — Maysville  Eayle. 


THE   RAILROAD    CONVENTION   AT 
INDIANAPOLIS. 

The  Convention  at  Indianapolis,  to  agree 
upon  a  schedule  of  rates,  held  a  session  on 
Wednesday  evening,  and  another  yesterday 
morning.  The  following  roads  were  repre- 
sented: 

H.  C.  Lord,  President  I.  and  C.  Railroad. 
W.  H.  Clement,  President  L.  M.,  C.  and  X. 
S.  S.  L'Hommedieu,  President,  and  J.  K.  Reed,  C,  II. 
and  I). 
D.  M'Laren,  Superintendent  C.,  n.  and  D. 

0.  Follett,  President  S.,  D.  and  C. 
John  Brough,  Superintendent  B.  and  I. 
T.  A.  Morris,  President  B.  and  I. 

W.  F.  Reynolds,  President  L.  and  I. 

D.  C.  Branham,  Superintendent  M.  and  I". 

A.  S.  Crothers,  Superintendent  Jeffersonville. 

Campbell, General  Freight  Agent  L.,  N.  A.  and  C. 

Jolm  S.  Newman,  President  Indiana  Central. 

H.  L.  Pope,  Superintendent  I.  C. 

W.  A.  Bradshaw,  General  Freight  Agent  I.  C. 

J   Harshraan,  President  D-  and  W. 

Simon  Gebhart,  President  D.,  X.  and  B. 

David  Macy,  President  P.  and  I. 

D.  S.  Gray,  General  Freight  Agent  C.  0. 

1.  B.  C.  Stark,  Freight  Agent  C.  O. 

L.  Beviney,  General  Freight  Agent,  P.,  C.  and  C» 
J.  N.  Kinney,  General  Freight  Agent,  L.  M. 
C.  W.  Smith,  General  Freight  Agent  C.  and  P. 
A.  Hills,  General  Freight  Agent  C,  C.  and  C. 
General  Bailey,  Freight  Agent  C.  C. 

Mr.  David  Macy  presided,  and  afer  the  ob- 
jects of  the  meeting  had  been  explained  by  Mr. 
S.  S.  L'Hommedieu,  one  of  the  Executive  Com- 
mittee of  this  city,  a  committee  was  appointed 
to  agree  upon  a  schedule  of  rates  from  Indi- 
anapolis, and  from  points  leading  through 
that  city.  This  committee,  after  consultation, 
concurred  in  the  schedule  recommended  by  the 
recent  Burnet  House  Convention,  with  the  ex- 
ception of  fourth  class  and  flour  which  was 
made  the  same  as  from  Cincinnati,  and  their 
report  was  adopted.  The  rates  from  Indian- 
apolis will  therefore  be  as  follows: 

FROM    INDIANAPOLIS. 

1st  2d            3d        4th 

Class.  Class.     Class.  Class.  Flour. 

To  New  York — 

AllRail     1  40  1  10 

Rail  and  Water....  I  32  1  02 

To  Boston- 
All  Rail 150  118            93        55        110 

Rail  and  Water....  142  110            88        50        100 

To  Philadelphia- 
All  Rail 125  100            83        45            90 

To  Baltimore— 

AllRail 1  15  90            73        40            80 

Rail  and  Water....  102  77           63        35           70 

The  rates  from  Louisville  to  other  points 
were  discussed,  but  no  final  conclusion  was 
arrived  at,  and  the  subject  was  finally  referred 
to  Mr.  A.  S.  Crothers,  Superintendent  of  the 
Jeffersonville  Road,  and  Mr.  J.  N.  Kinney, 
General  Freight  Agent  of  the  Little  Miami,  to 
satisfactorily  adjust  the  rates. 

A  committee  of  three  was  appointed  to  report 
a  programme  of  rules  to  govern  the  action  of 
the  freight  agents,  and  the  general  manage- 
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ment  of  that  branch  of  the  railroad  traffic,  who 
are  to  confer  with  the  Cincinnati  Executive 
Committee. 

Other  points  of  interest  in  regard  to  the  en- 
forcement of  the  schedule,  were  discussed,  but 
the  above  is  about  the  result  of  the  conference. 
A  general  disposition  was  maifested  to  keep 
rates  up  to  a  fair  living  point,  and  in  doing  thi3 
we  trust  the  companies  will  not  only  be'  true 
to  each  other,  but  that  they  will  have  the  con- 
currence of  the  shippers  generally.  Railroads 
should  be  no  longer  plundered  by  unnecessary 
competition  between  Agents  as  a  personal 
speculation.  Let  fair  Tates  be  maintained  at 
all  hazards,  and  the  business  community  will 
be  satisfied. — Cin.  Enq. 


THE  NETHERT0N  TUNNEL. 


Description  of  the  Works  on  the  Netherion  Tun- 
nel Branch  of  the  Birmingham  (England) 
Canal. — By  Mb.  Jajles  B.  Walkee,  M.  Inst. 
C.  E.,  Feb.  27,  1860. 

It  was  stated  that,  the  Birmingham  Canal 
Company,  now  possessed  157  miles  of  canal, 
the  ramifications  of  which  reached  nearly 
every  colliery  and  iron-work  in  the  district. 
Although  it  now  had  to  compete  with  several 
railways,  the  traffic  upon  the  canal  continued 
to  increase.  Thus  in  1832.  the  coal  conveved 
was  1,492,000  tons,  whilst  in  1854,  it  amounted 
to  3.100,000  tons.  The  boats  navigating  the 
canal  carried  about  33  tons  each. 

The  natural  features  of  the  country  offered 
considerable  difficulties  to  the  construction  of 
canals.  A  line  of  hills  extended  through  R.owJ 
ley  Regis,  Dudley,  and  Sedgley,  portions  of 
which  rose  to  a  height  of  400  feet  above  Wol- 
verhampton level.  Through  these  hills  a  pas- 
sage could  only  be  made  by  tunneling.  The 
old  Dudley  tunnel  afforded  this  accommo 
dation  for  a  long  period ;  but  its  small  size 
and  the  increase  in  the  traffic  conducted  to 
render  it  insufficient.  It  was  was  3,200  yards 
in  length,  and  in  the  portions  lined  with  brick- 
work was  about  8  feet  wide,  and  6  feet  high 
above  the  water  level.  There  was  no  tow-path, 
and  the  boats  were  propelled  through  it  by 
men  lying  on  their  backs,  and  pushing  with 
their  feet  against  the  sides  and  roof  of  the  tun- 
nel. This  process  was  termed  "legging." 
The  time  occupied  in  the  operation  was  usually 
three  hours  and  a  half.  As  there  was  not 
room  for  two  boats  to  pass,  a  certain  number 
could  only  be  admitted  at  each  end  alternately. 
Hence,  the  delay  at  the  entrances  used  to  be- 
very  great,  as  many  as  one  hundred  boats  be- 
ing frequently  detained  for  several  hours,  and 
in  some  cases  even  for  days.  Notwithstandin«- 
these  and  other  inconveniencies,  this  tunnel 
was,  for  many  years,  the  only  means  of  com- 
munication between  the  Birmingham  and  Dud- 
ley canals.  In  1854,  upwards  of  thirty-nine 
thousand  boats,  carrying  438,000  tons  passed 
through  it. 

At  length  the  complaints  became  so  nrgent, 
that  the  construction  of  a  new  canal  and  tun- 
nel, on  the  Birmingham  level,  from  Netberton 
to  Dudley  Port  was  determined  upon.  It  was 
shown  that  the  distance  between  Netherton  and 
Birmingham  might  be  reduced  4  miles,  the  as- 
centand  descentofthree  locks  be  avoidedandby 
the  increased  size  of  the  proposed  tunnel,  the 
passage  of  boats  be  easy  and  expeditioBS.  In 
1854,  Mr.  Walker  (Past  President  Inst  C.  E.) 
was  consulted,  and  in  the  following  year  an 
act  of  Parliament  was  obtained  authorizing 
the  construction  of  the  works.  The  drawings 
and  specifications  having  been  prepared  by 
Messrs.  Walker,  Burges  and  Cooper,  the  eon- 
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tract  was  let  to  Mr.  George  Meaking,  and  tie 
author  was  appointed  Resident  Engineer. 

The  length  of  the  new  canal  was  2V  miles. 
It  comprised  one-quarter  of  a  mile  of  embank- 
ment, half  a  mile  of  open  cutting,  and  one  and 
three-quarters  of  tunnel.  There  were  three 
embankments,  containing  100,000  cubic  yards. 
They  were  generally  54  feet  wide  at  the  water 
level ;  but  part  of  one,  where  a  subsidence  was 
anticipated,  which  had  since  occurred,  was 
made  0(5  feet  wide.  The  slopes  had  an  incli- 
nation of  2  to  1.  There  were  four  cuttings,  the 
earth  removed  from  which  amounted  to  136,000 
cubic  yards.  Two  were  46  feet  and  two  40  feet 
wide  at  the  water  level,  the  slopes  being  1\ 
to  1.  The  materials  excavated  were  princi- 
pally clay  and  marl.  The  width  of  the  water- 
way was  30  feet  except  in  one  cutting  where  it 
was  24  feet,  and  there  was  a  tow-path  on  each 
side.  The  bottom  and  sides  of  the  canal  were 
lined  with  clay  puddle,  spread  in  courses,  and 
twice  cut  and  well  trodden.  Broken  cinders 
were  laid  on  the  bottom,  to  protect  the  puddle 
from  injury  to  boat-hooks,  &c.  The  tow-path 
walls,  which  were  built  of  brickwork,  rested  on 
these  cinders,  and  fine  ashes  were  introduced 
between  the  walls  and  the  puddle  at  the  sides. 
Iron  guards  were  placed  on  the  walls,  and  on 
these,  the  coping  bricks,  rounded  on  the  edge, 
were  bedded  and  joined  in  mortar.  In  order 
to  avoid  settlement,  as  far  as  possible,  the  walls 
were  built  in  long  len.ths,  and  not  more  than 
18  inches  in  height,  at  one  time.  To  prevent 
the  walls  being  forced  out,  the  water  was,  where 
practicable,  gradually  admitted  into  the  canal, 
as  the  puddle  at  the  sides  was  carried  up.  In 
other  cases,  timber  struts  were  placed  frum 
wall  to  wall,  which  were  not  removed  until  af- 
ter the  admission  of  the  water.  These  were 
necessary,  while  the  walls  and  puddle  were 
"green."  The  water  had  since  been  drawn 
out  of  several  parts  of  the  canal,  without  the 
slightest  movement  of  the  walls  taking  place. 

For  the  accommodations  of  the  collieries 
and  iron-works  situated  near  the  canal,  seven 
basins,  or  docks,  were  made,  varying  in  size 
from  300  feet  by  33  feet  to  75  feet  by  24  feet. 
Their  construction  was  similar  to  the  rest  of 
the  canal,  except  that  timber  wharfing  was 
substituted  for  iron  guards  and  coping.  The 
The  walls  of  two  of  these  basins  were  built 
with  cinders,  in  lieu  of  bricks,  procured  from 
the  blast  furnaces  in  the  vicinity.  They  made 
a  kind  of  rubble  work,  in  courses  2  feet  high, 
large  pieces  being  used  as  "binders."  This 
material  formed  a  substantial  and  durable  wall 
at  about  half  the  price  of  brickwork.  It  was 
used  for  the  foundations  of  many  of  the 
bridges,  up  to  the  level  of  the  ground,  and 
several  retaining  and  fence  walls  were  built 
with  it.  Tow-path  bridges  were  erected  over 
the  entrances  to  three  of  these  basins.  The 
superstructure  consisted  of  two  cast-iron  gir- 
ders, with  covering  plates  of  cast-iron,  and 
brick  parapets. 

Four  bridges  all  of  similar  construction, 
were  built  to  carry  roads  over  the  canal.  The 
piers  and  abutments  were  of  brickwork,  with 
stone  imposts  and  copings.  The  superstruc- 
ture consisted  of  cast-iron  girders,  with  road- 
way plates  of  the  same  metal,  and  brick  para- 
pets. Six  bridges  were  erected  at  the  junc- 
tions, to  carry  the  tow-paths  across  the  canal. 
They  were  the  same  in  construction  as  the 
others,  except  that  the  girders  formed  also  the 
parapets. 

At  Tividalc,  near  the  north  end  of  the  tun- 
nel, the  Wolverhampton  level  canal  was  car- 
ried over  the  new  canal,  on  a  brick  aqueduct 
of  three  arches.  At  each  end  of  the  aqueduct, 
a  sill  and  grooves  were  placed,  to  receive  stop- 
planks,  whenever  it  was  required  to  draw  the 


water  out  of  the  canal.  The  sill  was  of  elm, 
and  the  grooves  of  cast-iron,  built  in  and  bolted 
to  the  tow-path  walls.  The  bottom  of  the  ca- 
nal was  protected  by  an  apron  of  bricks,  laid 
on  end,  in  cement.  Near  Dudley  Port,  the 
canal  was  carried  over  an  occupation  road  on 
a  brick  aqueduct.  Under  the  Wolverhamp- 
ton level  aqueduct  there  were  two  stop  locks, 
with  gates,  sills  and  grooves.  The  locks  were 
built  of  bricks,  with  stone  cutwaters,  quoins, 
and  coping.  The  framing  of  the  gates  was  of 
oak,  covered  with  fir  planking.  The  hollow 
and  clap  quoins  were  of  cast  iron,  which  had 
long  been  iu  use  on  the  Birmingham  Canal, 
and  was  found  to  be  preferable  to  wood  or 
stone.  All  the  boats  passing  through  the  ca- 
nal were  gauged  in  these  locks. 

For  facilitating  the  construction  of  the  tun- 
nel, seventeen  shafts  were  sunk,  at  intervals 
varying  from  164  yards  to  200  yards.  The 
greatest  depth  of  any  shaft  was  344  feet  6  inches, 
and  the  least  65  feet  9  inches — the  total  depth 
of  all  the  shafts  being  3,083  feet.  No  attempt 
was  made  to  "coffer"  out  the  water  met  with 
in  the  shafts.  It  was  received  n  z  nc  gutters, 
nailed  to  the  curbes,  and  was  conducted  by  a 
cast  iron  pipe,  fixed  down  the  inside  of  the 
shaft,  and  in  a  groove  built  in  the  soffit  of  the 
tunnel,  to  the  back  of  the  tow-path,  under  which 
it  passed  into  the  canal.  The  average  rate  of 
progress  in  sinking  the  shafts,  counting  only 
the  days  on  which  work  was  done,  was  3  feet 
four  inches  per  day  of  24  hours.  The  materials 
excavated  were  principally  marl  and  bind ; 
but  coal  and  basalt  were  met  with  in  several 
of  the  shafts. 

The  t  mud  was  3,036  yards  in  length.  It  was 
27  feet  wide,  and  2i  feet  4  inches  in  heigth. 
The  water-way  had  a  breadth  of  17  feet,  a 
depth  of  6  feet  in  the  middle,  and  of  5  feet  at 
the  sides;  and  the  height  above  the  water  level 
was  15  feet  9  inches.  It  was  lined  with  brick- 
work throughout,  of  uniform  thickness,  except 
in  the  side  and  shaft  lengths,  and  where  the 
ground  was  bad.  In  several  places,  where  the 
foundation  was  blue  bind  or  marl,  the  invert 
was  forced  up  in  the  the  center,  .owing  to  the 
swelling  of  the  ground.  This  was  not  accom- 
panied by  any  subsidence  of  the  side  walls;  and 
although  the  brickwork  was  in  some  parts 
raised  5  inches,  it  was  not  broken  or  crippled, 
except  at  a  point  immediately  south  of  No.  7 
shaft.  Here  the  invert  had  been  forced  up  8 
inches  in  the  center,  and  some  of  the  bricks 
were  crushed  almost  to  powder.  In  rebuilding 
this,  the  brickwork  was  increased  in  thickness, 
and  in  a  small  portion  a  greater  versed  sine 
was  given  to  the  invert.  The  trough  of  the 
canal  in  the  tunnel  was  formed  in  a  similar 
way  to  that  in  the  cuttings. 

The  excavation  and  construction  of  the  tun- 
nel were  carried  on  in  the  ordinary  way.  The 
heading  was  5  feet  by  3  feet,  the  bottom  being 
level  with  the  top  of  the  intended  invert.  It 
was  mentioned,  that  when  the  water  was  ad- 
mitted, the  tunnel  was  found  to  have  been  ex- 
ecuted in  a  perfectly  straight  line.  This  re- 
mark did  not,  however,  now  apply  to  a  short 
length  at  'the  south  end,  where  a  subsidence, 
to  the  extent  of  10  inches,  took  from  mining 
operations.  Similar  depressions,  but  of  less 
amount,  also  occurred  near  No.  14  and  No.  15 
shafts. 

When  the  construction  of  the  tunnel  was 
proposed,  considerable  deversity  of  opinion 
existed,  as  to  the  nature  of  the  strata  to  be 
passed  through.  On  the  geological  map  a 
mass  of  trap  rock,  locally  called  "Rowley  Rag," 
was  shown,  about  a  mile  wide,  at  this  point. 
But  in  the  borings,  some  of  which  were  close 
to  the  summit,  no  trap  whatever  was  discov- 
ered.    While  the  excavation  of  the  shafts  and 


tunnel  was  progressing,  a  careful  record  was 
kept  of  the  strata  passed  through.  With  the 
exception  of  some  apparently  unconnected 
pieces,  the  only  trap  rock  met  with  was  a  wall 
or  dyke,  about  8  feet  thick,  a  little  to  the  north 
of  No.  7  shaft.  From  its  inclination  and  posi- 
tion, this  appeared  to  be  the  channel  through 
which  the  trap  rock  had  risen  and  spread  over 
the  surface.  On  the  north  side  of  the  dyke, 
the  strata  were  principally  marl,  course  sand 
rock,  and  a  hard  shaly  clay,  known  as  blue 
bind.  On  the  south  side,  marl  and  bind  were 
likewise  extensively  found ;  but  coal,  bat,  iron- 
stone and  fire-clay  were  also  passed  through. 
The  time  occupied  in  the  construction  of 
the  tunnel,  was  two  years  and  seven  months 
The  whole  of  the  works  had  cost  £200,000,  of 
which  the  tunnel,  including  the  shafts  tho 
canal,  and  the  tunnel  faces,  amounted  to 
£155,000.  The  tunnel  alone  cost  about  £39  5s. 
per  lineal  yard. — London  Arlizan  for  April. 


LETTER  OF  HON.  ISAAC  I.  STEVENS 
ON  THE  PACIFIC  RAILROAD. 

Washinoton  City,  April  3,  18C0 
To  the  President  of  the  Railroad  Convention  called  to 
meet  in  Vancouver,   W.  T.t  May  2(1.  Ifc'GU: 

Sir  : — I  propose  in  this  communication  to  present  soma 
general  views  in  regard  to  the  Pacific  Railroad,  and  espe- 
cially to  set  forth  the  character  of  the  northern  route.  It 
has  become  now  fixed  in  the  puhlic  mind,  that  the  national 
defense,  the  development  of  our  interior,  the  availing  our- 
selves of  our  geographical  position  in  order  to  control  the 
trade  of  Asia  and  the  Pacific,  require  that  early  and  prompt 
measures  should  be  taken  to  establish  communication  by 
railroads  from  the  Mississippi  to  the  Pacific  Ocean.  The 
entire  aspect  of  the  interior  is  most  rapidly  changing.  The 
progress  of  that  interior  within  the  last  two  years  has  been 
greater  than  its  whole  previous  pregress.  The  successful 
accomplishment  of  the  overland  mail  on  the  Southern 
Route  is  now  throwing  a  population  upon  that  route. 
Pike's  Peak  and  the  silver  mines  of  Nevada,  in  connection 
with  Utah,  are  settling  large  areas  in  the  very  heart  of  the 
central  route.  The  interior  of  the  northern  route,  the  Walla 
Walla.  Spokane,  and  Colville  Country,  have  already  large 
settlements,  which  this  year  will  number  many  thousand 
souls.  The  opening  of  the  navigation  of  the  Missouri  to 
Fort  Benton,  and  of  the  Columbia  and  Snake  rivers,  to 
Priest's  Rapids,  and  the  mouth  of  the  Palouse,  in  connec- 
tion with  the  overland  wagon  road  from  Fort  Benton  to  the 
Walla  Walla,  have  established  an  easy  and  practicable  com- 
munication via  the  northern  route.  In  cousidering  th;B 
question  I  shall  not  look  to  the  present  capacities  of  tho 
country  to  support  an  overland  communication,  but  shall 
consider  what  all  know  will  be  the  condition  of  the  couutiy 
when  these  communications  are  completed,  and  the  roads 
are  put  in  operation.  The  building  of  a  Pacific  Railroad 
will  probably  be  a  work  of  some  years,  say  ten  years.  It  is 
not  to  be  doubted  that  in  ten  years  not  only  will  the  popu- 
lation on  the  Pacific  seaboard  be  trebled  or  quadrupled,  but 
that  there  will  be  a  very  large  population  along  the  line  of 
any  route  that  may  be  selected  for  the  location  of  a  railroad. 
It  must  also  be  borne  in  mind  that  in  the  case  of  more  than 
one  road,  there  will  be  no  antagonism  between  the  roads  in 
reference  to  way  travel.  Each  road  will  drain  a  very  wido 
extent  of  country  bordering  upon  it — a  country  at  least 
three  hundred  miles  in  width  ;  so  that  if  the  intermediate 
population  is  simply  a  pastoral  one,  the  country  will,  when 
thus  settled,  afford  a  population  to  the  running  mite  of 
road  greater  than  the  way  population  of  any  road  in  tho 
United  States.  The  Pacific  Railroad,  like  all  other  roads, 
must  have  a  great  dependence  on  its  way  travel  ;  and  it  can 
hardly  be  doubted  that  when  a  road  is  completed,  the  way 
travel  will  be  very  large.  It  must  be  borne  in  mind  also, 
that  the  extraordinary  progress  of  the  interior  within  the 
last  two  years,  has  been  made  with  no  immediate  prospect 
of  a  Pacific  Railroad,  and  with  none  of  the  aids  of  excite- 
ment which  the  starting  and  commencing  of  such  an  en- 
terprise would  Furnish.  If  Congress  should  ad  ipt  a  sys- 
tem, and  if  a  road  or  roads  should  be  commenced,  it  will 
throw  a  vast  number  of  laborers  on  the  several  routes, 
and  will  lead  at  once  to  a  xeiy  much  heavier  movement  of 
our  people  upon  them.  I  de-ire  to  urge  the  project  of 
building  three  roads  to  the  Pacific  Ocean.  It  is  manife  t 
that  one  route  is  unequal  to  the  public  exigencies,  and 
would  be  unjust  to  the  people  of  the  country.  If  three 
roads  are  built,  ihe  government  will  be  under  the  same  ne- 
cessity of  using  the  three  roads  as  it  would  be  if  using  but  n 
single  road.  Over  each  road  it  must  carry  the  mails,  and 
must  transport  troops,  supplies  and  munitions  of  war.  If 
but  one  road  is  built,  to-wit,  over  the  central  route,  the  gov- 
ernment would  still  be  obliged  to  provide  for  the  transpor- 
tation of  its  mails  over  the  southern  route  and  the  northern 
route,  and  it  would  have  to  transport  troops  over  each  of 
these  two  routes.  Any  argument,  therefore,  based  upon  t  * 
defense  of  the  country,  applies  with  equal  force  to  three  as 
to  one  route. 

With  these  preliminary  observations,  I  will  address  myself 
to  the  immediate  object  of  this  communication.  I  contend 
that  the  northern  route  is  eminently  deserving  of  the  en- 
couragement and  the  support  of  the  government.  It  is  not 
a  fiction,  the  great  vision  of  Columbus.    It  is  a  fact,  thus 
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If  we  stand  firmly  on  our  geographical  position,  and  show  a 
wise  forecast,  in  the  measures  look  ing  to  the  development  of 
our  country,  we  will  have  the  means  of  diverting  a  large 
portion  of  the  trade  of  Asia,  and  causing  it  to  flow  through 
our  own  land.  The  experience  of  railroads  within  the  last 
few  yearn  has  demonstrated  the  fact  that  much  freight  wit] 
go  on  railroads,  which  could  with  equal  safety  and  without 
deterioration  goby  water,  when  time  can  be  saved.  Much 
of  the  cotton  for  the  New  England  factories  passes  up  the 
Mississippi,  and  is  transported  thence  by  railroad,  in  order 
to  gain  time  and  save  the  interest  on  money.  This  course 
enables  the  consumer  to  purchase  from  day  to  day,  as  he 
wants  the  article,  and  he  is  not  required  to  keep  so  large 
supplies  on  hand  as  by  the  former  mode  of  doing  business. 
Such  will  be  the  case  with  a  vast  quantity  of  Asiatic  pro- 
ducts. All  their  costly  articles,  as  silks,  the  higher  priced 
furniture,  spices,  furs,  etc.,  instead  of  making  the  circuitous 
voyage  around  either  cape,  will  be  taken  by  steamer  to 
some  one  of  our  Pacific  ports,  thence  overland  on  the  pro- 
posed Pacific  railroad,  and  thence  to  Europe.  This  will 
especially  be  the  case  with  teas,  which  deteriorate  by  cross- 
ing the  tropics,  and  then  being  kept  long  on  shipboard. 
The  teas  of  Russia,  which  are  famed  for  tneir  superior 
flavor,  are  taken  overland,  through  Siberia,  at  a  vast  ex- 
pense, and  have  been  taken  in  that  way  for  many  years. 
We  will  then  assume,  what  we  think  experience  has  de- 
monstrated, that  a  Pacific  R.R.  through  our  borders  will  have 
B  large  way  population  to  sustain  it,  and  will  have  an  im- 
mense business  in  the  way  of  freights  in  the  merchandise  of 
Asia.  It  will  also  be  the  line  of  movement  of  population 
between  Asia  and  Europe,  as  well  as  between  these  conti- 
nents and  our  own  interior.  As  the  channels  of  commerce 
are  established,  and  greater  liberality  prevails  in  the  man- 
agement of  the  affairs  of  China  and  the  other  nations  of 
Asia,  it  can  not  be  doubted  that  this  movement  of  popula- 
tion, which  will  be  hastened  all  the  time  the  road  is  being 
constructed,  will  become  a  very  great  movement  by  the  time 
the  load  is  in  operation. 

Looking   to   all   these  elements  of  business — looking    to 
the  public  necessities,  and  especially  the  business  which  the 
government  will   have  to   transact,  we  will  now  consider 
some  of  the  leading  facts  touching   the  geopraphical  posi- 
tion and   the  natural   advantages   of   the   northern   route. 
This  route,  as  has  b:en  frequently  observed,  seems  to  be 
pointed  out  by  nature,  connecting  the  great  inland  sea  of 
Puget  Sound    with  the  great  basin  of    the   St.  Lawrence, 
which  furnish  a  water  line  stretching  more  than  half  way 
across  the  continent.     It  has  been  called  the  extreme  nor- 
thern route  j  but  looking  to  this  grett  basin  of  the  St.  Law- 
rence, to   the   extensive  country  between  it  and  the  Rocky 
Mount  .ins,  watered  by  the  Upper  Mississippi,  the  Missouri, 
the   Lted   River  of  the  North,  the   Saskatchewan,  and  their 
several  tributaries,  and  to  the  rapidly-developing  commu- 
nities of  British  Columbia  and  Vancouver's  Island  north  of 
our  parallel,  and  of  the  State  of  Oregon  and  the  Territory 
of  Washington  south  of  the  parallel,— it  is  a  route  central 
to  a  vast  scope  of  country  fitted  to  be  the  abode  of  civilized 
man,   and  which  is    most    rapidly  rising   in    importance. 
Puget  Sound,  by  which  designation  is  included  the  whole 
body  of  wrater  flowing  into  the  ocean  at  the  Straits  de  Fuca, 
is  an  inland  sea  equal  in  extent  and  length  of  shore  line  to 
the  Mediterranean, — infinitely  surpassing   the  Mediterrane- 
an in  the  safety  of  its  navigation,  in   the   number,  capacity, 
and  security  of  its  harbors,  and,  equally  with  the  Mediter- 
ranean, having  obstructions  neither  from  ice  nor  from  dense 
and   dangerous   fogs.     These   waters,    in   connection    with 
those  of  the  Columbia,  and  the  main  coast  of  the  Pacific 
Ocean   north  of  the   Columbia,  and   the  adjacent  country, 
are  a  second  New  England,  having  all  the  elemeuts  for  a 
great  variety   of  pursuits,  and  for  a  large   and   extensive 
commerce.     On  the  coast  there  are  cod  fisheries  equal  to  the 
oest  fisheries  on  the  north-east  coast  *,  there  is  the  greatest 
abundance  of  salmon  and  halibut;   the  whaling    business 
could  also  be  prosecuted  with  great  success  from  these  re- 
gions.    There  is  coal  on  Puget  Sound  acknowledged  now 
to  be  the  best  on  the  coast,  and  which  will  probably  be  suit- 
able for  the   purposes  of  ocean   navigation   by   steamers. 
But  our  lumber  business  admits  of  a  development  greater 
than  that  of  any  other  portion   of  the  country  or    of  the 
known  world.     On  the  sound  alone,  we  now  manufacture 
one  hundred  millions  a  year,  and  we   send  more  than  half 
of  this  to  foreign  ports.     We  have  a  large  business  in  spars 
and   piles;  we  manufacture  shingles   and  laths;  and  this 
business  must  very  rapidly  increase.     We   have   foundries 
and  ship -yards  ;  we  aie  building  steamers  and   sailing  ves- 
sels of  considerable  size,  and  craft  of  all  descriptions,  down 
to  the  ordinary  sailing  or  row  boat.      We  have  large  manu- 
facturing   advantages.      Our   country   is  a   most  excellent 
grazing  and  agricultural  country.     With  all  these  various 
advantages,   therefore,  west  of   the  Cascade  mountains — 
commercial,   manufacturing,   etc., — we  shall  have  to  seek 
the  markets  of  the  Pacfic   in  order  to  give  proper  scope  to 
our  enterprise  ani  industry.     If  we  consider  the  interior  of 
Washington  and  Oregon,  we  find  that  experience  has  de- 
monstrated what  has  heretofore  been  confidently  predicted, 
that  there  is  a  very  great  extent  not  only  of  fine  grazing  but 
fine  arable  land;  and  the  settlements  which  have  sprung 
up  within  the  last  year  in    the  Walla  Walla,  the  Spokane, 
and  the   Colville  country,  to   which  allusion   has   already 
been  made,  and  the  excellent  character  of  the  intermediate 
country,  must  satisfy   all  persons  that  a  large  population 
will  occupy  that  region,  even  before  the  necessary  surveys 
could  be  made  to  locate  a  Pacific  Railroad  throush  it. 

British  Columbia  has  become  a  fixed  fact.  The  products 
of  its  mines  are  steadily  increasing.  Roads  and  communi- 
cations are  being  established,  connecting  the  interior  of 
British  Columbia  with  the  coast.  Even  during  the 
past  winter,  the  yield  of  gold  has  been  steadily  going 
,on. 

It  has  been  ascertained  by  exploration,  that  there  is  a  very 
extensive  gold  region  east  of  the  Cascades,  in  Washington 
Territory,  and  exceedingly  rich  deposits  have  been  actually 
worked  on  the  Similkameen  and  are  known  to  exist  in  other 
localities.  The  prospecting  operations  of  the  present  year 
will  unquestionably  develop  the  capacity  of  the  country  in 
Its  remunerating  gold  mines,  und  the  survey  of  the  bound- 


ary will  also  furnish  some  accurate  information  in  regard  to 
the  silver,  copper,  quicksilver,  plantinum,  lead  and  sulphur 
known  to  exist  along  and  south  of  the  49th  parallel.  The 
formation  of  this  portion  of  the  territory  is  similar  to  that  of 
the  British  Columbia,  and  the  development  of  their  mineral 
wealth  will  eoon  together- 

Thus  we  find  on  the  northwest  a  great  inland  sea,  unsur- 
passed on  the  shores  of  all  the  oceans  for  the  purposes  of 
commerce.  lending  itself  to  the  development  both  of  these 
United  States  and  of  British  America.  Wnat  is  the  position 
of  this  great  inland  sea  to  Asia?  If  we  look  on  the  map, 
we  will  ascertain  that  it  is  the  nearest  point  on  our  whole 
Pacific  coast  to  the  ports  of  Asia;  but  looking  to  the  prevail 
ing  winds,  it  will  be  seen  that  it  is  nearer  than  San  Francisco 
by  the  entire  distance  coastward  between  San  Francisco  and 
Puget  Sound;  for  the  prevailing  winds  are  such,  that  vessels 
coming  from  Asia  have  to  make  our  coast  near  the  entrance 
of  the  Straits  de  Fuca,  and  proceed  ihence  to  San  Francisco. 
Is  it  objected,  or  is  it  urged  that  San  Francisco  is  the  great 
commercial  centre,  and  must  for  all  time  to  come  be  the  great 
commercial  entrepot  of  the  Pacific,  and  that  having  the 
start  of  Puget  Sonnd,  no  point  on  its  waters  can  ever  rise 
into  importance?  What  is  the  history  of  that  Mediterranean 
to  which  we  have  compared  itV  How  many  cities  on  its 
shores  have  risen  and  fallen,  and  given  place  to  other  cities, 
for  century  after  century!  And  after  the  cities  of  the  olden 
time  had  fallen  into  decay,  people  of  enterprise  founded  a 
great  city  in  a  marsh,  and  made  it  the  commercial  mistress 
of  the  world;  and  that  city  has  now  in  its  turn  given  place 
to  other  cities.  What  is  the  experience  of  our  own  Atlantic 
seaboard?  Was  New  York  always  the  great  metropolis  of 
the  Atlantic?  Time  was  when  Ne-vport,  in  Rhode  Island, 
was  the  commercial  mistress  of  our  thirteen  colonies;  and 
New  York  did  not  become  first  until  after  a  struggle  of  more 
than  a  hundred  years.  But  have  we  simply  New  York  on 
our  Atlantic  seaboard?  Where  are  Portland,  and  Boston, 
and  Philadelphia,  and  Baltimore,  and  Norfolk,  and  Charles- 
ton, and  Savannah — all  commercial  centres,  and  more  than 
half  of  them  larger  at  this  present  day  than  the  city  of  San 
Francisco?  Show  me  a  spot  that  Nature  has  pointed  out  as 
fitted  for  the  seatof  commerce,  and  I  will  show  you  a  point 
where  the  enterprise  of  the  American  people  will  found  a 
great  city,  and  establish  a  great  commerce.  It  is  simply  a 
question  of  time.  It  is  true  that  San  Francisco  occupies  a 
more  central  position  in  regard  to  our  territorial  domain  on 
the  Pacific  Coast  than  Puget  Sound.  It  is  true  that  San 
Francisco  is  the  centre  rf  a  much  greater  local  population  at 
the  present  time;  but  as  regards  the  great  carrying  trade 
across  the  continent— one  of  the  largest  elements  in  main- 
taining a  Pacific  railroad— I  am  prepared  to  show  that  Puget 
Sound  presents  the  greatest  advantages,  and  is  the  most  cen- 
tral. The  following  table*  will  show  the  distances  from  Pu- 
get Sound  to  the  head  of  Lake  Superior,  to  St.  Paul,  and  to 
the  principal  cities  on  the  Atlantic  and  Gulf  Coasts;  and  also 
the  distances  of  these  same  points  from  San  Francisco  by 
the  central  route: 


TABLE  OF  DISTANCES. 


Seattle, 

via 
StFaul 


St.  Paul 

Lake  Superior. 
Chicago, 


Portland 

Boston 

New  York 

Philadelphia..  - 

Baltimore 

Washington. ... 

Charleston 

Savannah 

Mobile 

New  Orleans. .. 


Averages  - 


Benicia, 

via 
St  Louis 


1 .704 
1.750 

2,164 

3.249 
3.352 
1 ,300 
2,988 
2,966 
3,004 
3.328 
3.313 
3,030 
3,115 


738 

4SIa 

fc31 

69G 

,546 

.454 

355 

,375 

,445 

,430 

.147 

,232 


Differences 
in  favor  of 
nor'n  ro'te 


317 
5*2 
344 
4J0 
466 
3^9 
371 
117 
117 
117 
117 


3,131.1      3,453.1 


a  Via  Rock  Island. 

The  distance  from  Benicia  to  St.  Louis  is  2,432  miles. 

Thus  the  average  distance  from  Seattle,  via  St.  Paul,  to 
the  principal  ports  of  the  Atlantic  and  gulf,  is  316  miles  lesa 
than  the  average  from  rienicli  via  St.  Louis  to  the  same 
points.  This  saving  of  distance  via  St.  Paul  ranges  from 
1 17  miles,  as  in  the  case  of  New  Orleans  to  582  miles,  as  in 
the  case  of  Portland. 

The  following  table*  shows  that  the  distances  from  San 
Francisco  to  Atlantic  ports  are  much  greater  on  the  central 
than  on  the  southern  route. 

TABLE  OF  DISTANCES. 


ATLANTIC  PORTS. 


Portland 

Boston 

New  York 

Philadelphia. . 

Baltimore 

Washington. .. 

Charleston 

Savannah 


Cent-  Route.  Sout'n  Route.  Differences 


Benicia 

-Sa 

i  Francisco 

in  favor 

via 

via 

of  south'rn 

St.  Louis 

3-. 

fl  parallel. 

route 

3,831 

1 

3,6131 

170 

3,696 

3,554 

142 

3,546 

3.359 

187 

3.454 

3,^72 

1S2 

3,355 

3,174 

181 

3,375 

3.136 

239 

3,445 

2,974 

471 

3.430 

1    ■ 

2,959 

471 

Thus,  the  distances  to  Atlantic  ports  via  the  Southern 
Route,  are  142  to  471  miles  less  than  by  the  Central  Route. 
The  distances  on  the  Northern  Route  average  ninety  miles 
ess  tha  n  on  the  Southern  Route. 


*  Roads  either  constructed  or  in  process  of  construction 
have  been  used  to  construct  these  tables.  See  Appendix  to 
Address  on  tha  Northwest  for  the  distances  in  detail. 


If  equated  distances  are  compared,  the  differences  in  favor 
of  the  Northern  over  the  Central  Route  will  beincreased  137 
miles,  and  over  the  Southern  Route  3IU  miles.  And  the  av- 
erage distance  via  the  Northern  Route  to  Atlantic  ports  will 
be  4*3  miles  less  than  the  Central  Route, and  400  miles  less 
than  by  the  Southern  Route. 

The=e  water  lines  of  the  Gulf  of  Mexico  and  the  great 
lakes  are  controlling  facts  in  the  location  of  a  continental 
railroad-  Both  the  Northern  and  the  Southern  Routes  com- 
bine the  advantages  of  a  much  shorter  railroad  connection 
with  the  greit  portsof  the  Atlantic  and  Gulf,  and  of  striking 
their  respective  water  lines  at  much  les3  distances  than  the 
Central  Route.  Thus,  the  great  lakes  are  struck  on  the 
Northern  Route  at  more  than  seven  hundred  miles  less  dis- 
tance than  by  the  Central  RouLe.  Thus,  whether  the  trans- 
portation from  the  Pacific  to  Atlantic  ports  be  entirely  by 
rail,  or  wether  partly  by  water  and  partly  by  rail,  (and  it  will 
unquestionably  go  both  ways.j  or  whether  tie  overland 
transportation  to  Europe  strikes  these  water  lines  at  oncp, 
and  thence  is  had  on  shipboard  direct  to  Europe,  or,  using 
the  rail  the  whole  distance  to  some  Atlantic  port,  the  shixr- 
ment  is  thence  made  to  Europe,  in  all  the  cases  the  advan- 
tage in  the  way  of  freight  is  invariably  against  the  Central 
Route 

These  facts  show  that  not  only  is  Puget  Sound  nearer  to 
Asia  than  is  San  Francisco,  but  that  overland  distances  to 
the  principal  cities  on  the  Atlantic  coast,  and  especially  the 
great  lakes,  is  much  less  thau  the  distances  from  San  Fran- 
cisco to  these  same  points  either  by  the  Central  or  Southern 
Route.  Then  it  is  obvious  that  the  whole  trade  of  Asia 
which  passes  over  our  continent  to  Europe  must  go  by  the 
Northern  Route.  But  this  is  not  the  full  exteDt  of  the  supe- 
riority of  the  Northern  Route.  On  that  route  the  grades  are 
easier  than  on  any  other  route;  and  the  grade  is  one  of  the 
controlling  elements  in  the  cost  of  carrying  freight.  The 
cost  of  carrying  freight  on  railroads  varies  from  one-half  a 
cent  to  two  and  a  half  cents  per  ton  per  mile.  Where  a 
heavy  business  is  done,  and  the  grades  are  light,  the  cost 
has  been  as  low  as  one-half  a  cent  per  ton  per  mile;  but 
where  grades  are  hightthe  cost  will  very  rapidly  increase, 
even  in  some  cases  as  high  as  two  and  a  half  cents  per  ton 
per  mile. 

Nearly  the  whole  of  the  country  on  the  Northern  Route  is 
susceptible  of  continuous  occupancy  by  our  people.  There 
is  no  such  thing  as  a  desert,  properly  so  speaking,  on  the 
entire  route.  There  are  gaps  or  intervals,  where  it  is  simply 
a  grazing  country.  There  are  portions  of  the  country  oc- 
cupied by  mountain  ranges,  which  would  not  admit  of  pro- 
fitable cultivatoin;  but  as  a  whole  the  country  is  fitted  for 
settlement  and  occupation,  and  must  be  settled  and  occu- 
pied at  an  early  day.  Or,  to  go  more  into  details;  from 
Breckenridge,  on  the  Red  river  of  the  north,  to  the  Divide 
of  the  Rocky  Mountains,  the  route  passes  through  strictly  a 
cultivable  country,  capable  of  continuous  settlement  ex- 
cept for  about  150  miles,  in  three  several  sections  of  about 
equal  lengths.  On  this  portion  you  can  plant  agricultural 
settlements,  at  points  sufficient  for  railroad  or  mail  stations. 
From  near  the  Divide  of  the  Rocky  Mountains,  the  country 
is  capable  of  continuous  settlement  to  within  twenty  miles 
of  the  Divide  of  the  Bitter  Root  Mountains.  The  eastern 
half  the  great  plain  of  the  Columbia,  the  northern  and  the 
southern  portions,  consist  of  rich  river  valleys  and  fertile 
table-lands.  A  portion  of  the  western  half  will  not  furnish 
arable  land  for  continuous  settlements.  Between  the  Colum- 
bia and  the  Cascade  Mountains,  the  line  is  flanked  on  the 
south  by  a  large  body  of  fertile  land,  and  passes  immediately 
through  a  fine  grass  country,  and  for  at  least  half  that  dis- 
tance through  an  excellent  cultivable  country-  From  the 
Cascade  Mountains  to  the  Sound,  the  land  passes  through 
a  continuously  cultivable  country.  The  whole  intermediate 
country  between  the  headwaters  of  the  Missouri  and  the 
greatplain  of  the  Columbiaadmits  of  continuous  settlement 
except  about  forty  miles  on  the  highest  part  of  the  Rocky 
Mountains,  and  thirty  miles  in  the  highest  part  of  the  Bitter 
Root  Mountains. 

The  railroad  line  could  be  laid  over  the  great  plain  of  the 
Columbia  so  as  to  pass  over  a  continuous  cultivable  country 
to  the  Columbia,  except  for  a  t'evr  miles;  but  to  cross  north 
of  the  mouth  oi  the  Snake  river,  which  is  desirable  to  avoid 
detour,  it  will  pass  over  about  fifty  miles  of  country  not 
adapted  to  continuous  cultivation.  There  are  about  fifty 
miles  of  nncultivable  country  between  the  main  Columbia 
and  Puget  Sound.  Thus  in  the  whole  distance  from  Breck- 
enridge to  Seattle,  a  distance  of  1.544  miles,  the  route  pass- 
es through  only  about  32U  miles  of  uncultivable  country. — 
East  of  Breckenridge,  to  St.  Paul  and  Lake  Superior,  the 
country  is  exceedingly  rich,  and  inviting  to  the  settler. 

These  views  of  the  country,  and  which  I  have  presented 
in  my  official  reports,  are  being  amply  confirmed  by  experi- 
ence ;  and  the  analyses  of  the  soils  procured  by  the  recent 
geological  examination  of  this  country  by  Dr.  Evans  have 
demonstrated  that  it  has  all  the  elements  required  for  crops. 
Indeed,  generally  speaking,  there  is  an  unusual  quantity  of 
fertilizing  materials  in  the  soil.  On  the  upper  waters  of 
Snake  river  the  formation  is  trap  and  baialt,  and  the  soil  is 
sterile  and  unfit  for  cultivation ;  but  north  of  Snake  river,  in 
the  parallels  of  the  region  whose  waters  flow  into  Clarke's 
Fork,  there  is  limestone  on  both  sides  of  the  Rocky  moun- 
tains, and  westward,  nearly  to  the  great  bend  of  the  Colum- 
bia. The  general  character  of  the  Flathead  country,  and 
the  extraordinary  change  which  takes  place  in  passing  from 
the  northern  route  to  Snake  river,  some  two  hundred  miles 
distant,  is  shown  in  the  following  extracts  from  Lieut.  Mul- 
lan^s  report: 

il  The  valley  and  mountain  slopes  are  well  timbered  with 
an  excellent  growth  of  pine,  which  is  equal  in  every  respect 
to  the  well  known  and  noted  pine  of  Oregon.  The  advan- 
tages, therefore,  possessed  by  this  section,  are  of  great  im- 
portance, and  offer  peculiar  inducements  to  the  settler. 
Its  valley  is  not  only  capable  of  grazing  immense  bands  of 
stock  of  every  kind,  but  is  also  capable  of  supporting  a  dense 
population.  The  mountain  slopes  on  either  side  of  the  val- 
ley and  the  land  along  the  base  of  the  mountaius  afford  at  all 
seasons,  even  during  the  most  sever  winters,  grazing  ground 
>n  abundance,  while  the  mountains  arc  covered  with  a  beau- 
tiful growth  of  pine.    The  provisions  of  nature  here  are. 
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therefore,  on  no  small  scale,  and  of  no  small  importance  ; 
and  let  those  who  have  imagined — and  some  have  been  so 
bold  as  to  say  it — that  there  exist  only  one  immenss  bed  of 
mountains  from  the  head  waters  of  the  Missouri  to  the  Cas- 
cade range,  turn  their  attention  to  this  section,  and  let  them 
contemplate  its  advantages  and  resources,  and  ask  them- 
selves, since  these  things  exist,  can  it  be  long  before  public 
attention  shall  be  attracted  and  fastened  upon  this  hitherto 
unknown  and  neglected  region  ?  Can  it  be  that  we  should 
have  so  near  our  Pacific  coast  a  section  of  country  of  hun- 
dreds of  thousands  of  acres  that  will  remain  forever  un- 
filled, uncultivated,  totally  neglected?  Itcan  not  be.  But 
let  a  connexion,  and  that  the  most  direct,  be  made  between 
the  main  chain  of  the  Rocky  mountains  and  the  Pacific — 
and  it  can  be  done  —and  soon  will  these  advantagei  necessa- 
rily thrust  themselves  upon  public  attention,  and  open  to 
the  industrious  and  persevering  avenues  to  wealth  and 
power.  Again,  this  section  connects  with  another  of  equal, 
if  not  superior,  importance,  that  of  the  Cceur  de  Al6ne 
country,  which  connects  directly,  by  a  beautiful  section, 
with  the  country  at  and  near  "Walla  Walla;  thus  showing 
that  from  the  main  chain  of  the  Rocky  mountains  to  the 
mouth  of  the  Columbia,  we  possess  a  rich,  fertile,  and  pro- 
ductive area,  that  needs  but  the  proper  means  and  measures 
to  be  put  forth,  and  manfully  employed,  to  be  turned  to 
private  and  public  benefit."        *        *        *        *         * 

"  Looking  back  upon  our  route,  we  saw  we  had  followed 
Bitter  Root  river  to  its  head,  which  we  found  from  its  mouth 
to  be  ninety-five  miles  long,  flowing  through  a  wide  and 
beautiful  valley,  whose  soil  is  fertile  and  productive,  well 
timbered  with  the  pine  and  cotton-wood,  but  whose  chief 
characteristic  and  capability  is  that  of  grazing  large  herds  of 
•  cattle,  aDd  affording  cxcellentmtll  sites  along  the  numerous 
streams  flowing  from  the  mountains.  The  country  thence 
is  watered  by  tributaries  to  the  Missouri  and  its  forks,  to  the 
range  of  mountains  separating  these  waters  from  those  of 
the  Snake  river,  or  the  south  branch  of  Lewis' fork  of  the 
Columbia,  and  is  also  fertile,  but  its  characteristic  feature  is 
the  great  scarcity  of  timber  for  any  purpose,  the  willow  and 
wild  sage  being  used  for  fuel  along  the  whole  route.  The 
geological  formation  of  thi3  section  belongs  to  the  tertiary 
period.  The  capability  of  this  broad  area,  however,  for  graz- 
ing, is  excellent.  It  is  a  great  resort  at  present  for  all  Indi- 
ans in  the  mountains,  the  mountains  and  valleys  affording 
a  great  abundance  of  game,  consisting  of  elk,  bear,  deer  and 
antelope,  while  the  numerous  rivers  and  streams  abound  in 
fish  and  beaver.  The  latter  are  still  caught  in  large  num- 
bers on  the  head  waters  and  tributaries  of  the  Missouri,  but 
are  not  so  anxiously  sought  after  as  years  back,  owing  to 
the  great  depreciation  of  value  in  the  market  east.  The 
whole  country  is  formed  of  a  series  of  beds  of  mountainous 
ranges  or  ridges,  with  their  intervening  valleys,  all  of 
which  are  well  defined  and  marked,  the  decomposition  and 
washings  of  the  rocks  of  the  mountains  giving  character  to 
the  soil  of  the  valley3,  which  may  be  termed,  as  a  general 
thing,  fertile.  The  geological  formations  along  the  Jeffer- 
son fork  and  its  principal  tributaries  are  limestone  and  con- 
glomerate rock.  From  the  range  called  the  Snake  River 
divide,  the  whole  character  of  the  country  is  completely 
changed.  Here  the  geological  formation  is  basatic  and  vol- 
canic principally.  None  of  the  numerous  streams  and 
rivulets  flowing  from  the  mountains  along  the  route  we 
traveled  emptied  into  the  Snake  river,  but  either  sunk  into 
the  ground,  or  formed  small  lakes  in  the  broad  valley  of 
Snake  river.  The  ground  in  most  places  is  formed  princi- 
pally of  sand  ;  and  where  large  beds  of  basalt  are  not  found, 
the  ground  is  of  a  dry,  absorbing  nature,  through  which  the 
■water  sinks,  at  times  bursting  out  again.  It  was  somewhat 
singular,  that  for  sixty  mile3  above  Fort  Hall,  along  the 
main  stream  of  Snake  river,  we  did  not  cross  but  one  tribu- 
tary, and  that  coming  in  from  the  South,  while  none  came 
in  from  the  north  ;  all  of  the  streams,  as  before  mentionod, 
either  forming  lakes  or  sinking  into  the  ground.  This  sec- 
tion is  also  noted  for  the  great  scarcity  of  timber,  and  the 
immense  plains  of  wild  sage  ;  which  is  so  abundant,  that  it 
merits  the  name  of  the  sage  desert  of  the  mountains.  It 
extends  for  many  miles  in  length  and  breadth,  forming  an 
immense  ocean  of  prairie  whose  sameness  is  only  broken  by 
the  '  Three  Buttes  '  of  the  valley,  which  rise  like  islands  in 
the  sea  in  this  broad  and  barren  area.  Its  whole  character 
might  be  included  in  the  word  sterility.1' 

Experience,  moreover,  has  shown  that  there  is  moisture 
enough  for  profitable  tillage.  The  crops  that  have  been 
raised  about  the  Dalles,  at  the  "Walla  "Walla,  in  the  Nez  Per- 
ces  country,  on  the  Spokane,  at  Colville,  in  the  Bitter  Root 
valley,  on  the  Jocko,  on  Sun  River,  at  Fort  Benton,  and  at 
Fort  Union,  show  that  there  is  ample  rain  for  moisture  to  in  - 
sure  a  certain  crop.  I  will  refer  gentlemen  interested  in 
this  matter  to  my  report  for  a  minute  description  of  this 
country  in  this  respect,  and  especially  to  the  forthcoming 
report  of  Dr.  Evans,  which  will  be  found  to  be  exceedingly 
interesting  and  instructive  :  but,  before  leaving  this  subject, 
I  desire  to  say  that  Northern  Nebraska  is  fully  equal,  and 
"Washington  Territory  is  much  superior,  to  certain  provinces 
in  Southern  Russia,  with  which  they  may  be  compared. 
These  provinces,  or  governments,  are  Bessarabia,  Kherson, 
Ekatherinoslaw,  Taurido,  (Crimea,)  Stavropol,  (Caucasia,) 
Astrakhan,  and  the  country  of  the  Don  Cossacks,  and  they 
extend  from  the  mouth  of  the  Danube  along  trie  shores  of  the 
Black  sea,  the  sea  of  Azov,  and  the  Ural  into  the  plains  of 
Central  Asia.  These  all  lie  between  latitude  49  deg.  and  the 
Black  sea,  excepting  Stavropol  and  Astrakhan,  which 
extend  south  between  it  and  the  Caspian  sea,  latitude,  44 
deg. 

In  1651,  including  the  government  of  Koursk,  which  lies 
north  of  40  deg.,  the  population  of  this  region,  containing 
an  area  of  262,000  square  miles,  ranged  from  98  souls  to  the 
square  mile  a3  in  the  government  of  Koursk,  through  the 
Intermediate  numbers  of  4.JW,  (Bessarabia.)  38.8  (Ekathe- 
rinoslaw,) 32  (Kherson,)  20. 6,  (Taurido.)  17.8  (Stavropol,) 
17.6,  (Don  Cossacks.)  down  to  8.8  in  the  government  of 
Astrakhan.  Five  of  these  provinces  produce  more  grain 
than  they  consume — the  export  of  wheat  being  18,000, OHO 
bushels, — two  sufficient  for  home  cousumption.  and  Astrak- 
han only  imports  it.     The  average  return  for  the  same 


province  is  six  times  the  amount  of  seed  sown,  while  for  the 
whole  empire  it  is  only  four. 

In  1847,  over  two  million  bushels  of  potatoes  were  raised 
in  the  five  provinces  bordering  on  the  Black  sea;  Beet  root 
sugar  is  an  important  product.  Large  quantities  of  wine 
are  manufactured,  and  large  quantities  of  fruit  are  produced. 
Tobacco  is  grown  to  a  considerable  extent.  In  this  region 
are  over  two  millions  of  horses,  and  nearly  five  millions  of 
cattle  and  twelve  millions  of  sheep. 

(Concluded  next  week.) 


Grand  Trunk  Railway  or  Canada.— Addit  Depart- 
ment.—The  Traffic  receipts  of  the  Grand  Trunk  Railroad 
of  Canada  for  the  week  ending  April  14,  I860,  have  been  as 
follows  : 

Local  Passengers 12,271      $19,750  97 

Foreign        do      1,841  5,113  71 

Emigrants' 

Mails,  Express,  &.c 2,890  41 

Local  Freight  and  Live  Stock  (Tons).   10,36*2  >£     28,826  11 

*'    Timber  and  lumber — 

1,511,382  ft.     2,423  4,465  98 

"     Firewood,  1,03G}£  cords 1,551  1,016  60 

Foreign  Freight  and  Live  Stock 2,277K       8,795  11 

Total 970"     370,858  89 

Week  ending  April  10,  1859 880        46,963  45 

Incease 90        23,895  43 

Total  traffic  from   July    1,    1859,    ta 

date $2,270,017  49^ 

Total  for  same  period  last  year 1,809,560  95 >£ 

J.  IIARDMAN,  Auditor. 
Montreal,  April  24,  1S60. 


The  earnings  of  the  Indianapolis  and  Cincinnati  Road 
vary  less  than  four  hundred  dollars  from  the  estimate  made 
some   ten   days    since.     The    following    are    the    official 

figures  : 

April,  1859 $29,555 

April,  186-0 35,2>0 

Increase $5,645 

There  were  but  twenty  five  working  days  in  April  this 
year,  against  twenty-six  in  the  same  month  last  year. 
Adding  the  one  day  more  to  April  this  year,  the  increase 
over  the  same  month  last  year  would  be  $7,000. 

The  increase  of  earnings  thus  far,  in  1860,  covers 
the  interest  upon  the  entire  bonded  debt  of  the  Com- 
pany. 

+•&«« 

Jg^'The  New  York  Tribune,  of  the  day  be- 
fore yesterday,  says  of  the  Railroad  Stock 
market : 

The  market  for  the  Railroad  Stocks  has  a 
strong  support  in  the  returns  of  the  export 
traffic  from  the  West,  and  the  intimations  by 
telegraph  of  what  is  going  on  in  that  direc- 
tion early  in  May.  The  New  York  lines  par- 
ticipate, of  course,  in  the  improved  movement 
to  and  from  Chicago,  and  although  slower  in 
making  up  their  traffic  returns,  it  is  pretty 
generally  understood  that  both  the  Central 
and  Erie  are  doing  very  much  better  than 
last  Spring;  first,  in  a  larger  gross  traffic; 
and  secondly,  in  the  resulting  profit  of  the 
business,  to  which  the  good  understanding 
between  the  two  managements  materially  con- 
tributes. There  is  a  continued  demand  for 
Erie  Shares  from  abroad,  and  the  price  has 
attained  $18.  The  Mortgages  of  the  Compa- 
ny are  firm,  but  in  less  demand  for  the  later 
issues  than  some  weeks  ago.  The  Shares  of 
the  Central  are,  as  usual,  the  barometer  of 
speculation,  and  the  fact  that  they  have  varied 
scarcely  one-half  per  cent  within  the  week, 
shows  a  steadier  confidence  in  the  market 
than  might  have  been  anticipated,  after  the 
great  rise  and  excitement  early  in  April.  The 
Rock  Island  Shares  have  improved  rapidly 
since  the  resumption  of  dividends,  but  more, 
perhaps,  on  the  increased  traffic  on  the  line 
within  the  past  week  or  two  than  from  any 
other  cause.  The  Michigan  Roads,  and  the 
Galena  and  Toledo,  are  feeling  a  similar  in- 
fluence. The  new  administration  of  the  Mi- 
chigan Southern  are  especially  encouraged 
by  the  active  share  of  business,  and  the 
good  condition  in  which  they  find  the  Road. 


MONETARY  AND  COMMERCIAL. 

The  extreme  pressure  noticed  in  the  first  few  days  of  the 
month  has  in  a  great  measure  passed,  without  doing  any 
serious  damages  in  financial  circles.  We  hear  of  no  one 
who  has  been  seriously  incommoded,  though  an  unusually 
shortness  of  currency  was  every  where  manifest.  This  was 
probably  owing  more  to  a  desire  on  the  part  of  the  bankers 
to  create  exchange  and  thus  take  advantage  of  its  rise  than 
to  any  very  unusual  amount  of  offering  for  discount.  For 
the  past  day  or  two  the  regular  houses  have  taken  all  the 
really  good  paper  offered  them  by  their  depositors  at  their 
usual  rates,  while  outside  transactions  have  ranged  from  10 
to  18  per  cent.,  rather  favoring  the  low  rates.  All  paper  is, 
however,  scrutinized  very  closely  and  none  but  strictly  busi- 
ness paper  meets  with  favor. 

Exchange  on  the  east,  which  at  our  last  dates  had  run  up 
to  |,  has  slightly  declined,  and  we  quote  it  to-day  at  £  buy- 
ing and  i  selling.  Gold  the  same.  New  Orleans  may  bo 
quoted  at  par  buying  to  £  selling. 

The  New  York  Tribune  says  :  In  the  bond  market,  with- 
out important  transactions,  the  quotations  were  well  sus- 
tained. The  Erie  issues  were  firm  at  full  prices.  Missouri 
6s  sold  at  83},  "Virginia  92|,  Tennessee  91,  &c.  Erie 
Convertibles  sold  at  42.  The  First  Mortgage  was  99$,  bid; 
2d,96J;  3d,  84£;  4thC6@70;  5th,  584@59;  Sinking  Fund, 
41,  &c.  Other  bonds  were  dull,  but  very  firm.  The  closing 
sales  were  :  Virginia  6s,  92£@92£;  Missouri  Gs,  83^@83£; 
Canton  Co.,  20£@2]£;  Delaware  and  Hudson  Cannal,  99| 
@10U;  Pennsylvania  Coal,  83£@84£;  Cumberland  Coal  Co., 
:4@14i;  Pacific  Mail  Company,  104£@105  ;  New  York 
Central  Railroad  Company,  79£@79j};  Erie  Railroad  Co., 
19i@19£;  Hudson  River  Railroad  Co.,4]£®42;  Harlem 
Railroad  Co.,  13@13i;  Harlem  Preferred,  38J@3S$;  Read- 
ing Railroad  Co.,  42£@43;  Michigan  Central  Railroad  Co., 
48}@49;  Michigan  Southern  andNorthern  Indiana  Railroad 
Co.,  12£@12f;  do.  Guaranteed.  24^@24J;  Panama  Railroad 
Co.,  145i@146i;  Illinois  Central  Railroad  Co.,  59£®60. 

CtNciNNATi  Stock  Market. — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the 
following  rates  : 

BONDS, 

Little  Miami  R.  R.  Co.,  6  per  cent.  Mort- 
gage Bonds 85  and  int. 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 

Mortgage,  7  per  cent.  Bonds 95         " 

Cincinnati,  Hamiltqn  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage,  7  per  cent.  Bonds 85        *• 

Indianapolis   &   Cincinnati   R.   R.    Co  ,  First 

Mortgage,  7  per  cent.  Bonds 85        *' 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 70 

Covington  and  Lexington  -It.  R.  Co.  First  Mort- 
gage Bonds,  7  per  cent 75 

Covington  and  Lexington  R.  R.  Co.  First  Mort- 
gage 6  per  cent.  Bonds 70 

Covington  &  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent 70 

Covington  &  Lexington  R.  R.  Co.,  10  per  cent, 
preferred.  Income  Bonds 12 

Columbus  &  Xenia  R.  R  Co., 7  per  cent.,  div- 
idend bonds 90 

Cincinnati  Bonds  Municipal 94 

Cincinnati  Bonds  Railroad 80  to  85 

STOCKS. 

Little  Miami  R.  R 86 

Columbus  &  Xenia  R.  R 85£ 

Cincinnati,  Hamilton  &.  Dayton  R.  R.,  ex.  div.  71 

Indianapolis  &.  Cincinnati  R.  R 38 

Farmer's  Bank  of  Kentucky  Stock I23£ 

Ohio  &  Mississippi  R.  R.  Co.,  Trustees' Certifi- 
cates   15 

Ohio   Life  Insurance  &  Trust  Co.,  Receivers' 

Certificates .  124 

The  official  statement  of  the  earnings  of  the  Michigan 
Southern  Road  in  April  is  as  follows: 

1859.  1860. 

Passengers ©67,922  29         $59,461  81 

Freight 68,758  89  105,683  23 

Mails 4,435  5fi  4,3  (I  3d 

Express  and  miscellaneous.,.-         4,141  65  24,540  14 

Total 145,258  39  193.595  58 

Increase 548,737  17 

The  first  report  (by  telegraph),  which  put  the  increase 
$30,Ot;(j,  was  exclusively  of  miscellaneous. 

The  earnings  of  the  Ohio  and  Mississippi  Railroad  for 
April  will  probably  be  about  $77,1100,  exceeding  those  of  the 
corresponding  month  last  year  by  about  $1,000. 

The  earnings  of  the  Toledo  and  Webash  Railroad  for 
April,  186'),  were  : 

Psssengers $19,618  45 

Freight 50,794  00 

Mail  and  Express 3,266  Gfi 

Total 73,679  U 

April,  1859 ' 68,096  89 

Increase $5,582.22 
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The  traffic  of  the  ininois  Central  Railroad  for  April,  was 

follows  : 

Total  earnings  for  April,  18G0 $  102,252 

Total  earnings  for  April,  1859 152,271 

Gain 411,011 

The  following  is  a  comparison  of  the  receipts,  expenses 
and  net  earnings  of  the  Central  Railroad  of  New  Jersey  for 
the  three  months  ending  March  31,  of  the  present  year,  with 
the  same  months  of  last  year  : 

18G0.  1850.  Increase 

January  875,11)5  33        61,145  27        13.060(16 

February 

March 


75  8 II  05 
103,075  33 


65  M>0  06         10.002  90 
74,519  14        29,150  19 


53.119  15 
18,747  55 


Total  Receipts....  254,592  02      201.473  47 
Expenses 102,140  37        83,308  82 

Netearnings 8152.440  25      118.074  65        34,37160 

The  following  is  a  synopsis  of  the  Banks  of  Kentucky,  as 
officially  reported  in  the  Banker'**  Magazine  : 
January.  Capital.  Circulation.  Loans. 

1851 87,030,000  $7,050,000         811,713,000 

1R52 8,1IU\000  8,561,000  14,532,000 

1853 9,076,(100  11,71.2,000  17,222,000 

J654 ln,(,22,0()0  13,573,000  3(1,728,000 

1855 10,313,000  8.628,000  10,826,000 

1850 10  404,1100  12.034,000  20.00(1,000 

1857 1()',433,(I00  13,485.000  22,086,000 

1858 10,074,000  8,^84,000  17.042.000 

1850 12.141,000  14.345,000  23,074,000 

1890 12,6IjO,000  13,520,000  23,348,000 

The  State  of  Michigan,  with  a  population  of  about  600,- 
0(r0,and  taxable  property  to  the  extent  of  8100,000,000, 
has  only  four  Banking  Institutions,  with  a  combined 
capital  of  only  $786,000;  circulation,  8221,000,  and  loans, 
8958.000,  viz : 

Banks.  Capital.      Circulation.        Loans. 

Peninsular  Bank 8347,500         $50,000         $300,000 

Michigan  Ins.Bank....     200.000  132,000  467,000 

Farmer's  and  Mech.  B'k     188,955  10,000  153,000 

State  Bank 50,000  23,000  38,000 


Total 8786,405  221,000  958,000 

The  total  specie  of  these  Banks  at  the  close  of  the  year 

1859,  was  836,000. 
The  message  of  the  Governor  of  Connecticut  gives  the 

receipts  into  the  treasury  of  the  State  for  the  year  ending 

April  1,  as  follows  : 

For  dividends  on  Bank  Stocks $26,470  00 

J?or  taxes  from  towns 117,686  04 


For  taxes  from  railroads. . 

For  taxes  from  savings  banks 

For  taxes  on  stocks  of  non-residents.. 

From  other  sources 

For  hills  payable 


18,42(1  85 
44,157  51 
10,765  30 
21,954  80 
50,000  00 


Total 8302,160  00 

he  expenditures  were : 

State  expenses  and  interest 8222,270  95 

Bills  payable 05,000  00 

287,270  95 

Cash  in  Treasury 814,889  g5 

The  expenses  of  the  year  are  819,934  38  less  those  of  the 
preceding  year.  The  indebtedness  of  the  State,  after  de- 
ducting the  amount  in  the  Treasury,  and  $918  31  due  from 
the  towns,  is  $3!,142  04. 

There  are  seventy-three  banks  in  the  State,  with  an  ag- 
gregate- 
Capital  of $21,626,167 

A  circulation  of 7,703,990 

Deposits  amounting  to 5,403,5-16 

Specie  amounting  to 950,138 

Specie  funds  deposited  in  Boston  and  New  York 

for  the  redemption  of  their  bills 2,935,054 

The  whole  length  of  railroad  built  within  the  Stcte  is  602 
miles,  constructed  at  a  cost  of  $^9  831.532  04,  of  which 
818,727,717  31  has  been  paid  in.  The  gross  income  has 
been  $3,527,903  70,  which  is  an  increase  of  8409.921  64. 
The  net  income  has  been  $1,221,707  51,  or  4  per  cent  on  the 
cost,  showing  an  increase  of  8175,392  59. 

The  earnings  of  the  Chicago  and  North-Western  Road 
from  'i2d  to  3Hh  April,  were  : 

Passengers  $5,125  31 

Mail S402  14 

Express 182  82 

585  96 

Total 5,71177 

Freight 115.551  49 

Total 17,203  17 

Corresponding  week,  1859 7,554  09 


Increase , 9,706  98 

The  earnings  for  the  entire  month  were  : 

Passengers 818,745  49 

Mail 81,612  50 

Express 731  25 

2,343  75 

Total 21,089  24 

Freight 29,269  82 

Total 

In  1859 

Increase .       ... 


The  following  are  the  Hudson  River  Railroad  earnings 
for  April 

April,  1860 $134,005  77 

April,  1859 121,123  24 

Increase $13,482  53 

The  following  are  the  receipts  of  the  New  York  and  New 
Haven  R.  R.  Company  : 

Earnings  for  April,  1860 SUH.437  58 

Less  due  other  roads 18,799  60 

Balance $82,637  93 

Receipts,  April,  1859 77,860  52 

Increase £4,777  46 


ENGINEERS'  INSTRUMENTS. 

FOR  SALE  LOW— 4  Engineers'  Levels ;  2  Surveyors' 
Compasses  ;  one  Transit.     They  have  been  but  little 
used  and  are  in  good  order. 

JAMES  FOSTER,  JR.  &  CO., 
My  10—51.  S.  VT.  Corner  of  Fifth  and  Race  Sts. 

/"tONTRACTS  for  Kails  at  a  fixed  price,  or  on  com 

V^  mission,  delivered  at  an  English  port,  or  at  a   por 

in  the  United  States,  will  be  made  by  the  undersigned 

THEODORE  DKHON, 

nol3  10  Wal,  Broadway, New  Yor 


I860.     Spring  Arrangement.     1860. 
CLEVELAND, 

COLUMBUS  CINCINNATI, 

LAKE  SHORE 


&m^^EW>sm^ 


FOR  NIAGARA  FALLS,  WHITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

6  A.  JTI.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Coluinhus  10.15  a.  fit.,  Cleve- 
land 2.50  p.  m.,  Dunkirk  8.25  p.  M.,  Buffalo  9.50  p.  m..  New 
York  next  day  at  2.15  p   H.,  and  Boston  4.00  p.  m. 

H^p  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.  tO  A.  M»  Day  Express  from  Cincinnati,  Hamil- 
ton and  Dayton  Depot,  West  Sixth  street — Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.0b"  p.  m,, 
Cleveland  8.55  p.  m.,  Dunkirk  2.50  a.  m.,  Buffalo  4.20  a.  m., 
New  York  same  evening  at  9.10  p.  m.,  and  Boston  11.30 

P.  M. 

H3f*  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

1 1*00  P.  M.  Night  Express  from  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Columbus  3.40  a.  m.,  Cleve- 
land 9.50  a.,  m  ,  Dunkirk  3.55  p.  M.,  Buffalo  5  25  p.  M.,  New- 
York  nextmorning  at  9.45  a   m.,  and  Boston  1.00  p.  m. 

JC/3  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

JJTr1  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  FOR  TICKETS  VIA  COLUMBUS  AND  CLEVE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

THE  OLD  RELIABLE  ROUTE  TO    PITTSBURGH 
AKD  PHILADELPHIA,  IS  VIA  CliE^TLIXE. 

G.OO  A.  IVI.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street — Arrives  at  Columbus  at  ID. 15  a. 
m.,  Crestline  12.40  p  m.,  connects  at  Pittsburgh  same  even- 
ing with  8. 40  p.  m.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  m. 

10»  IO»  An  M.  Day  Express,  from  Cincinnati,  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  k  , 
Crestline  6.15  p.  m.,  connects  at  Pittsburgh  next  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m. 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts- 
burgh. 

11.00  P.  Iff.  NightExpress, from  LittleMiami  Depot, 
East  Front  Street — Arrives  at  Columbus  at  3.40  a.  m.,  Crest- 
line 6.45  a.  m.,  connects  at  Pittsburgh  with  4.00  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  h. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 

Ask  for  tickets  via  Columbus  and  Crestline. 

Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  o'  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER,  General  Ticket  Agent, 

L.  M.  and  C.  H.  Sc  D.  Railroads,  Cincinnati. 

U.  C.  MARSHALL,  General  Ticket  Agent. 

E.  S   FLINT,  Sup't. 

N.  C.  UA^1;*,  Agetit,  Cincinnati. 


W.  G.  HYNDMAINTS 


Patent  Portable  Forge  and  Mlows. 

THESE  FORGES  are  superior  to  all  oU&auUr  build- 
ers  of  railroads,  mines,  quarries,  gunamitba,  Iock- 
smiths,  machine  shops,  boiler  makers,  c-as  fitters  and 
mathematical  and  optical  instrument  makers.  Tney 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any- 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
Fortes  wllladdresa  W.  G-.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 


SHORT    LINE 


SHORTEST  ROUTE  BY  THXRTX MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M.— TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:3(1  P.  M. 

G.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10  A3  P.M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^iCff-  Be  sure  you  are  io  the  right  Ticket  Office  before  yon 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrenceburg  &  Indianapolis 

DCS"  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through. 

THROUGH  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House.  Corner;  at  the  "Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  Prksidkkt. 

CINCINNATI,   WILMINGTON, 

AND  ZANESVILLE 
II  ^  I  L  K    O  ^L  X?  . 

Two  daily  trains,  at  6  A.  M.  and  6  P.  M.,  from  Little  Mi- 
ami Depot.  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Retokninq  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.411  V.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

YV  EY  BOND,  Receiver. 


THE    RAILROAD    EEOORD. 


143 


PATENTED  GAS  WORKS 

OF  THE 


AIHI  f  AS 


Gas  "Works,  to  be  generally  adopted  by  th  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
establishments  requiring  much  light,  should  possess  the 
following*  advantages,  to  wit:  great  simplicity  of  con 
struction  and  operation;  reliability  to  injure  a  regular 
supply  oi  light;  purification  of  the  gas  to  prevent  clog- 
ging ;  freedom  from  unhealthy  and  offensive  odors  *,  safety 
from  fire  and  explosion  ;  adaptation  to  different  materials, 
and  to  work  days  only,  or  continuously,  as  required; 
lastly  and  chiefly,  economy  both  as  to  repairs  and  cost  of 
the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  ?  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  ;  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  refer  to  the  Scientific  American 
of  March  13,  1£58,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simpliafy  of  construction  peculiar 
to  the  Aubin  Works,  the  retcrt  is  the  only  part  exposed  to 
destruction,  except  of  course,  after  a  use  of  "years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  trifling. 

The  Cost  of  the  Gas  J 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  3'iO  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 


TRICE  OF  THE  AUBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  3Ut)  cubic  feet, $300  00 

do  do  350        «  335  00 

do  do  400        «  375  00 

do  do  500        »  450  00 

do  do  600        "  525  00 

do  do  700        *«  GliO  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  hotter  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gas  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  that  an  ordinary  fish- 
tail burner  (known  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing  the  Contents  and  best 
Proportions  of  <*a.someter:<*  from  400 
to  4000  ft.,  and  the  Pi  umber  of  Lights 
they  \v  illsupply  for  a  giren  time. 

Contents  in    No-  of  hours  ,       Diameter  of        Ileight  of 

Cubic  Feet*    for  10  lights.         Gasometer.       Gasometer. 

400  20  10  ft.  5  ft.  3  in. 

500  25  1 0  ft.  6  ft.  Gin. 

750  37  12  ft.  Gin.  6  ft.  2  in. 

1000  50  13  ft.  7ft.  8  in. 

1500  75  15ft.  8ft.  Gin. 

2000  100  17  ft.  3  in.         8  ft.  7  in. 

2500  125  IP  ft.  10  ft. 

3000  150  20  ft.  10  ft. 

*I500  175  20  ft.  Gin.        10  ft.  1  in. 

4000  200  21ft.  lift.  9  in. 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and. lithographic  plans  of  the  large 
private  works  (for  factories.  &c,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

R.  T.  C0VERDALE, 

107  Walnut  Street,  Cincinnati.  Ohio, 
who  has  the  exclusive  right  to  manufacture  and  sell  in  the 
State  of  Ohio. 
Feb.  24th,  1859. 


APPLEGATB  &  CO., 

Booksellers. Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St.   Cincinnati  O. 


APPLEGATE  &  CO 


APP^KGATE   &  CO.,  Book- 
sellers,  Stationers  and    Blank-book 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invito  tho  attention   of  Booksellers, 
Country  merch  ants,  Teachers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal, Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blink-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble   arrango  ments   with   the 
leading  publish  ers,  as  well  as 
the  p  r  i  n  cipal                 manufact  urera 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments  to    purchasers.       We  respectfully 
solicit  n  comparison  of   stock  and  prices 
with  any  other  house    in  the  West. 

B00XSELLEBS, 

Our   Stock    of    Stationery 

is  very  complete,     embracing 

in  part   all  the    varieties    of  Cap, 

Letter,   Packet,    Commercial,    Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  Env  el- 
Pens,  Penhold- 
rack  s,  Copying 
Books,  Ink  and 
euros,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers,  Fencils,  Pen- 
pr  esses,  an  d 
Inkstnnds;  Era- 
wax,  Wafers, 
Banker's   cases, 

head  boxes.  En- 


velope and    Card  cases ,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  coun  ting-  house. 

Sia$ioner$, 

To  our  Blank   Books  wo 
/■>        especially    call    attention,    as 
-    they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from 


the  small  memo* 
the  large  Super 
rial  Ledger,  and 
variety  of  styles 
w  nrkm  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  o  f  pa- 


randum  book  to 
Koyal  and  Impe- 
bound  in  a  great 
an  d  of  superior 
Books  made  to 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  of 


ruling    and   durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS, 


We  dre  prepared  fo 
Print  and  Bind  books 
tion  and  in  any  style 
sired,  n.1  rates  as  low 

quality  of  work 

t      c  u  t  e  d  in  this 

where.     Our 

executing  these 


Stere  otypon 
of  any  descrip- 
that  may  be  do- 
as  the   sanaa 

can  be  ese- 
city  or  else- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style   and  on      short  notice. 


Merchants   and 
l£j    Bills  of  Lading, 

B-ailroad    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch-.     Orders  re- 


others  Tvishing 
Bill    Heads, 

Dray    receipts,    ® 
any  other  descrip- 
please  bear  in  mind 
with  neatness  and 
spectfully  solicited. 


Publishers 


Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumero- 
ftion  of  the  more  prominent,  which  are, 
Clarkes'   Com-  men  fa- 

ries, Dick's  Works,  Ko  U 

lin's  Ancient  History,  Plutarch's 
L^'es,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     etc  and  can  not  fail  to  please. 
Wo  in       vite  all  to  give  us  a  call. 

43  MAIN  STKEET.  ClN. 


W.  HARVEY'S  SATETY  JOINT 


For     Coupling    the    Ends    of   "  T" 
^PATENTED,  NOT.  2,  1858. 


Bail 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  whii  h  is  applied  on  the  outer  sido 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  he  of  such  form  as  to>  All  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
hear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case- 
the  lower  part  of  said  plate  rests  partly  upon  the  base  or  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
mi  Fig.  3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  pro|eet 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withteshegeflanof  the  wheels.  Al.cl  its  lower  part,  like  tho 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  ave 
furnished  with  vertical  slots  to  receive  kevs.  which  are 
driven  through  them,  and  correspondingverticalslotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  bv 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  their  place. 

The  plates  C  and  DT  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and"secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  lias  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  tha.to.ei- 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  umado 
for  expansion  and  contraction  between  the  tongues  and 
slots  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  present  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  o  f 
the  rolling  stock  of  the  road. 

>V.  HARVEY,  Inventor  and  Patentee, 
41  Jefferson  street,  Albany, 
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PROSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FKOM  EIYD  TO  END. 

Fjft.RIS'    I"-A.1,aE33XrT 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATER    SUPPLY,    ACIDS,    ETC. 

SOI,E    T  M  P  O  R  T  E  R  S  . 

PKOSSKK'SPA'I'ENT  HCUCACK  CON- 
I>EIVSKR»  for  high  pressure  Bteam,with  sea  or 
other  hart  bailer  water,  gauges,  3-culter  drills,  counter- 
eittks,  tube  end  cutting  bars,  expanders,  tube  scalers, 
tteel  wire  and  whalebone  brushes,  pall  lever  icrene/ies, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Boilers.  TIIOS.  PROSSKR  &  SON, 
»7jan.  28  Piatt  Street,  New  York 

If.  G.  LOEDELL.        1.  S.  M'COMBS.        I>.  P.  BUSH. 


WHEELER  &  WILSON'S 


Wilmington  —  -----  Delaware 

MANUFACTURERS  OF 

Esaaaai  ^7  s  is  s  &  $ 


For  R.  R.  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

FOR   THEIR 

CELEBRATED    "WHEELS, 

EITHER   SINGLE  OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 

To    Hammered  or    Rolled   Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


hd2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE-- 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  -Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Mates 
of  foreign  and  Domestic  Letter  Postage  ;  Mates  of 
Printed  Hatter,  7)*ansient  and  Megular ;  Abstract 
of  the  Laics  and  Regulations  of  t fie  Post-Office  De- 
partment, &c,  &c. 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincimiati. 

Price   Twenty-Five   Cents. 

READ  THE   FOLLOWING  CERTIFICATE. 
V.  S.  Blank  Agency,  Cincinnati  Post-Office ,) 
January,  1859.     j 
This  work  has  been  carefully  compiled  and  corrected  by 
E.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  0.,from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  most  complete  list  of  Pnst- 
Oflices,  especially  of   the    Western,    North- Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Mian  ks ,  &c.,for  P.  0.  Depart. 

The  book  makes  an  actavo  pnmphlet  of  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
jjSler  is  promptly  advised  of  all  New  Offices,  Changes  and 
Regulations  of  the  Department,  the  informationis  corroctsd 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Conn- 
ies, making  it  especially  valuable  to  business  men.  No 
similar  arraugemont  has  been  published  since  1850.  There 
are  301)0  more  offices  in  this  than  in  any  book  heretofore 
issued.  77ie  Price  is  one-half  that  of  any  work  of  the  kind 
n off  published. 

JO3  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps,  Five  Copies  sent  for  ®].00,  or  Twelve 
Copies  for  $2.u0. 

Address,  C.  S.  WILL1IAMS,  * 

1H4  Walnut  Street, 

Mu.fl  10  Cincinnati,  Ohio. 


SEWING  MACHINES. 


WIH,  «T7i?INFR  6c  CO.,  cor.  Fourth  and  "Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH   OFFICES: 
Louisville,  Ky.,  Columbus,  0., 

Lafayette,  lnd.,  .  Dayton,  O., 

Indianapolis,  lnd.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  noon,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Hollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  alike  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesl  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

]£j=Send  or  call  for  a  eircular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehfa:  WM.  STJMNFR  &  CO. 

10f\C\  lteSe  N~°-  '  Railroad  Spikes,  5}  by  9-16th 
j  &  W    Corby,  Gossin  &  Co.'s  make,  for  sale  very 
low  by  TRABER  &  AUBERY, 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BRO., 

172  Elm  Street,  bet.  4th  and  bth, 
CINCINNATI,  O. 
Sole  Manufacturers  of  McGowan'  8  Ucrable  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine) 

WOULD  respeotfullyiuvite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners, andthepub 
lie  generally  to  these  Pumps* 
as  the  best  Pump  now  in  use' 
and  acknowledged  by  all  who 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion,  compact, durable  and  not 
likely  toget  out  of  order;  wei" 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Distille 
ries,     Breweries,     Kurnaces 
Mines,  Rolling  Mills,  Pape- 
Mills,  Factories,  Wells,  Cis 
terns,  SUitionory  File  Engines, Garden  Knginesandf% 
all  purposes  whore  a  Pump  can  be  used.   Also,  for  for- 
cing  a  large  body  of  waterto  agreatheightordistance 
rapidly. 

Also,  McGowan  s Patent  Ball  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c  Hose  Cou  pi  ins 
Lead, Copper  and  Gas  Pipe  furnished  atthelcwestrna* 
kel  prices. 

FulWnd  perfect  atisfactionguaranteed  in  allcases, 
when  properly  put  up  according-  to  directions. 

Orders  thanltfully  received  andpromptlyfilledatt  he 

shortest  notice. 

SILVER     MEPAu      (The  highest    prize)  awarded 

es  e  pumps  and  Steam  Pumping  Engine  atth    late  Fa 

Ohio  Mechanics'  Institute  June^l8,  1855  — J 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 

Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Kails  on  terms  favorable  to  parties  wantiDK  to  pur* 
chase  Ag.4,m.fJ. 

~  FREEDOM  IRON  COMPANY, 

MAVUFACTCTERS  OF 

LOCOMOTIVE    TTEE, 

Engine  and  Car  Axles,  Pump  and  PMon  Eods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Letvistown,  Milflin  Co,,  Penn, 

JOHN  A*  WRIGHT,  SnpH, 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


KEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp-.  7  tJO  a.  x. 

Mail 9.00  a.  x. 

New  York  Exp. .11-15  a.  k. 

Night  Exp 5.00  p.  m. 

Utica  Accom'n..  6.00  p.m.    A 

N.  Y.  Mail 11. 15  P-  M. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  X. 

Mail _  

Cleveland  Exp..  6.00  p.  m. 
Cincinnati  Exp. 11.00  p.  s, 
Utica Accom'n..  — 


Arr.  Buffalo. 

7  00  p.  x. 

12.50  a.  x. 

9.00  p.  m 

4.0*1  A.  M. 

.  r.  lo.oo  p.  m 
in.o<  a.  m. 
Leave  Bridge. 
5.15  a.  m. 

8.00  A.  M. 


Arr.  S.  Br. 
7  00  p.  x. 

9.00  p.  X. 
4.00  a.  II. 

10.00  A,  x; 

Ar.  Alb'y 
3.30  p.  x. 
S.OO  p.  X. 
2.30  p.  x 
4.-I0  a.  X 
P.30  a.  a 

10.00  a. 


CINCINNATI 

L0C0M0TIYE  WORKS. 


Theundersigned  are  prepared  to  furnish  Locomoti* 
equal  in  etliciencj and  durability  to  the  best  Easter 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heavy 
forging  and  casting  done  at  short  notice.  Also,  bolts  fo 
bridges  cu   withdispatch. 

a  MOORE  &  RICHARDSON- 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  of  Col.  R.  \\  . 
mOKGAlV*  a  distinguished  graduated  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chines.Construction.  Agricultural cThemistry  and  Mining 
Geology;  also  in  English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accompaniedby  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,   admit   ol   selecting  studies  to  sui 
time  means, and  objectofProfessionalpreparalion.both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.    Charges,  5103 
per  half-yearly  session,  payable  in  advance. 

Address  the'  Superintendent,  at  ■■*  Military  Institute 
Franklin  Springs, K.y.  ""or  theundersigned. 

P.  DUDLEY. 
President  of  th   Board 
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E.  D.  MAETSFIELD, 
T.  WRIGHTSON. 


Editors. 


CINOIN  NATI: 
Thursday   SJinriiiiig,    May   IT,  1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING \ 

BY  WRIGHTSOK  &  CO. 
OFFICE  -No.  167   Walnut    Street. 


SUBSCRIPTIONS — $S  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 

«  ADVERTISEMENTS. 
A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, 91 1  00 

"        "        per  month 3  00 

"        "        six  months, 12  00 

M       **        per  annum, 20  00 

'*    column,  single  insertion,. 5  00 

"        u        per  month, 10  00 

"        "        six  months, 40  00 

*•        "        per  annum, 80  00 

*'    page,  single  insertion, 15  00 

**        *-        permonth, 25  00 

"       ■«        sixmonths, 110  00 

«        «        per  annum 200  00 

Cards  nolexceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 
Subscriptions  and  communications  addressed  to 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors. 

JTr"  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

THE    EDITORIAL   EXCURSION. 


BALTIMORE  AND  OHIO  RAILROAD. 

In  company  with  may  other  members  of  the 
Editorial  fraternity,  at  the  invitation  of  the 
Baltimore  and  Ohio  Railroad  Company,  we 
assembled  at  Wheeling,  Va.,  on  the  4th  of 
May,  and  proceeded  by  special  train  over  the 
Baltimore  and  Ohio  Railroad  to  its  eastern 
termini.  We  had  on  several  occasions  passed 
over  the  road  from  Baltimore  to  Cumberland, 
and  then  crossed  the  mountains  in  stage 
coaches  on  the  old  National  road,  and  were 
thus  made  somewhat  familiar  with  the  charac- 
ter of  the  route  over  which  the  line  of  the  B. 
&  0.  R.  R.  runs,  but  we  confess  that  we  were 
unprepared  for  the  grandeur  of  the  scenery 
which  we  witnessed. 

The  weather  was  charming — just  enough 
rain  had  fallen  to  lay  the  dust,  and  to  clothe 
the  young  verdure  with  a  more  brilliant  green, 
and  all  nature  seemed  to  aid  in  swelling  the 
tide  of  hilarity  that  filled  the  bosoms  of  the 
happy  throng.  The  Excursionists  were  fur- 
nished with  E.  C.  Knight's  new  patent  sleep- 


ing cars,  which  are  not  only  the  best  sleeping 
cars  extant,  but  also  the  best  and  most  conve- 
nient and  superb  of  day  cars  that  we  have  ever 
traveled  in,  and  were  accompanied  by  the 
(nfc  officers  of  the  road,  who  took  great  pleasure 
■'jointing  out  the  principal  objects  of  interest. 
Whenever  we  reached,  a  place  of  surpassing 
beauty  or  grandeur  the  train  was  stopped, 
and  a  full  opportunity  allowed  to  all  to  wit- 
ness the  scene,  and  revel  in  the  glories  of 
nature.  Among  the  most  interesting  inci- 
dents of  the  trip  was  a  visit  to  the  domicil 
of  an  old  pioneer,  Mr.  Church,  who  was  born 
in  England  in  1751,  was  a  soldier  under 
Lord  Cornwallis,  and  is  now  full  of  vigor  at 
the  age  of  109  years.  Mrs.  Church  is  al- 
most as  antiquated,  being  107,  and  then- 
youngest  daughter,  who  was  sitting  by  them, 
is  hale  and  hearty,  having  already  passed 
her  eightieth  summer,  and  seemed  to  be 
rather  pleased  with  the  sobrequet  of  "  an  old 
maid.  ' 

The  bridges  over  the  principal  streams, 
and  the  viaducts  over  the  deep  ravines 
of  the  mountains,  are  master  works  of 
art,  and  the  engineering  skill  necessary  to 
conduct  the  iron  path  over  the  craggy  rocks 
and  almost  perpendicular  cliffs,  and  to  de- 
scend from  the  mountain  tops  a  distance  of 
2,000  feet  in  seventeen  miles,  of  no  ordinary 
character.  About  seven  o'clock  in  the  even- 
ing we  reached  Cumberland,  where  we  remain- 
ed in  very  comfortable  quarters  at  the  Revere 
House.  We  were  much  pleased  with  the  very 
neat  appearance  of  the  town,  and  the  pictur- 
esque beauty  of  the  scenery  with  which  it  is 
environed. 

Eight  o'clock  again  found  us  in  the  cars 
and  we  sped  our  way  along  the  iron  track — 
the  mark  of  the  nineteenth  century — down  the 
valley  of  the  Potomac.  We  dined  at  Martins- 
burg,  Va.,  which,  we  are  happy  to  find,  not 
the  same  Martinsburg  which  we  had  some 
vivid  recollections  of  visiting  some  14  or  15 
years  ago,  at  which  time  an  accident  hap- 
gened  to  the  engine,  and  we  had  unfortunate- 
ly to  wait  in  Martinsburg  ten  hours  without 
refreshments,  because  it  was  Sunday,  this  time 
however  we  were  received  with  loud  roaring  i 
cannon  and  lively  martial  music,  and  an 
abundance  of  the  good  things  served  up  with 
true  Virginia  hospitality.  At  Harper's  Ferry, 
famous  in  olden  as  well  as  modern  times,  his 
Honor  the  Mayor,  with  two  military  companies, 
gave  us  a  hearty  welcome,  and  took  great 
pains  to  show  the  visitors  such  little  acts  of 
curtesy,  as  made  our  stay  of  an  hour  most 
agreeable.  It  would  be  vain  for  us  to 
undertake  to  sufficiently  praise  either  the 
magnificence  of  the  scenery  on  the  line 
of  the  road,  or  the  warm  hearted  hospi- 
tality and  cheering  that  greeted  us  at  every 
town  and  hamlet.  No  exertions  were  spared 
either  by  the  people  or  Railroad  Company  to 
render  the  trip  one  of  the  most  pleasant  and 


agreeable  that  has  ever  taken  place  in  the 
history  of  railroad  excursions. 

We  reached  Baltimore  early  on  Saturday 
evening,  where  the  bulk  of  the  party  remained 
until  Tuesday  morning.  Monday  was  mostly 
occupied  by  visiting  various  places  of  note  in 
the  Monumental  city,  in  receiving  courtesies 
from  the  merchants,  business  men,  and  mem- 
bers of  the  city  press  of  Baltimore,  and  the 
evening  was  appropriately  closed  with  a  splen- 
did banquet  given  at  the  Entaw  House  by  the 
merchants,  where  wit,  wine  and  beauty  vied 
with  each  other  to  see  which  could  sparkle 
most. 

Tuesday  morning  the  excursionists  started 
on  a  special  train  for  Washington  city,  and 
after  visiting  the  various  federal  institutions, 
including  Congress  in  session,  they  made  a 
call  on  the  President,  and  were  received  with 
that  dignity  as  well  as  democratic  simplicity, 
that  so  well  becomes  oAr  venerable  Chief  \fij 
Magistrate.  The  after  portion  of  the  day  was 
devoted  to  a  pilgrimage  to  the  Tomb  of  Wash- 
ington. The  small  but  comfortable  steamer 
Thomas  Collyer,  with  her  gentlemanly  com- 
mander and  clever  crew,  were  placed  at  our 
service,  and  we  speak  but  the  universal  senti- 
ment of  the  happy  party,  when  we  say  that  we 
have  not  a  word  of  complaint  to  utter.  Avery 
profuse  and  well  relished  repast  was  served  on 
the  trip  up,  and  after  about  an  hour  and  a 
half's  sail  we  were  treading  in  the  halls  once 
occupied  by  the  "Father  of  our  Country." 
We  can  not  stop  now  to  speak  of  the  emotions 
that  filled  the  swelling  bosoms  of  the  excur- 
sionists, but  suffice  it  to  say  that  a  feeling  of 
veneration  pervaded  the  entire  domain  of 
Mount  Vernon,  and  the  youngest  of  the  party 
will  remember  that  sacred  spot  as  long  as  life 
shall  last.  On  the  return  trip  we  visited  Fort 
Washington,  on  the  opposite  bank  of  the  Pot- 
omac. As  a  fit  closing  to  the  excursion,  a 
meeting  was  held  on  the  prominade  deck, 
and  happy  speeches  made  by  Ex-Governor  Tom 
Ford,  of  Ohio,  S.  D.  Carpenter,  of  Wisconsin, 
and  several  others'  on  the  part  of  the  press, 
aud  responded  to  by  W.  Prescott  Smith,  Esq., 
on  the  part  of  the  Baltimore  aud  Ohio  Rail- 
road, and  a  series  of  resolutions  passed  ex- 
pressive of  the  sense  of  the  meeting. 


Diksmore's  Railroad  Guide. — After  a  sus- 
pension of  about  three  months  this  old  favor- 
ite comes  to  us  in  a  new  dress,  and  looks  as 
bright  and  pleasant  as  everybody  and  every- 
thing ought  to  look  this  bright  and  glorious 
spring  weather.  Bro.  Dinsmore  had  his  en- 
tire establishment  destroyed  by  fire  some  time 
last  February,  but  "locomotive"  like  he  ia 
once  more  upon  the  "track,"  and  going  ahead 
at  a  swinging  pace,  fully  up  to  schedule  time. 
Success  to  the  "Guide." 


BQT"  Col.  T.  M.  R.  Talcott,  formerly  Chief 
Eng.  on  the  0.  &  M.  R.  R.,  has  been  appointed 
Sup't  of  the  Sonora  Exploring  &  Mining  Co. 
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PUBLIC  SCHOOL  SYSTEM  OF  OHIO. 

In  glancing  over  the  Report  of  the  Com- 
missioner of  Statistics  of  Ohio,  we  find  many 
items  of  interest,  and  not  the  least  interesting 
among  them  are  some  scraps  of  history  relat- 
ing to  the  origin  of  the  Public  School  system 
of  our  State.  It  appears  that  the  cession,  by 
the  original  States,  especially  Virginia,  of 
lands  claimed  by  them,  north  of  the  Ohio 
River,  was  the  origin  of  the  public  school  sys- 
tem of  the  North-western  States.  In  May, 
1785,  the  "Ordinance  for  ascertaining  the 
mode  of  disposing  of  lands  in  the  western 
territory,"  was  perfected  by  Congress.  By 
one  of  its  provisions,  a  thirty-sixth  part  of 
every  township  was  expressly  reserved  from 
sale."  for  the  maintenance  of  public  schools 
within  said  township.''  A  township  was,  by 
law,  to  be  six  miles  square,  and,  therefore,  to 
be  thirty-six  square  miles,  of  640  acres  each, 
since  called  "  sections."  The  grant  of  a 
thirty-sixth  part  was,  therefore,  the  grant  of  a 
section,  containing  640  acres  to  each  town- 
ship. When  the  public  lands  were  surveyed, 
a  particular  section  was  set  off,  in  each  town- 
ship, as  the  "school  section,"  and  this  portion 
of  public  land  was  for  a  long  time  the  only 
support  or  endowment  of  the  public  schools. 
In  1787,  the  Ordinance  for  the  government  of 
the  North-western  Territory  was  passed,  by 
which  the  provisions  of  the  land  ordinance 
were  confirmed,  and  a  solemn  declaration 
made,  that  "  Schools,  and  the  means  of  Edu- 
cation, shall  forever  be  encouraged."  In  a 
subsequent  contract  for  the  sale  of  a  large 
body  of  lands  to  the  Ohio  Company,  two  entere 
townships  were  granted  for  the  endowment  of 
a  university;  and  in  a  contract,  with  John 
Cleve  Symrnes,  for  the  sale  of  lands  between 
the  Miami  rivers,  another  entire  township  was 
granted  for  an  academy,  or  college. 

As  Ohio  contains  25,576,960  acres,  the  gov- 
ernment grant  for  public  schools  was  : 


Schools.. 
Colleges . 


710,471  acres. 
69,120     " 


Aggregate .., 779,591     " 

Looking  to  the  assessed  value  of  property, 
and  to  the  actual  value  and  locations  of  these 
townships,  the  public  lands  granted  to  schools 
in  this  State,  if  retained  to  the  present  time, 
would  be  worth  twenty  millions  of  dollars. 
If,  however,  it  had  been  retained,  schools 
either  would  not  have  been  established,  or 
have  been  supported  wholly  by  taxation.  The 
lands  also  would  not  have  been  successfully 
cultivated;  and  perhaps  the  schools  of  the 
State  have  derived  as  much  advantage  from 
the  sale  of  the  school  lauds  as  would  be  now 
derived  from  them,  if  they  were  retained,  at 
their  full  value.  The  taxation  for  schools  now 
exceeds  the  interest  on  forty  five  millions, 
and  is  sustained,  chiefly,  by  the  high  value  of 
lands,  arising  from  cultivation. 

Although  the  Ordinance  of  1785  had  sol- 
emnly guaranteed  the  setting  apart  of  "  one 


thirty-sixth  part"  of  the  north-western  terri- 
tory, for  purposes  of  public  instruction,  yet 
there  were  several  barriers  in  the  way  of  the 
practical  reception  of  this  grant.  Prior  to 
the  formation  of  the  State  government,  Con- 
gress made  large  grants  for  special  purposes 
within  the  bounds  of  Ohio,  viz  : 

1.  The  grant  of  12,000  acres,  in  tracts  of 
4,000  acres  each,  to  the  Society  of  United 
Brethren,  for  propagating  the  gospel  among 
the  heathen,  in  trust  for  the  Christian  Indians 
of  the  Muskingum.  These  tracts  were  locat- 
ed at  the  missionary  stations  of  Schoenbrun, 
Gnattenhutten,  and  Salem,  and  were  subse- 
quently reconveyed  to  the  United  States,  in 
consideration  of  certain  provisions  made  for 
the  benefit  of  the  Society,  and  of  the  surviving 
remnant  of  Indians, 

2.  The  tract  between  the  Scioto  and  Little 
Miami  Rivers  was  reserved,  by  Virginia,  from 
her  cession  to  the  United  States,  for  the  satis- 
faction of  land  bounties,  issued  to  her  troops, 
upon  the  old  continental  establishment.  This 
tract  included  the  greater  part  of  ten  or  twelve 
counties. 

3.  In  the  same  manner,  what  is  called  the 
Western  Reserve,  constituting  now  twelve 
counties,  were  granted  the  State  of  Connecti- 
cut, in  lieu  of  her  claim  under  the  charter  of 
Charles,  to  extend  her  boundaries,  through 
the  State  of  Ohio,  to  the  Pacific  Ocean. 

4.  The  United  States  Military  District  was 
granted  in  1796,  to  satisfy  the  land  bounties 
made  by  Congress  to  the  officers  and  soldiers 
of  the  Revolution.  This  grant  was  chiefly  in 
the  counties  of  Coshocton,  Muskingum;  Lick- 
ing, Tuscarawas,  Knox,  Holmes,  Morrow,  De- 
laware and  Franklin. 

5.  A  large  part  of  the  public  lands  of  Ohio 
were  yet  possessed  by  the  Indians,  whose  title 
must  be  extinguished  before  the  grant  of  Con- 
gress could  take  effect. 

From  this  statement  of  the  grants  of  Con- 
gress to  other  parties,  it  appears  that  if  no 
compensation  was  made  to  this  State  for 
lands  previously  given  away,  that  scarcely 
more  than  half  the  original  grant  of  one 
thirty-sixth  part  of  the  public  lands  would  be 
conceded  to  the  State  of  Ohio. 

To  remedy  this  deficiency,  the  Ohio  Con- 
vention of  1S02  accepted  the  proposition  made 
by  Congress,  to  form  a  State  Government, 
and  conceding  an  equivalent  for  the  school 
sections,  where  the  same  had  previously  been 
sold  or  disposed  of — as  was  the  case  in  some 
instances — with  the  important  proviso,  viz: 
that.  Congress  shall  make  a  like  donation, 
equal  to  the  one  thirty-sixth  part  of  the 
amount  of  the  lands  in  the  United  States  Mili- 
tary Tract,  for  the  support  of  schools  in  that 
tract,  aud  the  same  for  the  support  of  schools 
in  the  Virginia  Reservation,  so  far  as  the  un- 
located  lands  of  that  tract  will  supply  the 
provision;  and  that  a  donation  of  the  same 
kind  shall  be  made  to  the  inhabitauts  of  the 
Connecticut  Reserve;  and  that  of  all  the  lands 


which  maybe  hereafter  purchased  of  the  In- 
dian tribes,  within  the  State  of  Ohio,  the  one 
thirty-sixth  part  shall  be  given,  as  aforesaid, 
for  public  schools.  Congress,  by  the  act  of 
March,  1803,  assented  to  this  proviso,  enact- 
ing that  these,  and  all  other  grants  for  this 
purpose,  shall  be  held  by  the  Legislature  in 
trust  for  this  use,  and  for  no  other  intent  or 
purpose  whatever. 

In  conformity  with  this  grant  and  contract, 
Congress  appropriated  to  the  United  States 
Military  District,  72,000  acres,  or  about  one 
thirty-fourth  part  of  the  whole  District.  By 
subsequent  enactments,  an  amount  equivalent 
to  about  one  thirty-sixth  part  of  the  Virginia 
Military  District  was  appropriated.  In  differ- 
ent acts  of  Congress,  93,758  acres  were  ap- 
propriated to  the  Western  Reserve.  So,  also, 
one  thirty-sixth  part  of  the  Moravian  Grant, 
afterwards  r'.xonveyed  to  the  United  States, 
was  set  apart  for  schools.  In  this  manner 
the  whole  thirty-sixth  part  of  the  surface  of 
Ohio,  originally  guaranteed  in  the  Ordinance 
of  1785,  has  been  devoted  "to  the  establish- 
ment and  maintenance  of  public  schools  in 
Ohio. 

By  different  acts  of  the  Legislature,  and 
votes  of  the  people  within  the  several  districts, 
the  lands  of  U.  S.  Military  District,  the  Wes- 
ern  Reserve,  the  Virginia  Military  District, 
and  the  Moravian  Missions,  and  other  school 
lauds,  were  severally  sold,  and  the  money 
loaned  to  the  State  in  perpetuity,  the  interest 
on  it  being  paid  pro  rata  to  the  several  schools. 
This  constitutes  the  bulk  of  the  "Irreducible 
Debt"  of  Ohio. 

By  the  statement  of  F.  W.  Wright  (Auditor 
of  State,)  the  several  school  funds,  and  the 
interest  on  them  were,  in   1858,   as  follows, 

viz: 

Principal.  Interest. 

Section  16  School  Fund Sl,?94,385  $110,499 

Western  Reserve  School  Fund 256.121  15,310 

Virginia  Military  School  Fund 154,790  12,096 

TJ.  S.  Military  School  Fund 120.272  7.216 

Section  29  School  Fund 65.632  3,721 

Moravian  School  Fund 3,160  1S9 

Aggregate $2,495,360       S149,W1 


POPULATION  AND  RESOURCES   OF 
RUSSIA. 

The  Almanach  de  Gotha  states  that  the  su- 
perficial extent  of  the  Russian  Empire  in 
Europe  is  96,411  geographical  miles;  popula- 
tion, 63,932,0S1,  in  Asia,  239,556  miles  ;  popu- 
lation, 7,300,812;  in  America,  17,500  miles; 
population,  10,723.000,  making  a  gross  total  su- 
perfices  of  253,467  geographical  square  miles, 
contaning  a  total  population  of  7 1,243.6 16  souls. 
St.  Petersburg]!  coutains  some  494,656  inhabi- 
tants; Odessa,  107,370;  and  Moscow,  368,765. 
The  total  number  of  dissenters  or  schismatics  in 
Russia  is  9,344,000,  including  2,750,000Roman- 
ists,  14,000  Armenians,  380,000  "United 
Greeks,"  2,000,000  Lutherans,  2,750,000  Ma- 
hommedans,  1,250,000  Jews,  and  200,000 
Ruddhists.     The  revenues  of  the  Empire  in 
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18.52  (accordingto  Baron  de  Redea)  amounted 
to  275,472,000  silver  roubles,  and  the  expendi- 
tures to  275,835,000  roubles.  The  total  debt 
terminable  and  perpetual,  amounted  in  1859, 
to  515,988,012  roubles,  besides  unfunded  debt, 
amounting  to  644,448,790  roubles'  worth  of 
notes  of  creditand  circulation. 

The  receipts  of  the  crown  domain  in  1856 
were  45,412,886  roubles,  and  the  population 
proper  of  these  domains  (men  and  women) 
was  18,436,829.  There  arethedomain  peasan- 
try, butthere  are  also  386,786  foreign  colonists, 
51,504  Jewish  farmers,  and  575,522  "perman- 
ent population,"  (merchants,  bourgeois,  widows, 
enfans  de  troupe,  ect.)  The  imports  in  1857 
were  valued  nt  151.686,799  roubles,  and  the 
exports  at  169,68S,134  roubles.  The  mercan- 
tile marine  of  1858  included  286  loner-voyage 
ships  of  23,000  tons,  and  813  coasters  of  29,279 
tons,  making  a  total  number,  of  1,416  ships, 
navigated  by  172,605  seamen.  The  total  force 
of  the  regular  army  of  Russia-,  (cavalry,  infan- 
try, and  artillery,)  consisted  ®f  577,859  men, 
and  there  are  also  the  irregular  troops  of  Cos- 
sacks. The  infantry  includes  31  divisions,  67 
brigades,  112  regiments,  and  456  active  bat- 
talions ;  the  cavalry,  1 1  divisions,  31  regiments, 
and  56  brigades.  The  Cossacks  con=ist  of  136 
cavalry  regiments,  813  mounted  Sotnies,  and 
and  31  battalions.  The  fleet  consisted  in  1857 
of  85  sailing  ships  and  73  steamers,  the  former 
including  12  liners,  7  frigates,  7  coverettes,  1 
brigs,  and  11  schooners;  the  latter,  7  screw 
vessels,  11  screw  frigates,  and  12  screw  cover- 
ettes. The  personnel  includes  16  admirals,  30 
vice-admirals,  39  rear  admirals,  111  captains 
of  the  first  rank,  95  of  the  second  rank,  257 
lieutenant-captains,  607  common  lieutenants, 
and  396  midshipmen.  This  is  exclusive  of  the 
corps  of  artillery,  pilots,  and  engineers  of  the 
fleet.  Since  1857,  however,  according  to  the 
Almanack  de  Gotka,  the  fleet  has  been  very 
considerably  "developed."  Thus  the  Baltic 
fleet  alone  includes,  besides  its  numerous  gun- 
shallops,  27  equipages,  each  including  one 
liner  of  60  to  120  guns  and  one  frigate  or  steam 
coverette ;  and  the  Amonr  squadron  has  been 
recently  reinforced  by  10  vessels  newly  built 
in  August,  1858. — Hunt's  Merchants'  Mag. 


A  Big  Blast. — Forty  tons  of  Copper  Ore, 
worth  §4,000,  were  thrown  out  by  one  blast  at 
Acton  Mine  last  week.  There  were  three 
holes,  bored  seven  feet  into  the  ore  bed.  We 
understand  Mr.  Sleeper  intends  to  try  some- 
thing bigger  yet,  by  putting  three  inch  holes 
■flown  seventeen  feet  into  the  mass. — Montreal 
Advertiser. 


DAYTON  AND  MICHIGAN  E.  It. 

superintendent's  report. 

The  experienced  General  Superintendent  of 
the  Road,  R.  M.  Shoemaker,  (Chief  Engineer 
of  the  Cincinnati  Hamilton  and  Dayton  Road 
during  its  construction)  read  a  report,  from 
which  we  make  the  following  abstracts : 

Mr.  S.  commences  by  remarking  that  at  the 
date  of  the  last  annual  report,  the  road  was 
finished  and  working  to  Lima,  just  one-half 
the  length  of  the  whole  line.  The  last  rail  of 
the  main  line  was  finally  laid  on  the  18th  of 
August,  1859,  thus  reaching  an  event  that  had 
commanded  the  anxious  exertions  of  every 
succeeding  Board  of  Directors  for  eight  full 
years. 

On  the  29th  of  August,  the  road  was  opened 
for  business  over  its  entire  length  from  Day- 
ton to  Toledo,  and  since  that  time  has  been  in 


successful  use.  Since  the  16th  of  April  last, 
two  passenger  trains  have  been  run  through 
each  way,  and  one  freight  tain  daily. 

RECEIPTS   AND    EXPENDITURES. 
Receipts. 

From  If>cal  passengers $77,278  32 

"     through      "        19,098  84 

$66,347  26 

From  local  freights $63,077  56 

"    through    "     50,068  58 

$113,140  14 
From  mails,  expresses 1 1.656  32 

Total  earnings  from  all  sources $221,147  72 

LOCAL   TRAFFIC. 

The  gratifying  fact  is  here  shown  that  that 
seventy  per  cent,  of  the  entire  revenues  of  the 
road  arise  from  the  local  trade  of  the  line. 
And  this  local  trade  would  have  been  much 
larger,  had  the  company  been  better  able  to 
move  it  promptly  during  the  winter  and  spring 
months. 

The  compensation  for  carrying  the  mails 
has  not  yet  been  agreed  upon  with  the  Depart- 
ment. At  present  no  increase  of  pay  has  been 
received,  proportionate  to  the  increase  of  ser- 
vice from  Lima  to  Toledo. 

Expenditures. 
The  expenses  for  operating  and  maintaining 
the  road,  rolling  stock,  payment  of  taxes,  &c, 
for  the  year,  have  been  as  follows: 

Machine-shop $  1,223  42 

Maintenance  of  roadway  and  bridges 24,002  31 

Wood  and  oil 21.008  06 

Watch  and  Watchman 3,211  24 

Wages,  engineers,  repairs,  &c 15.260  09 

Repairs  cars,  and  conductors'  wages 18,1445  95 

Lost  baggage  and  damage  to  stock 625  24 

Repairs  of  nuidings,  agencies  and  clerk  hire 15,673  <I9 

Advertising,  office  and  mail  express 3,213  20 

Taxes  and  costs 7,729  03 

$110,093  53 

Showing  the  operating  expenses  to  be  forty 
nine  and  seventy-eight-hundredths  percent,  of 
the  gross  earnings,  leaving  net  earnings  $111,- 
054  19  for  the  current  year,  with  only  seventy 
miles  of  road,  for  the  first  five  months.  For 
the  first  six  months  after  the  opening  of  the 
road  north  of  Lima,  the  want  of  switches,  sta- 
tion-house, &c,  prevented  thejbringing  of  busi- 
ness to  the  line  of  road. 

There  are  seventeen  warehouses,  five  steam 
saw-mills  and  five  steam  flouring  mills  erecting 
and  erected  since  the  opening  of  the  line  north 
of  Lima,  all  of  which  will  add  materially  in 
swelling  local  trade,  which  the  company  is  wise 
enough  to  encourage  and  increase,  as  therein 
lies  its  future  success.  For,  unlike  through 
traffic,  local  trade  can  not  be  destroyed  by  com- 
petition. 

It  is  remarked  by  the  General  Superintend- 
ent, that  during  the  winter  more  freights  were 
offered  for  transportation  than  was  anticipated, 
and  more  than  could  be  promptly  moved  with 
the  equipment  then  on  the  road. 

COMPROMISE   GAUGE   CARS. 

An  arrangement  has  been  made  with  the 
several  companies,  forming  the  line  between 
Cincinnati,  Detroit  and  Port  Huron  (where  the 
Grand  Truuk  crosses  the  St.  Clair  River  into 
Canada)  by  which  sixty  (60)  first-class  freight 
cars  of  a  compromise  gauge  have  been  put  in 
that  service — the  gauge  of  the  road  from  To- 
ledo to  Detroit  being  one  and  a  half  inch  wider 
than  that  of  the  Dayton  and  Michigan. 
Freights  are  now  moved  daily  from  Cincinnati 
to  Detroit  and  Port  Huron  Ferry  without  tran- 
shipment or  breaking  bulk. 

CONFIDENCE    OF    THE    DIRECTORS    IN   THE    ENTER- 
PRISE. 

The  geographical  position,  say  the  Direc- 


tors, of  the  Dayton  and  Michigan  Road,  across 
the  State  of  Ohio  from  Cincinnati  to  Toledo,  is 
one  of  unparalleled  strength,  and  when  fully 
Oinditioned  and.  equipped  may  defy  any  com- 
petion  between  the  Ohio  River  at  Cincinnati 
and  Lake  Erie,  notwithstanding  the  extensive 
I  combination  of  old  and  wealthy  lines  to  neu- 
tralize its  advantages.  The  Cincinnati  and 
Cleveland  line  is^  fifty  six  miles  or  twenty- 
eight  per  cent,  longer  than  the  Dayton  and 
Michigan  and  the  heavier  grades,  so  that  if 
prices  are  put  at  the  net  cost  of  transportation 
on  the  long  line,  it  will  leave  a  greater  margin 
of  profit  to  the  Dayton  and  Michigan  line  than 
has  heretofore  been  realized  by  the  long  line 
on  the  same  traffic. 

The  advantages  over  the  Sandusky,  Dayton 
and  Cincinnati  line,  in  distance  and  grades, 
are  not  as  great  as  those  over  the  Cleveland 
route,  but  the  harbor  and  shipping  facilities  at 
Toledo  are  so  much  superior'to  Sandusky  that 
the  former  must  always  have  the  preference 
for  shippers. 

PRESENT  EQUIPMENT  OF  THE  ROAD. 

Since  the  date  of  the  last  annual  report, 
there  have  been  put  on  the  road  four  passen- 
ger cars,  eigthy -five  freight  cars,  and  eight  new 
locomotive  engines,  all  of  first-class  work, 
making  the  present  equipment  of  the  road  as 
follows : 

16  Locomotives. 

10  First-class  Passenger  Cars. 
1  Second-class  Passenger  Car. 
3  Baggage  Cars. 

97  Box  Freight  Cars. 

14  Stock  Cars. 

40  Platform  Cars. 

90  Gravel  Cars. 

24  Hand  Cars. 

During  the  year  there  have  been  erected  six 
wood-sheds,  each  100x25  feet,  and  six  water 
stations;  also  at  Dayton  a  very  commodious 
brick  depot,  200x40  feet.  Of  this  length,  40 
feet  is  carried  up  two  stories  high,  giving  on 
the  second  floor  eight  good  rooms  for  general 
effices,  &c.  This  arrangement  brings  all  the 
operations  of  the  Board  at  Dayton  under  the 
immediate  supervision  of  the  officers  of  the 
Company. 

A  RAILWAY  TELEGRAPH  LINE   FOR  THE  EXCLUSIVE 
USE   OF    THE    COMPANY. 

In  pursuance  of  a  contract  entered  into  with 
the  Western  Union  Telegraph  Company,  for 
the  erection  of  a  line  of  telegraph,  the  poles 
have  been  set  along  the  whole  line  and  the 
wire  strung  and  in  actual  use  between  Dayton 
and  Lima.  The  whole  line  will  be  up  and  in 
use  by  the  first  day  of  June.  The  advantages 
of  such  an  arm  of  the  service  can  not  be  over- 
estimated. 

IMPROVEMENTS  AT   LIMA. 

The  title  in  full  to~eight  acres  of  land  in 
the  town  of  Lima,  has  been  acquired  by  the 
Company,  and  is  being  devoted  to  the  purposes 
of  shops,  yards,  side  tracks,  etc.,  etc.  A  loco- 
motive stable  to  contain  ten  engines;  a  ma- 
chine shop,  sixty  feet  square,  and  a  carpenter 
shop  60X160,  are  being  finished.  The  build- 
ings are  of  brick,  roofed  with  iron.  The  com- 
pany own  an  extensive  bank  of  clean  gravel 
near  Leipsic  Station. 

GENERAL  FINANCIAL   STATEMENT,    BY    PRESIDENT 
DE1TRICH. 

Under  a  by-law  of  the  Company  the  capital 
stock  bore  interest  until  the  completion  of  the 
road,  and  payable  in  stock  or  cash.  On  com- 
pletion of  the  road,  notice  was  given  that  no 
interest  would  be  allowed  on  stock  after  Sep- 
tember 1,  1859,  and  that  accrued  interest 
would  be  paid  in  stock ;  stockholders  being 
requested  to  return  old   certificates   and  re- 
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ceive  new  ones  in  lieu  thereof.  So  far  as  re- 
turned, new  certificates  have  been  issued,  and 
stand  as  follows : 

New  certiacates 81,207,579  75 

Old        do 816,804  79 

Total 88,1 14,141  54 

Mortgage  bonds  are  3,000,  of  $1,000  each, 
as  follows: 

First  mortgage,    300 

Second    do.      2,701) 


.8  300,000  00 
.   2,700,000  00 


Total 3,000  bonds 83,000,000  U0 

Of  the  second  mortgage  bonds  there  were 
300,  amounting  to  300,000,  irrevocably  pledged 
to  redeem  the  three  millions  of  first  mortgage 
bonds.  Of  these  bonds  there  have  been  sold 
as  follows : 

Til  st  mortgage,   300 8  300  000  00 

Second    do.      2,200 2,200,000  00 


Total 2,500  bonds. 


8-2,500,000  00 

Leaving  unsold,  but  hypothecated  to  secure 
the  indebtedness  of  the  Company  for  iron,  500 
bonds— $500,000.  Making  the  grand  total  of 
$3,000,000. 

GENERAL  BALANCE  SHEET. 

Construction 84,144,P94  22 

Interest  and  discount  on  bonds 580,016  48 

BightofWay 94,383  53 

Engineering  Expenses 3. ,782  II 

Union  Depot 348  25 

Telegraph  line 655  81 

Taxes 18,818  31 

Rolling  Stock 65,147  37 

Machine  Shop  (Lima) 15,900  74 

Webster  Street  (Dayton)  dcnot 5,330  07 

Troy  Depot 716  14 

Stock— interest  account 196,021  47 

Eeal  Estate  —  Trustee  acconnt  and  expense 

account 80,491  "2 

Engineering  property : 1,169  50 

Dayton,  Xenia  and  Belpre  Stock 4,800  00 

Lima  Bonds 500  00 

Bills  receivable 14,055  80 

In  hands  of  agents 13,903  11 

Due  from  Individuals 11,001  53 

Due  from  other  Hoads 12,153  45 

Cash  and  cash  items 7,709  15 

Benewal  account 9.452  90 

Operating  expenses 360,475  54 


Total. 


85,672,707  29 


PEK   CONTRA. 


Capital  Stock  issned 82,108,379  76 

Capital  Stock  raid  in  but  not  issued 19,514  79 

Mortgage  Bonds  sold... 2,504,01.0  00 

Income  Bonds  sold 9,400  00 

Bents 21  522  60 

Passenger  and  Express  Earnings 364,725  54 

Freight  Earnings,  mileage ,    216,229  60 

Bills  payable 394,607  58 

Due  on  pay  roll 15,845  09 

Due  to  Individuals 16,316  54' 

Due  to  Agents 1,708  49 

Due  to  other  roads 027  49 


Total 85,672,797  29 

RE-ELECTION   OF    OFFICERS. 

The  old  Board  of  Directors  were  re-elected, 
and  the  same  officers  re-appointed. 


The  Steam  Car  Novelty. — This  car,  built 
by  Baldwin  &  Co.,  for  the  Pittsburg,  Ft.  Wayne 
and  Chicago  Railroad  Company,  has  been 
making  trial  trips  on  the  Germantown  and 
Norristown  Railroad  for  several  days.  The 
car  is  about  twice  the  length  of  the  ordinary 
city  passenger  car,  but  built  much  stronger. 
The  boiler  of  the  engine  is  placed  on  the  front 
platform  ;  all  the  working  machinery  is  under 
the  bottom  of  the  car.  The  water  tanks  are 
under  the  seats,  which  run  lengthwise  of  the 
car.  The  engine  has  a  power  of  about  twenty 
horses,  and  is  capable  of  propelling  the  car  at 
the  rate  of  thirty  or  forty  miles.  The  experi- 
ments thus  far  have  proven  that  it  can  be 
worked  with  economy  on  roads  situated  like 
the  Germantown  and  Norristown  Railroad,  and 
the  probability  is  that  a  number  of  them  will 
be  introduced. — Phila.  Ledger,  Saturday. 


[Correspondence  of  the  Railroad  Record.] 

REPLY  TO  MB,.  CHAS.  ELLET,  JR. 

Washington,  April  30,  1860. 
Messrs.  Editors: 

Upon  my  return  to  Washington,  a  day  or 
two  ago,  after  an  absence  of  nearly  a  month, 
I  found  upon  my  table,  among  other  papers, 
the  Railroad  Record  of  March  29th,  contain- 
ing some  remarks  by  Mr.  Ellet  upon  my  reply, 
republished  in  your  paper,  to  certain  errone- 
ous statements  made  by  him  in  the  National 
Intelligencer  respecting  the  operations  at  the 
mouths  of  the  Mississippi  river,  etc.  So  far 
as  these  remarks  are  mere  repetitions  of  errors 
already  corrected  by  me,  by  exhibiting  facts, 
the  accuracy  of  which  he  does  not  attempt  to 
disprove,  I  am  quite  willing  to  leave  it  to  those 
who  read  Mr.  Ellet's  papers  and  mine,  to  de- 
cide which  of  the  two  is  right.  He  has,  how- 
ever, while  asking  space  to  allude  to  my 
statement,  introduced  new  questions,  and  has 
based  his  remarks  on  them  upon  assumptions 
which  I  shall  show  to  be  as  unfounded  as  those 
of  his  first  article. 

I  did  not  consider  it  necessary  when  statr 
ing  the  opinion  of  the  Board  of  Engineers, 
of  1856,  upon  the  efficiency  of  parallel  jetties 
in  deepening  the  channels  at  the  mouths  of 
the  Mississippi,  to  refer  to  my  own  opinion, 
because  it  was  not  a  question  of  dispute;  but 
since  Mr.  Ellet  attributes  to  me  an  opinion 
unfavorable  to  the  efficiency  of  that  method 
when  I  was  a  member  of  the  Board,  it  is  pro- 
per that  I  should  state  that  I  held  the  same 
opinions  then  that  I  hold  now  upon  that  sub- 
ject, and  believe  the  plan  to  be  based  upon 
correct  principles. 

Mr.  Ellet  says:  "In  1851  I  reported  to  the 
War  Department  the  existence  of  an  inward 
cm-rent  of  salt  water,  flowing  beneath  the  out- 
ward current  of  fresh  water  which  the  Missis- 
sippi discharges  over  the  bars  into  the  Gulf  of 
Mexico.  This  fact  was  at  variance  with  the 
preconceived  views  of  the  officers  of  the  De- 
partment and  of  the  public.  It  was  accord- 
ingly contested  and  denied  entirely  in  the 
subsequent  official  reports." 

Mr.  Ellet  was  not  the  first  to  report  the  fact 
of  the  existence,  in  certain  conditions  of  the 
river,  of  an  inward  current  of  salt  water  un- 
derneath the  outward  current  of  fresh  water 
of  the  river.  That  fact  will  be  found  stated 
in  the  reports  of  Mr.  (now  Captain)  Meade 
and  Mr.  Sidell,  the  two  principal  assistants  of 
Capt.  Talcott,  accompanying  the  report  of 
that  officer  upon  the  survey  of  the  Passes  of 
the  Mississippi  in  1838;  twelve  years  before 
Mr.  Ellet's  report 

Mr.  Meade  says:  "During  the  summer 
months,  when  the  quantity  of  river  water  dis- 
charged is  very  much  diminished,  the  influ- 
ence of  the  tide  (rise  and  fall  of  the  Gulf  sur- 
face,) is  greater,  and  there  is  then  an  under 
current  of  salt  water  up  the  pass  which  has 


been  known  to  flow  up  as  high  as  Fort  Jack- 
son." 

Mr.  Sidell  says:  "The  lumps  (the  mud 
lumps  found  upon  the  bar,)  are  some  times 
swept  away  by  the  attrition  of  the  water,  and 
some  times  becomes  the  nucleus  of  shoals 
which  may  in  time  define  the  banks  of  the 
Pass  in  which  they  are  formed.  Rains  have 
also  their  effect  in  reducing  them  to  their  gen- 
eral level ;  hurricanes  have  been  known  to 
sweep  away  particular  lumps  at  once,  and  the 
ebb  and  flow  of  the  tide  of  salt  water  when 
the  River  is  low,  wears  them  away  more  rap- 
idly than  the  ordinary  flow  of  the  River. 

"To  this  latter  circumstance  may  be  attri- 
buted the  fact  that  the  water  on  the  bar  is 
deeper  when  the  water  of  the  Gulf  sweeps  over 
it,  that  is  when  the  river  is  low,  than  when 
the  place  of  the  clear  salt  water  is  supplied 
by  water  holding  much  matter  in  suspension 
and  ready  to  be  deposited  in  coming  in  contact 
with  the  water  of  the  Gulf." 

This  ought  to  have  been  known  to  Mr.  Ellet, 
since  he  had  access,  in  the  Topographical 
Bureau,  previous  to  his  visit  to  the  months  ol 
the  Mississippi,  to  the  maps  of  Capt.  Talcott 
and  the  papers  aecompanving  them;  indeed 
he  refers  to  the  reports  of  those  gentlemen  as 
his  authority  for  certain  facts.  I  may  add 
also  that  Mr.  SidelTs  report  contains  a  some- 
what elaborate  account  of  the  manner  in 
which  the  fresh  water  of  the  river  passes  over 
the  salt  water  of  the  Gulf — a  fact  whi'ih  Mr. 
Ellet  appeared  to  consider  necessary  that  he 
should  establish,  by  experiment,  and  state  at 
much  length  in  his  report  of  1851. 

The  existence  of  an  inward  sub-current  of 
salt  water  in  some  conditions  of  the  river, 
was  therefore  neither  new  to,  nor  at  variance 
with  the  views  of,  the  officers  of  the  War  De- 
partment, when  Mr.  Ellet  reported  that  fact ; 
nor  was  any  one,  nor  were  all  the  facts  report- 
ed by  him,  at  variance  zcith  their  previous 
knowledge  or  views.  Bui  in  connection  with 
the  fact  found  by  7)im,  of  an  inward  sub- 
current  of  salt  water,  when  the  river  was 
about  at  half  flood  at  New  Orleans,  and  a 
strong  up  stream  wind  was  blowing,  (tidal  con- 
ditions or  vertical  oscillations  of  the  Gulf  not 
stated,)  Mr.  Ellet  presents  a  theory,  namely, 
that  the  fresh  river  water  in  gliding  over  the 
salt  water  of  the  Gulf  produced  an  inward 
eddy  current  at  bottom,  which,  at  the  turninf 
point,  made  a  deposit  and  formed  the  bar; 
that  this  inward  sub-current  of  salt  water 
must  at  all  times  be  found  on  the  bar  ;  when 
the  river  was  low,  it  must  extend  several  miles 
up  into  the  river;  and  when  the  river  was 
high,  it  must  extend  but  a  short  distance  in- 
side the  mouth,  or  as  he  stated  in  the  Intellh 
gencer  of  the  17th  of  February  last,  the  water 
which  is  in  contact  wiiJi  the  bars  at  the 
mouths  of  the  Mississippi,  in  times  of  flood, 
does  not  flow  outwards  but  flows  inwards. 

So  far  as  I  am  informed,  Mr.  Ellet  was 
the  first  to  submit  this  theory  of  the  forma- 
tion of  tht  bars  to  the  War  Department,  but 
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he  was  not  the  first  to  propound  it,  for  it  had 
been  previously  suggested  as  Ike  cause  of  the 
formation  of  the  bars  at  the  mouths  of  the 
Delta  rivers  of  the  Mediterranean.  The  ex- 
act translation  of  the  language  used  in  its 
brief  recapitulation  by  the  officer  in  charge 
of  the  improvement  of  the  bars  or  the  Rhone 
is :  "  The  river  current,  in  gliding  upon  the 
sea,  produced  a  counter-current  beneath  it, 
in  the  form  of  an  eddy,  which  rubbing  against 
the  bottom,  carried  back  into  the  river  the 
earthy  matter  that  had  fallen  from  its  waters 
to  the  bottom  of  the  sea." 

Will  Mr.  Bllet  specify  the  officers  of  the  War 
Department  who  have  contested  the  fact  he 
reported,  or  even  the  theory  he  submitted,  or 
rather  will  he  furnish  quotations  from  the 
"  subsequent  official  reports"  in  which  either 
the  one  or  the  other  has  been  contested?  No 
one,  to  my  knowledge,  has  contested  the  fact 
of  his  having  found  on  one  day  an  inward 
sub-current,  and  only  one  officer,  Col.  Long, 
from  whose  report  he  has  quoted,  has  denied 
the  existence  of  the  eddy  current. 

Col.  Albert,  to  whom  Mr.  Ellet's  report  was 
addressed,  did  not  contest  the  fact  or  theory 
in  transmitting  the  Report  to  the  Secretary  of 
War. 

The  Board  of  Engineers,  of  1852,  did  not 
contest  either — -though  they  did  not  adopt 
either.  They  stated  that,  "  They  find  in  the 
various  and  conflicting  theories  and  projects 
brought  forward  by  eminent  engineers,  etc., 

*  *  *  *  great  cause  to  distrust 
any  opinion  they  may  form  themselves,  and 
equal  cause  to  distrust  the  projects  of  theorists, 
who  have  made  all  their  observations  and 
facts  subservient   to  a  preconceived  opinion. 

*  *  *  *  They  have,  themselves, 
adopted  no  theory  as  to  the  formation  of  these 
bars,  or  as  a  basis  of  projects  for  their  remov- 
al, for  they  believe  the  subject  too  difficult, 
and  the  facts  collected  too  few,  to  justify  any 
theory;  nor  have  they  attempted  to  confute  the 
projects  and  theories  of  others." 

This  Board  found  by  actual  experiment, 
during  the  dead  low  water  of  the  river,  an 
outward  current  at  bottom,  inside  and  over 
the  bar;  a  result  in  accordance  with  the  Delta 
experiments. 

The  Board  of  1856  did  not  discuss  or  refer 
to,  much  less,  contest  Mr.  Ellet's  fact  or 
theory. 

In  my  recent  letter  to  the  Intelligencer,  I 
denied  that  part  of  the  theory  which  attributes 
the  formation  of  the  bars  to  the  eddy  current. 
But  although,  with  the  one  exception  stated, 
this  eddy  theory  has  not  been  contested  in  the 
official  reports,  yet  I  do  not  believe  any  one 
accustomed  to  investigate  physical  phenome- 
na can  regard  Er.  Ellet's  experiment  to  be  a 
demonstration  of  the  existence  of  a  vertical 
eddy.  What  facts  does  Mr.  Ellet  adduce  to 
show  that  the  under  current  he  found  was  not 
one  of  those  under  currents,  which  he  states, 
the  pilots  some  times  detects,  resulting  from 
winds,  fluctuations  in  the  level  of  the  Gulf 
and  volume  of  the  river? 

The  causes  producing  under  currents  vary- 
ing in  direction,  force  and  character,  could 
only  be  ascertained  by  experiments  carried  on 
in  all  the  changing  circumstances  existing  at 
the  mouths  of  the  river.  Those  I  have  made. 
The  conclusions  deduced  from  them  as  to  the 
part  that  the  vertical  eddy  takes  in  the  for- 
mation of  the  bars,  I  have  stated  in  brief  in 
my  former  letter. 

It  should  be  noted  that  this  eddy  theory 
consists  of  two  distinct  parts — one,  the  eddy 
motion  imparted  by  the  river  water  to  the 
Gulf  water;  the  other,  the  effect  of  the  eddy 
current  in  producing  the  bar. 


Now,  while  I  deny  that  the  bar  is  formed  by 
the  eddy  current,  yet  I  do  not  deny  and  never 
have  denied,  that  the  fresh  water  of  the  river 
in  gliding  over  the  still  water  of  the  Gulf 
caused  an  eddy  movement  in  it.  No  one 
could  fail  to  recognize  in  the  condition  of 
things  described  by  Mr.  Sidell,  and  subse- 
quently by  Mr.  Ellet,  one  of  the  cases  men- 
tioned by  Venturi  where  a  vertical  eddy  would 
be  generated;  yet,  in  the  numerous  experi- 
ments of  the  Delta  Survey,  its  presence  has 
been  rarely  detected.  But  to  recognize  the 
existence  of  this  eddy  current  is  one  thing, — 
to  ascribe  to  it  the  formation  of  the  bars  is 
another.  In  fact,  the  Delta  experiments  re- 
ferred to,  demonstrate  that  the  eddy  current 
has  nothing  to  do  with  the  formation  of  the 
bars,  and  that  it  is  almost  always  obscured  by 
other  more  powerful  forces. 

This  was  stated  in  my  last  letter  in  connec- 
tion with  a  brief  description  of  the  nature  of 
the  currents  found  on  the  bars,  yet  Mr.  Ellet 
appears  to  consider  this  an  admission  or  proof 
on  my  part  of  the  actual  finding  of  the  per- 
manent inward  sub-current  described  by  him, 
and  adduces  in  this  connection  extracts, 
though  imperfect  ones,  from  my  descrip- 
tion. 

Having  thus  converted  my  experimental 
demonstration  of  the  error  of  his  theoretical 
views  into  a  proof  of  my  admission  of  their 
soundness,  Mr.  Ellet  next  makes  an  errone- 
ous assumption  respecting  my  official  rela- 
tions with  Col.  Long  and  Professor  Forshey, 
and  with  that,  and  a  quotation  from  Col. 
Long's  report  of  April  6,  1857,  in  which  that 
officer  expresses  the  opinion  that  Professor 
Forshey  had  shown  that  no  such  reversed  cur- 
rents, or  undertows,  or  vertical  eddy  currents 
as  those  described  by  Mr.  Ellet  existed,  pro- 
ceeds to  deduce  that  I  must  at  that  time 
(April  6,  1857,)  have  been  of  the  opinion  that 
no  such  currents  existed  as  those  I  have  re- 
cently described. 

Col.  Long  is  not  and  was  not  my  colleague 
and  superior  officer  in  the  survey  of  the  Del- 
ta ;  and  Professor  Forshey  was  not  our  mutu- 
al assistant.  The  only  association  of  Col. 
Long  and  myself  upon  the  Delta  Survey  was 
during  a  month  of  the  latter  part  of  1850, 
chiefly  in  December,  when,  as  two  equal  mem- 
bers of  a  Board  of  Engineers,  we  reported  a 
plan  for  the  surveys  and  investigations  of  the 
Delta.  Those  Surveys  and  investigations 
have  been  carried  on  almost  entirely  under 
my  direction,  and  I  alone  am  responsible  for 
them. 

The  only  exception  to  this  is  some  investi- 
gations of  limited  extent  made  at  Carrollton 
under  Col.  Long's  direction  after  I  turned 
over  the  work  to  him  during  the  period  of  my 
disability.  But  all  the  investigations  at  the 
mouths  of  the  river  connected  with  the  Mis- 
sissippi Delta,  have  been  made  under  my 
direction  solely,  and  in  accordance  with  a 
plan  formed  by  me  at  the  time  of  my  taking 
the  direction  of  the  surveys,  etc.,  in  December, 
1850.  The  observations  on  the  bars  made  by 
Professor  Forshey  were  made  under  my  direc- 
tion ;  they  are  in  perfect  accordance  with  the 
conditions  I  have  described  as  existing  on 
the  bar  of  the  South-west  Pass.  All  the  Delta 
observations  will  be  published,  and  it  will 
then  be  seen  that  the  eddy  theory  of  the  for- 
mation of  the  bars  at  the  mouths  of  the  Mis- 
sissippi is  inconsistent  with  the  forces  found 
to  exist  there;  and  that  that  theory  is  en- 
titled to  no  more  consideration  in  connection 
with  the  improvement  of  the  bars  at  the 
mouths  of  the  Mississippi,  than  it  received 
when  propounded  in  connection  with  the  im- 
provement of  the  bar  of  tbe  Rhone,  when  the 


final  project  for  that  work  was  made  in  1847. 
The  report  upon  this  project  was  published 
three  years  antecedent  to  the  preparation  of 
Mr.  Ellet's  report. 

All  the  errors  of  Mr.  Ellet  I  shall  not  occupy 
your  columns  with  pointing  out,  for  I  have 
already  expanded  this  beyond  moderate  lim- 
its— some  two  or  three  more  I  shall  briefly  cor- 
rect. 

He  states  that  the  improvements  undertaken 
under  the  last  appropriation  of  $330,000,  were 
conducted  under  the  supposition  that  the 
movement  of  the  water  on  the  bars  is  always 
outward.  It  will  be  apparent  from  a  perusal 
of  my  previous  letter  that  this  statement  is 
erroneous. 

If  Mr.  Ellet  intends  to  intimate  that  the 
plan  of  improving  the  bars  by  stirring  up  the 
bottom  was  taken  from  his  report  of  1851,  he 
is  mistaken.  It  is  a  plan  at  least  a  century 
old,  and  was  submitted,  with  other  plans,  by 
Capt.  Delafield  in  his  report  to  the  War  De- 
partment in  1829. 

I  am  not  in  error  in  stating  that  the  con- 
tractors were  at  liberty  to  use  Mr.  Ellet's 
plan  if  they  thought  fit  to  do  so.  I  speak  by 
authority  when  I  say  that  they  might  have 
used  any  means  for  stirring  up  the  bottom  they 
chose.  But  even  Mr.  Ellet  must  admit  that 
any  one  was  at  liberty  in  offering  to  contract 
with  the  War  Department  to  propose  the 
use  of  his  plan.  No  one  did  propose  to  use 
it. 

Mr.  Ellet  says  that  his  views  have  been  in- 
correctly stated  by  me.  I  have  again  exa- 
mined his  report  of  1851,  and  his  letter  of 
February  14,  and  I  can  not  perceive  in  what 
respect  I  have  done  so.  I  am  ready  to  correct 
any  error  I  may  have  made  when  it  is  pointed 
out  to  me. 

As  I  desire  to  contrast  Mr.  Ellet's  view  or 
statement  of  the  nature  of  the  currents  on  the 
bar  with  my  own,  I  shall  extract  in  full  what 
was  stated  concerning  them  by  him  and  by 
myself  in  our  letters  published  in  the  National 
Intelligencer,  February  17,  and  February  29. 
As  no  exception  was  taken  to  my  account  of 
the  extent  of  his  experimental  ascertainment 
of  the  existence  of  a  sub-current,  I  conclude 
that  it  is  as  I  endeavored  to  make  it,  strictly 
accurate.  Mr.  Ellet  says :  "In  that  report  (of 
1851,)  I  pointed  out  the  cause  of  the  formation 
of  these  bars — which  had  not  before  been  re- 
cognized— and  submitted  a  plan  for  their  re- 
moval, in  accordance  with  the  law  which  con- 
trols their  formation. 

"  In  the  attempts  which  the  Government 
has  caused  to  be  made  to  deepen  the  channels, 
that  law,  I  am  compelled  to  say,  has  been 
violated ;  and  the  works  have  been  conducted 
in  the  supposition  that  the  water  which  is  in 
contact  ivith  the  bars  at  the  mouths  of  the 
Mississippi,  in  times  of  flood,  flows  outwards, 
towards  the  Gulf,  while,  in  fact,  it  flows  in 
the  opposite  direction ;  that  is,  from  the  Gulf, 
along  the  bottom,  towards  the  river." 

I  stated:  "I  am  aware  that  an  inward  cur- 
rent at  the  bottom  may  be  found  on  the  bar 
of  tbe  South-west  Pass  when  the  Mississippi 
is  at  half  flood  at  New  Orleans  and  a  stroug 
up  stream  wind  is  blowing,  (its  condition  on 
the  only  day,  according  to  Mr.  Ellet's  report, 
when  he  sought  for  and  found,  by  experiment, 
an  inward  current,)  particularly  if  the  Gulf 
tides  are  at  their  maximum  at  the  same 
time;  respecting  which,  however,  or  the  exact 
date  of  the  experiment,  the  report  of  Mr. 
Ellet  does  not  afford  information.  But  it  is 
proved  by  numerous  experiments  made  under 
my  direction,  that  an  inward  current  at  bot- 
tom on  the  South-west  bar  does  not  exist  when 
the  river  is  in  a  state  that  may  be  called  flood, 
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hut  that  a  rapid  outward  current  at  bottom, 
to  deep  water,  is  at  that  season  always  found. 
*  *  *  *  "Fortunately,  this  in- 
ward current  does  not  exist  when  the  river  is 
at  flood,  nor  does  it  exist  at  all  times  when 
the  river  is  at  half  flood  at  New  Orleans,  nor 
even  during  the  period  of  extreme  low  water. 
At  these  two  latter  periods  there  is  some  times 
an  inward  current  at  bottom  over  the  bar,  and 
some  times  an  outward  current  at  bottom  over 
it,  and  some  times  there  is  still  water  upon  it. 
The  cause  of  these  sub-currents  I  shall  not 
undertake  in  this  communication  to  point 
out;  merely  remarking  that  the  eddy  current, 
as  theoretically  described  by  Mr.  Ellet,  is  so 
inferior  to  the  forces  in  operation  at  the  bars, 
as  to  be  completely  hidden  by  them,  and 
that  it  has  no  controlling  influence  on  the 
formation  of  the  bars." 
Very  respectfully, 

Your  obedient  servant, 

A.  A.  Humphreys, 
Captain  Topographical  Eng's. 


FINANCES  OF  THE   BALTIMORE  & 
OHIO  RAILROAD. 


There  was  the  usual  monthly  meeting  of 
the  President  and  Directors  of  the  Baltimore 
and  Ohio  Railroad  yesterday,  at  its  office  at 
Camden  station,  when,  in  additiou  to  the  ordi- 
nary business,  an  interesting  exhibit  was 
presented  of  the  operations  and  finances  of 
the  Company  for  the  first  half  of  the  present 
fiscal  year.  These  financial  statements  are 
up  to  the  31st  of  March  last,  and  show  the 
basis  on  which  the  April  dividend  of  3  per 
cent,  in  cash  was  made. 

It  appears  that  there  is  a  goodly  increase 
of  gross  revenues,  and  a  still  better  increase 
of  the  net  income — the  first  amounting  to 
$59,295  14,  and  the  latter  to  $96,533  66,  the 
working  expenses  having  been  reduced  $37,- 
238  52,  during  the  six  months. 

The  aggregate  revenues,  working  expenses 
and  net  results  of  the  Main  Stem,  Washington 
Branch,  and  Northwestern  Virginia  Railroad 
for  the  fiscal  half  years  terminating  respec- 
tively 31st  March,  1859,  and  1860,  have  been, 
viz: 

REVENUE. 

1859.  18150.  Increase.  Decrease. 

Miin  S'm.$  1,762,789  65  1,840,798  45  78,108  80 

Wash.  B'h.     228.829  76  2)6,184  23  12,045  53 

N.W.  Va..     136,275  24  129,007  11  6,668  13 

Total.  ..$2,127,  94  65    ",186,589  79    78.00S  80  18,713  66 
Total  increase  of  revenue $59,295  1 4 

EXPENSES. 

Main  S'm...$843  943  70        f 29,697  53  14,246  17 

Wash.  B'h..     92,3132  80,405  44  11,72588 

N.W.Va...    1111,71217  90.44.70  11,86647 

Total. ...$1,037,787  19     1,0011,548  67     37,238  52 

Total  decrease  of  working  expenses $37,238  52 

Total  increase  of  gross  revenue 59,295  14 

Total  increase  of  net  earnings $96,533  66 

As  shown  above,  the  increase  of  revenues 
on  the  Main  Stem  is  greater  than  the  aggre- 
gate increase  for  the  several  lines  —  the  Main 
Stem  increase  alone  having  reached  $78,- 
008  80;  but  the  falling  oft'  of  $18,713  66  on 
the  Washington  Branch  and  North-western 
Road,  jointly  reduces  the  total  by  that  amount. 
There  is,  however,  a  more  than  compensating 
decrease  of  working  expenses  on  those  two 
latter  branches  of  the  road,  amounting  to 
about  $23,000. 

With  regard  to  the  general  working  expen- 
ses, the  report  states  that  for  the  Main  Stem 
they  were  45.07   per  cent  upon  the  revenue, 


exhibiting  a  decrease  compared  with  the  same 
period  of  2.80  per  cent.,  and  of  1.49  per  cent, 
as  compared  with  the  last  full  fiscal  year, 
embracing  the  less  expensive  period  of  the 
summer  months.  On  the  Washington  Branch 
the  ratio  of  working  expenses  for  the  six 
months  exhibits  a  reduction  from  40.37  to 
27.19  per  cent.;  and  on  the  North-western 
Virginia  road  a  comparative  decrease  from 
73.63  to  69.78  per  cent. 

It  is  added  that  the  Company  has  continued 
to  make  its  purchases  for  cash,  and  is  entirely 
free  from  floating  debt;  also,  that  the  condi- 
tion of  the  road  and  machinery  has  not  only 
been  fully  maintained,  but  improved. 

We  extract  the  following  additional  state- 
ments in  full: 

During  the  six  months  the  Company  has — 

1st.  Advanced,  additionally,  under  the  agreement  which 
terminates  at  the  close  of  the  year  1861.  after  crediting  ail 
revenue  received  to  ttie  Northwestern  Vriginia  Company, 
for  the  payment  of  interest,  (including  $45,000  on  the 
bunds  of  that  Company's  guaranteed  by  the  city  of  Balti- 
more.) and  fur  expenditures  in  improving  the 
condition  of  the  road,  etc.. $160,934  24 

2d.  Paid  for  rolling  power  (to  Ross  Winans  for 
Locomotives  under  contract  assumed  for 
North-western  Virginia  Railroad  Co.) 6,976  00 

3d.  Increased  the  several  sinking  funds,  exclu- 
sively by  investments  from  the  current  net 
earnings,  viz  :  The  sinking  fund  for  the  re- 
demption rf  the  city  loan  to  $062,114  36,  be- 
ing an  increase  of $211,399  00 

For  redemption  of  mortgage  debts  to 

$563,055  06,  being  an  increose  of. .  149,833  33 

Redemption  of  ground  rents  on  Cam- 
den   Station    to   $73,471  08,  being 

an  increase  of 12,75175 

183,084  68 

4th.  Paid  the  semi-annual  cash  dividend  of 
three  per  cent,  on  9th  November  last,  on  the 
eapitalstock 303,358  00 

Exhibiting  a  total  of $654,342  92 

"The  Company  having  a  surplus  of  cash 
beyond  its  requirements,  advanced  to  the 
trustees,  who  invested  a  large  portion  of  the 
interest  due  on  the  1st  of  July  next,  on  the 
mortgage  and  ground  rent  sinking  funds, 
which  accretions  are  embraced  in  these  ac- 
counts. The  aggregate  of  the  sinking  funds 
now  exhibits  the  very  satisfactory  and  rapidly 
increasing  basis  of  $1,328,641   10. 

"Although  two  per  cent,  per  annum  of  the 
net  earnings  are  absorbed  in  the  maintenance 
of  the  sinking  funds,  the  wisdom  of  the  policy 
is  palpable,  as  full  provision  is  thus  made  for 
the  payment  of  the  entire  funded  debt  of  the 
Company. 

"The  balance  of  cash  in  the  treasury  on  the 
31st  of  March  was  $325,522  38,  which  was  in 
addition  to  $165,000  00  deposited  for  the  pay- 
ment of  interest  on  the  city  loan  and  the 
bonds  of  the  Company  which  matured  on 
April  1st. 

"The  bills  receivable  and  sums  due  from 
the  Post-Office  Department,  for  mail  service 
amount  to  $83,569  01.  The  uncollected  re- 
venue to  $364,201  26.  In  anticipation  of  in- 
terest due  in  London  on  1st  July  next  on 
bonds  of  the  State  of  Maryland,  $24,166  67 
have  been  remitted  to  Messrs.  Baring  Brothers 
&  Co. 

"Statement  C  of  the  Treasurer  exhibits  the 
account  of  profit  and  loss.  After  charging 
$370,084  87  interest  and  ground  rents,  $2,000 
in  settlement  of  a  suit  of  1856,  and  crediting 
the  dividends  and  rents  received  from  the 
Washington  Branch,  the  increments  of  the 
sinking  funds  and  house  rents  received,  the 
net  gain  is  shown  for  the  fiscal  half  year  of 
$738,726  42,  being  upwards  of  7}  per  cent,  on 
the  capital  stock.  Deducting  the  dividend  of 
$303,348  paid  on  November  9th  last,  the  pro- 
fit and  loss  account  exhibits  a  surplus  of 
$7,527,695  33,  being  an  increase  for  the  half 
year  of  $435,378  42." — Bait  Sunt  May  10. 


LETTER  OF  HON.  ISAAC  I.  STEVENS 
ON  THE  PACIFIC  RAILRAOD- 

CONCLUDED. 

These  provinces  are  in  fact  the  mostproductiveportionof 
Russia  in  Europe.  Yet  Nebraska  will  compare  favorably 
with  them  in  temperature,  amount  of  moisture  precipitated, 
the  constituents  of  the  soil,  and  general  geographical  posi- 
tion. Both  regions  are  mainly  regions  of  prairie,  and  large 
portions  of  each  are  destitue  of  wood.  The  comparison, 
however,  in  all  these  respects  is  in  favor  of  Nebraska,  and 
yet  the  population  of  the  province  Koursh  is  much  denser 
than  that  of  any  of  our  best  agricultural  States  of  the  Missis- 
sippi valley,  and  the  average  of  the  six  provinces  exceed 
the  average  of  the  Mississippi  States,  and  the  population  is 
rapidly  increasing  by  immigration  from  the  more  northern 
regions  of  Russia. 

But  the  comparison  between  Southern  Russia  and  Wash 
ington  Territory  is  great]}'  in  favor  of  the  latter.  The  cli- 
mate is  much  milder  than  in  Southern  Russia,  and  more 
moisture  is  deposited.  Indeed,  the  climate  of  Washington 
is  superior  to  any  part  of  western  New  York,  Michigan,  Wis- 
consin, or  Minnesota.  The  greater  part  of  eastern  and 
northern  central  Washington  is  wooded,  the  forest  growth 
being  large,  with  frequently  a  luxurious  undergrowth. 

I  beg  leave  to  quote  the  following  from  Lewis  and  Clarke's 
narrative,  as  descriptive  of  the  country  lying  under  and  to 
the  westward  of  the  Bitter  Root  mountains.  I  have  passed 
over  this  country  in  several  directions,  and  know  their  de- 
scription to  be  accurate : 

When  encamped  in  the  Kooskooskia  valley  on  May  17, 
1805,  they  say  : 

'■'  The  country  along  the  Rocky  mountains  for  several 
hundred  miles  in  length,  and  about  fifty  wide,  is  a  high  level 
plain,  in  all  its  parts  extremely  fertile,  and  in  many  places 
covered  with  a  growth  of  tall,  long-leaved  pine.  This  plain 
is  chiefly  interrupted  near  the  streams  of  water,  where  the 
hills  are  steep  and  lofty,  but  the  soil  is  good,  being  unincum- 
bered with  much  stone,  and  posseses  more  timber  than  the 
level  country.  Under  shelter  of  these  hills  the  bottom  lands 
skirt  the  margin  of  the  rivers,  and  though  narrow  and  con- 
fined, are  still  fertile  and  rarely  inundated.  Nearly  the 
whole  of  this  wide-spread  tract  is  covered  with  a  profusion 
of  grass  and  plants  which  are  at  this  time  as  high  as  the 
knees.  Among  these  are  a  variety  of  esculent  roots,  ac- 
quired without  much  difficuity,  and  yielding  not  only  a 
nutritious,  but  a  very  agreeable  food.  The  air  is  pure  and 
dry,  the  climate  quite  as  mild  if  not  milder  than  the  same 
parallel  of  latitude  in  the  Atlantic  States,  and  must  be 
equally  healthy,  for  all  the  disorders  which  we  have  witnes- 
sed may  fairly  be  imputed  more  to  the  nature  of  the  diet 
than  to  any  intemperance  of  climate." 

Proceeding  eastward  they  reached  one  of  the  Kamas 
prairies  on  the  Kookooskia,  within  the  spurs  of  the  Bitter- 
Root  mountains.  There  they  encamped  in  a  point  of  woods 
bordering  the  extensive  level  and  beautiful  prairie  ;  and  as 
the  kamas  was  in  blossom,  it  being  the  10th  of  June,  the 
surface  presented  a  perfect  resemblance  to  a  Jake  of  clear 
blue  water.  The  country,  though  hilly  around  them,  was 
generally  free  from  stone,  extremely  fertile,  and  weU  sup- 
plied with  timber,  consisting  of  several  species  of  fir,  pine, 
and  birch. 

Another  advantage  of  the  northern  route  is,;that  it  can  be 
worked  in  a  greater  number  of  sections  than  any  other  ronte. 
In  my  railroad  report  of  1854,  I  gave  a  scheme,  and  pre- 
sented a  programme  for  building  this  road,  which  proposed 
making  use  of  the  waters  of  the  Columbia  and  Missouri,  for 
transporting  the  workmen,  and  tools,  and  materials  of  all 
kinds,  and  organizing  the  work  in  corresponding  divisions. 
One  would  be  from  Puget  Sound  and  from  Vancouver  to  the 
point  where  the  railroad  erosses  the  Columbia,  an  other  from 
this  point  to  the  head  of  navigation  at  Fort  Benton,  a  third 
from  Fort  Benton  to  Fort  Union,  another  to  St.  Paul,  and 
the  western  end  of  Lake  Superior. 

Thus  the  route  can  be  thrown  into  four  divisions,  on  each 
of  which  the  work  can  be  commenced  at  both  ends,  so  that 
eightsections  may  be  worked  at  a  time,  affording  extraordi- 
nary facilities  to  hasten  the  construction  of  the  road  The 
aiost  difficult  of  these  divisions,  the  one  between  the  Colum- 
bia and  Missouri,  could  be  attacked  almost  as  soon,  within 
two  or  three  months,  as  those  lying  on  the  Pacific  or  great 
lakes.  It  is  not  necessery  to  wait  till  the  tunneling  is  done 
on  the  route,  as,  to  establish  a  thorough  communication  for 
the  nonce,  the  system  of  zigzags,  by  which  the  Alleghanies 
are  scaled  in  Pennsylvania,  can  be  adopted. 
.  It  is  objected  to  the  northern  route  that  it  involves  ex- 
cessive tunneling.  This  is  not  necessarily  the  case.  The 
northern  road  can  be  located  with  little  or  no  tunneling,  but 
at  a  very  great  increase  of  distance. 

I  JLieut.  Mullan  reports  that.'by  his  wagon  pass  (Mullan's  or 
Little  Blackfeet  Pass)  a  railroad  can  be  laid  across  the 
Rocky  mountains  with  only  a  cut  one  hundred  feet  deep 
through  the  Divide,  which  is  but  half  a  measured  mile  from 
base  to  base,  and  that  no  excessive  grades  will  be  required 
on  the  eastern  approach.  The  decent  down  the  valley  of 
the  Little  Blackfeet  and  Flell-Gate  is  exceeingly  favorable. 
Thus  a  line  can  be  laid  down  from  the  Mississippi  to  Olym- 
pia,  on  Puget  Sound,  with  but  short  and  few  tunnels," but 
which  will  be  two  hundred  and  seventy-six  miles  longer 
than  the  route  by  Cadotte's  the  Coeur  d'  Al'ene  or  Stevens'  and 
the  Snoqualmoo  Passes  to  Seattle.  We  cross  the  Rocky 
mountains  by  the  northern  Little  Blackfoot  or  Mullan's 
Pass,  then  follow  down  the  Little  Blackfoot  and  Hell-Gate 
valleys,  cross  over  the  Jocko  divide  to  Hell-Gate,  follow 
down  Clarke's  fork  to  below  the  Pend  d'  Oreille  lake,  cross 
over  to  the  Spokane,  and,  finally,  after  passing  over  the 
great  plain  of  the  Columbia,  follow  down  the  Columbia 
valley  to  near  the  mouth  of  the  Cowlitz,  and  reach  the 
sound  by  the  easy  and  practicable  line  of  the  Cowlitz  and 
intermediate  country.  If,  instead  of  a  cut  of  half  a  mile 
through  Mullan's  Pass,  this  distance  should  have  to  be  tun- 
neled, the  only  remaining  tunels  will  be  at  the  Cabinet, 
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three  hundred  yards  in  length,  fifty  per  cent,  in  basaltic 
trap,  and  Cape  Horn,  seven  hundred  feet  in  length.  By 
this  route  the  distance  to  Olympia  by  St.  Paul  will  be  two 
thousand  and  forty  miles,  against  one  thousand  seven  hun- 
dred and  sixty-four  miles,  the  distance  to  Seattle  by  the  route 
of  the  tunnels. 

Prom  the  great  plain  of  the  Columbia,  the  distance,  via 
the  Snoqualmoo  Pass  to  Seattle,  is  155  miles  leas  than  by 
the  Columbia  and  Cowlitz  rivers. 

In  both  my  preliminary  report  of  1H54  and  my  final  re- 
port of  1859, 1  recommended  that  from  some  point  in  the 
general  vicinity  of  the  mouth  of  Snake  river  there  should.be 
two  branches— one  to  Seattle,  on  Puget  Sound,  across  the 
Snoqualmoo  Pass,  and  ihe  other  down  the  Columbia  river 
to  Vancouver.  In  justice  to  myself,  I  will  state  that,  in  my 
reports  to  the  War  Department,  at  Fort  Benton,  in  Septem- 
ber. 1853,  I  took  it  for  granted  that  the  route  down  the  Col- 
umbia river  was  practicable,  and  that  after  making  a  personal 
examination  of  it  myself,  I  actually  reported  it  as  practica- 
ble on  the  19th  of  December,  1853.  I  considered  it  probably 
practicable  before  I  left  the  city  of  Washington  to  commence 
the  survey  of  the  northern  route. 

To  make  the  route  a  cheap  and  practicable  freight  route, 
it  is  essential  to  diminish  both  the  length  of  the  line  and  the 
gradients  as  much  as  possible.  To  effect  this,  a  very  con- 
siderable increase  of  expense  might  be  incurred  provided 
the  interest  on  the  increased  cost  did  not  exceed  the  saving 
in  the  expense  of  running  the  line. 

For  this  reason  especially,  I  have  urged  a  direct  connex- 
ion with  Puget  Sound  via  the  Snoqualmoo  r'ass  ;  for  the 
superiorityof  the  route  within  our  borders  over  that  in  the 
British  possessions  may  be  lost  if  Puget  Sound  he  reached 
by  the  circuitous  route  of  the  Columbia  and  Cowlitz  river. 
This  plan  will  accommodate  both  Oregon  and  Washing- 
ton, and  will  insure  an  extension  of  the  Columbia  river 
braoch  via  the  Willamette  and  Sacramento  valleys  to  San 
Francisco.  The  connexion,  moreover,  with  the  several 
railroad  systems  of  the  States,  not  included  in  the  St.  Law- 
rence Basin,  and  the  great  navigable  rivers  of  the  Mississippi 
valley,  will  be  as  short  as  a  connection  by  the  Snake  river 
route.  For  the  distance  from  Seattle  and  Vancouver  to 
Chicago  by  the  northern  route,  is  '2,154  and  2,147  miles 
against  2,364  miles,  the  distance  from  Vancouver  to  Chicago 
by  the  South  Pass  and  Rock  Island,  and  against  2,182 
miles,  the  distance  from  Vancouver  to  Rock  Island.  But 
if  the  equated  distance  be  compared,  the  result  will  be  still 
more  in  favor  of  the  northern  route.  A  ton  of  freight  can 
be  delivered  at  Chicago  by  the  northern  route  for  a  less  sum 
than  it  can  be  delivered  at  Rock  Island,  on  the  Mississippi 
river,  by  the  South  Pass  Route.  Indeed,  a  comparison  of 
the  equated  distances,  the  comparison  invariably  instituted 
by  practical  men.  shows  that  a  ton  of  freight  can  be  taken 
from  Seattle  or  Vancouver,  over  the  northern  route  to  St. 
Paul,  be  placed  on  a  steamer  and  delivered  not  only  at 
Rock  Island  or  St.  Louis  at  less  cost  than  it  can  be  deliv- 
ered at  either  of  these  points  by  the  route  of  the  South  Pass, 
but  it  can  descend  the  Mississppi  and  be  delivered  at  any 
point  thence  to  New  Orleans,  at  less  cost  than  a  ton  of 
freight  from  San  Francisco,  either  by  the  central  orsouthern 
route. 

It  has  also  been  objected  to  the  northern  route  that  snow 
and  the  excessive  cold  weather  would  be  an  obstruction, 
both  to  the  building  and  the  running  of  the  road.  The  follow- 
ing brief  summary  of  information  with  regard  to  this  matter 
is  presented  to  show  conclusively  that  these  objections  are 
utterably  untenable. 

The  passes  of  the  Rocky  mountains,  Hell  Gate,  Northern 
Little  Blackfoot,  and  Cadot's  Pass  were  crossed  by  parties 
employed  in  the  exploration  of  the  northern  route  in  the 
months  of  December,  January,  February  and  March,  in  the 
years  1853- '4,  and  in  no  one  of  these  passes  did  they  find 
more  than  fitteen  inches  of  snow.  In  the  winter  1854— \1, 
the  Flathead  Indians  passed  through  these  passes  in  Janu- 
ary, February  and  M;»*ch,  whole  tribes,  with  their  women 
and  children,  and  their  pack  animals  laden  down  with  furs 
and  meat.  Vh.tor,  head  chief  of  the  Flathead  nation,  states 
that  since  the  memory  of  the  Indian,  they  had  passed  these 
mountains  year  after  year  through  the  winter.  That  same 
winter,  the  party  that  crossed  the  Rocky  mountains  in 
January,  went  down  to  Clarke's  Fork  in  February;  they 
went  on  horseback,  the  sole  trouble  being  that  there  were 
some  places  where  the  snow  was  deep  enough  to  cover  up 
the  grass  ;  but  in  these  cases  it  was  in  the  wooded  portions, 
and  2r  feet  was  the  greatest  depth. 

When  they  left  the  wooded  region  where  it  was  2£  feet 
deep,  and  came  to  the  open  prairie,  the  snow  had  entirely 
disappeared.  In  the  crossing  of  the  Cascade  mountains  to 
Huget  Sound,  made  by  Mr.  Tinkham,  in  January,  1854,  the 
snow  was  but  six  feet  for  a  short  distance.  At  Fort  Benton 
and  Fort  Campbell,  on  the  Upper  Mississippi,  ever  since 
they  were  established  some  twenty-five  years  since,  the  fur 
companies  having  taken  their  goods  to  their  winter  trading 
posts,  on  the  Milk  and  Marias  rivers,  in  wagons,  there  not 
being  snow  enough  fur  sleds. 

It  is  obvious  there  can  be  no  serious  difficulty  on  the 
northern  route  from  snow.  Will  there  be  difficulty  from 
excessive  cold  weather? 

There  are  now  great  lines  of  railroad  in  operation  over 
tracts  of  country  as  cold,  and  even  colder,  than  the  route 
from  Fort  Benton  to  the  shores  of  the  Pacific.  The  mean 
winter  temperature  at  Fort  Benton,  in  1^53- '54,  was  25.38 
deg.  above  zero.  The  average  nt  Montreal,  on  the  Grand 
Trunk  Railroad,  for  the  same  year,  was  13.22  deg.  and  for 
a  mean  of  ten  years  17.P0  deg.  above  zero.  At  Quebec,  it 
was,  in  1853-*54,  11.03  deg.  above  zero,  and  for  a  mean  of 
ten  years  13.30  deg.  ahove  zero .  On  the  great  Russian  rail- 
roal.  from  St.  Petersburg  to  Moscow,  the  comparison  is 
very  similar.  The  mean  winter  temperature  for  a  series  of 
twenty-one  years,  at  Moscow,  is  15.20  deg.  and  at  St.  Pe- 
tersburg, for  a  mean  of  twenty-five  years,  16.10  deg.  above 
zero. 

At  Fort  Snelling,  on  the  great  lines  through  Minnesota 
frnni  St.  Paul  to  Pembina,  and  from  St.  Paul  to  Brecken- 
ridgo,  now  actually  in  process  of  construction,  the  mean 
winter  temperature  of  1853 -'54,  was  ll.G-1  deg.  and  the 


mean  of  thirty-five  winters  16.10  deg.  above  zero.  Thus  in 
the  winter  of  1853->54,  an  unusually  cold  winter,  Fort  Ben- 
ton was  15  deg.  warmer  than  Montreal.  14  deg.  warmer  than 
Quebec,  11  deg.  warmer  than  Fort  Snelling,  10  deg.  warmer 
than  Moscow,  and  7  deg.  warmer  than  St.  Petersburg. 
Looking  to  the  Bitter  Root  valley,  its  average  temperature 
in  the  winter  of  1853-'54  was  30.90  deg.  and  in  J8a4-155i 
30.30  deg.  above  zero,  making  it  for  the  two  winters  respect- 
ively 10  deg.  and  15  deg.  warmer  than  at  Moscow,  and  7 
deg  and  12  deg.  warmer  than  at  St  Petersburg.  In  1853-^54 
it  was  12  deg.  warmer  than  at  Montreal,  and  14  deg.  warmer 
than  at  Quebec.  The  greatest  cold  in  the  winter  of  1853-'54 
was 29  deg.  below  zero  at  Cantonment  Stevens.  At  Fort 
Snelling  it  was  36  deg.,  at  Montreal  34  deg.,  and  at  Quebec 
29  deg.  below  zero,  from  which  it  is  seen  that  on  this  route, 
the  greatest  cold  is  not  equal  to  the  greatest  cold  on  the 
route  of  the  Grand  Trunk  Railroad  of  Canada.  The  same 
fact  is  unquestionably  true  of  the  great  artery  of  Russia 
from  Moscow  to  St.  Petersburg.  The  average  temperature 
was  below  zero  twelve  days  at  Fort  Benton,  ten  days  at 
Cantonment  Stevens,  eighteen  days  at  Port  3nelling,  eigh- 
teen days  at  Montreal,  and  twenty.: three  days  at  Quebec. 
Thus  there  were  more  cold  days  on  the  line  of  the  Grand 
Trunk  Railroad,  and  of  the  roads  in  Minnesota,  than  on 
this  northern  route.  Moreover,  at  Fort  Benton  the  thermo- 
meter was  forty-three  out  of  ninety  days,  and  at  Cantonment 
Stevens  thirty-two  out  of  ninety  days  above  the  freezing 
point,  against  onlv  six  days  out  of  ninety  days  at  Fort 
Snelling,  five  days  out  of  ninety  at  Quebec,  eight  days  out 
of  ninety  at  Montreal,  and  eighteen  days  out  of  ninety  at 
Albany — all  in  the  winter  of  1853-'54. 

Indeed,  I  doubt  not  that  the  blinding  sand  stonns  on  the 
southern  route  would  be  a  much  greater  obstacle  to  the  run- 
ing  of  the  cars  than  the  snow   storms  or   the   cold   on  the 
northern  route.     Now,  the  British  government  are  looking 
to  an  overland  communication  with  the  Pacific.    They  have 
redeemed  British  Columbia  from  the  vassalage  of  the  Hud- 
son's Bay  rule,  and  are  about  redeeming  the  Siskactbawan 
country.    All  our  information  goes  to  establish  the  fact  that 
there  is  a  very  large  scope   of  arable   country  through  the 
Saskatchawan  region,  and  we  know  that  the  development  of 
the  mineral  wealth  of  British  Columbia  will  also  tend  to  de- 
velop  its  agricultural  resources.    The  British  government 
have  had  a  survey  made  of  the  whole  country,  and  British 
capitalists — and  especially  those  of  the  Canadas — are  filled 
with  the  importance  of  establishing  their  overland  commu- 
nication, and  doing  it  by  railroad  ;  and  yet  the  British  gov- 
ernment is  not  in  the  condition  to  start  the  enterprise  within 
their  borders  that  we  are  to  do  it  within   ours.     We  are  in 
advance  of  them  in  the  way  of  communications.     We  have 
run  steamers  both  up  the  Missouri  to  Fort  Benton,  and  up 
the  Columbia  and  Snake  rivers  to  the  mouth  of  the  Palouse 
— the  distance  from  point  to  point  being  less  than  five  hun- 
dred miles  on  the  railroad  line.     The  wagon  road  in  charge 
of  Lient.  Mullan,  now  in  process  of  construction  between 
these  two  points,  will  be  completed  during  the  present  sea- 
son.    Moreover,  the  more  detailed  surveys,  and  especially 
the  line  of  spirit  levels  run  by  Lieut.  Mullan  over  the  Cceur 
d'Alene   or   Stevens'   Pass,   has   verified    the   information 
previously  gained  and  reported  upon  by  me  as  to  its   entire 
practicability.     Our  railroads  are  stretching  through  Min- 
nesota; whereas  in  the  Canadas   their  railroads  have  onty 
reached  Lake   Huron  and    the   St.    Clair  river-     They  are 
now   connecting   these   with   our  roads  running  through 
Michigan,  Illinois  and  Wisconsin.     They  can  not  go  north 
of  Lake  Superior",  the  country  h;is  been  examined,  and  has 
been  found  to  be  impracticable.     Their  only  alternative  is  to 
make  use  of  our  roads   until  they  reach   Pembina   on  the 
frontier,  between   the   Red  river  settlement  and  Minnesota, 
and  then  connec*.  them  with  a  system  of  their  own.     Will 
they  take  this  course,  if  our  own  government,  taking  them 
by  the  forelock,  shall  determine  to  give  the  necessary  aid  to 
a  road  crossing  the  47th  parallel,  and  reaching  the  waters  of 
the  Pacific  at  Puget  Sound  Y    On    the  contrary,  will    they 
not  help  us  V    Will  we  not  have  the  whole  force  of  the  rail- 
road capital  and   enterprise  of  the  Canadas,  backed  up  by 
the  British  government,  to  assist  us  in  establishing  this  com- 
munication ?     Will  not  this  road  accommodate  British  Col- 
umbia Y     By  branches  from  the  great  plain  of  the  Columbia, 
the  country  can  be  reached  on  Thompson's  and   Frazer's 
river.     Our  route  is  more  feasible  than  theirs  ;  the  distance 
is  shorter,  the  mouniain  passes  more  open,  the  agricultural 
(at  least  west  of  the  Rocky  mountains)  very  much  superior; 
and  this  is   known  to  be  the  precise  feeling,  I  am  credibly 
informed,  of  all  the  great  railroad  men  of  the  Canadas,  to 
whose  enterprise  and  forecast  we  owe  the  Grand  Trunk  road. 
They  are  ready,  if  our  people  start  the  movement,  to  join 
hands  with  us  ,  and  thus  this  route,  so  far  from  being  an  ex- 
treme northern  route,  is  the  central  route  of  a  vast  scope  of 
country  having  natural  outlets  both  on  the  Pacific  and  on 
the  Atlantic,  and  is  the  central  route  of  a  vast  system  of 
railroads  having  invested  in  them  more  than  one  half  of  the 
railroad  capital  of  this  continent.     Is  it  wise — is  it  just — is  it 
having  a  proper  regard  for  the  future,  to  ignore  this  northern 
route,  and  to  throw  into  British  hands,  and  to  yield  to  Brit- 
ish enterprise  the  great  commercial  development  of  the 
northwest  1 

But  let  us  take  a  somewhat  larger  view  of  the  question  of 
national  defense  than  the  view  already  presented.  Do  we 
not  require,  as  an  element  of  national  defense,  that  the  de- 
velopement  of  the  northwest  should  be  our  developement — 
that  the  rising  city  of  the  northwest  coast  should  be  in  our 
borders,  south  of  the  49th  parallel?  Do  we  not  want  to  hold 
in  our  hands  the  key  of  the  trade  of  Asia?  Is  it  notour  in- 
terest to  develop  the  fisheries  and  the  lumber  business,  the 
coal,  the  mines  and  the  commerceof  the  northwest?  Do  we 
not  need  the  nursery  of  seamen  growing  out  of  such  devel- 
opment? Will  we  not  thus  get  the  seeds  of  a  great  navy 
upon  that  coast?  Will  we  not  have  the  means  of  building 
vessels  of  the  largest  class,  to  make  that  coast  self-sustaining 
in  all  the  means  and  facilities  of  a  commercial  and  naval 
marine?  The-e  are  the  interests  involved  in  the  great  over- 
land communication  by  the  northern  route;  and  this  is,  em* 
phiitically,  a  question  of  the  national  defense,  of  commer- 
cial superiority,  of  Anierici  having  her  proper  position 


among  the  families  of  the  earth.  Or,  shall  we  fallback  upon 
the  old  selfish  apothegm,  '■  Posterity  will  do  nothing  for  us, 
and  therefore  we  will  do  nothing  for  posterity?"  I  there- 
fere  hold  it  to  be  the  duty  of  the  people  of  Oregon  and 
Washington  to  insist  that  their  commercial  advantages  and 
position  shall  be  respected  by  the  Congress  of  the  United 
States,  in  any  system  which  it  may  adopt  of  an  overland 
communication  with  the  Pacific.  1  do  protest  against  Con- 
gress, when  we  ask  for  bread,  living  us  a  stone.  I  protest 
against  the  injustice  of  our  being  called  upon  utterly  to 
abandon  our  great  route, — utterly  to  abandon  all  idea  of  the 
commercial  supremacy  which  ourcountry  owes  it  to  itself  to 
establish  upon  this  northwest  coast,  and  to  accept  instead 
of  this,  the  boon  of  a  branch  communication.  It  is  my  de- 
liberate judgment  that  it  will  be  vastly  more  difficult  for  us 
to  establish  the  branch  communic.ition  provided  for  in  cer- 
tain bills,  than  to  establish  this  great  overland  communica- 
tion connecting  us  directly  with  the  Mississippi  river,  with 
the  great  lakes,  and  with  the  vast  railroad  system  of  the  St 
Lawrence  basin.     What  shall  be  the  nature  of  the  branch? 

Senator  Wigfall's  bill  proposes  a  southern  and  a  central 
route,  with  a  branch  to  Columbia  river  or  Puget  Sound, 
from  the  nearest  practicable  point  on  that  route.  Now  it  is 
altogether  probable  that  the  central  route  will  go  through  the 
Pike's  Peak  country.  The  people  of  Salt  Lake  and  Pike's1 
Peak  urge  it;  the  whole  population  of  that  portion  of  tho 
interior,  and  the  people  Nevada  will  be  satisfied  with  it.  Its 
distance  will  be  two  hundred  miles  shorter  than  by  the  South 
Pass.  If  there  be  no  engineering  difficulties  in  the  way,  it 
must  go  through  Pike's  Peak;  and  our  branch  will  be  a 
branch,  not  from  the  South  Pass,  but  via  the  Sacramento 
and  Willamette  rivers;  but  in  either  event  it  will  be  purely 
a  local  affair.  There  will  be  no  great  interest  to  assist  us'— - 
We  will  have  to  build  it  with  our  own  means,  and  with  little 
or  no  assistance  from  others.  The  whole  energies  of  the 
people  of  California  will  be  strained  to  establish  thier  own 
communication.  But  the  Northern  Route  will  be  the  na- 
tional route.  We  will  have  not  merely  our  feeble  force,  but 
in  addition,  that  of  the  vast  communities  of  our  northern 
states  and  of  the  Canadas,  and  of  the  many  hundreds  of 
millions  of  railroad  capital  there  invested.  We  will  have 
aid  from  Europe.  There  will  be  strongest  influence  to  push 
the  road  through;  and  if  the  object  be  to  get  a  branch  con- 
necting with  San  Francisco,  we  will  find  the  key  to  its  solu- 
tion in  the  Northern   Route. 

ESTIMATE  OF  COST. 
The  estimate  of  cost  of  road  is  not  for  the  distance  east 
from  Breckinridge,  on  the  western  boundary  of  Minnesota, 
to  which  point  the  Minnesota  and  Pacific  Railroad  Company 
have  located  a  road  under  the  recent  grants  of  Congress.— 
Their  route  crosses  the  Mississippi  near  the  falls  of  St.  An- 
thony, does  not  deflect  more  than  27  miles  at  any  point 
from  an  air  line,  and  saves  2b  miles  in  tlistance  over  my  sur» 
veyed  routes.  Moreover,  with  meansathand,  it  can  be  built 
for  less  than  my  estimate  of  $25,000  per  mile,  viz:  for 
about  $21 ,001)  or  $22.(100  per  mile. 

Estimate  of  cost  of  road  from  BrecJce-nridge  to  Seattle, 
■via  Fort  Union,  Fort  Benton,  Oadotte\s  Pass,  Lceur 
d'Alene  or  Stevens'1  Pass,  C'<_enr  d^Meane  Mission, 
north  of  the  Cteur  d"1 Aleve  Lake*  and  the  Snoqitalme 
Pass,  using  the  long  tunnel.  Entire  distance,  1,544,51 
miles. 

TABLE  OF  DISTANCES  AND  COST  PER  MILE. 
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Reservoirs,  Aqueducts,  &c 2,000,000 
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THE    RAILROAD    RECORD. 


Depots  and  Permanent  Fixtures J, 750, Odd 

Engineering  and  contingencies 5,000,li(H) 

$94,915,380 

The  cost  of  the  short  tunnel  will  he, 
4,000 yards,  or 2.2-17 miles, at  S390 
per  yard 81,560,000 

Add  4i  miles  of  road  and  diflicult 
work,  at  8100,0M) 450,000 

82,010,000 
Total  cost  of  short  tunnel 2,P90,000 

Grand  Total 891,925,380 


Estimate  of  cost  of  road  from  Breckenridge  to  Vancou- 
ver, via  Fort  Union.*  Fort  Benton,  Cadotte's  I'ass, 
Ooiur  d'Alene  or  Steven*'  Pass  Caiur  d'Alene  Mission, 
•north  of  the  Cojtir  d'Alcne  Lake,  and  the  Dalles.  En- 
tire distance,  1 ,520.00  miles. 

Miles.    Per  mile. 

From  Breckenridge  to  fork 
of  line  to  Vancouver,  as 
by  A 1,303.60     807,352,880 

Thence  to  crossing  of  Co- 
lumbia   20  $45,000  900,000 

Thence  to  Dalles 113  60,000         6,780,000 

Thence  to  Vancouver....  90  100,000         9,000,000 

1,521)60  $84,0:12 .880 

Steamers  on  the  Missouri  and  Columbia 1,500,000 

Rerervoirs.  Aqueducts,  Sec.   ...   2,000,000 

Depots  and  Permanent  Fixtures 1,750,000 

Engineering  and  contigencies 5,000,000 

Total 894,2*2,880 

Estimate  of  Coat  of  Branch  Road  from  Vancouver  to 

Seattle. 
From  Vancouver  to  Seattle,  172  miles,  at  850,000 

per  mile B8,600,00o 

Depots 150,000 

Total  cost  of  road $8,750,000 

Recapitulation  of  cost  of  road  from  Breckenridge  to 
Seattle,  with  a  branch  road  to  Vancouver,  and  a 
branch  from  Vancouver  to  Seattle. 

From  Breckenridge  to  Seattle 1,543.60     894-915,390 

Branch  to  Vancouver 223.00        16,930,000 

Branch  from  Vancouver  to  Seattle...      172.00         8.750,000 

Total  cost 8120,595,380 

In  this  paper  I  have  preferred  not  to  encumber  it  with 
tables  showing  in  detail  the  advantanges  as  to  distance  of 
the  Northern  Route  over  any  route  in  the  British  posses- 
sions, and  that  by  the  South  Pass,  and  the  greater  nearness 
of  its  termini  both  to  Asiatic  and  European  ports.  These 
tables  are  given  in  my  address  on  the  northwest  which  ac- 
companies this  communication,  and  also  tables  showing  in 
much  detail  the  significant  fncts  of  the  several  routes,  as 
distances,  both  lineal  and  equaled,  summit  levels,  elevations 
above  the  sea,  sum  of  ascents  and  descents,  cost,  &c.  It 
willbe  seen,  that  the  sum  of  ascents  and  descents  is  much 
the  smallest  on  the  Northern  Route. 

It  must  constantly  be  borne  in  mind  that  an  entepriseof 
the  magnitude  and  character  of  the  Pacific  Railroad, cannot 
be  really  taken  in  hand  and  the  work  of  construction  com- 
menced, except  upon  the  most  accurate  and  minute  infor- 
mation. Tile  surveys  thus  far  have  been  for  the  most  part 
reconnaissances.  It  is  not  certain  that  on  any  route  the 
best  passes  have  been  ascertained.  This  fact  appears  very 
clearly  in  the  proceedings  of  the  railroad  convention  at  San 
Francisco  as  regards  the  passes  of  the  Sierra  Nevada  which 
come  into  competition  on  the  Central  Route.  So  on  the 
Northern  Route.  The  exploration  of  the  mountain  regions 
would  have  to  be  extended  and  comparative  reconnaissances 
made  of  the  several  passes  to  ascertain  the  most  favorable 
one — which  done,  the  intermediate  connections  could  be  es- 
tablished and  the  work  of  location  commenced.  In  my 
judgment,  full  two  years  wouli  be  required  to  execute  pro- 
perly this  ivork  of  reconnaisance  and  location,  and  to  attain 
that  exact  information  required  to  make  a  detailed  estimate 
of  the  cost.  The  engineer  must  know  the  cubic  yards  of 
excavation  in  rock  and  e..rth,  the  cubic  yards  of  earth  em- 
bankment, of  masonry  of  the  several  kinds,  of  culverts, 
bridges,  aqueducts,  clearing  through  timber,  drainage,  the 
precise  localities  from  which  materials  can  be  procured  to  the 
best  advantage,  the  cost  of  delivery  of  the  same,  &c.,  before 
be  is  able  to  arrive  at  just  conclusions  as  to  the  probable 
cost  of  the  road. 

In  this  connexion  it  may  not  he  improper  to  observe  that 
the  Pacific  Railroad  isbeingworked  out  by  the  agenciesnow 
in  operation.  Local  roads  are  advancing,  and  diminishing 
the  distance  to  be  overcome.  With  protection  to  our  citi- 
zens from  Indian  disturbances,  with  opening  communica- 
tions, and  the  overland  mail,  every  day  is  rapidly  preparing 
facilities  to  undertake,  and  the  business  to  render  remuner- 
ative, the  Pacific  Railroad.  If  two  years  could  now  be  de- 
voted to  a  thorough  examination  of  the  several  routes  to 
locate  roads,  and  ascertain  the  actual  cost,  it  would  afford 
Congress  and  the  people  of  the  country  information  on 
which  intelligent  action  could  be  had. 

In  conclusion,  I  will  (xpress  the  hope  that  the  conven- 
tion may  be  well  attended,  and  that  its  proceedings  may 
show  that  thepeople  of  Oregon  and  Washington  are  not  un- 
mindful of  their  true  interests  and  exigencies  of  the  coun- 
try, in  their  consideration  of  the  greatest  prrctical  enterprise 
of  the  age,  the  Pacific  Railroad. 

Very  respectfully, 

ISAAC  I.  STEVENS. 


MICHIGAN  SOUTHERN  RAILROAD- 
ITS  PROSPECTS. 


The  improvement  in  tbe  receipts  of  this  road 
furnishes  evidence  of  the  extraordinary  recu- 
perative powers  of  the  Western  country, 
especially  visible  in  the  increase  of  freight 
traffic  over  this  line.  'IT at  a  company  posses- 
sing so  valuable  a  route,  and  enjoying  so  large 
a  share  of  the  business  of  the  South  shore, 
should  have  been  overwhelmed  by  financial 
embarassments,  naturally  excites  surprise,  and 
yet  no  equal  number  of  miles  of  road  has  ever 
been  managed  so  recklessly.  Dating  back  for. 
a  number  of  years,  when  the  payment  of  divi- 
dends not  earned  absorbed  the  means  of  the 
company,  which  were  necessary  to  pay  its 
floating  debts,  and  would  have  prevented  the 
necessity  ri  a  default  in  its  interest-coupons, 
its  former  managers  squandered  its  resources, 
and  now  it  has  about  $1,500,000  of  assets  of 
little  or  no  value.  Now,  that  a  new  set  of  di- 
rectors has  been  chosen,  the  shareholders,  as 
well  as  creditors,  naturally  feel  solicitous  for  a 
thorough  reformation  in  the  future  manage- 
ment of  (he  road,  and  expect  a  plan  for  a  re- 
organization of  the  company  to  be  submitted. 
Its  anticipation  has  caused  a  large  advance  in 
the  price  of  both  issues  of  stock,  and  induced 
a  more  cheerful  feeling  for  the  future  welfare 
of  the  company.  The  new  direction  is  com- 
posed of  men  eminently  qualified  to  bring 
about  such  a  result,  giving  crfdit  to  any  new 
arrangement  made  with  the  creditors  and 
stockholders  ;  and  while  it  will  prove  no  very 
easy  task  to  reconcile  all  the  various  interests, 
so  that  each  one  may  be  protected,  yet  we  be- 
lieve that  so  earnest  is  the  desire  for  its  early 
consummation,  that  almost  any  reasonable 
plan  will  meet  with  but  little  opposition. 

The  property,  as  it  now  stands,  represents  a 
cost  of  $19,635,993,  equal  to  $37,400  per  mile, 
which,  after  deducting  liabilities  created  for 
steamboats  and  other  investments  not  neces- 
sary for  operating  the  road,  is  not  a  high  cost, 
compared  with  contiguous  lines.  To  restore 
public  confidence  in  its  securities,  and  make 
the  whole  concern  self-sustaining,  the  properly 
must  be  made  to  conform  to  a  valuation  based 
upon  its  capacity  to  pay  at  least  7  per  cent., 
and  the  unproductive  portion,  until  it  can  be 
got  rid  of,  must  be  included  in  the  estimate. 

The  gross  receipts  for  the  five  years,  ending 
on  the  29th  February  last,  were  $11,398,068, 
equal  to  $2,279,615  per  annum;  and  if  taken 
as  the  average  for  the  next  five  years,  with  pres- 
ent competition,  those,  for  the  fiscal  year  end- 
ing February  28, 1861,  will  not  vary  much  from 
$2,250,000;  at  an  expense  of  58  per  cent, 
would  give  as  net  earnings  $945,000,  and  by 
deducting  the  same  charges  for  interest,  sink- 
ing fund  commissions,  &c,  as  last  year — $761,- 
056,  we  have  a  surplus  of  $183,944  against  a 
deficiency  of  $72,998  the  past  year — about  6$ 
per  cent,  on  the  guaranteed,  and  2^  on  both 
issues,  nor  would  the  result  be  materially 
changed  until  the  gross  receipts  reached  $2.- 
600,000.  In  that  event  the  company  could 
fulfill  its  obligations  to  the  holders  of  the  guar- 
anteed stock,  and  leave  about  3V  per  cent,  for 
the  old.  To  continue  to  pay  10  per  cent,  up- 
on the  guaranteed,  and  yield  7  per  cent,  to  the 
old  stockholders,  would  require  in  gross  earn- 
ings, $3,400,000,  at  an  expense  of  operating 
not  to  exceed  56  per  cent. 

tiy  divesting  itself  of  the  burden  of  operating 
the  non-paying  branches,  (he  company,  proba- 
bly, can  wurk  along  without  a  reconstruction 
of  its  financial  affairs.  But  how  this  is  to  be 
done  without  sequestrating  a  portion  of  the 
line,  we  are  unable  to  suggest.  A  new  com- 
pany might  be  formed  out  of  the  Detroit,  Mon- 


roe and  Toledo  road  and  the  Goshen  branch, 
which  wouldgive  an  uninterrupted  linethrough 
from  Detroit  to  Elkhart,  via  Toledo,  of  188 
miles,  or  it  might  be  either  leased  or  sold  out- 
right to  the  Grand  Trunk  Company  of  Canada. 
Unless  something  is  done  to  relieve  it  from 
operating  a  large  part  of  its  unproductive  mile- 
age, a  reorganization  is  absolutely  necessary. 

The  present  market  value  of  the  $19,975,961 
liabilities  is  within  a  fraction  of  9,000,000,  and 
as  the  net  earnings  of  the  road  is  estimated  at 
$945,000  for  the  current  year,  it  follows  that  it 
is  paying  now  10  per  cent  upon  the  present 
market  value  of  its  securities,  estimating,  how- 
ever, its  floating  liabilities  to  be  worth  par. 

In  its  present  condition,  the  only  feasible 
plan  for  a  reorganization  would  be: 

1st.  To  preserve  intact  the  mortgage  debt, 
with  the  existing  privilege  of  merging  the  dif- 
ferent issues  of  bonds  into  the  sinking  fund 
mortgage.  These  were  composed,  on  the  1st 
March,  of  the  following: 

1st  Mortgage  Bonds  M's..  due  1st  Nov.,  I860....  $993,000 
1st  Mortgage  Bonds  N.  Ind..  due  1st  Aug.  1861.  985,000 
1st  Mortgage  Bonds  Goshen  Br.,  due  1st  Aug., 

1868 1,287,000 

1st  Mortgage  Bonds  Erie  &  Kal.,  due  1st  March, 

1862 300,000 

1st  Mortgage  Bonds  Jackson  Br.,  due  1st  Aug., 

1865 195,(00 

1st.  Mortgage  Bonds  Det..  M.  &  T.,  due  1st  Feb., 

1876 360,000 

1st  Mortgage  Bonds  Sinking  Fund,  due  1st  Mvy, 

1S85 2,934,000 

2d  Gen.  Mortgages,  whole  line,  due  1st  Nov., 

1877 2,262,000 

2d.  To  create  a  new  issue  of  stock,  and  ab- 
sorb the  following  : 

Unsecured  bonds  Mich.  S. 3 161.000 
"  N.  Ind.    244,000 

S405,o0OatS0  per  cent.  $324,000 

Coupons  past  due,  as  per  report,  at  par 261,026 

Coupons  due  May  1st,  1860,  such  as   are  un- 
paid, par 216,615 

Coupons  due  Aug.  1st,  I860 98,945 

Coupons  due  Sept.  1st,  1860 22,500 

Unsecured  debt S257.524  at  80  per  cent.  2(6,020 

Secured  part  of  the  floating  debt 326.654 

28,936  shares  guaranteed  stock, 60 1,736,160 

00,246  shares  old  stock  30 1,807,380 

3d.  This  would  leave  a  floating  indebted- 
ness composed  of  the  following  items,  due 
March  1 : 


Pay-rolls 

United  States,  for  duties 

On  Real  Estate 

Judgment 

Unpaid  interest 

Rent  to  Erie  and  Kalamazoo  R.  R.- 
Sinking  Fund  Commissioners • 


Total  liabilities 

Represented  by: 


.814,828,483 


M.  S.  and  N.  Ind.  road  and  branches,  depots  and 

other  real  estate SIO.000,000 

Goshen  Branch  Line 2,'  00,000 

Detroit,  .Monroe  and  Toledo  R.  R 1.000,OC0 

Erie  and  Kalamazoo  K.  R 300,000 

Equipments 1,000,000 

Steamboats 40o,noo 

Other  Property 300,000 


$15,00  ,1'00 


or  about  327,200  per  mile  for  railroad,  equip- 
ment and  real  estate. 

Re-organized  under  this  basis,  there  would 
be  no  interest  to  provide  lor,  until  November 
1st,  at  which  time  the  company  would  be  in 
receipt  of  cash  over  and  above  expenses  ot 
operating  the  road,  about  $500,000,  which,  with 
the  available  means  now  on  hand,  would  be 
sufficient  to  enable  the  new  administration  to 
start  comparatively  free  from  debt.  The  first 
year's  operations  would  not  enable  the  com- 
pany to  pay  but  a  small  dividend ;  but,  in  1862, 
unless  prevented  by  litigation,  growing  out  of 
the  sacrifiice  of  life  in  July  last,  the  business 
of  the  road  would  be  so  much  increased  as  to 
permit  the  resumption  of  semi-annual  dividends 
of  from  three  to  four  per  cent — Amer.  Rail- 
way Revieic. 
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OHIO  RAILKQAD  LAWS- 

At  the  last  session  of  the  Legislature  of  this  State,  the  fol- 
lowing acts  affecting  railroads  were  past : 

AN  ACT  to  prevent  collisions  on  Railroads  within  the 
State  of  Ohio. 
Section  1.  Be  it  enacted  by  the  General  Assembly 
of  the  State  of  Ohio,  That  whenever  the  tracks  of  two  rail- 
roads in  the  State  of  Ohio  shall  cross  each  other  at  a  com- 
mon grade,  the  crossings  shall  be  made,  kept  up,  and 
watchmen  maintained  at  the  joint  expense  of  the  companies 
owning  said  tracks,  and  all  trains  or  engines  passing  over 
said  tracks  shall  come  to  a  full  stop  not  nearer  than  two 
hundred  feet  nor  further  than  eight  hundred  feet  from  said 
crossing,  and  shall  not  cross  until  signaled  so  to  do  by  the 
watchman;  or  until  the  way  is  clear;  and  when  two  pas- 
senger or  freight  trains  come  up  at  the  same  time,  the  train 
on  the  road  first  built  shall  have  precedence;  provided 
they  are  both  main  tracks  over  which  all  passengers  and 
freights  on  said  roads  are  transported  ;  but  if  only  one  is 
such  main  track,  and  the  other  is  a  side  or  depot  track, 
then  the  train  on  the  main  track  shall  take  precedence; 
but  if  one  of  said  trains  i3  a  passenger  and  the  other  a  freight 
train,  then  the  former  shall  take  precedence.  Regular 
trains  on  time  shall  take  precedence  over  trains  of  the 
same  grade  not  on  time,  and  engines,  with  cars  attached, 
not  on  time  shall  take  precedence  of  engines  without  cars 
attached,  if  not  on  time.  The  same  rule  as  above  provided 
shall  apply  in  all  respects  where  the  tracks  of  the  railroads 
in  uny  way  connect. 

Sgc.  2.  It  shall  he  the  fluty  of  the  managing  agent  or 
Superintendent  of  every  railroad  in  the  State  of  Ohio,  im- 
mediately after  the  taking  effect  of  this  act,  to  establish  and 
publish  to  all  the  employees  on  said  railroad  such  rules  and 
regulations  as  shall,  in  all  cases,  secure  strict  compliance 
with  the  provisions  of  the  foregoing  section,  and  to  repub- 
lish such  rules  or  regulations  on  every  time  table  or  card 
issued  to  the  employees  on  said  road  ;  and  in  case  such 
managing  agent  or  Superintendent  shall  fail  or  neglect  to 
establish  and  publish  such  rules  and  regulations,  or  to  re- 
publish the  same  on  each  time-table  or  card  issued  to  the 
employees  on  said  road,  for  every  sucli  neglect  or  refusal 
said  managing  agent  or  Superintendent  shall  be  personally 
liable  to  a  penalty  of  one  hundred  dollars,  to  be  recovered, 
together  with  costs,  in  an  action  brought  against  him  in 
favor  of  the  State  of  Ohio,  to  be  brought  in  the  Court  of 
Common  Pleas  of  any  county  where  any  such  crossing  may 
exist ;  any  such  agent  or  Superintendent  shall  also  be  liable 
in  damages  to  any  person  or  Company  who  may  be  injured 
in  person  or  property  by  any  accident  arising  from  a 
neglect  to  establish,  publish,  or  republish  such  rules  and 
regulations  as  above  provided,  and  said  agent  or  Super- 
intendent shall  also  be  liable  to  a  criminal  prosecution 
therefor. 

Sec.  3.  That  every  engineer  or  person  in  charge  of  an 
engine,  who  shall  fail  to  comply  with  the  provisions  of  the 
first  section  of  this  act,  and  shall  fail  to  bring  the  engine  of 
which  he  is  in  charge,  with  the  train,  if  any,  thereto  at- 
tached, to  a  full  stop,  at  least  two  hundred  feet  before  arriv- 
ing at  any  railroad  crossing  or  connection,  or  shall  cross 
the  same  before  signaled  so  to  do  by  the  watchman,  or  be- 
fore the  way  is  clear,  shall  be  personally  liable  therefor  to  a 
penalty  of  one  hundred  dollars,  to  be  recovered  by  civil 
action,  at  the  suit  of  the  State  of  Ohio,  in  the  Court  of  Com- 
mon Pleas  of  any  county  where  any  such  crossing  or  con- 
nection exists  *,  and  the  company  in  whose  employ  such  en- 
gineer or  person  in  charge  of  an  engine  may  be,  as  well  as 
the  person  himself,  shall  be  liable  in  damages  to  any  person 
or  company  who  may  be  injured  in  person  or  property  by 
the  neglect  or  act  of  snid  engineer  or  person  in  charge  of  an 
engine  as  aforesaid  ;  and  such  engineer  or  person  in  charge 
of  an  engine  shall  also,  in  case  any  person  be  killed  by  rea- 
son of  his  neglect  or  failure  to  bring  such  engine  and  train 
of  cars,  if  any  there  be,  attached  thereto,  to  a  full  stop,  at 
least  two  hundred  feet  before  reaching  a  crossing  or  connec- 
tion with  the  track  of  another  railroad,  or  by  reason  of  his 
crossing  the  same  before  being  signaled  so  to  do  by  the 
watchman  there  stationed,  or  before  the  way  is  clear,  be 
liable  to  indictment,  conviction  and  punishment  for  man- 
slaughter ;  or  in  case  any  person  sustain  bodily  injury,  not 
affecting  life,  by  reason  thereof,  then  such  engineer  or  per- 
son in  charge  of  an  engine  as  aforesaid,  shall  be  considered 
guilty  of  a  misdemeanor,  and  shall,  on  conviction  thereof 
In  the  proper  court  of  the  county  where  such  bodily  injury 
occurred,  be  imprisoned  in  the  jail  of  the  county  not  less 
than  one  nor  more  than  twenty  months,  or  be  fined  in  any 
sum  not  more  than  five  hundred  dollars,  or  both,  at  the  dis- 
cretion of  the  Court. 

Sec.  4.  That  section  six  of  the  act  entitled  "An  Act 
to  amend  the  act  entitled  an  act  to  provide  for  the  crea- 
tion and  regulation  of  incorporated  companies  in  the  State 
of  Ohio,  passed  April  5th,  1857,  and  the  same  is  hereby 
repealed. 

Sac.  5.  This  Act  shall  take  effect  from  and  after  its 
passage. 

RICHARD  C.  PARSONS, 
Speaker  of  the  House  of  Representatives, 
ROBERT  C.  KIRK, 
President  of  the  Senate. 

Passed  March  24,  I860. 


AN  ACT  to  provide  for  the  collection  of  claims  against 
Railroad  Companies. 
Sep-hon  1.  Be  it  enacted  by  the  General  Assembly 
of  Vie  State  of  Ohio,  That  when  any  person  shall  have  ob 
tained  judgment  against  any  railroad  company,  in  any  of 
the  Courts  of  this  State,  upon  any  claim  due  to  common 
laborers  for  work  and  labor  performed  for  such  company, 
or  for  cross  ties,  1  umber,  or  cord  wood  furnished  to  such 
company,  to  be  used  in  the  construction,  repairing  or  oper- 
ation of  such  road,  or  upon  any  note  or  other  evidence  of 
indebtedness,  the  consideration  of  which  consisted  of  euch 


_abor  or  materials  furnished  to  said  company,  the  plaintiff 
in  such  case,  his  agent  or  attorney,  may  file  with  the  preci- 
pe for  execution  in  such  judgment,  his  affidavit,  setting 
forth  the  nature  of  the  claim  upon  which  said  judgment  is 
founded,  showing  that  the  same  is  within  the  description 
of  claims  herein  enumerated,  that  he  does  not  know  of  any 
property  of  the  defendant  liable  to  levy  and  sale  on  such 
execution  sufficient  to  satisfy  the  same,  and  that  any  per- 
son or  corporation  tto  be  named  within  the  jurisdiction  of 
the  officer  to  whom,  according  to  the  precipe,  such  execu- 
tion is  to  issue,}  is  indebted  to  the  defendant — has  property 
or  claims  of  the  defendant  in  his  possession  or  under  his 
control,  or  as  agent  of  the  defendant ;  whereupon  the  Clerk 
shall  iosue  with  the  execution  a  notice  to  each  person  or 
corporation  named,  that  he  is  required  to  pay  over  to  the 
officer  holding  such  writ,  the  money,  and  deliver  to  such 
officer  the  property  and  claims  of  the  detendant  in  his  pos- 
session or  under  his  control,  or  which  may  come  into  his 
possession  or  under  bis  control  nt  any  time  before  the  satis- 
faction of  such  judgment,  not  exceeding  an  amount  suffi- 
cient to  satisfy  such  judgment  and  costs,  together  with  costs 
that  may  accrue. 

Sec.  2.  The  officer  shall  serve  upon  each  garnishee 
named  in  the  notice  a  copy  of  the  execution  and  notice, 
and  the  person  so  served  shall  be  bound  to  the  plaintiff  in 
execution,  from  the  date  of  such  service,  for  all  money,  pro- 
perty and  claims  of  the  defendant  in  his  possession  or  un- 
der his  control,  or  which  may  come  into  his  possession  or 
under  his  control  at  any  time  before  the  satisfaction  of  the 
judgment. 

Sec.  3.  At  any  time  after  service  on  the  garnishee,  as 
above  provided,  he  may  be  required  to  appear  before  any 
officer  within  Ids  township,  competent  to  administer  oaths, 
or  before  the  Clerk  of  the  Court  of  Common  Pleas  of  his 
county,  and  answer  such  questions  as  may  be  asked  him 
touching  the  property  of  every  description,  moneys  and 
credits  of  the  defendant  in  his  possession  or  under  his  con- 
trol, by  a  written  notice  signed  by  the  plaintiff,  his  agent 
or  attorney,  specifying  the  time  and  place  of  such  exami- 
nation which  notice  shall  be  served  at  least  one  day  be- 
fore the  day  fixed  therein  for  the  examination;  such 
examination  shall  be  reduced  to  writing,  signed  by  the 
garnishee,  certified  by  the  officer  before  whom  said  exami- 
nation is  taken,  and  filed  with  the  papers  in  the  case.  The 
garnishee  shall  be  entitled  to  the  same  fees  for  attendance 
as  are,  by  law,  allowed  to  witnesses. 

Sec.  4.  If  the  garnishee  shall  refuse  to  appear,  as  re- 
quired by  the,  notice,  upon  proof  being  made  of  the  due 
service  thereon,  an  attachment  may  be  issued  against  him, 
or,  if  having  appeared,  he  shall  refuse  to  answer  such  ques- 
tions as  may  be  asked  him,  as  aforesaid,  it  shall  be  the  duty 
of  the  officer  before  whom  such  examination  is  being  had 
to  commit  such  garnishee  to  the  jail  of  the  county,  until  he 
shall  answer  such  questions,  or  be  discharged  according  to 
law. 

Sec.  6.  The  garnishee  shall  pay  over  to  the  officer,  all 
moneys  in  his  hands  or  under  his  control,  or  which  may 
come  into  his  hands  or  control,  belonging  to  the  defendant, 
not  exceeding  the  amount  of  the  judgment  and  costs,  and 
shall  deliver  all  property  and  claims  of  the  defendant  in 
his  hands,  or  which  may  come  into  his  hands,  to  the 
officer,  taking  his  receipt  for  such  property,  money  or 
claims,  which  receipt  shall  be  a  sufficient  discharge  of  any 
liability  therefor,  and  upon  refusal  by  such  garuishee  to  pay 
over  or  deliver,  as  aforesaid,  the  plaintiff  may  commence  an 
action  therefor,  in  his  own  name,  against  the  garnishee,  and 
recover  the  s'ime  with  costs. 

Sec.  G.  The  officer  shall  sell,  as  upon  execution,  any 
property  of  the  defendant  so  delivered  to  him,  which  would 
be  liable  to  seizure  and  sale  upon  execution,  and  all 
the  other  property  he  shall  hold  to  abide  the  order  of  the 
court. 

Sec.  7.  Any  assignment  or  transfer  of  money,  or  claims, 
in  the  hands  or  under  the  control  of  any  agent  of  such  rail- 
road company,  made  after  the  passage  of  this  act,  shall 
be  void,  as  against  judgment  claimants,  under  the  provi- 
sions of  this  act,  as  to  the  current  receipts  of  such  rail- 
road company,  in  the  hands  or  under  the  control  of  such 
agent,  at  the  date  of  the  service  of  the  notice  of  garnish- 
ment, as  herein  provided,  or  which  may  afterward,  and 
before  the  satisfaction  of  such  judgment,  come  into  his 
hands. 

Sec.  8.  This  act  shall  be  in  force  from  and  after  its  pas- 
sage, and  shall  apply  as  well  to  claims  and  judgments  of 
the  nature  specified  in  the  first  section  of  this  act  now 
owing,  as  those  that  may  hereafter  accrue,  or  be  recovered 
against  railroad  companies.  Provided,  that  the  provisions 
of  this  act  shall  not  extend  to  claims  for  lumber  or  cross 
ties  that  may  have  been  heretofore  furnished  to  be  used 
in  the  construction  of  any  railroad. 

RICHARD  C  PARSONS, 
Speaker  of  the  House  of  Representatives. 
ROBERT  C.  KIRK, 
President  of  the  Senate. 

Passed  March  26.  1860. 


INSURANCE  LAW  OF  GEOKGXA. 

An  Act  to  regulate  the  agencies  of  Foreign 
Insurance  Companies,  and  to  provide  for 
the  appointment  of  an  Insurance  Commis- 
sioner.    Approved  Dec.  12,  1859. 

Section,  1.  Be  it  enacted,  <£c.,  That  it  shall 
not  be  lawful  for  any  agent  or  agents  of  any 
insurance  company  not  incorporated  by 
the  State  of  Georgia,  to  receive  or  receipt  for 
any  premiums  of  insurance,  for  any  person  in 
this  State,  without  a  license  from  the  insurance 


commissioner  of  this  State,  who  shall  be  ap*. 
pointed  by  the  governor;  and  if  any  agent  or 
agents,  without  such  license,  shall  receive  or 
receipt  for  any  such  premium,  he  or  they  shall 
forfeit  five  hundred  dollars,  to  be  recovered  in 
an  action  of  debt  by  the  controller  of  the 
State,  one-half  of  which  shall  be  paid  into  the 
treasury  of  the  State,  and  the  other  half 
to  the  attorney  or  solicitor  general  of  the  cir- 
cuit, whose  duty  it  shall  be  to  prosecute  the 
case  for  the  controller. 

Sec.  2.  Before  any  agent  or  agents  shall  re- 
ceive such  license,  he  shall  comply  with  the 
following  conditions:  1st.  He  shall  present 
a  receipt  from  the  controller,  that  he  has  paid 
the  taxes  of  the  preceeding  year,  required  by 
the  laws  of  this  State.  2d.  He  shall  deposit 
with  the  clerk  of  the  Superior  Court  of  the 
county  in  which  he  may  reside,  a  certificate 
of  Ins  appointment  as  an  agent,  signed  by  the 
president  and  secretary,  or  other  officers  of  the 
company,  in  which  they  shall  empower  him  to 
receive  and  acknowledge  service  of  process  for 
such  company,  in  any  suit  against  the  com- 
pany, and  shall  agree  to  abide  by  the  decision 
of  such  suit  when  service  has  been  made  on 
such  agent,  the  same  as  if  the  company  were 
located  in  the  county  in  which  the  suit  may  be 
instituted;  and  of  this  certificate  he  shall  pre- 
sent the  commissioner  a  certified  copy,  from  the 
clerk  of  the  court,  for  which  the  clerk  shall  be 
entitled  to  a  fee  of  one  dollar.  3d.  He  shall 
deposit  with  the  commissioner  a  statement, 
signed  and  sworn  to  by  the  president  and  sec- 
retary, or  other  proper  officers  of  the  company, 
containing : — 1st.  The  amount  of  capital 
stock;  2d  The  amount  paid  up;  3d.  A  full 
and  particular  account  of  the  assets  of  the 
company  on  the  preceeding  31st  of  December, 
or  at  the  end  of  their  last  fiscal  year,  with  the 
cash  value  of  each  ;  4th.  The  amount  of  their 
expenses,  of  every  kind,  tor  the  preceding 
year;  5tb.  The  particulars  of  their  receipts 
and  payments  for  the  preceding  year;  6th. 
The  amount  of  their  premiums  for  fire  insur- 
ance for  the  preceding  year;  7th  The  amount 
of  their  premiums  for  marine  and  inland  navi- 
gation risks  for  the  preceding  year,  and  the 
portion  of  those  that  were  received  for  risks 
not  terminated  at  the  end  of  the  year;  8th, 
The  amount  of  life  insurance  premiums  receiv- 
ed during  the  preceding  year  for  whole  life 
policies,  the  amount  for  temporary  policies, 
and  the  arnonnt  of  other  policies,  the  whole 
amount  insured,  and  of  risk  on  the  31st  Decem- 
ber preceding,  or  at  the  end  of  the  last  fiscal 
year,  on  temporary  life  polices,  and  the  amount 
at  risk  on  the  whole  life  policies,  issued  for  a 
single  premium,  or  for  which  the  company 
have  received  full  payment,  with  the  policy- 
holders on  the  31st  December  preceding,  or  at 
the  end  of  their  last  fiscal  year,  and  the  amount 
at  risk  on  whole  life  policies  for  which  a  uni- 
form annual,  semi-annual,  orquarterly  premium 
is  payable,  with  the  several  years  for  which  each 
portion  of  this  amount  has  been  issued,  and  the 
amount  for  each  of  these  years,  the  table  of 
premiums  charged  for  different  ages,  and  the 
average  age  of  the  insured  for  each  year  when 
the  policies  were  taken;  and  also  such  particu- 
lars of  all  other  contracts  for  insurance  or  en- 
dowments, or  other  annuties  that  were  in  force 
on  the  31st  of  December  preceding,  or  at  the 
end  of  their  last  fiscal  year,  as  are  needed  to 
determine  the  present  worth  of  these  liabilities; 
or,  instead  of  these  requisitions,  any  other  state- 
ment of  their  future  liabilities  that  will  enable 
the  commissioner  to  determine  their  present 
worth ;  9th.  The  amount  of  indebtedness  of 
the  company  of  every  kind,  except  for  losses 
by  insurance;  10th.  The  amount  of  claims 
against  the  company,  known  and.  acknowledged, 
whether  due  or  not  due;  11th.  The  amount  of 
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claims  against  the  company  not  adjusted  or 
not  acknowledged,  and  the  amount  of  those 
that  are  in  suit;  12th.  the  amount  of  unpaid 
claims  against  the  company  in  the  State  of 
Georgia,  on  the  31st  day  of  December  preced- 
ing, or  at  the  end  of  their  last  fiscal  year,  and 
the  amount  of  these  that  is  resisted. 

Sue.  3.  And  the  insurance  commissioner 
shall  not  issue  a  license  to  the  agent  or  agents 
of  any  fire  or  marine  insurance  company,  un- 
less he  is  satisfied  that  the  cash  value  of  their 
assets  is,  at  least  $100,000  over  and  above  all 
the  liabilitits  and  claims  against  the  company, 
and  the  amount  needed  to  reinsure  all  their 
fire  risks  and  the  amount  of  premiums  receiv- 
ed on  unterminated  marine  and  inland  naviga- 
tion risks. 

Sec.  4.  Nor  shall  he  issue  a  license  to  any 
agent  or  agents  of  any  life  insurance  company, 
unless  he  is  satisfied  that  the  cash  value  of 
their  assets  exceeds  all  the  dues  and  claims 
against  the  company,  and  the  calculated  pres- 
ent worth  of  all  their  future  liabilities,  count- 
ing the  rate  of  mortality  at  25  per  cent  above 
the  average  of  the  best  tables,  and  the  rate  of 
interest  at  four  per  cent,  and  the  annual  ex- 
pense at  the  percenage  paid  by  the  counting 
in  the  preceding  year. 

Sec.  5.  This  license  shall  not  be  issued  for 
a  period  longer  than  fifteen  months,  and  shall 
always  terminate  on  the  1st  day  of  April. 

Sec.  6.  It  shall  be  the  duty  of  the  commis- 
sioner to  publish  in  one  newspaper  in  every 
county  where  an  agent  may  reside,  or  if  there 
should  be  no  newspaper  published  in  the  coun- 
ty, then  to  publish  in  the  newspaper  nearest 
to  such  agent,  a  statement  of  the  condition  of 
all  insurance  companies  having  agencies  in 
the  State,  giving  their  capital  stock,  the  cash 
value  of  their  assets,  their  net  means  after  pro 
viding  for  all  their  debts,  claims,  and  liabilities, 
their  receipts  and  expenses,  and  also  the  claims 
unpaid  and  resisted  in  this  State,  at  the  end  of 
the  preceding  year. 

Sec  7.  I?or  the  first  license  granted,  in  any 
year,  for  any  company,  the  agent  shall  pay  to 
the  commissioner  $25 ;  and  for  every  subse- 
quent license  for  the  same  company  in  the  same 
year,  his  fee  shall  be  $2. 

Sec  8  The  governor  is  hereby  empowered 
to  appoint  some  fit  person  as  insurance  com- 
missioner of  the  State  of  Georgia,  to  grant  the 
licenses  and  make  the  examinations,  calcula- 
tions, and  publications  required  by  this  act, 
who  shall  hold  his  office  two  years ;  and  before 
the  issuing  of  any  license,  he  shall  be  sworn 
before  some  proper  officer,  to  the  faithful 
and  impartial  discharge  of  the  duties  of  his 
office. 

Sec.  9.  This  act  shall  take  effect  and  be  in 
force  on  and  after  the  1st  day  of  January, 
1860. 

Sec.  10.  Repeals  conflicting  laws. 

INSUKAKCE  LAW  OF  GEORGIA. — APPROVED  BY  THE 
GOVERNOR,  DEC.   11,  1858. 

Be  it  further  enacted,  That  all  insurance 
companies  out  of  this  State,  doing  business  in 
this  State  by  agents,  or  otherwise,  shall  pay 
one  per  cent  upon  premiums  received,  and,  on 
failure  so  to  make  their  returns  and  payments 
aforesaid,  said  returns  to  made  under  oath, 
execution  shall  be  issued,  upon  information, 
by  the  controller-geueral  againstthe  managers, 
agents,  or  other  person  or  persons  managing 
or  acting  for  such  insurance  company,  for  the 
sum  of  five  hundred  dollars  each,  subject  to 
the  provisions  of  the  19th  December,  1817,  in 
relation  to  defaulting  banks. 
An  act  to  amend  the  act  of  the  11th  December, 
,     1858,  in  relation  to  the  returns  of  lottery 

managers  and  insurance  companies  and  ex- 


press companies  doing  business  in  this  State; 
and  to  postpone  the  operation  of  an  act,  en- 
titled an  act  to  regulate  the  agencies  of  foreign 
insurance  companies  and  to  provide  for  the 
appointment  of  an  insurance  commissioner, 
approved  December  lilh,  1839. 
Section  1.  Be  it  enacted  &c.,  That  this  act 
of  the  11th  December,   1858,  be  so  amended 
as  to  require  lottery  managers  and  insurance 
companies  now  taxed,  to  make  their  annual 
returns  to  the  State  treasurer  on  the  31st  of 
December  in  each  and  every  year. 

Sec.  2.  Be  it  further  enacted,  That  the  pro- 
visions of  an  act,  entitled  "an  act  to  rugulate 
the  agencies  of  foreign  iusurance  companies, 
and  to  provide  for  the  appointment  of  an  in- 
surance commissioner,"  approved  December 
14th,  1859,  shall  not  go  into  operation,  nor  take 
effect,  until  the  1st  day  of  December,  I860. 

MONETARY  AND  COMMERCIAL- 

During  the  week  past  Ihere  has  been  a  brisk  demand  for 
money  *,  and  most  of  our  bankers  have  lreen  called  upon  to 
the  full  extent  of  their  ability.  Some  few,  however,  report 
matters  a  little  easier,  but  on  the  whole  the  money  market 
may  be  considered  decidedly  close.  Banker's  rates,  to 
customers  are  without  change.  10®12,  while  outside  trans- 
actions are  done  at  l/i@24. 

Eastern  Exchange  is  firm  at  40  buying,  and  i  selling. 
Nothing  is  being  done  in  New  Orleans,  except  through 
grocery  houses,  who  are  buying  time  bills  at  1?  dis.  per 
month.    "We  quote  : 

BUYING.  BELLING 

New  York  sight \  prem.  £    prem. 

Boston f  prem.  i    prem. 

Philadelphia &  prem.  i    prem. 

Baltimore I  prem.  £    prem. 

New  Orleans far.  30  prem. 

American  Gold i  prem.  J     prem. 

The  New  York  Evening  Post  of  Monday  says  the  stock 
exchange  continued  to  be  the  ^cene  of  much  excitement, 
and  the  speculative  temper  of  the  market, in  pointof  buoy- 
ancy and  strength,  has  not  had  its  counterpart  for  several 
years  past,  not  excepting  the  activity  following  the  recoil 
from  the  panic  prices  of  1857. 

Cheap  money  and  the  absence  of  any  disturbance  in  the 
currency,  the  marked  revival  in  the  business  of  the  West, 
the  encouraging  change  in  our  shipping  and  manufacturing 
prospects,  and  the  comparatively  tranquil  condition  of 
Europe,  all  contribute  to  produce  a  feeling  of  elasticity  and 
buoyancy  in  a  quarter  where,  in  the  same  measure  influ- 
ences of  a  directly  opposite  character  first  manifest  them- 
selves. The  business  of  the  Stock  Exchange  is  now  assum- 
ing proportions  which  place  it  very  prominently  before  the 
public,  and  it  is  safe  to  infer  from  the  interest  which  it  ex- 
cites among  this  class  of  buyers  that  the  market  is  no  longer 
left  to  the  caprice  of  the  operators  of  the  street,  but  is  con- 
trolled by  an  influence  which  alone  gives  stability  and  per- 
manency to  values.  The  investments  of  the  public  are  by 
no  means  confined  to  securities  of  the  highest  class,  but 
evidently  extend  to  most  descriptions  of  the  speculative 
list. 

Grand  Trunk  Railway  of  Canada. — Addit  Depart- 
ment.—The  Traffic  receipts  of  the  Grand  Trunk  Railroad 
of  Canada  for  the  week  ending  April  21,  I860,  have  been  as 
follows : 

Local  Passengers 14,745      $20,230  6434 

Foreign        do      '•     1,783  4,439  70 

Emigrants 

Mails,  Express,  &c 2,890  41 

Local  Freight  and  Live  Stock  (Tons).  07,061$      28,438  92# 

44     Timber  aDd  lumber — 

1,528,721  ft     2,467$         4,0^8  93 

14     Firewood,  1,275^  cords 1,912$        1,423  30 

Foreign  Freight  and  Livestock 2.53U        8,782  CS 

Mile3. 

Total 970      S70,244  89 

Weekending  April  1C,  1859 880        44,858  86 

Incease 90        25,386  03 

Total  traffic  from  July   1,    1859,    t« 

date 52,340,862  38  >£ 

Total  for  same  period  last  year 1,854,419  81>£ 

J.  HARDMAN,  Auditor. 
Montreal,  May  1,1860. 

Pittsburgh,  Fort  Wayne  and  Chicago  Railroad.— 
The  following  ia  a  statement  of  the  Earnings  of  the  Pitts- 


burgh, Fort  Wayne  and  Chicago  Railroad  Company  dar- 
ing the  month  of  April,  compared  with  the  same  period  o* 
last  year,  viz  : 

1860.  1859.      Increase.    Decrease. 

Freight $99.002  55      54.372  47    44,630  03       

Passengers 62.150  80      68.239  65     6,0»8  85 


Express 2,5011  00 

Mail 7,825  00 

Rent  of  road...  7,n'*3  33 

Miscellane'us..  213  42 


3.2.VI  00 

7.825  <"G 

5,500  on 

468  58 


lr583  33 


750  00 


235  16 


Total 8179,775  01     139,655  70    39,11940      

Ear'gs  Jan-  1. 
to  May  I...  663,379  92    557,180  12  106,199  80 

T.  D.  Messler,  Auditor. 
Wm.  B.  Ooden,  Receiver. 

Cleveland  and  Mahoning  Railroad  Company.— 
Vice  President  and  Superintendent's  Office,  Cleveland,  0-, 
May  10,  1860. — The  earnings  and  expenses  for  April  are  aa 

follows  J 

1859.  I860.  Increase. 

Gross  Earnings $2<>,125  01      $28,782  00     $8,65'i  99 

Exprnses 8,F87  84  9,478  05  59*J  2L 


Net  earnings $11,237  17        19,303  95        8,"=66  78 

Chas.  S.  Rhocles,  Sup't. 

Central  Ohio  Railroad. — Monthly  Report  op  thb 
Receiver-— George  S  Coe,  Receiver  of  the  Central  Ohio 
Railroad,  yesterday  filed  in  the  Clerk's  Office  of  the  United 
States  Court  his  report  for  the  month  of  March,  from  which 
we  make  the  following  abstract : 

RECEIPTS. 

To  balance,  is  per  last  report 522,93'i  17 

From  mail  receipts  prior  to  May.  1859 8,522  73 

From  passenger  business $22,160  79 

From  freight  business 40,802  0  ' 

From  express  business 1,651  22 

From  mail  business 16,711  74 

From  mileage  on  cars. 78148 

From  other  sources 164  15 

82,291  40 


Total $113,749  30 

DISBCRSMENTS. 

Pavments  made  for  Liabilities — 

Incurred  prior  to  May  1.  185' $6,529  OS 

August.  1859 84  63 

September,  1859 66  29 

October,  1859 296  04 

November,   1859 45  54 

December,  1859 349  67 

,.       January,  1^60 1.948  99 

..       February,  1800 48,610  02 

..       March,  I860 935  39 


$58,865  56 

Expenses  of  transportation  department 9,4''7  18 

Expenses  of  machinery  department 10.875  57 

Expenses  of  road  department 11,832  69 

Expenses  of  construction  department 1,815  71 

Fuel 5.U96  64 

General  Expenses-^.. 1,483  05 

Total S99,376  40 

Liabilities  incurred  in  March  and  remaining  unsettled, 
$18,974  06. 

Cincinnati  Stock  Market- — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  tha 
following  rates  : 


Little  Miami  R.  R.  Co.,  6  per  cent.  Mort- 
gage Bonds 85  andlnt. 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 

Mortgage,  7  per  cent.  Bonds 94        " 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage,  7  per  cent.  Bonds 85        '• 

Indianapolis  &  Cincinnati  R  R.  Co  ,  First 
Mortgage.  7  per  cent.  Bonds 85 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgase,  7  percent.  Bonds 72 

Covington  and  Lexington  R.  R  Co.  First  Mort- 
gage Bonds,  7  per  cent 78        " 

Covington  and  Lexington  R.  R.  Co.  First  Mort- 
gage 6  per  ceot.  Bonds .70 

Covington  &  Lexington  R.  R.,  Second  Mort- 
gage Boods.  7  per  cent •  70 

Covington  &  Lexington  R.  R.  Co.,  10  per  cent, 
preferred,  Income  Bonds 12J 

Ohio  &  Mississippi  R-  R.  Co.,  Construction 
7  percent 17$ 

Cincinnati  Bonds,  Municipal  and  School,  6 
per  cent 93 

Cincinnati  Bonds  Railroad ■  , •  85 

Cincinnati  Bonds,  Railroad  Wharf 82 

Columbus  &  Xenia  R.  R  Co.,"  per  cent.,  div- 
idend bonds 92 

STOCK9- 

Cincinnati,  Hamilton  it  Dayton   R.R. 71 

Columbus  &.  Xenia  R.  R • •>•  85 

Indianapolis  &  Cincinnati  R.R... 39J- 

Little  Miami  R.R 86 

Northern  Bank  of  Kentucky .J30 

Farmer's  Bank  of  Kentucky  Stock , . .  124* 
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'Paraffine  derives  its  name  from  a  want 
of  affinity  with  alkalies  or  acids,  and  is  ma- 
nufactured from  coal.  It  is  distilled  over  in 
the  heavier  oils  towards  the  close  of  the  pro- 
cess, and  after  a  separation  and  purification 
by  mechanical  and  chemical  means,  seems  to 
be  a  substance  similar  to  white  wax  or  sper- 
maceti.— Artizan. 

E:\gineers'  Instruments" 

FOR  SALE  LOW— 4   Engineers'  Levels  ;   2   Surveyors' 
Compasses  ;  one  Transit.     They  have  been  but  little 
used  and  are  in  good  order. 

JAMES  POSTER,  JR.  &.  CO., 
My  10— 5t.  S.  vv.  Corner  of  Fifth  and  Race  Sts. 

C  CONTRACTS  for  Kails  at  a  fixed  price,  or  on  com 
J  mission,  delivered  at  an  English  port,  or  at  a  por 
in  the  United  States,  will  be  made  by  the  undersigned 
THEODORE  DKHOiN, 
no13  10  Wala  Broad  way, New  Yor 


I860. 


1860. 


Spring  Arrangement. 

VIA. 

CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

LAKESHORE 


RAILROADS. 

FORNIAGARA  FALLS,  WHITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

6  A.  M.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  10.15  a.  m.,  Cleve- 
land 2.50  p.  m.,  Dunkirk  8.25  p.  M-,  Buffalo  9.5U  p.  m.,  New 
York  next  day  at '8.15  p  m.,  and  Boston  4.01)  p.  m. 

TO3  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.10  A.  M-  Day  Express  from  Cincinnati,  Hamil- 
ton and  Dayton  Depot,  West  Sixth  street — Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.0b"  p.  m., 
Cleveland  8.55  p.  m.,  Dunkirk  2.50  a.  m.,  Buffalo  4.(J0  A.  m., 
New  York  same  evening  at  9.1U  p.  m.,  and  Boston  11.30 
P.  M. 

IT^j3  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

1 1-00  P-  Iff.  Night  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  3.40  a.m.,  Cleve- 
land 9.5U  a.  M  ,  Dunkirk  3.55  p.  m.,  Buffalo  5  25  p.  m.,  New 
York  next  morning  at  9.45  a   m.,  and  Boston  1.00  p.  m. 

JTj3  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

XHT"  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  rout«s. 

ASK  FOR  TICKETS  VIA  COLUMBUS  AND  CLEVE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

THE  OLD  RELIABLE  ROUTE  TO    PITTSBURGH 
AKD  PHILADELPHIA,  IS  VIA  CRESTLIXE. 

G.OO  A.  JTI»  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street— Arrives  at  Columbus  at  10.15  a. 
m.,  Crestline  12.40  p  m.,  connects  at  Pittsburgh  same  even- 
ing with  8.40  p.  M.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  m. 

10.10-  At  M»  Day  Express,  from  Cincinnati,  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  M  , 
Crestline  6  15  p.  m.,  connects  at  Pittsburgh  next  morning 
with  3  a.  M  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m. 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts- 
burgh. 

11.00  P.  IW.  Night  Express,  from  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Columbus  at  3.40  a.  m.,  Crest- 
line 5. 45  a.  M.,  connects  at  Pittsburgh  with  4.10  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 

Ask  for  tickets  via  Columbus  and  Crestline. 

Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 

For  through  tickets,  and  all  information,  call' at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADEU,  General  Ticket  Agent, 
L.  M.  and  C.  H.  &  D.  Railroads,  Cincinnati. 
H.  C  MARSHALL,  General  Ticket  Agent. 
it — JE.  S   FLINT,  Sup't. 
"  i  Agent.  Cincinnati. 


N.  C.  HAW 


APPLEGATE  &  CO., 

Bnoksellers,  Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St    Cincinnati  0» 


Patent  Portable  Forge  and  Bdlows. 

THESE  FORGES  are  superior  to  all  ntfeenfer  build 
ers  of  railroads,  mines,  quarries,  gunsmiths,  locrc- 
emilhs,  machine  shops,  boiler  makers,  ^as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 

K.iilroad  companies  and  others  in  want  of  Portable 
Forces  willaddress  VV.  G.  HYNDMAN, 

ap23  41  EaBt  Second  street,  Cincinnati,  O. 


Indianapolis  and  Cincinnati 


SHORT    LINE 


SHORTEST  EOUTE  BY  THIHTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M—  TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.M. 

6.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P.M.;  Chicago  at  7:30  A.  M. 

Pleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


™ffS"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Laureneehurg  &  kdianapoiis* 

03=  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through. 

THROUGH  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 


address  at  either  office. 


H.  C.  LORD,  President. 


CINCINNATI,   WILMINGTON, 

AND  ZANESVILLE 
3578.  A.XUH   <0  j&.  ID  . 

Two  daily  trains,  at  6  A.  M.  and  6  P.  M.,  from  Little  Mi 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Rktuhninq  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

W  Y  BOND,  Keoeiycr. 


Wj  HARVEY'S  SAFETY  JOINT 

For     Coupling    the    Ends    of   "  T"    Rail 
■^PATENTED,  MOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  wh»  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  facu 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  a3  shown 
wiFig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  protect 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ar.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  thi3  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them*  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  platea 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  thatii  - 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot:  :ii  the  rails,  so  t  hat  they  can  not  shove  together,  as  in 
th?  sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  o  t 
the  rolling  stock  of  the  road. 

TV.  HARVEY,  Invkntoe  and  Patentee, 
41  Jefferson  street,  Albany, 
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PKOSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES. 

SAFE  FROM  END  TO  END. 


THE    RAILROAD    RECORD. 


ENAMELED   IRON    PIPES    AND   PUMPS, 

FOB.    WATER   SUPPLY,    ACIDS,    ETC. 

SOLK    IMPORTERS. 

PUOSSKlMSPA'lEN'l'   SCJKt'ACJE  COIV- 
DKWSEltW  for  high  pressure  steam,  with  sea   or 


other  bad  boiler  water,  gauges, 3-ciUter  drills,  counter- 
sinks,  tube  end  cutting  bam,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pail  lever  wrenejies, 
t'abeB — plain  or  enameled,  screft'ed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Boilers.  THOS.   PROSSER  &  SON, 

97jan.  28  Piatt  Street,  New  York 

a.  d.  LOBDELL.        H.  S.  M'OOMBS.        Ii.  P.  BUSH. 


WiiiHiJBgtoM  -------  Delaware 

MANUFACTURERS  OF 


For  R.R.Cars&  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Extent 

FOR   THEIR 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  FITTED 
To   Hammered  or    Rolled   Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 

Most  Reasonable  Terms. 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post- Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices ;  Bates 
of  foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post- OJflce  De- 
partment, t&c,  dec* 

COMPILED    BY    E.   PENROSE    JONES, 

Late  Assistant  Post-Ma  oter  at  Cincinnati* 

Price  ^Twenty-Five   Cents. 

BEAD  THE   FOLLOWING  CERTIFICATE. 
U.  S.  Blank  Agency,  Cincinnati  Post-Office ,) 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
E.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  0.,from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of   the    Western,    North- Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks,  &c,  for  P.  O. Popart. 

The  book  makes  an  actavo  pamphletof  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
rtjler  is  promptly  advised  of  allA'ew  Offices,  Chang ts  ar.u 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  bind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
«es,  making  it  especially  valuable  to  business  men.  No 
similar  airaugement  lias  been  published  since  385(3.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
bow  published. 

Hj-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  ®].00,  or  Twelve 
Copies  for  $2.tM)  fpS) 

Ad*ws.  .    C.  S.  W1LL1IAMS 

,.__  p        iu4  Walnut  Street, 

Mtr.fl  10     ■  Cincinnati,  03*1*. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WIV.  SUMrVER  A:  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH   OFFICES: 
Louisville,  Ky.,  Columbus,  0., 

Lafayette,  Ind.,  Dayton,  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-}-riced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at* 

Fifty-Five   MftMwrs* 

The  elegance,  speed,  noiseles3ness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made, 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

JCf'Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febl2.  WM.  SUMNER  &c  CO. 


10f\f\  Kegs  No.  1  Railroad  Spikes,  5 J  by  9 
I  «ww    Corby,  Gossin  &  Co.-s  make,  for  sale 
low  by 


-ICth 
very 
TRABER&  AUBERY, 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BRO., 

172  Elm  Street,  let.  4th  and  Uh, 
CINCINNATI,  O. 
SoleManniacturers  of  MoGowan'sSeuble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine, 

WOULD  respeufullvinvite 
the  attention  of  RA1LKOAD 
Companies,      Manufacturer 
Distillers,  Miners,  and  theputE 
lie  generally  to  these  Pumps- 
as  the  best  Pump  now  in  uteS 
and  acknowledged  by  all  who 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.compact.durableandnot 
likely  toget  out  of  order;  wer 
adapted  for  SteanlDoats,  Kail 
road  Water  Stations  Distille 
ries,     Breweries,    Furnaces 
Mines,  .Rolling  Mills,  Pape 
fflB£,-=f — -  asa»  •3B&*—   Mills,  Factories,  Wells,  Cla 
terns, Stationary  File  Engines, Garden  Kngines  and  ft, 
all  purposes  where  a  Pump  can  be  used.    Also,  for  for. 
eing  a  largebody  of waterto  a  greatheightordistance 
rapidly. 

Also,  McGowan  sPatentBall  ValvePump, designed 
for  Hot  Liquids,  Hot  01  Is, Molasses,  &c.  HoseCouplins 
Lead,  (Topper  and  Gas  Pipe  furnished  at  t  he  Ic  west  ma  - 
kel  prices. 

Fullmid  perfect  atisractiouguarantced  in  allcases, 
when  properly  put  up  according  to  directions. 

orders  thankfully  re  eel  vedandpromptly  filled  at  the 

shortest  nonce. 

SILlTKR    MEDAi      (The  highest   prize)  awarded 

eec  punipBandSteam  Pumping  Engine  at  th    late  Fa 

Ohio  Mechanics'  Institute  Juna^lS,  ISM  —  i 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Bails  on  terms  favorable  to  parties  wanting  to  pur* 
chase  Ag.4,m.ft. 

FREEDOM  IRON  COMPANY,  ~ 

MAXtTFACTUTEES    OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all  ForgiDgs  for  Bailroad  Machinery. 

Leivistown,  Bliiflin  Co*,  Penn« 

JOHN  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cold-tlast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  Jone9. 


New  Time  Table 

OF    THE 

NEW  YORK  CENTRAL  E.  E. 


Leave  Albany. 
Steamboat  Exp-.  7  00  a.m. 

Mail U.00  a.  m. 

New  York  Exp  ..11.15a.  m. 

Night  Exp 5.00P.  m. 

Utica  Accom'n..  6  no  p.  m.    A 

N.  Y.  Mail 11.15  p.  m. 

Leave  Buffalo. 
New  York  Exp-  5.15  a.  h. 
Steamboat  Exp..  8.00  a.  m. 

Mail 

Cleveland  Exp..  6.00  p.  a. 
Cincinnati  Exp. 11.00  p.  8. 
Utica  Accom'n..  ■ 


Arr.  Buffalo. 

Arr.  S.  Br. 

7  00  p.  K. 

7  00  P.  *. 

12.50  a.  M. 
9. ('Op.  M 

9.00  p.  «, 

4.0(1  A.  M. 

4.00  a.  It. 

U.  10.00  p.  h 

— 

10.0'  a.  x. 

io.ooa,  m; 

Leave  Bridge. 

Ar.  Alb'y 

5.15  a.  h. 

3.3'J  P.  *. 

8.00  a.  H. 

8.00  p.  M. 

2  JO  p.  M 
4.40  A.M. 

6.00  p.  x. 

11.00  p.  M 

8.30  a.  Mi 

.    — — — 

10.00  a.     , 

CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equalin  efficiencyand  durability  tothebestEaster 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heavy 
forgingandcastingdoneat  short  notice.  Also,  bolt  sfo 
bridges, cu    withdispatch. 
a-  MOORE  &  RICHARDSON. 

THE  KENTUCKY 


MILITARY  INSTITUTE 


DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  ot  Col.  JE.  W  t 
MORGAN,  a  distinguished  graduate  oi  West  Point- 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best Collesea 
but  more  extended  in  Mathematics,  Mechanics,  Ma 
chines, Construction,  A griculturalChemistry  and  Mining 
Geology  \  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompaniedby  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  o!  selecting  studies  to  sui 
time  means, and  object  of Professionalpreparalion,  both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  $108 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  **  Military  Institute 
Franklin  Springs, Ky.  ""or  theundersigned. 

P.  DUDLEY. 
President  oi  tb   Board 
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B.  D.  MANSFIELD, 
T.  WBIGHTSOU. 


Editors. 


C  INC  IN  N  ATI: 
Thursday  morning-,    May  s!4,  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVEBY  THURSDAY  MORNIJSTG, 

BY  WRIGHTSON  &  CO. 

OFFICE-No.167   Walnut   Street. 


SUBSCRIPTIONS— $8  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payable  in 
advance. 

■  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten,  lines  of  Nonpareil. 

One  square,  single  insertion, $1  00 

«        "        per  month, 3  00 

"        "        six  months, 12  00 

1  *       **        per  annum, 20  00 

'*     column,  single  insertion, 5  00 

"        **        per  month, 10  00 

*'        "        six  months, 40  00 

*•        "        per  an  num , 80  00 

**    page,  single  insertion, 15  00 

"        *"        permonth, 25  00 

«        •«         sixmonths, 110  00 

**        "        per  annum 200  00 

Cards  not  exceeding  four  lines,  ©5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
iiscontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 
Subscriptions  and  communications  addressed  to 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors. 

XCj^  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Alga.r  of  the  London  Provincial  and 
Colonial  Newspaper  Advercisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  t  he  advertising  pages  of  the  Record. 

[From  the  Geneva  (Wis  )  Mirror.] 

A  RAILROAD  SONG. 


There's  the  bell,  listen  well  I 

"All  aboard!"  is  the  cry, 
We  are  going,  going — gone — 
We  '11  be  back  by  and-by  ; 
Now,  were  jumping  with  a  thumping  and  a 
bumping 

Over  the  rails, 
But  our  horse  has  "  taken  something,"  and 
his  strength  never  fails. 

Hear  the  bell ;  listen  well ; 

"Clear  the  track,"  is  the  cry; 
We  are  flying,  flying — flown, 
Like  a  "streak  of  lightning," 
What  racket!  how  we  clack  it  as  we  track  it 

O'er  the  rails  I 
But  our  pony  needn't  slack  it,  for  his  strength 
never  fails. 

Blow  it  loud  to  the  crowd 

Who  our  coming  out  to  spy, 
We  are  coming,  coming — come— 
Rub  the  cinders  from  your  eye, 
As  we're  sliding,  and  are  gliding,   and  are 

riding  into  town; 
Horse   is   up  to    "time   and  tiding,"  but  we 
need'nt  rub  him  down. 


ATLANTIC  AND   GREAT  WESTERN 
RAILROAD. 

This  road,  designed  to  connect,  by  a  broad 
gauge,  the  New  York  &  Erie  and  the  Ohio 
&  Mississippi,  appears  from  all  acco.unts  to  be 
in  a  fair  state  of  progress.  The  first  link 
strikes  out  from  the  Erie  line  at  Little  Valley 
through  Chautauque  county,  and  was  partly 
built  six  or  seven  years  ago  under  a  corpora- 
tion styled  the  Erie  and  New  York  City  Com- 
pany. This  work  is  now  transfered  by  pur- 
chase under  an  act  of  the  N.  Y.  Legislature  to 
the  Atlantic  &  Great  Western  Company,  which 
has  undertaken  the  completion  of  the  whole 
line  to  Cincinnati. 

The  West  Greenville  Times  states  that  up- 
ward of  forty-five  miles  are  now  under  process 
of  construction,  and  it  is  expected  that  fifty- 
four  miles,  extending  to  the  Sunbury  and  Erie 
Road,  will  be  completed  between  the  1st  and 
the  15th  of  July,  and  the  balance  just  as  soon 
as  means  and  men  can  do  it.  Contracts  have 
been  made  with  the  Sunbury  and  Erie  for  a 
third  rail  from  the  junction  to  Erie — twenty- 
five  miles— to  be  completed  as  soon  as  the 
line  is  finished  to  the  junction,  so  that  by  the 
middle  of  July,  the  western  terminus  of  the 
New  York  and  Erie  will  virtually  be  transfer- 
ed from  Dunkirk  to  Erie,  thus  cutting  off  the 
Buffalo  and  Erie  from  a  participation  in  the 
business  of  the  former  road,  or  the  imposition 
of  discriminating  rates  against  the  N.  Y.  &  E. 
during  the  winter  months. 

We  learn  from  the  New  York  Times  that 
the  number  of  men  at  present  under  pay  is 
sixteen  hundred,  and  track  laying  will  com- 
mence in  a  few  days  at  Little  Valley,  N.  Y, 
where  connection  has  already  been  made  with 
the  New  York  and  Erie  Road. 

Iron  and  supplies  are  daily  passing  over 
the  Erie  Road  for  the  new  Company,  which 
seems  to  have  control  of  all  the  cash  it  needs, 
and  pays  cash  for  everything. 

How  so  heavy  a  work  can  be  pushed 
through  at  this  period  of  railway  depression 
seems  a  mystery,  and  the  revival  of  the  pro- 
ject has  been,  until  recently,  regarded  as  a 
chimera.  But  the  N.  Y  Express  throws  light 
upon  the  subject  by  supposing  that  the  Euro- 
pean interests  which  were  brought  into  it  last 
year,  on  the  imposing  representations  of  Mr. 
Samuel  Hallet,  of  N.  Y,and  Gen.  C.  L.  Ward, 
of  Pennsylvania,  through  our  Ministers  in 
London  and  Paris,  have  earnestly  resolved  on 
its  prosecution.  A  banking  house  at  Madrid, 
M  Salamanca,  is  now  making  large  advances, 
and  the  English  Engineer,  Mr.  Kinnard,  who 
first  came  out  last  season,  is  now  in  this 
country  to  superintend  the  work.  The  ulti- 
mate result,  in  case  the  programme  is  fully 
carried  out,  is  to  be  a  broad  gauge  connection 
from  New  York  to  St.  Louis,  by  the  use  of  a 
third  rail  over  the  Cincinnati,  Hamilton  and 
Dayton,  and  several  other  Ohio  roads  into  Cin- 
cinnati, and  thence  by  the  Ohio  and  Missis- 


sippi (in  which  there  is  a  large  English  in- 
terest now  almost  unproductive)  to  St.  Louis. 

The  effect  of  the  completion  of  this  link, 
upon  the  two  great  lines  it  is  intended  to  con- 
nect, can  hardly  be  estimated — as  it  will  ren- 
der them  quite  independent  of  the  many  rival 
interests,  which  now  go  to  make  up  their  line. 
Already  its  influence  is  beginning  to  be  felt 
in  Wall  Street,  that  great  barometer  of  the 
financial  world,  and  Erie  Stock,  in  the  lan- 
guage of  the  street,  "  is  decidedly  looking  up," 
and  the  knowing  ones  are  bagging  it  at  small 
prices  in  anticipation  of  the  completion  of  the 
work.  It  is  supposed  that  the  parties  above 
alluded  to,  are  heavy  buyers,  with  a  view  to  a 
favorable  influence  in  a  management  so  inti- 
mately connected  with  their  own  views  on  the 
West. 

But  whatever  beneficial  effect  may  be  felt 
by  the  New  York  and  Erie,  it  is  quite  certain 
the  Ohio  and  Mississippi  will  be  largely  par- 
takers, and  we  look  soon  for  an  improved  ten- 
dency in  the  stock  and  securities  of  this, 
hitherto,  depressed  and  unprofitable  con- 
cern. 

The  effect  of  this  movement,  however,  on 
rival  interests  can  not  be  so  readily  determin- 
ed. The  lines  between  St.  Louis  and  Dun- 
kirk must  all  be  more  or  less  unfavorably 
effected  by  it,  while  it  places  the  New  York 
and  Erie  on  an  equal  footing  with  the  New 
York  Central  and  Pennsylvania  Central  by 
having  control  of  a  line  of  its  own,  terminat- 
ing in  the  center  of  the  great  producing  dis- 
tricts of  the  west.  The  Baltimore  and  Ohio  will 
soon  be  the  only  great  line  eastward  not  hav- 
ing control  of  a  western  extension ;  but  the 
very  favorable  location  of  that  line,  with  its 
termini  at  Wheeling  and  Parkersburg,  con- 
necting with  two  independent  railways  and 
the  Ohio,  makes  such  an  extension  of  its  man- 
agement, almost  unnecessary.  Its  southerly 
position,  also,  gives  it  an  advantage  over  its 
more  northerly  rivals  that  is  important  in  the 
great  race  for  eastern  trade  and  travel.  So 
that,  do  what  they  may  the  northern  lines  can 
not  get  much  the  start  of  the  Baltimore  and 
Ohio,  which  in  point  of  management,  perfec- 
tion of  track  and  equipment  is  equal  to  the 
best  of  them,  and  will,  we  have  no  doubt,  so 
remain,  whatever  improvements  and  exten- 
sions may  be  added  to  the  others.  Yet  a3 
link  after  link,  in  our  great  system  of  railways 
is  completed,  new  sources  of  power  and  influ- 
ence are  developed,  and  it  behooves  railway 
managers  to  look  closely  after  their  interests, 
or  they  may  find,  when  too  late,  that  their 
supposed  natural  advantages  were  only  the 
result  of  non  user  on  the  part  of  rival  routes, 
and  that  to  maintain  their  position  they  too 
must  open  up  all  the  resources  of  trade  within 
their  reach. 


ggg=We  learn  that  John  M  Grant,  Esq., 
has  been  promoted  to  the  office  of  Secretary 
of  the  Grand  Trunk  Company,  in  the  room  of 
Sir  Cusack  P.  Rooney,  resigned. 
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PUBLIC  SCHOOL  SYSTEM   OF  OHIO. 

SECOND     ARTICLE. 

In  our  article  of  last  week  we  gave  the  origin 
of  the  school  system  of  Ohio,  we  now  come  to  that 
point  in  its  history  which  treats  of  executive 
recommendations  and  legislative  action,  in 
establishing  the  district  shool  system.  In  this 
review,  it  is  pleasing  to  find  all  the  Chief  Magis- 
trates, and  all  the  most  esteemed  men,  of  all 
opinions  and  parties,  coinciding  in  the  high 
value  placed  upon  the  education  of  the  people, 
and  its  necessity  to  the  maintenance  of  mor- 
ality and  religion,  freedom  and  intelligence. 
Commencing  with  the  administration  of  Gov- 
ernor St.  Clair,  the  subject  of  education  occu- 
pied the  serious  attention  of  the  first  session 
of  the  Territorial  Legislature,  held  at  Cincin- 
nati in  September,  1799.*  The  Governor 
brought  the  subject  to  the  attention  of  that 
body,  and  they  instructed  their  Delegate,  Wm. 
Henry  Harrison,  (since  President)  to  urge  upon 
Congress  the  passage  of  such  laws  as  might 
be  necessary  to  secure  titles  to  such  lands  as 
■were  granted  by  the  Ordinances  of  1785  and 
1787. 

When  the  Constitution  was  formed,  in  1802, 
a  section  was  put  in  the  Bill  of  Rights  declar- 
ing that  no  laws  should  be  passed  to  prevent 
the  poor  from  participating  in  all  the  benefits 
of  the  schools,  academies  and  colleges,  which 
were  thus  endorsed  by  the  public  lands,  and 
the  doors  of  these  institutions  should  be  open 
to.  scholars  of  every  grade,  without  distinc- 
tion or  preference  whatever. 

The  first  Message  delivered  to  a  Legislature 
of  the  State  of  Ohio  was  in  1803,  when  Gov- 
ernor Edward  Tiffin  congratulated  the  Legis- 
lature on  the  liberal  grants  of  land  made  by 
the  United  States  for  the  purpose  of  education 
and  religion,  advantages  which  he  thought  su- 
perior to  those  which,  perhaps,  any  other  coun- 
try could  boast  of.  In  1804,  he  again  referred 
to  the  subject.  The  first  act  in  relation  to 
school  lands  was  that  of  1803,  which  provided 
for  improvement  leases.  This  act  was  repeal- 
ed in  1804.  In  the  years  1809  and  1810,  Gov- 
ernor Samuel  Huntington  oommended  schools 
and  seminaries  to  the  patronage  and  encour- 
agement of  the  State. 

In  1810,  Governor  Meigs  congratulated  the 
State  on  its  endowments  for  schools. 

In  1816,  Governor  Thomas  Worthington 
said,  "The  opportunity  for  acquiring  an  educa- 
tion in  Ohio  ha.5  hitherto  been  confined  to  the 
few,  and  as  a  general  dissemination  of  learning 
necessarily  conduces  to  the  improvement  of 
morals  and  behavior,  while  in  effect  it  gives  to 
the  people  a  more  extensive  knowledge  of  their 
rights,  it  becomes  the  legislature  of  a  free 
State  to  adopt  measures  co-extensive  with  their 
means  to  accomplish  these  objects." 

At  this  period,  the  State  had  been  organized 
thirteen  years,  and  no  practical  use  had  been 
*Burnet18  Notes  on  the  North  Western  Territory, 


made  of  the  grants  for  public  schools,  and,  as 
said  by  tho  Governor,  education  was  confined 
to  the  few. 

In  the  session  of  1816-17,  two  acts  were 
passed  in  relation  to  schools,  of  some  impor- 
tance; one  enabling  library  and  school  socie- 
ties to  be  incorporated,  and  the  other  for  leas- 
ing school  lands. 

Governor  Worthington,  in  his  Message  of 
1817,  pointed  out  one  of  the  evils  attending  the 
then  state  of  education,  and  the  mode  of 
remedying  it.  This  was  by  a  distinct  institu- 
tion for  the  education  of  teachers,  which  now, 
at  the  distance  of  forty  years,  under  the  name 
of  normal  schools,  is  deemed  one  of  the  neces- 
sities of  the  age.  In  1858-9,  we  had  three 
normal  schools,  two  of  them  private  institu- 
tions in  this  State,  which  are  resorted  to  by 
teachers,  and  have  doubtless,  performed  a  good 
work. 

Considering  that  there  was  then  no  free 
schools  in  the  State,  and  that  the  teachers  em- 
ployed were  often  both  ignorant  and  profligate, 
the  following  passage  from  the  Message  of 
1817,  marks  out  a  plan  well  adapted  to  the 
wants  of  the  time,  and  which  is  the  firsl  outline 
of  the  system  now  in  practical  operation. 

"  In  the  formation  ,fi£  a  superstructure,  the 
foundation  must  be  solid,  to  make  it  lasting 
and  useful.  If  we  expeetin  our  youth  religion, 
morality  and  knowledge,  suitable  teachers 
must  be  employed  to  produce  this  effect.  With 
a  view  to  aid  in  effecting  this  desirable  object, 
I  recommend  to  the  consideration  of  the  Gen- 
eral Assembly,  the  propriety  of  establishing  at 
the  seat  of  government  a  free  school,  at  which 
shall  be  taught  the  different  branches  of  an 
English  education,  at  the  expense  of  the  State, 
to  such  number  of  boys,  the  children  of  parents 
unable  to  educate  them,  and  no  others,  as  the 
Legislature  may  deem  proper;  that  whenever 
young  men  thus  educated  shall  become  quali- 
fied for  that  purpose,  they  shall,  when  proper 
salaries  are  furnished  them,  have  the  pre- 
ference of  employment  in  the  public  schools 
of  this  State,  and  shall  be  obliged  to  serve  as 
teachers  of  schools  until  they  are  twenty-one 
years  of  age,  and  afterward,  so  long  as  they 
conduct  themselves  well,  shall  have  the  prefer- 
ence of  employment.  The  whole  to  be  under 
such  regulations  as  the  Legislature  may  from 
time  to  time  adopt." 

It  may  be  added  here,  without  impropriety, 
that  Governor  Worthington  was  the  founder 
of  the  State  Library.  He  appropriated  a  part 
of  the  contingent  fund  to  the  purchase  of  the 
first  books  put  in  the  Library. 

In  1820-22,  Governor  Ethan  Allen  Brown, 
earnestly  and  elaborately  treated  the  subject 
of  schools  in  his  Messages  to  the  Legislature. 
Notwithstanding  the  general  depression  of  pro- 
perty at  that  period,  in  the  Western  States,  the 
first  act  was  passed  which  authorized  the  levy 
of  a  tax  for  school  purposes.  This  was  the 
first  practical  step  in  founding  our  present  sys- 
tem of  attaining  a  revenue  for  such  uses. 


In  December,  1822,  by  the  resignation 
Governor  Brown,  Allen  Trimble  (Speaker 
the  Senate)  became  acting  Governor,  and 
pursuance  of  a  resolution  of  the  General 
Assembly,  appointed  a  committee  to  "report 
a  system  of  education  adapted  to  common 
schools."  This  committee  had  been  recom- 
mended by  Governor  Worthington  in  the  ses- 
sion of  1818-19.  He  recommended  that  it 
"  shall  form  a  Board  for  school  purposes,  and 
who,  in  the  recess  of  the  Legislature,  shall  col- 
lect such  information,  relative  to  the  school 
funds  of  the  State,  and  who  shall  lay  before  the 
next  Legislature  such  a  system  for  the  estab- 
lishment of  elementary  schools  throughout  the 
State,  as  the  may  be  enabled  to  devise  from  all 
the  information  to  be  obtained  on  this  sub- 
ject." The  resolution  for  the  appointment  of 
this  committee  was  not  adopted  by  the  Legis- 
lature, as  we  have  seen,  till  1822,  when  Gov- 
ernor Trimble  appointed  the  following  persons, 
viz:  Caleb  Atwater,  John  Collins,  James  Hoge, 
Nathan  Guilford,  Ephraim  Cutler,  Josiah  Bar- 
ber and  James  M.  BelL  No  formal  report 
from  this  committtee  appears  to  be  on  record, 
but  it  is  known  that  its  members  exerted  them- 
selves in  favor  of  a  system  of  free  schools  as 
now  established. 

In  1823,  Governor  Jeremiah  Morrow  made 
a  strong  recommendation  of  general  education, 
and  in  February,  1825,  the  Legislature  passed 
a  law  establishing  a  tax  of  a  half  mill  for 
school  purposes,  to  be  levied  on  the  general  list 
by  the  County  Commissioners. 

In  December,  1826,  Governor  Allen  Trimble 
spoke  in  the  strongest  language  of  the  benefits 
to  be  expected  from  a  system  of  general  educa- 
tion. In  this  session  (1827)  an  act  was  passed 
for  the  sale  of  the  school  lands,  if  the  people 
authorized  it  by  vote,  and  also  an  act  supple- 
mentary to  the  act  passed  in  1825.  A  State 
fund  for  the  support  of  schools  was  also  estab- 
lished by  the  State,  guaranteeing  the  payment 
of  six  per  cent,  interest  on  the  monies  result- 
ing from  the  sale  of  school  lands  and  salt 
lands. 

In  February,  1829,  another  act,  amendatory 
of  the  school  laws,  was  passed. 

In  December,  1830,  Governor  Trimble,  re- 
tiring from  office,  said :  "Our  common  schools 
have  gradually  increased  under  the  law  for  their 
regulation  and  support.  Our  numerous  aca- 
demies and  colleges  are  in  a  flourishing  condi- 
tion, and  are  all  receiving  a  gradual  accession 
of  students.  Our  female  academies  are  in- 
creasing, and  a  deeper  interest  is  felt  through- 
out the  State  for  the  instruction  of  this  most 
interesting  part  of  the  population." 

In  1831,  Governor  Duncan  M' Arthur  said: 
"  Our  schools  and  colleges  should  always 
receive  the  most  favorable  consideration  of  the 
Legislature." 

In  1832  and  1833,  Governor  Lncas  com- 
mended the  public  schools  to  the  Legislature, 
and  said :  "  The  importance  of  perfecting  such 
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a  system  can  not  be  too  forcibly  impressed  up- 
on your  consideration." 

In  1836,  the  General  Government  having  a 
larger  revenue  than  it  needed,  appropriated 
the  surplus  to  the  several  States,  of  which 
about  tico  millions  fell  to  the  share  of  Ohio. 
A  question  arose  as  to  what  should  be  done 
■with  this  large  sum.  In  his  Message,  on  re- 
tiring, Governor  Lucas  said:  "Ou  this  subject 
I  have  thought  much,  and  can  devise  no  plan 
for  the  application  of  this  money,  that  would 
be  likely  to  diffuse  its  benefits  to  every  class  of 
the.  community,  more  than  its  application  to 
the  support  of  Common  Schools.  I  would, 
therefore,  recommend  to  your  consideration, 
in  the  most  express  manner,  the  propriety  of 
constituting  it,  at  once,  a  Common  School 
fund,  to  be  irrevocable;  the  State  to  become 
the  Trustee  of  said  fund."  This  recommenda- 
tion was  of  the  highest  importance,  it  was  the 
origin  and  main  cause  of  the  act  of  March, 
1838,  which  carried  this  recommendation  into 
practical  effect. 

In  1836  and  1837,  Governor  Vance  ureed 
upon  the  Legislature  the  maintenance  and  en- 
couragement of  the  Schools,  and  particularly 
the  appropriation  of  the  revenue  of  the  surplus 
derived  from  the  General  Government,  to  that 
object.  He  urged  specially  that  this  fund  was 
derived  from  the  lands  and  should  belong  to 
the  poor,  who  would  receive  its  benefit  by 
establishing  free  schools.  This  recommenda- 
tion of  Governors  Lucas  and  Vance  was  finally 
adopted  by  the  act  of  March,  1838. 

The  successive  Governors  of  Ohio,  since 
that  time,  Corwin,  Shannon,  Bartley,  Bebb, 
Ford,  Wood,  Medill,  and  Chase,  have  all  sus- 
tained and  advocated  the  support  and  encour- 
agement of  the  school  system.  Indeed,  it  is 
honorable  to  the  State  of  Ohio  that  all  its  lead- 
ing men  have  sustained  the  policy  of  free 
schools,  in  which  the  poor  should  be  equally 
entitled  to  the  public  instruction,  and  by  which 
the  entire  mass  of  the  people  should  finally  be 
educated  up  to  the  level  of  that  active  intelli- 
gence and  sound  morals  by  which  alone  a 
Republican  Government  can  be  permanently 
sustained. 
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— The  Illinois  Central  reports  its  second 
week's  earnings  for  May  as  follows: 

I860 $54,0(10 

18i9 32,253 

Increase 21,147 

Equal  to  65  per  cent. 

—The  earnings  of  the  Galena  and  Chicago 
Road,  the  second  week  of  May,  are  as  fol- 
lows: 

)M0 $22,480 

1653 2C,4g7 

Decrease S4.02M 

— The  following  shows  the  earnings  of  the 
North  Pennsylvania    Railroad   Company  for 


the  month  of  April,  1860,  compared  with  the 

same  month  in  1859  : 

Earnings  in  April,  1800 $32,280  56 

Earnings  in  April,  1859 28,78195 

.Increase 3,493  61 

First  five  months  of  fiscal  year $149,687  81 

Same  time  last  year 129,034  07 

Inerease 820,653  74 

— The  Cleveland  and  Toledo  earnings  for  the 
second  week  in  May  are  reported  to  show  a 
gain  of  $2,500.  The  Michigan  Southern  earn- 
ings are  rumored  to  be  large. 

— The  Rock  Island  earnings  are  also  re- 
ported as  satisfactory  and  full  np  to  the  esti- 
mates. 

— By  the  recent  conversions  of  New  Jersey 
Central  Railroad  second  mortgage  bonds  into 
stock,  under  the  privilege  which  expired  April 
30,  the  bonded  debt  has  been  reduced  from 
$3,000,000  to  $2,100,000;  all  other  indebted- 
ness, $238,000,  extinguished,  and  the  stock 
increased  from  $2,500,000  to  $3,630,000. 
The  stock  and  balance  of  mortgage  bonds  re- 
present the  entire  property  of  the  Company, 
there  being  no  other  debt.  The  Company 
have  been  making  semi-annual  dividends  at 
the  rate  of  10  per  cent,  per  annum.  After 
the  next  dividend  in  July,  it  has  been  decided 
to  make  the  dividends  quarterly. 

— The  following  gentlemen  have  been  re- 
elected officers  of  the  Harlem  Railroad  Com- 
pany: 

Allan  Campbell,  President;  W.  C.  Wetmore, 
Vice  President;  and  W.  H.  Emerson,  Secretary 
and  Treasurer. 

— The  holders  of  Second  Mortgage  Bonds  of 
the  Terre  Haute,  Alton  and  St.  Louis  Rail- 
road, and  of  the  Illinois,  Iowa  and  Belleville 
Railroad,  who  have  signed  the  bondholders' 
agreement  for  reorganization,  are  requested 
to  pay  the  amount  of  their  subscription  in 
full,  on  or  before  the  10th  of  June  next;  and 
holders  of  such  bonds  as  have  not  signed  the 
said  agreement,  are  required  to  sign  the  same, 
and  pay  up  the  installment  on  their  bonds  by 
the  same  date,  if  they  wish  to  avail  themselves 
of  the  benefits  of  said  agreement. 

— During  the  first  week  of  the  present  month, 
the  earnings  of  the  Eastern  Division, — Ohio 
and  Mississippi  Railroad — show  an  increase 
of  about  $2,500  over  the  same  period  last 
year.  The  second  week  was  also  a  very  pros- 
perous one,  and  the  month  will  doubtless  show 
a  large  aggregate  increase. 

— The  business  of  the  first  two  weeks  of  the 
present  mouth  on  the  New  York  Central,  is 
reported  to  show  an  increase  of  $50,000  over 
the  corresponding  period  last  year.  The  local 
traffic  of  this  road  has  been  largely  increasing. 
Shippers  along  the  line  prefer  the  rail  to  the 
canal,  because  of  the  greater  dispatch,  prompt- 
ness and  responsibility  of  the  Company.  We 
should  not  be  surprised  that  if,  in  two  years, 
the  Central  should  entirely  ignore  the  through 
business  from  the  West,  and  confine  itself 
almost  entirely  to  its  local  traffic,  as  more  re- 


munerative. With  almost  a  continuous  city 
from  Buffalo  to  Albany,  the  local  business  of 
the  road  must  always  be  immense. 

— The  American  Railway  Review  of  last 
week  devotes  its  leading  editorial  column  to 
an  article  upon  the  prospects  of  the  Cleveland 
and  Pittsburgh  Railroad.     It  says : 

The  immediate  cause  of  the  financial  em- 
barrassments of  the  Company  grew  out  of  its 
entanglement  with  the  Ohio  Life  and  Trust 
Company,  Rockwell,  the  former  Cashier  of  the 
Trust  Company,  being  President  of  the  Road 
when  the  former  failed,  in  August,  1857. 

After  a  period  of  more  than  two  years,  with 
numerous  meetings  of  the  Directors  of  the 
road  with  the  assignees  of  the  Trust  Company, 
a  settlement  was  made,  by  which  the  loss  to 
the  road  will  be  comparatively  small.  This 
has  constituted  one  of  its  chief  difficulties, 
owing  to  the  amount  of  labor  required  to  per- 
fect a  settlement.  Another  has  been  the  re- 
newal of  its  first  mortgage  debt,  which  became 
reimbursable  on  the  1st  of  March  last,  amount- 
ing to  $800,000.  This,  however,  has  all  been 
arranged,  or  nearly  so,  with  new  sheets  of 
coupons  preserving  the  mortgage  security  in- 
tact, which  being  upon  the  main  line,  is  only 
a  little  short  of  $8,000  per  mile.  The  interest 
in  this,  as  well  as  that  on  the  second  mortgage, 
due  in  1873,  is  promptly  paid  as  the  coupons 
mature,  the  first  mortgage  bonds  are  held 
principally  in  Europe — the  loan  having  been 
taken  in  1851  at  a  premium.  The  interest  on 
the  third  mortgage  bonds,  due  in  1875,  has 
been  promptly  paid  since  the  suspension  of 
the  Company  in  1857,  owing  to  the  large 
amount  of  wages  due  to  employees;  but  these 
having  been  paid  off  the  Company  has  re- 
cently made  arrangements  that  will  secure 
hereafter  the  punctual  payment  of  the  interest 
on  these  bonds  as  it  becomes  due. 

There  is  in  circulation  about  $1,100,000  of 
what  is  denominated  Fourth  Mortgage  Bonds, 
created  for  the  ostensible  object  of  extending 
the  road  from  Rochester  to  Manchester,  oppo- 
site Pittsburgh.  But  in  the  operations  of 
Rockwell  with  the  Trust  Company,  nearly  the 
whole  of  the  issue  became  pledged  for  a  trif- 
ling consideration  to  the  Company,  and  many 
of  the  bonds  were  subsequently  sold  at  ruinous 
prices  to  pay  these  advances.  The  bonds  in 
question  constitute  a  first  lien  of  4J  miles  of 
road  from  Bridgeport  to  Belleair,  and  upon 
the  Company's  property  in  Pennsylvania. 

The  Company,  however,  we  learn,  is  willing 
to  retire  them,  as  well  as  the  unsecured  bonds 
and  such  portions  of  the  floating  debt  as  may 
be  agreed  upon  at  a  fair  valuation,  either  by 
a  new  mortgage,  or  in  some  manner,  except 
in  money,  satisfactory  to  holders.  The  float- 
ing debt  has  been  reduced  since  November, 
1858,  some  $400,000,  and  all  from  the  earnings 
of  the  road  and  the  assets  of  the  Company  not 
require  1  in  its  operations.  The  business  of 
the  road,  even  in  its  palmiest  days,  was  never 
in  a  more  prosperous  condition  than  at  the 
present  time — the  track  and  rolling  stock  be- 
ing in  excellent  order,  the  former,  as  well  as 
the  culverts  and  bridges,  having  been  put 
in  through  repairs  from  the  freshet  of  April 
last. 

The  cost  of  the  road,  including  equipment 
and  valuable  dock  property  at  Cleveland,  and 
real  estate  in  that  city,  Wellsville,  Rochester, 
Manchester,  Bridgeport,  and  New  Philadelphia, 

Is  stated $9,209,362 

Telegraph  line 145,056 

Total  cost $8,334,418 

Represented  by: 
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Capital  Stock 83,992,196 

First  Mortgage  Bonds  on  main  line. .  800,000 
Second  Mort.  Bonds  on  Main  Line, 

and  1st  on  extensions 1,189,009 

Third  Mort.  Bonds  on  Main  Line, 

and  2d  on  extensions 1,165,000 

Biver  Line  Bonds,  1st  on  road  from 

Rochester  to  Manchester,  and  from 

Bridgeport  to  Belleair,  and  4th  on 

remainder 1,154,000 

Unsecured  Bonds 610,325 

Floating  Debt 260.000 

Unpaid  Coupons,  Third  and  Fourth 

Mortgage  Bonds 82,000 

Total 89,252,521 

— A  public  meeting  of  the  shareholders  of 
the  Illinois  Central  Company  was  held  at  the 
London  Tavern,  in  Bishopsgate  street,  on  the 
3d  May,  at  which  the  London  Committee  made 
a  final  report,  and  stated  that  the  Committee 
had  received  a  communication  from  the  Board 
in  New  York  declining  its  further  recogni- 
tion, a  conclusion  in  which  the  Committee 
concurred.  The  directors  here  are  advised  of 
payments  of  nearly  10,000  shares  in  full, 
making  48,200  shares  paid  up,  chiefly  in  free 
land  bonds  ;  one  half  of  the  $3,000,000  of 
free  land  bonds  are  already  provided  for,  and 
as  the  call,  payable  on  the  15th,  in  London, 
will  uhdoubtedly  tend  to  further  settlement  in 
full,  the  Company  will  not  probably  issue  the 
whole  of  the  eight  per  cent,  bonds  for  which 
proposals  were  issued,  and  of  which  $150,000 
have  been  sold. 

— The  Cleveland  and  Toledo  Railroad  earn- 
ed the  second  week  in  May: 

I860 $14,456 

1859 11,774 

Increase 2,682 

— The  Michigan  Central  earned,  the  second 
week  in  May: 

I860 835.620  11 

1859 27,135  15 


Increase 88,485  96 

— The  Rock  Island  Railroad  earned,  for  the 
second  week  in  May: 

I860 826,369 

1859 16,412 

Increase 89,957 

This  is  very  favorable. 

— The    receipts   of   the    Philadelphia   and 
Reading  Railroad  for  April  were: 

I860.  1859. 

Received  from  coal $160,773  22  $134,514  98 

Merchandise 63.114  64  47,537  18 

Travel, etc 34,222  42  33,422  43 


Total 248,110  23 

Transportat'n,  roadway,  dum- 
page,  renewal  fund,  and  all 
charges 130,102  65 


215,475  59 


112,374  83 


103,089  73 
295,959  97 


Net  profit  for  the  month 118,007  63 

Vrofit  for  previous  four  m'ths.     344,395  66 

Total  net  profit  for  five  m'ths. $462,403  29  399,059  73 

Already  the  net  profits  for  the  first  five 
months  of  the  year  to  the  end  of  April  is  about 
$63,000  over  what  it  was  to  corresponding 
time  last  year.  The  increase  is  in  every  item 
of  the  report,  and  this,  too,  with  a  very  slight 
increase  of  transportation,  dumpage,  renewal 
fund,  etc. 

— The  earnings  of  the  Great  Western  Rail- 
road Company  of  Illinois,  were: 

March,  1860 $37,028  27 

April,  1860 35,890  31 


Total. 


.$72,918  58 


— The  earnings  of  the  Sandusky,  Mansfield 
and  Newark  Railroad  Company,  were: 

March,  I860 $12,927  02 

April,  1860 13,787  e8 

Total $26,714  90 

— The  earnings  of  the  Grand  Trunk  Rail- 
way of  Canada,  for  the  week  ending  May  5, 
were  as  follows : 

From  passengers $21,552  66 

From  freight 35.837  55 

From  mails,  express,  etc 2,890  41 

Total 60,329  62 

Weekending  May  7,  1859 4b,923  76 


13,405  86 


Total  traffic  from  July  1,  1859,  to  date $2,407,946  65 

Total  traffic  for  same  period  last  year 1,947,546  45 

■ — The  earnings  of  the  Burlington  and 
Quincy  Railroad  for  the  second  week  of  May 
exceed  the  anticipations  of  its  most  sanguine 
friends.  They  show  an  increase  over  1859  of 
$30,000,  making  for  the  two  weeks  of  May  an 
increase  of  $50,500.  Of  this  road  The  Boston 
Post  says : 

"  The  New  York  papers  are  publishing  the 
enormous  earnings  of  the  Chicago,  Burling- 
ton and  Quincy  Railroad,  but  they  do  not  al- 
lude to  one  very  important  fact — that  the 
earnings  this  year  are  not  only  far  beyond 
those  of  1859,  but  are  considerably  ahead  of 
the  first  four  months  of  1857 — a  great  year,  in 
which  the  gross  earnings  were  $1,544,320. 
The  road  is  in  much  better  order  than  in  1857, 
with  a  great  equipment.  It  is  130  miles  long, 
and  it  stands:  stock  $4,629,000,  funded  liabi- 
lities $3,600,000,  floating  debt  $250,000.  This 
last  will  be  paid  off  by  September  next.  The 
road  and  equipment  can  be  operated  and  kept 
in  repair  for  40  per  cent,  on  a  large  business. 
Allowing  them  to  earn  $1,500,000  in  1860 — 
and  in  the  first  four  months  of  the  year  the 
road  gained  on  1857,  when  it  earned  $1,525,- 
000 — the  net  profits  will  pay  expenses,  $600,- 
000,  interest,  $280,000,  sinking  funds,  $80,000, 
and  leave  11 J  per  cent,  net  upon  the  stock. 
One  reason  why  the  C,  B.  and  Q.  can  be  op- 
erted  so  cheaply  is  that  its  business  Westward 
is  quite  as  large  as  that  Eastward,  both  in 
freight  and  passengers,  as  may  be  seen  by  an 
examination  of  its  reports." 

— The  Covington  and  Lexington  road  is 
likely  to  have,  within  the  next  few  months,  an 
independent  Telegraph  line  with  offices  at  all 
the  principal  stations.  It  is  the  first  necessity 
of  this  road.  Among  the  additional  improve- 
ments projected,  is  the  filling  in  of  the  Towns- 
hend  trestle.  The  Evansville  and  Crawfords- 
ville  Railroad  Company  have  determined  on 
the  construction  of  a  Telegraph  line  from 
Evansville  to  Terre  Haute.  The  Company 
will  be  assisted  by  the  commercial  men  in  the 
towns  along  the  line.  The  Telegraph  line 
along  the  Indiana  Central  Road  will  be  ready 
for  operations  shortly.  Every  line  of  railway 
should  be  provided  with  a  telegraph. 

— It  is  proposed  to  make  a  change,  to  com- 
mence next  Monday,  in  one  of  the  through 
Express  trains  from  St.  Louis  to  New  York. 


The  Express  now  arriving  here  on  the  Ohio 
and  Mississippi  road  in  time  to  depart  on  the 
Dayton  line  at  10.10  A.  M.,  is,  it  is  said,  to 
leave  this  city  at  about  9  A  M.,  and  to  be  run 
at  high  speed  to  PittBburg,  where  it  is  to  over" 
take  the  train  that  left  this  city  at  6  A.  M., 
via.  the  Little  Miami.  The  time  of  trains  on 
the  Ohio  and  Mississippi  will  be  shorted  up, 
beside  being  dispatched  from  St.  Louis  at  an 
earlier  hour  in  the  evening. 

— A  motion  was  made  in  the  Superior  Court, 
sitting  in  Indianapolis,  on  Wednesday,  to 
confirm  the  sale  of  the  Chicago  and  Cincinna- 
ti Railroad  in  pursuance  of  a  decree  of  the 
Court,  the  report  of  the  Commissioners  first 
having  been  made.  A  counter  motion  was 
made  to  set  aside  or  unrule  the  decree  by  a 
creditor  of  the  road,  upon  the  ground  that  his 
interest  had  not  been  regarded,  and  that  the 
decree  was  obtained  by  improper  means. 
These  motions  gave  rise  to  an  animated  dis- 
cussion on  the  part  of  the  attorneys.  Mr. 
Ketchum  for  the  petitioner,  and  Messrs.  Ca- 
leb Smith,  Morton,  N.  C.  McLean,  Sullivan, 
and  Voorhees,  for  sustaining  the  decree.  The 
motion  was  held  over. 

— The  New  York  Central  Railroad  Company 
have  purchased  a  steam  fire  engine,  to  use 
along  the  line  of  their  road  wherever  occasion 
may  call  for  it.  The  engine  will  be  placed  on 
a  truck  so  that  it  can  be  transported  from 
place  to  place  by  merely  attaching  the  car  to 
a  locomotive. 

— The  managers  of  the  New  York  Central 
and  New  York  and  Erie  Railroads  have  en- 
tered into  a  mutual  agreement  in  regard  to 
freight  rates  from  lake  ports  to  New  York 
and  Boston,  and  which  are  not  to  be  violated 
by  the  agents  of  either  except  by  the  consent 
of  the  executive  officers  of  both  roads.  The 
following  are  the  minimum  agreed  upon  to 
the  points  named: 

Flour.    Wheat,  per  bbl.    4th  Class.     Wood. 
To  New  York..  50  55  25  75 

To  Boston 70  75  35  85 

The  rates  for  second  and  third  class  freights 
are  to  be  the  same  Eastward  as  Westward. 

— The  Railroads  centering  in  this  city  do 
not  appear  to  have  received  any  serious  dam- 
age from  the  late  storm.  We  hear  of  nothing 
more  disastrous  than  a  few  trees  having  been 
thrown  across  the  tracks  and  a  train  slightly 
damaged  on  the  Covington  and  Lexington 
Railroad. 


8®"  The  following  gentlemen  were  elected 
Directors  of  the  Jeffersonville  Railroad  on 
Wednesday:  D.  Ricketts,  W.  Mabury,  S.  H. 
Patterson,  W.  D.  Beach,  J.  G.  Read,  Jefferson- 
ville, Ind.;  G  A  Caldwell,  J.  Barbee,  R.  At- 
kinson, Louisville,  Ky. ;  N.  G.  Bright,  Madi- 
son, Ind. ;  N.  Kyle,  Ediuburg,  Ind. ;  M.  Fitz- 
gibbou,  Indianapolis,  Ind. ;  G.  EL  Ellery,  New 
York.  Mr.  D.  Ricketts,  of  Jeffersonville,  was 
re-elected  President,  and  Mr.  A  S.  Crothebs, 
Superintendent. 
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[From  the  Pensacola  Observer.] 

ALABAMA  AND  FLOEIDA  B,.  R. 

Report  of  the  President  of  the  Alabama  and 
Florida  Railroad  Company,  of  Florida,  to 
the  Stockholders  in  Convention,  May  1th, 
I860,  at  Pensacola. 

Gentlemen: — The  brief  report  of  the  affairs 
of  the  company  presented  to  you  at  your  last 
annual  meeting  for  1859,  was  not  presented, 
because  it  embraced  only  a  simple  narrative  of 
events,  occurring  in  the  financial  and  building 
operations  of  the  road  during  the  year — the 
same  being,  for  the  most  part,  interesting  only 
to  the  stockholders,  a  very  large  proportion  of 
whom  were  present  or  represented  at  the  meet- 
ing. Seeking  no  notoriety  for  the  road  in  the 
stock  market,  the  officers  to  whom  you  have 
intrusted  the  management  of  affairs,  content 
themselves  by  striving  to  meet  all  engage- 
ments promptly,  in  performing  all  duties  faith- 
fully; and  in  accounting  to  you  exactly  for 
their  stewardship. 

During  the  official  years  just  ended  the  af- 
fairs of  the  company  have  been  considerably 
developed — though  in  no  wise  changed  in 
character.  All  this  will  be  shown  in  the  re- 
spective statements,  herewith  submitted,  of 
the  Superintendent  and  Secretary,  upon  con- 
struction and  finance.  Whilst  the  best  skill 
and  the  best  materials  in  the  construction  of 
the  road  have  been  secured,  the  strictest  eco- 
nomy has  been  practiced  in  the  administration 
of  every  department,  and  every  thing  like  ex- 
travagance and  unthrift  avoided  as  much  as 
possible. 

Hopes  were  entertained  during  the  year 
that  the  road  might  be  completed  to  the  State 
line  by  the  1st  of  April  last ;  every  exertion 
was  made  on  the  part  of  the  Directory  to  se- 
cure this  desirable  result,  but  without  success. 
The  weather  has  not  been  altogether  propitious 
to  the  work;  and  contractors  have  not  ad- 
vanced as  rapidly  as  they  should  have  done  in 
preparing  the  road  bed  and  superstructure  for 
track-laying.  But  if  they  had  been  in  due 
advance  of  this  part  of  the  construction,  the 
rails  could  not  have  been  laid  more  than  two 
or  three  miles  farther  on  the  line,  owing  to 
the  delay  in  the  shipment  of  rails  from  Eng- 
land, and  in  their  arrival  at  this  port.  These 
delays  were  due  in  part  to  the  difficulty  in  ob- 
taining freighting  ships  unless  at  very  high 
rates — and  in  part  to  the  fact  that  the  four 
ships  transporting  the  rails  were  compelled  to 
put  back,  in  succession,  to  English  ports  in 
stress  of  weather.  The  last  cargo  of  rails  re- 
quired for  the  road  was  ordered  to  arrive  at 
Pensacola  not  later  than  the  1st  February. 
1860;  but  it  failed  to  arrive  before  the  1st  April 
last. 

The  arrival  of  this  cargo  meets  the  demand 
for  rails,  chairs,  and  spikes  necessary  for  the 
completion  of  the  road  to  the  State  line.  With 
a  prompter  delivery  of  the  rails,  and  the  em- 
ployment of  larger  forces  by  the  contractors, 
the  road  could  have  been  opened  to  traffic  up 
to  the  State  line  by  the  1st  April — and  with 
the  ample  preparation  of  the  Alabama  Com- 
pany, the  sister  road  would  have  extended  up- 
ward toward  Montgomery,  and  downward 
from  that  city,  so  as  to  have  secured  the  com- 
pletion of  the  whole  liue  of  road,  between 
Pensacola  and  Montgomery,  by  the  1st  of 
January,  1861.  Of  this  we  are  assured  by 
the  distinguished  President  of  the  Alabama 
Company.  Butthis  desirable  result  must  now 
necessarily  be  postponed  until  the  1st  April, 
1861. 

Thirty-two  miles   being  now  open   for  our 


trains,  there  remains  but  thirteen  miles  of 
track-laying  to  be  completed  to  the  line.  No 
impediments  exist  on  this  section  due  to  want 
of  preparation,  either  of  the  road  bed  or  trestle 
work,  and  we  are  confident  of  reaching  the 
State  line  by  the  1st  of  July.  And  we  are  in- 
formed by  the  Superintendent  and  Chief  En- 
gineer of  the  Alabama  Company,  that  their 
road  will  be  extended  to  a  point  sixty-five 
miles  from  Montgomery  and  within  fifty  miles 
of  the  State  line  also  by  the  1st  July,  1860. 
Contracts  have  been  made  by  that  company 
for  the  extension  of  their  road  from  the  State 
line  up  to  the  point  above  indicated  by  De- 
cember, 1861.  But  the  causes  before  stated 
producing  delay  in  the  completion  of  our  road 
must  necessarily  operate  to  delay  the  work  in 
Alabama.  Eight  hundred  tons  of  rails  for 
the  continuation  of  the  road  in  Alabama  have 
been  lying  in  Pensacola  for  some  time;  and 
arrangements  for  the  remainder  of  the  rails — 
(3200  tons)  to  be  delivered  at  Pensacola,  will 
have  been  made  by  the  1st  of  May,  and  in 
ample  time  for  the  uninterrupted  prosecution 
of  the  operations  to  completion. 

The  exact  present  and  future  condition  in 
relation  to  construction  of  the  whole  line  of 
road  from  Pensacola  to  Montgomery,  may  be 
stated  as  follows : 

Miles. 

Road  opened  to  traffic  from  Montgomery  down SH 

Road  opened  to  traffic  from  Pensacola  up 32 

85 
Road    to    be    completed   by    1st    July,    I860,    in 

Alabama 12 

Road  to  be  completed  by  the  1st  July,  1860,  in  Flo- 
rida      13 

25 

Road   to    be    completed    by   the  1st    April,    1861,    in 
Alabama 50 

Total  miles  160 

The  Alabama  Company  have  also  made 
provision  for  the  operating  of  their  road  up 
from  the  State  line  by  purchasing  two  first 
class  locomotives  which  have  been  delivered 
at  this  place;  and  in  arranging  for  the  con- 
struction of  the  necessary  burden  or  freight 
cars.  The  prompt  action  of  the  Alabama 
Company,  so  conclusive  to  their  interests  and 
our  own,  commends  itself  to  our  acknow- 
ledgments; and  elicits  the  expression  of  our 
regrets  that  circumstances  equally  propitious 
to  our  own  operations  could  not  have  enabled 
us  to  move  pari  pasu  with  them. 

Arrangements  having  been  entered  into  be- 
tween the  Montgomery  Company  and  that  of 
the  Great  Northern  Road  extending  from  Mo- 
bile ;  and  also  with  the  Girard  Road  for  a 
common  junction  depot  in  Conecuh  county, 
it  will  probably  be  to  the  interest  of  this  com- 
pany to  accede  to  the  suggestion  of  the  Presi- 
dent of  the  Montgomery  Road  to  avail  our- 
selves of  that  common  depot  as  the  terminus 
of  our  road,  in  place  of  the  one  contemplated 
to  be  established  at  the  State  line.  The  exact 
position  of  this  junction  depot  has  not  yet 
boen  determined,  but  it  will  probably  not  be 
farther  than  three  miles  above  the  State  line; 
but  whatever  the  distance  may  be  it  will  be 
necessary  that  this  company  should  control 
the  section  of  road  extending  from  the  State 
line  up  to  the  depot.  This  should  be  effected 
by  purchase  or  lease  of  the  same.  And  we 
are  assured  that  no  obstacles  will  be  present- 
ed by  the  Alabama  Company  to  favorable  ne- 
gotiations in  the  premises.  This,  with  the'ar- 
langement  of  a  tariff  of  prices  for  transporta- 
tion— rates  of  speed — regulation  of  trains — 
money  accounts,  etc.,  will  receive  the  due  at- 
tention of  the  authorities  of  the  respective 
companies. 

The  amount  and  condition  of  the  machin- 
ery and  working  power  of  the  road  is  embrac- 


ed in  the  Report  of  the  Superintendent.  As 
the  work  and  means  of  the  company  increase, 
this  department  will  be  enlarged  so  as  con- 
stantly to  meet  the  demand  upon  it. 

The  condition  of  the  lands  donated  to  the 
company  by  the  State  of  Florida  and  by  the 
United  States,  is  exhibited  in  the  Secretary's 
Report,  who  acts  as  Register  of  Lauds.  As 
the  road  extends  towards  Montgomery,  these 
lands  will  be  brought  into  market  and  sold  at 
rates  to  encourage  actual  settlers.  Those 
which  have  been  already  disposed  of  have 
been,  for  the  most  part,  sold  to  settlers  and  to 
persons  intending  to  establish  extensive  saw 
mills. 

The  completion  of  the  Perdido  and  Junc- 
tion Railroad  will  develop  a  very  extensive 
pine  forest  lying  along  the  valley  of  the  Per- 
dido River.  The  extension  of  this  road  in 
due  time  to  the  Tensas  River,  opposite  Mobile, 
will  carry  to  the  markets  of  Blakely  and  Pen- 
sacola lumber  and  naval  stores  of  every  de- 
scription drawn  from  the  finest  forests  in  the 
world — these  forests  chiefly  lie  in  a  natural 
state,  for,  from  their  isolated  position,  the 
wood  cutter  has  been  excluded  from  them. 
The  Perdido  and  Junction  Road  will  afford 
an  outlet  for  their  products,  and  the  improve- 
ment of  the  water  courses  which  meander 
through  them,  will  eventually  bring  these 
large  forest  regions  in  easy  commuication 
with  that  outlet.  The  Perdido  and  Junction 
Railroad,  now  under  construction,  will  be 
completed  in  September  next.  The  line  is 
about  six  miles  in  extent,  and  connects  the 
Perdido  Railroad  with  our  road  at  a  point 
fifteen  miles  distant  from  Pensacola.  The 
company  owning  this  road  are  preparing  to 
erect  mills  on  the  Perdido  River  that  will  fur- 
nish the  first  year  18,000,000  feet  of  lumber; 
and  it  is  contemplated  to  greatly  extend  their 
operations,  and  at  the  same  time  to  afford  en- 
couragement to  lumber  men  in  forming  esta- 
blishments tributary  to  the  outlet  which  their 
roads  will  afford.  These  developments  tend 
directly  to  the  advantages  of  Pensacola ;  and 
their  future  growth,  produced  by  the  final  ex- 
tension of  the  Perdido  Road  to  tbe  Tensas 
River,  will  lead  to  other  developments  em- 
bracing in  time  a  connection  with  the  Mobile 
and  Ohio  Railroad;  at  once  securing  to  Pen- 
sasola  a  share  in  the  lucrative  and  increasing 
trade  of  the  Tombeckby  and  Alabama  Rivers, 
and  in  due  time,  of  the  Ohio  River.  The 
other  connections  by  railroads  with  our  own, 
have  not  advanced  towards  completion  as  ra- 
pidly as  we  have  anticipated,  and  as  the  in- 
terests of  the  respective  companies  and  the 
wants  of  the  rich  countries  they  are  intended 
to  bring  into  easy  communication  with  the 
Gulf  of  Mexico  would  seem  to  warrant.  The 
Selma  and  Gulf  Road  has  made,  comparative- 
ly, but  little  progress ;  and  its  final  connec- 
tion with  Pensacola  and  Mobile  may  not  be 
calculated  upon  in  less  than  three  years — if 
the  rate  of  progress  in  construction  is  not  in- 
creased. In  the  meantime  the  Central  Road 
extending  up  from  Montgomery  towards  De- 
catur; and  penetrating  in  its  route  the  coal 
regions  of  Alabama,  will  probably  inaugurate 
the  first  delivery  of  coal  from  the  mines  direct 
to  the  Gulf  ports.  That  era  will  be  an  impor- 
tant one  in  the  history  of  Alabama,  adding 
greatly  to  the  prosperity  of  that,  and  the 
neighboring  States;  and  to  the  commercial 
and  political  power  of  the  South,  in  all  of 
which  Pensacola  will  not  fail  to  largely  parti- 
cipate. Conflicting  local  interests  and  igno- 
rance of  the  great  value  to  a  country  of  its 
coal  products  carried  with  facility  and  cheaply 
to  convenient  seaports,  seem  to  combine  in 
Alabama  to  prevent  the  opening  of  the  coal 
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mines  to  convenient  markets — and  whose  rich 
and  varied  products  would  compare  with  any 
coal  region  in  the  world.  But  desirable  as 
the  coal  development  in  Alabama  may  be, 
and  important  as  it  is  to  the  interests  of  Pen- 
sacola  and  of  steam  navigation  on  the  Gulf  of 
Mexico  and  beyond,  we  may  not,  in  the  pres- 
ent aspect  of  things,  hope  for  that  interesting 
result  before  the  expiration  of  three  years. 
But,  in  the  mean  time,  the  steam  lines  that 
will  be  established,  in  the  Gulf  of  Mexico,  on 
the  completion  of  the  line  of  railroads  extend- 
ing from  Pensacola  via  Montgomery,  Atlanta, 
Chattenooga,  and  Nashville,  to  the  northern 
and  western  States;  and  via  Augusta  on  one 
side  of  the  mountains,  and  Knoxville  on  the 
other,  to  the  north-eastern  States,  will  require 
that  an  abundant  supply  of  coal  should  be 
furnished  at  Pensacola.  And  it  is  fortunate 
that  that  supply,  retarded  in  Alabama,  can  be 
obtained  from  England.  For  it  is  assured 
that  coal  can  be  delivered  on  the  wharves  of 
Pensacola  at  $5  50  per  ton,  by  ships  seeking 
cotton,  lumber,  and  other  freights  in  this  port. 
At  this  price  for  coal,  and  even  at  $6  per 
ton,  the  question  of  steam  navigation  between 
Pensacola  and  the  ports  of  the  Gulf  is  decided 
in  favor  of  the  former  place. 

But  when  the  coal  mines  of  Alabama  are 
opened,  by  at  least  two  lines  of  roads,  to  the 
markets  of  the  Gulf,  and  South  American 
ports — the  development  of  the  coal  trad?  will 
probably  equal  that  of  the  cotton  trade  at 
Pensacola.  The  remaining  line  of  road  in- 
tended to  connect  with  Pensacola — the  Mobile 
and  Girard — is  still  progressing  slowly  but 
surely,  and  will  finally  connect  with  the  Mont- 
gomery, Mobile,  and  Pensacola  Roads.  This 
company  is  not  so  potent  in  means  as  the 
Montgomery,  and  Selma  and  Gulf  roads,  de- 
rived either  from  the  richness  of  the  country 
through  which  its  line  passes,  or  from  the 
wealth  of  its  constituency;  yet  if  what  the 
Company  has  done  is  the  earnest  of  that  which 
is  to  come,  the  completion  of  the  road  in  due 
time  is  attained.  This  and  all  other  similar 
improvements  of  the  lines  of  communication 
in  Eastern  Alabama  can  not  fail  to  afford  a 
perennial  source  of  prosperity  to  the  Gulf 
ports,  of  which  Pensacola  will  be  large  reci- 
pient— to  such  an  extent  indeed  as  to  excite 
in  her  no  feelings  of  jealousy  toward  her 
neighbors;  or  to  grudge  to  them  the  prosperity 
with  a  healthful  increase,  which  they  now  en- 
joy; care  has  been  taken  to  provide  good  ma- 
terials and  machines  for  the  road.  The  rail 
u?-cd  is  of  the  Erie  pattern  and  weighs  58  lbs. 
to  the  lineal  yard — 1100  tons  (Orawshay's 
make)  have  been  well  tested,  and  proved  to 
be,  both  in  quality  of  material  and  workman- 
ship, that  which  is  vouched  for  by  the  makers. 
3002  tons  of  the  same  pattern  and  weight 
were  procured  of  the  Ebbervale  Company,  in 
Wales,  and  so  far  as  the  rail  have  been  suffi- 
ciently tested,  they  have  afforded  no  cause  of 
complaint.  The  chairs  and  spikes  are  of  ap- 
proved patterns. 

The  locomotives  purchased  for  the  Company 
have  proved  satisfactory.  The  "Arrow"  man- 
ufactured by  Baldwin  &  Co.,  was  obtained 
from  the  Georgia  Railroad  Company,  at  se- 
cond hand,  and  has  been  in  constant  use 
since — performing  good  service.  No  better 
engine  could  have  been  constructed  in  its  day. 
The  "Javelin,"  by  Norris  &  Son,  equals  pro- 
mise and  does  credit  to  the  builders.  The 
"Dart,"  by  Baldwin  &  Co.,  so  far  as  it  has 
been  used,  has  proved  to  be  fully  equal  to  the 
excellent  engines  for  which  Baldwin  &  Co.  are 
justly  celebrated.  The  two  latter  are  first 
class  engines. 

Besides  several  burden  and  freight  cars,  a 


very  commodious,  comfortable  and  substantial 
passenger  car  has  been  built  in  the  Company's 
shop,  demonstrating  that  all  similar  work  can 
be  executed  as  well,  if  not  better,  at  Pensaco- 
la as  at  other  places,  and  certainly  much 
cheaper.  The  money  expended  for  materials 
and  work  in  its  construction  has  thus  been 
distributed  among  the  furnishers  and  workmen 
at  home. 

The  financial  condition  of  the  Company  is 
deemed  to  be  favorable.  The  increased  reve- 
nues due  to  the  completion  of  the  road  to  the 
State  line  and  its  extension  into  Alabama; 
the  sale  of  lands — and  the  sale  of  the  remain- 
ing first  mortgage  bonds  of  the  Company,  and 
the  second  mortgage  bonds  to  be  paid  to  con- 
tractors on  final  settlement,  are  relied  upon 
as  means  to  meet  all  engagements.  The 
floating  debt  will  be  funded  or  discharged  as 
soon  as  possible.  And  it  is  confidently  anti- 
cipated that  the  next  year's  development  of 
the  Company's  affairs,  will  be  such  as  to  elicit 
from  the  stockholders — the  bondholders,  and 
the  public  opinion  an  entire  approval,  secur- 
ing the  continued  confidence  of  all  in  the 
good  success  of  the  Road  and  in  the  beneficial 
results  to  be  derived  therefrom. 

The  following  condensed  statement  will 
serve  to  show  how  far  we  are  warranted  in 
thus  claiming  for  the  present  and  future 
of  the  Company's  affairs  a  healthful  condi^ 
tion. 

The  modified  estimate  of  the  total  cost  of  the 
road  and  equipments  offered  for  the  consi- 
deration of  the  stockholders  on  the  1st  of  May, 
1858,  was 3881,000  00 

In  the  advanced  condition  of  the  Road,  we  feel 
authorized  in  saying  that  the  result  will  not 
vary  much  from  this  amount,  when  the  con- 
struction and  equipment  accouots  are  clos- 
ed. 

The  total  amount  paid  on  account  of  construc- 
tion, equipment  movement  and  incidental 
expenses  is 009,692  49 

Leaving  balance  for  disbursement  for  the  com- 
pletion of  the  road  of 274,306  51 


Estimated  cost  as  above $884,000  00 

The  liabilities  of  the  Company  upon  this  show- 
ing will  be — 

To  capital  stock  paid  in 8341,485  20 

The  first  mortgage  bonds,  limited 

to 3400,000  00 

Less  amount  now  ready  to  l>e  can- 
celled by  the  Trustees  under  the 

mortgage 30,000  00 

390,1100  00 

Second  Mortgage  Bonds  not  to  exceed 154,ti00  00 


$885,485  20 

To  meet  which  we  shall  have  forty- 
seven  miles  of  road,  and  side 
tracks,  depots,  and  equipment, 
right  of  way,  etc.,  at  a  cost  of $884,000  CO 

One  hundred  and  fifty-nine  thou- 
sand acres  of  land  at  a  cash 
value  of 79,500  00 

Cash  and  cash  balances — bills  re- 
ceivable       9,423  90 

Supposing  the  road  to  be  complet- 
ed to  the  State  line  in  July  next, 
and  the  whole  line  between  Pen- 
sacola and  Montgomery  opened 
by  April,  1^61,  we  may  safely 
estimate  the  net  earnings  for  the 
fiscal  year  ending  1st  April,  1861, 
at 30,000  00 

Making  the  sum  of 31,002,928  90 

An  ample  fund  may  be  thus  provided  to 
meet  interest  on  bonds— purchase  of  addition- 
al machines,  and  erection  of  additional  build- 
ings, due  to  the  enlarged  and  increasing  traffic 
of  the  road. 

It  is  required  in  the  first  mortgage  bonds 
that  a  sinking  fund  shall  be  created  in  July, 
1863,  for  the  payment  of  the  bonds  at  matu- 
rity. In  about  three  years  then,  after  the  road 
is  completed,  and  iu  two  years  after  the  line 
between  Pensacola  and  Montgomery  shall  have 
been  opened  to  traffic,  a  sinking  fund  will  be 
created  by  appropriating  annually  $15,000  of 
the  net  earnings  of  the  road,  and  paying  the 


same  to  the  Trustees  of  the  first  mortgage — 
who,  by  investing  the  same,  and  compounding 
the  interest  at  six  per  cent,  may  sink  the 
whole  sum  of  $400,000  in  a  little  less  time 
than  sixteen  years.  But  aa  a  portion  of  the 
bonds  will  shortly  be  canceled  as  before  stat- 
ed, the  term  will  be  diminished.  Judging 
from  the  development  of  other  roads  giving 
figures  that  can  not  be  mistaken,  and  from 
the  movement  of  our  own,  even  in  its  limited 
extent,  we  may  safely  estimate  that  the  net 
earnings  of  the  road  for  the  fiscal  year  ending 
1st  April,  1862,  will  not  fall  short  of  $80,000, 
affording  means,  even  in  the  first  full  year's 
operation  of  the  road  to  pay  interest  on  bonds 
— for  purchase  of  more  machines — for  the 
general  and  annual  improvement  and  repair 
of  the  road— and  for  a  dividend  on  the  capital 
stock  consisting  of  four  thousand  shares,  or 
$400,000.  Thus  presenting  another  gratifying 
evidence  among  many  that  any  first-class  and 
prudently  managed  railroad  in  the  Southern, 
and  especially  in  the  cotton  States  afford 
means  for  safe,  permanent  and  profitable  in- 
vestments. 

It  is  not  necessary  to  repeat  in  this  report 
that  the  connection  of  the  coal  mines  of  Cen- 
tral and  Northern  Alabama,  and  the  develop- 
ment in  the  interior  trade  resulting  therefrom 
— as  well  as  the  opening  of  the  valleys  of  the 
Tennessee,  Ohio,  and  Mississippi  to  trade  with 
Pensacola,  will  greatly  increase  the  revenues 
of  the  road,  with  an  assured  increment  due  to 
a  law  that  can  not  be  changed  in  an  agricul- 
tural, manufacturing  and  commercial  country 
— the  law  is  this — that  as  facile  lines  of  com- 
munication penetrate  the  country,  an  increas- 
ing trade  will  be  attracted  to  and'  flow  through 
them. 

The  Executive  officers  of  the  Company  ap- 
pointed by  the  Board  of  Directors,  have  all  en- 
deavored to  perform  their  duties  diligently 
and  faithfully.  But  it  is  especially  due  to  the 
intelligent  and  skillful  Superintendent  of  the 
road — O.  M.  Avery,  Esq.,  to  state  that  it  is 
due  to  his  skill,  energies  and  devotion  to  his 
duties,  that  the  Company  are  indebted  for  the 
good  success  of  their  operations  thus  far. 
And  we  should  be  failing  in  justice  toward  the 
accomplished  Secretary — G.  W.  Hutton,  Esq., 
— not  to  bring  to  your  notice  his  good  ser- 
vice, rendered  so  constantly  and  faithfully  aa 
to  exhibit  his  department  in  the  highest  de- 
gree of  efficiency. 

By  order  of  the  Board  of  Directors, 
Respectfully  submitted, 
Wm.  H.  Chase, 

President. 


d .  i 


STREET  EAILROAD  FARE. 

We  present  below  an  article  from  the  Cin- 
cinnati Gazette.     We  endorse  every  word  of  it 

THE    PER   CAPITA   TAX. 

The  Street  Railroad  Companies  of  Cincin- 
nati, in  their  contract  with  the  city,  bound 
themselves,  in  consideration  for  grants  made 
by  Council,  to  three  things :  1.  To  bowlder  all 
unbowldered  streets  on  their  lines,  and  keep 
all  the  streets  through  which  their  tracks  are 
laid  in  repair.  2.  To  pay  a  license  of  $25 
for  each  car  in  use.  3.  To  pay  to  the  city  one 
cent  on  each  passenger  carried.  These  com- 
panies now  come  before  Council  and  repre- 
sent that  their  business  is  not  a  paying  one, 
and  further  set  forth  that  it  can  not  be  made 
profitable  under  existing  contract  It  is  there- 
fore asked  that  the  companies  be  relieved  (1) 
by  abolishing  the  per  capita  tax ;  (2)  by  reliev- 
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ing  them  from  the  obligation  to  bowlder  un- 
bowldered  streets;  and  (3)  by  requiring  them 
to  keep  in  repair  only  the  pavement  inside, 
and  one  foot  on  each  side  outside  of  their 
rails.  In  return  for  these  modifications  of 
their  contracts  they  propose  to  sell  twenty- 
eight  tickets  for  a  dollar  instead  of  twenty-five; 
to  sell  thirty-five  tickets  to  school  children  for 
one  dollar,  and  to  sell  tickets  that  will  be  good 
on  two  lines  for  seven  cents.  This  is  the  posi- 
tion of  matters  at  present.  We  do  not  think, 
however,  that  the  public  or  their  representa- 
tives in  Council  favor  the  proposed  changes  ; 
and  there  are  several  reasons  why  the  prayer 
of  the  petitioners  should  meet  with  opposition. 
In  the  first  place,  the  contracts  were  based  on 
the  propositions  of  the  parties  who  now  ask  to 
be  relieved.  The  Railroad  Companies,  and 
not  the  city,  fixed  the  terms.  The  former 
went  into  the  enterprise  with  their  eyes 
wide  open.  If  they  have  made  a  bad  bargain, 
they  alone  are  responsible  for  it.  They  have 
no  more  right  to  ask  the  city  to  help  them  out 
of  the  scrape  than  would  an  unfortunate  spec- 
ulator in  pork  or  flour,  or  railroad  securities, 
to  apply  for  relief  to  the  second  party  to  his 
losing  contracts.  Hundreds  of  thousands  of 
dollars  have  been  sunk  in  the  railroads  center- 
ing at  this  place  by  our  citizens,  many  of  whom 
have  been  crippled  or  ruined  by  the  operation. 
For  these  parties  there  is  no  relief  We  do 
not  see  upon  what  principle  of  business  street 
railroad  companies  can  ask  a  guarantee  from 
the  city  that  other  unfortunute  speculators 
could  not  ask  with  equal  justice  from  the  city 
or  from  individuals.  The  interests  of  the  city 
have  been  largely  advanced  by  the  Ohio  and 
Mississippi,  Marietta  and  Cincinnati,  Eaton 
and  Hamilton  and  many  other  broken  down 
railroads,  which  were  built  maiuly  by  private 
capital,  and  they  have  as  much  right  as  stock- 
holders in  street  railroads  to  ask  relief  from 
the  City  Council.  In  this  view  of  the  case, 
then,  even  admitting  the  condition  of  the 
street  railroad  enterprise  to  be  as  bad  as  is 
represented,  we  do  not  see  the  principle,  un- 
less it  be  that  of  charity,  upon  which  the  city 
can  be  asked  to  aid  the  unfortunates. 

But  is  the  condition  of  the  Railroad  Com- 
panies as  unpromising  as  is  represented?  The 
managers  give  their  word  that  it  is.  But  when 
a  man  fails  in  business,  his  creditors,  before 
compromising  with  him,  require  an  exhibition 
of  his  accounts.  The  railroad  men  have  not 
proposed  any  thing  of  this  kind.  The  Coun- 
cil is  ignorant  of  the  cost  of  the  roads,  the 
amount  of  the  stock  issued,  the  amount  of 
money  realized  from  subscriptions,  &c.  It 
should  not  be  asked,  nor  can  it  be  expected, 
to  grant  relief  in  the  absence  of  any  exhibit 
whatever  calculated  to  sustain  the  representa- 
tions of  interested  parties.  Besides,  a  few 
wetks  ago,  when  a  new  route  was  advertised, 
one  of  the  parties  to  the  petition  for  relief, 
proposed  to  pay  more  to  the  city  for  that  grant 
than  was  given  for  a  better  route,  now  in  op- 
erat  on,  and  which,  he  say3,  is  not  paying. 
This  is  a  contradiction  that  can  not  be  ex- 
plaiied  without  damaging  the  man  and  cause 
in  which  he  is  engaged.  People  who  thus  de- 
liberately undertake  to  deceive  the  public 
should  Vo  the  last  to  receive  public  favors. 
Statements  ^ad^  by  such  men  should  have  no 
weight  whatcve,  with  members  of  Council. 
However  much,  therefore,  the  trustees  of  the 
city  might  be  disposed  to  mndify  the  contracts 
temporarily,  it  convinced  thai  the  state  of 
aflairs  is  as  represented,  it  is  evideut  that 
nothing  will  he  done,  as  nothing  should  be 
done,  unless  the  city  authorities  are  permitted 
to  take  an  inside  view  of  affairs,  and  thus  be- 
come convinced,  from  careful   investigation, 


that  every  thing  is  as  has  been  represented. 
Even  then  it  is  doubtful  whether  more  than  a 
temporary  suspension  of  the  tax  would  be 
agreed  to.  We  do  not  think  it  would  be  safe 
for  the  city  to  make  any  permanent  modifica- 
tion of  the  contract",  upon  the  basis  proposed 
by  the  railroad  managers. 

Much  has  been  said  about  the  per  capita  tax 
being  a  tax  upon  those  who  use  the  cars,  and 
in  this  way  it  is  expected  to  popularize  the 
proposed  abolition  of  that  tax.  This  humbug 
is  so  transparent  that  it  is  not  difficult  to  see 
through  it  at  a  glance.  If  the  tax  is  taken  off, 
as  proposed,  most  of  it  would,  of  course,  go 
into  the  pockets  of  railroad  men.  How  this 
would  help  the  "masses"  we  are  not  able  to 
see.  The  companies  propose,  if  the  pier  capita 
is  taken  off,  to  do — what?  To  continue  to 
charge  five  cents  for  single  tickets,  but  to  sell 
three  more  for  a  dollar  than  they  sell  now, 
aud  to  dispose  of  tickets  to  school  children  at 
the  rate  of  one  dollar  for  thirty-five.  The 
commutation  proposition  doesn't  amount  to 
anything.  In  order  to  give  passengers  the 
full  benefit  of  the  tax,  tickets  should  be  sold 
as  follows:  single  tickets  four  cents,  or  thirty- 
three  tickets  for  one  dollar.  When  the  rail- 
road companies  make  this  proposition  to  Coun- 
cil, there  will  be  some  sense  in  talking  about 
the  per  capita  tax  being  a  tax  upon  "poor 
people  for  the  benefit  of  the  rich;"  but  no  in- 
telligent man  can  be  convinced  that  passen- 
gers are  to  be  benefited  by  directing  the  one 
cent  tax  from  the  City  Treasury  into  the  pock- 
ets of  railroad  stockholders.  If  the  railroad 
managers  will  come  before  Council  with  a  fair- 
and-square  proposition  to  the  effect  that,  if  the 
city  will  remove  the  per  capita  tax,  the  price 
of  tickets  will  be  reduced  in  proportion,  we  be- 
lieve they  will  succeed.  They  certainly  ought 
to  succeed.  The  reduction  in  rates  would 
largely  increase  the  business  of  the  roads. 
Five  people  would  ride  in  the  cars  where  one 
rides  now.  Thus  the  public  and  the  Railroad 
Companies  would  be  mutually  benefited,  and 
this  being  the  case,  the  city  could  well  afford 
to  dispense  with  the  tax.  So  far  as  regards 
street  repairs,  the  Railroad  Companies  should 
be  required  to  live  up  to  their  contracts.  I'hey 
monopolize,  almost,  the  streets  through  which 
their  lines  extend,  and  it  is  reasonable  that 
they  should  keep  them  in  order. 


EAILROAD  SECURITIES. 


The  New  York  Tribune  in  a  late  number, 
presents  the  following  interesting  review  of  the 
history  and  the  general  sentiment  of  capital- 
ists as  to  Railroad  securities. 

Railroad  securities,  to  which  we  have  beforo 
called  the  attention  of  our  readers,  as  one  of 
the  causes  of  depression,  is  still  to  some  ex- 
tent a  feature  of  the  times,  but  we  notice  of 
late  a  change  in  the  feeling,  which  indicates 
that  people  are  less  inclined  to  act  upon  mere 
prejudice,  and  to  use  intelligent  discrimina- 
tion in  making  their  investments.  This  is 
illustrated  in  the  improved  tone  of  the 
market  for  Railway  bonds,  many  descriptions 
of  which  have  attracted  the  notice  of  people 
looking  for  safe  and  profitable  investment. 
This  is  the  first  symptom  of  a  change  in  public 
opinion,  which  is  very  apt  to  visit  with  con- 
demnation good,  bad,  and  indifferent,  in  its 
first  judgment.  The  Railway  history  of  the 
world  furnishes  an  instructive  and  useful  study, 
and  we  may  follow  the  resolutions  and  revivals 
iu  England  and  France  with  profit ;  but  we  can 
draw  a  more  familiar  and  satisfactory  com- 
parison from  the  experience  and  precedents, 


which  our  local  or  domestic,  railway  history 
furnishes.  New  England,  as  the  pioneer  iu  the 
railway  enterprise  of  this  country,  gives  us  an 
example  of  prostration  and  recovery  in  this 
description  of  property,  to  which  we  refer 
with  more  confidence,  by  way  of  illustration, 
than  to  changes  no  less  remarkable  in  Europe 
because  we  see  at  ouce  that  in  all  essential 
points  the  cases  are  parallel,  and  governed  by 
similar  circumstances,  to  those  which  have 
acted  here.  It  is  but  a  few  years  since  that 
excessive  enterprise  hurried  into  life  an  irregu- 
lar "gridiron"  of  railways  over  New  England. 
Boston,  reaching  for  the  Western  trade, 
stretched  her  iron  tracks  through  the  moun- 
tains of  New  Hampshire  and  Vermont,  and,  by 
way  of  Northern  Mew  York,  tried  to  draw  busi- 
ness at  the  outlet  of  Lake  Ontario.  In  this 
attempt  a  good  share  of  thirty  millions  of  dol- 
lars was  thrown  away,  or  rendered  unproduc- 
tive, and  the  works  as  to  their  original  pur- 
poses were  failures.  From  the  disastrous  re- 
sults of  these  experiments,  and  from  others 
quite  as  unsuccessful,  which  were  conceived 
during  the  railway  mania  in  Yankeedom,  came 
a  terrible  revulsion.  Confidence  in  railway 
property  was  destroyed  at  once,  losses  were 
universal,  and  public  opinion,  which  but  a 
short  time  before  had  held  such  investments 
in  high  esteem,  shifted  like  the  wind,  and  blew 
against  them  all.  In  the  panic  (not  that  of 
1857)  which  followed,  marked  values  of  stocks 
and  bonds  suffered,  indiscriminately.  Banks, 
Insurance  Offices,  Trustees  and  individuals, 
hastened  to  relieve  themselves  of  such  proper- 
ty, and  to  place  their  fuuds  in  safer  investments. 
This  will  presently  begin  to  work  its  own  cure ; 
the  cry  of  reform  was  raised — Investigating 
Committees  were  appointed,  dividends  were 
stopped,  floating  debts  paid  off,  and  various 
economies  were  introduced.  At  about  the 
same  time  business  upon  many  of  these  roads 
fell  off,  aud  net  earnings  in  some  instances 
made  as  sorry  a  show  as  our  Western  lines. 
The  Old  Colony  Road,  now  selling  in  the  mar- 
ket at  1073,  had  a  year  of  net  earnings  yield- 
ing but  2}  per  cent.,  and  stopped  its  dividends 
for  about  two  years.  The  Boston  and  Maine, 
now  one  of  the  best  roads  in  the  country,  and 
at  present  quoted  at  109J,  passed  dividends 
once  or  twice,  and  the  same  course  was  pur- 
sued by  the  Boston  and  Worcestor,  and  Lowell 
and  Providence.  During  this  course  of  treat- 
ment, mar-ket  prices  fell  off  in  the  rates  of  de- 
creased confidence,  and  the  feeling  in  regard 
to  Railway  property  was  precisely  the  same  as 
we  now  witness  here.  We  have  no  tables  at 
hand  to  give  precise  quotations,  but  according 
to  our  recollection,  Old  Colony  sold  down  to 
50,  Lowell  to  60,  Providence  to  66,  &c.  It  is 
sufficient  for  our  purpose  to  state  very  low 
figures  were  touched.  The  process  of  refor- 
mation went  on  ;  poor  concerns  "  went  to  the 
wall,"  and  like  the  La  Crosse  and  kindred  en- 
terprises were  "wiped  out"  in  the  table  of 
values :  but  the  good  concerns  soon  began  to 
show  the  merit  and  productiveness  which  had 
been  so  entirely  ignored,  and  as  prejudice 
disappeared  and  intelligence  took  its  place, 
the  revival  in  market  values  was  as  rapid  as 
had  been  the  decline.  And  now,  while 
New  York,  undergoing  the  same  process  of 
reformation  in  the  railway  system  controlled 
by  her  wealth,  is  avoiding  railway  investment 
and  seeking  the  bubble  "safety"  in  other 
channels,  the  tide  in  New  England  has  turned 
in  favor  of  these  ostracized  securities  to  such, 
an  extent,  that  a  large  majority  of  the  roads 
which  have  passed  through  the  ordeal  of  hard 
times,  are  quoted  at  from  3  to  12  per  cent 
above  par  value.  The  revival  of  business  at 
at  the  West,  sure  to  come,  whether  this  year 
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or  next,  will  drag  from  the  "slough  of  des- 
pond" the  stocks  and  bonds  which  rest  upon 
good  business  foundations,  while  the  weak  and 
ill-conceived  works  which  have  been  brought 
into  life  upon  a  basis  merely  speculative,  must 
be  swept  from  the  list. 


PUBLIC  EXPENDITURE  AND  RE- 
VENUE IN  UPPER  AND  LOWER 
CANADA. 

The  following  statement  has  been  laid  be- 
fore Parliament: 

EFFECT   OF   EXPENDITURE. 

The  expenditure  of  over  nine  millions  of 
money  in  Upper  Canada,  greatly  facilitated  its 
settlement,  increased  the  value  of  property  and 
increased  the  value  of  its  productions. 

Reference  to  the  table  of  prices  of  wheat  and 
flour  in  Toronto  and  Montreal  from  1837  to 
1851,  will  show  that  in  1837,  the  difference  in 
value  on  wheat  and  flour  was  2s  Gd.  per  bushel, 
and  1  Os  to  12s  6d  on  flour,  when  in  1851,  after 
the  completion  of  the  canals,  the  difference 
diminished  to  6d  per  bushel,  and  the  same  on 
flour — giving  a  clear  gain  to  the  upper  Cana- 
da producer  of  2s  to  2s  6d  upon  every  bushel 
of  wheat,  and  this  three  years  before  the  pass- 
ing of  tha  Reciprocity  Act.  A  boon  to  the 
Upper  Canada  consumers  of  European  pro- 
duce was  also  given  by  this  expenditure; — upon 
freight  which  in  1S37  was  as  high  as  90s.  per 
ton,  when  after  the  completion  of  the  canals, 
this  up  freight  fell  to  20s.  per  ton  being  a  clear 
gain  to  the  Upper  Canada  consumer  of  70s. 
per  ton  upon  every  ton  of  goods  received  by 
the  St.  Lawrence. 

The  rivalry  created  by  the  St.  Lawrence 
Canals  compelled  the  United  States  to  improve 
their  canals  and  railroads,  and  thus  again 
benefited  Upper  Canada.  No  doubt  without 
those  Canals  the  Reciprocity  Treaty  would  not 
have  passed — and  this  treaty  especially  bene- 
fited Upper  Canada. 

CLERGY  RESERVES. 

At  the  time  of  the  Union,  the  question  of  the 
secularisation  of  the  Clergy  Reserves  had  been 
mooted.  It  was  then  looked  as  forming  part 
of  what  would  be  public  domain.  In  Lower 
Canada  most  of  the  conceded  lands  were  in 
Seigniories,  and  on  these  were  no  Clergy  Re- 
serves. But  few  townships  had  there  been 
laid  out  and  surveyed,  comparatively  speaking, 
while  in  Upper  Canada  nearly  the  whole  of  it 
had  been  laid  out  or  surveyed,  and  one-seventh 
of  the  whole  set  apart  for  Clergy  Reserves. 
The  large  expenditure  of  public  moneys  in 
Upper  Canada  added  to  other  causes  gave 
great  value  to  these  lands,  and  since  their 
secularisation  the  proceeds  of  the  sales  have 
been  appropriated  to  local  purposes,  as  fol- 
lows : 

In  Upper  Canada £503,735 

In  Lower  Canada 32,534 

Making  a  balance  in  favor  of  Upper  Canada 
of  four  hundred  and  seventy-one  thousand 
pounds  ;  moreover,  a  large  amount  of  Clergy 
lands  in  Upper  Canada  are  still  to  be  disposed 
of  in  favor  of  the  same  localities,  the  unsur- 
veyed  lands  of  Lower  Canada  forming  part  of 
the  public  domain. 

ADVANCES   TO   UPPER    AND    LOWER    CANADA    FOR 
INTEREST   ON   MUNICIPAL   LOAN   FUND. 

The  advances  made  by  the  Province  for  in- 
terest to  31st  December,  1858,  on  Municipal 
Loan  Fund,  were 

For  Upper  Canada £131,525 

For  Lower  Canada 23,016 


hundred  and  eight  thousand  five  hundred  and 
nine  pounds. 

UPPER  CANADA  AND  LAND  IMPROVEMENT  FUND. 

There  is  another  Fund  exclusively  devoted 
to  Upper  Canada,   set  apart  for  the  sales  of 
School  lands,  and  known  as  the  Upper  Canada 
Land  Improvement  Fund — this  amounted 
In  1855,  amount  accrued  to  this  date 8180,486 

1856,  do     net 54,586 

1857,  do      47,444 

1858,  do      25.019 

8308,535 

Or  seventy-seven  thousand  one  hundred  and 
thirty-three  pounds,  fifteen  shillings. 

ENDOWMENT  OF  COLLEGES  IN  UPPER  CANADA. 

The  Upper  Canada  College  and  Toronto 
University  were  endowed  with  lands  from  the 
public  domain  valued  at  £500,000.  No  Col- 
lege or  University  in  Lower  Canada  received 
any  endowment. 

REVENUE   FROM    CUSTOMS   IN   UPPER  AND   LOWER 
CANADA. 

The  following  table  will  show  the  amount 
derived  from  Customs  Duties  in  Upper  and 
Lower  Canada: 

RECEIPTS   OF   CUSTOMS   DUTIES  SINCE  THE  UNION. 


Lower  Canada. 


1841 194,061  1 

1842 245,385  17 

1843 184,447  1 

1844 345,954  19 

1845 349,214 

1846 310.082 

1847 297,293  5 

1848 232,064  6 

1849 289.621  7 

1850 394,424  7 

1851 480.U40  15 

1852 446,803  6 

1853 590,903  2 

1854 676,336  9 

1855 398,088  7 

1856 574,735  12 

1857 563.081  1 

1858 521,600  12 


d. 

4 
9 
6 
4 
6  10 
5    5 


Upper  Canada, 
£        8.  d. 


31,173 
33,544 
57,125 
95,376 
100,745 
112,132 
117  ,'.'39 
101,965 
154,935 
221,270 
257,398 
392,460 
437,773 
548,415 
483,357 
552,484 
418.181 
323,746 


6  6 
9    7 

7  6 
5  10 

14  10 
13    3 


19 


17  4 

5  9 
4  8 

6  6 
13  2 
15  6 


14  0 

15  0 


£7,094,739    5    4      .£4,439,416  14    9 
4,439,416  14    9 


)  More  raised  in  L. 
£2,655,332  10    7>  Canada    than    in 
)  Upper  Canada. 

From  the  foregoing  it  will  be  seen  that  the 
difference  of  duties  received  last  year  in  Upper 
and  Lower  Canada,  was  £200,000  received 
more  in  Lower  than  in  Upper  Canada,  and  to 
equalize  the  duties  it  would  be  necessary  that 
at  least  goods  to  the  value  of  £200,000  cur- 
rency should  be  obtained  from  Lower  Canada 
Importers  by  the  Upper  Canada  Consumer  or 
Trader  to  equalize  the  duties  of  Customs. 

The  above  statements  clearly  prove  how  fal- 
lacious are  the  assertions  of  certain  parties, 
that  Upper  Canada  pags  everything  and 
Lower  Canada  gets  everything, — the  reverse 
being  the  fact. — Hamilton  (Canada)  Specta- 
tor. 


£108,509 

t   Difference  in  favor  of  Upper  Canada,  one 


Wisconsin  Railroad  Farm  Mortgages. — 
Considerable  attention  has  lately  been  given 
both  at  home  and  abroad,  to  the  Farm  Mort- 
gage question,  which  is  now  pending  for  adju- 
dication in  the  Supreme  Court.  The  aggre- 
gate of  the  remortgages,  given  to  the  different 
railroad  companies  in  the  State  amounts  to 
about  five  millions  of  dollars.  Those  given  to 
the  La  Crosse  and  Milwaukee,  the  Racine  and 
Mississippi,  and  the  Milwaukee  and  Mississippi 
railroads,  have  for  some  time  been,  and  are 
now,  under  consideration  in  the  Supreme  Court; 
other  companies,  (among  them,  the  Kenosha 
and  Roekford,  and  Beloit  and  Rockford  Rail- 
road Companies,)  interested  in  the  same  gen- 
'  eral  question,  were  represented  by  counsel  in 


the  argument  made  before  the  Supreme 
Court. 

The  cases  in  which  the  La  Crosse  Farm 
mortgagors  weie  interested,  were  argued  by  S. 
Park  Coon  and  Geo.  B.  Smith,  for  mortgagors, 
and  H.  S.  Lee  and  S.  N.  Small,  of  Milwaukee, 
for  the  mortgagees.  The  Racine  and  Missis- 
sippi Railroad  cases  were  argued  hy  Marshall 
M  Strong  and  Mat.  H.  Cerpenter,  for  the  morfc- 
gagees,  and  by  Hon.  M  M  Jackson  of  this 
city,  (who  represented  the  Kenosha  and  Roek- 
ford and  Beloit  Farm  Mortgagors,)  and  N.  H. 
Dale  and  J.  W.  Cary.  The  Milwaukee  and 
Mississippi  Railroad  cases  were  argued  by  D. 
H.  Johnson  of  Prairie  Du  Chien,  for  mortga- 
gees, and  by  Hon.  L  P.  Walker,  for  the  mort- 
gagor. 

These  cases  were  ably  argued  by  the  eminent 
counsel  who  appeared  in  them  before  the  Su- 
preme Court.  Although  each  case  has  its  pe- 
culiar features,  and  each  railroad  charter  has 
provisions  peculiar  to  itself,  yet  there  are  gen- 
eral questions  and  general  principles  involved 
in  each  and  all  the  cases,  which  may  determine 
the  decision  of  the  Court.  What  that  decision 
will  be  is  of  course  unknown.  The  impression 
of  those  who  heard  the  arguments  in  the  differ- 
ent cases  is  that  the  decision  will  be  in  favor 
of  the  farm  mortgagors.  The  Supreme  Court 
will  undoubtedly  give  the  whole  subject  the 
maturest  consideration,  and  no  decision  will 
probably  be  given  until  cases  previously  argued 
and  submitted  shall  be  disposed  of. — Madisou 
Journal. 


RAILROAD  MATTERS  IN  RUSSIA. 

A  correspondent  of  the  Kev>  York  Herald, 
writing  from  St.  Petersburg,  under  date  March 
12,  1860,  says : 

The  whistle  of  the  locomotive  is  so  frequently 
heard  in  St.  Petersburg,  that  we  are  led  to  in- 
quire concerning  railroads  and  their  progress 
in  this  anti-tropical  part  of  the  world.  There 
are  now  radiating  from  the  south  and  south- 
eastern portion  of  the  city  four  different  rail- 
roads in  operation.  1st,  the  Moscow;  2d,  the 
Tzarskociello  ;  3d.  the  Peterhoff;  4th,  Warsaw. 
This  last  mentioned  road,  which  is  to  unite 
Warsaw  with  St.  Petersburg,  has  recently  been 
opened  to  Pskoff,  a  distance  of  about  two  hun- 
dred and  fifty  versts,  whilst  a  corresponding 
section  has  been  opened  on  the  Warsaw  end, 
and  the  whole  line,  it  is  stated,  may  possibly 
be  campleted  in  another  year.  When  this  is 
done,  St.  Petersburg  becomes  at  once,  though 
rather  near  the  north  pole,  a  European  city, 
accessible  at  all  seasons  and  to  any  number  of 
persons.  Heretofore  this  imperial,  palatial 
city  has  stood,  as  it  were,  so  near  the  confines 
of  the  polar  circle,  and,  as  it  were,  upon  thJ 
very  verge  of  the  habitable  globe,  that  wis 
really  not  within  the  range  of  European  toar- 
ists,  except  at  great  expense  and  inconvenience, 
attended  with  uncertainty,  troubles  and  dilay, 
either  in  reaching  or  leaving  it.  I  have  leard 
niany  persons  say  "  that  it  was  a  difficult  thing 
to  reach  St.  Petersburg,  and  still  more  diffbult 
to  leave  it."  However,  so  soon  as  the  Warsaw 
road  shall  be  completed  it  is  presumed  Lb.atj.ny 
number  of  persons  may  come  and  go  daily, 
and  at  a  more  moderate  price  than  over  ^6  'jld 
land  and  sea  routes.  It  is  to  be  hor^_ai  at  the 
same  time,  that  the  police  regula,'"ons  m  Teglrd 
to  passports,  which  are  o"-=fous,  perplexing 
expensive  and  humming  to  those  unaccus- 
tomed to  such  regulations,  will  be  much  amelio- 
rated in  conformity  with  the  progress  of  com- 
munication and  the  spirit  of  the  age.  The  sys- 
tem is  one  of  venerable  years,  has  grown  to  be 
an  institution  upon  the  body  politic,  and,  of 
course,  can  not  be  very  easily  thrown  oft",  like 
a  sore  skin  or  a  bad  cough,  it  is  fixed  upon  the 
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constitution,  and  requires  Bkillful  treatment  to 
remove  it. 

Moscow  presents  the  next  point  from  which 
railroads  are  destined  to  radiate.  The  read  to 
unite  Nigre  Novogorod  is  in  progress,  while  the 
one  to  Sarator  has  been  decided  upon.  A  third 
to  Odessa  was  contemplated  in  the  original  pro- 
position of  this  great  French-German  company, 
who  are  building  the  Warsaw  line,  but  whether 
that  is  to  be  constructed  independent  of  the  one 
to  Sarator  I  do  not  know. 


Annual  Meeting. — The  annual  meeting  of 
the  stockholders  of  the  Greenville  and  Col- 
umbia Railroad  Company  was  held  yesterday 
at  the  office  of  the  Company  in  this  city.'  Ma- 
jor B.  F.  Perry  presided,  and  Messrs.  T.  W. 
Holloway  and  C.  V.  Carrington  acted  as  secre- 
taries. 

Hon.  T.  C.  Perrin,  President  of  the  Compa- 
ny, read  the  reports  of  the  President  and  Di- 
rectors, and  General  Superintendent,  and  pre- 
sented them,  together  with  the  usual  tables, 
to  the  meeting,  which  were  received  and  una- 
nimously adopted. 

The  following  gentlemen,  we  learn,  were 
unanimously  re-elected  for  the  ensuing  year: 

President — -T.  C.  Perrin. 

Directors— -V.  McBee,  T.  M.  Cox,  Hon.  J. 
N.  Whitner,  J.  P.  Reed,  Dr.  J.  F.  Livingston, 
Charles  Smith,  Hon.  J.  B.  O'Neall,  Simeon 
Fair,  Robert  Stewart,  John  M.  Allen,  C.  G. 
Memminger,  Daniel  Blake. —  Columbia  Guar- 
dian. 


The  Result  of  the  Water  Wheel  Experi- 
ments in  Philadelphia. — The  long  and  valua- 
ble series  of  experiments  at  the  Fairmount 
Water  Works,  in  Philadelphia.,  are  completed 
and  below  we  give  the  results  of  the  better 
portion  of  the  wheels.  No  doubt  many  of  our 
readers  are  aware  that  the  city  of  Philadelphia 
is  supplied  with  water  which  is  pumped  up 
from  the  rivers;  the  power  of  the  modern  works 
being  supplied  by  steam,  while  at  the  old  es- 
tablishment at  Fairmount  the  pumping  is  done 
by  water  power,  a  fall  of  the  Schuylkill  occur- 
ring at  that  place,  varying  with  the  tide  from  8 
to  14  feet.  The  authorities  having  decided  to 
enlarge  the  works  at  Fairmount,  it  was  resolved 
to  make  a  thorough  test  of  the  several  turbine 
wheels  manufactured  in  the  country,  with  a 
view  of  obtaining  the  best  one  for  the  new 
pumps.  Notice  was  accordingly  given,  invitinf 
makers  of  turbines  to  send  specimens  of  their 
■wheels  to  the  works  to  be  tested,  and  these  in- 
vitations have  been  very  generally  responded 
to  by  the  manufacturers.  The  experiments 
•were  arranged  by  Mr.  Birkenbine,  the  engineer, 
in  so  thoroughly  rational  and  common  sense  a 
manner  as  to  convince  every  mechanic,  as  well 
as  eTery  scientific  mechanician,  that  the  results 
were  absolutely  reliable.  The  resistance  con- 
sisted af  a  box  full  of  6tones,  which  was  raised 
a  certain  distance,  and  this  distance,  multiplied 
into  the  weight  of  the  stones,  was  compared 
with  the  weight  of  the  water  which  flowed 
througn  the  wheel  while  the  box  was  rising, 
multiplied  into  the  fall  of  the  water,  which  was 
six  fee..  Both  the  wheel  and  the  box  of  stones 
were  r.llowed  to  acquire  their  full  motion  before 
the  veishing  and  measuring  commenced,  so 
that  the  elem»nt  0f  inertia  does  not  enter  to 
disturb  the  prob\om.  Tn  the  figures  which  we 
publish,  no  allowance  whatever  is  made  for 
friction  of  the  parts  which  connected  the  wheel 
with  the  resistance.  This  is  estimated  by  Mr 
Birkenbine  at  three  per  cent.,  but  as  there  is 
no  other  guess  work  in  the  whole  experiments 
we  prefer  to  leave  this  out  and  to  give  the  ac- 
tual proportion  which  the  weight  raised  bears 
to  the  weight  of  the  water  which  fell.    It  is 


very  easy  to  add  the  three  per  cent,  for  fric- 
tion : 

Kind  of        Yield  of 

Manufacturers.  Wheel.  Power. 

Addison  Monroe,  of  Worcester,  Mass.. CeDtei'-vent.  .51140 

John  Tyler,  of  West  Lebanon,  N.  H  ..     .7120 

L.  W.  Blake,  of  East  Pepperell,  Mass.. Center-vent.  .7169 

Reuben  Rich,  of  Salmon  River,  N.  Y. .Center-vent.  .7400 

Levi  J.  Smith,  of  Reading,  Pa Parker.  .7591 

Collins  &  Co.,  of  Troy,  N.  Y .7062 

Andrews  &  Colbauch,  Brinville,  Pa. . .     .8197 

Eniele  Oeylin.  of  Philadelphia,  Pa Jonval.  .8210 

E.  Stephenson,  of  Paterson,  N.  J Jonval.  .8777 

The  official  report  is  not  yet  published,  but 
we  have  obtained  the  above  figures  from  sources 
which  give  us  confidence  in  their  correctness  ; 
and  the  results,  especially  of  the  best  wheels, 
have  been  thoroughly  checked  and  confirmed. 
Some  of  the  wheels  were  polished  and  some 
were  not;  and  all  these  details  will  be  fully 
explained  in  the  report  of  the  engineer,  when 
we  shall  lay  it  before  our  readers.  This  is 
probably  the  most  valuable  contribution  to  the 
knowledge  of  practical  hydraulics  which  has 
ever  been  furnished  by  any  one  series  of  exper- 
iments.— Scientific  American. 


Androscoggin  Railroad. — A  meeting  of  the 
bondholders  of  the  Androscoggin  Railroad  was 
held  in  this  city  on  Friday  and  Saturday  last. 
The  holders  of  about  $200,000  of  these  bonds 
were  present.  Hon.  Win.  Willis  was  chosen 
Chairman,  and  Mr.  Joseph  Ilsley  Secretary.  A 
report  was  received  and  read,  made  by  Jabez 
C.  Woodman,  Esq.,  who  had  been  appointed  by 
the  bondholders  to  examine  the  affairs  of  the 
road.  The  officers  and  directors  of  the  road 
were  present,  and  after  a  full  conference  in  the 
matter,  an  amicable  arrangement  was  made  to 
the  following  effect:  The  directors  agreed  to 
appoint  a  party,  satisfactory  to  the  bondholders, 
to  receive  the  net  earnings  of  the  road,  which 
are  to  be  applied  to  the  payment  of  certain 
debts  due  for  iron  on  a  portion  of  the  road  ; 
and  the  bondholders,  on  their  part,  consented 
to  wait  three  months  before  proceeding  to  take 
possession  of  the  road.  Meantime,  a  stockhold- 
ers' meeting  is  to  be  held,  and  negotiations 
completed  to  extend  the  road  either  to  Gardiner 
or  Bath  ;  it  being  understood  that  the  interest 
on  the  honds  is  to  be  paid  before  the  road  is  so 
extended. — Portland  Advertiser. 


LA  CROSSE  AND  MILWAUKEE 
LAND  GRANT  BONDS. 

To  the  Editor  of  the  New  York  Tribune  : 

Sir  :  I  noticed  the  JSf.  Y.  Express  of  the 
12th  inst.  says  :  "  It  is  not  probable  that  the 
Trustees  would  bid  off  the  road  for  the  bond- 
holders at  75  per  cent,  without  the  fullest  in- 
demnity." It  is  not  to  be  presumed  they  would. 
The  object  of  the  present  movement  is  to  so  in- 
demnify the  Trustees  that  they  will  avail 
themselves  of  the  present  laws  of  Wisconsin 
and  protect  the  numerous  small  holders  of 
bonds  from  being  entirely  sacrificed  by  schem- 
ing parties. 

Though  it  is  well  understood  that  if  the  road 
be  brought  in  and  secured  for  all  the  bond- 
holders under  the  foreclosure,  it  matters  not 
whether  they  pay  $500,000  or  $4,000,000,  (the 
amount  of  the  whole  issue  of  bonds.)  But  be- 
lieving that  it  will  be  ultimately  a  very  valua- 
ble road,  they  prefer  to  buy  it  at  75  per  cent, 
on  the  issue  of  bonds,  and  thus  not  only  con- 
form to  the  statute  of  Wisconsin,  but  also  pro- 
tect themselves  against  any  right  of  redemp- 
tion. 

As  for  the  portion  first  issued,  it  is  well 
known  that  the  greater  part  of  them  were 
squandered.  A  very  small  part  of  them  were 
legitimately  applied  to  the  Land  grant  portion 
of    the  road.     The   last  $1,500,000  of  bonds 


were  issued  to  Mr.  Chamberlain,  to  build  the 
last  44  miles  of  road,  without  the  previous  GO 
miles  of  the  Land  grant  road  would  have  been 
comparatively  valueless. 

They  were  the  only  resource  the  Company 
had  for  finishing  the  road  to  La  Crosse,  and 
though  they  were  sacrificed,  they  provided  the 
means  for  opening  the  North-West,  a  route  that 
is  destined  to  be  the  great  thoroughfare  from 
Chicago  on  the  South,  and  Milwaukee  on  the 
East,  connecting  at  those  points  with  roads  to 
every  commercial  city  and  State  of  the  Union. 

What  we  ask  of  the  Trustees  is,  that  they 
will  use  the  right  vested  in  them  by  the  pres- 
ent laws  of  Wisconsin  for  our  protection,  and 
this  we  have  the  fullest  confidence  they  will  do, 
if  we  join  in  requesting  it.  At  any  rate,  I 
urge  all  bondholders  to  send  their  names  and 
address,  with  amount  held,  to  G.  B.  Satterlee, 
No.  40  Exchange  Place,  that  they  may  be  fully 
informed  hereafter  of  their  position,  by  their 
Committee.  "A  Large  Bondholder." 


Railroad  Law  Decision — the  Law  op  Dam- 
ages.— The  Troy  Budget  says  :  In  the  several 
railroad  cases  recently  decided  by  the  Supreme 
Court  at  the  General  Term  in  this  district,  the 
principle  has  been  established  that  in  actions 
for  negligently  causing  the  death  of  parties 
by  collision,  the  question  whether  the  injured 
party  by  his  own  negligence  contributed  to  pro- 
duce the  result  is  a  question  of  fact,  which 
must  be  submitted  to  the  jury  under  proper  in- 
structions from  the  Court.  In  one  of  the 
cases  recently  passed  upon,  the  plaintiff  recov- 
ered a  verdict  at  the  Rensselaer  Circuit  for 
$4,000.  Judge  Gould  set  aside  this  verdict, 
and  ordered  a  new  trial,  on  the  ground  that 
the  plaintiff  should  have  been  non-suited,  it 
appearing  that  the  negligence  of  the  deceased 
contributed  to  the  injury.  The  General  Term, 
however,  after  full  argument,  overruled  the 
decision  of  Mr.  Justice  Gould,  and  directed  a 
judgment  upon  the  verdict,  thus  establishing 
the  principle  above  referred  to.  Two  similar 
cases  were  tried  before  Judge  Gcnld,  who  non- 
suited the  plaintiff,  and  in  each  case  the  Gen- 
eral Term  reversed  the  decision  and  granted  a 
new  trial.  This  principle  may  now  be  regard- 
ed as  settled  in  this  district,  though  it  is  prop- 
er to  add  that  Judge  Gould  dissents. 


IMPORTANT  SUIT  UPON  RAILROAD 
BONDS, 

Suits  have  just  been  brought  in  the  Court  of 
Common  Pleas  of  Cuyahoga  County,  by  John 
H.  Wright  and  others,  against  the  Bellefou-,, 
taine  and  Indiana  Railroad  Company,  on 
bonds  of  the  first-named  company,  indorsed 
and  guaranteed  by  the  latter.  The  bonds  ma- 
tured February  1,  1851,  aud  were  protested. 
The  indorsmeut  and  guarantees  are  signed  by 
H.  B.  Payne,  President  of  the  Cleveland,  Co- 
lumbus and  Cincinnati  Railroad  Company. 

The  answers  in  the  cases  are  sworn  to  by  L. 
M.  Hubby,  President  of  the  Cleveland,  Colum- 
bus, and  Cincinnati  Railroad  Company,  and 
signed  by  Messrs.  Ranney,  Backus  and  Noble, 
Attorneys  for  the  Company.  The  execution, 
of  the  bonds  by  the  Bellefontaine  and  Indiana 
Railroad  Company  is  admitted;  but  it  is  de- 
nied that  the  Cleveland,  Columbus  and  Cin- 
cinnati Railroad  Company  ever  received  or 
transferred  the  same,  or  for  any  valuable  con- 
sideration indorsed  or  guaranteed  the  same. 
It  is  also  admitted  that  Henry  B.  Payne,  as 
President  of  the  last-named  company,  did  sign 
what  purported  to  be  a  transfer  and  guarantee 
of  the  bonds,  but  it  is  denied  that  he  had  any 
authority  to  bind  the  company  by  any  such  en- 
dorsement or  guarantee. — Enquirer. 
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MONETARY  AND  COMMERCIAL. 

Nothing  really  new  can  be  said  relative  to  money  matters 
in  Cincinnati  The  same  story,  told  week  after  week,  will 
again  answer  for  the  present  edition,  with  but  little  prospect 
of  change  for  some  time  to  come.  To  parties  who  are  in  but 
little  need  of  money  and  who  could  get  along  without,  it  is 
not  difficult  of  access  in  limited  quantics  at  any  time,  but  to 
parties  equally  good  but  not  as  well  known,  money  is  really 
close.  As  we  have  on  several  occasions  remarked  before, 
Cincinnati  is  differently  Bituated  to  any  city  in  the  Union  as 
regards  banking  facilities.  We  have  none — no  banks — no 
currency.  We  have  apologies  for  them  all,  and  we  probably 
would  be  better  of  without  even  those.  Notwithstanding  all 
these  things,  every  one  is  filled  with  hope  of  a  '*  better  time 
a  coming,"  and  the  general  condition  of  trade  and  manufac- 
tures  the  city  is  healthy  and  vigorous 

Quotations  as  heretofore,  to  customers  10  @  12,  to  out- 
siders 15  @  18  ;  street  rates  are  cut  as  deep  as  the  hide  will 
admit. 

Exchange  is  whithout  any  change  of  note;  supply  and 
demand  balancing  each  other.  Buying  rates  %  @  40,  and 
selling  y*  prem.  New  Orleans  sight  but  little  offering  and 
dull  @  %  discount.    Quotations  are  : 

BUYING.  SKLMIfG. 

New  York  Bight {©40  prem.        \@.\  prem. 

Philadelphia jj©40  prem.        |@t  prem. 

Boston ^<^40  prem.        \@>\  prem. 

Baltimore 35@$    prem.        \®\  prem. 

New  Orleans £®  Par.  @\  prem. 

AmericKn  Gold i@30  prem.       40@    prem. 

Exchange  having  advanced  in  Chicago  to  1%  prem.  a 
corresponding  advance  in  discount  has  taken  place  in  Illi- 
nois, Wisconsin  and  Iowa  funds,  which  are  bought  in  this 
market  at  \%  @  2  per  cent,  discount.  Missouri  is  taken  at 
i-T  @  1>£  and  Indiana  Pree  Banks  @  >£  percent,  discount. 

Grand  Trunk  Railway  of  Canada. — Audit  Dhpart- 
MBnt.— The  Traffic  receipts  of  the  Grand  Trunk  Railroad 
f  Canada  for  the  week  ending  April  28,  I860,  have  been  as 
follows : 

No. 

Local  Passengers 1 3,677 

Foreign        do      1 ,969 

Kmigrants 

Mails  i  Express,  &c 

Local  Freight  and  Live  Stock  (Tons).     7,270i 

41    Timber  and  lumber — 

2,009,453  ft.      3,117 

"     Firewood,  1,343  cords 2,017$ 

Foreign  Freight  and  Live  Stock 2,081 


Amount. 

$20,506  44 

4,249  93 

2!s90*4i 
24,754  12 

5,G87  94 
1,472  40 
7,193  41 


20,531  77  % 


Total 
Week  ending  April  30,  1851). 

Incease. 
Total  traffic  from  July    1,    1859,    to 

date $2,407,617  03  yt 

Total  for  same  period  last  year 1,900,642  69 

J.  HARDMAN,  Auditor. 
Montreal,  May  5, 1S60. 

The  traffic  receipts  of  the  Great  Western  Railway  of  Can- 
ada for  the  week  ending  May  11th,  LS60,  huve  been  as 
follows : 

From  Passengers J  18,291  08 

11     Freight  and  Live  Stock 16,650  HS 

*'     Mails  and  Sundries. 1,337  10 


Total $36,279  04 

Corresponding  week  of  last  year 34,029  40 


Increase S2,249  64 

II.  SHACKELL,  Auditor. 
Audit  Office,  Hamilton. 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  th« 
following  rates  : 

BONDS. 

Little  Miami  R.  R.  Co.,  6  per  cent.  Mort- 
gage Bonds 8G 

"Covington  &.  Lexington   R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent 70 

Ohio    &   Mississippi   R.  R.  Co  ,  Construction 
7  per  cent.  Bonds,  (Eastern  Division).. .....   17£ 

Indianapolis  &  Cincinnati   R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 72 

Cincinnati,  Hamilton  &.  Dayton  R.  R.  Co.,  Se- 
cond Morlgage,  7  per  cent.  Bonds 86 

Covington  s£  Lexington  R.  R.  Co.,  10  per  cent, 
preferred,  Bonds ....  124 

Covingtun  and  Lexington  R.  R.  Co.  First Mort- 

•    gage  6  per  cent.  Bonds 70 

STOCKS. 

Cincinnati,  Hamilton  &  Dayton  R.  R.,  ex.  div.  70£ 

Columbus  &  Xenia  R.  R ,...  85 

Indianapolis  &  Cincinnati  R.  R ,.,  40 

Little  Miami  R.  R SO 


Half  Fare  Tickets  to  Baltimore. — The 
Baltimore  and  Ohio,  with  its  connections,  with 
commendable  promptitude,  have  already  made 
arrangemente  for  half  fare  tickets  from  Cin- 
cinnati to  Baltimore. 

ENGINEERS'  INSTRUMENTS. 

FOR  SALE  LOW— 4  Engineers'  Levels  ;  2  Surveyors' 
Compasses  ;  one  Transit.     They  have  been  but  little 
used  and  are  in  good  order. 

JAMES  FOSTER,  JR.  &  CO., 
My  10— 5t.  S.  V.  Corner  of  Fifth  and  Race  Sts. 

CONTRACTS  for  Rails  at  a  fixed  price,  or  on  com 
mission,  delivered  at  au  English  port,  or  at  a  por 
in  the  United  States,  will  be  made  by  the  undersigned 
THEODORE  DKHON, 
noia  10  Wal.  Broad  way.  New  Yor 

.    Spring  Arrangement.    1860. 

VIA. 

CLEVELAND, 

C0LUSV1BUS  &  CINCINNATI, 

—AN  D— 

LAKE  SHORE 


FORNIAGARA  FALLS,  WHITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

6  A«  JM.«  Cincinnati  Express  from  Little  MiaroiDepot, 
East  Front  Street — Arrives  at  Columbus  10.15  a.  m.,  Cleve- 
land 2.50  p.  m.,  Dunkirk  8.25  p.  M.,  Buffalo  9.50  p.  m.,  New 
York  next  day  at  2.15  p    M.,  and  Boston  4.00  p.  m. 

J]~p  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.  lO  A«  IW«  Day  Express  from  Cincinnati,  ^lamil- 
trn  and  Dayton  Depot,  "West  Sixth  street — Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m., 
Cleveland  8.55  p.  m.,  Dunkirk  2.50  a.  m.,  Buffalo  4.20  a.  m.. 
New  York  same  evening  at  9.10  p.  m.,  and  Boston  31.30 

P.  M. 

JCy  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

11.00  I".  ITS.  Night  Express  from  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Columbus  3.40  a.  m.,  Cleve- 
land 9.50  a.  m.,  Dunkirk  3.55  p.  m.,  Buffalo  5  25  p.  sr.,  New 
York  nextmorning  at  9.45  a   m.,  and  Boston  3.00  p.  m. 

JO3  Sleeping  cars  attached  to  tin's  train  from  Cincinnati 
to  Cleveland 

JJZr"  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  FOR  TICKETS  VIA  COLUMBUS  AND  CLEVE- 
LAND. 

Baggage  checked  from.  Cincinnati  to  New  York  and 
Boston. 

THE  OLD  RELIABLE  ROUTE  TO    PITTSRERGH 
AND  PHILADELPHIA,  IS  VIA  CRESTLINE. 

G.OO  A.  JJI.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street — Arrives  at  Columbus  at  10.15  a. 

..Crestline  12.40  p.  m.,  connects  at  Pittsburgh  same  even- 
,ng  with  8.40  p.  m.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morniDg  at  9.30  a.  m. 

10*  SO*  Ac  M«  Day  Express,  from  Cincinnati.  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m  , 
Crestline  6.15  p.  m.,  connects  at  Pittsburgh  nest  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m. 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts- 
burgh. 

11.00  1*.  JW.  Night  Express,  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  at  3,40  a.  m.,  Crest- 
Hne6. 45  a.  m.,  connects  at  Pittsburgh  with  4.00  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 

Ask  for  tickets  via  Columbus  and  Crestline. 

Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER,  General  Ticket  Agent, 

L.  M.  and  C  H.  &  D.  Railroads,  Cincinnati. 

H.  C  MARSHALL,  General  Ticket  Aeent. 

E.  S.  FLINT,  Sup't. 

N.  C.  HARRIS  Agent,  Cincinnati. 


PATENTED   GAS  WORKS 

OF  THE 

Mil  m J8RKS  CO. 

Gas  Works,  to  be  generally  adopted  by  the  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  each 
establishments  requiring  much  light,  should  possess  the 
following  advantages,  to  wit :  great  simplicity  of  construc- 
tion and  operation  ;  reliability  to  insure  a  regular  supply  of 
light  ;  purification  of  the  gas  to  prevent  cloging ;  freedom 
from  unhealthy  and  olTensive  odors;  safety  from  fire  and 
explosion ;  adaptation  to  different  materials,  and  to  work  days 
only,  or  continuously,  as  required  ;  lastly  and  chiefly, 
economy  both  as  to  repairs  and  cost  of  the  gas. 

Gas  Works  coming  np  to  the  above  standard  are  what 
the  public  want.  Are  there  any  Buch  V  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  desiring 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credulity  or 
prej  udice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  referto  the  Scientiji-c  American 
of  March  13,  1858,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  simplicity  of  construction  peculiar 
to  the  Atbin  Works,  the  retcrt  is  the  only  part  exposed  to 
destruction,  except  of  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
miDutes — the  cost  of  repairs  is  very  trifling. 

The  Cost  of  the  Gas 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where  300  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  32  fectper  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AAJBIN  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gas  holder,  holding  30u  cubic  feet, $300  00 

do  do  350        "  335  00 

do  do  400        «  375  00 

do  do  500        "  450  00 

do  do  600        «  525  00 

do  do  700        "  6U0  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  holder  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enable  persons  requiring  gas  works  to  judge  of  the 
size  most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  tnat  an  ordinary  fish- 
tail burner  (known  m  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.  It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  le3S  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 

Table  showing  the  Contents  and  best 
Proportions  of  Gasometers  front  400 
to  4000  it.,  and.  tlte  A  umber  of  Lights 
they  will  supply  for  a  given  time. 

Contents  in    No.  of  hours  t      Diameter  of        Height  of 
Cubic  Feet,    for  10  lights.         Gasometer.       Gasometer. 
400  20  10  ft  5  ft.  3  in. 

500  25  10  ft.  6  ft.  6  in. 

750  37  12  ft.  6  in,  6  ft.  2  in. 

1000  50  13ft.  7ft.  Sin. 

1500  75  15  ft.  8  ft.  6  in. 

<2000  300  37  ft.  3  in.         8  ft.  7  in. 

2500  125  18  ft.  10  ft. 

3000  150  20  ft.  10  ft. 

3500  175  20  ft.  6  in.        10ft.  1  in. 

4000  200  21ft.  lift.  9  in. 

If  a  gasometer  of  a  different  capacity  from  aay  of  the 
above  is  required,  its  contents,  size,  &c,  canoe  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  for  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  'the  large 
private  works  (for  factories,  &c,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  sei-era\  States, 
apply  to  __ 

E.  T.  COVERDALE, 

167  Walnut  Street,  Cincinnftti,Cibi0, 
who  has  the  exclusive  righi  to  manufacture  and  sell  in  the 
State  of  Ohio. 
Feb.  24th,  1S59- 

APPLEGATE  &  CO., 

Booksellers. Publishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  Si    Cincinnati  O. 
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W.  G.  HYNDMAK'S 


Patent  Portable  Forge  and  BejJgws, 

THESE  FORGES  are  superior  to  all  ntfes>nf  or  build 
ers  of  railroads,  mines,  quarries,  guoxncoltbe,  Iock- 
Biniths,  machine  shops,  boiler  makers,  ^as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  putupin  any 
desired  position,  and  the  smoke  be  conducted  totheflue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
Forces  willaddress  W.G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 


Indianapolis  and  Cincinnati 


SHORT    LINE 


SHOETEST  BOUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEI""-SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


.5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.M. 

11.50  P.  M.— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.M. 

G.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P.  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

'  O"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
r  Tickets,  and  ask  for  Tickers 


purchase  your ' 


Via  Lawrenceburg  &  Indianapolis. 

fcj-FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through^ 

TH^OUG  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  comer,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

n.  C.  LORD,  President. 


CINCINNATI,   WILMINGTON, 

AND  ZANESVILLE 
Tt.  -A-  IIiBO  .A.  D  . 

Two  daily  trains,  at  C  A.  M  .and  6  P.  M.,  from  Little  Mi 
»mi  Depot,  E.ist  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

IUtdrnino  Trains— Arrive  at  Cincinnati  at  8  A.M.  and 
4.411  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miumi  Road. 

VV  Y  BOND,  KeaelYM 


APPLEGATE  &  CO., 

APPLEGATE   &:  CO.,  Book- 
sellers,   Stationers  and   Blank-book 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invito  the  attention    of  Booksellers, 
Country  merch  ants,   Teachers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal,Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blink-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble   arrange  ments    with   the 
leading  publish  ers,  as  well  as 
the  p  ri  n  cipal                 m  a  n  u  f  a  c  t  urers 
and    importers               of  Paper  and  Sta- 
tionery, we  can  offer  Buperior   induce- 
ments to   purchasers.       We  respectfully 
solicit  a  comparison  of   stock  and  prices 
with  any  other  house    in  the  West. 

BOOKSELLERS, 

Our  Stock  of    Stationery 

is  very  complete,     embracing 

in   part   all   the    varieties    o  f  Cap, 

Letter,   Packet,    Commercial,   Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Pens,  Penhold- 
rac  k  s,  Copying 
Books,  Ink  and 
Euros,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
era,  Pencils,  Pen- 
pr  esses,  an  d 
Inkstands  ;  Era- 
wax,  Wafers, 
Banker's   cases, 

head  boxes,  En- 


Telope  and   Card  cases ,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

Stationers, 

To  our  Blank   Books  we 
a        especially    call    attention,    as 
-    they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from  ' 


the  small  memo- 
the  large  Super 
rial  Ledger,  and 
variety  of  styles 
workm  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  o  f  pa- 


randum  book  to 
Royal  and  Impe- 
bound  in  a  great 
an  d  of  superior 
Books  made  t  o 
sired  pattern, 
printed  headings 
give   satisfaction 

per,    accuracy   of 


ruling    and   durability  of  binding  ;  ail  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS 


We  are  prepared  lo 

Print  and  Bind  books 

tion  and  in  any  style 

sired,  at  rates  as  low 

quality  of  work 

tit     cuted  in  this 

where.     Our 

executing  these 


Stereotypy 
of  any  descrip* 
that  may  be  de- 
as   the    samo 

can  be  eas- 
el ty  or  else- 
facilities  for 
branches  of 


the  trade  are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style  and  on      short  notice. 


Merchants   and 
%&   Bills  of  Lading, 

Railroad    and 
Cards,  Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch.    Order*  re- 


others  wishing 
Bill     Heads, 

Dray    receipts,    (& 
any  other  descrip- 
please  bear  in  mind 
with  neatness  and 
spectfully  solicited. 


Publishers 


Onr  own  p  u  bl  ications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  emimera- 
'tion  of  the  more  prominent,  which  are, 
Clarkos'   Com-  monta. 

ries.Dick's  Works,  B  O  U 

lin's  Ancient  History,  Plutarch's 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books,  * 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
coropl      ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

43  MAI  ft  STREET,   CIH". 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T"    Hail 

\PATEirfED,  NOT.  2,  1858. 


Tig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  whii  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails- 
This  plate  may  be  of  such  form  as  tojfill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  uponthe  outside  lip  of  the  chair,  as  shown 
in  Fig- 3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  bey  end  the  heart  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Acd  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  a3  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  confine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  tliem*  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  T>.  in  which  re- 
cesses areprovidert  fn*  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  thato,  * 
her  can  move  without  the  other. 


Another  great  .advantage  is,  the  allowance  which  ismade 
$nr  expansion  anjfl  contraction  between  the  tongues  and 
slot  in  the  rails,  so  t  hat  they  can  not  shove  together,  as  in 
the  sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
bn  considered  past  rmpTovement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing'the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

W.  HARVEY,  Inventoe  a nd  Patentee, 
41  Jefferson  street,  Albany, 
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PROSSER'S  PATENT 

ORIGINAL    LAP-WELIJED 

IRON  AND  STEEL  BOILER  TUBES, 

BAKE  FKOiM  END  TO  END. 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOB,    WATER    SUPPLY,    ACIDS,    ETC. 

S  O  I,  K    I  M  lJ  O  R  T  E  R  S  . 

PKOSXHIt'SPAIENT  SUKl'AUK  CON- 
I>KNSER.*»  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauges,  3-cutter  drills,  counter- 
sink*, tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  w/ialebonebrue/res,  pall  lever  wrenctee, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  foe 
Hollers.  TIIOS.   PROSSER  &  SON, 

87jan.  28  Piatt  Street,  New  York 

K.  G.  LOBDELL.        H.  S.  M'COMBS.        K.  P.  BUSH. 

BDSH&LOBDELL, 

"Wilmington  -  -  - Delaware 

MANUFACTURERS  OF 


For  R.  R.  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

FOR   THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

■WHEELS  FITTED 
To    Hammered,  or    Rolled.   Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


ap2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post- Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices ;  Hates 
of  Poreign  and  Domestic  Letter  Postage;  Pates  of 
Printed.  Matter,  Transient  and  Regular ;  Abstract 
of  the  Laws  and.  Regulations  of  the  Post- Office  De- 
partment, tfic,  <fic. 

COMPILED    BY    E.   PENROSE    JOJMES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
U.S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     j 
This  work  has  been  carefully  compiled  and  corrected  by 
E.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  O.,from  the  Records  in  this  Department,  and 
other  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of   the    Western,    North- Western,  and 
South- Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Insjyector  of  Blanks ,  dc.,for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  about  lflO  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
pSler  is  promptly  advised  of  all  New  Offices,  Changes  ar<t 
Regulations  of  the  Department,  the  informationis  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Conn 
«es,  making  it  especially  valuable  to  business  men.  No 
similar  airaugement  has  been  published  since  185G.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  T7ie  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

ILJ-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  SI  00,  or  Twelve 
Copies  for  $2.00- 

Addresg.  C  S.  W1LL1IAMS 

_  lifl  Walnut  Street, 

ttar.ti  W  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WM.  SITMIVEK.  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio. 
BRANCH  OFFICES: 
Louisville,  Ky„  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  0., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &.  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  redaction  on  former  prices  ; 
and  to  meet  the  demand  for  a  oood,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Wifty-Five   J&ollars* 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.kk  on 
doth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesl  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made . 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

JJj^Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

feb!2.  WM.  SUMNER  &  CO. 

AAA  Kegs  No.  1  Railroad  Spikes,  5\  by  9-16th 
,  £m\J\J    Corby,  Goesi n  &  Co.'s  make,  for 


low  by 


sale  very 
TRABER  &  ATJBERY, 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BRO., 

172  Mm  Street,  bet.  4th  and  bth, 
CINCINNATI,  O. 
3oleManufacturers  of  McGowan.'  s  3au.ble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine, 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners,  and  the  puts 
lie  generally  to  these  Pumps" 
as  the  best  Pump  now  in  ube' 
aud  acknowledged  by  all  wbo 
have  used  thenfto  be  perfeel  — 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  toget  out  of  order;  wel' 
adapted  for  Steamboats,  Rail 
^.road  Water  Stations  Distille 
ries.     Breweries,    Furnaces 
Mines,  Rolling  Mills,  Pape' 
Miils,  Factories,  Wells,  Cia 
terns, Stationary  File  Engines, Garden  Engines  and  (>, 
all  purposes  wherea  Pump  can  be  used.   Also, for  for- 
cing a  largebody  ofwaterto  agreatheightordistance 
rapidly. 

Also, McGowan  sPatentBall  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c.  Hose  Couplins 
Lead,  CoppeT  and  Gas  Pipe  furnished  atthelcwcstma' 
kel  prices. 

Full  and  perfect  atisfactionguaranteed  in  allcases, 
when  properly  put  up  according;  to  directions. 

Orders  thankfully  reccivedandproroptlyfilledatthe 

shortest  notice. 

SlLfl'R    MKDAj      (The  highest    prize)  awarded 

eee  pumps  andSteani  Puuiping^ngine  at  th    late  Fa 

Oo:o  MeohaulCB'  Institute  Junetl8,  1855  —  1 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur* 
chase  Ag.4,m.G. 

"  FREEDOM  IRON  COMPaNYT 

MAXUFACTCTEBS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Pi»ton  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Milflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  Sup't, 

This  Iron  is  all  made  from  best  JuDiata  cold-Mast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashionei 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  U 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


Leave  Albany 
Steamboat  Exp..  TWIi..«. 

Mail 9.MI  a.  m. 

New  York  Exp.. 11.15  a.  M. 

Night  Exp 5.0UP.  M. 

Utica  Accom'n..  6  nu  p.  x. 

N.  Y.Mail 11. 15  p.  M. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 

Mail... 

Cleveland  Exp..  6.00  p.  x. 
Cincinnati  Exp. 11. 00p.  S. 
TJtjcaAccom'n..  — 


Arr.  Buffalo.   Air.  S.  Br. 

7  00  p.  M.      7  00  p.  x. 

12.50  a.  x. 

9.00  p.  x 

4.UO  A.  M. 

Ar.  V.  10.00  p.  a 

10.0!  a.  m.    10.00  a,  x 
Leave  Bridge.    Ar.  Alb'y 
5.15  a.  X, 
8.00  a.  x. 


9.00  p. 
4.00  a. 


3.3U  p.  m. 
.8.00  p.  K. 
2.30  p.  H 
4.-10  a.  H, 
8.30  a.  K : 

10.00  A.       , 


CINCINNATI 

L0C0M0TIYE  WORKS. 


B  ■ 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  best  Easter 
manufacture.  Also,  Shaping  and  SlnttingMachii.es 
suitable  for  railroad  shops.     Also,  all  liinds  of  heavy 
forgingand  casting  done  at  short  notice.  Also,  bolt  sfo 
bridge*  cu    withdispatch. 

MOORE  &  RICBARDSON  . 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Ti^itorsappointed  by  the 
State,  is  under  the  superintendence  oi  Col.  JE.  V, 
IttORGAN  «.  a  distinguished  graduate  ot  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  iu  the  best  Colleges 
but  more  extended  in    Mathematics,  Mechanics,  Ma 
chines,  Construction,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Lauguages,accompaniedby  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering.  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means, and  objectofProfessionalpreparalion,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  S 103 
per  half-yearly  session.payable  in  advance. 

Address  the  Superintendent,  at  *'  Military  Institute 
Franklin  Springs, Ky.  "or  theundcrsig»ed. 

P.  DUDLEY. 
President  olib    Boar 
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E.  D   MANSFIELD, 
T.  WKIGHTSON. 


Editors. 


CIN(!IMNATI: 

Thursday  Morniiis,    May  3t,  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MO RUMTGi 

BY  WRIGHTSON  &  CO. 
OFFICE-No.167   Walnut   Street. 

SUBSCRIPTIONS— $3  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten.  lines  of  Nonpareil. 

One  square,  single  insertion, $1  00 

"        "        per  month, 3  00 

41        "        six  months, 12  00 

*'       "        per  annum, 20  00 

•*    column,  single  insertion,. 5  00 

«        »•        per  month, 10  00 

«        *«        six  months, 40  00 

*•        "        perannum, 80  0(1 

•*    page,  single  insertion, 15  00 

"        *'         permonth, 25  00 

"        •«         six  months, 110  00 

««        «        perannum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW  OP  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 
Subscriptions  and  communications  addressed  to 
WRIGITTSON  &  CO., 

Publishers  and  Proprietors. 

Jj~j?*,  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

COAL. 

Coal  i9  nothing  but  the  heat  from  the  sun  bottled  up. — 
Railway  Times,  April  28. 

Will  the  Times  be  good  enough  to  explain 
the  bottling  process,  and  tell  us  where  and  how 
it  is  going  on  at  present?  and  if  the  Times 
man  can't  be  engaged  as  bottler  in  chief  for  cer- 
tain localities  where  coal  ia  needed,  and  thereby 
Bave  the  cost  of  transportation? 


Washington,  May  29. — The  act  committing 
the  Pacific  Railroad  bill,  together  with  the 
various  amendments,  to  the  Select  Commit- 
tee of  the  House  to-day,  is  regarded  as  equiv- 
alent to  its  postponement  for  the  session. 
The  reasons  for  thus  disposing  of  it  include 
the  contrariety  of  opinions  as  to  the  proper 
location  of  the  road,  and  the  insufficiency  of 
the  condition  to  secure  the  execution  of  the 
work  by  those  on  whom  the  franchise  was  to 
be  conferred. 


— The  earnings  of  the  Illinois  Central  Rail- 
road for  the  third  week  in  May,  1860,  were : 

I860 $61,700  00 

1850 37,464  00 


BELLEFONTAINE  R.  E.  LINE. 

The  fourth  joint  annual  report  of  this  line 
has  just  been  published.  It  embraces  the  bu- 
siness for  the  year  1859  over  both  roads,  the 
B.  &  I,  84  miles,  and  the  I,  P.  &  C,  122 
miles,  in  all  206  miles. 

The  earnings  of  the  Bellefontaine  and  Indi- 
ana are  as  follows : 

Passengers $98,910  36 

Freight 161,167  71 

Mails.etc 26,290  17 


Total $280,368  24 

Expenses 204,859  99 


Net  earnings 81,508  25 

Compared  with  1858  the  gross  earnings  show  a 

decrease  of. 345,858  46 

And  expenses  an  increase  of 19,445  75 


Showing  a  decrease  in  net  earnings  of $65,304  21 

The  decrease  in  revenue  is  attributed  to  the 
"short  crops"  of  last  year — a  very  convenient 
excuse;  but  we  find  no  "short  crops,"  or 
"June  frosts"  to  account  for  the  increase  of 
expenses. 

The  interest  and  taxes  amounted  to $95,097  C6 

Less  net  earnings 81,508  25 


Deficit $13,589  41 

The  Company,  however,  is  still  without 
floating  debt — this  deficit  being  provided  for 
from  other  sources. 

The  total  bonded  debt  of  the  Company 
amounts  to  $1,267,078,  and  the  cost  of  road 
and  equipment  $3,020,173  13;  about  $36,000 
per  mile. 

The  first  mortgage  bonds  remain  the  same 
as  last  year ;  but  the  second  have  been  in- 
creased $29,000  by  the  reconversion  of  pre- 
ferred stock  and  the  delivery  of  bonds  for  divi- 
dends in  1857. 

The  amount  of  Income  Bonds  outstanding 
July  1,  1859,  was  $199,500.  Of  these  $12,500 
have  been  redeemed  by  the  Sinking  Fund — 
leaving  $187,000,  of  which  $82,500  have  been 
extended  to  January  1,  1870,  leaving  overdue 
and  outstanding  $104,500. 

The  payments  of  the  Sinking  Pnnd  for  the 
redemption  of  these  Bonds,  were  continued 
until  December,  1859,  when  it  was  apparent 
that  the  revenues  for  the  year,  would  fail  to 
pay  taxes,  expenses  and  interest.  The  pay- 
ments were  then  suspended — the  managers 
not  feeling  justified  in  embarrassing  the  in- 
terest fund  by  continuing  them.  They  will, 
however,  be  reduced  when  the  interest  fund 
is  restored  by  a  surplus  of  earnings,  which  it 
is  hoped  will  occur  this  summer. 

The  other  branch  of  the  line — The  Indiana- 
polis, PlTTSBUBG  AND  CLEVELAND  RAILROAD, 
stands  as  follows : 

Passengers $97,670  95 

Freight 119,954  99 

Mails 18,762  17 


Total $236,397  11 

Expenses 156,287  49 


Gain $24,236  00 

Gain  for  three  wetks 62,604  90 


Net  earnings $80,109  62 

Compared  with  the  previous  year  the  earnings 

show  an  increase  of. $3,491  66 

Working  expenses,  increase 22,218  35 


Making  a  decrease  in  net  earnings  of $18,726  6D 


The  deficit  for  the  year,  after  payment  of 
interest,  taxes,  etc.,  is  $1,666  61. 

Of  the  increase  in  working  expenses, 
$17,463  01  is  on  account  of  track  and  bridge 
repairs.  The  former  mainly  from  the  substi- 
tution of  new  iron,  ties  and  chairs ;  the  pur- 
chase of  grounds,  opening  new  gravel  pits, 
and  putting  ballast  upon  the  track.  In  this 
latter  is  included  a  new  bridge  at  Yorktown, 
which  was  a  matter  of  imperative  necessity. 
Other  items  of  an  extraordinary  character 
also  contributed  to  swell  the  expense  beyond 
those  of  the  preceding  year.  Deducting  these 
extra  charges,  the  expenses  proper  show  only 
a  slight  increase.  During  the  current  year, 
a  large  number  of  ties  will  be  required ; 
the  renewal  of  iron  must  be  increased ;  and 
several  bridges  will  require  liberal  repairs  or 
renewals. 

The  total  floating  debt  as  per  last  report 
was  $27,113  72;  of  which  $8,162  85  was  paid 
during  the  year — leaving  a  balance  of  floating 
debt,  January  11,  1860,  of  $18,950  87. 

The  total  bonded  debt  of  the  Company  is 
$1,025,700  00,  and  the  cost  of  road  and  equip- 
ment $1,837,367  74,  or  $15,063  per  mile— a 
wonderful  showing,  as  compared  with  the  wes- 
tern end  of  the  line. 

The  first  mortgage  bonds  have  been  reduc- 
ed during  the  year  by  canceling  $5,000  ex- 
changed for  second  mortgages,  and  $500  paid 
on  a  matured  bond.  The  second  mortgage 
bonds,  which  amounted  at  the  commencement 
of  the  year  to  $168,500,  have  been  increased 
by  an  issue  of  $6,000  in  exchange  for  $5,000 
of  first  mortgages,  and  exchange  of  $139,500 
for  the  same  amount  of  income  bonds  at  par. 
The  income  bonds  have  been  reduced  a  cor- 
responding amount.  Of  the  first  mortgage 
bonds,  the  trustee  holds  $45,000  on  account 
of  the  sinking  fund. 

As  the  first  mortgage  bonds  of  the  company 
were  approaching  maturity,  and  its  financial 
condition  precluded  the  hope  of  meeting  them 
promptly,  the  board  of  Directors,  in  October 
last,  referred  the  matter  to  a  special  commit- 
tee with  full  authority  to  negotiate  an  exten- 
sion of  the  time  of  payment.  Accordingly  a 
proposition  was  submitted  to  the  bondholders 
to  extend  the  time  of  payment  from  the  1st  of 
January  last.  This  proposition  has  been  ac- 
cepted by  a  portion  of  the  bondholders ;  and 
no  doubt  is  entertained  that  it  will  eventually 
be  acquiesced  in  by  all  of  them. 


Rates  from  Lake  Ports  to  Eastern  Cities' 
by  New  York  and  Erie  Railroad. — The  New 
York  and  Erie  Railroad  Company  publish  the 
following  schedule  of  the  rates  now  charged 
by  that  road.  Lake  and  rail  from  Lake  ports 
to  the  points  named  : 


r 

Class 

. 

Flour, 

Wheat, 

1st. 

3d. 

3d. 

4th. 

bbl. 

bbl. 

Wool. 

65 

45 

25 

50 

55 

75 

.  05 

70 

60 

35 

70 

75 

85 

Providence.. . 

.  90 

70 

50 

35 

70 

75 

.  90 

70 

50 

35 

70 

75 

70 

50 

35 

'0 

75 

Bridgeport. . . 

.  90 

70 

50 

35 

70 

75 

New  Bedford. 

.  95 

75 

50 

40 

75 

, 

85 

New  Haven  . 

90 

70 

50 

35 

70 

75 

Portland 

.. 

.. 

.. 

75 

. 
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THE   MOSELEY  BEIDGE  AND   THE 
RAILWAY  TIMES. 

The  Editor  of  the  Railway  Times  must  have 
been  eating  some  sour  grapes  just  before  writ- 
ing his  strictures  upon  our  notice  of  an  acque- 
duct  recently  erected  by  the  Moseley  Bridge 
Company,  of  this  city,  near  the  town  of  Akron, 
Ohio.  In  an  article  of  considerable  length,  in 
which  he  pours  out  his  vials  of  wrath  on  these 
devoted  structures.  He  has  summed  up  the 
measure  of  his  indignation  not  only  upon  the 
bridge  in  question,  but  upon  railroad  bridges, 
common  road  bridges,  and  bridges  generally 
built  upon  this  plan,  and  all  who  have  had  a 
hand  in  building  them,  or  even  looking  at  them. 
Those  grapes  must  have  had  a  bad  effect  upon 
the  Times  man  when  he  prepared  that  article. 
He  evidently  set  out  to  write,  and  when  he 
could  not  write  any  longer,  he  then  began  to 
clip;  and  so,  between  writing  and  clipping  he 
succeeded,  as  the  contortions  of  his  physical 
condition  permitted,  in  filling  up  a  column  and 
a  quarter  of  his  paper  with  complaints,  and 
structures  and  quotations — the  gist  of  which  is, 
that  he  does  not  exactly  understand  what  a 
Moseley  Bridge  is,  but  at  any  rate  he  does  not 
believe  it  is  any  better  than  sundry  others  ad- 
vertised in  his  columns.  To  use  his  own  lan- 
guage: 

"  We  don't  believe  that  Mr.  Moseley,  or  any  of 
his  military  friends,  can  build  a  railway  bridge 
of  any  span,  as  cheap  as  the  trusses  now  used, 
either  of  wood  or  iron.  We  know  they  can't 
make  any  thing  over  300  feet  span,  of  equal 
strength,  as  cheap,  nor  any  thing  like  it,  as 
the  wire  suspension.  We  don't  believe  that  a 
common  road  bridge  can  be  made  so  cheap,  or 
so  durable,  or  so  stiff  on  this  plan,  as  on  Boll- 
man's  or  McCallum's.'' 

Verily,  the  Times  man  hath  spoken  his  belief. 
Hereafter  he  should  call  it  the  Bollman  and 
McOallum  creed,  and  reverentially  repeal,  as 
children  do  their  prayers. 

The  Times  man  is  in  the  habit  of  repeating 
creeds  on  various  subjects.  Here  is  one  which 
appeared  in  November  last: 

"  We  doubt  very  much  if  any  '  decided  ben- 
efit' results  from  such  ingenuity  as  this.  This 
rail,  which  possesses  'marked  advantages,'  &c. 
we  believe  to  be  wrong  in  principle,  and  we  are 
quite  sure  it  would  be  far  from  economical." 

This  was  his  rail  creed,  enunciated  in  no 
very  amiable  manner,  and  embellished  with 
Bundry  quotation  marks,  made  in  the  spirit  of 
Sir  Oracle,  who,  when  he  opes  his  lips  lets  no 
dog  bark.     In  Jauuary,  he  says  : 

"  We  are  very  glad  to  be  able  to  correct  any 
wrong  impressions  which  may  have  been  given 
by  our  former  rather  severe  criticism  upon  Mr. 
Bayley's  rail.  Having  seen  no  drawing  of  it,  but 
only  being  told  that  it  was  a  Z  rail,  we  doubted 
the  value  of  such  a  form.  But  the  cuts  of  the 
rail  and  its  joints,  which  appear  above,  remove 
our  erroneous  impressions,  and  substitute 
therefor  an  opinion  that  Mr.  Bayley  has  got  a 
most  excellent  joint,  at  once  finished  and  sup- 
ported." 

When  people  change  their  religious  belief, 
they  generally  undergo  some  ceremony,  such 


as  Baptism,  or  a  similar  ordinance.  It  might 
be  interesting  to  know  what  ceremony  was 
necessary  in  this  change  of  rail  belief  on  the 
part  of  our  very  devout  and  conscientious 
neighbor. 

Mere  knowledge  could  have  been  obtained 
without  a  public  exposure  of  ignorance  and 
spleen.  But  who  shall  tell  the  private  baptism 
that  changes  the  heart  and  belief  at  once,  and 
makes  the  past  knowledge  of  things  of  which 
he  was  sure,  a  delusive  dream.  But  we  fee! 
that  subjects  like  this  are  sacred,  and  should 
not  be  treated  lightly.  The  creed,  the  honest 
belief  of  a  devout  neighbor  is  always  entitled 
to  respect,  and  so,  while  we  shall  endeavor  to 
feel  a  becoming  deference  to  the  "do  believes" 
and  "don't  believes"  of  our  neighbor  of  the 
Times,  we  would  beg  leave  respectfully  to  sug- 
gest to  this  Sir  Oracle  of  the  creed — the  expe- 
diency of  profiting  by  the  experience  of  the  past, 
and  the  danger  of  putting  forward  his  belief 
on  subjects  which  he  does  not  understand. 
When  he  is  tempted  to  put  his  crude  notions 
into  the  shape  of  an  "I  believe,"  let  him  think 
of  Bayley's  rail. 


ATLANTIC    MONTHLY   ON  AMERI- 
CAN RAILWAYS. 

We  give  in  another  place  an  elaborate  arti- 
cle from  the  Atlantic  Monthly  for  June,  on 
the  "Future  of  American  Railways."  If  it 
had  been  entitled  "A  Comparison  between 
American  cC-  English  Hallway  Extravagance," 
it  would  have  given  a  better  idea  of  its  scope 
and  bearing;  for  we  can  find  very  little  in  it 
touching  the  future  of  our  railways,  except 
that  "during  the  next  ten  (years),  their  policy 
will  be  to  diminish  the  working  expenses, 
leaving  the  receipts  to  increase  with  the  na- 
tural growth  of  the  country,  and  avoiding  un- 
healthy competition  for  that  delusive  phantom, 
'through  trade'  which  has  lured  so  many  rail- 
ways to  financial  shipwreck  and  ruin. 

So  far  the  writer's  conclusions  are  sound 
enough;  but  he  should  have  gone  further,  and 
pointed  out  clearly  and  distinctly  how  the 
"working  expenses"  are  to  be  reduced.  It  is 
easy  enough  to  preach ;  but  not  so  easy  to 
practice,  as  thislearned  writer  or  scissorer  more 
properly,  as  his  article  bears  more  evidence  of 
tlie  scissors  and  paste  pot  than  of  practical 
knowledge  of  the  subject — will  find  when  he 
comes  to  put  Lis  precepts  into  working  order 
on  a  line  of  railway  of  three  or  four  hundred 
miles  in  extent.  But  we  fancy,  the  main  ob- 
jects in  the  preparation  of  the  article,  aside 
from  making  something  readable,  was  to  draw 
attention  to  the  necessity  of  economy  in  con- 
struction and  management  iu  little  as  well  as 
great  things;  and  the  great  check  upon  ex- 
travagance of  railway  managers,  by  the  publi- 
cation of  frequent  reports  of  the  details  of  ex- 
penses,but  more  especially  the  great  praise  due 
the  "Boston  Railway  Times"  by  whose  "exer- 
tions" "chiefly"  stockholders  became  "posted'' 


in  the  secrets  of  railway  management,  whereby 
"railway  companies  were  shamed  into  givin<* 
their  reports  in  such  form  as  to  distinguish  the 
expenses  per  mile  run,  for  fuel,  oil,  repairs  of 
road,  machines,  etc ,  etc.,"  and  railway  men 
were  taught  the  vast  importance  of  these  mi- 
nutiae of  statistics,  the  grandeur  of  the  results, 
and  the  important  bearing  they  have  on  the 
very  exister.ee  of  railways  in  the  future! 

Now  we  are  perfectly  willing  to  accord  to 
the  Times  its  full  mead  of  praise  for  the  active 
part  it  has  taken  in  behalf  of  the  railway  inter- 
ests. And  we  are  also  willing  to  go  further 
and  acknowledge  the  right  of  one  Bostonman 
to  play  with  another  Boston  man,  the  pleasant 
game  of  "  tickle  me  and  I  will  tickle  you  " — nay, 
we  are  willing  to  go  still  further,  and  admit  the 
right  of  the  Times  man  to  tickle  his  own  nose 
with  a  goose  quill,  a  steel  pen  in  one  hand 
while  he  "scissors"  articles  for  the  "magi" 
with  the  other.  But  we  must  demur  to  so  high 
an  authority  as  the  Atlantic  being  used  for 
such  arrant  puffery ;  and  we  would  refer  the 
editor  to  the  pages  of  other  Railroad  Journals 
of  the  country  to  see  if  the  credit  of  not  only 
originating,  but  of  carrying  out  practicallv  and 
successfully,  this  system  of  detailed  railway 
reports.  In  the  Railroad  Record  he  will 
find  no  less  than  83  "  Railroad  Daguerreotvpes" 
published  between  Nov.,  185G,  and  May  1837, 
all  prior  to  "the  great  crash  of  1857,"  which 
have  furnished  the  basis  of  the  reports  and  in- 
quiries, which  have  led  to  economy  in  man- 
agement by  the  daily  scrutiny  of  small  things, 
and  the  publication  of  expense  accounts  in  a 
more  intelligible  and  comprehensive  form. 

Among  others,  the  following  inquiries  were 
propounds!  to  and  answered  by  the  managers 
of  some  83  roads  as  above  stated,  and  the 
answers  given  to  the  public: 

Names  of  officers  and  directors,  date  of 
annual  meeting,  whether  telegraph  on  road, 
length  of  road,  termini,  gauge  of  track,  sin- 
gle or  double,  sidings,  length  of  rail  bars, 
weight  per  yard,  American  or  English,  when 
laid,  kind  of  rail,  per  cent,  of  wear,  ties  per 
mile,  kind  of  wood,  length,  size,  how  often 
changed,  ballast  used,  what  kind  of  fue:,  and 
amount  per  annum,   cost,  &c. 

Rrsxixo  Equipments. — Number  of  Locomo- 
tives, passenger  cars,  1st  and  2d  class,  bag- 
gage cars,   express  and  freight  cars. 

Cost  of  Coxstructiox. — Number  of  shares, 
price  of  shares,  capital,  interest  or  dividends, 
amount  of  last  dividend,  bonded  debt,  floating 
debt,  &c. 

Results  of  OrERATiox. — Receipts  for  pas- 
sengers, freight,  mails,  express,  &c,  cost,  <5:c. 

These  questions  were  issued  iu  circular 
form  and  addressed  to  the  Secretary,  and 
were  quite  generally  answered.  They  fur- 
nished a  means  of  information  touching  the 
cost,  equipment,  expense  of  running,  receipts, 
&c,  of  great  value  to  railway  managers,  and 
which  we  have  no  doubt  has   served   as   the 
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basis   for    the   detailed    report,   subsequently 
published  by  the  leading  roads. 

The  closing  feature  of  the  Atlantic's  article 
that  of  making  employees  stockholders,  al- 
though a  remarkable  good  one  in  theory,  is 
unattainable  in  practice.  Ordinary  employees 
in  railroads  have  but  little  funds  to  spare  for 
investment,  being  mostly  men  whose  labor  of 
to-day  buys  the  food  of  to-morrow,  or  pays  the 
debt  of  yesterday;  and  we  do  not  suppose 
that  even  the  wisdom  of  the  Times  man  could 
concort  a  system  whereby  the  income,  small 
as  it  may  be  on  one  half  the  stock  and  bonds 
of  even  our  acknowledged  badly  managed 
roads,  can  be  made  to  revert  to  the  employees 
as  a  bonus  to  induce  them  to  greater  watch- 
fulness, care,  and  economy. 

We  hope  when  our  friends  of  the  Atlantic 
again  step  forward  to  enlighten  the  world  on 
the  subject  of  railway  management,  they  will 
give  us  something  practical — something  wor 
thy  of  the  City  of  Notions — something  in 
in  short,  that  will  help  us  out  of  the  slough 
into  which  we  have  fallen  through  ignorance 
or  rascality,  if  you  will,  and  not  treat  us  to  a 
rehash  of  the  old  story,  bad  management, 
fraud,  Schuylerism,  &c.  &c. 

Our  railway  carriages  are  in  the  mud.  It 
is  unnecessary  to  inquire  how  they  came  there; 
but  how  are  they  to  be  got  on  the  track  again. 
Tell  us  that,  Mr.  "Autocrat,"  and  we  will 
talk  with  you  afterward  about  the  causes  that 
brought  us  into  hoculiy. 


PUBLIC  SCHOOL  SYSTEM  OF  OHIO. 

THIRD     ARTICLE. 

We  have  already  referred,  in  the  foregoing 
brief  survey  of  executive  action  and  encour- 
agement in  regard  to  the  school  system,  to 
several  of  the  most  important  laws  on  that 
subject;  but  neither  the  history  nor  statistics 
of  school  legislation  can  be  understood  with- 
out a  chronological  statement  of  the  origin 
and  substance  of  those  laws  which  make 
epochs  in  the  school  movement.  Nor  can  that 
be  understood  without  referring  to  some  of  the 
social  movements  immediately  connected  with 
them. 

1.  The  Ordinance  of  May,  1785,  for  ascer- 
taining the  mode  of  disposing  of  the  public 
lands,  and  the  subsequent  Ordinance  of  1787, 
for  the  government  of  the  North-western  Terri- 
tory, was  the  real  and  substantial  foundation 
of  our  school  system.  The  acceptance  of  this 
by  the  State  of  Ohio,  on  coming  into  the  Union, 
made  it  impossible  that  either  the  National 
Government,  or  the  State,  could  withhold  from 
the  purpose  of  education  the  one  thirty-sixth 
part  of  the  land  ot  the  State,  dedicated  to  it 
by  the  original  confederation.  If  we  take 
the  present  average  valuation  of  land  for  taxa- 
tion, and  from  that  deduct  one-third,  as  the 
value  added  by  the  improvement  of  adjacent 


land,  we  shall  find  that  the  national  grant  for 
education  in  this  State,  if  preserved  to  this  day, 
is  worth  twelve  millions  of  dollars,  though  not 
an  acre  of  it  were  in  cultivation.  It  is  true 
that  the  interest  of  this  fund  would  be  wholly 
insufficient  to  support  our  present  schools,  but 
it  was  the  foundation  of  them,  and  the  stimulus 
by  which  the  public  mind  was  excited  to  greater 
efforts. 

2.  We  have  noticed  the  laws  attempting  to 
lease  the  school  lands,  and  to  incorporate 
school  societies  and  libraries.  These,  how- 
ever, were  ineffectual,  and  it  became  evident 
that,  as  the  lands  iu  their  wild  state  could 
yield  no  income,  eventually  a  school  tax  must 
be  levied.  In  January,  1821,  the  first  act  for 
this  purpose  was  passed.  The  substance  of 
this  was,  that  by  vote  of  the  people,  in  each 
township,  the  trustees  were  to  lay  it  off  into 
school  districts,  that  the  householders,  in  each 
school  district,  might  assemble  and  elect  a 
school  committee  of  three,  and  that  the  property 
of  all  persons  residing  in  the  district  washable 
to  lax,  levied  by  the  school  committee,  for  the 
purpose  of  building  school  houses  and  supply- 
ing the  defficiency  of  money,  for  the  support 
of  teachers,  not  paid  by  parents  and  guardi- 
ans. 

This  law  constituted  an  epoch  in  one  parti- 
cular, that  of  establishing  the  principle  of 
taxation  for  the  support  of  schools.  The  law 
itself  was  not  imperative,  either  as  to  school 
or  tax,  and  this  taken  in  connection  with  the 
fact  that  there  was  then  little  money  in  the 
country,  and  that  the  benefits  of  public  schools 
were  little  understood,  caused  the  law  to  be 
inoperative  in  most  sections  of  the  State,  and 
the  want  of  schools  was  still  felt  and  acknow- 
ledged by  public  men. 

3.  The  committee  appointed  by  Governor 
Trimble,  in  1822,  of  which  Caleb  Atwater, 
Ephraim  Cutler,  and  Nathan  Guilford  were 
the  most  active,  continued  their  efforts  in 
private  as  well  as  public,  which  exertions,  with 
the  strong  recommendations  of  Governor  Mor- 
row and  the  fortunate  need  of  the  school  friends 
in  aid  of  the  canal  interests,  resulted  in  the 
school  law  of  February,  1825.  The  main  and 
important  feature  of  this  act.  was,  that  the 
County  Commissioners  were  directed  to  levy 
half  a  mill  on  the  dollar  "to  be  appropriated 
for  the  use  of  common  schools,  in  their  respec- 
tive counties."  The  difference  between  this 
act  and  that  of  1821  was,  that  the  act  of  1821 
made  the  levy  of  the  tax  voluntary,  on  the 
part  of  the  school  district,  and  the  act  of  1825 
made  the  levy  of  a  tax  imperative  throughout 
the  State.  The  assessment  was,  in  1825,  half 
a  mill;  in  1820,  three-fourths ;  in  1836,  one 
and  a  half  mills. 

The  value  of  this  act  consisted  mainly  in 
the  fact  that,  after  thirty  years  of  effort  on  the 
part  of  the  most  intelligent  and  patriotic  men 
of  the  State,  the  principle  was  finally  establish- 
ed, that  a  lax  should  be  levied  on  the  whole 


p  ■opefiy  of  the  Slate,  fur  the  support  of  B&m- 
mbn  schools.  Commendable  as  this  act  was, 
it  was  very  inefficient  in  practice.  How 
inefficient  it  was,  may  be  seen  by  the  following 
reference  to  the  property  and  assessments  of 
the  State: 

Property.  School  Tax. 

I"  iS?S S  5<),'27  336  $20,7(j3  }i  Mill  Tax 

In  184 1 11:0,801. 8o7  S0,4a>  —  Mill  Tax 

On  the  supposition  this  law  was  unchauged, 
it  would  have  raised  but  $50,000  in  1841, 
when  the  State  had  1,530,000  inhabitants,  or 
not  over  ten  cents  to  each  child  or  youth  enti. 
tied  to  the  benefit  of  the  schools.  In  Cincin- 
nati, and  a  few  towns  were  the  friends  of  pub 
lie  education  exerted  themselves,  the  common 
schools  were  established,  but  accomplished 
little  more  than  an  example  of  such  institutions, 
till  more  efficient  laws  were  enacted.  The 
benefit  derived  from  the  principle  established 
in  the  law  of  1825  was,  however,  invaluable, 
and  accomplished,  as  a  germinating  seed,  the 
most  fruitful  results. 

4.  The  next  most  important  act  of  the  legis- 
lature (that  of  March,  1838,)  was  due  mainly  to 
a  popular  impulse,  arising  from  the  discussions 
of  the  college  of  teachers.  An  institution 
called  the  "Academic  Institute"  held  regu- 
lar meetings*  in  Cincinnati  for  the  discussion 
of  educational  questions.  The  leaders  in  this 
movement  were  Albert  Pickett  and  Alexander 
Kinmont,  both  teachers.  In  consequence  of 
the  interest  taken  in  this  subject  they  called  a 
general  convention  of  the  friends  of  education 
in  the  Mississippi  Valley,  in  June,  1831.  From 
this  arose  the  ''Western  College  «f  Teachers," 
which  continued  for  fourteen  years,  till  1S45, 
carrying  on  the  most  fresh  and  animated  dis- 
cussions on  all  the  controverted  and  interesting 
points  of  education,  till  it  finally  accomplished, 
in  the  excitement  of  popular  feeling  and  the 
liberal  acts  of  legislation,  all  the  ends  for  which 
it  was  instituted.  Amoug  the  first  objects  of 
i  n teres t  was  the  inefficiency  of  the  school  system 
and  ignorance  of  teachers.  These  points  were 
debated  until  the  principles  necessary  to 
action  and  improvement  were  determined. 
Looking  to  an  efficient  school  law,  the  college 
of  teachers  passed  a  resolution  that,  it  would 
greatly  advance  the  interests  of  education  iu 
the  West,  for  teachers  and  friends  of  education 
to  hold  periodical  conventions  at  the  seats  of 
Government,  in  the  different  Slates,  during 
the  session  of  the  General  Assembly.  In  pur- 
suance of  this  resolution  a  convention  of 
teachers  and  friends  of  education  was  held  at 
Columbus,  assembling  on  the  13th  of  January, 
1836.  Of  this  convention,  Governor  Lucaswas 
President,  Dr.  Hoge,  Vice  President,  and  Milo 
G.  Williams,  Secretary.  Prior  to  this  time,  in 
the  then  administration  of  Governor  Vance, 
Professor  Calvin  E.  Stowe  had  been  appointed 
an  agent  of  the  State  to  visit  Prussia  and  ob- 
tain information  on  the  Prussian   system  of 

*  Mr.  Cojgeshall'a  "  Statistical  Review." 
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instruction.  He  had  now  just  returned,  and 
was  a  member  of  the  convention.  The  Prus- 
sian schools  were  discussed,  lectures  delivered 
and  debates  held.  The  subject  of  common 
schools  was  referred  to  a  committee,  and  on 
the  15th  of  January  the  committee  reported,  by 
E.  D.  Mansfield,  pointing  out  the  defects  of  the 
school  law  and  recommending  amendments, 
chiefly  in  relation  to  the  appointment  of  a  Su- 
perintendent of  common  schools.  The  requisi- 
tion of  higher  qualifications,  on  the  part  of 
teachers,  the  greater  responsibility  and  addi- 
tional duties  of  the  examiners,  and  the  estab- 
lishment of  school  libraries  and  the  collection 
of  school  statistics  by  means  of  reports.  This 
report  was  adopted  in  the  form  of  a  memorial 
to  the  legislature,  and  all  its  recommendations 
have  since  been  embodied  in  the  school  laws, 
although  the  office  of  Superintendent  and  the 
establishment  of  school  libraries,  have  met  with 
a  vigorous  opposition. 

The  convention  of  the  friends  of  education 
met  again  in  the  winter  of  1836— 3Y,  and  re- 
commended the  substance  of  the  acts  of  March, 
1838,  which  was  adopted  by  the  Legislature, 
and  made  one  of  the  most  important  school 
epochs  of  the  State.  Governor  Lucas,  who 
was  President  of  the  Educational  Convention 
of  1836,  was  also  Governor  in  previous  years, 
and  on  retiring  had  recommended  the  irrevo. 
cable  appropriation  of  the  interest  on  the  sur- 
plus fund  and  other  trust  monies,  to  the  sup- 
port of  schools.  This  was  strongly  seconded 
by  the  Educational  Convention,  and  the  result 
was  the  act  of  March  7th,  1838.  The  main 
part  of  this  law  was  the  establishment  of  a  per- 
manent school  fund,  which,  although  it  has 
since  been  partiallly  repealed,  re-enacted, 
modified  and  greatly  enlarged  in  proportion  to 
the  wants  of  the  State,  yet,  like  the  act  of 
1825,  settled  a  principle,  and  was  the  immediate 
cause  of  advancing  the  common  schools  into 
a  state  of  activity  and  usefulness.  By  the  act 
of  1838,  the  common  school  fund  was  to  con- 
sist of  "  the  interest  on  the  surplus  revenue,  at 
five  per  cent,  the  interest  on  the  proceeds  of 
salt  lands,  the  revenue  from  banks,  insurance 
and  bridge  companies,  and  other  funds,  to  be 
annually  provided  by  the  State  to  the  amount 
of  two  hundred  thousand  dollars."  Consider- 
ing that  the  population  of  the  State  was  then 
only  half  of  what  it  is  now,  and  that  the  bene- 
fit and  necessity  of  general  education  was  not 
then  impressed  so  strongly  on  the  popular  mind, 
and  that  the  property  of  the  State  had  not 
more  than  a  tenth  of  its  present  value,  the 
legislation  of  1838  must  be  regarded  as  ex- 
tremely liberal. 

The  law  of  1838  embraced  other  important 
features  of  which  one  was  the  provision  for  the 
erection  of  school  houses.  The  law  had  made 
provision  for  these  since  1821,  but  requiring  so 
large  a  proportion  of  householders,  and  so  com 
plicated,  as  to  produce  little  practical  good. 
The  act  of  1838  enabled  a  majority  of  the 
voters  present,  being  householders,   to  deter- 


mine, by  vote,  on  the  erection  and  purchase  of 
a  lot,  and  how  much  money  should  be  raised, 
and  also  authorized  the  directors,  to  sell  or  ex- 
change the  houses,  and  re-invest  the  funds. 
Since  that  time,  the  building  of  school  houses 
has  become  more  frequent,  and  the  time  is  not 
distant  when  every  school  district  in  the  State 
will  have  a  house  devoted  to  education,  at  once 
neat  and  commodious. 

5.  We  pass  over  various  laws  amending  those 
in  force,  increasing  or  diminishing  the  amount 
of  tax  to  be  levied,  making  alterations  in  the 
details  of  the  school  regulations,  and  creating 
and  abolishing  the  office  of  .Superintendent, 
till  we  come  to  the  action  under  the  Constitu- 
tion of  1850.  That  instrument  provided  that, 
1.  All  trust  funds,  whether  from  the  sale  of 
lands  or  otherwise,  entrusted  to  the  State  for 
educational  purposes,  shall  be  forever  preserved 
inviolate  and  undiminished;  and  the  income 
arising  therefrom  shall  be  faithfully  applied  to 
the  specific  objects  of  the  original  grants  or 
appropriations.  2.  The  general  Assembly 
shall  make  such  provision,  by  taxation  or  other- 
wise, in  addition  to  the  income  of  the  trust 
funds,  or  with  them,  as  "will  secure  a  thorough 
and  efficient  system  of  common  schools  through- 
out the  State ;  but  no  religious  or  other  sect 
shall  ever  have  any  exclusive  right  to,  or  con- 
trol of,  any  part  of  the  school  funds  of  this 
State." 


RAILROAD  MISCELLANY. 

— The  traffic  returns  for  the  third  week  in 
May  have  continned  to  show  a  large  increase 
over  the  corresponding  period  of  last  year. 
In  Western  roads,  especially,  this  improve- 
ment has  been  very  marked.  Illinois  Central 
and  Michigan  Central  have  had  large  receipts 
— which  has  carried  those  stocks  steadily  up 
in  the  market.  Rock  Island  is  also  very 
strong.  Galena  is  steadily  improving — its  re- 
ceipts for  the  third  week  are  more  than  antici- 
pated. The  Tribune  of  Tuesday  says  Central 
was  active,  at  about  82}.  The  rumors  from 
Albany  are  that  the  May  receipts  will  exceed 
the  estimates  of  the  early  part  of  the  month, 
which  were  $110,000  to  $120,000  increase. 
Hudson  River  was  not  active,  but  well  sus- 
tained at  49}@49}.  The  extension  of  the 
Second  Mortgage  Bonds,  due  this  year,  is  pro- 
ceeding very  satisfactorily.  Nearly  one  mil- 
lion of  the  two  millions  has  been  already  ex- 
tended, and  the  managers  desire  holders, 
when  calling  for  the  semi-annual  interest  next 
month,  to  bring  their  bonds  with  them,  and 
make  the  extension  proposed  by  the  Com- 
pany. A  sale  of  reduced  Parmer's  Loan  was 
made  at  118. 

— The  twelfth  monthly  report  of  the  Cincin- 
ti,  Wilmington  and  Zanesville  Railroad  shows 
gross  earnings  in  April  of  $15,130,  and  ex- 
penditures of  $12,653. 

— The  earnings  of  the  Chicago,  Burlington  . 


and  Quincy  Railroad  line  for  the  third  week  in 
May  were,  in 

1859.  I860. 

Freight $21,684  96     fig  393  04    Ine.  .$3(1,710  08 

Passengers 12,70165         12,053  08     Dec  97  97 


Total $34,436  61         05,048  72    Inc..  $30,612  11 

Add  increase  for  first  two  weeks  in  May 5U.971  77 

Add  sales  of  tickets  at  reduced  rates  for  Chicago 
Convention 0,274  51) 


Total $87,858  38 

— The  gross  earnings  of  the  Panama  Rail- 
road for  the  month  of  April  were : 

From  Passengers $70,762  75 

From  Freight — merchandise 43.958  66 

From  Freight — treasure 9.899  04 

From  Mail  transportation. 8,333  04 


Total 132.9.58  04 

April,    1858 187,000  00 


Decrease $55,041  96 

— It  is  stated  that  the  business  of  the  Bal- 
timore and  Ohio  thus  far  indicates  an  aggre- 
gate of  some  $450,000  for  the  month,  which 
will  be  a  large  increase  over  the  receipts 
for  the  corresponding  period  last  year.  The 
road  is  doing  an  immense  freight  and  passen- 
ger traffic. 

— In  the  year  just  closed  are  included  $6,000 
of  the  running  expenditures  of  the  year  pre- 
vious, while  the  floating  debt  of  this  year  has 
been  entirely  paid  up  to  April  30,  1860;  thus 
showing  a  gain  in  the  net  earnings  of  the 
road  of  $45,000  during  the  year  over  that  of 
the  year  previous. 

— The  receipts  of  the  Grand  Trunk  Rail- 
road for  the  week  ending — 

May  12,  were $55,609  47 

Corresponding  week  last  year 42,486  49 


Increase 13,122  93 

The  total  traffic  from  July  1,  ].a59,  to  May  12, 

186(1,  was $2,523,556  13 

Same  period  last  year ].99(\052  94 

Increase $533,503  19 

— It  is  asserted  that  the  Erie  and  Ontario 
Railroad  has  been  leased  to  the  New  York 
City  and  Buffalo  Railroad  Company.  It  is  in- 
tended to  complete  the  line  to  Fort  Erie. 

— The  Gazette  says:  "The  Indianapolis 
and  Cincinnati  Railroad  Company  has  never 
expended  one  dollar  in  building  a  branch 
road,  and  only  $10,000  in  constructing  a  side 
track  to  St  Paul's  stone  quarries.  The  freight 
on  the  stone  for  the  first  year  will  exceed  the 
whole  cost  of  the  track.  Since  the  construc- 
tion of  this  track,  from  twelve  to  twenty  cars 
a  day  of  stone  have  passed  over  this  road. 

"The  Company  has  no  lease  of  any  branch, 
and  operates  no  other  road.  It  has  expended 
a  large  amount  in  perfecting  its  own  line  in 
every  department,  as  its  present  condition  and 
business  prove.  There  were  quite  a  number 
of  bridges  that  had  to  be  renewed  last  year, 
which  could  not  have  stood  with  safety  to  the 
traveling  public  through  this  year,  and  these 
were  all  very  properly  replaced  last  year. 
The  policy  of  the  Campany  is  to  put  its  road 
in  first  rate  condition,  and  it  will  do  it  at  ail 
hazards;  and  we  may  add  further  that  no 
road  west  of  the  mountains  is  operated  as 
cheaply  as  the  Indianapolis  and  Cincinnati." 
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—The  representatives  of  the  Cincinnati  ' 
roads,  acting  with  those  of  the  New  Yolk 
Centralj  have  agreed  on  the  following  rates 
from  either  of  the  Lake  Brie  ports — Toledo, 
Sandusky,  or  Cleveland — to  New  York  and 
Boston : 

Flour  to  New  York,  per  bbl 50  cents. 

Wool  to  New  York,  per  cwt 75  cents. 

Fourth  class  goods  to  New  York,  per  cwt.  25  cents. 

Flour  per  bbl.  to  Boston 70  cents 

Wool,  per  cwt 85  cents. 

Fourth  class  goods, per  cwt 35  cents. 

— We  have  received  the  following  notice: 
"  Office  of  the  Illinois  Central  Railroad 
Company,  New  York,  May  25,  I860.— The  Il- 
linois Central  Railroad  Company  is  prepared 
to  redeem  $500,000  of  its  Freeland  Bonds  ma- 
turing 1st  September  next,  and  will  pay  the 
same  at  par,  with  accrued  interest,  on  presen- 
tation, 

"A.  B.  Burnside,  Treasurer." 

— The  earnings  of  the  Michigan  Central 
Railroad  for  the  third  week  of  May,  1860, 
were: 

I860 $37,723  31 

1859 26,828  30 


Increase 10,895  01 

— The  earnings  of  the  Chicago  and  Gal- 
ena Road  the  third  week  in  May  were  as  fol- 
lows : 

I860 834.055  00 

1859.. 28.418  00 

Increase! $5,03?  00 

This  return  is  unexpectedly  favorable,  as  a 
decrease  was  apprehended. 

— The  third  week  of  May  on  the  Rock  Is- 
land will  show  $7,000  or  $8,000  increase,  not- 
withstanding the  interruption  to  travel  by  the 
loss  of  the  Rock  Island  Bridge. 

The  earnings  of  the  Cleveland  and  Toledo 
Railroad  for  the  third  week  in  May,  1860, 
were: 


I860. 
1859. 


.  814,731 
.     12,627 


Increase $2,104 

— From    the   annual  report  of  the  Boston 

Concord  and  Montreal  Railroad,  just  issued, 

we  learn  that  the  total  earnings  for  the  year 

ending — 

April  30,  were $253,626  53 

Total  expenditures 134,206  27 

Net  income $119,420  26 

Last  year  the  earnings  were 8227,720  06 

Expenditures 141,381  61 


income $86,338  45 


Grand  Rapids  and  Indiana  Railroad. — 
From  Mr.  Wildes,  Chief  Engineer,  we  learn 
that  twenty  miles  of  the  Grand  Rapids  and  In- 
diana Railroad,  from  Cedar  Springs  to  Muske- 
gon, have  been  located  and  surveyed.  Mem- 
bers of  the  engineer's  parly  speak  in  glowing 
terms  of  the  country  through  which  they  have 
passed,  it  being  a  very  fertile  soil  and  heavily 
timbered,  and  so  level  that  the  grading  will  be 
very  light.  Indeed,  it  is  expected  that  $60,000 
will  be  sufficient  to  grade,  bridge,  and  lay  the 
ties  the  whole  distance.  The  Board  of  Direc- 
tors hold  a  meeting  in  Kalamazoo  on  Tuesday 
next,  and,  as  they  have  received  some  bids  for 
grading,  the  job  will  probably  be  let  at  that 
time,  and  the  work  pushed  as  rapidly  as  prac- 
ticable.—  Grand  Rapids  Enq.,  May  18. 


THE  FUTURE  OF  AMERICAN  R.  R. 

The  condition  of  our  railroads,  and  their 
financial  prospects,  should  interest  all  of  us. 
It  has  become  a  common  remark,  that  rail- 
ways have  benefited  every  body  but  their  pro- 
jectors. There  is  a  strong  doubt  in  the  minds 
of  many  intelligent  persons,  whether  any  rail- 
roads have  actually  paid  a  return  on  the  capi- 
tal invested  in  them.  It  is  believed  that  one 
of  two  results  inevitably  takes  place:  in  the 
one  case,  there  is  not  business  enough  to  earn 
a  dividend ;  in  the  other,  although  the  appa- 
rent net  earnings  are  large  enough  to  pay 
from  six  to  eight  per  cent,  on  the  cost,  yet  in 
a  few  years  it  is  discovered  that  the  machine 
has  been  wearing  itself  out  so  fast  that  the 
cost  of  renewal  has  absorbed  more  than  the 
earnings,  and  the  deficiency  has  been  made 
up  by  creating  new  capital  or  running  in  debt, 
to  supply  the  place  of  what  has  been  worn  nut 
and  destroyed.  The  Illinois  Central  has  been 
pointed  out  as  an  example  of  the  first  kind; 
the  New  York  Central  of  the  second;  while 
the  New  York  and  Erie  is  a  melancholy  in- 
stance of  a  railroad  which,  never  having 
enough  legitimate  business  of  its  own,  has 
worn  itself  out  in  carrying  at  unremunerative 
rates  whatever  it  could  steal  from  its  neigh- 
bors. The  general  opinion  of  the  community, 
after  the  crash  of  1857,  was,  that  all  our  rail- 
roads approximated  more  or  less  closely  to 
these  unhappy  conditions,  and  it  was  merely 
a  question  of  time  as  to  their  final  bankruptcy 
and  ruin.  Even  now,  when  they  have  recov- 
ered themselves  considerably,  and  are  paying 
dividends  again,  capitalists  are  very  shy  of 
them. 

It  is  our  belief,  contrary  to  the  current  opi- 
nion, that  during  the  next  decade  such  a 
change  will  have  taken  place  in  the  condition 
of  our  railways,  that  we  shall  see  them  aver- 
aging eight  to  ten  per  cent,  dividends  on  their 
legitimate  cost.  We  propose  in  the  present 
article  to  give  the  reasons  which  have  led  us 
to  this  conclusion. 

The  causes  to  which  may  be  traced  the  lan- 
guishing condition  of  our  railways  may  be 
state  as  follows: — Financial  mismanagement; 
imperfect  construction  ;  and  want  of  individu- 
al responsibility  in  their  operation. 

The  financial  mismanagement  of  our  rail- 
roads has  arisen  from  precisely  the  opposite 
cause  to  that  which  has  made  British  railroads 
cost  from  two  to  three  times  as  much  as  they 
should  have  dona.  Their  excess  of  cost  was 
owing  to  their  having  too  much  money;  ours 
to  our  having  too  little.  They  were  robbed 
right  and  left  for  Parliamentary  expenses, 
land  damages,  etc.  The  Great  Northern,  from 
London  to  York,  three  hundred  and  fourteen 
miles,  expended  five  millions  of  dollars  in 
getting  its  charter.  Mr.  R.  Stephenson  says 
that  the  cost  of  land  and  compensation  on 
British  railways  have  averaged  forty-three 
thousand  dollars  per  mile,  or  as  much  as  the 
total  cost  of  the  railroads  of  Massachusetts. 

American  railroad  companies  have  never 
been  troubled  with  too  much  money.  They 
have  usually  commenced  with  a  great  desire 
for  economy,  selecting  a  "cheap"  engineer, 
and  getting  a  low  estimate  of  the  probable 
cost.  A  portion  of  the  amount  is  subscribed 
for  in  stock,  and  the  next  thing  is  to  run  in 
debt.  "First  mortgage  bonds"  are  issued  and 
sold.  The  proceeds  are  expended,  and  the 
road  is  not  half  done.  Another  issue  is  sold 
at  a  great  discount,  and  yet  another,  if  possi- 
ble. As  the  road  approaches  completion,  the 
desperate  Directors  raise  money  by  the  most 
desperate  expedients,  such  as  would  bankrupt 
'  any  merchant  in  the  country  in  his  private 


business.  Some  times  the  road  has  vitality 
enough  to  work  itself  out  of  its  troubles;  but 
in  other  cases,  unfortunately  too  numerous,  it 
passes  into  the  hands  of  the  bond-holders, 
and  all  it  can  earn  goes  to  remunerate  trus- 
tees, and  pay  legal  expenses,  commissions, 
etc. 

The  financial  mistakes  of  our  railways  have 
been,  endeavoring  to  do  too  much  with  too 
little  money,  and  crippling  themselves  with  a 
load  of  debt  that  no  project  could  stand  un- 
der. This  has  led,  as  a  matter  of  course,  to 
the  second  evil,  —  Imperfect  construction. 
The  projectors  of  a  new  railway  have  thus 
reasoned  with  themselves  :  "  The  average  cost 
of  our  railroads  has  been  between  forty  and 
fifty  thousand  dollars  per  mile,  and  this  one, 
no  doubt,  will  reach  those  figures  before  we 
get  through.  But  it  will  never  do  to  talk  so, 
or  we  could  not  get  the  money  to  build  it. 
Mr.  Transit,  our  engineer,  says  it  can  be  open- 
ed for  twenty  thousand  dollars  per  mile,  and 
we  will  earn  money  enough  to  finish  it  by- 
and-by."  So  they  go  on,  and,  to  get  the  road 
open  for  the  small  sum  attainable,  everything 
has  to  be  "scrimped  "  and  pared  down  to  the 
lowest  scale.  The  cuttings  are  taken  out  just 
wide  enough  for  the  cars  to  pass  through,  and 
the  ends  of  the  ties  overhang  the  edges  of  the 
embankments.  Temporary  trestle  work  of 
wood  is  substituted  for  stone  bridges  and  ctil 
verts.  Some  reckless  fellow  tosses  down  the 
iron  as  fast  as  a  horse  can  trot,  and  the  road 
is  opened. 

Another  way  in  which  imperfect  construc- 
tion is  inevitable  is  where  companies  admit 
their  inability  to  be  their  own  financiers  by 
giving  some  influential  contractor  his  price, 
and  allowing  him  to  "do  his  own  engineer- 
ing," in  consideration  of  his  taking  such  secu- 
rities as  they  have  to  offer,  and  which  he  un- 
dertakes to  float  by  means  of  his  superior  con- 
nections. Having  the  thing  his  own  way, 
and  being  naturally  anxious  to  build  his  road 
for  as  little  money  as  possible,  he  pares  down 
every  thing  even  below  the  standard  of  em- 
barrassed railway  boards.  If  the  road  will 
only  hold  together  until  he  has  sold  his  bonds, 
it  is  all  he  asks.  If  the  business  is  good,  the 
road  will  perhaps  be  finished,  or  what  is 
thought  to  be  finished  some  day  or  other. 
If  business  is  dull,  nothing  is  done,  and  the 
bridges  and  trestle  works  remain  such  mur- 
der traps  as  that  on  the  Albany  Northern  road 
which  broke  down  last  year. 

But  it  is  not  with  such  miserable  apologies 
for  railways  that  we  have  to  deal.  It  is  on 
our  really  valuable  roads,  like  the  main  lines 
in  Massachusetts  and  New  York,  that  we  shall 
show  that  the  evils  of  imperfect  construction 
are  felt,  and  will  be  felt,  until  a  thorough  re- 
construction has  taken  place.  It  was  ob- 
served some  time  ago  that  the  returns  of  the 
Massachusetts  railways  for  1856  showed  that 
there  were  1,325  miles  open,  costing  on  an 
average  $46,480  per  mile,  or  $61,611,721  in 
all.  The  receipts  per  mile  of  road  wero 
$7,217,  the  expenses  $4,260,  leaving  a  net 
earning  of  $2,957,  or  40  per  cent,  of  the  whole. 
This  was  equal  to  6.42  per  cent,  on  the  whole 
cost  of  the  railways. 

For  the  same  year  the  returns  of  all  the 
railways  in  Great  Britain  showed  that  there 
were  8,502  miles  open,  costing  $172,040  per 
mile,  or  $1,506,836,363  in  all;  and  that  the 
receipts  per  mile  of  road  were  $13,296,  the 
expenses  $6,249,  leaving  a  net  earning  of 
$7,047,  or  53  per  cent,  of  the  whole.  This 
was  equal  to  a  dividend  of  3.97  per  cent,  on 
the  whole  cost.  These  figures  showed,  that, 
however   extravagantly  the  British   railways 
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hal  been  built,  they   certainly  were   worked 
more  economically  than  our  own. 

At  first  view  it  might  be  thought  that  the 
economy  was  due  to  their  greater  business ; 
but  further  inquiry  showed,  that,  from  the 
better  shape  of  American  cars,  and  from  the 
wants  of  the  public  requiring  fewer  trains,  the 
actual  receipts  per  mile  run  of  Massachusetts 
trains  were  $1  83  against  $1  44  of  British 
trains.  The  expenses  per  mile  run  of  Massa- 
chnset.ts  trains  were  SI  08,  while  those  of 
British  trains  were  only  63§  cts.  Could  Mas- 
sachusetts railways  be  worked  as  cheaply,  the 
result  would  be  that  they  could  declare  nine 
per  cent,  dividends  on  their  cost,  instead  of 
six. 

Here  offered  a  rich  reward  for  investiga- 
tion. Accordingly  two  gentlemen  well  known 
to  the  railway  world,  Messrs.  Zerah  Colburn 
and  Alex.  L.  Holley,  made  a  trip  to  England 
for  the  purpose  of  discovering  how  it  was  that 
John  Bull  could  work  his  railways  so  much 
cheaper  than  Brother  Jonathan.  The  results  of 
their  investigations  are  embodied  in  a  hand 
some  quarto  volume,  illustrated  with  numerous 
drawings,  which  has  been  subscribed  for  by 
most  of  the  railways  and  prominent  railroad 
men  throughout  the  country.  It  is  not  too 
much  to  say,  that  the  effect  of  it,  in  directing 
the  attention  of  American  railroad  managers 
to  the  weak  points  of  their  system,  has  result- 
ed already  in  saving  to  .the  stockholders  of 
our  railroads  of  millions  of  dollars.* 

More  than  half  the  cost  of  operating  a  rail- 
road consists  of  the  repairs  of  track  and  ma- 
chinery and  the  cost  of  fuel  and  oil.  These 
expenses  are  exactly  proportional  to  the 
mileage  of  trains.  It  was  soon  seen  that  the 
greater  economy  of  British  railways  was  al- 
most entirely  confined  to  these  items. 

The  cost  of  "  maintenance  of  way"  upon 
English  railways  was  1(H  cents  per  mile  run, 
against  25  cents  on  those  of  Massachusetts. 
The  cost  of  repairs  of  cars  and  engines  was 
nearly  the  same  on  both.  The  cost  of  fuel 
per  mile  run  was  6£  cents,  against  15  cents. 
While  English  trains  are  from  20  to  30  per 
cent,  lighter  than  ours,  they  average  25  per 
cent,  faster,  so  that  practically  these  condi- 
tions must  nearly  balance  each  other.  In 
alignement  the  English  roads  ate  superior  to 
ours,  and  as  to  gradients  they  have  some  ad- 
vantage; although  grades  of  40  to  52.8  feet 
per  mile  are  quite  common.  In  climate  they 
have  less  severe  difficulties  to  contend  with; 
although  their  moist  weather,  the  nature  of 
their  soil,  and  their  heavy  earthworks  involve 
much  extra  expense.  In  prices,  the  advan- 
tage is  at  least  20  per  cent,  in  their  favor. 

These  considerations  might  account  for  an 
economy  of  30  per  cent,  as  compared  with  our 
exp?nses  for  maintenance  of  way,  but  they 
cannot  account  for  the  great  actual  economy 
of  60  per  cent,  which  we  have  seen.  We 
must  seek  farther  to  find  the  explanation  of 
this,  and  we  soon  discover  it  by  comparing 
the  condition  of  the  road  beds  and  tracks  on 
the  railways  of  the  two  countries. 

The  English  railways  are  thoroug/Vly  built, 
are  not  opened  to  the  public  until  finished, 
and  no  expenes  is  spared  to  keep  them  in  or- 
der. American  railways  arc  too  often  put  in 
operation  when  half  finished  The  conse- 
quence is,  they  never  are  finished,  and  are 
continually  wearing  out, — not  lasting,  on  an 
average,  more  than  half  as  long  as  they 
should,  if  once  thoroughly  constructed.  Wood- 
en brides  are  allowed  to  rot  down  for  want  of 
protection.  Rails  are  left  to  be  battered  to 
pieces  for  want  of  drainage  and  ballast,  One 
road  spends  thirty-four  thousand  dollars  a 
year  for  "  watching  cuts,"  and  fifty-five  thou- 


sand more  for  removing  slides  that  should 
never  have  taken  place.  Everything  is  done 
for  the  moment,  and  nothing  thoroughly. 
Who  can  wonder  that  this  system  tells  upon 
the  cost  of  maintenance  of  way. 

The  amourt  of  fuel  burned  is  the  exact 
measure  of  the  resistance  to  be  overcome, 
and  a  rough  track  must  necessarily  require  a 
larger  amount  of  fuel.  The  English  roads 
now  generally  burns  bituminous  coal;  most 
American  roads  burn  wood;  but  these  being 
reduced  to  the  same  equivalent  quantity,  it 
will  be  found  that  the  American  roads  burn 
nearly  twice  as  much  as  the  English. 

That  the  cost  of  the  repairs  of  American 
cars  and  engines  is  not  more  is  attributable 
solely  to  their  superior  design.  An  English 
engine  and  ears  would  be  battered  to  pieces  in 
a  few  months  on  our  rough  roads,  on  account 
of  their  rigidity  and  concentration  of  weight; 
while  those  of  America,  by  yielding  to  shocks 
both  vertically  and  horizontally,  escape  in- 
jury. American  cars  and  engines  are  as 
much  superior  in  design  to  the  English  as 
their  roads  excel  ours  in  solidity  and  finish. 

But  it  will  be  asked,  Shall  we  imitate  the 
notorious  extravagance  of  British  railways 
built  at  a  cost  of  one  hundred  and  seventy- 
three  thousand  dollars  per  mile  ? 

The  answer  is  plain.  The  only  thing  about 
them  to  be  imitated  is  their  thorough  and  per- 
manent construction.  That  this  need  not  in- 
volve extravagance  is  evident  from  the  fact 
that  the  actual  cost  of  construction  has  been 
only  eighty-eight  thoushnd  dollars  per  mile  of 
double  track  railway,  including  all  the  costly 
viaducts,  tunnels,  and  bridges,  which  in  many 
cases  a  more  judicious  location  or  a  bolder 
use  of  gradients  would  have  avoided.  The 
remainder  of  their  cost  is  made  up  of  Hw  and 
Parliamentary  expenses,  engineering,  and 
management,  land  and  damages,  interest  on 
stock,  bonuses,  dividends  paid  from  capital, 
etc.,  etc.,  amounting  to  eighty-five  thoueand 
dollars  per  mile.  The  folly  of  all  this  has 
been  seen,  and  neither  the  financial  nor  the 
engineering  errors  of  that  day  are  now  re- 
peated. To  show  that  a  better  system  pre- 
vails, it  is  only  necessary  to  stale  that  be- 
tween 1848  and  1858,  390  miles  of  first  class 
single  track  railway  have  been  opened  at  an 
average  cost  of  $46,692  per  mile,  and  iu  all 
that  relates  to  economical  maintenance  are 
not  inferior  to  any  in  the  kingdom. 

Such  railways  as  these,  costiug  no  more 
than  our  owu,  we  would  hold  up  for  imitation. 
How,  then,  do  they  differ  from  ours?  or 
rather,  what  must  be  done  to  put  ours  in- 
to the  same  condition  of  economical  effi- 
ciency ? 

In  the  first  place,  stone  culverts  and  earth 
embankments  should  replace  wooden  struc- 
tures, wherever  possible.  As  fast  as  wooden 
bridges  decay,  they  should  he  replaced  with 
iron;  and  if  the  piers  and  abutments  require 
it,  as  is  too  often  the  case,  they  should  be  re- 
built in  a  substantial  manner. 

The  tubular  iron  bridge  we  do  not  recom- 
mend, on  account  of  its  excessive  cost.  For 
short  spans  of  sixty  feet  and  under,  two  rivet- 
ed boiler  plate  girders  under  the  track  make  a 
cheap  and  permanent  bridge,  and  can  be  ma- 
nufactured in  any  part  of  the  country.  For 
large  spans  there  are  several  excellent  forms 

•  The  statistics  of  the  English  railways  given  in  this  arti- 
cle are  taken  from  the  volume  here  referred  to. 

Because  some  cunning  English  contractors  in  South 
America  took  advantage  of  the  statements  in  this  hook  to 
depreciate  the  American  railway  system  and  American  civil 
engineers,  for  their  own  private  advantage  in  obtaining 
work,  some  Americans  have  been  so  foolish  as  to  decry  the 
book  altogether,  as  traitorous  to  the  interests  of  the  coun- 
try. Such  mingled  bigotry  and  conceit,  shrinking  fromjust 
criticism,  would  fetter  all  progress;  but  fortunately  it  is 
rare. 


of  iron  trusses,  Bollman's,  Fink's,  or,  still  bet- 
ter, the  wrought  iron  lattice. 

Cuttings  should  be  widened,  if  not  already 
wide  enough,  so  as  to  admit  of  good  ditches 
along  the  track.  The  slopes  should  be  dress- 
ed off  and  turfed.  This  costs  little,  and  pre- 
vents the  earth  from  washing  down  and  chok- 
ing up  the  ditches,  and  much  of  that  terrible 
nuisance,  dust. 

The  secret  of  all  good  road  making,  whether 
railways  or  common  roads,  lies  in  thorough 
drainage.  Until  our  railwavs  are  well  drained, 
it  is  of  little  use  to  try  to  improve  the  condi- 
tion of  the  track.  "In  an  economical  view." 
says  Mr.  Colburn,  "  the  damage  occasioned  by 
water  is  far  greater  than  the  utrr76st  cost  of  its 
removal.  The  track  is  disturbed,  the  iron 
bruised,  the  fastenings  strained,  the  chairs 
broken,  the  ties  rotted,  the  resistance  and 
thereby  the  consumption  of  fuel  increas- 
ed, and  the  whole  wear  and  tear  greatly  en- 
hanced." 

Next  to  drainage  in  importance  is  plenty  of 
good  ballast.  The  New  England  roads  are 
well  ballasted,  as  a  general  thing;  but  in  the 
West,  where  gravel  is  scarce,  they  do  not 
trouble  themselves  to  find  a  substitute.  Even 
the  great  New  York  and  Erie  road,  after  ten 
years'  use,  is  only  half  ballasted,  which  ac- 
counts fcr  its  being  more  than  half  worn 
out 

Much  has  been  said  and  written  on  the 
necessity  of  a  good  joint  for  the  rails,  and 
many  are  the  inventions  for  securing  this 
object, — "compound  rails,"  "fished  joints," 
"bracket  chairs,"  "sleeve  joints,"  etc.,  etc. 
But  without  better  road  beds  no  form  of  super- 
structure will  last,  and  with  road  beds  as  good 
as  they  ought  to  be  almost  any  simple  and 
easily  adjusted  arrangements  will  answer  well 
enough. 

But  a  more  important  matter  than  all  these, 
so  far  as  the  economy  of  maintenance  is  con- 
cerned, is  the  quality  and  shape  of  the  iron 
rails,  forming  one-eight  of  the  whole  cost  of 
our  railways.  Where  companies,  instead  of 
buying  rails,  are  selling  bonds,  they  have  no 
right  to  complain,  if  the  iron  turn  out  as 
worthless  as  the  debentures.  But  where  they 
pay  cash,  they  can  insist  on  good  iron,  and 
will  get  it,  if  they  will  pay  the  price,  which 
will  rule  from  eighteen  to  twenty  dollars  per 
ton  over  that  of  the  poorest  article.  Nor 
should  the  shape  and  weight  of  the  rail  be  over- 
looked Experience,  that  stern  shoolmaster, 
has  taught  us,  that,  while  heavy  rails  of  sev- 
euty  pounds  to  the  yard,  and  over,  of  ordinary 
iron,  go  to  pieces  in  three  or  four  years, 
sixty  pound  rails  of  well  worked  and  good 
iron  will  last  more  than  double  that  time. 
The  extraordinary  durability  of  the  fortv-five 
pound  rails  made  for  the  Reading  Railroad 
Company  by  the  Ebbw  Tale  Company  in  1S37 
is  well  known  to  railway  men. 

A  short  calculation  will  show  the  superior- 
ity, in  point  of  economy,  of  light  and  good 
rails  to  heavy  rails  of  an  inferior  quality.  A 
seventy  pound  rail  requires  a  110  tons  to  the 
mile,  costing,  at  $60  per  ton,  §6,600.  At  the 
end  of  four  vears  this  has  to  be  re-rolled  at  a 
cost  of  §30  per  ton,  or  $3,300  more.  This  is 
equal  in  eight  years  to  an  annual  depreciation 
of  SI, 237  per  mile.  A  sixty  pound  rail  re- 
quires 94  tons  to  a  mile,  costing  for  the  best 
iron  that  can  be  rolled  §80  per  ton,  or  §7,520 
per  mile.  This  would  last  eight  years,  and 
the  annual  depreciation  would  be  §940  per 
mile,  or  §297  less  than  the  other.  The  30,000 
miles  of  American  railways  are  thus  taxed 
annually  nearly  nine  millions  of  dollars  for 
preferring  quantity  to  quality. 

In  England,  it  is  the  custom  to  retain  the 
best  engineering  talent  upon  railways,  after 
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as  well  as  during  construction.  In  this  coun- 
try, as  soon  as  the  engineer  has  made  out  his 
"  h'nal  estimate,"  he  is  dismissed  with  as  little 
ceremony  as  a  day  laborer.  We  employ  the 
best  mechanical  engineers  that  we  can  find  to 
look  after  the  repairs  of  our  engines  and  cars; 
while  the  road,  which  is  more  important,  and 
upon  the  good  condition  of  which  we  have 
seen  that  the  success  or  failure  of  a  railroad 
as  a  commercial  enterprise  may  depend,  is 
handed  over  to  some  ignorant  fellow  whose 
only  qualifications  are  industry  and  obedi- 
ence. 

There  are  no  unmixed  evils  in  this  world. 
The  impecuniosity  of  American  railroads,  be- 
sides causing  the  bad  results  which  we  have 
described,  has  had  a  good  effect  upon  the 
training  of  American  engineers.  Being  oblig- 
ed to  do  a  great  deal  with  a  little  money,  they 
have  steered  clear  of  those  enormous  extra- 
vagances which  have  characterized  the  works 
of  such  engineers  as  the  late  Mr.  Brunei, 
colossal  less  in  proportion  than  cost.  It  has 
been  well  observed,  that  there  was  more  talent 
shown  on  a  certain  division  of  the  New  York 
and  Erie  Railroad,  in  avoiding  the  necessity 
for  viaducts,  than  could  possibly  have  been 
exhibited  in  constructing  them.  This  remark 
is  a  key  to  the  difference  between  the  old 
English  and  the  American  system  of  civil  en- 
gineering. The  one  is  for  show,  the  other 
for  use.  We  say  the  old  English  system,  be- 
cause a  better  practice  has  now  arisen.  Cost 
is  looked  to  as  well  as  splendor;  and  there  is 
no  engineer  now  iu  England  whose  reputation 
would  sustain  him  in  constructing  such  mo- 
numents of  extravagance  as  the  Great  West- 
ern Railway  or  the  Britannia  Bridge.  Ame- 
rican civil  engineers  have  not  been  fairly 
treated.  The  wretched  construction  of  many 
of  our  railroads,  and  the  uneconomical  con- 
dition of  all,  have  been  cast  against  them  by 
their  English  brethren  as  a  reproach.  But 
the  faults  of  construction,  we  have  shown,  are 
attributable  to  another  cause.  No  engineer 
of  standing  would  lend  himself  to  many  of 
the  schemes  that  have  been  pushed  through 
in  the  West.  But  in  order  to  build  a  "cheap" 
road,  it  is  only  necessary  to  get  a  "  cheap" 
engineer,  and  that  is  a  commodity  easily 
picked  up.  If  their  ignorance  and  blunders 
tarnish  the  fair  fame  of  the  profession,  it  can 
not  be  helped.  But  if  American  engineers  of 
standing  had  been  allowed  to  finish  the  rail- 
roads begun  by  them,  and  to  take  care  of 
them  and  see  that  they  were  not  abused  after 
they  were  finished,  our  railroad  securities 
would  be  quoted  at  higher  rates  than  they  now 
are. 

Although  there  are  many  civil  engineers  of 
standing  and  experience  who  have  been 
thrown  out  of  employment  by  the  general 
stoppage  of  public  works,  and  who  are  better 
qualified  to  take  care  of  that  costly  and  deli- 
cate machine,  a  railroad,  than  men.  whose 
knowledge  is  entirely  empirical,  yet  few  rail- 
roads employ  a  resident  engineer.  Those  that 
follow  this  practice  are  generally  supposed  to 
do  so  because  he  is  a  relative  of  some  Direc- 
tor, and  wants  a  place,  and  not  because  such 
an  otlicer  is  really  required. 

"Construction  accounts,"  says  Mr.  Colburn, 
"can  never  be  closed,  until  our  roads  are 
built.  To  attempt  it  only  involves  a  destruc- 
tion account  of  fearful  magnitude.  Under 
our  present  system,  we  are  perpetually  re- 
building our  roads,  not  realizing  the  life  of 
our  works,  and  thereby  running  capital  to 
waste." 

"With  good  earthwork,  thoroughly  drained, 
well  ballasted  tracks,  rails  of  good  iron,  cor- 
rect form,  not  exceeding  GO  pounds  per  yard, 


and  properly  supported  at  the  joints,  the  ties 
properly  preserved,  and  the  whole  maintained 
by  a  judicious  system  of  repairs,  the  average 
working  expenses  might  unquestionably  be 
reduced  by  as  much  as  18  cents  per  mile 
run" 

The  mileage  of  the  Massachusetts  railways 
for  1859  was  5,949,761  miles  run,  and  the  ex- 
penses of  operating  $0.93,  being  a  saving  of 
15  cents  over  those  of  1856,  amounting  to 
$892,464.  If,  by  a  judicious  exp?nditure  of 
$5,000  per  mile,  a  still  further  saving  of  18 
cents  per  mile  run  could  be  made,  it  would 
amount,  on  the  present  mileage,  to  $1, 070, 956 
per  annum,  which,  the  receipts  being  equal, 
would  return  eight  per  cent,  on  the  increased 
capital  of  sixty-eight  and  a  half  millions  of 
dollars. 

We  have  thus  shown  the  combined  effects 
of  financial  mismanagement  and  imperfect 
construction  upon  our  railway  property.  But 
there  is  a  third  evil  to  be  cured  before  it  can 
become  productive. 

Under  the  present  system  of  railway  manage- 
ment, everybody  is  busy  getting  rich  at  the 
expense  of  the  stockholders.  Railway  men  are 
as  honest  as  the  average  of  mankind,  but 
there  is  no  reason  whey  they  should  be  more 
so;  and  if  their  temptations  are  greater,  a 
certain  per  centage  of  them  will  inevitably 
yield  to  those  temtations, — just  as  statistical 
tables  show  that  the  average  number  of  ar- 
rests for  drunkenness  and  disorderly  conduct 
is  greater  on  Sundays  and  holidays  than  on 
working  days. 

A  few  years  ago  it  was  impossible  to  com- 
pare the  results  of  the  working  of  one  railway 
with  those  of  another.  The  returns  were  so 
ingeniously  made  out,  that  only  one  thing  was 
certain, — the  amount  of  dividend  that  it  pleas- 
ed the  Board  of  Directors  to  declare.  If  this 
was  three  or  four  per  cent,  for  the  half  year, 
the  stockholders  were  delighted,  and  passed  a 
vote  of  thanks  to  those  worthy  gentlemen  for 
devoting  so  much  valuable  time  to  their  inter- 
ests gratuitously.  What  if  a  dividend  was  not 
earned  ?  it  was  easy  enough  to  raise  money 
in  Wall  Street  on  the  Company's  paper,  until 
some  excuse  could  be  found  for  a  new  issue  of 
bonds  or  stock.  But  those  benefactors  of  the 
human  race,  Tuckerman  and  Schuyler,  put  a 
stop  to  all  this.  After  their  proceeding  be- 
came public,  and  still  more  certainly  after 
the  crash  of  1857,  if  railways  did  not  earn  a 
dividend,  they  bad  to  say  so.  This  led  to  in- 
vestigations, and  stockholders  became  "post- 
ed," as  the  phrase  is.  Chiefly  by  the  exertions 
of  one  newspaper,  the  Boston  'Railway  Times, 
railway  companies  were  shamed  into  giving 
their  reports  in  such  form  as  to  distinguish 
the  expenses  per.  mile  run,  for  fuel,  oil,  re- 
pairs of  road,  machines,  etc.,  etc.  This  gave 
a  common  standard  of  comparison;  and,  as 
we  have  seen,  it  was  made  use  of  to  discover 
in  what  particular  departments  English  rail- 
ways were  worked  more  economically  than 
our  own.  This  has  led,  as  we  have  also  seen, 
to  a  great  reduction  in  the  cost  of  operating; 
and  the  revival  of  railways,  as  an  investment, 
dates  from  that  time,  1857-8. 

But  there  is  something  more  wanted  yet. 
As  we  have  said,  railway  men  are  not  out  of 
the  reach  of  temptation.  Let  the  various  offi- 
cers of  a  railway  manage  it  so  as  not  to  ex- 
ceed the  average  expense  of  other  roads  of 
their  State,  and  their  reputation  stands  high. 
Let  them  reduce  their  expenses  below  the 
average,  and  their  power  is  despotic.  If  they 
are  men  of  ability,  they  can  do  all  this, — 
operate  their  road  for  less  than  many  others, 
run  their  trains  regularly  and  without  acci- 


dent, even  treat  the  public  with  civility,  and 
make  themselves  rich,  in  a  few  years,  by  per 
eentages  and  commissions  on  the  cost  of  sup- 
plies, and  by  other  modes,  which,  perhaps, 
had  better  not  be  referred  to  here.  If  any  one 
doubt  this,  let  him  take  pains  to  inquire  how 
large  a  proportion  of  railway  men  get  rich  in 
a  few  years  on  salaries  of  from  one  to  two 
thousand  dollars  per  annum.  Nor  can  this 
be  prevented;  for  every  new  check  is  only  a 
transfer  of  power  from  intelligent  to  ignorant 
hands ;  and  ignorance,  however  honest,  is  a 
more  expensive  manager  and  easier  victim 
than  knavery.  .  There  is  but  one  remedy. 
Make  it  for  men's  interest  to  reduce  the  ex- 
penses of  operating  to  a  minimum.  Make  it 
for  their  interest  to  do  so,  by  allowing  them 
to  share  in  the  profits,  and  then  the  question 
is  solved,  and  you  have  a  thousand  vigilant 
guardians  of  your  property  day  and  night. 
Let  all  supplies  be  furnished  by  public  compe- 
tition under  sealed  tender,  as  is  done  in  the 
army  and  navy,  and  on  the  large  railways  of 
Great  Britain. 

There  are,  no  doubt,  practical  difficulties  in 
the  way  of  carrying  out  these  changes,  as  thero 
are  in  introducing  all  new  systems.  You 
have  to  meet  the  doubts  and  suspicions  of 
those  who  are  unacquainted  with  them,  the 
opposition  of  interested  parties,  and  the  gen- 
eral feeling  which  influences  all  men  to  let 
well  enough  alone.  Biit  that  there  are  no  i'ri- 
siperalilc  obstacles  in  the  way  is  evident  from 
the  fact  that  this  system  has  already  been 
partially  applied  on  a  railroad  doing  a  very 
large  business,  the  Philadelphia,  Wiluiirigtoii 
and  Baltimore,  under  the  able  superintend- 
ence of  S.  M.  Felton,  Esq.,  who,  in  his  last 
Report,  says,  "It  still  works  well,  and  is  pro: 
ductive  of  much  saving  to  the  Company.*"  It 
promotes  regularity  in  running  the  trains, 
and  in  all  branches  of  our  business.  It.  dimin- 
ishes accidents,  by  bringing  home  the  respon; 
sibilily  directly  upon  individuals  instead  of 
the  corporation. 

There  is  a  great  deal  of  significance  in  the 
last  remark.  Every  one  knows,  that,  when  an 
accident  happens  on  a  railroad,  "  no  one  is  to 
blame," — which  means,  that  every  body  should 
have  so  much  blame  as  can  be  expressed  by  a 
fraction  whose  numerator  is  unity  and  whose 
denominator  represents  the  whole  number  of 
employees.  Such  an  infinitesimal  does  of 
censure,  contrary  to  the  homoeopathic  doc- 
trine, always  produces  infinitesimal  results. 

To  what  is  the  extraordinary  success  of 
the  Hudson's  Bay  Company  owing, — that 
wonderful  organization  which  rules  the  wilds 
of  British  North  America  with  a  disclipine 
which  has  no  parallel  in  the  history  of  man- 
kind, except  that  of  the  order  of  Jesuits? 
Simply  to  the  fact,  that  every  man  whose  du- 
ties require  intelligent  action  is  a  partner  of 
the  Company,  shaies  in  its  gains,  and  loses 
with  its  losses.  And  so  it  should  be  with  our 
railway  employees.  Instead  of  excusing  waste 
of  time  and  property  by  the  stereotyped 
phrase,  "The  Company  is  rich  and  can  stand 
it,"  they  would  strive  to  exercise  a  rigid 
economy,  knowing  that  at  the  end  of  the  week 
their  pockets  would  be  so  much  the  heavier. 

To  show  how  the  thing  should  be  done 
would  involve  matters  of  detail  which  would 
be  out  of  place  here.  What  we  desire  to  show 
is  the  principle.  Instead  of  paying  all  men 
alike,  good,  bad,  and  indifferent,  let  the 
amount  of  a  man's  wages  depend  on  his  skill 
and  intelligence  ;  the  more  he  shows,  the  bet- 

*The  enst  of  operating  this  railroad  for  1850,  as  per  last 
Report,  was  only  37.4  per  rent,  of  the  receipts,  while 
that  of  the  railways  of  Massachusetts  for  the  same  year  was 
56.9  per  cent.  The  result  is  a  dividend  of  8i  per  cent,  on 
capital,  after  paying  the  interest  on  bunded  debt. 


176 


THE    RAILROAD    RECORD. 


ter  let  him  be  paid.  In  almost  every  depart- 
ment of  manufacturing  and  commercial  busi- 
ness this  is  doue.  Why  not  in  railway  man- 
agement ? 

We  subjoin  a  tabular  statement  of  the  rail- 
ways of  the  world,  made  up  to  1857,  except 
those  of  the  United  States,  which  are  for 
1858-9. 
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Name  of  country.             g             ;  -a  «  £  2  o 
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Great  Britain J1T3,0<0  $13,296  47  4.0CJ 

Australia 159,525  5810  72  1.02 

India 51.400  3,045  42  4.H9 

France 128,340  13,530  44  6.58 

Belgium t>l,955  10,700  56  5.48 

Austria 92,325  13,430  54  6.75 

Prussia 72,430  9,915  45  7.44 

Other  German  States..  00,160  7,085  63  5.52 

United  States 41,375  6,170  6*  5.51 

From  this  it  will  be  seen  how  much  econo- 
my of  working  has  to  do  with  paying  a  divi- 
dend,— as  in  the  case  of  the  Indian  railways, 
where,  although  the  receipts  are  very  small, 
the  prime  cost  and  expenses  of  working  are 
also  very  small,  and  they  divide  4.09  per  cent., 
while  the  Australian  railways,  whose  cost  and 
expense  of  working  are  large,  can  pay  only 
1.02  percent.  It  is  proper  to  say,  however, 
that  this  was  during  the  "gold  fever."  Rail- 
ways are  now  built  in  Australia  at  $50,000 
per  mile. 

The  railroads  of  the  United  States  occupy 
a  very  favorable  position,  both  as  to  cost  and 
amount,  of  receipts  per  mile.  During  the  last 
ten  years,  the  principal  eiforts  of  their  mana- 
gers have  been  directed  toward  increasing 
the  receipts.  During  tbe  next  ten,  their  policy 
will  be  to  diminish  the  working  expenses, 
leaving  the  receipts  to  increase  with  the 
natural  growth  of  the  country,  and  avoiding 
unhealthy  competition  for  that  delusive  phan- 
tom, "  through  trade,"  which  has  lured  so 
many  railways  to  shipwreck  and  ruin.  If  this 
policy  be  steadily  followed,  we  shall  see  rail- 
road stocks  once  more  a  favorite  invest- 
ment. 


THE  BLUE  RIDGE  RAILROAD  AND 
THE  HIWASSEE  CONNECTION 

We  give  in  to-day's  paper  an  interesting  let- 
ter from  Dr.  Young,  of  Union  County,  Georgia, 
upon  the  subject  of  the  Blue  Ridge  Railroad 
We  had  the  pleasure  of  forming  the  acquaint- 
ance of  the  Doctor  last  winter,  in  Columbia. 
He  is  an  ardent  friend  of  railroads,  and  what. 
he  says  in  relation  to  the  Hiwassee  route  may 
be  relied  upon,  being  acquainted  with  the  coun- 
try and  the  people  along  the  whole  route. 

Our  people  are  beginning  to  see  the  impor- 
tance of  this  route.  Nearly  all  with  whom  we 
have  conversed  admit  the  propriety  of  building 
the  road  as  far  as  the  State  line,  or  to  Clayton. 
If  this  be  done — and  we  have  every  reason  to 
believe  that  the  next  Legislature  will  grant 
sufficient  aid  to  accomplish  this  end — the  peo 
pie  of  Georgia  will  build  the  road  from  that 
point.  This  route,  as  we  have  heretofore  in- 
formed our  readers,  will  penetrate  the  copper 
regions  of  Tennessee,  and  will,  as  soon  as  com- 
pleted to  Ducktown,  become  one  of  the  most 
profitable  roads  in  the  South.  Being  fully  one 
hundred  miles  nearer  to  Charleston  by  the 
Blue  Ridge  than  it  is  to  Savannah,  over  the 
Georgia  roads,  the  immense  productions  of 
that  section  will  find  their  way  into  South  Ca- 
rolina. This  route  will  also  lessen  the  distance 
to  be  traveled  to  reach  the  Western  States  from 
South  Carolina  and  the  States  North  of  us  by 
at  least  two  hundred  miles.     It  would  thus  be- 


come at  once  the  great  thoroughfare  for  travel 
and  the  carriage  of  the  mail  from  the  Eastern 
and  Northern  States  to  the  West.  These  ad- 
vantages are  not  to  be  overlooked  or  disre- 
garded, and  we  do  not  believe  that  the  Legis- 
lature will  longer  refuse  to  aid  the  building  of 
an  enterprise  which  must  prove  of  incalculable 
benefit  and  importance  to  us  and  the  country 
at  large  : — Greenville  Enterprise. 

Bi.airsville,  Ga.,  April  25,  1860. 
Dear  Sir: — I  am  pleased  to  see  by  an  ex- 
tract from  your  paper,  in  the  Walhalla  Banner, 
that  you  have  taken  strong  ground  in  favor  of 
the  Blue  Ridge  Railroad  and  the  Hiwassee 
connection. 

We  have  been  looking  with  great  interest  to 
the  action  of  the  Tennessee  Legislature  in  ex- 
tending aid  by  the  State  to  the  road  from  Cleve- 
land to  Ducktown,  (a  distance  of  forty  miles). 
A  bill  giving  ten  thousand  dollars  per  mile 
passed  the  Senate,  but  was  defeated  by  five 
votes  in  the  House.  I  have  not  a  doubt  but 
that  it  will  ultimately  pass.  The  State  of  Ten- 
nessee will  not  sit  quietly  still,  and,  for  want 
of  an  effort,  see  her  mineral  interest  in  the 
Ducktown  region  fostered  and  protected  by 
ether  States;  her  State  pride  forbids  such  a 
course.  Yet  there  may — and  indeed  there 
seems  to  be  a  prospect  of  such  an  occurrence, 
for  great  efforts  are  being  made  to  raise  funds 
to  build  the  Ellijay  Road,  I  he  charter  of  which 
calls  for  some  point  on  the  Georgia  State  Road, 
between  Marietta, in  Cob  County,  and  Calhoun, 
in  Gordon  county,  to  extend  by  Ellijay,  in  Gil- 
mer county,  and  on  the  Tennessee  line,  at  or 
near  the  Ducktown  copper  mines.  That  has 
already  been  surveyed,  and  proved  entirely 
practicable;  yet  they  lack  the  funds — and 
should  the  next  Georgia  Legislature  pass  a 
general  State  aid  bill,  and  South  Carolina  fail 
to  extend  the  Blue  Ridge  to  Clayton,  Ga.,  I 
have  no  doubt  but  that  the  road  will  be  buiit, 
but  a  certain  prospect  of  the  extension  of  the 
Blue  Ridge  Road  to  Clayton,  will  for  ever  de- 
ter capitalists  from  taking  hold  of  the  Ellijay 
Road.  But.  let  the  Blue  Ridge  be  abandoned, 
and  Tennessee  fail  to  secure  to  herself  and 
citizens  the  rich  boon  of  her  mineral  wealth  at 
Ducktown,  then  Ducktown  capitalists,  in  self- 
defense,  will  be  compelled  to  take  the  Ellijay 
Road  rather  than  none.  For  one  thing  is  cer- 
tain, the  mineral  interests  at  Ducktown  are 
compelled  to  have  railroad  facilities,  or  cease 
operations.  They  must  have  coal  for  smelting, 
inferior  ores  and  cheap  transportation  of  their 
products  to  market,  and  the  many  millions  of 
dollars  vested  at  Ducktown,  will  certainly 
force  a  railroad  to  some  point,  and  that, 
too,  at.  no  distant  period.  There  is  one  other 
road  that  comes  in  for  a  share  of  attention  by 
the  Ducktown  capitalists — I  mean  the  North 
Carolina  Central.  You  are  aware  that  that 
road  is  being  extended  rapidly  Westward,  and 
all  the  West  portion  of  the  Old  North  State 
demands  its  extension  to  their  Western  limits, 
which  brings  them  within  a  few  miles  (say 
from  two  to  six)  of  Ducktown.  A  corps  of 
engineers  are  now  engaged  on  a  criticalsurvey 
of  the  contemplated  extension  Westward,  au- 
thorized by  their  last  Legislature,  and  find  the 
route  entirely  favorable.  I  am  not  sufficiently 
posted  as  to  distances  on  the  North  Carolina 
extension,  to  make  a  comparison  between  that 
road  and  the  Blue  Ridge.  But  it  does  seem 
me,  that  it  is  vastly  to  the  interest,  of  South 
Carolina  to  push  forward  her  Western  exten- 
sion in  advance  of  all  these  roads.  That 
Ducktown  will  force  her  way  to  Cleveland,  cer 
tain,  by  State  aid  or  her  own  exertions — to- 
gether with  citizens  on  the  line — or  with  the 
North  Carolina  extension,  I  have  no  doubt. 
In    that    event,    South   Carolina,    extending 


to  Clayton,  will  leave  a  gap  of  less  thati 
seventy  miles  between  Ducktown  and  Clayton 
to  be  filled  toformoneof  thegreatestthorough- 
fares  in  tbe  Southern  States ;  a  road  that  would 
pay  from  the  start,  no  time  being  required  to 
concentrate  trade  and  travel.  I  see  nothing 
to  prevent  its  paying  in  a  few  years,  equal  to 
the  Georgia  State  Road. 

You  have  my  best  wishes,  and  may  success 
crown  your  efforts.  I  will  be  pleased  to  hear 
from  you  at  any  time.  I  look  back  with  pleasure 
to  the  many  pleasant  acquaintance  formed  last 
winter  at  your  beautiful  Capital — yourself 
among  the  number.     Yours,  truly, 

ANDREW  YOUNG. 


(From  the  Slemphis  Avalanche,  May  14.) 

THE  MEMPHIS  &  OHIO  RAILROAD 
COMPLETED. 

OPENING    OF    THE    ROAD    TO   PARIS. 

We  briefly  alluded  in  our  last  issue  to  the 
celebration  of  the  completion  of  one  of  our 
greatest  railroad  enterprises  —  the  Memphis 
and  Ohio  Railroad  and  its  opening,  on  Friday 
last,  to  Paris,  the  County  seat  of  Henry  Coun- 
ty, one  hundred  and  thirty  odd  miles  from 
Memphis. 

The  excursion  was  one  of  the  pleasantest  we 
ever  participated  in,  notwithstanding  the  length 
of  the  ride.  The  train  left  the  depot  of  the 
Memphis  and  Ohio  Road  at  six  o'clock  A.  M., 
with  but  few  on  board,  and  those  mostly  officers 
of  the  road  and  ladies;  but  at  almost  every 
station  recruits  were  found,  so  that  before 
leaving  Paris  the  cars  were  full  of  excursion- 
ists, and  the  excursionists  full  and  bubbling 
over  with  fun,  hilarity  and  enjoyment.  Among 
the  officers  on  board  at  the  time  of  leaving 
Memphis  were  Messrs.  Wiley  B.  Miller,  A. 
Woodruff,  Geo.  T.  Taylor,  and  Col.  Titus,  of  the 
Board  of  Directors,  Superintendent  Nelson,  and 
Chief  Engineer  Pickett,  to  all  of  whom,  and  (o 
those  Directors  who  subsequently  joined  the 
party,  we,  in  the  name  of  all  on  board,  return 
our  thanks  for  their  indefatigable  and  success- 
ful efforts  to  render  the  trip  so  very  agreeable. 
At  Union,  eleven  miles  from  Memphis,  the 
company  made  a  valuable  acquisition,  in  the 
person  of  Mr.  G.  M.  Bartlett,  a  director,  accom- 
panied by  some  charming  ladies ;  and  at  Stan- 
ton, forty-five  miles  from  Memphis,  in  the  per- 
son of  Mr.  Nathan  Adams,  also  a  director, 
who  marshalled  a  fine  body  of  recruits,  the 
ladies  carrying  magnificent  boquels  of  flowers 
for  banners. — the  fittest  insignia  for  an  army 
celebrating  the  extension  of  one  of  the  grand- 
est triumphs  of  peace  in  May.  At  Humboldt, 
Judge  Milton  Brown,  President  of  the  Mobile 
and  Ohio  Railroad,  and  his  estimable  lady, 
joined  the  party,  and  other  parties  at  various 
other  points  by  the  way. 

This  road,  for  a  distance  of  eighty-two  miles 
from  Memphis  to  Humboldt,  runs  through,  per- 
haps, the  best  cotton  lands  of  Tennessee,  mostly 
bottom  lands,  generally  slightly  rolling,  easily 
cultivated  and  very  productive;  and  from  Hum- 
boldt and  Paris,  about  fifty  miles  through  and 
into  the  center  of  the  West  Tennessee  tobacco 
country.  The  advantages  of  opening  np  such 
a  country  to  the  trade  of  Memphis,  are  too  ob- 
vious to  require  even  a  mention. 

The  road  runs  through  but  few  villages  of 
any  importance,  the  purpose  of  its  construction 
having  been  to  advantage  the  whole  country 
through  which  it  passes,  and  its  connections, 
rather  than  any  particular  locality.  Thus  the 
line  is  one  of  the  straigbtest  in  the  country. 
In  one  place  it  runs  a  tangent  for  seventeen 
miles,  at  which  distance  the  head  light  of  on 
engine  can  be  seen.  So  far  as  one  can  judge 
from  riding  over  it,  the  road  appears  to  be  es- 
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pecially  well  and  permanently  constructed;  the 
depots  are  uniform  in  style,  and  have  an  unu- 
sually neat  appearance;  the  bridging  appears 
well  done,  and  the  track  for  the  most  part  is 
very  smooth  and  level. 

The  principal  place  on  the  line  of  the  road 
is  Brownsville,  the  county  seat  of  Haywood 
county,  seventy -five  miles  from  Memphis, 
which  contains  about  one  thousand  inhabitant; 
but  our  stop  at  the  place  was  too  short  to  give 
the  slightest  chance  to  observe  the  place.  Cal- 
edonia, further  up  the  line  in  Henry  county, 
aB  seen  from  the  cars,  appeared  the  prettiest 
village  on  the  whole  extent  of  the  road. 

The  finishing  piece  of  the  road,  opened  on 
Friday,  extends  from  Henry  to  Paris,  nine 
miles.  As  we  approached  Paris,  it  became  evi- 
dent the  whole  population  had  turned  out  to 
receive  us.  Every  point  of  observation  was 
covered  by  a  mingled  multitude  of  white  and 
black,  from  which  arose  cheer  upon  cheer  of 
delighted  welcome.  A  crowd  of  darkies,  more 
courageous  than  their  fellows,  had  taken  their 
stand  upon  the  edge  of  the  dump,  some  sixty 
or  seventy  yards  in  advance  of  the  main  body, 
but  as  the  grim  iron  horse  came  puffing  along, 
and  the  shrill  steam  whistle  was  sounded  close 
by  them,  with  one  answering  howl  of  com- 
mingled admiration,  awe  and  terror,  every 
mother's  son  of  them,  in  a  twinkling,  was 
tumbling,  rolling  and  pitching  heels  over  head, 
and  in  all  imaginable  shapes,  to  the  manifest 
danger  of  their  necks,  from  their  safe  standing 
ground,  down  a  fifteen  feet  e'mbankment.  They 
had  seen  the  elephant,  but  found  him  too  huge 
for  their  philosophy. 

At  Paris  we  had  the  pleasure  of  meeting  Mr. 
B.  C.  Brown,  another  of  the  directors,  in  whose 
honor  the  locomotive  which  drew  the  train  was 
named.  Paris  is  a  very  pleasantly  situated 
village,  with  a  fine  Court  House,  a  large,  airy 
looking  female  Institute,  a  couple  of  hotels, 
seven  or  eight  stores,  and,  by  estimate,  one 
thousand  to  fifteen  hundred  population.  It  has 
rather  a  venerable  appearance,  but  pleasant 
withal — just  the  place  to  have  new  life  infused 
into  it  by  being  for  a  time  the  terminus  of  a 
railroad. 

The  place  of  rendezvous,  or  station,  about  a 
half  mile  from  the  village,  was  soon  besieged 
by  a  host 

All  eager  for  the  fray. 

It  seemed  as  if  all  Paris  had  turned  out  to  bid 
their  railrord  guests  welcome. 

The  baggage  car,  under  the  surveillance  of 
our  worthy  caterer,  Col.  Saffarans,  was  quickly 
improvised  into  a  restaurant  de  la  track.  Sundry 
huge  baskets,  which  had  lain  enveloped  under 
napkins  during  the  early  part  of  the  day,  were 
now  relieved  of  their  swadling  clothes,  and 
disclosed  to  view  enough  to  feast  a  crowd  much 
larger  even  than  ours.  The  long  ride  and  the 
bracing  atmosphere,  not  less  than  the  exhila- 
rating influences  of  the  occasion,  had  in  nowise 
tended  to  diminish  the  appetites  of  those  pres- 
ent, and  the  spread  was  quickly  cleared,  'midst 
the  popping  of  several  small  guns,  which,  upon 
investigation,  was  found  lo  proceed  from  sundry 
suspicious  looking  baskets  from  one  corner  of 
the  car. 

It  was  now  past  10  o'clock,  and,  as  the  ex- 
cursion was  to  form  part  of  the  regular  train, 
it  was  necessary  that  we  should  be  again  under 
way.  After  bidding  good-by  to  our  Parisian 
friends,  'midst  the  hurrahs  of  those  assembled, 
the  train  left  the  terminus  of  the  road  at  half 
after  one  o'clock,  and  we  were  soon  rattling 
back  over  the  rail  homeward  bound.  Soon  af- 
ter three  o'clock,  Humboldt  Bhone  in  view; 
and  with  Utile  or  nothing  to  mar  the  pleasures 
of  the  trip,  or  the  harmony  which  prevailed 
generally  among  the  excursionists,  the  train 
reached  the  city  scon  after  9  o'clock. 

The  Memphis  and  Ohio  road  forms  the  basis 
of  a  net  work  of  roads,  traversing  Tennessee 
in  various  directions,  all  which,  by  means  of 


this  outlet,  will  pour  their  quota  of  business 
into  Memphis.  At  Humboldt,  eighty-two  miles 
from  Memphis,  it  is  crossed  by  "the  Mobile  and 
Ohio  Railroad,  which  now  gives  us  an  outlet  to 
Cairo  and  the  North,  by  sixty-nine  miles  of 
railroad  to  Columbus,  and  twenty  miles  of  water 
carriage  to  Cairo.  The  distance  by  this  route 
is  one  hundred  and  seventy-one  miles  to  Cairo 
— time  ten  hours.  This  road  is  but  a  link  in 
the  great  chain  extending  northward.  It  is  to 
be  continued  from  Paris  to  the  State  line,  eighty- 
one  miles  further  by  the  Memphis,  Clarksville 
and  Louisville  Railroad.  Thirteen  miles  of  this, 
from  Clarksville  to  the  State  line,  will  be  run 
in  connection  with  the  Edgefield  and  Kentucky 
road,  and  upon  the  remaining  sixty-eight  miles 
two  parties  are  now  engaged  laying  rails,  two 
more  are  to  be  put  on  in  the  fall,  and  the  offi- 
cers of  the  road  confidently  count  upon  com- 
pleting it  during  the  present  year.  A  branch 
of  the  Louisville  and  Nashville  Railroad,  run- 
ning from  Bowling  Green  to  the  State  line,  a 
distance  of  fifty  miles,  and  which  is  to  be  com- 
pleted by  November,  and  the  Louisville  and 
Nashville  road,  from  Bowling  Green,  will  form 
a'perfect  railroad  connection  between  Memphis 
and  Louisville.  When  this  is  done  the  distance 
from  Memphis  to  Louisville  will  be  three  hun- 
dred and  seventy-five  miles — time,  fifteen  hours; 
and  with  two  trains  running  daily  without 
change  of  cars,  the  convenience  of  the  route 
must  have  a  strong  tendency  to  divert  Northern 
travel  lo  it.  Time  from  Memphis  to  New  York 
by  this  route  will  be  about  forty-eight  hours. 

Again  the  Nashville  and  Northwestern  Rail- 
road, which,  it  is  expected,  will  Jbe  finished  in 
about  two  years,  will  intersect  the  Memphis 
and  Ohio  road  about  113  miles  from  memphis. 
The  junction  will  be  50  miles  from  Hickman, 
and  118  from  Nashville,  reducing  the  distance 
from  this  point  to  Nashville  to  231  miles.  This 
brief  and  imperfect  statement  will  give  an 
idea  of  the  future  importance  of  this  road,  and 
we  think  ought  to  be  good  evidence  with  the 
citizens  of  Memphis  and  Shelby  county,  that 
their  efforts  toward  its  construction  have  not 
been  misdirected,  and  are  not  likely  to  go  un- 
rewarded. 


New  Route  West. — We  learn  that  the  New 
Jersey  Central  Railroad  have  made  new  ar- 
rangements and  connections  with  the  Lehigh 
Valley,  the  East  Pennsylvania,  and  Reading 
Railroads,  for  running  an  express  train,  by 
which  Harrisburg  can  be  reached  in  six  hours 
and  forty  minutes  from  this  city.  The  new 
time-table  arrangement  will  go  into  effect  on 
Monda3',  the  28th  inst.,  on  and  after  which 
date  an  express  train  will  leave  New  York 
daily  at  6  A.  M.,  pass  Reading  at  10:40,  and 
arrive  in  Harrisburg  at  12:17  noon,  in  time  to 
connect  with  the  Pennsylvania  Railroad  train 
going  West. — R.  R.  Journal. 


Chicaoo  and  Cincinnati  Road. — The  grading  I 
on  the  unfinished  portions  of  this  road  will  be  [ 
recommenced  on   Monday  next.     The  masonry 
on  the  bridge  over  the  Wabash,  near  the  Valley  ; 
Depot,  was  begun  last  week.     The  locomotive 
Marsh  left  Richmond  on  Monday  for  Valparai- 
so, to  be  used  in  putting  down  the  iron.    Every 
arrangement  is  perfected  necessary  for  the  im- 
mediate completion  of  the  line,  and  the  officers 
hope  to  have  the  connection  closed  by  the  latter 
part  of  summer. 

Since  the  above  was  written,  we  have  re- 
ceived a  letter  from  Valparaiso,  stating  that 
the  first  rail  was  laid  last  Saturday,  and  that 
the  work  would  go  rapidly  forward. — Logans- 
port  Journal. 


It  is  reported  that  the  Michigan  Cen 
tral  Railroad  has  been  leased  to  the  Grand 
Trunk  of  Canada  for  999  years  I 


Cincinnati,  Wilmington  and  Zaxesvili.e 
Road. — At  the  annual  meeting  of  the  Direc- 
tors of  this  Corporation,  the  Receiver  of  the 
road  Wm.  Key  Bond,  Esq.,  presented  a  manu- 
script copy  of  a  portion  of  the  statistics  for  the 
fiscal  year  ending  April  30th,  from  which,  and 
from  the  printed  reports  of  preceding  year,  we 
gather  the  following  eomparitive  information, 
viz : — 

earnings. 
From  passenger  trains — 

Through  business $  2.669  94 

Local 59.654  27 

State  Fair 6/93  90 

Mail  and.  Express 14,795  42— 383,823  53 

From  freight  trains — 

Through  business S  5,876  79 

Local  "         75,68.!  45 

Coal  "         15,683  89—897,343  04 

Total  for  year  past $181,168  57 

Or  per  month  of 15,097  21 

The  earnings  for  the  preceding  year   was 
$190,745  66,  or  per  month  $15,895  47. 
f.xpenses. 

Ordinary — 

Trains $17,200  99 

Machine  Shop 34,733  77 

Roadway 38,820  42 

Water 2,823  94 

Fuel- 0,478  cords 14,884  71) 

Buildings 2,173  36 

Pass  Department 5,607  72 

Freight        do        11,139  97 

Telegraph 24i  28 

Loss  and  Damage,  &c 992  90 

General  Expenses 7,096  97 

Miscellaneous 6,"i97  27 

Making  the  sum  of  8142,841  62 

as  the  total  ordinary  expenses  of  the  year.    The  corres- 
ponding   expenditures    for    the    preceding    year    being 
$139,841,63. 
Extraordinary — 

State  Fair  Branch $  432  92 

llebuilding  Bridges 8.1-99  10 

Injury  From  Freshets 2,226  40 

Side  Track 9  00 

"Wooden  Structures- .  — 1,152  02 

Stone            do          133  31 

Kemoving  slips 3,097  85 

Heplacing  Trains 181  92 

Sundries 108  71 

Making  the  sum  of $14,311  23 

expended    in    extraordinary    repairs,    against    $32,148  39 
expended  the  preceding  year. 
Capital  Expense — 

Depots  and  Shop $      649  71 

Ballast 3,989  73 

Repairs  Construction  Engine.     1,579  16 

Repairs  Gravel  Cats 884  12 

Equipment 302  12 

Oil,  &c 27]   76 

Real  Estate 261  77 

Water  Station 567  41 

Fencing 91  63 

Orthesumof $8,096  8      ] 

against  $10,777  29,  expended  during  the  previous  year. 

The  mileage  for  engines  during  the  year  was 
204,901  against  206,555  for  the  preceding. 


Hackensack  and  New  York  R.  R. — The 
contracts  for  grading  the  line  of  this  road  have 
been  awarded  to  Thomas  Cumming.  Jr.,  and  V. 
L.  Lary,  the  latter  having  the  lower,  and  the 
former  the  upper  portion  of  the  road.  The 
work  will  be  quite  light,  the  branch  road  to 
Lodi,  which  is  included  in  Mr.  Cumming's  sec- 
tion, being  the  heaviest.  By  the  terms  of  the 
contracts,  the  grading  is  to  be  ready  for  the 
track  early  in  September.  The  rails,  which 
will  be  of  American  manufacture,  weighing  35 
lbs.  to  the  yard,  have  already  been  contracted 
for.  The  laying  of  the  rails  will  not  be  done 
by  contract,  but  will  be  performed  under  the 
immediate  direction  and  supervision  of  the  en- 
gineer. We  understand  that  the  grading  and 
track  will  not  cost  ever  $8,000  per  mile.  Ac- 
tive preparations  are  going  forward  for  the 
immediate  prosecution  of  the  work,  and  it  is 
expected  that  ground  will  be  broke  during  the 
first  part  of  next  week. — Hackensack  J«ur. 
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MONETARY  AND  COMMERCIAL- 


The  past  week  has  been  rather  a  close  one  in  the  money 
markets.  Indeed  the  whole  summer  thus  far  has  been  an 
unusual  season.  The  suiplun  of  means  usually  at  the 
command  of  the  discount  houses  at  this  season  of  the  year, 
has  not  exhibited  itself  thus  far,  and  capital  hfis  found 
active  employment  at  the  full  rates  of  the  busier  times. 
The  last  dny  or  two  of  the  week  exhibits  more  favorable 
features.  Many  of  the  houses  having  a  snrplus  beyond  the 
wants  of  their  customers.  We  c;uote  rates,  however,  un- 
changed. Good  paper  at  the  regular  houses  is  taken  at  10 
to  1-2  per  cent,  from  customers.  Outside  transactions 
range  from  15  to  18  per  cent. 

The  course  of  the  market  for  the  pa  :t  season  exhibits 
quite  strongly  the  necessity  there  exists  for  a  better  banking 
basis  than  we  now  have.  While  other  large  cities  have  the 
means  of  expanding  in  times  wheu  it  Is  safe  to  do  so,  our 
hanking  houses  are  limited  in  capacity  and  have  no  facili- 
ties whatever. 

General  business  has  exhibited  more  activity  this  week 
than  it  did  last. 

Eastern  Exchange  rules  as  at  last  dates,  %  premium  buy- 
ing to  >;  premium  selling.  New  Orleans  M  to  %  discount 
buying  to  ,L  discount  selling.  Gold  {  preiu.  buying  to  £- 
premium  selling. 

At  the  east  we  notice  an  easy  market.  Money  is  quoted 
abundant  at  5  to  G  per  cent,  on  paper,  and  4  to  0  per  cent, 
on  demand. 

\  The  Stock  Market  is  strong.     Prices  firm  and  advancing. 
A  fair  amount  of  transactions  going  on. 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the 
following  rates  : 

BONDS. 

Little  Miami  It.  U.  Co.;  G'  per  cent.  Mort- 
gage Bonds. 85  and  int. 

Covington  &  Lexington  It.  II.,  Second  Mort- 
gage Bonds,  7  per  cent 70 

Ohio   &  Mississippi  R.  It.  Co  ,  Construction 
7  per  cent.  Bunds,. 15 

Indianapolis  &  Cincinnati   R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds. .. . ; 73 

Cincinnati,  Hamilton  &,  Dayton  R.  R.  Co.,  Se- 
cond Mortgage,  7  per  cent.  Bonds 8f>£  and  int. 

Covington  &.  Lexington  R.  R.  Co.,  10  per  cent, 
preferred.  Income  Bonds ....  12& 

Covinirton  and  Lexington  It.  R.  Co.  First  Mort- 
gage G  per  cent.  Bonds 70 

Hillshoro    &  Cincinnati    Railroad    Co.,    First 
Mortgage.  G  per  cent   Bonds 15 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 

Mortgage,  7  per  cent.  Bonds 04 

stocks. 

Cincinnati,  Hamilton  &  Dayton  R.  R.t  ex.  div   "1 

Columbus  &  Xenia  It.  It , .,  K| 

Indianapolis  &  Cincinnati  It.lt ,...,.,,   4- 

Little  Miami  R.  It H  * 

GREAT  NATIONAL  ROUTE  TO 

BALTIMORE,  miLADEPUIA,  NEWYOHK  &  BOSTON 
And  only  Road  to  Washington  City. 

CENTRAL     OHIO, 

AND 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  anil  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  Worth  West, 

Passengers  hy  this  route  can  visit  Baltimore,  Philadel 
phia.  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  llostoi^alone  hy  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

Sleeping  cars  attached  to  all  night  trains. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Hay  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
f  ensures  to  the  passenger.  Speed,  Saftey  and  Comfort. 

Tin  ough  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

ITTpAsk  for  ticketsvia  Baltimore  andOiiio  Railroad. 
TV"  P.  SMITH,  Jftufer  'JfriKsporlalinv,  £.  c£-  O.  B  R. 

E.  F.  FULLER,  Gen.  West.  Aft.,  B.  ,y  O  II.  H. 
L.  M.  COLE,  Gen.  Ticket  Jlzt.,   B.  &  O.  J!.  B. 
H.  O.  .1F.WETT.  Pres't  <?.   0~JI.  It. 
J.  TV.  BROWN,  (lev..  Ticks'.  Jigt.,  O.  O.  U.S. 


1'ITTSBUKG,  FOKT  WaYNE  &  CHICAGO    RoAD. 

AppoinLmeuls'and  changes  made  by  George  W. 
Cass,  General  Superintendent,  to  take  cfi'eet  to- 
morrow : 

1st.  Joseph  IT.  Moore,  now  Superintendent 
E.  Division,  to  take  charge  of  the  business  and 
property  of  the  Company  at  Chicago,  and  in 
the  Northwest. 

2d.  Augustus  Bradley,  Secretary,  to  act  as 
Superintendent  of  Eastern  Division  until  fur- 
ther notice.  The  oIHce  of  the  Superinlendent 
of  Eastern  Division  is  removed  to  Penn  Station, 
Pittsburg. 

3d.  W.  H.  Barnes  is  transferred  to  the  office 
of  the  President  and  General  Superintendent. 

4th.  j.  K.  Smith  to  he  Paymaster,  in  the 
place  of  W.  H.  Barnes. 

5th.  John  J.  Houston,  General  Freight  Agent, 
will  establish  his  office  permanently  at  Pitts- 
burg. 

6th.  John  Ziegler,  Cashier  at  Penn  Station, 
to  act  as  Station  Agent,  at  that  station,  until 
further  notice. 

7th.  J.  C.  Davis  to  be  Station  Agent  at  Fort 
Wayne. 


.     Spring  Arrangement.     1860. 


*0   ■"■•••—£«■ 

VIA. 


CLEVELAND, 

COLUMBUS  &  CINCINNATI 

—A  X  D— 

LAKE  SHORE 


FOR  NIAGARA  FALLS,  WRITK 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  !e;ive  Cincinnati  as  follows  : 

fi  A.  M.  Cincinnati  Kxpress  from  Little  Miami  Depot, 
East  Front  Street — Arrives^at  Columbus  10-15  a.  m.,  Cleve- 
land 2.50  p.  M..  Dunkirk  8.25  p.  u..  Buffalo  11.50  p.  m.,  New 
York  next  day  at 2.1 5  p  m.,  and  Boston  4. CO  p.  m. 

TO3"  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.  lO  A.  1H«  Day  Express  from  Cincinnati.  Ilaniil- 
t  n  and  Dayton  Depot,  'West  Sixth  street — Via  Dayton, 
Xenia  and  Colnmlms — Arriving  at  Columbus  at  3;06  p.  m„ 
Cleveland  8.55  p.  M.,  Dunkirk  2.50  a..  M-,  Buffalo  4.-J0  a.  m.. 
New  York  same  evening  at  9.10  p.  m,  and  Boston  11.33 
p.  M. 

JO3  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

11.00  I*.  M"-  Night  Express  from  Little  Miami  Depot. 
East  Fro  tit  Street — Arrives  at  Columbus  3.40  a.m.,  Cleve- 
land 9.50  a.  M  ,  Dunkirk  3.55  p.  M-,  Buualo  5  25  p.  m..  New 
York  next  morning  at  9. -15  a.  m.,  and  Boston  l.GU  p.  m. 

TOT  Sleeping  cars  attached  to  tins  train  from  Cincinnati 
to  Cleveland 

TCP  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  mutes. 

ASK  FOB  TICKETS  VIA  COLUMBUS  AND  CLEVE- 
LAND. 

Baggage    checked  from  Cincinnati  to  New    York  and 
Boston. 
THE  OLD  RELIABLE  ROUTE  TO    PITTSBURGH 

AND  PHILADELPHIA*  IS  VIA  CRE6TLIXE. 

G.00  A.  M.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street— Arrives  at  Columbus  at  10.15  a. 

..Crestline  12.40  p.  m.,  connects  at  Pittsburgh  same  even- 
.ng  with  8.^0  p.  M.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9  30  a.  m. 

10-80.  A<-  M.  Day  Express,  from  Cincinnati,  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3. ('6  p.  m  , 
Crestline  G. 15  p.  m.,  connects  at  Pittsburgh  next  morning 
with  3  a.  h  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.3(1  p.  m- 

Sleeping  cars  attached  to  this  train  from  Creslline  to  Pitts- 
burgh. 

11.00  1".  if.  Night  Express,  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  at  3.40  a.  m.,  Crest- 
line IS. io  a-  M.,  connects  at  Pittsburgh  with  4.00  p.  m.  Ex- 
press on  Pennsylvania  Kailroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 

Ask  for  tickets  via  Columbus  and  Crestline. 

Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 


For  through  tickets,  and  all  information,  tall  a:  Tic:  ~- 
Offices  of  the  L'ttJe  Miami  and  Cincinnati,  Hamilton  un-1 
Dayton  Haiiroads. 

P.  W.  STRApEtt.  General  Ticket  A*en£ 

L.  M.  and  C.  II.  &  D.  UMftfoBJIs,  Cincinnati. 

II.  C.  MARSHALL,  General  Ticket  Air  wit. 

E.  S.  FLINT,  Bppft. 

N.  C.  HARRIS  Agent.  Cincinnati. 

patented^aITworks 

OF  THE 


ft  WI1KS  CO. 


Gas  Works,  to  be  generally  adopted  by  the  owners  of 
Factories,  Private  Residences,  Hotels,  and  other  such 
cstabJjuihmeD.ta  requiring  much  light,  should  possess  the 
following  advantages,  to  wit :  great  simplicity  of  construc- 
tion and  operati-in  ;  reliability  to  insure  a  regular  supply  of 
light  ;  purification  of  the  gas  to  prevent  cloging;  freedom 
from  unhealthy  and  offensive  odors;  safety  from  fire  and 
explosion;  adaptation  to  different  materials,  and  to  workdays 
only,  or  continuously,  as  required  ;  lastly  and  chiefly, 
economy  both  as  to  repairs  and  cost  of  the  gas. 

Gas  Works  coming  up  to  the  above  standard  are  what 
the  public  want.  Are  there  any  such  V  To  determine  this 
question,  there  is  but  one  safe  course  for  parties  defelrfng 
Gas  Works,  to  wit  :  to  examine  for  themselves,  without 
falling  into  any  of  the  opposite  errors  of  credality  or 
prejudice. 

To  this  test  the  Aubin  Company  will,  at  all  times,  submit 
their  works  ;  and  as  an  inducement  to  parties  to  take  the 
trouble  of  making  it,  they  re.rerto  the  ScUntiJic  American 
cf  March  13,  J£58,  and  circular  which  can  be  had  on 
application. 

Unequalled  Economy. 

1st.  From  the  great  aimptfjjry  of  construction:  peculiar 
to  the  Acdin  Works,  the  retc;t  is  the  only  pait  exposed  to 
destruction,  except  oi  course,  after  a  use  of  years.  As  we 
have,  at  last,  discovered  how  to  make  our  retorts  stand  a 
while  heat  without  melting,  they  last  a  great  while;  and, 
as  when  required,  the  workman  can  change  them  in  a  few 
minutes — the  cost  of  repairs  is  very  triflir:-r. 

The  Cost  of  llie  Gas 

Depends  on  the  quantity  made  at  one  operation,  and  the 
material  used;  but  even  where 300  feet  only  is  made,  the 
cost  for  all  materials  used  will  not  exceed  40  cents — the 
ordinary  yield  of  gas  being  at  least  12  feet  per  1  lb.  of  rosin, 
and  from  other  materials  in  proportion. 

PRICE  OF  THE~AUDIX  PORTABLE 
GAS  WORKS. 

A  complete  apparatus  with  large  stove  and  dry  or 

wet  gasholder,  holding  3"o  cubic  feet, §3nn  no 

do  do  350        **  *>35  00 

do  do  400        "  375  no 

do  do  500        "         4511  on 

do  do  GOO        "         505  on 

do  do  700        "  GOO  00 

The  above  prices  are  for  the  apparatus  complete  for  use 
at  Cincinnati.  Where  a  wet  gas  holder  is  used,  the  tank 
and  tar  reservoir  are  extra,  but  the  connections  are  fur- 
nished. 

To  enahle  persons  requiring  gasworks  to  .Judge  of  the 
size   most  advantageous  for  their  purpose,  the  following 
table  has  been  prepared  on  the  basis  tnat  an  ordinary  fish" 
tail  burner  (known  in  stores  as  4  and  5  foot  burners)  will 
consume  2  feet  of  our  gas  per  hour.     It  may  be  well  to  add 
that  the  larger  the  gasometer,  the  less  frequently  must  gas 
be  made,  and,  therefore,  the  less  costly  in  the  end. 
Table  showing  the  Contents  and  toes t 
Proportions  of  (iusomctrrsi    from  400 
to  1000  ft.,  and  ttie  Number  of  BJsUts 
they  will  supply  tor  a  given  time. 
Contents  in     No.  of  hours  ,      Diameter  of        Height  of 
Cubic  Feet,    for  10  lights.         Gasometer.       Gasrmeler. 
400  £0  10  ft.  5  ft.  3  in. 

500  25  30  ft.  6  ft.  6  in. 

"50  37  12  ft.  6  in.  6  ft.  2  in. 

UX'O  50  ]3  ft.  7  ft.  Sin, 

1500  75  35  ft.  Prt.  Gin. 

°000  300  17  ft.  3  in.  S  ft.  7  in. 

2500  325  18  ft.  10  ft. 

31M0  150  20  ft.  10  ft. 

■1500  175  20  ft-  6  in.        Hlft.  1  in, 

'  4000  200  21ft.  lift.  9  in- 

If  a  gasometer  of  a  different  capacity  from  any  of  the 
above  is  required,  its  contents,  size,  &c,  can  be  readily 
calculated  on  the  same  basis,  also  any  other  number  of 
lights  or  hours  of  consumption. 

We  will  observe  here  that,  while  coal  gas  deteriorate 
rapidly,  when  kept  long,  our  gas  is  even  better  after  having 
been  in  the  gasometer  lor  a  few  days.  Even  in  winter,  it 
can  be  kept  any  length  of  time  without  deteriorating  or 
being  materially  diminished  in  volume. 

N.  B. — For  circulars  and  lithographic  plans  of  the  large 
private  works  (for  factories.  &c,  &c.)  of  the  Company,  or 
of  their  village  works,  as  now  in  operation  in  several  States, 
apply  to 

H.  T.  COVERDALE, 

167  Walnut  Street,  Cincinnati.  Oh:o, 
who  has  the  exclusive  right  to  manufacture  and  sell  in  the 
gtate  of  Ohio. 
Feb.  24th,  1859. 
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Patent  Portable  Forge  and  Bdlpws. 

THKSE  FORGES  are  superior  to  all  nl^c*  far  build 
ers  of  railroads,  mines,  quarries,  gunsmiths,  Iock- 
smilhs,  machine  shups,  boiler  makers,  ^as  filters  and 
mathematical  and  optical  instrument  makers.  Tney 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under.the  lire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 

Railroad  companies  andothers  in  waut  of  Portable 
Forces  will  address  VV.  G.  HYNDMAN, 

ap23  41  East  Second  street.  Cincinnati,  O. 


Indianapolis  and  Cincinnati 

SHORT    LINE 


SHOKTJEST  EOUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  plnce  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

THREE  PASSEN^R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  MM  Chicago  at  8  P.  M. 

1*50  P.  M—  TKIUIE  HAUTJB  AND  LAFAYETTE 
ACCOMilUDATIO  N.— Arrives  at  Indianapolis  at 
4:5(1  Pi  M. 

0.00  P.  M.-CfllCAGO  EXPRESS.— Arrives 'at  Ind- 
ianapolis at  1U:-15  P  M-;  Chicago  at  7:3tr  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

ftCr"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  fur  Tickets 

Via  Lanreuccbiirg  &  Indianapolis. 

03°  FAR  V,  TUB  SAME  and  TIME  SnORTER  Branny 
any  other  route. 

Baggage  checked  through 

Tiiikmu"'  TTCKETS, 
Good  until  used,  can  he  obtained  at  the  Ticket  Offices, 
at  Spencer  Bouse  corner,  Nnrth-west  comer  Broadway  and 
Front  Streets;  No.  J  Burnet  House,  Corner;  at  the  Wal- 
nut Street  II. use,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  nil  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  eitlier  office. 

n.  C.  LORD,  President. 


CINCINNATI,    WILMINGTON, 

AND   ZANESVILLE 
II  A.  I  Xj  H   O  .A.  ID  . 

Tiro  daily  trains,  at  (1  A.  M  .-ml  0  P.  M.,  from  Little  Mi 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  Kast. 

ItKTt'KMNo  Trains— Arrive  at  Cincinnati  at  8  A.M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Oflices  of  Little  Miami  Uo  id. 

W  Y  BOND,  Receiver. 


APPLSGATE&CO, 


AaBS»2JE«ATS5   &  41©.,  Look- 
sellers,   Stationers  and    Blank-book 
Manufacturers;  43  Main   Street,  Cincin- 
nati, invite  the  attention   of  Booksellers, 
Country  merch  ants,  Teachers, 

and  others   to  our  varied  and 

extensive  stock  of  School.  Classi- 

cal, Theological,  Scientific,    Stan- 

dard, and  miscellaneous  Books,. Paper, 
Blank-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble  arrange  ments   wiib   the 
leading  publish  ers,  as  well  as 
the  principal                 manufacturers 
and    importers              of  Paper  and  Sta- 
tiouery,   we  can  offer  superior  induce- 
ments to    purchasers.       We  respectfully 
solicit  a  coinparisun  of   stock  and  prices 
with  any  other  house    in  the  West. 

BOOKSELLERS, 

Our  Stork  of    Stationery 

is  very  complete,     embracing 

in  part  all  tho   varieties    o  f  Cap, 

Letter,   Packet,    Commercial,    Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  Envel- 
Pens,  Penhold- 
rac  k  s,  Copying 
Looks,  Ink  and 
suros,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 
p  r esses,  an  d 
Inkstands  ;  Era- 
wax,  Wafers, 
Banker's   cases, 

head  boxes,  En- 


velope and    Card  cases,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales.  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

Stationery  - 

To  our  Blank   Books  we 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  tho  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  memo- 
ir h  e  large  Super 
rial  Ledger,  and 
variety  of  styles 
wn  rkm  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  of  pa 


randum  book  to 
Royal  and  Impe- 
bound  in  a  great 
an  d  of  superior 
Books  made  ,t  o 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


—  vjuu.hj.    v  4    t,„,-  per,    accuracy    » 

ruling    and   durability  of  binding;  ail  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.    We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS 


We  are   prepared  io 

Print  and  Biud  books 

tion  and  in  any  style 

sired,  al  rates  as  low 

quality  of  work 

cuteil  in  this 

where.      Our 

executing  these 


Stereotypy 
of  any  descrip- 
that  may  be  de- 
as  t  he   sam.9 

can  be  exe- 
city  or  else- 
facilities  for 
branches  of 


the  trade  are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best' 
stylo  and  on      short  notice. 
Merchants  and         others  wishing 
of  Lading, 


*fc    Bi 

Railroad  and 
Cards,  Circulars,  or 
tion  of  printing,  will 
that  we  do  such  'Obs 
despatch.    Order*  re- 


Bill    Heads, 

Dray    receipts,    f$ 
any  other  descrip- 
please  bear  in  mind 
with  neatness  ami 
6pectfully  solicited* 


Publishers 


Our  own  p  ubl  ications        are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  eniimera- 
'tion  of  the  more  prominent,  which  are, 
Clarkes'  Com-  menta- 

ries,Dick's  Works.  B  o  U 

linvs  Ancient  History,  Plutarch's 
L«ves,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden'a    German, 
fete.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure.  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
enmpl     ute  and  can  not  fail  to  please. 
Wo  in       vito  all  to  give  us  a  call. 

43  MA.LM  STit^ET.   OUST. 


W,  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  71"     Rail 
tPATEXr/ED,  2TOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  ft 
view  of  outside  plate  C,  whuh  is  applied  on  the  outer  sido 
of  the  joiut.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  tlu* 
wheels,  as  they  pass  the  square  extremities  of  the  rails. 
This  plate  may  be  of  such  form  as  tojfill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  Tins  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyond  the  head  of  the  rails,  or  ic  would  interfere 
withte  shegellartnf  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  pari  of*  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  FVcio  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  nils,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  to  confine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys*,  which  are 
driven  through  ihem,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  lie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
haseot  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plages  C  and  T).  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevent 
tho  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  T>,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
ami  secured  .by  beys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  Bydi'iving  through  two  keys 
they  chimp  and  hick  the  plates  firmly  together,  so  thata  - 
her  can  move  without  the  other. 


Another  great  arSvantngc  is,  the  allowance  which  ismade 
ftir  expansion  ai^l  contraction  between  the  tongues  and 
slot-  :»i  the  rails,  so  that  they  can  not  shove  together,  as  in 
th  ■  sent  mode  of  fastening  them — each  joint  acting  in- 
depen.dWnt  of  the  other.  This  -mode  of  securing  rails  may 
he  conai  leied  past  imp?oven,iont.  It  will  bo  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a^rwyu^ 
ner  that  there  is  no  nnittg^  Entrain  on  any  parJTflf  tfioJj, 
joint,  which  must  WQ'ii>  sr^5oywt£jJ>tni";i-l^;L  porPfjCifly  safe* 
road,  thereby  d'»i*ig<hw:i^>hn3^^^\Jl%|.;i*|<,  wheels  ? 
md  axles,  praventingjhe  \fo$e  of^e*aiKl'*d(<strUctinn\of) 
properly,  and  saving-  at  h^»tfcrty;peV  cuiitv^n  the  wear  of 
the  rolling  stock  of  th.«4*«ad.  „".*£-  :      -:  . 

*  W.    ILA-yt^b',    iNVKNTOHAK^rVTL'lt'iEV,      ' 

,       ---41  JclTerson  street;  AJttany, :  > 

.-■•  *     '   ..       a*    ...  .     ■  J&B£-      \     -     - 


ISO 


THE    RAILROAD    RECORD. 


PROSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IHON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  END  TO  EIYD. 

PARIS'    3E=»^3Ll,3aia-M' 

ENAMELED    IRON    PIPES    AND   PUMPS, 

FOB.    WATER    SUPPLY,    ACIDS,    ETC. 

SOI  7<:    T  M  PORTERS. 

PBOSSUK'S  PATENT  SUKIACKCOIV- 
DENSEHH  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauges, ^-cutter  drills,  counter- 
sinks, tube  end  cutting  bars,  expanders,  tube  sealers, 
steel  wire  and  w/wlebone  brushes,  pall  lever  wrenches, 
t-ubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slims  for  various  purposes,  Steel  for 
Hollers.  THOS.  l'ROSSKB  &  SON, 

____*7jan.  28  piatt  Street,  New  York 

el.  O.  L0BDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 

BUSH&LOBDELL, 

Wilmington  -  -  -  -  —  -  Delaware 

MANUFACTURERS  OF 

BS  2  airs  a  ^inag&g 


For  R.R.Cars&  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

FOR   THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE   OR   DOUBLE   PLATE, 

WITH     OR    WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    Rolied   Axles, 

In  the  best  manner,  at  the  shortest  notice,  And  on     the 

Most  Reasonable  Terms. 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDEI 

For  Post-Masters  and  Business  Men. 

CONTAINING 
J.  Comvlete  List  of  Post-Offices  in.  the  United  States 
and  Territories,  arranged  by  Sates  and  Counties;  A 
Complete  List  of  all  Distributing  Post- Offices;  Rates 
of  foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  tlus  Post-OJlce  De- 
partment, <Sx.,  <('v. 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
U.  S.  Blahk  Aoency,  Cincinnati  Post-Office,) 
January,  1859.     ( 
This  work  has  been  carefully  compiled  and  corrected  by 
G      .Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Cincinnati  P.  O.,from  the  Records  in  this  Department,  and 
Q-.  jjer  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of  the    Western,   North-Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Asm'  and  Inspector  of  Plants ,  etc.,  for  P.  0. Depart. 

The  book  makes  an  actavo  pamphletof  abont  1(10  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
pjler  is  promptly  advised  of  all  New  Offices,  Clianges  and 
Regulations  of  the  Department,  the  information  is  corrected 
op  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
ies,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  1850.  There 
are  3000  more  offices  in  this  thaa  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

Ej-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  Twelve 
Copies  for  $2.00. 

Addresi,  C.  S.  W1LL1IAMS 

««. «  in  l94  Walnut  Street, 

K*tM  10  x  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


Witt,  SUMNER.  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BKANCII    OFFICES: 
Louisville,  K*y.,  Columbus,  O., 

Lafayette,  l<nd.,  Dayton.  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  olTer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  cot  so 
highly  finished,  at- 

Fifty-Five  Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  alike  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made, 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on- the  sam  machine,  and  warrant  it  for  three 
years. 

iLj^Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fth12.    "  WM.  SUMNER  &  CO. 


10C\f\  Ke£s  No.  1  Railroad  Spikes,. "St  by  U-lCth 
,  fZt\?\J    Corby,  Gossi  n  &  Oo.'s  m: 


low  by 


make,  for  sale  very 
TRABEE  &  AUBERY, 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BR0., 

172  Mm  Street,  let.  itk  and  bth, 
CINCINNATI,  O. 
SoleManufacturers  of  McGowan'  s  3<mble  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine* 

WOULD  respectfully invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners,  and  the  put  J 
lie  generally  to  these  Pumps- 
as  the  best  Pump  now  in  ubet 
and  acknowledged  by  all  wlo 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion,  compact, durable  and  nol 
likely  toget  out  of  order;  ivel' 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Distille 
ries.     Breweries,    Furnaces 
Mines,  Rolling  Mills,  Pape- 
Mills,  Factories,  Wells,  Cl« 
terns, Stationary  File  Engines, Garden  Engines  andfn 
all  purposes  where  a  Pump  can  be  used.   Also,  for  for- 
eing  a  targe  body  of  water  to  a  great  heigh  tordistance 
rapidly. 

Also, McGowan  sPatentBall  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &  c  Hose  Couplins 
Lead, Copper  and  Gas  Pipe  furnished  at  t  hale  west  ma" 
kel  prices. 

Full«nd  perfect  atisfaction guaranteed  in  alloases, 
when  properly  put  up  accord  ins  to  directions. 

Orders  thankfully  received  andpromptlyfilledatt  he 

shortest  notice. 

SILfKR  .MEDA:,      (The  highest   prize)  awarded 

eee  pumps  antiSteam  Pumping Engineatth    late  Fa 

Ohio  Mechanics'  Institute  June   18,  18J5  —  ] 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag-4,m.6. 

"  FREEDOM  IRON  COMPANY," 

MANCFACTfTERS   OF 

LOCOMOTIVE    TYEE, 

Engine  and  Car  Axles,  Pump  and  PiUon  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

LewistOTHi,  Mifflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  JuDiata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 


NEW  YORE  CENTRAL  R.  R. 


E&mm 


Leave  Albany.  Arr.  Buffalo.  Arr.  S.  Br. 

Steamboat  Exp..  7  HO  a.  m.  7  00  p.m.  7  00  p.m. 

Mail 9.U0a.m.  12.50a.m.  

New  York  Exp. .11. 15  a.m.  9.IKIP.M  9.00p.M. 

NigbtExp 5.00P.M.  4.00a.m.  4.00a.m. 

Utica  Accom'n..  6  no  p.  m.    Ar.  V.  10.00  p.  m 

N.Y.Mail 11.15p.m.  IO.Oi1  a.  m.  10.00a.m. 

Leave  Buffalo.  Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15  a.  M.  5.15  a.m.  3-3'J  p.  m, 

Steamboat  Exp..  8.00  a.  m.  8.00  a.  m.  8.00  p.  M. 

Mail _ 2.30  p.  M 


Cleveland  Exp..  6.00  p.  m. 
Cincinnati  Exp. 11. Wlp.  B. 
UticaAccom'n.. 


6.00  p.  M.  4.40  a.  M, 
11.U0  p.  m  8.30  a.  X, 
10.00  a.     j 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomotlv 
equal  in  efficiency  and  durability  to  the  best  Easter 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  kinds  of  heaT 
forgingand  casting  done  at  short  notice.  Also,  bolt  sfo 
bridges  cu  withdispatch. 
u  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  underthe  superintendence  of  Col.  JE.  W  t 
MORGAN*  a  distinguished  graduate  oi  West  Point: 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in  Mathematics,  Mechanics,  Ma 
ch  in  es,  Construction,  Agricultural  Chemistry  and  Minire 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Eugineering,  Commerce, 
Medicine, and  Law,  admit  ot  selecting  studiesto  sui 
time  means,  and  object  of  Profession  alpreparati  on,  both 
before  and  after  graduating. 

The  twelfth  an uual  tennis  now  open.  Charges,  $102 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  ll  Military  Institute 
Franklin  Spriug6,Ky,  "or  the  undersigned. 

P.  DUDLEY. 
President  of  th    Boar 
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E.  D    MANSFIELD, 
T.  WRIGHTSOET. 


Editors. 


CINCINNATI: 
Thursday  Morning-,    June  T,  186G. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MO RFIFG, 

BY  WEIGHTSON  &  CO. 

OFFICE -No-  167   Walnut   Street. 

SUBSCRIFTIDNS — $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  )3s.  6d,  ($3)  payableiu 
advance. 

ADVERTISEMENTS. 

A  square  isthe  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, SI  00 

«        4l        per  month, 3  00 

"        "        six  months, 12  00 

««       *«        per  annum, 20  00 

'*    column,  single  insertion, • 5  00 

"        **        per  month, 10  00 

««        «*        six  months, 40  00 

«•        *'        per  annum,  .„ 80  00 

44    page,  single  insertion, 15  00 

«       *-        per  month, 25  00 

««        "«        six  months, 110  00 

it       «       per  annum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 


THE  LAW  OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
reapers,  the  publisher  may  continue  to  send  them  until  all 
nrreara^es  are  paid. 

If  subscribersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untslthey  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 
Subscriptions  and  communications  addressed  to 
WRIGIITSON  &:  CO., 

Publishers  and  Proprietors. 


Jt"/3  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane, London,  England 

To  Advertisers. — We  call  the  attention  of  Jjhose  who_ 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies' 
to  the  advertising  pages  of  the  Record.  2& 


PRINCIPLES  OF  RAILROAD  COM- 
BINATIONS FOR  THROUGH  PUR- 
POSES. 

We  observe  that  another  meeting  of  mana- 
gers has  been  held,  at  Columbus,  to  make 
some  changes  in  routes  and  time.  This  will 
be  apt  to  occur  very  frequently,  unles3  some 
great  principles  are  settled  in  the  first  place. 
It  seems  to  us  that  there  are  certain  facts  and 
principles,  quite  obvious,  which  should  make 
the  basis  of  any  arrangement  of  this  sort. 
For  example: 

1.  All  roads,  running  in  the  same  general 
direction,  can  not  be  combined,  and  the  at- 
tempt, therefore,  should  not  be  made.  Some 
roads  are  nearly  parallel  to  one  another;  and 
some  lie  at  such  a  distance  from  one  another, 
as  necessarily  to  tonch  different  regions,  and 
must  be  competitive.  The  attempt  to  prevent 
this  natural  competition  will  be  unavailing. 
For  example,  the  Lake  Shore  Line  and  the 
Ohio  Valley  Lines  can  not  be  combined,  so 
as  to  prevent  a  general  competition;  but  this 
competition  will  only  be  for  business  on  the 
extremes.     Those  who  live  ia  the  Lake  Basin, 


and  those  who  live  in  the  Ohio  Valley,  will 
each  use  the  roads  in  their  own  region.  A 
combination  of  such  lines  can  not  be  ef- 
fected. 

2.  No  combination  can,  or  ought  to  be  made 
which  will  destroy  the  peculiarities,  or  local 
character  of  each  road.  If  that  were  done,  it 
would  be  simply  putting  all  the  good  roads  on 
a  level  with  the  poor  ones.  It  is  no  longer 
doubtful,  that  the  main  source  of  profit  to  a 
railroad  is  its  local  traffic.  A  through  busi- 
ness may  be  relatively  more  profitable ;  but,  a 
strictly  through  business  must  always  be  infe- 
rior in  amount,  and  very  precarious.  If 
through  lines  are  formed,  they  should  be  made 
for  that  single  purpose,  and  extend  from  one 
extreme  of  the  country  to  the  other. 

3.  Through  lines  should  be  formed  then  on 
this  principle :  take  two  extreme  points,  (for 
example,   East  or  West,)  and   on   the  same 
general  direction,  and  for  that  purpose,  con- 
sider all  the  roads  necessary  to  that  line,  as 
simply  parts  of  one  great  line,  and  run  one 
train,  from  one  extreme  to  the  other,  without 
reference  to  any  other  business,  or  any  other 
points.     Of  course,  all  the  lines,  which  from 
Literal  directions,  connect   at   certain   points 
with  the  main  line,  will  contribute  a  portion 
of  business   to  the  stream,  which  augments, 
as  it  flows  to  either  extreme.     Now,  generally 
the  managers  have  aimed  to  accomplish  this. 
But  there  is  one  point  where  they  fail,  and 
must  fail.     Instead  of  the  roads  which  form 
the  through  line  acting  for  themselves,  and 
decisively    making    a    fast     and    permanent 
through   line,  they  call  into  counsel  a  great 
number  of  lateral  roads,  and  try  to  arrange 
time,  and  rates  to  suit  them.     On  a  through 
route,  this  is  impossible.     The  more  it  is  tried, 
the   more    impossible    it   will    be.      Let   the 
through  line    be   entirely    independent,   and 
roads  A,  B,  and   C    told — your   passengers 
shall  be  carried,   but    they  must  connect  in 
time.     We  shall  be  at  point  X,  at  10  A  M., 
and  you  must  make  the  connection  for  your- 
selves.    This  is  done  with  small  and  unim- 
portant roads,  but  it  is  quite  obvious,  that  the 
through  lines  are  still  seeking  to  boost  them- 
selves   up,   with    some  of   the  lateral,  lines. 
There  is  no  use. in  this.     A  line,  on  a  great 
thoroughfare,  running   2,000  miles,  ought  not 
to  depend  in  the  least  on  the  outside  roads, 
and  above  all,  they  ought  not  to  lose  an  hour 
of  time,  for  any  cause  whatever.     This  is  a 
vital  point.      The  success  of  a  through  line 
depends  on  taking  the    passenger    through, 
with  the  utmost  possible  speed. 

4.  The  peculiarities,  or  local  business  of 
each  road,  should  be  preserved  to  itself.  In 
itself,  each  road  has  a  business  of  its  own, 
which  can  be  done  by  no  other  road;  and  it 
would  be  suicidal  to  give  this  up  for  any 
through  business.  For  through  business,  it 
must  depend  more  or  less  upon  other  roads, 
or  other  parties.  Frequently  some  change  in 
other  routes,  or  some  freak  of  popular  favor 


will  take  away  the  exterior  business  even  of 
the  best  road.  There  is  a  road,  in  Pennsylva- 
nia, some  40  or  50  miles  long,  which  has 
scarcely  any  through  busiuess,  and  does  not 
calculate  on  it.  It  is,  however,  in  a  good 
country,  and  has  two  or  three  flourishing  towns 
on  it.  This  road  attends  strictly  to  its  own. 
traffic,  and  makes  good  dividends.  Now,  that 
road  could  not  afford  to  let  any  through 
traffic,  however  tempting,  interfere  with  its 
own  local  business.  So  it  is  with  many  other 
roads.  If  through  trains  are  arranged  for 
distant  points,  they  should  be  an  entirely  in- 
dependent arrangement.  They  should  run 
over  the  road  for  a  sufficient  consideration; 
but  the  road  should  be  managed  solely,  as 
if  it  were  the  only  road  in  the  world. 

It  seems  to  us  there  is  an  obvious  failure, 
and  must  always  be,  in  attempting  to  combine 
all  lines,  whether  lateral  or  parallel,  in  a  gen- 
eral arrangement  for  freights  and  prices.  It 
can  not  prevent  competition,  and  so  far  as  it 
is  successful,  injures  the  peculiar  local  busi- 
ness of  each  road.  Let  those  roads  which  are 
in  the  same  line,  combine  for  a  through  line, 
if  they  please,  but  let  each  one  preserve  their 
own  integrity,  and  attend  to  their  own  busi- 
ness. 


AMERICAN    CENTRAL     RAILWAY 
OF  ILLINOIS. 

A  statement  of  the  condition  and  prospects 
of  this  road  has  just  been  laid  upon  our 
table. 

The  American  Central  Railway  is  the  gen- 
eral name  given  to  that  line  of  projected  rail- 
roads, connecting  the  north-eastern  part  of  the 
State  of  Ohio  with  these  continuous  lines, 
coming  through  the  States  of  New  York  and 
Pennsylvania  from  the  Atlantic  seaboard,  and 
from  the  point  of  concentration  extending  due 
westward,  across  Ohio,  Indiana,  and  Illinois, 
to  the  Mississippi  opposite  the  mouth  of  the 
Iowa,  and  from  that  point  westward  to  Council 
Bluffs.  This  line  was  formerly  known  as  "the 
Clinton  line,"  the  leading  idea  of  which  was  a 
continuous,  straight,  due  east  and  west  grand 
trunk  road,  connecting  the  net-work  of  rail- 
roads of  the  Atlantic  States  with  the  eastern 
terminus,  on  the  Missouri  river,  of  the  pro- 
jected Central  road  to  the  Pacific  Ocean. 
This  was  a  grand  scheme,  and  could  it  have 
been  carried  out  as  projected,  it  would  have 
interfered  materially  with  the  Lake  Shore 
lines.  But  now,  we  fear,  much  of  the  advan- 
tages it  then  possessed  have  been  appropriated 
by  the  five  or  six  parallel  lines,  lying  from 
twenty  to  fifty  miles  north  and  south  of  it,  and 
already  opened  to  the  Mississippi,  with  "  con- 
tinuations" westward  in  a  more  or  less  forward 
state  of  completion.  Still  there  is  something 
left  for  this  line  to  do,  and  if  the  managers 
can  succeed  in  building  it  without  debt,  no 
doubt  a  paying  business  could  be  done.  But 
if  they  expect  to  get  it  completed  by  the  sftle 
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'of  bonds  at  half  price,  and  ruinous  rates  of 
interest,  we  should  advise  them  to  leave  it 
where  it  is. 

The  principal  links  in  the  chain  of  roads 
east  of  the  Mississippi,  are  the  "American 
Central,"  of  Illinois,  the  "American  Central," 
of  Indiana,  and  the  "American  Central,  of 
Ohio."  The  Illinois  line  extends  from  New 
Boston,  on  the  Mississippi,  to  the  west  line  of 
Indiana,  18S  miles.  The  Indiana  line  from 
the  west  boundary  of  that  State  to  Fort  Wayne, 
12G  miles.  The  Ohio  division  from  Fort 
Wayne  through  Tiffin  to  Salem,  or  some  point 
of  intersection  with  the  Atlantic  and  Great 
Western,  158  miles — in  all,  470  miles.  By 
reference  to  the  map  it  will  be  seen  that  this 
route  is  almost  an  air  line,  in  the  parallel  of 
41°  north  latitude,  and  on  the  divide  between 
the  waters  of  the  lakes,  and  the  Gulf  of  Mex- 
ico. 

From  the  report  before  us,  we  learn  that 
work  on  the  Illinois  division,  which  has  never 
been  entirely  suspended,  is  about  being  re- 
sumed on  a  larger  seals,  with  a  view  to  its 
speedy  completion  and  in  anticipation  of  the 
completion  of  the  other  links  in  the  line.  A 
great  deal  of  work  was  done  years  ago  on  all 
the  divisions,  and  it  is  not  unlikely  that  the 
whole  may  be  completed  within  a  few  years, 
If  so,  it  will  furnish  one  of  the  grandest  feed- 
ers for  the  New  York  and  Erie  that  it  will  ever 
have,  and  may  make  the  future  of  that  road 
all  it3  projectors  expected  it  would  be.  To  this 
end,  no  doubt,  the  completion  of  the  Atlantic 
and  Great  Western  to  Akron  or  Salem,  will 
greatly  contribute. 


would  have  exercised  in  the  establishment  of 
a  private  business,  and  been  conducted  on  the 
same  principle,  there  can  hardly  be  a  doubt 
but  that  nine  out  of  ten  of  them,  would  have 
yielded  a  fair  return  to  their  owners  from  the 
beginning. 


For  corresponding  time  last  year: 

Week. 
Tods.  C't. 

Shipped  North 4,246  10 

Shipped  3outh 75,526  09 


Total 19,772  19 


Tear. 
Tods-  C't 
55.28?  43 
21U,2l'.e  18 

265,477  o; 


WHAT    IS    TO    BECOME  OF   OUR 
RAILWAYS? 

This  is  a  question  frequently  asked  of  late, 
but  nobody  seems  to  have  a  satisfactory  an- 
swer. Yet  to  us  the  question  does  not  present 
many  difficulties;  for  if  we  examine  the  sub- 
ject closely,  we  shall  find  that  the  roads  are 
accomplishing,  among  other  things  not  fore- 
seen, just  what  they  were  expected  to  accom- 
plish. Bad  management — unwise  counsels — 
insufficient  funds — inexperience,  and  many 
other  things  have  conspired  to  entail  upon 
them  a  series  of  misfortunes  and  evils  that 
has  well  nigh  made  bankrupt  the  great  ma 
jority  of  them ;  but  then,  the  tonnage  and 
passenr/ers  passing  over  most  of  them,  is  far 
in  excess  of  what  was  promised  when  thev 
were  projected. 

Then  why,  it  may  be  asked,  are  so  many  of 
them  bankrupt,  and  of  little  or  no  value  to 
their  stockholders  ?  The  same  answer  to  this 
question  may  be  given  that  is  applicable  to 
the  great  mass  of  mercantile  failures — namely, 
usury.  That  is  the  cancer  that  has  eaten  up 
our  merchants,  and  that  is  now  eating  up  our 
railways.  Had  these  roads  been  built  with 
ready  money  furnished  by  the  stockholders, 
put  into  working  order  with  the  same  care 
and  economy  that  a  practical  business  man 


Freight  and  Lire  Stock 12.351  '3 

Mails  and  SuDdries 1,367  00 

Total J32.181  58 

Corresponding  week  of  last  year 32,984  10 

Decrease 8802  54 

— The  earnings  of  the  St.  Louis,  Alton  and 

Chicago  Bailroad,  for  the  week  ending  the  24th 

of  May,  were  as  follows: 

3,885  Passencers $8,845  53 

5  361  Tuns  Freight 16,144  69 

Mails,  etc 1,045  33 


Total S26,irt6  85 

Corresponding  week,  1859 13,458  75 


— The  earnings  of  the  Great  Western  Rail- 
It  is  not  our  purpose  to  go  into  a  lengthy  I  way  of  Canada,  for  the  week,  ending  May  25, 
argument,  or  to  bring  forward  any  figures  in  |  were  aa  follows- 

support  of  Our  position.      The  fact  is  patent  to  i  From  Passengers ....-818.462  72 

railway  men,  as  well  as  every  body  else  who 
has  taken  the  trouble  to  investigate  the  sub- 
ject. 

The  facts  we  have  stated,  being  admitted, 
the  problem  arises,  How  are  these  roads  to  be 
extricated  from  their  present  difficulty,  and 
made  paying  concerns?  To  this  there  can  be 
but  one  answer,  and  that  is — Get  out  of  debt, 
and  stop  the  mouth  of  interest  that  is,  vampire- 
like, eating  up  their  substance.  This  being 
done,  place  them  in  the  hands  of  competent 
and  judicious  managers,  and  success  will  fol- 
low, as  a  matter  of  course. 

To  do  this,  however,  is  not  so  easy;  but  it 
will  have  to  be  done  before  our  roads  are  ex- 
tricated from  their  embarrassments,  and  the 
sooner  the  parties  interested  set  about  it,  the 
better.  In  the  operation  stockholders  may 
lose  all  they  have  invested:  but  better  so  than 
that  the  roads  should  be  destroyed  for  want  of 
repair,  and  stockholders,  bondholders,  credi- 
tors and  patrons  should  be  plunged  into  one 
common  ruin.  If  a  patient  has  an  incurable 
disease  in  one  of  his  limbs,  which  threatens  to 
take  his  life  if  not  removed,  Surgeons  never  hesi- 
tate to  use  the  knife.  So  with  our  railways. 
They  have  a  gangrane  fixed  upon  them,  which 
nothing  but  the  knife  can  remove,  and  the 
sooner  the  scalpel  is  applied,  the  sooner  we 
may  look  for  their  recovery. 


Gain 312,577  30 


OHIO  AND  MISSISSIPPI  RAILROAD. 


AXXUAL     MEETIKG. 

The  annual  meeting  of  the  Ohio  and  Mis- 
sissippi Bailroad  was  held  on  Monday  at  the 
office  of  the  Company.  Mr.  James  Hall  was 
appointed  Chairman,  and  Samuel  Trevor, 
Secretary.  We  give  below  abstracts  from  the 
reports  of  the  officers  : 

president's   p.eport. 

To  the  St<*ckhol-ders  of  Vie  Ohio  and  MUti&sippi  R.  J?.: 

I  submit  to  you  herewith  the  reports  of  the 
Superintendent  and  Treasurer,  showing  the 
business  operations  of  the  Company  for  the 
year  ending  April  30,  1860.  They  present  a 
full  and  explicit  account  of  every  thing  relat- 
ing to  the  working  of  the  road.  By  reference 
to  statement  marked  5,  in  Treasurer's  Report, 
you  will  see  that  a  large  amount  has  been  ex- 
pended in  permanent  improvements:  the 
most  prominent  of  which  is  a  bridge  over 
Millcreek,  near  Cincinnati,  referred  to  in  my 
report  of  last  year.  In  that  report  I  referred 
to  a  proposed  arrangement  among  the  credi- 
tors and  stockholders  for  capitalization,  and  I 
was  informed  by  the  chairman  of  their  Trus- 
tees shat  there  are  now  in  the  trust,  under  the 

Total  toMaySi,  1859 5n,os4  59  "  j  agreement  to  capitalize  : 

Week  ending  May  28,  1859 9,779  00  °  J 

59,843  59  ,  Second  Mortgage  Bonds $    45,0C8 

:  Construction  fc'       3.905,010 

Increase  in  1860 §3,8112  50    Income  "      3,221,000 

I  Stock  at  Par 4,490,000 

— The  earnings  of  the  Cleveland,  Columbus1  Claims,  principally  notes 364,000 

.  c  '  j  Past  due  Coupons 1,280,000 

and  Cincinnati  Railroad,  for  the  first  week  of 
May,  were: 


RAILROAD  MISCELLANY. 

— The  following  is  the  statement  of  the  re- 
ceipts of  the  Morris  Canal  Company,  com- 
pared with  the  corresponding  period  of  last 
year: 


Total  to  May  19,  1860 

Woek  ending  May  26,  1860. 


555,884  82 

10,7lil  27 


863,646  09 


I860., 
1859. 


.  S17.390  51 
.     14,290  91 


Increase 3,099  60 

— The  following  is  a  statement  of  the 
amount  of  coal  transported  over  the  Delaware, 
Lackawanna  and  Western  Railroad  for  the 
week  ending  Saturday,  May  26th: 

Week. 
Tons.  C't. 

ShippedNorth 5,665  02 

Shipped  South 17.068  15 


Total. 


.22,733  17 


$13,305,000 

Upon  a  suit  for  foreclosure  and  sale  of  the 
road,  brought  by  a  large  holder  of  the  second 
Mortgage  Bonds,  the  Court  granted  the  appli- 
cation for  a  Receiver,  and  appointed  Jos.  W. 
Alsop  as  such  officer  on  the  9th  of  April  last, 
and  he  is  now  acting  in  that  capacity. 

The  appointment  of  the  present  President  of 
the  Road,  obviates  the  necessity  of  any  mate- 
rial change  in  its  working  arrangements. 

The  business  of  the  past  year  shows  a  gra- 
tifying increase  over  that  of  the  previous  year, 
and  with  the  prospect  of  abundant  crops,  the 
present  year  bids  fair  to  show  as  favorable  a 
854,621  19  result,  Joseph  W.  Alsop,  President. 


Tear. 
Tons.  C't. 
65,521   17 
289,  00  02 
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TREASURER  S   REPORT. 

Statement  of  the  Liabilities  and  Assets  of  the  Ohio  and 
Mississippi  Railroad  Co.,  April  30th,  18e0  : 

LIABILITIES. 

Capital  Stock 57,584,681 

Less  pledged  to  city  of  Cincinnati 

to  secure  loan  of  $600,000 1,000,000 


Loan  of  City  of  Cincinnati ■■ 

44    on  First  Mortgage  Bonds,  redeemable 

July  1st,  1872 

Loan  on   2d    Mortgage    Bonds,   redeemable 

October  1st.  18*0 

Loan   on    construction    Bonds,   redeemable 

March  1st,  1876 

Loan  on  Income  Bonds,  redeemable  May  1st, 

1881 

Bills  payable  on  settlement  of  account  with 

W.  H.  Asp  in  wall  and  associates 

Bills  payable  on  temporary  loans  to  pay  1st 

mortgage  coupons 

Rent  of  rolling  power 

Charges  due  to  other  roads $15,930  89 

Payrolls  and  bills  unsettled  prior 

to  May  1st,  1860 71,975  21 

Open  account  unsettled 568  46 

Old  floating  debt  and  interest 130,983  06 

Unpaid     Interest    Coupons    on 

bonds 1,613,375  00 


86.584,681  00 
6UO.000  00 

8,050,000  CO 

258, COO  00 

4,242,000  110 

3,320,000  00 

360,000  00 

15,000  00 
99,878  89 


—      1,750,358  06 


Total S19.368.392  51 

ASSETS. 

Cost  of  Road   $16,5C6.0P5  59 

Real  Estate  and  Depots 618.786  CO 

Kquipment  and  Rolling  power 745,475  00 

Telegraph  Line 14,542  59 

Charges  due  from  other  Roads 18,996  60 

Bills  receivable - 584  00 

Open  account  unsettled 3,264  72 

Fuel  and  R.  R.  lies  on  hand 14.808  01) 

Materials  on  hand  at  shops 40.5i9  03 

Cash  balance  on  hand 28,722  00 

Uncollected  revenue  : 
Due  from  Agents 8,682  13 

"        GeneralP.0 14.706  16 

"        Adams  Ex.  Co 2,812  50 

"        Foreign  Roads 32,1161  79 


58,862  33 


Total 

Statement  of  the  Revenue  and 
Ohio   and   Mississippi  Kailroa* 
ending  April  30,  1860  : 

Revenue 

Fuel  used 

Transportation  expenses 

Repairs  of  Railway 

**  Bridges 

"  Water  Stations 

"         Depots 

•'         Passenger  cars 

*'         Freight  cars 

"         Locomotives 

'*         Shop  tools  and  machi- 
nery  

Oil,  Tallow  and  waste 

Books,  printing  and  stationery. . 

Loss  and  damage  to  freight 

Loss,  passage  and  baggage 

Cattle  killed  and  damaged 

G  ratuities 

Interest  and  discount 


518,051,656  17 

Working  Expenses  of  the 
i  Co.,  for  tde  fiscal  year 

81,015,484  56 


372,982  65 
255  286  44 
182,537  88 
22,414  38 
1,210  51 
10,289  41 
18,159  14 
37,984  30 
64,057  63 

5,000  72 
16,970  67 

2,046  82 
12,502  10 

5.577  02 
16,379  23 

1,538  19 

8,355  05 


Excess  of  revenue  over  expenses.. 


733,292  13 
5282,192  32 


Statement  of  Construction  work  for  the  fiscal 
Year  ending  April  30,  1860. 

Superstructure  for  side  tracks $6,416  06 

Ballasting  road  bed 19,366  63 

Building  Millcreek  Bridge 536,743  43 

Covering  Miami  bridge 5,303  60 

Building  bridges  at  Beaver  Creek 1,744  54 

43,796  57 

Building  Depots,  including  new  office 8,024  57 

Fencing. 1,385  46 

Right  of  Way  settled 9,710  33 

Water  stations 239  22 


Less  difference  to  Telegraph  Line. 


588,938  e4 
38  01 


Revenue  of  the  Oh 
Co.  from  May  1, 
From        Passengers. 

May $44,450  46 

June 47,608  41 

July 43,012  46 

August...  60,046  93 

Sept 65.876  07 

Oct 55.669  30 

Nov 48.363  31 

Dec 35.803  57 

January..  37,951  51 
February..  33.M9  40 
March....  45,245  '8 
April 36,£31  50 


$68,900  83 

io  &  Mississijjpi  Railroad 
1859,  to  April  30,  1860. 


Freight. 
23.954  09 
24,242  86 
20,314  13 
41,394  21) 
36,018  62 
35,911  10 
39,016  38 
35,114  60 
31, 11-9  38 
37,939  93 
46,H'7  42 
31,383  54 


Express. 
1,791  90 
1,771  90 
1,771  90 
1,840  05 
1.771  90 
1,771  90 
1,771  90 
1,850  31 
1,781  78 
1,713  25 
1.850  31 
1,713  25 


Comparative    Statement    of  Revenue   for 
1858-9  and  1859-60. 


Mail. 
3,766  67 
3,850  00 
3,850  00 
3,850  00 
3,850  00 
3,850  00 
3.850  00 
3.850  00 
3.850  00 
3,850  00 
3,85"  00 
3,850  00 


1859-60. 
May....  573,953  12 
June....     77.473  17 
July....     68  748  49 
August.     98,731   18 
Sept 107  510  49 

1858-9. 
55,957  59 
48.645  42 
62,005  79 
84,914  29 
108,450  OR 
105.049  68 
75,378  10 
6",250  80 
55,170  60 
60,374  22 
89,264  18 
76,496  fc7 

Increase. 
17,995  53 
28.827  75 
6,942  70 
12,810  89 

Decrease. 
S33  57 

7,847  33 

Nov....     93.651  59 

Dec 70,678  48 

January    74,775  07 

Feb 76,652  64 

March..     97,052  81 
April...     73,878  45 

18,243  49 
16,427  68 
19,605  17 
10,278  42 
7,788  63 

51,015,484  45 

681,957  61 

144  926  16 

11,399  32 

5133.826  84 

8341,801  12      403,166  31      21,380  35      40,116  67 


SUPERINTENDENT  S   REPORT. 

The  following  is  an  abstract  or  synopsis  of 
the  Annual  Report  of  the  Superintendent  for 
the  year  just  closed. 

The  gross  income  of  the  year  has  been  as 
follows  : 

From  Passengers 8544,801   12 

"      Freight 403,102  98 

"     Mail  and  Express 67,580  35 

Totol $1,015,483  45 

There  has  been  expended  fcr  operating  the 
road  : — 

Repairs  of  Track,  Bridges  and  Machinory, 
and  renewals  and  reconstruction 724,037  08 

Net  earnings 5200,547  37 

It  is  proper  to  state,  remarks  the  Superin- 
tendent, that  a  very  large  expense  has  been 
incurred  and  is  included  in  the  amount  above 
stated,  which  is  not  fairly  chargeable  to  the 
regular  operation  and  repairs  of  the  road,  of 
which  $12,500  was  in  making  embankments 
in  place  of  trestle-work,  $21,625  93  for  extra 
renewals  of  cross  ties,  $2,370  for  two  new 
brides  over  Beaver  creek,  $23,123  23  for  one 
hundred  new  iron  trucks  for  freight  cars,  and 
$9,647  11  for  rubber  springs,  making  a  total 
of  $69,266  27.  This  amount  being  deducted 
from  the  total  Expenditures  gives  64£  per 
cent,  of  the  gross  earnings  as  the  cost  of  oper- 
ating the  road. 

Gross  Increase  for  1859  and  '60 $1,015,484  45 

"  "         "    1558and'59 881,957  61 

Increase  in  1859  and  '60 5133,520  84 

Increase  on  Passengers 52, '.'60  45 

"  Freight 80,352  55 

Mail  and  Express 813  84 

Passenger  Traffic. 

Number  of  Passengers  carried  over  the  whole 

length  of  Road  Eastward 9  440 

Do.  Westward ll,135>a 

Local  Eastward.   109,278 

••      Westward 118.168K 

Total 24e,022 

Average  rate  per  passenger,  through  business. .  54  93 

Average  rate  per  pass,  local  business 162 

Freight  Traffic. 

No.  of  tons  of  freight  carried  Westward 57.896 

"  "  "  "       Eastward 64,732 

Total 122,028 

No.  tons  carried  one  mile ,  -  • .   15,300,180 

Rate  per  ton  per  mile 2%  cents. 

The  amount  charged  to  transportation  account 

is $255,286  44 

Amount  charged  to  same  account  last  year 239,190  93 

Showing  increase  of. $16,089  51 

Roadivay. 

The  nmount  charged  to  this  account  is $182,537  88 

Amount  charged  to  same  account  last  year 128,710  88 

Showing  increase 53,827  00 

This  increase  is  owing,  as  we  have  already 
stated,  to  the  additional  cost  of  bridges,  ties 
and  embankment.  The  number  of  ties  renew- 
ed is   127,123,  and  the  cost  of  the  material 


was  $38,392  40;  by  adding  the  cost  of  placing 
them  under  the  track,  which  is  about  11  cents 
per  tie,  we  have  a  total  cost  of  $52,375  93,  or 
$21,625  93  more  than  the  average  annual  cost 
of  renewal.  The  wear  and  depreciation  of 
iron  rails,  frogs  and  switches  have  been  fully 
made  up  during  the  year  by  renewals.  The 
side  tracks  at  several  of  the  stations  have 
been  lengthened  and  improved.  The  repairs 
rendered  necessary  by  the  sliding  of  the  canal 
bank,  and  of  the  river  bank,  near  North  Bend, 
continue  to  be  a  source  of  serious  expense  to 
the  road.  There  have  been  placed  on  the 
track  on  the  Eastern  Division  43,317  yards  of 
ballast,  and  five  miles  of  track,  near  Vincen- 
nes,  have  been  ballasted. 

Nearly  all  the  excavations  have  been  thor- 
oughly ditched,  and  many  of  the  embankments 
widened.  The  condition  of  the  road  is  much 
improved  since  the  date  of  the  last  report. 

Bridges. 

The  amount  charged  to  this  account  is $22,414  33 

Last  year 24,078  40 

Showing  a  decrease $2,264  02 

In  this  account  is  included  the  cost  of  two 
bridges  on  Beaver  Creek.  There  has  been 
400  feet  of  trestle  work  built  in  a  very  sub- 
stantial manner.  The  filling  in  with  earth  of 
2,620  feet  of  the  trestle  bridge,  rendering  an 
open  water  way  necessary,  in  the  low  ground 
at  the  west  end  of  it;  850  feet  of  trestle  work 
at  Eldou  has  been  completed.  A  bridge, 
costing  $36,743  43,  has  been  erected  at  Mill 
Creek,  in  place  of  the  trestle  bridge  formerly 
used,  and  the  track  removed  from  1,400  feet 
of  trestle  work,  and  placed  on  solid  embank- 
ment. The  Great  Miami  bridge  has  been  in- 
closed and  covered.  A  new  bridge  and  em- 
bankment is  contracted  for  at  Mutton  Creek, 
in  place  of  trestle  work.  The  bridges  at  Otter 
Creek,  Muscatine  and  Whitewater  are  report- 
ed as  requiring  to  be  rebuilt. 

Water  Stations. 

The  amount  charged  to  this  account  is $1,210  51 

Last  year ■■ 2,149  09 

Showing  decrease 939  IS 

Depot  Buildings. 

The  amount  charged  to  this  account  is $10,289  41 

Lastyear 4,670  H 

Showing  increase 5,419  27 

The  Superintendent  reports  that  the  roofs 
of  several  of  the  station  buildings  have  been 
renewed.  Station  buildings  have  been  con- 
tracted for  at  Milan,  Hardenburg,  Sparksville, 
and  Wheatland.  It  is  recommended  that 
buildings  to  accommodate  passengers  and 
freight,  and  platforms  be  erected  at  Vincenes, 
Mitchell,  Aurora  and  Lawreuceburg,  and  that 
the  Company  cause  good  hotel  accommoda- 
tion to  be  afforded  at  Seymour.  Such  an  hotel 
could  be  constructed  for  $5,800  and  rented 
for  a  fair  interest  on  its  cost. 

Passenger   Cars. 

The  amount  charged  to  this  account  is $18,159  13 

Lastyear .24,130  43 

Showing  decrease 5,971  30 

The  actual  repairs  have  been  $24,594  16, 
but  this  is  reduced  $6,435  03  by  credit  for  use 
of  cars  on  Western  Division.  The  Superin- 
tendent recommends  the  construction  of  new 
baggage  cars. 

Freight   Cars. 

The  amount  charged  to  this  account  is $37,984  30 

Lastyear 6,845  66 

Showing  increesc 31,138  64 

The  actual  expenditures  for  repairs,  etc., 
has  been  $52,407  79.  This  amount  is  reduc- 
ed $14,423  49  by  credit  for  use  of  cars  on 
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Western  Division.     25  new  platform  cars  have 
been  purchased  and  put  on  road. 

Locomotive  Engines. 

The  amount  charged  to  this  account  is $64,057  03 

last  year 5?,tS9!  58 

Showing  increase G.306  05 

The  mileage  of  engines  for  the  past  year 
has  been  701,703  miles.  Average  cost  of  re- 
pairs per  mile  were  9  12-100  cents. 

Machinery. 

Tiie  amount  charged  to  this  account  is S5.000  72 

Lust  year 5,79.5  23 

Showing  decrease 794  51 

Fuel 

The  amount  charged  to  this  account  is $72.9R2  C5 

Laatyear 08,275  25 

Showing  increase 4,707  39 

Average  cost  of  fuel  for  all  purposes,  per 
mile  run  with  locomotives  for  the  year  ending 
April  30,  1859,  was  9  75-100  cents.  The  aver- 
age in  1859-60  was  10  39-100  cents. 

It  is  recommended  that  sheds  for  the  pro- 
tection of  fuel  be  built  at  once.  This  is  ne- 
cessary to  secure  dry  fuel  in  a  plentiful 
supply. 

Oil,    Tallow  and    Waste. 

The  amount  charged  to  this  account  is 510,970  C7 

Last  year 18,299  29 

Show  decrease 1,328  02 

The  cost  per  mile  run  for  oil,  tallow  and 
waste  for  locomotives  in  1858-9,  was  1  22-100, 
and  the  cost  for  passenger,  baggage  and  freight 
cors  was  37-180  cents.  The  cost  for  locomo- 
tives in  1859-60  is  1  16100  cents,  and  for 
passenger,  baggage  and  freight  cars  was 
20-100  cents.  The  mileage  for  passenger  and 
freight  cars  for  the  past  year  13  4,31S,824 
against  3,560,465  miles  last  year,  showing  an 
increase  in  mileage  of  758  359  miles,  and  a 
decrease  in  the  consumption  of  oil  of  17-100 
per  cent. 

Loss  and  Damage. 

Loss  and  damage  on  freight $12,502  10 

Loss  and  damage,  and  gratuities  to  passengers 

and  employes,  and  loss  on  baggage 5,577  02 

Loss  and  damage  to  cattle 16,379  23 

Total 34.458  35 

lastyear 29,001  25 

Showing  increase 85,397  10 

The  sum  of  S7,000  on  account  of  losses  ac- 
cruing in  former  year,  but  unsettled  until  this 
year,  is  included  in  this  amount. 

The  Superintendent  says  results  of  the 
most  beneficial  character  would  be  experienc- 
ed if  the  entire  road,  or  at  least  the  most  ex- 
posed portions  of  it,  could  be  fenced,  and  he 
recommends  that  a  portion  of  the  line  be 
fenced  each  year,  with  a  view  to  inclosing  the 
whole  road  within  three  or  four  years. 

During  the  past  year  but  few  serious  acci- 
dents have  occurred.  Five  persons — three 
passengers  and  two  engineers.  Some  slight 
damage  has  been  done  to  cars  and  machinery 
from  being  thrown  from  the  track  by  broken 
rails  during  the  cold  weather. 

The  report  concludes: 

In  closing  this  statement  it  is  proper  to  add 
that  there  has  been,  during  the  past  year, 
a  general  and  decided  improvement  in  the 
condition  of  the  road  bed,  superstructures, 
machinery  and  cars.  To  this  fact  may,  to  a 
considerable  extent,  be  attributed  the  large 
relative  proportion  which  the  operating  and 
general  expenses  bear  to  the  earnings.  These 
can  in  future  be  materially  reduced,  and  at 
the  same  time  the  effective  value  of  the  road 
be  fully  maintained. 


There  has  been  a  steady  increase  in  the 
local  business  of  the  road;  and  there  should 
be  better  facilities  for  this  traffic  afforded  at 
various  points ;  more  convenient  arrange- 
ments at  stations  should  be  made,  and  I 
would  recommend  a  revision  of  the  local 
freight  and  passenger  tariff. 

Respectfully  submitted, 

E.  W.  Woodward,  Sup't. 

The  following  gentlemen  were  elected  Di- 
rectors of  the  Ohio  and  Mississippi  Railroad 
Company  for  the  ensuing  year: 

Larz  Anderson,  James  Hall,  William  W. 
Scarborough,  Chas.  D.  Coffin,  Edward  Flint, 
Henry  C.  Lord,  William  H.  Clement,  Joseph 
Torrence,  Saml.  W.  Pomeroy,  James  D.  Leh- 
mer,  James  C.  Hall,  Cincinnati ;  Lewis  B. 
Parsons,  Henry  D.  Bacon,  St.  Louis ;  Theo- 
dore Gazlay,  Lawrenceburg;  Wm.  H.  Aspin- 
wall,  Edwin  Bartlett,  Samuel  W.  Comstock, 
Joseph  W.  Alsop,  Fred.  Schuchardt,  Edward 
Delano,  Wm.  Whitewright,  Jr.,  New  York. 

The  following  are  the  names  of  the  gentle- 
men elected  on  Tuesday  to  serve  as  officers 
for  the  ensuing  year: 

J.  W.  Alsop,  President;  E.  Flint,  Vice  Pre- 
sident, Samuel  Trevor,  Secretary;  Chas.  S 
Cone,  Treasurer. 


MOBILE   AND    GREAT    NORTHERN 
RAILROAD. 

The  annual  report  of  the  stockholders  of  the 
Mobile  and  Great  Northern  Railroad  Company, 
was  held  at  Mobile  on  the  10th  of  April,  1860, 
when  the  annual  report  of  the  President  and 
Directors,  and,  also,  the  report  of  the  Chief 
Engineer  were  received. 

The  Directors  say: 

Having  received  the  city  loan,  §1,000,000, 
and  having  adopted  the  route  extending  on 
the  most  direct  precticable  line  from  the  city 
of  Mobile  to  the  Alabama  and  Florida  Rail- 
road, near  Fort  Crawford,  the  proposed  junc- 
tion of  the  Mobile  and  Girard  road,  the  Direc- 
tors having  placed  the  road  in  charge  of  G. 
Jordan,  Jr.,  Esq.,  a  very  intelligent  and  com- 
petent civil  Engineer,  as  Chief  Engineer,  or- 
dered it  to  be  prepared  for  letting  to  contrac- 
tors fortwith.  On  the  15th  of  January,  1S60, 
contracts  were  made  for  the  greater  part  of 
the  graduation,  masonry,  and  bridging  requir- 
ed on  the  road  east  of  the  Tensas  river,  to  be 
finished  by  the  1st  of  January,  1S61 ;  and  on 
the  1st  of  March,  1S60,  all  the  bridge  super- 
structure from  the  east  bank  of  the  Tensas 
river  to  the  city  of  Mobile,  was  contracted  for 
to  be  completed  in  two  years,  or  as  the  Com- 
pany may  require  it.  On  the  7th  of  March, 
1860,  contracts  were  entered  into  for  the  ma- 
terials for  the  piers  of  Tensas  and  Mobile  rivers, 
which  are  to  be  of  iron,  and  for  all  the  rails 
and  fastenings  necessary  for  the  road  east  of 
the  Tensas  river,  to  be  delivered  at  different 
times,  from  October,  1860,  to  July,  1861.  All 
there  contracts  were  made  with  responsible  par- 
ties, and  prices  which  are  reasonable.  The 
Directors  have,  therefore,  made  all  the  prepara- 
tions raquisite  to  have  the  road  in  operation 
from  the  Alabama  and  Florida  Railroad  to  the 
Tensas  river,  early  in  the  summer  of  1S61,  or 
in  time  to  take  off  the  crop  of  that  year,  and 
into  the  city  in  the  latter  part  of  1862  or  early 
in  1863. 

Location  of  the  Road. — The  great  object 
which  the  Direcctors  had  in  view  in  loeatino- 
the  Mobile  and  Great  Northern  Railroad,  was 


to  obtain  by  it  such  connections  with  the  sys- 
tems railroads  now  being  extended  towards  the 
Gulf  of  Mexico  from  Montgomery,  Selma,  Co- 
lumbus and  Eufaula,  that  Mobile  would  become 
their  principal  terminus,  and  the  focus  of  their 
operations.  To  accomplish  thisobjcet.invclv- 
ed  the  necessity  of  forming,  cr  of  providing 
that  connections  could  be  formed  with  the 
Alabama  and  Florida,  Selma  and  Gulf,  and 
Mobile  and  Girard  Railroads,  and  also  with 
the  proposed  Railroad  from  Savannah  via 
Eufaula;  and  these  connections  had  to  be 
made  so  as  to  command  and  obtain  the  tribu- 
tary business,  and  so  that  the  cost  of  construc- 
tion would  be  within  our  abilities.  Examina- 
tions of  the  whole  country  embraced  by  the 
projected  routes  were  made.  Three  general 
routes  for  the  road  were  surveyed ;  the  first, 
extending  from  Mobile  to  the  Alabama  and 
Florida  Railroad  near  Fort  Crowford,  the  pro- 
posed junction  of  the  Mobile  aDd  Girard  Rail- 
road; the  second,  connecting  with  the  Alaba- 
ma and  Florida  Railroad  atSparta,  with  a  side 
line  forming  a  junction  with  the  same  road  at 
Evergreen  :  and  the  third  route,  running  from 
Mobile  to  Midway  and  thence  to  the  Alabama 
and  Florida  road  at  Greenville.  In  addition, 
thorough  explorations,  examinations  and 
soundings  were  made  of  the  delta  of  the  Ala- 
bama river  from  the  head  of  the  bay,  opposite 
the  citv,  to  several  miles  above  Fort  Stodder. 
From  the  facts  developed  by  these  surveys, 
and  careful  consideration  of  the  subject  in  all 
itsbearings,  the  Directors  determined  that  the 
route  which  would  best  promote  the  interests 
of  the  Company  and  Mobile,  and  which  would 
best  accomplish  their  objects  above  stated,  was 
route  No.  1,  extending  on  the  most  direct  prac- 
ticable line  from  Mobile  to  the  Alabama  and 
Florida  Railroad,  near  Fort  Crawford,  provided 
certain  arrangements  could  be  made  with  the 
Alabama  and  Florida  and  Mobile  and  Girard 
Railroad  Companies.  These  arrangements 
having  been  completed  with  the  former  Com- 
pany, and  assurances  having  been  received 
that  a  similar  arrangement  would  be  effected 
with  the  latter,  the  route  was  adopted. 

By  the  contract  with  the  Alabama  and 
Florida  Railroad  Company,  all  freight  and  pas- 
sengers from  Montgomery  and  way  stations  on 
that  road,  are  to  be  transported  to  Mobile  as 
low  as  as  they  are  to  Pensacola ;  thus  the 
practical  advantages  of  the  shortest  and  most 
direct  connection  possible  to  make  with  that 
road  have  been  secured. 

The  adoped  route  possesses  the  great  advan- 
tage of  its  construction  being  within  our 
abilities.  It  will  require  a  much  shorter  and 
much  less  expensive  road  to  build  than  any 
other,  about  67  miles,  and  in  this  it  forms  a  con- 
nection immediately  with  the  Alabama  and 
Florida  Railroad,  and  prospectively  with  the 
Mobile  and  Girard  and  Eufaula  Railroads, 
whenever  they  are  constructed;  by  the  exten- 
sion, too,  of  the  Selma  and  Gulf  Railroad 
toward  the  north  west  corner  of  Florida,  which 
route  has  been  surveyed,  and,  it  is  understood, 
provisionally  adopted,  it  will  afford  the  shortest 
line  possible  to  obtain  from  Mobile  to  Sel- 
ma. 

Thus  the  adopted  route  enables  Mobile  to  be 
connected  with  all  the  proposed  railroad  ex- 
tensions from  Montgomery,  Selma.  Columbus 
and  Eufaula,  and  makes  the  Mobile  and  Great 
Northern  Railroad,  the  trunk  line  of  fonr  im- 
portant railroads  to  the  Gulf. 

Chief  Engineer's  Report. — From  the  re- 
port of  G.  Jordan,  Jr.,  addressed  to  W.  D. 
Dunn,  Esq.,  President,  we  subjoin  these  ex- 
tracts : 

'•Your  charter  was  granted  to  enable  yon 
to  build  a  railroad  uniting  the  citv  of  Mobile 
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with  the  Alabama  and  Florida  road  and  Ala- 
bama and  Tennessee  Rivers  roads,  and  thus 
to  secure  to  Mobile  a  direct  and  expeditious 
route,  connecting  with  the  general  railway  im- 
provements of  Alabama,  and  the  commercial 
centers  of  the  North  and  East. 

To  carry  out  this  object  in  the  best  manner,  a 
series  of  experimental  lines  were  run,  under 
the  direction  of  Lewis  Troost,  Esq.,  Chairman 
of  the  Executive  Committee,  from  Mobile,  as 
the  initial  point  and  terminating  at  Fort 
Crawford,  Sparta,  Evergreen,  and  Green- 
ville. 

A  mere  projected  line  would  indicate  the 
latter  as  the  point  of  junction  with  the  Alaba- 
ma and  Florida  Railroad,  but  when  fact  was 
so  patent,  that  all  the  requirements  of  either 
the  city  of  Mobile  or  the  public  could  be  met 
by  a  connection  at  Fort  Crawford,  at  an  im- 
mense saving  of  money  and  time,  the  terminus 
was  easily  fixed. 

Had  there  been  a  local  business  commensu- 
rate with  the  heavy  expenditures  necessary  to 
make  a  connection  north  of  the  present  one, 
the  location  might  have  been  different;  but 
the  absence  of  all  local  advantages  fully  con- 
firms the  policy  of  the  present  location.  The 
Fort  Crawford  line  being  fixed  upon  by  you, 
and  in  accordance  with  your  instructions,  a 
locating  party  was  organized  December  1st, 
and  put  into  the  field  in  charge  of  Mr.  T.  Fox, 
Principal  Assistant  Engineer,  and  the  location 
perfected  to  east  bank  of  the  Tensas  river, 
forty-nine  miles,  in  six  weeks.  The  labor  of 
the  party  was  materially  lightened  by  assis- 
tance obtained  from  former  surveys  made 
through  the  same  section  of  country  by  Mr. 
John  T.  Milner,  for  the  Mobile  and  Girard 
Railroad;  in  fact  our  location  may  be  con- 
sidered as  a  retracing  of  Mr.  Milner's  line  for 
a  distance  of  forty  miles,  and  only  left  it  to 
make  a  crcssing  of  the  Tensas  river  north  of 
Milner's.  The  general  direction  of  the  line 
for  the  first  thirty  miles  is  indicated  by  the 
Florida  State  line,  as  the  line  of  the  road  fol- 
lows immediately  along  the  State  line,  ap- 
proaching it  at  points  within  one  quarter  of 
a  mile  till  the  crossing  of  the  Perdido,  where 
the  course  changes  to  the  south-west,  direct 
for  Mobile,  crossing  the  Tensas  and  Mobile 
rivers,  about  half  way  between  Hall's  and 
Byrne's  landings  The  country  over  the  entire 
distance  is  high  and  dry,  densely  timbered  with 
the  finest  long  leaf  yellowpine,  and  interspersed 
with  hundreds  of  never  failing  springs  and 
streams  of  pure,  healthy  water. 

The  location  from  the  east  bank  of  ihe  Ten- 
sas into  the  city  of  Mobile  is  yet  incomplete — ■ 
the  crossing  of  the  Tensas  and  Mobile  rivers 
only  having  been  fixed.  A  party  is  at  present 
engaged  upon  this  work,  and  as  it  is  the  only 
portion  of  the  line  presenting  any  difficulty,  I 
I  feel  that  too  much  time  can  scarcely  be  spent 
upon  it — the  present  cost,  as  well  as  the  ulti- 
mate working  expenses  of  the  road,  being 
greatly  dependent  upon  a  judicious  location  of 
this  section  of  your  road. 

Great  fears  had  long  been  entertained  of  the 
total  impracticability  of  a  line  crossing  the 
delta,  owing  to  the  depth  of  water  and  charac- 
ter of  marsh  and  swamp,  rendering  founda- 
tions expensive  and  doubtful;  recent  surveys 
have  relieved  all  doubts  upon  this  subject. 
The  crossings  of  both  the  Tensas  and  Mobile 
rivers  are  favorable,  having  water  varying 
from  five  to  twenty-seven  feet,  and  a  compact 
sand  and  clay  bottom. 

The  remainder  of  the  line  is  over  a  well-tim- 
bered section  of  country;  and  although  a  por- 
tion of  it  is  subject  to  overflow  and  will  not 
supply  the  necessary  material  for  embank- 
ment, yet  the  surface  is  generally  sufficiently 


firm  to  support  the  material  that  can  be  con- 
venienly  hauled  in  from  the  cuts  east  of  the 
Tensas 

Before  the  location  of  the  eastern  portion 
of  the  line  was  perfected,  by  your  instruction 
I  advertised  for  proposals  to  clear,  grade  and 
prepare  that  part  of  the  line  for  the  superstruc- 
ture. The  letting  was  declared  on  the  15th 
of  January  to  a  respectable  and  efficient  body 
of  contractors. 

Under  these  contracts  it  is  required  that  the 
work  should  be  commenced  within  one  month 
from  the  time  of  letting,  and  be  completed  on 
or  before  the  1st  day  of  January,  1861.  It  is 
gratifying  to  state  that  thus  far  every  one  of 
these  contracts  have  been  complied  with,  and 
the  work  is  being  vigorously  carried  on. 

The  prices  paid  for  the  work  were  regarded 
as  fair  and  equitable  at  the  time  of  letting; 
the  opening  of  the  work  has  not  changed  this 
opinion ;  the  material  has  proved  favorable, 
the  location  healthy,  and  a  general  feeling  of 
satisfaction  exists  with  all  parties 

The  absence  of  materials  ordinarily  used  in 
the  construction  of  bridge  piers,  created  the 
necessity  of  a  thorough  investigation  of  all  the 
plans  resorted  to  in  Europe  and  our  own  coun- 
try, for  the  support  of  bridge  superstructures, 
and  a  careful  comparison  of  their  respective 
cost.  The  first  cost  of  timber  piers  was  ma- 
terially less  than  any  other;  but  in  a  South- 
ern climate  like  our  own,  where  decay  is  so 
rapid,  aided  by  the  destructive  influence  of  the 
teredo  navalis  or  sea-worm,  its  use  would  have 
been  both  hazardous  and  expensive  in  the 
end. 

Iron  being  left  as  the  only  available  materi- 
al meeting  the  difficulties  presented  in  our 
case,  a  careful  investigation  was  instituted  of 
the  respective  merits  of  pneumatic  cylinders 
and  screw  piles. 

The  latter  presented  many  admirable  fea- 
tures, being  easily  put  in,  and  when  once 
erected,  offered  little  or  no  resistence  to  the 
current  of  the  river;  but  the  depth  of  water, 
height  of  superstructure  and  severe  gales, 
rendered  the  piers  top  heavy  and  liable  to 
great  vibration;  and  independent  cf  the  above, 
they  were  more  expensive  than  the  pneumatic 
cylinders. 

The  cylinder  was  finally  determined  upon  as 
the  cheapest  and  least  objectionable  of  all  the 
known  plans,  and  one  eminently  suited  to  our 
wants.  The  success  of  this  class  of  bridge 
pier,  in  both  Europe  and  America,  gives  en- 
tire confidence  in  their  adoption. 

The  cast  iron  cylinder  possesses  many  ad- 
vantages ovei  all  other  plan  of  bridge  piers. 
The  location  of  your  bridge  is  at  points  where 
the  water  is  but  slightly  affected  by  the  salt  of 
that  of  the  bay;  and  even  were  it  doubly  so, 
and  the  action  equal  to  the  maximum  of 
metallic  destruction,  the  material  presented  to 
this  action  would  render  the  piers  perfectly 
safe  for  the  duty  they  would  have  to  perform 
a  century  from  this  time.  Independent  of 
this  fact,  these  cylinders  are  filled  with  the 
best  concrete,  and  while  the  cylinders  may  be 
losing  something  by  metallic  decomposition,  it 
is  compensated  in  an  equal  ratio  by  the  gra- 
dual hardening  of  the  concrete,  a  substance 
that  will  in  a  few  years  attain  to  a  hardness 
quite  equal  to  good  building  stone.  The  screw 
pile  pier  is  without  the  above  advantage.  The 
chemical  action  of  the  water  upon  the  screw 
piles  is  rapid  and  permanent,  without  a  com- 
pensating medium  of  protection.  A  contract 
for  the  cylinders  was  closed  on  the  7th  day  of 
March  with  Messrs.  John  Rogerson  &  Co.,  of 
New  Castle-on-Tyne,  England,  and  the  plans 
are  now  their  way  to  the  manufacturers  Should 
there  be  no  disappointment  in  the  delivery  of 


the  cylinders,  the  operation  of  sinking  them 
will  begin  the  1st  of  October  next.  The  super- 
structure for  these  bridges  will  be  upon  the 
Howe  Truss  plan,  with  large  revolving  draws, 
for  both  the  Tensas  and  Mobile  river  bridges. 
These  bridges  have  been  let  to  Messrs.  Den- 
mead  &  Kendrick,  of  Marietta,  Georgia,  men 
eminently  able  to  carry  out  the  terms  of  the 
contract. 

The  cost  of  the  entire  road  into  the  city  of 
Mobile  is  summed  up  in  detail  in  the  following 
table  which,  for  the  convenience  of  future  re- 
ference, I  have  devided  into  two  divisions 
— Eastern  and  Western.  The  Eastern  Di- 
vision, extending  from  the  Alabama  and 
Florida  Railroad  to  the  east  bank  of  the  Ten- 
sas, is  forty-nine  miles  long;  the  Western  Di- 
vision from  the  east  bank  of  tlie  Tensas  river 
to  the  city  of  Mobile,  is  eighteen  miles  long: 

Eastern  Dviision  —Total $1 .094,500 

Western  Division— Total $705,800 

Eastern  and  Western  Division 1,800,000 

General  CJiaracteristics  of  the  Road, 

Total  length  of  road  in  miles 67 

"     completed — 

Number  of  miles  of  road  under  contract 47 

Maximum  grade  per  mile,  in  feet 40 

Shortest  radius  of  curvature,  in  feet 1,910 

Width  of  excavations  at  [Trade,  in  feet 20 

Average  slope  of  excavations 1   to  1 

Width  of  embankments  at  grade,  in  feet.- 12 

Average  slope  o(  embankments ...-  14  to  1 

Numlier  of  Truss  bridges 6 

Aggregate  length  of  truss  bridges,  in  feet 4,0"iO 

Number  of  draw  bridges 4 

Aggregate  length  of  draw  bridges,  in  feet 650 

Number  of  trestle  bridges lt> 

Aggregate  length  of  trestle  bridges,  in  feet 4, '00 

Number  of  brick  culverts 113 

Weight  of  rail  per  lineal  yard  on  Main  track 6"  fcs. 

V         "        *'        "        **     "    aide 45  lbs- 

Character  of  fastenings Fish  Bar. 

Number  of  cross- ties  to  mile 2,346 

Dimensions  of  cross-ties 8x8x9  ft. 

Character  of  lumber  used Yellow  Heart  Pine. 


TRIAL  TRIP  OF  THE  FIRST  LOCO- 
MOTIVE. 

Major  Horatio  Allen,  the  engineer  of  the 
New  York  and  Erie  Railroad,  in  a  speech 
made  during  the  recent  festival  occasion,  gave 
the  following  account  of  the  first  trip  made  by 
a  locomotive  on  this  continent: 

"When  was  it?  Who  was  it?  And  who 
awakened  its  energies  and  directed  its  move- 
ments? It  was  in  the  year  1828,  on  the  banks 
of  the  Lackawaxen,  at  the  commencement  of 
the  railroads  connecting  the  canal  of  the  De- 
laware and  Hudson  Canal  Company  with  their 
coal  mines — and  he  who  addresses  you  was 
the  only  person  on  that  locomotive.  The  cir- 
cumstances which  led  to  my  being  alone  on, 
the  engine  were  these:  The  road  haa  been 
built  in  the  summer ;  the  structure  was  of 
hemlock  timber,  and  rails  of  large  dimensions 
notched  on  caps  placed  far  apart.  The  tim- 
ber had  cracked  and  warped  from  exposure 
to  the  sun.  After  about  300  feet  of  straight 
line,  the  road  crossed  the  Lackawaxen  creek 
on  trestle  work  about  30  feet  high,  with  a 
curve  of  355  to  400  feet  radius.  The  impres- 
sion was  very  general  that  this  iron  monster 
would  either  break  down  the  road  or  it  would 
leave  the  track  at  the  curve  and  plunge  into 
the  creek.  My  reply  to  such  apprehensions 
was  that  it  was  too  late  to  consider  the  pro- 
bability of  such  occurrences;  there  was  no 
other  course  than  to  have  a  trial  made  of  the 
strange  animal,  which  had  been  brought  here 
at  a  great  expense ;  but  that  it  was  not  necesi 
sary  that  more  than  one  should  be  involved 
in  its  fate;  that  I  would  take  the  first  ride 
alone,  and  the  time  would  come  when  I  should 
look  back  to  the  incident  with  great  interest. 
As  I  placed  my  hand  on  the  throttleTvalso 
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handle,  I  was  undecided  whether  I  would 
move  slowly  or  with  a  fair  degree  of  speed ; 
bat  believing  that  the  road  would  prove  safe, 
and  preferring,  if  we  did  go  down,  to  go 
handsomely,  and  without  any  evidence  of 
timidity,  I  started  with  considerable  velocity, 
passed  the  curve  over  the  creek  safely,  and 
was  soon  out  of  hearing  of  the-vast  assem- 
blage. At  the  end  of  two  or  three  miles,  I 
reversed  the  valve  and  returned  without  acci- 
dent to  the  place  of  starting,  having  thus  made 
the  first  railroad  trip  by  locomotive  on  the 
Western  hemisphere.' 


RAILROAD  IMPROVEMENTS. 

We  learn  from  the  Springfield  Republican 
that  Walter  Youmans,  an  ingenious  mechanic 
at  Cohoes,  New  York,  has  made  several  im- 
provements in  the  running  gear  of  railroad 
cars,  which  seems  to  be  of  great  practical 
value,  and  should  attract  the  attention  of  rail- 
road engineers  and  directors.  The  Republi- 
can says: ■ 

The  chief  improvement  consists  in  having 
the  wheels  loose  on  the  axles,  and  the  axles 
free,  and  so  adjusted  that  by  a  simple  yet  ef- 
fectual arrangement,  they  are  always  kept  at 
right  angles  with  the  track.  This  reduces  the 
friction,  and  makes  it  but  little  more  on  curves 
than  on  straight  lines.  The  trucks  and  axles 
being  free,  gives  a  natural,  easy  journal ;  does 
away  with  that  strain  on  the  axles  when  pass- 
ing over  bends,  which  causes  so  many  of  them 
to  break  at  the  shoulder;  renders  the  track 
and  running  gear  less  liable  to  wear,  and  in- 
sures greater  safety  and  pleasanter  motion, 
with  less  noise.  Wheels  regulated  in  this 
manner  are  not  apt  to  run  off  the  track,  either 
on  curves  or  in  consequonce  of  obstructions, 
as  the  flange  on  the  wheel,  conforming  readily 
to  the  contour  of  the  track,  almost  entirely 
precludes  the  possibility  of  a  fly  off.  Trucks 
and  axles  made  in  this  manner  will  have  an 
immense  advantage  on  broad  gauges,  as  it 
has  been  demonstrated  that  the  old  plan  is  not 
adapted  except  to  roads  having  a  compara- 
tive narrow  gauge,  whereas,  by  this  plan,  the 
width  of  the  track  is  immaterial,  as  no  more 
strain  or  friction  is  produced,  because  each 
wheel  and  axle  acts  independently;  and  cars 
of  greater  hurden  and  the  same  length  as  those 
now  used  on  narrow  gauge  roads,  can  be  con- 
structed, and  by  reason  of  their  closer  proxi- 
mity to  the  locomotive,  will  render  it  capable 
of  drawing  more,  thus  causing  great  saving  in 
the  transportation  of-  heivy  freights.  Mr. 
Youmans  also  has  an  improved  plan  for  oiling 
the  journal,  and  also  an  improved  mode  of 
applying  the  brakes  at  the  rim  of  the  wheel, 
the  farthest  point  from  the  center  of  motion. 
All  these  improvements  may  be  seen  on  a  car 
at  the  Sixth-avenue  depot  in  New  York. 


New  Steam  Engine. — A  Parisian  inventor 
has  recently  patented  an  improved  steam  en- 
gine, actuated  by  regenerated  steam,  which 
consists  in  generating  steam  at  about  three 
atmospheres'  pressure  in  a  boiler  surrounding 
the  fire  box,  and  conveying  the  steam  the  said 
steam  issuing  from  the  boiler  into  a  super- 
heating receiver  placed  within  the  fire-box. 
The  steam  superheated  being  thus  brought  al- 
most instantaneously  to  a  very  high  pressure, 
rushes  from  the  receiver  into  the  steam-chest 
of  a  horizontal  cylinder,  where  it  is  conveyed 
by  a  suitable  pipe  to  a  second  cylinder,  where 
it  expands  and  works  in  the  same  way,  thence 
the  steam  is  conveyed  back  to  the  boiler,  which 


it  enters  freely  after  raising  a  valve,  because 
its  pressure  is  still  higher  than  that  of  the 
steam  contained  in  the  boiler.  The  steam 
cylinders  are  in  a  horizontal  position;  their 
rods  being  in  a  straight  line  are  keyed  in  a 
guide  working  in  suitable  guides,  The  slide 
has  the  shape  of  a  frame  standing  upright,  and 
a  special  brace  in  which  a  cranked  pin,  or 
cranked-shaft  journal,  revolves,  sliding  up  and 
down  in  the  above  mentioned  slide,  so  that  the 
main  shaft  is  caused  directly  to  revolve  by  the 
two  sliding  motions  without  the  help  of  a  con- 
necting rod. — Hunts'  Mar.  Nag. 


>■ 


HIGH  SPEEDS. 


The  old  mail  coaches  performed  wonders  in 
their  day.  To  accomplish  the  distance  be- 
tween London  and  Exeter  in  four  hours  would 
be  less  of  an  achievement,  in  1860,  than  was 
the  conquest,  in  five  hours,  of  the  entire  dis- 
tance between  London  and  Brighton  in  1830. 
The  wonder  which  followed  the  advant  of  rail- 
ways was  greater,  no  doubt,  than  that  of  which 
mail  coaches  were  the  objects,  but  now  there  is 
little  wonder  left  for  either.  We  are  beginning 
to  be  impatient  of  express  trains.  Fifty  miles 
an  hour,  although  it  is  a  respectable  speed,  is 
not  always  fast  enough  for  the  modern  trav- 
eler. We  must  go  still  faster,  and  to  this  end 
renewed  efforts  are  being  devoted  to  the  im- 
provement of  permanent  way  and  rolling 
stock,  and  heavier  and  more  powerful  engines 
are  in  request.  The  accumulation  of  traffic 
has  become  so  great,  indeed,  on  many  of  our 
Hues,  that  trains  must  be  hurried  to  be  kept 
out  of  one  another's  way.  Many  of  the  heavi- 
est coal  trains  on  the  Great  Northern  Line  are 
run  at  forty  miles  an  hour,  and  several  of  our 
locomotive  superintendents  have  conceded  the 
necessity  of  high  speeds,  even  for  goods  traf- 
fic, by  boldly  adopting  six  feet  wheels  for 
goods  engines.  The  parliamentaries,  even, 
are  wheeled  rapidly  along,  albeit  they  are  sub- 
jected to  almost  interminable  delays  in  the 
sidings.  At  this  moment  it  is  proposed  to  in- 
crease the  express  speeds  of  the  great  lines  to 
the  north,  and  huge  engines  for  this  purpose 
are  already  nearly  completed  for  the  Great 
Northern.  The  North-Western  has  never  yet 
failed  to  respond  to  a  challenge  of  this  sort, 
and  no  one  knows  what  mountains  of  engin- 
ery will  come  forth  from  Wolvertou.  The 
Caledonian  Railway  Company  are  preparing 
for  their  share  of  the  work  and  engines,  which 
are  likely,  five  years  hence,  to  be  considered 
as  large,  are  in  course  of  construction,  in 
Glasgow. 

The  problem  of  very  high  speed  is  likely, 
therefore,  to  be  solved  by  increasing  the  power 
rather  than  by  diminishing  the  resistance. 
Such  gradients  and  curves  as  exist  upon  our 
older  and  more  important  lines  are  there  for 
all  time,  and  we  must  be  content  to  expend 
the  power  necessary  for  overcoming  them. 
Large  as  their  resistance  may  be,  here  and 
there,  they  are  nothing,  however,  in  compari- 
son with  the  :' train  resistances,"  properly  so 
called.  These  resistances  are  unquestionably 
capable  of  considerable  reductions,  and  in  re- 
ducing them  the  necessary  weight  of  our 
rolling  stock  could  be  materially  diminished, 
whereby  less  gravity  would  be  incurred  on 
gradients,  and  less  centrifugal  force  develop- 
ed on  curves.  To  reduce  the  train  resistances, 
the  permanent  way  needs  straightening  and 
smoothing.  With  straight  unyielding  rails, 
whose  surfaces  form  practically  perfect  planes, 
a  continuous  support  is  wanted,  all  along  the 
line.  Mr.  Brunei  struck  boldly  out,  many 
years  ago,  with  the  longitudinal  system,  but, 


unfortunately,  the  arrangement  which  he 
adopted  involved  the  ase  of  a  shallow,  deflect- 
ing rail,  which  bent,  all  along,  under  the 
wheels,  opposing  a  perpetual  gradient  against 
the  progress  of  the  train-,  besides  crushing  the 
timber  bearings  beneath.  Then,  again,  the 
stringers  cut  off  the  drainage,  they  were  al- 
most inaccessible  for  repairs,  and  the  whole 
arrangement  was  notoriously  expensive.  A 
better  practice  has  adopted  a  rail  even  deeper 
than  the  ordinary  rail — 6J  in.  or  7  in.  In- 
stead of  setting  this  up  upon  its  lower  base  it 
is  clamped  between  two  side  timbers,  and  be- 
yond the  bearing  which  the  lower  table  takes, 
of  itself,  upon  the  ballast,  the  rail  is  supported 
close  under  the  head,  and  has.  therefore,  no 
tendency  to  overturn.  When  it  was  originally 
proposed  thus  to  support  a  railway  bar,  the 
idea  was  ridiculed  as  impracticable.  Profes- 
sional authority  condemned  it  without  even  a 
hearing.  Nothing,  we  were  assured,  could  be 
more  absurd  than  the  proposition  to  distribute 
the  enormous  weight  of  a  railway  train  over  a 
few  sqcare  inches  of  timber,  which  eould 
hardly  be  said  to  have  any  connection  with 
the  rail.  And  yet,  despite  all  predictions,  the 
system  has  successfully  withstood  the  severest 
test,  and  it  is  now  a  perfectly  established  fact 
that  an  ordinary  double-headed  rail  bolted 
every  3  feet  between  a  pair  of  timbers  of  only 
3  in.  by  4  in.  section,  is  as  completely  sup- 
ported upon  the  ballast,  as  when  perched  upon 
sleepers  of  the  largest  size  employed  in  ordi- 
nary practice.  With  this  system  of  supports 
the  rail  itself  may  not  only  be  considerably 
strengthened,  as  its  depth  may  be  increased 
without  endangering  its  stability,  but  the  tim- 
bers, slight  as  their  holt  apparently  is.  furnish 
an  additional  stiffness,  equal  to  nearly  or 
quite  oue  half  that  of  the  rail  itself.  The 
stiffness  being  continued  to  the  joints,  a  stout 
cross  sleeper  at  each  prevents  any  sinking 
there,  and  serves  at  the  same  time  to  tie  the 
whole  system  together.  The  whole  arrange- 
ment occupies  so  little  depth  in  the  ballast 
that  the  drainage  is  not  interfered  with,  whilst 
every  part  is  as  accessible  for  examination  or 
repair  as  the  common  cross  sleeper  road. 

It  is  with  such  a  construction  of  permanent 
way  that  we  may  expect  to  reach  the  highest 
speeds  attainable,  until  railways  and  rolling- 
stock  are  constructed  to  fit  each  other  with 
the  accuracy  of  other  mechanism.  We  might, 
there  is  every  reason  to  believe,  attain  speeds 
of  seventy-five  or  eighty  miles  an  honr  on  a 
line  thus  supported,  and  there  would  be  no 
apprehension  as  to  the  breaking  of  rails. 

Upon  such  a  line  the  train  resistances  would 
greatly  diminished  by  the  use  of  independent 
wheels.  As  is  well  known,  George  Stephenson 
stoutly  opposed  all  attempts  to  introduce  loose 
wheels  upon  railways.  He  did  not  believe  in 
them  any  more  than  he  believed  in  double 
headed  rails,  steam  traction  upon  common 
roads,  and  some  other  important  improve- 
ments which  an  ampler  experience  has  found 
to  be  valuable.  An  accident  which  happened 
upon  the  Liverpool  and  Manchester  Line  to 
one  of  Braithwait  and  Ericson's  engines,  which 
like  their  first  locomotive,  the  Novelty,  had 
loose  or  independet  wheels,  put  an  end  for  the 
time  to  all  attempts  to  introduce  the  system 
upon  railways  Robert  Stephenson  patented 
an  arrangement  in  1831  for  oiling  railway  axle 
bearings,  by  revolving  a  hollow  axle,  to  which 
both  wheels  were  keyed,  upon  a  stationary 
solid  axle.  He  took  pains  in  his  specification 
to  express  his  conviction  of  the  manifold  dan- 
gers which  attend  the  use  of  loose  wheels,  and 
the  patent  in  question  may  be  taken  as  an 
emphatic  declaration  of  his  views  upon  the 
matter.     It  was  a  somewhat  singular  coinei- 


THE    RAILROAD    RECORD. 


187 


dence  that  a  patent  had  been  taken  out  in  Ja- 
nuary, 1826,  by  one  Robert  Stephenson,  who 
described  himself  as  an  engineer,  of  Bridge 
Town,  Old  Stratford,  Warwick,  for  an  arrange- 
ment by  which  the  wheels  upon  opposite  sides 
of  a  railway  carriage  revolved  independently 
of  each  other.  The  Robert  Stephenson,  who 
was  destined  to  achieve  such  fame  in  the  en- 
gineering world,  was  then,  we  believe,  absent 
in  South  America,  but  his  namesake,  who  ever 
he  was,  exhibited  a  good  deal  of  engineering 
knowledge  in  slating  that,  upon  the  system  of 
fixed  wheels  at  that  time  existing,  it  was  ne- 
cessary to  renew  them  every  five  or  six 
months,  whilst  the  rails  at  certain  parts  of 
the  line  required  renewals  every  three  or  four 
years. 

Whatever  improvements  railway  companies 
are  likely  to  adopt  from  choice,  there  are  some 
which,  to  attain  the  speeds  now  demanded, 
they  must  adopt,  and  indeed  are  adopting 
from  necessity.  Hard  surfaced  rails  and 
steel  tyres,  both  necessary  for  preserving  the 
truth  nf  the  rolling  surfaces,  are  being  exten- 
sively introduced.  We  have  republished  else- 
where a  practical  communication  upon  the 
subject  of  balancing  railway  and  other  wheels, 
moving  at,  high  velocities,  and  railway  com- 
panies will  doubtless  find  it  necessary  to  adopt 
the  suggestions  which  it  contains  A  better 
system  of  brakes  is  being  gradually  adopted, 
whereby  fast  trains  will  be  placed  more  effec- 
tually under  control.  Tbese  and  other  im- 
provements would  have  been  advantageous 
at  lower  speeds,  but  we  suppose  we  may  be 
satisfied  if  railway  companies  adopt  them  at 
all. — London  Engineer. 


INFLUENCE  OF  MACHINERY. 

When  the  place  of  hard  labor  is  first  supplied 
by  machinery  in  any  branch  of  manufacture, 
the  wages  of  those  who  still  endeavor  to  ob 
tain  employment  in  the  working  of  that  par- 
ticular branch  by  hand  are  reduced ;  but  those 
who  have  the  ability  to  embrace  other  employ- 
ments, and  particularly  the  manufacture  or 
use  of  the  manufacture  or  use  of  the  machines 
which  have  usurped  their  ordinary  handi- 
craft, reap  the  advantage  of  their  knowledge 
or  genius,  and,  by  increasing  demand  for  the 
manufacture,  ultimately  make  more  wages 
than  they  would  formerly  have  made  by  hand 
labor.  When  the  use  of  machinery  was  in  its 
infancy,  this  reduction  of  wages  had  more  evil 
effects  than  it  has  at  the  present  day,  or  will 
ever  have  again,  for  the  spread  of  education 
and  moral  culture  has  widened  and  will  wider, 
the  abilities  of  men,  and  teach  them  that  cer- 
tain general  knowledge  especially  aids  their 
advance  in  life.  Who  so  capable  as  the  tran- 
scribers whose  wages  were  lowered  by  the  in- 
troduction of  printing,  to  undertake  the  duties 
of  compositors  and  readers  in  a  printing  estab- 
lishment?— fitted  both  by  their  literary  attain 
ments,  and  by  the  similarity  of  the  employ- 
ments which  they  would  respectively  have  to 
give  up  to  embrace.  It  is  obvious  that,  with  a 
stout  heart  and  a  clear  head,  all  the  difficulties 
of  the  new  style  of  things  would  be  quickly 
mastered,  the  condition  of  the  ci-devant  tran- 
scriber would  be  ameliorated,  and  where  one 
copy  was  produced,  thousands  of  comparative- 
ly permanet  copies  would  be  sent  forth  to  the 
world,  in  their  turn  to  call  forth  the  latent  en- 
ergy, and  to  disseminate  knowledge. 

1'he  history  of  power-looms  and  saw-mills 
shows  the  results  equality  favorable  to  the 
general  adoption  of  machinery.  All  improve- 
ments, among  the  rest  tbe  use  of  machinery  in 
manufacturing  processes,  substitute  entensive 
employments  for  circumscribed  ones.     Society 


at  large  participates  in  tbe  additional  produc- 
tion, and  is  benefitted  thereby.  The  general 
adoption  of  machinery  will  bear  the  test  of 
profit  and  loss:  it  is  also  consonant  with  the 
same  reasoning  which  sactions  divisions  of 
labor,  and  its  advantage,  furthermore,  is  proved 
practically  by  an  appeal  to  statistics. —  Glas- 
gow Practical  Mechanics  Journal. 


GRAND  TRUNK  RAILWAY  COMPA- 
NY OF  CANADA. 

The  sixth  annual  general  meeting  of  the 
shareholders  of  this  Company  was,  yesterday, 
held  in  the  Company's  office  in  this  city.  The 
Hon,  John  Ross,  President  of  the  Company, 
occupied  the  chair.  Mr.  J.  M.  Grant,  the  Se- 
cretary, having  read  the  advertisement  con- 
vening the  meeting,  proceeded  to  read  the  re- 
port of  the  Directors  as  follows: 

The  Directors  of  the  Grand  Trunk  Railway 
Company  of  Canada  beg  to  submit  to  the 
shareholders  their  Sixth  Annual  Report.  The 
proprietors  are  aware  that  the  present  meet- 
ing should,  in  the  ordinary  course  of  events, 
have  taken  place  last  September  but  that 
owing  to  the  departure  of  the  President  and 
the  Managing  Director  for  England,  to  attend 
an  extraordinary  meeting  of  the  shareholders 
in  London,  it  has  been  adjourned  from  time 
to  time,  and  advantage  now  will  be  taken  of 
its  being  held  on  the  23d  instant,  of  also 
holding  immediately  afterwards  a  special 
general  meeting  for  the  purpose  of  raising  a 
sum  not  exceeding  one  million  and  a  half 
pounds  sterling,  and  also  for  the  purpose  of 
confirming  an  agreement  for  a  lease  of  the 
C.  D.  and  C  G.  T.  J.  Railway  to  the  Company. 
The  recent  full  and  comprehensive  report  of 
Mr.  Blackwell,  the  Managing  Director,  of 
which  a  copy  has  been  sent  to  each  stockhol- 
der, leaves  but  little  for  the  Directors  to  add 
in  their  present  communication. 

By  the  adjournment  of  the  annual  general 
meeting  to  this  time,  the  accounts  for  the 
half  year  ending  31st  December  last  have 
been  completed  and  they  are  republished  here- 
with. A  reference  to  them  will  show  that  re- 
ductions are  still  being  effected  in  the  expen- 
ses chargeable  to  revenue,  whilst  the  efficien- 
cy of  the  service  is  at  the  same  time  fully 
maintained. 

The  total  receipts  of  the  half  year  amounted  to. .  SI,  370,970 
And  the  expenditure 1,121,518 

Leaving  a  balance  of S'255,45'2 

to  the  credit  of  the  revenue. 

In  the  locomotive  department,  for  the  same 
period,  a  saving  in  the  train  mileage  of 
$11,268  and  in  the  car  mileage  of  $9,121  has 
been  effected,  whilst  the  condition  and  capa- 
city of  the  rolling  stock  have  been  fully  kept 
up.  It  is  intended,  as  stated  in  the  advertise- 
ment convening  the  special  meeting,  to  obtain 
the  sanction  of  the  stockholders  to  raise  fur- 
ther capital  for  the  purpose  of  providing  addi- 
tional rolling  stock,  wharfage,  and  other  ac- 
commodations, as  detailed  in  the  recent  Re- 
port of  the  Managing  Director,  but  the  Direc- 
tors, instead  of  determining  absolutely  whether 
the  £1,500,000  required  should  be  raised  by 
bonds  or  shares,  propose  to  take  a  discretion- 
ary power  to  raise  the  sum  named  either  by 
the  issue  of  bonds  or  shares,  or  both,  as  may 
be  found  expedient,  and  a  resolution  for  that 
object  will  accordingly  be  submitted  to  the 
meeting. 

Since  the  last  meeting  of  the  Shareholders 
held  in  London  on  the  30th  March,  1860,  at 
which  the  terms  provisionally  agreed  upon 
for  the  lease  of  the  C.  D.  and  C.  G.  T.  J.  Rail- 
way were  announced  it  has  been  found  neces- 


sary to  modify  those  terms  by  securing  to  the 
leasing  Company  a  rent  at  the  rate  of  8  per 
cent,  per  annum  on  the  Share  Capital  for  a 
limited  period  after  which  the  rent  will  be 
6  per  cent,  with  a  contingent  increase  up  to  8 
per  cent,  as  originally  proposed,  and  a  Reso- 
lution will  be  submitted  to  the  meeting  for 
sanctioning  an  agreement  for  lease  on  the 
terms  so  modified. 

,s.   „D,  >  JOHN  ROSS. 

coi0nea,;  JQHX  M    GRANT 

In  moving  for  the  adoption  of  the  Report, 
the  President  stated  that  it  was  not  his  inten- 
tion to  occupy  the  time  of  the  meeting  at  any 
length,  inasmuch  as  a  meeting  of  the  Share- 
holders had  been  recently  held  in  London,  at 
which  a  very  full  and  able  exposition  of  the 
Company's  affairs  had  been  made  by  the 
Chairman  of  the  London  Board,  Mr.  Baring, 
M.  P.  The  admirable  report  of  the  Vice  Pre- 
sident which  had  elicited  so  much  deserved 
commendation  from  tbe  English  Press,  had 
also  being  generally  circulated  and  read 
throughout  Canada,  and  therefore  this  meet- 
ing may  be  considered  as  being  held  for  the 
purpose  of  giving  formal  and  legal  effect  to 
that  which  had  been  already  adopted  by  the 
large  body  of  the  shareholders  at  the  meeting 
referred  to.  It  was  true  that  since  the  meet- 
ing of  the  shareholders  in  London  the  traffic 
of  the  railway  had  largely  increased,  and  ha 
had  no  doubt  but  the  receipts  would  reach 
$100,000  per  week  within  the  next  twelve 
months  if  the  country  were  blessed  with  an 
abundant  harvest  of  which  there  was  now  every 
promise.  There  must  be  some  temporary 
falling  off  in  the  traffic  for  three  or  four  weeks 
during  the  months  of  May  and  June,  but  the 
increase  would  then  show  what  the  line  could 
realty  do,  and  he  believed  would  soon  realize 
the  full  expectations  of  those  who  had  in- 
vested in  the  enterprise.  With  these  few  ob- 
servations he  would  move  the  adoption  of  the 
Report,  which  being  seconded  by  the  Vice 
President,  Mr.  Blackwell,  was  put  to  the  meet- 
ing and  carried  unanimously. 

Several  routine  matters  having  been  dispos- 
ed of,  a  vote  of  thanks  to  the  Hon.  Chairman 
terminated  the  proceedings. 


SOMETHING  NEW  IN  THE  SCIENTI- 
FIC WORLD. 

We  copy  the  following  interesting  article 
from  the  New  Orleans  Picayune.  It  is  from 
the  pen  of  their  New  York  correspondent, 
"Walter  Olyde:" 

A  certain  Dr.  Benjamin  Hardinge,  a  man 
of  original  mind,  a  careful,  truthful  and  never 
tiring  student  of  nature,  has  spent  the  last 
fifteen  years  in  his  laboratory  in  liquidating 
quartz  rock,  and  combining  it  again  in  new 
and  varied  forms.  Dissolving  quartz  or  silex, 
with  an  excess  of  alkali,  is  nothing  new  in 
chemistry,  but  to  do  it  with  the  silex  very 
greatly  in  excess  over  the  alkali,  and  in  large 
quantities,  and  at  small  expense,  has  been  one 
of  the  greatest  studies  of  chemistry  for  the 
past  quarter  of  a  century.  This  Dr.  Hardinge 
surely  accomplished,  for  I  have  seen  three 
thousand  gallons  of  liquid  dissolved  at  one 
time,  and  in  the  short  space  of  two  hours,  and 
at  an  expense  merely  nominal.  The  capacity 
of  this  monster  machine  is  six  thousand  gal- 
lons, and  it  can  digest  twelve  tons  of  quartz, 
or  oize  or  flint  rock,  in  twenty-four  hours,  and 
convert  it  into  the  waters  of  crystallization. 
But,  then,  you  have  the  basis  for  the  widest 
speculations.  Your  readers  are,  perhaps, 
aware  that  a  very  large  portion  of  our  globe  i& 
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of  just  this  material,  either  in  the  form  of 
sand,  rock  or  other  sillicious  substances.  By 
chemical  combinations,  Dr.  Hardioge  makes 
an  article  of  plastic  marble,  purer  than  the 
purest  Parian.  It  can  be  made  of  any  color, 
ty  mixtures  with  various  metallic  oxides. 
Every  article  of  marble  work  may  thus  be  cast 
as  perfectly  as  castings  of  metal  now  are,  and 
copies  of  Corinthian  pillars,  statues,  mantles, 
etc.,  can  be  furnished  at  an  expense  of  proba- 
bly one  per  cent,  their  present  cost.  By  a 
proper  combination  with  ordinary  sand  or 
marble,  a  stone  is  made  harder  than  the  hard- 
est flint,  and  at  a  price  far  less  than  the 
cheapest  brick.  Your  parlors  may  be  frescoed 
in  marble,  and  time  will  never  injure  the 
colors.  This  is,  undoubtedly,  the  same  pro- 
cess used  in  the  catacombs  of  Egypt,  the 
colors  of  which  are  as  fresh  as  when  they 
were  first  put  on,  three  thousand  years  ago. 

Your  levees  may  now  be  built  of  stone, 
made  on  the  premises,  and  you  will  have  no1 
trouble  to  make  them  equal  in  size  to  the  foun- 
dation-stones of  Solomon's  temple. 

This  liquid  quartz  is  also  made  into  paint, 
incombustible  and  insoluble.  Your  ships  and 
steamboats  can  never  burn  up,  and  the  mean- 
est hut  will  be  as  safe  from  lire  as  the  marble 
palace,  This  seems  almost  like  a  story  of  the 
1  Arabian  Nights,  yet  it  can  not  be  otherwise 
than  true. 

For  dissolving  gold  bearinsr  quartz,  this  in- 
vention's value  is  without  limit.  Every  atom 
of  gold  may  be  precipitated  and  saved,  and 
then  the  liquid  is  of  far  more  value  than  the 
whole  thing  has  cost.  Think  of  one  great  iron 
monarch  digesting  twelve  tons  of  flint  in 
twenty-four  hours. 


Second  Report  of  the  Receiver  of  the 
Ohio  and  Mississippi  Railroad  — John  W. 
Alsop,  Esq.,  Receiver  of  the  Ohio  and  Missis- 
sippi Railroad,  Eastern  Division,  filed  his 
second  report  with  the  Clerk  of  the  United 
States  Court  yesterday.  The  following  shows 
the  receipts  and  payments  from  the  9th  of  April 
to  the  30th  of  May,  the  period  covered  by  the 
report : 

RECEIPTS. 

Cash  on  hand $44,069  75 

Balances  collected  of  Agents 6,608  84 

Adams  Express  Company 3,(137  50 

Leceived  of  April  earnings 311,437  07 

Received  of  foreign  roada 18,120  87 

Of  foreign  roads  on  charges  account 31,935  70 

Keceivee  from  other  sources 15,293  3S 

Total $150,183  11 

PAYMENTS. 

Arrearages  of  March  operating  expenses 372,694  23 

Paid  on  April  operating  expenses 6,010  75 

Paid  arrearages  prior  to  March 080  5 1 

Construction  work 727  87 

Charges  on  account  with  foreign  roads 38,633  77 

Paid  interest  and'discount 1,300  85 

Sundry  office  expenses 1,238  84 

Telegraph  instruments 62  16 

Foreign  roads  account 9  12 

Balance  carried  to  May  account 28,829  01 

Total 81511.183  11 


The  Corporators  in  the  Pacific  Rail- 
road Bill.- — The  following  are  the  names  of 
the  corporators  in  the  Pacific  Railroad  Bill, 
presented  to  the  Souse  of  Representatives  by 
the  Committee  of  sixteen.  It  will  be  seen  that 
Mr.  S.  S.  L'Hommedieu,  President  of  the  Cin- 
cinnati, Hamilton  and  Dayton  Railroad,  is  one 
from  Ohio: 

William  H.  Swift,  Samuel  T.  Dana,  and  John 
Bertram,  of  Mass. ;  Moses  S.  Grinnell,  Benj. 
Chamberlain,  Hamilton  Fish,  John  A.  Dix, 
Daniel  C.  Eaton,  Azariah  Boody,  and  Joseph 
Field,  of  New  York  ;  Daniel  J.  Morrel,  Joseph 


Harrison,  George  W.  Cass,  Joseph  H.  Scranton 
and  Morton  McMichael,  of  Pennsylvania  ;  Ed- 
ward Pendleton,  of  Virginia;  Benjamin  H. 
Latrope,  Ross  Winans  and  Thomas  Swan,  of 
Maryland;  William  Ase,  S.  S.  L'Hommedieu, 
and  Henry  B.  Curtis,  of  Ohio;  Thomas  A.  Mor- 
ris, Jesse  L.  Williams,  and  David  C.  Banham, 
of  Indiana;  Joshua  Cobb,  of  Tennessee;  E.  O. 
Grosvenor,  and  William  J.  Wells,  of  Michigan  ; 
John  Wentworth,  N.  B.  Judd,  John  Moore  and 
Chas.  G.  Hammond,  of  Illinois ;  John  How, 
John  H.  Lucas,  Wm.  Gilpin,  and  Willard  P. 
Hall,  of  Missouri;  Charles  Mason,  Lucius  H. 
Langworthy,  Huge  T.  Reid,  and  Hoyt  Sher- 
man, of  Iowa;  Samuel  J.  Hensley,  T.  D.  Judah 
and  Louis  McLane,  of  California;  Herman  C. 
Leonard,  and  J.  C.  Ainsworth,  of  Oregon,  and 
to  such  persons  as  a  majority  of  such  grantees 
shall  admit  as  their  associates. 


Railroads  of  Connecticut.— Governor  Buck- 
ingham, in  his  message  to  the  new  Legislature 
of  Connecticut,  says: — The  whole  length  of 
railroads  built  within  the  State  of  Connecticut 
is  G02  miles,  constructed  at  a  cost  of  $29,861,- 
532  04,  of  which  818,72^717  31  has  been  paid 
in.  The  gross  income  has  been  §3,527,903  79, 
which  is  an  increase  of  $409,921  G4.  The  net 
income  has  been  $1,221,797  51,  or  four  per 
cent,  on  the  cost,  showing  an  increase  of 
$175,392  59. 

The  governor  further  says: — The  commis- 
sioners report  the  reads  as  having  been  con- 
ducted with  increased  economy,  with  conveni- 
ence to  the  public,  and  without  the  loss  of  a 
life  of  a  single  passenger.  These  facts,  taken 
in  connection  with  the  attention  which  has 
been  given  to  the  roads,  the  renewal  of  rails 
and  the  repairs  and  reconstruction  of  bridges, 
show  a  gradual  improvement  in  tne  roads  and 
their  management.  Many  who  engaged  in 
the  buildiug  of  these  railroads  sustained  great 
personal  losses,  yet  the  roads  are  of  almost 
incalculable  benefit  and  importance  to  the 
public,  and  could  not  now  be  dispensed  with. 
They  have  been  constructed  with  private  capi- 
tal, aided  by  grants  from  the  State,  of  the 
franchises  embraced  in  their  several  charters. 
The  stockholders  naturally  desire  a  remunera- 
tion for  their  investment,  while  the  State  aims 
to  promote  the  convenience  and  increase  the 
the  business  of  the  people.  These  objects 
are  highly  proper,  are  consistent  with  the  in- 
terests of  all  parties,  and  may  be,  in  a  great 
meausure,  secured  by  harmonious  action. 

W9*, 

INDEPENDENT  TAETARY. 

The  following  dispatch,  from  F.  C.  Claxton, 
Consul,  dated  Moscow,  February  3,  1859,  is 
from  the  annual  report  of  the  Secretary  of 
State  on  Foreign  Commerce  for  1859: 

An  adopted  American  citizen,  Mr.  Charles 
T.  HofTstettin,  at  present  in  the  employ 
of  the  Russian  Government  as  geologist 
and  mineralogist,  having  just  returned  from 
a  visit  to  and  examination  of  that  portion  of 
Independent  Tartary  lying  to  the  north  of  Khiva 
and  Bokhara  and  east  of  the  Aral  Sea,  has 
made  such  statements  respectingthat  unknown 
and  unexplored  region,  that  I  deem  it  proper 
to  transmit  the  information  to  the  Department, 
regretting  that  I  am  unable  to,  enter  more  into 
details. 

Mr.  HofTstettin  conversed  freely  enough  un- 
til he  discovered  the  purport  of  my  inquiries  ; 
after  which  he  became  more  guarded,  and  de- 
clined permitting  me  to  glance  over  his  notes, 
or  to  write  out  the  result  of  his  observations, 
that  I  might  enclose  them  to  you-  It  will  be 
recollected  by  the  Department  that  some  ten 


years  since  a  Russian  "corps  d'armie,"  whilst 
marching  on  Khiva  from  Olenburg,  became 
lost  in  the  desert  of  Borouk  and  the  Embinska 
steppes,  and  nearly  all  perished.  Since  then 
information  has  been  gradually  and  secretly 
sought,  and  the  object  of  the  expedition  of 
which  our  countryman  was  a  member,  was  of 
an  exploratory  character.  It  consisted  of  an 
officer  of  the  corps  des  mines,  Gen.  Kartine, 
Governorof  Olenburg,  an  officer  of  topographi- 
cal engineers,  and  Mr.  HofTstettin.  No  escort 
was  provided,  and  the  intentions  of  the  party 
concealed.  They  left  Moscow  last  spring,  and, 
descending  the  Volga,  landed  at  Karagan,  ou 
the  eastern  shore  of  the  Caspian  Sea,  and  pro- 
ceeded thence  by  camels  to  Khiva  and  Bok- 
hara. 

My  informant  states  that  the  amount  of 
traffic  along  this  line  i3  enormous.  As  many 
as  three  hundred  camels  arrive  at  and  leave 
Khiva  each  day.  The  principal  article  of  mer- 
chandise transported  westward  is  cotton,  which 
grows  and  thrives  on  the  steppes.  It  is  of 
shorter  staple  than  our  own,  and  commands 
in  Kazan,  where  is  manufactured  into  yarn 
and  cloth,  about  fifteen  cent3  a  pound,  (Eng- 
lish;) manufactured  silks  of  inferior  quality, 
(used  here  for  dressing  gown3,)  camels'  hair, 
pristaches,  gold  dust,  and  precious  stones,  are 
the  remaining  articles  of  commerce.  In  ex- 
change, the  Tartars  take  cotton  goods,  cutlery, 
fire-arms,  and  powder,  with  some  few  of  the 
European  luxuries. 

The  climate  is  represented  as  very  mild, 
about  that  of  the  central  provinces  of  France. 
Furs  are  not  worn,  and  the  Russian  stove  un- 
known. The  whole  country  from  the  Caspian 
to  Bokhara  was  found  a  succession  of  steppes, 
devoid  of  timber  and  water.  In  the  neigh- 
borhood of  Bokhara  good  timber  lands  abound. 
Inns  or  hotels  were  not  to  be  found;  nothing 
but  the  bare  walls  of  the  "  Stranger's  Karavan- 
saries,"  where  it  was  expected  that  both  bed- 
ding and  food  should  be  provided  by  the 
lodgers. 

The  population  of  Khiva  was  estimated  at 
over  30,000;  that  of  Bokhara  at  125,000  ;  that 
of  the  entire  country  not  calculated.  Each 
city  is  the  capital  of  its  respective  district, 
governed  by  nominally  independent,  princes  or 
khans,  who  are  naturally  very  much  under 
Russsian  influence,  to  which  government  they 
pay  a  heavy  tribute,  under  the  name  of 
presents. 

The  language  of  the  people  is  Tartaric,  but 
Sclavonic  terms  and  expressions  are  so  much 
interspersed,  and  the  intercourse  with  the 
Russians  so  constant,  that  no  difficulty  was 
found  in  making  themselves  understood  in  that 
language  by  the  party.  The  people  throughout 
were  found  most  peaceable  and  hospitable; 
their  houses  far  more  comfortable  than  those 
of  the  peasants  and  lower  classes  in  Russia. 
Mr.  HofTstettin  says  they  might  be  termed 
luxurious;  the  furniture  all,  as  a  matter  of 
course,  of  Eastern  style — divans  and  cushions 
forming  the  principal  part. 

After  leaving  Bokhara  the  party  proceeded 
north  into  the  Kirgees  country,  and  thence 
across  the  frontier  to  Olenburg.  The  same 
quiet,  inoffensive  people  were  found  as  in  Tar- 
tary proper — their  habits  nomadic,  and  their 
occupation  entirely  pastoral.  Flocks  of  sheep 
and  herds  of  cattle,  numbering  many  thousands, 
were  frequently  met  with,  and  as  a  consequence 
meat  very  cheap — one  copec  per  pound,  flour 
the  same. 

The  mineral  resources  of  this  section  were 
found  to  be  almost  fabulous,  and  to  verify 
the  previous  reports  and  rumors,  was  part  of 
the  object  of  the  exploration.  Gold,  copper, 
iron  and  quicksilver,  as  well  as  precious  stones 
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and  marbles,  were  found — the  gold  and  silver 
in  rivers,  and  rich  "diggings"  (washings)  of 
the  former,  which  yield  from  ten  to  twenty-five 
roubles  per  hundred  pounds  (about  eighty  cu- 
bic feet)  of  earth.  Among  other  natural  curi- 
osities the  party  visited  a  volcano,  where  the 
scoria  was  pure  iron ;  in  fact  the  mountain 
was  a  grand  natural  smelting  furnace.  Por- 
phyry, malachite,  turquoises,  emeralds,  and 
sapphires  were  seen,  and  some  fine  specimens 
brought  away. 

On  the  Russian  territory  the  land  was  much 
less  auriferous ;  nevertheless  some  two  thou- 
persons  were  engaged  in  gold  digging,  and 
with  fair  returns,  labor  being  cheap.  Parties 
hire  hands  from  the  proprietors  or  officers  of 
the  crown,  and  obtain  privilege  from  the  proper 
officer  to  work  a  certain  contract  generally 
two  versts  square.  The  serfs  are  hired  for  six 
months,  and  bound  to  remain  for  that  term. 
The  police  of  the  district  being  performed  by 
Cossacks,  but  little  difficulty  is  encountered  in 
keeping  the  people  to  work,  but  considerable 
danger  is  run  from  the  soldiery  themselves, 
who  often  rob  the  successful  operator.  The 
gold  is  received  at  the  government  assay-office, 
and  a  receipt  given,  which  is  cashed  either  in 
St.  Petersburgh  or  Moscow. 

With  so  rich  a  prize  as  the  land  of  the 
Kirghees  at  their  very  door,  it  is  not  surprising 
that  the  Russians  should  desire  its  possession, 
and  that  every  step  made  should  be  with  this 
ultimate  view.  Mr.  Hoffstettin  says  the  govern- 
ment desires  to  construct  a  railroad  from  the 
Caspian  to  Khiva.  Whenever  completed  it 
would  certainly  place  the  country  at  the  mercy 
of  an  invading  force  the  more  so  as  all  the 
employees  would  be  necessarily  Russian. 

Independent  Tartary,  remote  as  it  is,  and 
difficult  of  access  at  present,  will  soon  be 
brought  within  easy  communication  with 
European  markets  by  means  of  a  railroad  now 
in  process  of  reconstruction  between  the  rivers 
Don  and  Volga.  The  road  in  question  will  be 
but  forty  miles  in  length,  and  will  constitute 
the  only  land  carriage  between  the  ports  of 
the  Caspian  and  Black  Seas. 

Another  route,  to  which  I  referred  in  my  report 
•on  the  trade  of  the  Caucasus,  will,  if  ever 
opened,  prove  more  direct;  a  road  from  Poti, 
the  seaport  of  Tiflis,  via  that  city,  and  Koora 
or  Cyrus  River,  will  obviate  the  navigation  of 
the  Don,  the  transhipment  and  descent  of  the 
Volga. 


BOSTON,  CONCORD  AND  MONTREAL 
RAILROAD. 

The  earnings  of  this  road  for  the  year 
ending — 

April  30,  were $253,626  53 

And  the  expenditures  were 134,21)5  27 

Leaving  as  net  income 5119,420  2G 

The  income  in  gross  earnings  over  the  previous 

year  was 525, 9f 6  47 

The  decrease  in  expenses 7,175  34 

Slaking  the  increase  in  net  earnings 533.081  81 

In  the  above  statement  of  expenditures  are 
included  all  the  running  expenses  for  the  year 
and  every  outstanding  claim,  besides  $6,000 
of  the  operating  expenses  of  the  year  previous, 
so  that  the  increase  in  net  earnings  amounts 
really  to  $45,000. 

The  net  earnings  of  the  road  for  the  year 
have  been  applied,  first,  to  the  payment  of  the 
interest  on  the  bonds  of  the  corporation, 
which,  through  all  the  depression  in  the  rail- 
road interest  and  the  embarrassments  of  the 
corporation  has  been  promptly  met.  This  in- 
terest amounts  in  the  aggregate  for  the  year 
to  $67,648.     Second,  to  the  payment  of  an  an- 


nual sum  ($12,500)  into  a  sinking  fund — a 
wise  provision  for  the  ultimate  extinction  of 
the  bonded  debt  of  the  corporation.  By  the 
judicious  investment  of  this  annual  appropria- 
tion, to  set  apart  which  is  made  obligatory 
under  a  legislative  act,  the  bonded  debt  is  re- 
duced by  a  sum  considerably  larger  than  the 
actual  appropriation,  and  this  will  continue 
to  be  the  case  so  long  as  the  bonds  of  the  road 
can  be  purchased  below  their  par  value. 
These  two  items — interest  on  bonds  and  the 
sinking  fund  appropriation- — constitute  an 
annual  charge  upon  the  net  earnings  of  the 
corporation  ef  $80,178.  The  balance  of  the 
net  earnings  would  be  applicable  to  a  divi- 
dend if  it  were  not  for  floating  liabilities, 
from  which  the  road  is  gradually  working 
itself  free.  These  liabilities  are,  first,  sundry 
outstanding  corporation  notes,  given  when 
the  floating  debt  of  the  corporation  was  ar- 
ranged. These  notes  amounted  to  $45,100, 
payable  in  one,  two  and  three  years.  The 
first  payment  has  been  made  during  the  past 
year,  amounting  to  $17,000.  The  second 
item  of  outstanding  liabilities  is  the  sum  due 
Gilmore  and  Clapp  upon  an  old  claim,  which 
was  unexpectedly  awarded  against  the  road 
in  the  settlement  of  the  accounts  of  a  contrac- 
tor. This  claim  is  to  be  paid  in  easy  instal- 
ments. The  instalment  for  the  past  year,  with 
interest,  has  been  paid,  amounting  to  $10,425, 
and  the  legal  expenses  attending  the  defense 
of  the  suit  have  also  been  settled  in  full, 
amounting  to  some  $3,000  more.  The  amount 
now  due  on  this  claim  is  $47  260  44,  making 
the  whole  floating  debt  of  the  corporation 
$75,360  44.  The  road  is  now  actually  $50,000 
better  off  than  it  was  last  year.  When  the 
floating  debt  is  paid,  the  balance  of  the  net 
earnings  over  the  interest  on  the  bonds  will 
thereafter  be  applicable  to  the  payment  of  a 
dividend  on  the  preferred  stock  of  the  corpo- 
ration. If  the  net  earnings  continue  as  large 
as  during  the  past  year,  the  whole  floating 
debt  will  be  extinguished  by  the  business  of 
the  next  two  years. — Railroad  Journal. 


Baltimore  and  Ohto  Railroad. — An  in- 
junction was  prayed  for  the  21st  inst.,  in  the 
United  States  Circuit  Court,  on  the  part  of  the 
State  of  Maryland  against  John  W.  Garrett, 
Esq.,  President  of  the  Baltimore  and  Ohio 
Railroad,  restraining  him  from  certain  alleged 
proceedings  in  relation  to  the  extra  dividend 
declared  by  that  Company.  The  petition  al- 
leges that  Mr.  Garrett  has  offered  the  city 
over  $100,000  as  "accrued  interest  on  the  divi- 
dend bonds  held  by  the  corporation.  The  ac- 
ceptance of  this  offer,  it  is  alleged,  would  be 
an  acknowledgment  of  the  legality  of  the  ex- 
tra dividend,  and  necessitate  the  city's  with- 
drawal from  the  position  she  has  occupied  in 
the  courts  as  a  contestant  against  the  action 
of  the  Company.  The  State,  by  its  counsel, 
therefore  asks  an  injunction  to  forbid  the  pay 
ment  of  the  money  to  the  city.  The  matter 
has  been  set  down  for  the  6th  day  of  June. — 
Baltimore  American. 

III!  Illl   Q    III!    Ml- 

Right  of  Firemen  to  the  Railroad 
Tracks. — Garrett  S.  Molt  agt.  The  Hudson 
River  Railroad  Company. — On  the  15th  of 
July,  1857,  the  plaintiff's  lumber  yard,  foot  of 
55th  street,  North  river,  caught  fire,  and  a  hose 
was  stretched  across  the  Hudson's  River  Rail- 
road track,  through  which  a  stream  of  water 
was  thrown  on  the  flames.  A  train  of  cars  of 
the  defendants  ran  over  the  hose,  cutting  it  so 
as  to  be  useless,  and  the  plaintiff  claims  that 
his  property  was  damaged  to  the  value  of 
$1,500  more  tl  an  it  would  have  been  had  not 
the   water   been  cutoff  by  the  cars  running 


over  the.  hose.  The  case  was  tried  once  be- 
fore, and  a  verdict  was  rendered  for  the  plain- 
tiff for  $1,000.  The  General  Term,  however, 
set  the  verdict  aside,  and  ordered  a  new  trial. 
The  defense  is  a  general  denial. 
_  The  Judge  charged  the  jury  that  the  plain- 
tiff could  not  recover,  unless  he  had  given  the 
train  sufficient  notice  of  the  obstruction  of 
the  track,  and  that  the  defendants  were  enti- 
tled to  a  verdict  if  the  jury  were  satisfied  that 
the  hose  could  have  been  stretched  along  the 
track  instead  of  across  it.  Verdict  for  defend- 
ants. 

Townsend,  Dyett  &  Raymond  for  plaintiff; 
Fullerton  k  Dunning  for  defendants. 


RAILWAY  LEGAL  DECISIONS. 

Important  to  Contractors. — At  the  Court 
of  Common  Pleas,  held  in  New  York  City  re- 
cently, Mr.  Zi miner  sought  to  recover  dama- 
ges from  Mr.  Mark  Eidlitz,  for  a  severe  injury 
to  himself,  while  engaged  as  a  workman  upon 
the  Tabernacle  church  in  1858.  The  defend- 
ant was  the  contractor  for  the  building,  and 
employed  a  large  number  of  workmen,  among 
them  the  plaintiff.  The  plaintiff,  in  his  own 
behalf,  testified  that  soon  after  commencing 
work,  on  the  22d  of*  August,  1858,  he  was 
standing  near  the  curb-stone  on  34th  street, 
about  twenty-five  feet  from  church,  when  he 
was  struck  upon  the  back  of  the  head  by  a 
mason's  tool,  called  a  "point,"  weighing  two 
and  a  half  pounds;  was  knocked  down,  his 
skull  fractured,  and  sustained  other  injuries. 
The  defendant  was  not  at  the  building  at  the 
time,  nor  had  he  been  that  morning.  Plain" 
tiff  contended  that  defendant  was  liable,  be- 
cause he  did  not  erect  a  scaffolding  around 
the  tower,  or  fence  below,  for  the  protection  of 
the  workmen.  It  was  not  shown  that  it  was 
usual  or  necessary,  in  erecting  towers,  to  put 
up  a  scaffolding  for  protection  of  persons  be- 
low. 

Defendant's  counsel  moved  to  dismiss  the 
complaint,  on  the  ground  that  one  employe 
for  an  injury  received  through  the  negligence 
of  another  employe,  could  not  recover  against 
the  common  employer  or  master,  unless  the 
master  himself  were  guilty  of  negligence;  and 
that  no  evidence  had  been  given  of  any  tegli 
gence  on  his  part.  The  Judge  granted  the 
motion  and  dismissed  the  siut. 


In  the  Matter  of  the  Proposed  Subscrip- 
tion by  the  County  to  the  Osage  Valley 
and  Southern  Kansas  Railroad,  Missouri. — 
The  court  having  investigated  and  examined 
the  returns  from  the  several  townships  and 
voting  precincts  in  this  county,  of  the  vote  re- 
cently taken  for  and  against  the  proposed 
railroad  subscription,  on  one  hundred  and 
fifty  thousand  dollars,  and  the  court  havino- 
corrected  and  purged  tie  several  poll  books 
so  returned,  and  having  stricken  therefrom  all 
votes  recorded  thereon  which  from  the  face  of 
each  book  seemed  to  the  court  to  be  impro- 
perly cast  under  the  law  authorizing  said  vote, 
and  the  court  finding  after  such  correction 
that  the  vote  stands  eighteen  hundred  and 
seventy-two  for  such  subscription,  and  fourteen 
hundred  and  seventy-two  against  such  sub- 
scription, and  the  court  being  willing  that  the 
opposers  of  such  subscription  shall  have  a 
full,  fair,  and  unprejudiced  hearing,  and  am- 
ple time  and  opportunity  afforded  them  to 
further  purge  said  returns,  and  to  the  end  that 
all  parties  may  have  ample  justice  done  id 
the  premises, 

It   is  therefore   now  here   ordered  by  the 
court,  that  the  further  action  of  this  conrt  in 
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the  premises  be  postponed  until  the  first  Mon- 
day in  June  next,  and  for  information  to  those 
opposed,  and  as  a  matter  of  reciprocal  justice 
to  the  friends  of  such  subscription,  the  court 
will,  in  case  said  election  shall  be  contested, 
require  of  the  contestants  bonds  with  security 
sufficient  to  secure  all  costs  attending  such 
investigation,  and  the  clerk  of  this  court  is  di- 
rected to  have  this  order  published  in  the 
several  newspapers  in  this  county. — Brown- 
■cille  (Mo.)  Observer. 

■ .  .  ■ 

AN  IMPROVED  MEANS  OF    GIVING 
INCREASED  STRENGTH  TO  PAPER. 

BY   THOMAS   TAYLOR. 

The  invention  consists  in  soaking  paper 
(either  sized,  unsized,  or  partially  sized)  in  a 
concentrated  solution  of  neutral  chloride  of 
zinc,  either  warmed,  or  at  the  ordinary  tem- 
perature of  the  air.  The  solution  must  have 
the  specific  gravity  of  2100,  or  thereabouts, 
when  it  will  have  the  consistence  of  syrup. 
The  paper  to  be  treated  must  be  immersed  in, 
or  floated  on,  the  solution  until  it  is  fully  satu- 
rated ;  it  is  then  removed  and  washed  with 
water.  If  it  is  desirable  to  retain  a  portion  of 
zinc  in  the  paper,  it  is,  after  being  partially 
washed,  immersed  in  a  weak  solution  of  car- 
bonated alkali,  and  then  thoroughly  washed 
in  water.  After  this  treatment  it  will  be  found 
that  the  paper  is  more  or  less  changed,  has 
contracted  in  volume,  beeome  more  dense,  less 
porous  and  much  stronger-  When  it  is  de- 
sired to  produce  a  more  complete  change,  the 
solution  must  be  heated,  and  the  temperature 
may  be  varied  from  80°  or  90°  P.  to  212°,  ac- 
cording to  the  effect  desired.  The  change  is 
completed  when  the  paper  becomes  swollen, 
and  apparently  dry,  as  well  as  opaque  and 
flaccid.  If  sheets  of  paper  saturated  with 
the  solution  be  pressed  together  and  ironed, 
they  will  become  permanently  united.  In 
some  cases  the  patentee  dissolves  cotton  fibre, 
starch,  dextrine  or  gum  in  the  solution  of 
chloride  of  zinc,  or  he  adds  the  chloride  of 
tin,  calcium,  or  magnesium ;  but  the  paper 
is  always  submitted  to  a  thorough  washing 
with  water. 

Paper  thus  treated,  assumes  more  or  less  the 
toughness,  semi-transparency,  and  general  ap- 
pearance of  parchment. 

Our  readers  will  remember  that  Mr.  Gaine 
produced  the  same  effect  on  paper  by  immers- 
ing it  for  a  few  seconds  in  oil  of  vitrol  diluted 
with  half  its  volume  of  water.  The  change 
in  both  cases  is  no  doubt  essentially  molecu- 
lar. We  should  like  to  know  whether  the 
whole  of  the  chloride  of  zinc  is  removed  in 
the  washing. — Lond.  Chemical  News,  No.  2. 


Income  Tax. — We  notice  the  decision  of  a 
novel  law  case  in  England,  which  is,  perhaps, 
of  importance  to  some  of  our  readers.  It  was 
upon  a  claim  for  the  income  tax,  when  one 
partner  resided  in  England  and  sent  goods 
abroad.  The  defendant,  who  lived  in  Eng- 
land, was  in  partnership  with  six  others,  who 
resided  in  America.  Goods  were  bought  in 
England  by  the  defendant,  and  sold  by  the 
other  partners  out  of  England.  The  firm's 
name  was  over  the  door  of  the  counting-house 
in  England,  and  clerks  and  servants  were 
employed,  and  a  banking  account  kept  there, 
but  no  money  was  received  there,  except  from 
the  partners  in  America.  Held,  that  the  firm 
here  were  liable  for  the  income  tax  on  the 
whole  amount  of  the  profits  earned  by  the 
exportation  of  goods  from  England  on  the 
sale  of  them  in  the  United  States,  or  elsewhere, 
as  being  '.'  annual  profits  accruing  from  a 
trade  exercised  within  the  United  Kingdom." 
— Bankers'  Magazine,  May  (English  Paper). 


MONETARY  AND  COMMERCIAL- 

The  past  week,  including  the  first  and  fourth  of  the 
month,  ha3  been  marked  by  about  the  usual  course  of  thiols 
on  general  payment  days.  Money  is  always  closer  here 
than  in  the  Eastern  cities.  There  is  no  accumulation  of 
capital  with  us  as  in  the  older  States.  The  temptations  to 
investments  is  greater,  and  capitalists  employ  their  means 
in  other  channels  than  discounting  paper.  The  supply 
may  always  be  set  down  as  less  than  the  demand.  Hence, 
money  commands  with  us  rates  at  least  double  those  of  the 
Eastern  markets.  While  it  is  quoted  in  New  York,  Bobton, 
and  Philadelphia  at  4  to  5  per  cent.,  it  rules  here  always  10 
to  12.  Our  interest  laws,  although  allowing  but  six  per 
cent.,  make  the  penalty  simply  forfeiture  of  the  usury,  and 
even  were  the  penalty  greater,  they  are  always  subject  to 
the  law  of  supply  and  demand — no  mere  legislative  enact- 
ment can  change  the  laws  of  necessity. 

As  compared  with  previous  weeks  of  the  present  season, 
the  past  has  not  been  one  of  unusual  stringency — It  can 
hardly  be  said  to  come  up  to  the  average  of  1st  and  4th  day 
months.  The  offerings  of  good  paper  at  the  regular  houses 
have  been  mostly  up  to  the  supply  of  meaos  :  but  little 
really  first  class  paper  has  been  thrown  on  the  market.  We 
quote  regular  rates  11)  to  12  per  cent. — outside  rates  as  here- 
tofore, 18  to  24. 

Exchange  has  been  quite  active ;  rates  raDge  from  v  to 
4-10  buying,  and  h  selling. 

Uncurrent  money  is  in  better  favor  than  heretofore. 
There  is  not  much  difference  in  rates,  but  it  is  more  actively 
sought  for.  We  quote  Missouri  1  to  \\  aiid  VA  discount. 
Illinois  and  neighboring  States,  1  1-2  to  2  per  cent.  Indi- 
ana £  to  1-2. 

In  the  Eastern  markets,  money  is  quoted  as  abundant,  at 
from  4  to  six  per  cent. 

New  York,  Wednesday,  June  6. 

Stock  better  :  Missouri  84*  ;  N.  C.  6's  99  ;  Erie  3d  884  ; 
Michigan  Southern,  2d  Mortgage,  43 ;  Pacific  Mail  933£  ; 
New  York  Central  82,  S.  60  ;  Hudson  49 ;  Erie  19*  ;  Bead- 
ing 41%,  B.  60  ;  Michigan  Central  53,  B.  30;  Panama  124, 
B.  10;  Illinois  Central  G3J  :  Galena  and  Chicago  64; 
Cleveland  and  Toledo  29?i  ;  Delaware,  Lackawanna  and 
Western  93  ;  Chicago,  Burlington  and  Quiney  75,  S.  30. 


GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADEPHIA,  NEW  YORK  &  BOSTON 
And  only  Roatl  to  Washington  City. 

CENTRAL     OHIO, 

AND 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  Easi,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North.  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,  New  York  and  Boston,  at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  tbe  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

Sleeping  cars  attached  to  all  night  trains. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparetively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  .Ooubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Saftey  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

JV3=  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    l*.  SMITH.  Master  'Iransportation,  B.  &  O.  P.  R. 

E.  F.  FULLER,  Gen.  West.  Agt.,  B.  $  O  R.  P. 
L.  M.  COLE,  Gen.  Ticket  Aft.,   B.  $■  O.  p.  p. 
H.  G.  JEWETT-  .Pies'*  C.  O.  P.  R. 
J.  W.  BROWN,  (Up-.  Ticket  j3 ft. ,  O.  O.  P.  P, 


The  Erie  and  Sijnbtjry  Road. — The  Erie 
Gazette  has  the  following:  We  are  gratified 
to  be  able  to  say  that  the  receipts  on  the  Sun- 
bury  and  Erie  Railroad  continue  at  about  the 
same  favorable  figures  heretofore  stated  ;  and 
that  although  an  unfinished  line,  and  operated 
under  many  serious  disadvantages,  yet  its  en- 
tire expenses  do  not  reach  seventy  per  cent, 
of  the  receipts — -including  the  whole  cost  of  an 
enlarged  repair  crops,  and  two  gravel  trains, 
rendered  necessary  by  the  newness  and  in- 
completeness of  the  line. 


Spring  Arrangement.     1860. 

VIA. 

CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

—A  N  D— 

LAKE  SHORE 


FOR  NIAGARA  FALLS,  WHITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

G  A.  in.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Columbus  10.15  a.  m.,  Cleve- 
land 2.50  p.  M-,  Dunkirk  8.25  p.  m..  Buffalo  9.50  p.  m.,  New 
York  next  day  at  2.1J  v   m.,  and  Boston  -1.00  p.  m. 

"HZf  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.10  A«  IW«  Day  Express  from  Cincinnati,  Hamil- 
ton and  Dayton  Depot,  West  Sixth  street— Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m., 
Cleveland  8.55  p.  m..  Dunkirk  2.50  a.  m.,  Buffalo  4.20  ±.  M-. 
New  York  same  evening  at  9.10  p.   m.,  and  Boston  11.30 

P.  M. 

JJ^  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

11*00  P.  1*1.  Night  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  3.40  a.m.,  Cleve- 
land 9.50  a.  m  ,  Dunkirk  3-55  p.  h..  Buffalo  5  25  p.  m..  New 
York  next  morning  at  9.45  a  k.,  and  Boston  1.00  p.  h. 

JHj^  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

J^f3  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  FOR  TICKETS  VIA  COLUMBUS  AND  CLEYE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

THE  OLD  P  ELI ABLE  POUTE  TO    PITTSBURGH 

A2TD  PHILADELPHIA,  IS  VIA  CRESTLINE. 

6.00  A»  IT.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street — Arrives  at  Columbus  at  10.15  a.. 

..Crestline  12.40  p.  &.,  connects  at  Pittsburgh  same  even- 
.ng  with  8.40  p.  m.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  m. 

10«10»  A»  Ma  Day  Express,  from  Cincinnati,  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m  , 
Crestline  6  15  p.  m.,  connects  at  Pittsburgh  next  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m. 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts- 
burgh. 

11.00  JP.  1*1.  Night  Express,  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  at  3.40  a.  m.,  Crest- 
lineO. 45  a.  m.,  connects  at  Pittsburgh  with  4.00  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 
Ask  for  tickets  via  Columbus  and  Crestline. 
Baggage  checked  from  Cincinnati  to  Pittsburgh  andPhila- 
delphia. 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER,  General  Ticket  Agent, 

L.  M.  and  C,  H.  &.  D.  Railroads,  Cincinnati. 

H.  C  MARSHALL,  General  Ticket  Agent, 

E.  S.  FLINT,  Supt, 

N.  C.  HARRIS  Agent,  Cincinnati. 
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W.  li.  HYNDMAN'S 


Patent  Portable  Forge  and  ftellows. 

rpHESE  FORGES  are  superior  to  all  nlfc^isfgr  build 
J-  ers  of  railroads,  mines,  quarries,  gaaamitbe,  Iock- 
smilbs,  machine  shops,  boiler  makers,  eas  fillers  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  tire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  tho 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  tothefiue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
Forces  willaddress  VV.G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 


Indianapolis  and  Cincinnati 


SHORT    LINE 


lEL-A-IHsIFfc.  O  .AID  . 

SHORTEST  ROUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  "West 
and  North-west. 


THREE  PASSEN^SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.10  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M—  TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
■4:50  P.M. 

G.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.;  Chicago  at  7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

ITiE*"  Be  sure  yon  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrenceburg  &  Indianapolis, 

03- FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through 

TH-"0UG'"i  TICKETS. 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  Ilouse  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the' Wal- 
nut Street  House,  anil  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

II.  C.  LORD,  President. 


CINC  INN  A  Tl,   WILMIN  G  TON, 

AND   ZANESVILLE 
RAILE   O  .A.  I>. 

Two  daily  trains,  at  0  A.  M  .and  0  P.  M.,  from  Little  Ml 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Retoknino  TrtiiNs— Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  P.M.  ™ 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

W  Y  BOND,  Reoeiver. 


APPLEGATE  &  CO., 

APPLEfiATE  &  CO.,  Book- 
sellers, St  Lit  ion  era  and  Blank-look 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invite  the  attention    of  Booksellers, 
Country  merch  ants,   Teachers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal,Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blink-books,    Stationery,    etc.,  etc.; 
Which,  from  our   numerous  and  favora- 
ble   arrango  ments   with   the 
leading  publish  ers,  as  well  as 
the  p r i n cipal                 manufact urers 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer   superior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   Btock  and  prices 
with  any   other  houso    in  the  West- 

BOOKSELLERS, 

Our   Stock   of    Stationery 

is  very  complete,     embracing 

in   part    all   the    varieties    of  Cap, 

Letter,   Packet,    Commercial,    Bath 

and   Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  Envel- 
Pens,  Penhold- 
racks,  Copying 
Books,  Ink  and 
euros,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 

fresses,  and 
nkstands  ;  Era- 
wax,  Wafers, 
Banker's  cases, 
head  boxes,  En- 


velope and   Card  cases,  Cash   and    Post, 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

Stationery 

To  our  Blank   Books  we 
especially    call    attention,    as 
they  arc  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from 
the    small  memo-  randum    book  to 

the  large  Super  Royal  and  Impe- 

rial Ledger,  and  bound  in  a  great 

variety  of  styles  and  of  superior 

workmanship.  Books    made    to 

order  of  any  de-  Bired  pattern, 

with  or  without  printed  headings 

and  warranted  to  give    satisfaction 

in  quality  of  pa-  per,    accuracy  of 

ruling    and   durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
stylo.    We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS 


We  are  prepared  io 
Print  and  Bind  books 
tion  and  in  any  stylo 
sired,  ai  rates  as  low 

quality  of  work 

**     c  u  t  e  d  in  this 

where.     Our 

executing  these 


S  tero  otypoa 
of  any  descrip- 
that  may  be  de- 
as   t  he    s;imo 

can  be  exa- 
ctly or  else- 
tacilitiesfor 
branches  of 


the   trade    are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  belt 
style  and  on      short  notice. 
Merchants   and  others  wishing 

%b    Bills  of  Lading, 
Railroad    and 

Cards,   Circulars,  or 

tion  of  printing,  will 

that  we  do  such  -obs 

despatch.    Orders  re- 


Bill     Heads, 
Dray   receipts,    0 
any  other  descrip- 
please  bear  in  mind 
with  neatness  and 
epectfully  solicited. 


Publishers 

Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
C 1  a  r  k  o  s*  Com-  m  e  n  t  a  > 

ries, Dick's  Works.  R  o  1- 

lin's  Ancient  History,  Plutarch's 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, ■ 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive, 
Books  of  narrative  and 

ndventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock      j 
compl     ete  and  can  not  fail  to  please.  , 
We  in       vite  all  to  give  us  a  call. 

43  MAIN  STREET,   CIN, 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T}>    Rail 
ZPATENfED,  JTOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plaie  C,  whu  h  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plute  maybe  of  such  form  as  tojfilliip  the  recess  in 
tte  side  of  the  rail,  hetween  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base',  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  chawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  prnieet 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  a.s  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are) 
driven  through  Mem,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  rfhich  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thai  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  lias  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  a  - 
her  can  move  without  the  other. 


Another  great^adlvantnge  is,  the  allowance  which  ismado 
fcr  expansion  anil  contraction  between  the  tongues  and 
slot-in  the  rails,  so  that  they  can  not  shove  together,  as  in 
tlv;  sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
he  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man* 
ner  that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  of 
the  rolling  stock  of  »he  road. 

W.  HARVEY,  Inventor  and  Patentee, 
41  Jefferson  street,  Albany, 


192 


TI-IE    RAILROAD    RECORD. 


PROSSER'8  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  END  TO  END. 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOB.    WATER    SUPPLY,    ACIDS,    ETC. 

S  O  fj  1<Z    I  M  P  O  R  T  E  R  a 

PRUSSKK'S  PATENT  SCIKFACI-PCOIV. 
WI'.NSEiaw  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauges,  3-cutler  drills,  counter- 
sinks,  tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  icrenehes, 
l-u-bes—  plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Hollers.  TIIOS.    J'ROSSER   &    SON, 

___87jan.  28  Piatt  Street,  New  York 

K.  G.  LOBDEIL.        H.  S.  M'COMBS.        I).  P.  BUSH. 

BUSH&LOBDELL 

Wilmington  -  ------  Delaware 

MANUFACTCKERS  OF 
AND 

For  R.  R.  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Extent 

FOR   THEIR 

CELEBRATED     WHEELS, 

EITHER   SINGLE  OR   DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  F8TTED 
To    Hammered  or    HSolied   Axles, 

In  the  best  manner,  attheshortcst  notice,  and  on    the 


JJ 


Most  Reasonable  Terms. 


an2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 


— THE — 


POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
J.  Complete  list  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post-  Offices  ;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Hates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  Uus  Post-Office  De- 
partment, &c.,  cfec. 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

BEAD  THE  FOLLOWING  CERTIFICATE. 
LT.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     j 
This  work  has  been  carefully  compiled  and  corrected  by 
E    .Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
C    ^"cinnati  P.  0.,from  the  Records  in  this  Department,  and 
c   Jer  sources,  and  contains  the  most  complete  list  of  Post- 
OJfittes.  especially  of  the    Western,   Northwestern,  and 
Soutfti-Weatern  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  <Sx.,  for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  about  100  pa»es. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
niler  is  promptly  advised  of  all  2,'ew  Offices,  Changes  ara 
Hegulations  of  the  Department,  the  informationis  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

_  Ooserve,  That  this  list  is  arranged  by  Slates  and  Coun 
ins,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  I85G.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  Tim  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

in}-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  SI. 00,  or  Twelve 
Copies  for  S2.II0. 

Addresi,  0.  S.  W1LL1IAMS 

„     ..'  *M  Walnut  Street, 

■*«*? 10  rx  Cincinnati,  Onto. 


SEWING  MACHINES. 


W]V.  STTMIVnil  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH  OFFICES: 
Louisville,  Ky.,  Columbus,  0., 

Lafayette,  Ind.,  Dayton,  O., 

Indianapolis,  I  ml.,  Zanesville,  O. 

"We  offer  the  Wheeler  &■  Wilson  Sewing  Machine,  with 
importantimproveraents.  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  oood,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

fifty-Five   Dollars. 

The  elegance,  speed,  noiselessnets  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  heing  alike  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made. 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

\ \^y  Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febl".  WM.  SUMNER  &  CO. 

1POO  }ieg:9  I*°"  i  Kailroad  Spikes,  54  by  9-lGth 
j  *"*'*'    Corby,  Gossin  &  Oo.'s  make,  for  sale  very 
low  by  TRABER  &  AUBERY. 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRO., 

172  Elm  Street,  let.  4th  and  ftth, 
CINCINNATI,  O. 
SoleManufaeturers  of  McGowan'  5  bauble  Action 

SUCTION  &  FORCE  PUMP 

AND 

Compound  Steam  Pumping  Engine) 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Millers,  and  the  put  % 
lie  generally  to  these  Pumps, 
as  the  best  Pump  now  in  uae* 
aud  acknowledged  by  all  who 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  togetoutof  order;  wel" 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Distille 
ries,    Breweries,    Furnaces 
Mines,  Rolling  Mills,  Pape- 
Mills,  Factories,  Wells,  Cl» 
terns,  Sfuitionary  File  Engines, Garden  Engines  and  f<j 
all  purposes  where  a  Pump  can  be  used.   Also,  for  for. 
eingalargebodyofwaterto  a  great  heigh  tor  distance 
rapidly. 

Also,  McGowan  sPatentBall  ValvePump, designed 
forHot  Liquid's,  Hot  Oils,  Molasses,  <&c.  HoseCouplins 
Lead, Copper  and  Gas  Pipefurnished  atthelLWestma  • 
kel  prices. 

Full  »nd  perfect  atisfactionguaranteed  in  allcases, 
when  properly  put  up  according  to  directions. 

Orders  thankfully  received  andpromptly  filled  at  the 

shortest  nonce. 

SILVER    MEDAu      (The  highest   prize)  awarded 

epe  pumpsandSteam  PumpnigEngineattb    late  Fa 

Ohio  MeebanicB'  institute  June  18,  I8S0—  j 


Street  and  Other  Railroad  Iron. 

W00B,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur* 
chase  Ag.4,m.G. 

'  FREEDOM  IRON  COMPANY, 

MAXDTACTrTERS   OF 

LOCOMOTIVE    TTEE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co.,  Penn« 

JOHIV  A.  WRIGHT,  SupH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  iB 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 

OF    THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Albany.       Arr.  Buffalo.   Air.  S.  Er. 


Steamboat  Exp..  7  00 

Mail 9J'l)i.  a. 

New  Tork  Exp . .  11.  15  a.m. 

Night  Exp 5.00  p.  m. 

Utica  Accom'n..  6  no  p.  m. 

N.  Y.Mai] 11.15  p.m. 

Leave  Buffalo. 
New  Tork  Exp..  5.15  a.  h. 
Steamboat  Exp..  S.00  a.  m. 

Mail _ 

Cleveland  Exp..  6.CD  p.  m. 
CincinnatiExp.ll.00p.  «, 
Utica Accom'n..  — 


00  p.  M. 

12.50  a.  M. 

9.00  p.  hi 

4.00  a.  M. 

Ar.r.lO.OOp.M 

in.oi'A.  m. 

Leave  Bridge. 
5.15  a.  m. 
8.00  a.  M. 


9.00  p.  M. 
4.00  a.m. 

io.ooa,  m; 

Ar.  Aib'y 
3.3U  p.  jc . 
8.00  p.  m. 
2.30  p. k 
4.40  a.  M, 
8.30  a.  *.; 
10.00  a.     , 


CINCINNATI 

L0C0M0TIYE  WORKS. 


Theundersigned  are  prepared  lo  furnish  Locomotiv 
equalin  efficiencyand  durability  totbeoestEaster 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  kinds  of  heaY 
forgingand  casting  done  atshort  notice.  Also,  bolt  sfo 
bridges*  cu  withdispatch. 
u«   r«  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  of  Col.  E.  W, 
ITIORGAlV,  a  distinguished  graduate  o!  West  Point 

and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
hut  more  extended  in   Mathematics,  Mechanics,  Ma 
chines, Construction,  Agricultural  Chemistry  andMininw 
Geology;  also  in  English  Literature,  Historical  Read? 
ings.and  Modern  Languages, accompaniedby  daily  and 
regulated  exercise. 

Schools   of   Arcoitectare,  Engineering.  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  ofProfessionalpreparalion,  both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Cbargss,  $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  *4  Military  Institute 
Franklin  Springs,  Ky.  "or  the  undersigned. 

P.  DUDLEY. 
President  of  to  Boar 
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E.  D    MANSFIELD, 
T.  WBIGHTSON. 


Editors. 


OINCIN  NATI: 
Thursday  Morning,    June  14,  1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 
OFFICE -No.  167   Walnut    Street. 


SUBSCRIPTIONS- 


IS  Per  Annum,  in  Advance. 

6d.  ($3)  payable  in 


To  subscribers  in  Great  Britain,  33s 
advance. 


ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, $1  00 

"        "        per  month, 3  00 

"        "        six  months, 12  00 

44       '•       per  annum, 20  00 

■*    column,  single  insertion, 5  00 

"        *•        per  month, 10  00 

"        "        six  months, 40  00 

'*        "        perannum, 80  00 

•'    page,  single  insertion, 15  00 

"        *-        permonth, 25  00 

"        •<         six  months, 110.00 

**        "        per  annum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 


THE  LAW  OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
Ilscontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  [he  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGI1TSON  &  CO., 

Publishers  and  Proprietors. 

JCf*  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Freoeiuc  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


Pittsburgh,  Fort  Wayne  and  Chicago  Railroad 
Company. — The  following  is  an  approximate  statement  of 
the  earnings  of  the  Pittsburgh,  Fort  Wayne  and  Chicago 
Railroad  Company  during  the  month  of  May  ult.,  com- 
pared with  the  same  period  of  last  year,  viz  : 

18C0.  1859.  Increase.  Dec'e. 

Freight $98,560  66  54,374  96  14,18".  70     

Passengers 71,448  67  67,370  16  4,U78  51     

Express 2.700  00  3.300  06       fiiiO  06 

Mails 7.825  00  7.H25  00  

Rent  of  Road..      7,083  33  5,500  00  2,583  33    

Miscellaneous 197  67      197  67 


Total Sl»7,617  66     138.567  85    49,049  81 


Earnings  Jan.  1 
lo  June  1... 8855.003  48    695,747  97   159,255  51     ... 

T.  D.  MESSLER,  Auditor. 
WM.  B.  OGDEN,  Receiver. 


Earnings  of  the  New  York  Central  R*iluoad. — 
The  business  of  the  New  York  Central  Railroad  for  eight 
months  was  as  follows  : 

]tJ59-'G0.  1858-'59. 

October £720,202  $657,727 

November 652,406  585,2 1 3 

Dccemher 52u,3R6  506.406 

January 387,128  382,5'5 

February 402,530  373,224 

March 554,'W)  5  J2,'i99 

April 5*11,131  4-0,697 

May 534,323  412,665 

Total 91,351 ,4b  L  93,927,147 

Increase  two-thirds  fiscal  year 9424,314 

The  increase  is  equal  to  11  per  cent,  on  the  capiui 
Koclc. 


RAILROAD  STATISTICS. 

THE   MAGNITUDE    OF   INTERESTS  INVOLVED. 

Our  readers  well  know  that  there  are  now 
in  the  United  States  near  thirty  thousand  miles 
of  railroad  in  operation.  This  fact,  when  we 
consider  it  in  relation  to  the  newness  of  the 
country,  the  little  time  required  to  accom- 
plish' it,  the  vastness  of  capital  suddenly  in- 
vested, and  the  extraordinary  change  produced 
in  commercial  movements,  is  one  of  over- 
whelming magnitude.  Certainly  no  one  who 
lived  twenty  years  ago  would  have  believed  it 
possible,  or  would  believe  it  now  without  the 
evidence  of  his  own  eyes  and  that  of  others. 
It  typifies,  more  than  any  other  element  in  the 
country,  the  commercial  spirit  of  the  age. 
For  all  this  is  done  merely  to  produce  a  quick- 
er movement  of  commerce.  It  is  not  commerce 
itself,  but  merely  one  of  the  machines  it  em- 
ploys. If  then,  commerce  can  afford  to  ex- 
pend such  vast  sttms  for  a  machine  to  facili- 
tate its  own  movement — a  mere  carriage — of 
what  immense  magnitude  and  value  must  that 
commerce  itself  be  ?  Every  year  gives  more 
and  more  evidence  of  the  absorbing  influence 
of  commerce  over  all  other  things.  What  is 
to  be  its  limit,  we  can  not  imagine.  Machin- 
ery takes  the  place  of  all  natural  operations, 
and  even  the  simple  employments  of  agricul- 
ture seem  to  give  way  before  the  introduction 
of  commercial  appliances. 

We  would  confine  ourselves  here,  however, 
to  the  mere  statistics  of  this  machine — the 
Railroad.  Let  us  take  out  a  few  elementary 
facts  in  this  vast  machinery.  We  can  not  ar- 
rive at  exactness,  but  having  the  units  of  cer- 
tain of  the  most  important  roads  of  the  coun- 
try, we  may  safely  take  them  as  the  basis  for 
the  whole. 

Whole  lensth  of  Roads 30,000  miles. 

Aggregate  Cost Sl,175.00ii,000 

Locomotives 0,000 

Wood  Consumed 3,000,000  Cords. 

Employees    80,000 

Passsenger  Cars 5  000 

Freight   Cars 80,000 

Passengers  carried 42,000,000 

Freight  carried 30,000   Tons. 

Gross  Receipts $120,000,000 

Taking  these  aggregates,  we  have  some  cu- 
rious consequences: 

1.  The  capital  employed  in  Railroads  is 
about  double  that  of  all  the  incorporated 
Banks  of  the  United  States. 

2.  The  gross  receipts  on  Railroads  is  a  good 
deal  more  than  the  income  (or  profits)  of  all 
the  Banks. 

3.  But  when  we  compare  the  operations  of 
the  two  machines  we  find  this  important  differ- 
ence, that  the  cost  of  operating  the  Banks  is 
very  small,  while  the  cost  of  operating  the 
Railroads  is  very  great.  In  one  case  capital 
only  is  handled,  while  in  the  latter,  not  only 
capital,  but  a  vast  and  cumbrous  machinery  of 
men,  vehicles  and  roads.  There  i's  another 
difference  also.  Banks  have  the  power  to  cre- 
ate capital,  in  the  shape  of  papeV  money,  on 
which  they  make  a  profit  without  any  cost. 
Railroads  can  not  do  this.     It  is  obvious  that, 


as  the  laws  now  are  in  the  United  States, 
Banks  enjoy  superior  advantages.  Notwith- 
standing well  managed  Railroads,  in  good  po- 
sition, have  yielded  large  profits.  In  time, 
four  fifths  of  all  the  roads  will  be  good  stock. 

4.  The  number  of  Locomotives  is  at  least 
6,000,  or,  1  to  each  5  miles.  Taking  into  view 
the  new  roads  and  the  repairs,  we  may  assume 
that  one  fifth  of  these  (1,200)  must  be  renewed 
each  year,  which,  at  an  average  cost  of  $9,000 
each,  amounts  to  an  expenditure  of  ten  mil- 
lions a  year,  for  locomotives  alone.  Passenger 
and  freight  cars  will  be  five  millions  more, 
and  thus  we  have  fifteen  millions  per  annum 
paid  for  making  carriages  only  for  the  use  of 
Railroads. 

5.  The  SO, 000  Employees  we  may  put  down 
at  a  dollar  per  day,  although  that  must  be  too 
low— -the  officer's  salaries  being  generally  high. 
This  is  twenty  four  millions  per  annum. 

6.  For  labor  and  material,  Railroads  pay  at 
least  forty  millions  per  annum  independent  of 
the  iron  superstructure. 

7.  Let  us  now  regard  this  as  an  economical 
element  in  the  country,  as  it  regards  other  vo- 
cations. We  may  regard  100,000  men  as  the 
unit,  furnished  by  Railroads  to  be  supplied 
with  food  from  the  agricultural  resources  of 
the  nation.  The  relative  proportion,  in  fami- 
lies, show  that  each  able  bodied  man  is  equiv- 
alent to  a  population  of  four  times  the  number. 
We  have  then,  400,000  persons,  subsisting  up- 
on the  receipts  of  Railroads,  to  be  supplied 
with  food.  Taking  meat  and  bread  alone,  this 
will  require  4,000  lbs.  of  each  per  day — equal 
in  value  to  twelve  millions  per  annum.  In  the 
two  articles  of  meat  and  bread  the  Railroads 
pay  farmers  this  great  sum  of  money.  We 
need  not  pursue  the  inquiry  in  detail  any  far- 
ther. It  is  obvious  that  for  timber,  iron, 
paints,  mechanical  aid,  &c,  the  roads  must 
pay  millions  more,  which  go  into  the  pock- 
ets of  farmers  and  mechanics — and  thus  many 
more  laborers  are  employed,  and  great  sums 
of  money  thus  circulated  through  the  country. 
As  an  economical  machine,  the  Railroad  is  of 
immense  value  to  the  country.  Here  we  may 
compare  it  with  the  Banks,  which  have  no  con- 
nection with  the  labor  of  the  country  whatev- 
er. The  Banks  reap  the  largest  profits  for 
themselves,  but  the  railroads  are  of  much  the 
greatest  value  to  the  people. 

8.  Another  element  of  great  importance  is 
the  consumption  of  wood,  or  fuel.  Supposing 
it  to  be  wood  alone,  (as  it  is  mainly,)  the  cost 
of  fuel,  at  an  average  of  $2  00  per  cord,  is 
six  millions  per  annum.  This  also  is  mainly 
paid  to  farmers.  If  this  wood  averages  50 
cords  per  acre,  it  will  require  sixty  thousand 
acres  of  woodland  to  supply  this  demand  per 
annum.  It  probably  requires  more;  for  the 
yield  is  probably  not  so  much  per  acre. 

9.  The  statistics  show  that  forty-two  millions 
of  passengers  pass  over  the  roads  each  year. 
If  so,  each  one  of  the  whole  American  popu- 
lation would  average,  one  and   a  half  trip. 
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But  as  half  of  the  nation  do  not  move  on  Rail- 
roads at  all,  it  is  evident  that  the  commercial 
and  wealthy  portions  of  the  people  must  travel 
a  great  deal.  Indeed,  this  is  one  of  the  curi- 
ous phenomena  of  our  railroad.  How  do  peo- 
ple get  time  to  travel  so  much  ?  It  is  evidence 
not  only  of  great  commercial  activity,  but  of 
great  wealth  and  activity  of  mind. 

PACIFIC  R.  R  BRANCH  TO  THE  GULF 
OF  CALIFORNIA. 

The  attention  of  Congress  and  our  leading 
capitalists  has  been  drawn  to  the  great  enter- 
prise of  a  railroad  from  the  Atlantic  to  the 
Pacific  Oceans.  Heretofore  the  project  has 
been  discussed  only  in  its  fullest  development 
and  the  cost,  resources  for  business  and  ad- 
vantages of  a  railroad  beginning  at  the  Mis- 
sissipi  river  and  terminating  at  San  Diego  or 
San  Francisco — have  absorbed  all  the  atten- 
tion directed  to  the  measure.  The  magnitude 
of  the  enterprise,  the  immense  expenditure  of 
treasure  and  labor  on  what  is  commonly  be- 
lieved to  be  an  unproductive  country,  and  the 
difficulties  to  be  overcome,  have  delayed  ac- 
tion both  on  the  part  of  Congress  and  the 
companies.  On  the  other  hand  the  enormous 
advantages  to  be  gained  by  the  country  at 
large  from  the  opening  of  this  route,  the  natu- 
ral prestige  which  it  will  give  us,  and  the  cer- 
tain returns  which  must  accrue  to  the  compa- 
ny first  building  the  great  interoceanic  thor- 
oughfare have  induced  favorable  attention 
from  the  Government  on  the  one  side  and 
from  capitalists  on  the  other.  We  propose 
now  to  show  how  this  great  enterprise  can  be 
materially  aided  and  advanced,  and  at  the 
same  time  the  company  that  preoccupies  the 
ground,  reap  a  certain  return.  To  the  east- 
ward from  the  head  of  the  Gulf  of  California 
extends  a  vast  and  extremely  valuable  miner- 
al region.  At  the  date  of  the  survey  of  Col. 
Grey — the  value  of  this  section  was  a  matter 
of  tradition  and  opinion  only— this  whole 
country  had  been  for  many  years  in  the  hands 
of  the  Apaches;  they  had  driven  out  the  ear- 
ly Jesuit  Fathers  and  destroyed  their  mining 
missions.  But  enough  had  been  done  by  these 
hardy  pioneers  to  demonstrate  that  mines  did 
exist — and  such  was  the  character  of  the  tra- 
ditions of  their  value,  that  enterprising  men 
were  induced  to  attempt  a  reclamation  of 
some  of  them  for  the  benefit  of  civilization. 
The  Sonora  Exploring  and  Mining  Company 
was  formed.  An  Exploring  party  was  sent 
out  and  examinations  made  of  the  famous 
Stevenson  mine  on  the  Rio  Grande  and  others 
in  its  vicinity — the  copper  mines  of  the  Mim- 
bres  and  the  silver  mines  of  the  Santa  Rita 
Mountains — and  finally  a  permanent  location 
was  established  at  the  Heintzelman  mine. 
During  the  four  years  that  have  now  passed 
since  the  inauguration  of  this  enterprise  it  has 
been  demonstrated  that  all  these  fields  of  la- 
bor can  be  made  productive  and  profitable. 


An  American  Company  is  now  operating  the 
Stevenson  mine,  near  the  famous  Mesilla  Val- 
ley. A  Mexican  firm  is  working  with  great 
success  the  Copper  mines  of  the  Mimbres. 
An  American  Company  is  working  the  Silver 
mines  of  the  Santa  Rita  Mountains.  The  Pi" 
oneer  Company — the  Sonora  Exploring  and 
Mining  Company  is  working  successfully  the 
Heintzelman  mine.  Other  companies  are 
working  mines  in  the  Santa  Cruz  Mountains, 
and  in  the  neighborhood  of  the  Babaquivera 
Mountains,  while  a  hundred  similar  enterpri- 
ses would  be  inaugurated  in  the  Chiricahu1 
and  other  ranges  now  known  to  be  metallifer- 
ous, if  the  country  were  better  protected  from 
the  savages.  The  developments  of  the  past 
four  years  have  demonstrated  beyond  a  doubt 
that  Arizona  can  sustain  a  large  mining  pop- 
ulation. It  becomes  therefore  an  interesting 
and  important  consideration  as  to  what  are  the 
wants  of  this  region  in  the  matter  of  facilities 
for  transportation.  A  glance  at  the  map  will 
show  the  observer  that  the  Gulf  of  California 
stretches  northward  from  the  Pacific  Ocean 
to  within  a  few  miles  of  the  point  where  the 
Southern  Pacific  Railroad  must  cross  the  Col- 
orado river.  A  further  examination  will  show 
only  two  available  ports  on  the  whole  of  the 
Gulf  coast  on  the  main  laud.  The  one  is 
Guaymas,  the  other  is  Port  Lobos.  Stretching 
to  the  northwest  from  both  these  ports  are  val- 
leys which  run  up  toward  Tubac  and  Tucson. 
Here  then  are  the  available  lines  for  the  con- 
struction of  the  branch  roads  to  the  great  Pa- 
cific line  which  shall  carry  the  heavy  freights 
to  the  nearest  practicable  water  routes. 

Comparison  op  the  two  Routes. — The 
route  from  Tubac  to  the  seaport  of  Guaymas, 
takes  in  its  course  Calabasas,  Nojales,  Casita, 
San  Ignacio,  Magdalena,  Santa  Anna,  Bara] 
jeto,  San  Miguel,  Hermosillo,  and  other  smal- 
towns,  making  in  all  a  distance  of  330  miles, 
and  terminating  in  the  most  considerable  sea- 
port as  well  as  one  of  the  best  harbors  on  the 
Gulf.  The  gradients  would  be  moderate  and 
but  a  small  amount  of  bridging  needed  on  the 
line. 

Therouteto  Lobos  could  either  pass  by  Ari- 
vaca,  Busani,  Sariqui,Tubutauia,  Atil,  Oquitoa, 
Altar,  Pitiquita  and  Caborca  to  Lobos,  or.by 
Calabasas,  Agua  Caliente,  Sariqni,  Tubutama, 
&c,  making  a  distance  of  160  miles  by  either 
route.  The  terminus  would  be  at  an  excellent 
harbor  and  the  route  would  be  the  shortest 
possible  from  Tubac  to  navigable  waters. 
The  gradients  would  be  light  and  bridging  in 
considerable.  The  cost  of  building  a  railroad 
on  this  route  would  not  greatly  exceed  the 
cost  of  an  ordinary  road  in  the  Atlantic  States. 

The  immense  difference  of  cost  of  construc- 
tion and  distance  as  well  as  that  of  perma- 
nent operation  in  favor  of  the  Lobos  route  ren- 
ders it  highly  probable  that  any  company  pos- 
sessing the  "means  would  select  that  as  the 
most  practicable  line.  We  shall  therefore  con- 
fine our  remarks  mainly  to  that  route. 


Resources  for  Business.  —  The  country 
through  which  this  road  would  pass,  is  not  a 
farming  region;  although  it  can  not  be  said 
to  be  entirely  destitute  of  agricultural  resour- 
ces. Some  corn  and  wheat  are  now  grown 
and  pasturage  of  an  excellent  quality  is  abun- 
dant on  the  line.  It  will,  however,  be  always 
a  grain  importing  country,  if  once  settled  by 
a  mining  population.  The  amount  of  arable 
land  is  small,  and  grain  enough  to  sustain  a 
population  can  not  be  raised.  Hence  in  esti- 
mating the  business  of  a  railroad  passing 
through  it,  it  is  quite  safe  to  assume  that 
provisions  will  be  imported  over  the  line. 
The  bulk  of  the  business  must,  of  necessity, 
be  the  transportation  of  ore  and  metals  from 
the  mines.  There  are  now  operating  in  the 
vicinity  of  Tubac  five  mining  companies, 
The  Sonora  Exploring  and  Mining  Company, 
The  Patagonia  Mining  Company,  The  Santa 
Rita  Silver  Mining  Company,  The  Cababi 
Mining  Company,  and  The  Empire  Mining 
Company.  Four  others  have  been  begun — The 
Compadre  Mining  Company,  The  St.  Louis 
Silver  Mining  Company  and  the  San  Pedro 
Mining  Company.  The  Sonora  Exploring  and 
Mining  Co.  is  working  a  mine  of  the  mixed 
sulphuret  of  silver  and  copper.  Much  of  this 
ore  has  yielded  at  the  rate  of  $1000  of  silver 
to  the  ton,  while  the  average  of  the  whole  has 
been  §200  per  ton,  and  assays  show  33  per 
cent,  of  copper  in  the  ore.  The  Patagonia 
Mining  Company  is  working  a  wide  vein  of 
mixed  ores'  of  lead  and  silver  of  which  the 
yield  of  silver  is  60  ounces — S7S — to  the  ton. 
The  capacity  of  this  mine  in  the  produce  of 
ore  is  unlimited.  The  Santa  Rita  Silver  Min- 
ing Company  is  working  one  mine  of  the  fine 
grained  sulphuret  of  lead  with  a  small  pro- 
portion of  silver,  48  ounces — $62  to  the  ton. 
The  lead  is  60  per  cent  of  the  ore,  and  the  ca» 
pacity  of  the  mine  unlimited.  They  are  also 
working  other  mines  of  the  salts  of  silver  and 
copper  and  lead  and  silver.  The  Cababi  Min- 
ing Company  are  working  a  mine  of  the  mixed 
sulphuret  of  silver  and  copper  similar  to  the 
Heintzelman  Mine.  The  Empire  Mining  Com- 
pany is  working  a  mine  of  the  large  crystals 
of  lead  and  silver.  The  four  new  companies 
have  mostly  mines  of  lead  and  silver.  In  the 
estimate  of  the  present  capacity  of  these  mines 
to  ship  ores  at  a  profit  to  the  companies  we 
will  estimate  each  of  the  lead  and  silver  mines 
at  fifty  tons  of  freight  per  week,  and  the  sil- 
ver and  copper  mines  at  twenty  tons.  We 
are  assured  by  the  Directors  of  one  of  these 
companies  that  they  would  guarantee  fifty  tons 
per  week  from  their  mine.  The  freight  to  be 
furnished  by  the  five  companies  now  working 

would  be — 

Tons. 

Three  Lend  anrl  Silver  Companies  at  50  tons.... 150 

Tffo  Silver  aud  Copper  at 20  tons 40 

Total  per  week 190 

This  amount,  of  ore  alone  would  be  seeking 
the  seaboard  were  this  road  now  open.  Add 
to  this  the  probable  increase  of  production  of 
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these  mines,  and  the  yield  of  mines  not  yet 
opened,  and  it  is  very  evident  that  a  road  from 
Tubae  to  Lobos  would  have  at  the  start  a 
large  and  permanent  freightage  of  ores. 

But  the  freightage  of  ore  would  not  be  the 
only  source  of  business  in  this  country.  The 
number  of  work  people  necessary  to  be  em- 
ployed in  the  mines,  with  the  tailors  and  shoe- 
makers and  carpenters  and  machinists  and 
other  mechanics  and  trades  people  to  supply 
their  wants,  would  induce  a  large  consumption 
of  imported  provisions,  clothing  and  merchan- 
dise, all  of  which  would  seek  a  transit  over 
this  road,  and  afford  business  and  profit  to 
the  company. 

**&** 

RAILROAD  MISCELLANY. 

— The  master  mechanic  of  the  Terre  Haute, 
Alton  and  St.  Louis  Road,  states  that  a  coal 
burner  has  just  been  placed  on  that  road,  and 
is  a  great  success.  The  same  service  is  per- 
formed with  a  tun  of  coal,  costing  the  Compa- 
ny $2,  that  other  engines  perform  with  two 
cords  of  wood,  costing  $8.  The  Company  pro- 
pose to  put  on  more  coal  burners  as  soon  as 
practicable. 

— The  master  of  repairs  on  the  Pennsylva- 
nia Railroad  estimates  that  the  average  saving 
cost  of  coal,  compared  with  wood  on  this 
road,  is  fifty-six  per  cent.,  about  three  cents 
per  mile. 

— A  statement  was  made  in  the  Detroit 
papers  to  the  effect  that  the  Grand  Trunk 
Railroad  Company  had  leased  the  Michigan 
Central  Railroad  for  a  term  of  999  years. 
There  is  no  truth  in  this  rumor,  and  it  arose 
from  the  fact  that  the  Board  of  Directors  of 
the  Grand  Trunk  Railway  at  a  late  meeting 
ratified  the  lease  of  the  Port  Huron  and  De- 
troit Railroad. 

— Annexed  is  a  description  of  a  locomotive 
and  car  combined,  now  being  built  for  the 
Fort  Wayne  and  Pittsburg  railroad,  calculated 
for  local  traffic  on  short  distances: 

"The  car  contains  seats  for  one  hundred 
passengers,  and  room  for  about  three  tons  of 
baggage.  The  weight  of  the  car  and  engine, 
without  load,  is  13J  tons.  One  cord  of  wood 
is  used  in  running  125  miles,  arid  the  whole 
expense  of  running,  including  the  payment  of 
all  the  men  employed  on  the  car  and  engine, 
is  less  than  one-third  of  the  expense,  per  mile, 
of  an  ordinary  train  of  the  same  capacity. 
The  locomotive  car  will  make  the  speed  now 
adopted  by  the  railroads  of  this  country  either 
on  express  or  accommodation  trains,  and  will 
pass  easily  over  any  grade  where  the  locomo- 
tive engine  can  be  used. 

"It  is  manifest  that  the  wear  and  tear  of 
the  iron  and  track  will  be  very  small  with  the 
locomotive  car,  as  compared  with  the  ordinary 
train;  the  first  weighing  in  no  case,  over  13 J 
tons,  and  the  last  from  75  to  80  tons.  So 
that  the  cost  of  running  is  not  only  very  much 
less,  but  the  cost  of  repairs  and  renewals  of 


iron  is  decreased  in  the  same  degree.  The 
additional  weight  on  the  drivers  is  in  propor- 
tion to  the  load,  each  passenger  and  each 
trunk  adding  directly  to  it.  It  will  also  be 
seen  that  the  momentum  of  a  train  of  this 
weight  (13J  tuns)  will  be  small  compared  with 
a  train  of  75  or  80  tons;  and  that,  as  a  conse- 
quence, the  locomotive  car  can  be  brought  to 
a  stop  quicker,  and  hence  is  safer.  It  is  also 
demonstrable  that,  as  there  are  fewer  number 
of  parts  about  this  machine,  it  is  much  less 
liable  to  accident,  or  to  get  out  of  repair  than 
the  machinery  as  now  constructed. 

"The  patentees  say  that  they  are  prepared 
to  execute  orders  for  the  construction  of  the 
locomotive  iron  car  on  any  scale  required. 
In  order  that  there  may  be  no  risk  run  by 
those  Companies  who  desire  to  avail  them- 
selves of  the  economical  results  arising  from 
the  use  of  it,  the  inventors  will  guarantee  that 
it  shall  not  cost  to  exceed  15  cents  per  mile 
to  run  it,  and  will  make  a  large  proportion 
of  the  payments  dependent  on  the  guarantee. 
While  they  will  guarantee  that  the  cost  per 
mile  shall  not  be  over  the  figures  stated,  they 
have  no  hesitation  in  saying  that  the  actual 
cost  per  mile,  on  each  run  of  100  miles,  or 
over,  per  day,  will  not  be  over  10  cents  per 
mile  run." 

— There  are  but  few  railways  in  the  country 
making  more  substantial  progress  toward  re- 
munerative returns  on  its  entire  cost  than  the 
Hudson  river.  The  financial  administration 
of  its  affairs  has  been  sound  and  concor-nulve, 
and  the  measures  now  in  progress  promise  to 
be  entirely  successful.  About  one  half  of  the 
entire  amount  of  the  second  mortgage  bonds 
has  been  extended,  and,  before  July  1,  a  large 
portion  of  the  balance,  if  not  the  whole  issue, 
will  have  been  arranged.  The  funding  of  the 
Small  floating  debt  will  speedily  follow,  and 
then  the  Company  will  be  in  a  position  to  de- 
vote the  net  earnings  of  the  road  to  the  pay- 
ment of  dividends  on  the  stock.  The  business 
of  the  present  year  furnishes  a  very  good  basis 
for  calculation  on  this  point,  and,  so  far  as  a 
statement  partly  based  upon  estimates  can  be 
relied  upon,  there  is  a  very  encouraging  future 
opening  for  the  shareholders.  The  annual  re- 
port for  the  fiscal  year,  ending  Sept.  30,  1859, 
gives  the  net  earning  of  the  road: 

After  payment  of  interest 3135,000 

The  actual  increase  for  eight  months,  end- 
ing May  31.  is 8138,000 

From  this  sum  deduct  for  expenses 69,000 


The  increase  in  the  next  four  months  is 

estimatedat 860,000 

Less  Expenses 30,000 


69,000 


30,000 


Total 8234.500 

6  per  cent,  on  capital  stock  of  $3,770,000 5356,200 

This  result  will  probably  be  exceeded,  for 

the  additional  expenses  are  not  likely  to  be 

50  per  cent,  of  the  increased  earnings,  and  the 

report  for  the   year  ending   Sept.    30,   I860, 

will  probably  show  7  per  cent,  net  on  the  stock. 

The  Hudson  River  Road  is  destined  to  receive 

a  constant  accession  to  its  local  business,  and 

the  conclusion  is  irresistable  that  under  good 


management  it  must  soon  become  a  dividend 
paying  stock. 

— The  following  is  the  Illinois  Central  Rail- 
road Company's  statement  for  May,  1860 : 


LAND    DEPARTMENT. 


2,094.57  acres  sold  for  $44,790. 

12,320  23  acres  sold  since  Jan.  1  for $193,805  91 

1,237,260  55  acres  sold  previously  for 15,735,837  02 


1,249,580  78  acres  sold  at  a  total  of $15,929,642  93 

Bonds  canceled  in  May , $38,000  00 

Bouds  canceled  previously 1,615,000  00 


Total  bonds  canceled S',653,000  00 

Cash  receipts  in  May 850,066  21 

Total  cash  and  bonds  to  May  30,  I860 |3.»»»  ■" 

...~rnu   DEPARTMENT. 

Receipts  for  May,  I860 8217,202  52 

Receipts  for  May,  1859 141,680  35 

Increase 75.522  87 

Total  receipts  since  Jan.  1 8996,027  57 

Corresponding  period,  1859 711,000  03 

Increase 284,427  54 

— The  earnings  of  the  Chicago  and  North 

Western  Railroad,  for  the  fourth  week  of  May, 

were  as  follows : 

Passengers 87,512  12 

Freight 14,267  39 


Total 21,779  51 

Same  week  in  1859 8,848  32 


Increas 12,931  19 

In  the  freight  earnings  of  the  week,  is  in- 
cluded the  receipts  of  lumber  trains  for  eigh- 
teen days,  amounting  to  $4,608  03.  This  pro- 
perly distributed,  would  make  the  increase  for 
the  week  $10,300. 

EARNINGS   FO"    *llffi   MONTH.  

18D0. 

p«-«ugers,  Mails  and  Express 825,451  03 

Freight 36,676  95 

Total $62,127  98 

Same  month,  1859 27,882  28 


Increase 34,245  70 

— The  following  is  the  report  of  the  earn- 
ings of  the  New  York  and  New  Haven  Rail- 
road for  May,  1860: 

Receipts  from  Passengers $90,911  23 

Receipts  from  Freight,  estimated 15,500  00 

Total 106,411  23 

Less  due  other  Roads 28,762  86 


Netreceipts 77,647  37 

Receipts  in  May,  1859 77,446  68 

Increase $200  69 

— The  following  is  the  statement  of  the  re- 
ceipts of  the  Morris  Canal  Company,  com- 
pared with  the  corresponding  period  of  last 
year: 

Total  to  May  26,  I860 $63,646  09 

Week  ending  J  une  2, 1860 10,9.57  05 


Total  to  May  28,  1859 59,843  59 

Week  ending  June  4,  1859 10,871  50 


$74,603  14 


70,715  09 


Increase  in  1860 $3,888  05 

— The  earnings  of  the  Great  Western  Rail- 
way of  Canada,  for  the  week  ending  June  1, 
1860,  were  as  follows: 

From  Passengers $17,022  82 

"    Freight  and  Live  Stock 12,342  93 

"    Mails  and  Sundries..' 1,197  63 

Total $30,563  99 

Corresponding  week  of  last  year 31,707  71 

Decrease 81,144  32 

— We  hear  semi-officially  that  the  increase 

on  the  Central  Railroad  for  May  was  $125,- 

000. 
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The    Cleveland    and    Toledo    Railroad 

earned  in — 

May,  I860 860,001 

May,  1859 55:'12 

Increase 11.489 

— The  earnings  of  the  Toledo  and  Wabash 
Railroad  in  May,  1860,  were: 

Passengers $20,075  15 

Freight. 44,430  40 

Mail  and  Express 3.4'10  28 

Total 867,945  83 

May,  1859 00.026  04 

Increase 7,919  09 

""--  ™,„;„,s  0f  the  Chicago,  Burlington 
and  Quincy  Railroad  Line  in  nacj-,  „.,.= . 

1859.  I860.  Inc.  Dec. 

Freight $80,252  60 

Passengers..  45,473  74 
Mails  &  Mis.     2.089  94 


1860. 
163.122  04 
03,115  25 
2.813  CO 

Inc. 
92,f69  44 
7,041  51 

SI 40  28 


T'al,  310m  $128,710  28      229.080  95     100,304  07       

— The  earnings  on  the  Chicago,  Burlington 
and  Quincy  Road  proper  for  the  five  months 
of  the  present  year  as  compared  with  1358 
and  1859,  have  been  as  follows: 

]P58.  1859.  I860. 

January.., $07,281  $51,369  $74,205 

February 05.028  59  428  80,479 

March 76,451  70.090  109.371 

April 85,720  83.42J  127,690 

May 23,007  89,203  100,000 

Total 382,487  353,698  551,745 

Increase  in  five  months  over  1859.  ...$198,147 

— The  earnings  of  the  New  Haven  and  New 

London  Railroad  Company  for  the  five  months 

ending  with 

M'w,  were $41,667  83 

Same  tov—thj  ^  1859 35  546  53 


Increaee. 


9,121  30 


The  earnings  of  this  road,  as  well  as  all  tt.« 
roads  forming  the  Shore  Line  to  Boston,  Pro- 
vidence and  Newport,  which  is  daily  increas- 
ing in  popular  favor,  will  be  largely  increased 
,  by  their  improved  arrangements.  The  favor- 
ite steamer  Golden  Gate  opens  the  Newport 
season  on  the  11th,  Monday  next,  starting 
from  East  Greenwich,  connecting  twice  each 
day  by  the  8  A.  M.  and  12:15  P.  M.  trains  out 
of  New  York,  so  that  visitors  of  Newport  will 
be  fully  accommodated. 

— The  following  is  a  statement  of  the  earn- 
ings ot  the  St.  Louis,  Alton  and  Chicago  Rail- 
road, for  May,  1860 : 

Passeng's.     Freight.   Mails,  etc.    Total. 
Present  week....  $6,32687      8,12827        983  34     15,438  48 
Previously     this 

month 30,57640    36,529  96    3,12749    70,243  95 

Total  for  month. $36,703  27    44,658  23    4,1511  83    85,682  33 
Total  increase  of  receipts  May,  1860,  over  May, 

1859... $31,847  33 

— The  May  earnings  of  the  Milwaukeeand 
Mississippi  road  will  be  about  $70,000,  against 
$59,000  in  1859.  The  plan  of  re-organizing 
this  road  upon  a.  purely  stock  basis  is  pro- 
gressing. 

— The  official  return  of  the  Michigan  Cen- 
tral Road  for  the  fourth  week  of  May  is  as 
follows : 

Fourth  week,  I860 1 $57,027  71 

Fourth  week,  1859 49,535  71 


Increase 8,492  00 

The  entire  month  of  May  shows: 

May,  I860 8158,599  98 

May,  1859 127,245  77 


increase $31,354  21 


THE  M0SELEY  BRIDGE. 

Below  we  give  a  short  communication  from 
Gen'l  Moseley  in  reply  to  enquiries  about  bis 
bridge.  The  editor  of  the  Railway  Times  is 
in  error  in  supposing  that  Gen'l  Moseley  was 
the  writer  of  previous  articles  in  this  paper,  to 
which  his  name  was  not  appended.  Gen'l 
Moseley,  like  his  bridge,  stands  on  his  own 
merits. 

For  the  Railroad  Record. 

Messrs.  Editors: 

On  my  return  from  Washington  City  a  few 
days  ago,  a  friend  handed  me  a  number  of 
the  Boston  Railway  Times  of  May  ISth, 
in  which  the  editor  says  many  very  foolish 
things,  and  in  endeavoring  to  ridicule  mei 
makes  himself  very  ridiculous.  He  makes 
many  enquiries.  Those  that  might  interest 
the  public  I  will  answer,  having  no  wish  or  in- 
clination to  bandy  epithets  with  him  ;  my  time 
I  hope  to  employ  better.  "He  wants  to  know 
when  I  am  going  to  have  a  test  of  a  Railway 
Bridge  "  and  asks,  "is  there  any  of  Mr.  Mose- 
ley's  customers  who  will  allow  him  to  test  one.1' 
In  three  weeks  more,  Messrs.  Editors,  I  will 
answer  him  definitely  on  both  these  points. 

The  arch  of  a  wooden  bridge  or  acqueduct 
generally  rests  upon  "skew-backs"  in  the  ma- 
sonry^-mine  does  not,  but  rests  at  a  point  in  the 
center  of  the  top  of  the  masonry.  A  truss  lays 
across  the  top  of  the  masonry,  and  from  sag- 
ging, and  springing,  ruptures  the  masonry, 
mine  pressing  only  at  a  single  central  point 
does  little  or  no  violence  to  the  masonry,  except 
in  its  vertical  compressive  force.  "  Is  this 
answer  sufficient,  I  ask  the  Times? 

The  Times  wants  to  know  what  my  plan  lias 
to  do  with  the  repairs  of  the  aqueduct  "truss," 
now  he  evidently  misunderstands  the  subject. 
I  suppose  he  means  the  trunk,  and  my  trunk 
is  like  most  other  trunks  of  aqueducts,  but  it 
hangs  below  the  arches,  and  its  top  is  two  feet 
below  the  chords  of  the  arches,  so  it  is  clear 
and  perfectly  accessible,  and  nearly  every  tim- 
ber in  the  trunk  can  be  replaced  without  takino- 
oft'  the  water. 

He  wants  to  know  the  cost  of  these  bridges 
and  of  this  aqueduct.  I  am  not  disposed  to 
tell  the  cost  of  my  work  lest  the  Editor  who  is 
so  hard  to  please  might  think  my  profits  too 
great ;  but  Moseley  &  Co.  received  $55  per  foot 
for  this  one,  and  since  I  find  it  too  heavy,  I 
can  make  such  hereafter  for  $45.  A  300  feet 
span  railroad  bridge  will  cost  the  purchaser 
$60  70  per  foot  at  our  factory,  and  $4  per  foot 
more  will  put  it  in  position,  so  this  will  make  a 
railroad  bridge  cost  about  $64  70  per  lineal 
foot.  I  do  not  know  what  a  suspension  bridge 
of  the  same  span  would  cost.  Can  the  Times 
give  us  the  figures,  say  at  a  good  profit?  for 
I  acknowledge  that  I  make  a  very  fair  profit 
at  my  prices.  I  am  not  governed  by  the  rise 
other  builders  may  use  in  their  trusses.  I  give 
one  ninth  the  span  of  versed  sine,  or  pitch, 
in  all  cases.  The  Times  wants  to  know  how 
much  sectional  area  an  arch  of  250  feet  span 
would  contain.  For  a  railroad  bridge  it  would 
contain  about  70  inches  for  the  two  arches  and 
from  my  tests,  each  inch  will  bear  safely  10,- 
000  lbs.  or  700,000  lbs.  on  the  250  feet  bridge, 
making  350  tons.  This  I  will  warrant  in  all 
cases,  and  sell  such  a  bridge  in  my  factory  at 
$53  30  per  foot. 


I  confess,  Mr.  Editor,  that  I  have  put  up  a 
few  bridges  not  perfect  in  their  workmanship, 
and  even  some  of  the  details  of  plan  have 
been  erroneous,  but  I  was  alone  and  had  little 
or  no  assistance,  had  to  trust  too  much  to  in- 
competent men — but  experience  has  rectified 
all  this.  The  many  who  have  tried  to  sink  me 
and  my  bridge  have  failed,  and  I  am  now  pre- 
pared to  build  just  as  good  bridges  as  any  road 
or  railway  bridge  now  built  and  at  about  half 
the  prices.  Yours  truly, 

Thos.  W.  H.  Moseley. 

Cincinnati,  June  10,  1860. 


[Correspondence  of  the  Railroad  Record.} 

BARS    AT    THE    MOUTHS    OF   THE 
MISSISSIPPI. 

I  wish,  Messrs  Editors,  to  ask  your  permis- 
sion to  reply  to  the  last  communication  of 
Capt.  Humphreys,  which  will  be  found  in  the 
Record  of  the  17th  nit. —  although  the  main 
point  of  interest  to  mo  is  now  no  longer  a  mat- 
ter of  dispute. 

In  this  last  communication  Capt,  Humphreys 
slates,  unequivocally,  that  no  fact  reported  by 
Mr.  Ellel  to  the  War  Department,  in  relation 
to  these  bars,  was  new  to  the  officers  of  the 
Department;  and  he  challenges  me  "  to  spe- 
cify the  officers  of  the  Department  who  have 
contested  the  fads  I  reported  or  even  the  theory 
I  submitted. 

This  I  propose  now  to  do,  repeating  the 
statement,  however,  thaPmy  report  was  made 
more  than  nine  years  ago,  and  that  the  facts 
which  it  presented  have,  from  that  time  until 
now,  either  been  entirely  unnoticed  or  indi- 
rectly or  directly  denied,  by  every  officer  of  the 
Department  who  has  since  then  been  in  any 
form  associated  with  the  problem  of  improving 
the  navigation  across  the  bars;  but  which  are 
now  not  only  admitted  to  be  strictly  true,  but 
claimed  by  Capt.  Humphreys  to  have  been 
fully  known  to  the  Department  before  my  re- 
port was  made. 

The  views  submitted  in  my  report  were 
these:  That  the  bars  at  the  mouths  of  the 
Mississippi  were  not  produced,  as  had  always 
before  been  assumed  by  the  resistance  which 
the  sea  presented  to  the  out-flowing  river  water, 
and  the  consequent  check  to  its  velocity, 
which  was  supposed  to  deprive  it  just  there,  of 
the  power  to  transport  its  sediment  further: 
That,  on  the  contrary,  the  velocity  of  the  Mis- 
sissippi is  scarcely,  if  at  all,  reduced,  where  the 
the  river  meets  the  sea;  but  that  the  river  wa- 
ter, in  virtue  of  its  lesser  density,  rises  upon 
the  salt  water,  glides  smoothly  over  it,  and 
passes  out  to  the  Gulf,  buoyed  up  by  the  sea, 
with  the  waters  of  which  it  slowly  mingles  as 
the  column  spreads  over  a  wider  area,  and  is 
diminished  in  depth,  or  is  agitated  and  broken 
by  the  wind. 

Further,  that  the  water  of  the  Mississippi 
does  not  move  over  the  surface  of  the  Gulf  at 
a  speed  of  three  feet  per  second  without  im- 
parting a  portion  of  its  motion  to  the  sea. 
That  the  equally  impressible  and   fluid  salt 
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water,  thus  rubbed  by  the  vast  river  which 
floats  upcn  it,  is  carried  forward  by  the  friction 
developed  at  the  surfaces  in  contact.  That 
the  fresh  water  and  salt  water,  therefore,  take 
the  same  direction,  toward  the  sea,  and  with 
nearly  the  same  velocity,  but  yet  keep  separ. 
ate.  That  this  state  of  things,  clearly,  can  not 
exist  all  the  way  to  the  bottom;  for,  as  the 
river  water  is  forever  coming  forward,  if  the 
salt  water  all  flowed  towards  the  Gulf,  it  would 
all  be  carried  out,  and  river  water  would  take 
its  place.  Fresh  water  would  then  be  #found 
at  the  bottom.  The  salt  water  actually  lying 
beneath  the  fresh  water  must,  therefore,  come 
in  from  some  quarter  to  supply  the  current  of 
sea  water  that  is  forever  setting  towards  the 
Gulf,  under  the  water  discharged  by  the  river. 
That  this  salt  water  can  only  come  from  the 
sea,  and  can  only  come  in  along  the  bottom. 
That,  in  short,  it  is  the  principle  of  the  eddy 
which  is  here  presented,  in  an  unusual  but 
beautiful  form,  the  movements  being  exhibited 
in  a  vertical  plane. 

I  showed,  further,  that  the  fresh  water  going 
out  could  not  produce  the  deposit  of  soft  mud 
.  and  light  sand  on  the  bar ;  because  the  river 
water  has  velocity  seaward  sufficient  to  sweep 
away  a  foundation  of  course  gravel.  That  the 
out-flowing  salt  water,  immediately  beneath 
the  fresh,  would  not  cause  the  deposit,  for  the 
same  reason— its  velocity,  also,  being  great 
enough  to  sweep  the  bar  away.  But  that  the 
salt  water  coming  in  from  the  Gulf  might  pro- 
duce and  did  produce  the  deposit,  for  reasons 
stated  in  my  report  in  detail,  but  which  need 
not  be  repeated  here. 

This  is  an  outline  of  "the  theory"  which 
has  been  so  long,  and,  I  think,  unjustly  ignored 
in  the  War  Department. 

The  experiments  which  I  made,  however, 
and  the  facts  presented,  confirmed  the  theory, 
and  demonstrated  that  there  was  a  column  of 
fresh  water  on  the  bar  when  the  Mississippi 
was  at  half  flood  at  New  Orleans,  about  7  feet 
deep,  which  column  swept  out  to  sea  with  a 
velocity  of  about  three  feet  per  second.  That, 
beneath  this  column  of  fresh  water,  salt  water 
was  found  all  the  way  to  the  bottom.  That 
the  upper  part  of  this  salt  water  flowed  toward 
the  sea,  and  the  portion  nearest  the  bottom 
flowed  inwardly — that  is,  from  the  sea  toward 
the  river. 

Finally,  that  the  relative  strengths  of  the 
sea  to  flow  tip  into  the  river,  and  of  the  Missis- 
sippi to  push  it  back  into  the  Gulf,  depended 
upon  the  tides,  the  winds,  and  the  floods;  and 
that,  consequently,  the  position  of  the  head, 
or  upper  limit  of  the  salt  water  underlying 
the  fresh,  was  variable — varying  in  obedience 
to  these  controlling  facts — the  winds,  the  tides 
of  the  Gulf,  and  the  floods  cf  the  river. 

The  report  containing  those  facts  and  this 
theory  was,  I  repeat,  repudiated  by  those  offi- 
cers of  the  War  Department  whose  duty  it  was 
made  to  advise  the  Department  in  relation  to 
the  removal  of  the  obstructions  at  the  mouths 
of  the  Mississippi. 

This  statement  of  mine,  Capt.  Humphreys 
denies,  and  rests  his  denial  on  the  solitary 
fact,  that  the  venerable  chief  of  the  Topographi- 
cal Bureau,  Col  Albert,  did  not  contest  either 
my  facts  or  theory  in  transmitting  my  report 
to  the  Secretary  of  War.     This  is  but  negative 


testimony,  which  may  pass  for  what  it  is 
worth. 

It  is  all  sufficient  for  me  to  find,  that,  after 
my  report  had  been  repudiated  for  nine  years, 
its  facts  continuously  denied,  and  never  once 
openly  admitted, — after  the  country  has  sus- 
tained immense  losses  by  the  attempt  of  cer- 
tain of  its  officers  to  improve  the  navigation 
without  first  ascertaining  whether  the  water  on 
the  bars,  and  in  contact  with  the  bars,  runs 
toward  the  sea  or  from  the  sea — that  every 
fact,  in  my  repudiated  report,  is  now  unequivo- 
cally admitted  to  be  true.  The  facts  stated  in 
that  report,  stand,  therefore,  by  the  express 
avowal  of  Capt.  Humphreys,  at  this  day.  un- 
impeached. 

Here  I  might  rest,  satisfied  with  having  vin- 
dicated the  statements  in  my  report  from  un- 
just obloquy.  But,  Capt.  Humphreys  has 
thought  proper  to  couple  his  admission  of  the 
accuracy  of  all  the  facts  stated  by  me,  with 
the  remark  that  they  were  all  known  to  the 
officers  of  the  Department  before  I  reported 
them. 

I  shall  now  convince  him  that  he  is  in  er- 
ror on  this  point  also,  and  that  they  could 
not  have  been  known,  until  very  recently, 
even  to  himself. 

In  1850,  the  War  Department,  under  a  re- 
cent act  of  Congress,  appointed  a  Board  of 
Engineers  with  instructions,  among  other  du- 
ties, to  survey  the  Delta  and  to  report  a  plan 
for  deepening  the  channels  across  the  bars  at 
the  mouths  of  the  Mississippi. 

Col.  Long  was  the  senior  officer  of  that 
board,  and  Captain  Humphreys,  the  junior 
officer,  was,  he  says,  associated  with  him  on 
terms  of  equal  authority. 

Capl.  Humphreys  conducted  the  surveys, 
employing,  in  that  service,  Prof.  Forshey  as 
his  assistant,  but  not,  he  avers,  as  I  had  sup- 
posed, and  stated,  as  their  "mutual"  assis- 
tant. 

At  the  same  time  that  this  Board  was  ap- 
pointed, I  was  tendered  by  the  War  Depart- 
ment, and  accepted,  an  independent  ap- 
pointment, to  investigate  the  same  difficult 
problems,  and  to  report  my  opinion,  separately, 
upon  them. 

After  my  report  on  the  improvement  of  the 
navigation  across  the  bars,  and  the  prelimina- 
ry report  of  this  Board,  touching  the  surveys, 
were  made,  and  after  the  facts  stated  in  my 
report,  but  which  were  not  stated  in  the  re- 
port of  this  Board,  touching  the  reversed  cur- 
rents, and  the  vertical  eddy  which  I  detected 
on  the  bars,  Capt.  Humphreys  sent  his  assis- 
tant, Prof.  Forshey,  to  the  mouth  of  the  Mis- 
sissippi, to  make  further  investigations  there. 

We  will  now  pass  over  the  intervening  time, 
to  the  year  1857,  when  Col.  Long,  the  senior 
member  of  this  Board,  was  commissioned  by 
the  War  Department  to  superintend  the  dis- 
bursement of  the  recent  appropriation  of 
$330,000,  for  deepening  the  channels  on  the 
bars. 

In  his  report  to  the  War  Department,  bear- 
ing date,  April  6,  1857,  Col.  Long  says: 

"With  respect  to  the  existence  of  reversed 
currents  or  'under-tows'  of  salt  water  beneath 
the  fresh  water  volumes  or  sheets  that  pass 
over  the  tidal  bar,  and  supposed  by  some  to 
be  mainly  instrumental  in  forming  the  bar, 
Prof.  Forshey  (who  was  Captain  Humprheys' 
assistant,  it  will  be  remembered,)  had  shown 
satisfactorily  that  no  such  under-tows  have 
any  existence  at  any  stage  either  of  flood  or 
tide." 

Now,  Col.  Long  was,  and  is,  a  justly  distin- 
guished officer  of  the  War  Department;  he 
had  been  the  colleague  and  senior  of  Captain 
Humphreys  iu  the  survey  of  the  delta,  at  the 


commencement  of  that  work,  and  had  been 
put  in  charge  of  those  surveys,  during  their 
progress,  when  the  illness  of  Captain  Hum- 
phreys deprived  the  Department  of  his  valuable 
services. 

Prof.  Forshey  was  the  assistant  of  Captain 
Humphreys,  to  whose  skill  and  trust-worthi- 
ness had  been  confided  the  delicate  duty  of 
investigating  the  currents  at  the  mouths  of  the 
Mississippi. 

It  is  quite  impossible  that  Capt.  Hum- 
phreys could  have  been  cognizant  of  the  ex- 
istence of  these  currents,  when  they  were  not 
known  to  his  own  assistant,  who  made  the  in- 
vestigations for  him,  nor  to  his  own  colleague 
and  senior  officer,  for  a  period  of  seven 
years. 

It  is  inadmissible  also  to  assume  that  Prof. 
Forshey  had  not  correctly  represented  the 
facts;- — an  assumption  which,  if  admitted, 
would  destroy  the  value  of  the  whole  sur- 
vey. 

It  is  also  quite  impossible  to  assume  that 
Capt.  Humphreys  could  have  known  that  the 
facts  stated  by  me,  and  which  have  been  so 
publicly  and  officially  denied  by  his  colleague 
and  assistant,  were,  as  he  now  avows,  all  cor- 
rectly reported,  and  yet  remained  in  silent 
possession  of  the  truth,  thus  disputed,  for  nine 
years;- — permitting  his  assistant,  all  this  time, 
to  promulgate  an  erroneous  account  of  the 
state  of  things  on  the  bars,  and  to  dissiminate 
the  error  on  the  authority  of  his  (Capt.  H.'s) 
own  surveys,  through  the  New  Orleans  press 
and  scientific  journals. 

It  is  impossible  to  assume  that  Capt.  Hum- 
phreys could  have  known  that  the  facts  stated 
in  my  report  were  all  true,  as  he  now  admits, 
and  yet  have  allowed  his  own  colleague,  the 
veteran  Col.  Long,  to  be  cruelly  deceived  and 
misled  during  a  period  of  seven  years,  and  to 
disburse  the  public  funds  under  an  erroneous 
view  of  facts  which  were  all  the  while,  in  his, 
Capt.  Humphreys'  possession. 

It  is  impossib.e  that  Capt.  Humphreys  could 
have  been  cognizant  of  the  existence  of  these 
inward  currents,  and  yet  consented  to  act  as 
a  member  of  a  Board  of  Engineers  charged 
with  the  duty  of  preparing  contracts  for  sweep- 
ing out  the  channel  by  increasing  the  strength 
of  the  outflowing  current,  when  he  knew  that 
the  current  on  the  bars  runs  in  a  direction 
opposite  to  that  for  which  the  plans  prescribed 
in  the  contract  were  designed. 

Above  all,  it  is  impossible  to  assume  that 
Capt.  Humphreys,  or  any  other  gentleman 
could  have  known  these  facts — facts  officially 
reported  by  a  cotemporary  engineer — to  be 
strictly  true,  and  allowed  them  to  be  discre- 
dited and  contradicted  by  his  own  friend  and 
brother  and  senior  officer,  as  well  as  by  his 
own  assistant,  when  a  word  from  him  would 
have  prevented  the  wrong  to  them  and  to  me, 
and  sustained  the  truth. 

I  conclude,  therefore,  that  Capt.  Humphreys 
must  be  mistaken,  at  least  in  regard  to  the 
time  when  conviction  of  the  important  facts 
which  I  had  announced  first  forced  itself  upon 
his  own  miud. 

I  could  easily  multiply  evidence  to  prove 
that  these  inward  currents  of  salt  water,  flow- 
ing up  into  the  mouths  of  the  Mississippi,  be- 
neath the  column  of  fresh  water  flowing  out 
on  top,  were  not  known  to  the  officers  of  the 
War  Department,  before  my  report  was  pub- 
lished, or  even  admitted  by  them  for  a  long 
time  after  it  was  published. 

For  instance:  More  than  two  years  after  my 
report  was  made,  and  printed  by  Congress, 
another  Board  of  very  distinguished  engineers, 
composed  entirely  of  officers  of  rank,  was  sent 
to  the   mouth   of  the  Mississippi,  to  report 


198 


THE    RAILROAD    RECORD. 


again  to  the  Department  on  this  important 
problem. 

In  their  report,  these  officers  say:  "Some 
observations  were  made  on  the  current,  but  to 
these  they  attach  no  further  importance  than 
as  exhibiting  tliefact  that  at  all  stages  of  the 
tide  they  found  inside  of  the  bar  and  over  the 
bar,  an  outward  current  at  the  bottom." 

Does  thisj)assage  indicate  a  recognition  of 
the  facts  which  I  had  announced,  or  of  the 
eddy  theory  which  I  had  established  two  years 
before?  Or,  does  it  not  rather  go  to  show 
that  the  Board  concurred  in  opinion  with 
Prof.  Forshey  and  Col.  Long,  that  there  were 
no  such  inward  currents  to  be  found?  Is 
there  a  word  there,  or,  indeed,  can  a  passage 
be  found  in  any  report  of  any  officer  of  the 
War  Department,  intimating  an  admission  of 
the  truth  of  the  eddy  action  which  I  had 
pointed  out,  and  which  Oapt.  Humphreys  now 
says,  no  one  could  fail  to  see  must  have 
place. 

Capt.  Humphreys  is  mistaken  on  another 
point.  The  eddy  action  detected  by  me  and 
now  admitted  by  himself,  was  not  alluded  to 
in  the  reports  of  either  Mr.  Meade  or  Mr.  Si- 
dell. 

These  gentlemen  detected  an  under-current 
of  salt  water,  flowing  into  the  river  when  the 
volume  discharged  by  the  Mississippi  is  very 
small;  but  they  both  attributed  it  to  "the  ebb 
and  flow  of  the  tide." 

Neither  these  gentlemen,  nor  any  other  offi- 
cer of  the  War  Department,  have  ever  alluded 
to  the  eddy  action  proceeding  from  the  flow  of 
the  Mississippi  river  itself,  which  was  an- 
nounced in  my  report,  excepting  those  officers 
who  alluded  to  it  only  to  deny  its  existence. 

Capt.  Humphreys  challenges  me  further,  to 
name  any  officer  of  the  War  Department  who 
has  even  contested  the  theory  of  the  formation 
of  the  bars,  which  I  submitted.  In  response 
to  this,  it  is  sufficient  to  say  that  Capt.  Hum- 
phreys, who  was  intrusted  by  the  Department 
with  the  survey  of  the  Delta,  allowed  his  as- 
sistant to  discredit  my  report  by  published 
statements  directly  and  unqualifiedly  denying 
its  facts — without  correcting  the  errors  which 
his  assistant  spread  abroad  for  nine y ears ;  and 
that  the  officers  and  boards  sent  subsequently 
to  the  Delta  to  pursue  the  study  of  this  prob- 
lem, assumed  the  statements  made  by  Capt. 
Humphreys'  assistant,  and  credited  by  his  col- 
league, to  be  founded  in  fact.  It  was  useless, 
therefore,  for  them  to  dispute  a  theory  which 
professed  to  be  upheld  by  facts  which  the  offi- 
cers of  the  Department,on  all  hands,  assumed 
to  have  no  existence.  How  would  they  sup- 
pose that  Capt.  Humphreys,  himself  a  member 
of  several  of  these  boards,  could  know  these 
facts  to  have  been  truly  stated  and  yet  with- 
hold his  information  of  that  important  truth 
from  them  ? 

Still,  I  will  name  an  officer  and  engineer 
second  to  none  in  the  service,  either  in  scien- 
tific attainments,  or  in  the  zeal  with  which  he 
has  encountered  and  endeavored  to  confute 
my  views.  I  refer  to  Major  J.  G.  Bernard — 
one  of  the  Board  of  Engineers  who  in  1852 
reported  that  they  could  not  detect  the  under- 
current, and  who  has,  within  the  year  just 
passed,  published  a  carefully  prepared  and 
elaborate  assault  on  my  opinions  in  relation  to 
the  Mississippi,  generally,  and  to  the  theory  of 
the  formation  of  the  bars,  in  particular. 

There  is  another  feature  of  Capt.  Hum- 
phreys' last  paper  worthy  of  passing  notice. 

The  drift  seems  to  be  now  rather  to  prove  that 
I  was  not  the  first  to  state  the  facts  which  are 
found  in  my  report,  or  to  demonstrate  the  ed- 
dy action  on  the  bars,  or  to  propound  the  theory 
of  their  formation,  than   to   deny  or  contest 


either.  "Though  Mr.  Ellit,"  he  says,  "was 
the  first  to  submit  this  theory  of  the  formation 
of  the  bars  to  the  War  Department,  he  was  not 
the  first  to  propound  it,  for  it  had  been  previ- 
ously suggested  as  the  cause  of  the  formation 
of  the  bars  at  the  mouths  of  the  Delia  rivers 
of  the  Mediterranean." 

This  statement,  however,  goes  no  further 
than  to  impair  my  claim  to  the  credit  of  hav- 
ing first  suggested  this  most  important  princi- 
ple to  account  for  the  formation  and  mainten- 
ance of  the  bars  at  the  mouths  of  the  Mississippi. 
Butthat  is  a  matter  personal  to  meonly,  and  in 
which  the  public  have'no  interest  whatever. 
I  will  merely  say  in  reply  to  it,  that  when  I 
made  my  report  and  ever  after,  until  1  read  this 
statement,  I  supposed  that  the  suggestion  was 
not  only  exclusively  my  own,  but  that  all  the 
facts  and  evidence  upon  which  it  rested  wore 
derived  exclusively  from  my  own  experiments 
and  reasoning. 

I  truest,  however,  that  Capt.  Humphreys  will 
take  the  trouble  to  state  through  your  columns 
the  name  of  the  French  engineer  who  antici- 
pated me  in  this  valuable  contribution  to  sci- 
ence, and  refer  me  to  tl:e  document  where  I 
can  find  the  exposition  of  his  views,  that  I 
may  do  that  justice  to  him  which  has  been  so 
unwillingly  rendered  to  me.  I  assure  him 
that  I  will  avail  myself  of  an  early  opportuni- 
ty to  recognize  the  services  of  that  engineer, 
and  to  withdraw  my  own  claim  to  priority  of 
observation,  whenever  I  can  find  the  evidence 
that  any  one,  whether  a  countryman  or  a  for- 
eigner, went  before  me  in  the  true  path. 

There  is  another  passage  in  Capt.  Hum- 
phreys' communication  which  I  did  not  mean 
to  notice,  and  which  I  shall  only  allude  to 
now  as  an  illustration  of  the  character  of  all 
the  assaults  on  my  report  which  have  proceed- 
ed from  this  source.  "If"  says  Capt.  Hum- 
phreys, "if  Mr.  Ellet  Intends  to  intimate  that 
the  plan  rf  improving  the  bars  by  stirring  up 
the  bottom  was  taken  from  his  report  of  1851, 
he  is  mistaken.  It  is  a  plan  at  least  a  centu- 
ry old,"  &c.,  &c. 

Perhaps  Capt.  Humphreys  is  not  aware  that 
to  suggest  the  idea  that  I  have  set  up  any  such 
claim,  knowing  that  I  have  not, — even  though 
the  unjust  suggestion  is  qualified  by  the  con- 
tingent "if," — is  just  as  obnoxious  to  sound 
morality  and  common  straight-forward  fair- 
ness, as  to  make  the  charge  directly. 

The  portion  of  my  report  of  1851  which 
treats  of  that  plan,  commences  with  these 
words — "Persons  who  are  familiar  with  the 
character  of  the  material  composing  the  bars 
are  very  generally  of  the  opinion,  that  if  the 
bottom  were  stirred  up  frequently,  by  dragging 
scrapers  over  it,  as  the  tide  ebbs,  and  when 
the  river  is  high,  the  light  mud  would  be  car- 
ried off  to  sea  "y  the  river.  This  is  now,  in 
fact,  the  prevailing  opinion  among  the  intelli- 
gent pilots  at  the  Belize  and  South  West 
pass,"  &c.  And  the  report  goes  on  to  main- 
tain— "  But  the  simple  remedy  proposed, 
though  it  can  not  fail  to  improve  the  channel, 
will  not  produce  all  the  effects  that  are  de- 
sired."— "  It  has  already  been  shown  that  the 
lower  four  or  five  feet  of  water  on  the  bar  is 
sea-water  running  up  stream,  while  the  next 
four  or  five  feet  is  salt-water  running  down 
stream,"  &c. — "It  follows,  therefore,  that  un- 
less the  light  mud  be  so  stirred  up  as  to  be 
brought  into  the  current  of  fresh-water  flowing 
out,  or  at  least  into  the  upper  portions  of  salt- 
water passing  out,  it  can  not  be  carried  out 
except  in  very  small  quantities." 

Capt.  Humphreys  knew,  I  think,  when  he 
threw  out  this  intimation,  that  I  neither 
claimed  the  parentage  of  that  plan  nor  ap- 
proved of  it ;  and  he  knows,  also,  that  I  pre- 


dicted its  fate  correctly  in  my  report;  which 
admitted  that  the  plan,  as  proposed,  and  as  it 
was  tried  by  the  government,  would  do  some 
limited  good,  but  would  not  be  effectual  And 
such  was  the  precise  result.  They  stirred  up 
the  mud, — supposing  in  accordance  with  the 
incorrect  information  which  had  been  com- 
municated to  Col.  Long  and  the  public,  by 
Capt.  Humphreys'  assistant,  that  the  inward 
current  had  no  existence — and  much  of  the 
loosened  material,  instead  of  being  carried 
out  to  sea,  was,  of  course,  merely  transferred 
to  points  somewhat  nearer  the  head  of  the  bar. 

In  conclusion,  I  wish  to  state  explicitly  that 
I  cast*no  censure  upon  any  of  the  gentlemen 
— including  probably  twenty  or  more  of  the 
most  distinguished  officers  of  the  Government 
— who  have  been  sent,  from  time  to  time,  to 
the  mouths  of  the  Mississippi  by  the  War  De- 
partment, to  aid  by  their  counsel  in  over-com- 
ing the  difficulties  found  there.  I  make  no 
accusation,  nor  do  I  now  intimate  any  neglect 
of  duty,  by  any  of  these  gentlemen.  The 
whole  responsibility  for  the  errors  committed, 
so  far  as  now  appears,  rests  either  upon  Capt. 
Humphreys  for  not  making  the  facts,  which 
he  knew  to  be  facts,  known  to  the  public,  or 
upon  his  assistant.  Prof.  Forshey,  for  stating 
them  inaccurately. 

By  this  neglect,  either  to  inform  himself  of 
the  facts,  or,  if  informed,  to  prevent  them 
from  being  misrepresented  on  the  authority  of  • 
examinations  made  under  his  own  direction, 
the  public  funds  have  been  wasted  and  the 
public  interest  prejudiced. 

It  is  not  necessary,  therefore,  for  Capt. 
Humphreys  to  present  himself  again  as  the 
champion  of  any  of  the  officers  of  the  War 
Department.  They  do  not  stand  in  need  of 
his  shield  or  his  spear,  all  the  virtues  of  which 
can  be  most  profitably  applied  in  his  own  ex- 
culpation. CHARLES  ELLET,  Jr., 
Civil  Engineer. 

Washington,  D.    C,  June  7,  1860. 


[From  the  Edgefield  Advertiser.] 

THE  BLUE  RIDGE  ROAD. 


It  is  with  pleasure  that  we  place  the  follow- 
ing letter  before  our  readers.  It  comes  from 
that  distinguished  gentleman,  Hon.  G.  A. 
Trenholm,  of  Charleston,  whose  opinion  on 
the  subject  in  question  we  hold  as  high  au- 
thority. The  annexed  note  accompanying  this 
communication  will  explain  why  it  was  sent  to 
us  for  publication: 

My  Bear  Sir :  I  received,  some  days  ago, 
a  letter  from  Col.  Mobley,  to  which  the  en- 
closed would  be  a  suitable  reply,  but  having 
had  inquiries  addressed  to  me  from  other 
quarters  on  the  same  subject,  I  take  the  liber- 
ty of  addressing  the  reply  to  you,  that  as  gen- 
eral and  extended  a  use  may  be  made  of  it  as 
circumstances  may  require.  I  have  a  great 
aversion  to  appear  in  print,  but  do  not  feel  at 
liberty  to  indulge  it  at  the  expense  of  a  good 
cause,  and,  therefore,  leave  the  question  of 
publication  to  your  judgment  and  discretion. 
Yours  respectfully,  G.  A.  T. 

Charleston",  April  4. 

Dear  Sir :  You  state  that  an  impression  has 
gone  abroad  that  if  the  Blue  Ridge  Road  is 
continued,  the  State  tax  on  negroes  will  soon 
be  increased  to  five  dollars  per  capita,  and 
that  this  belief  has  been  adopted  on  the  au- 
thority of  Mr.  Gregg. 

The  opinions  of  this  gentleman  on  all  practi- 
cal subjects  are  always  listened  to  with  atten- 
tion by  the  public,  nor  am  I  disposed,  on  the 
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present  occasion,  to  treat  them  with  levity; 
at  the  same  time,  we  should  all  have  a  suitable 
respect  for  our  own  understanding,  and  not 
be  willing  to  yield  our  convictions  implicitly 
to  the  control  of  mere  authority,  or  shut  our 
eyes  against  the  convictions  of  plain  absurdi- 
ties, through  blind  respect  for  their  imputed 
authors. 

What  was  really  said  by  Mr.  Gregg  in  Ms 
speech  at  Edgefield  Court  House,  in  NovemheJ, 
(if  that  is  the  occasion  referredt  to,)  was  that 
if  the  road  should  cost  $12,000,000,  the  tax  on 
negroes  would  be  raised  to  $2  50 — not  $5,  I 
believe.  Before  proceeding  to  examine  the 
correctness  of  this  opinion,  we  wiil  briefly  re- 
vie  w  one  or  two  other  statements  made  by 
the  speaker,  in  order  to  show  how  little  safety 
there  is  in  accepting,  without  examination, 
the  information  or  reasoning  even  of  the  most 
practical  and  experienced. 

Speaking  of  the  Erie  Railroad,  of  New  York, 
he  alleged  that  it  had  cost  forty  millions  of 
dollars,  and  the  shares  being  now  at  $5  each 
for  $100  paid  in,  it  followed  that  this  great 
work  was  worth,  in  the  estimation  of  the  pub- 
lie,  only  5  per  cent,  on  $10,000,000,  or  no 
more  than  $2,000,000.  What  are  the  real 
facts  in  the  case  ?  They  are  as  follows  :  That 
the  road  cost  $34,000,000;  that  being  built 
with  $40,000,000  of  subscribed  capital,  and 
$24,000,000  of  borrowed  money,  it  follows, 
when  the  shares  will  still  sell  at  $5,  that,  in 
the  opinion  of  the  public,  the  road  is  worth 
the  entire  sum  of  $24,000,000  of  mortgage 
debt,  and  $500,000  of  the  subscribed  capital 
in  addition.  In  this  there  is  nothing  conjec- 
tural, for  there  came  from  England,  in  Sep- 
tember last,  Commissioners,  clothed  by  the 
English  stockholders  with  power  to  advance 
more  money  if  necessary  to  extricate  the  Com- 
pany from  existing  embarrassments.  Here  is 
a  mistake,  then,  on  the  part  of  Mr.  Gregg,  of 
$6,000,000,  in  stating  the  cost  of  a  work  whose 
history  is  to  be  found  in  every  newspaper  in 
the  country,  and  an  error  of  $22,000,000  in 
estimating  its  present  value,  effected  through 
a  reduction;  of  which  the  fallacy  is  conspicu- 
ous enough  to  arrest  the  attention  of  the  mer- 
est tyro  in  figures.  It  is  true  that  the  stock- 
holders have  lost  nearly  their  entire  capital, 
but  this  is  the  result  of  errors  and  vices  that 
do  not  attach  to  the  administration  of  a  single 
railroad  at  the  South.  This  is  bad  enough, 
but  he  who  undertakes  to  enlighten  the  public 
mind  on  this  topic,  should  at  least  possess  the 
faculty  of  discriminating  between  a  loss  $8  or 
$10,000,000  and  one  of  $38,000,000. 

There  cannot  be  a  more  striking  exhibition 
of  inaccurate  statistics  and  fallacious  reason- 
ing than  this,  unless  it  should  be  the  follow- 
ing: Mr,  Gregg,  in  the  same  speech,  declared 
with  the  utmost  solemnity,  and  made  the  de- 
claration, he  said,  on  his  responsibility,  that 
when  Bangs  &  Co.  were  dismissed  from  the 
Blue  Ridge  Road,  one  million  of  dollars  had 
already  been  wasted,  thrown  away,  and  utterly 
lost  by  the  Company,  through  mislocation  of 
the  road,  work  imperfectly  done,  and  losses 
attendant  upon  the  failure  of  Bangs  &  Co. 
Now  the  question  to  be  asked  is,  howmuch 
had  the  Company  spent  up  to  the  period  of 
Bangs'  dismissal?  Of  the  sum  expended  up 
to  that  time,  $1,000,000  had  been  lost;  how 
much  then  had  been  expended  ?  The  propo- 
sition  can  hardly  be  stated  with  gravity;  and 
logic  is  literally  put  out  of  countenance,  by 
the  very  absurdity  and  drollery  of  the  entire 
problem.  The  total  sum  expended  by  the 
Company  for  construction  and  all  other  pur- 
poses, up  to  the  day  of  Bangs  &  Co.'s  dismis- 
sal, was  $GS0,000.  And  Mr.  Gregg  gravely 
alleged  that  out  of  litis  sum  at  least  $1,000,000 
had  been  wasted  aad  utterly  lost! 


The  simple  truth  is,  that  substantially  not  a 
dollar  had  been  wasted  or  lost  in  any  way 
whatever.  To  point  out  these  extraordinary 
blunders  is  no  impeachment  of  Mr.  Gregg's 
candor ;  it  simply  reveals  the  extreme  inapti- 
tude of  some  minds  for  matters  of  calculation 
and  the  danger  of  implicitly  following  their 
guidance  in  questions  involving  the  use  of 
figures.  Those,  therefore,  who  have  adopted 
the  belief  that  the  tax  on  negroes  may  be  rais- 
ed to  $5  each,  to  meet  the  requirements  of  the 
Blue  Ridge  Road,  should  examine  the  ques- 
tion for  themselves.  Have  they  considered 
how  many  negroes  there  are  in  the  State  ? 
The  number  is  about  400,000,  and  a  tax  of 
$5  each  would  produce  a  revenue  of  $2,000,000; 
whereas  the  interest  on  $12,000,000,  the  ex- 
treme  limit  of  Mr.  Gregg's  most  extravagant 
conjecture,  is  but  $'720,000.  But  $2  50  was 
the  tax  with  whioh  we  were  threatened,  not 
$5.  Let  us  submit  this  also  to  the  test  of  a 
rational  examination.  The  first  point  to  be 
determined  is  the  cost  of  the  road.  Mr.  Gregg 
says  it  will  be  $12,000,000;  but  I  submit  that 
this  being  avowedly  a  mere  conjecture,  and 
coming  from  one  so  extremely  infelicitous  in 
the  solution  of  arithmetical  problems,  is  really 
entitled  to  no  consideration  whatever,  when 
opposed  to  the  estimate  of  an  engineer  of  the 
highest  reputation,  based  upon  such  data  as 
the  actual  careful  survey  of  the  entire  line, 
and  the  exact  admeasurement  of  all  the  work 
to  be  done.  This  estimate  is  $7,725,000,  and 
it  may  be  cited  in  proof  of  its  accuracy  that 
the  work  already  accomplished,  amounting  to 
one-third  of  the  whole,  is  entirely  within  the 
limit  of  Col.  Gwynn's  estimate.  This  should 
be  conclusive  as  to  the  remainder,  for  every 
description  of  work  is  embraced  in  the  pro- 
gress already  made. 

The  total  cost  then  being  at $7,725,000 

And  the  amount  already  expended  up  to  1st  No- 
vember, 1859,  according  to  President's  report, 
being 2,594,000 

There  remains  to  be  expended  to  accomplish  the 

work |5,131,000 

The  total  resources  of  the  Company  (Report, 
page  7,)  are  stated  at 2,909,000 

To  which  must  be  added  the  new  State  subscrip- 
tion of 310,000 

The  Tennessee  State  aid 640,001) 

The  endorsement  of  the  State  already  granted..     1,000,000 

$4,804,000 
From  this  sum  must  be  deducted  the  amount  re- 
alized and  expended , 2,504.000 

Leaving  this  amount $2,264,000 

still  available  for  the  work,  provided  funds  can 
be  secured  sufficient  for  its  completion.  De- 
ducted from  $5,131,000  this  leaves  a  deficiency 
of  $2,866,000,  as  the  sole  existing  obstacle  to 
the  completion  of  this  great  work,  and  the 
fruitful  cause  of  all  the  clamor  and  violence 
with  which  its  furiher  progress  is  opposed. 
The  patriotic  and  reflecting  citizen  should 
ponder  these  plain  truths.  That  a  noble  en- 
terprise, conferring  great  dignity  upon  the 
State,  and  promising  large  contributions  to 
the  general  wealth  of  her  citizens,  has  been 
undertaken  under  the  approving  judgment  of 
all  her  leading  men.  That  $2,600,000  have 
already  been  expended  upon  its  construction, 
economically  and  effectively,  accomplishing 
one-third  of  all  the  work  to  be  done.  That 
$2,265,000  more  are  pledged  for  its  continu- 
ance, and  finally  but  $2,866,000  being  now 
necessary  for  its  completion,  the  weak,  incon- 
sistent and  ignoble  proposal  is  seriously  made 
to  sacrifice  the  $2,600,000  already  expended, 
renounce  the  benefit  of  the  $2,270,000  condi- 
tionally secured  to  the  Company,  and  abandon 
the  whole  enterprise.  Can  any  conduct  be 
conceived  better  fitted  to  express  to  the  world 
the  admission  of  our  own  decrepitude  and  ini- 
potency,   than  this  weak  abandonment  of  a 


great  purpose,  deliberately  adopted,  and  per- 
severingly  conducted  to  the  very  door  of  suc- 
cess? 

But  to  return  to  the  question  of  taxation. 
The  existing  deficiency  in  the  resources  of 
the  Company  has  been  seen  to  be  $2,866,000. 
Of  this  amount  it  is  proposed  to  raise  about 
$1,000,000  on  the  Company's  mortgage  bonds; 
and  it  will  be  admitted  on  all  hands  that 
there  ought  not  to  be  any  difficulty  in  accom- 
plishing this  ;  but  the  adversaries  of  the  road 
choose  to  insist  that  if  the  State  take  anothor 
step  she  will  have  to  shoulder  the  whole  en- 
terprise. To  put  the  matter  in  its  worst 
aspect  for  the  tax  payer,  let  the  calculation 
be  made  on  this  basis.  The  entire  sum  of 
State  contribution  then  would  be  as  follows: 

First  State  subscription -i. .  $1,000,000 

Second  State  subscription 310,000 

State  endorsement 1  000,000 

Existing  deficiency 2,866,000 

$5,176,000 
But  the  interest  on  the  first  subscription  having 
been  charged  upon  the  Bank  of  the  State  does 
not  fill  on  the  Treasury,  and  is  not  implicated 
in  the  question  of  taxation  ;  that  sum  must, 
therefore,  be  deducted ]  ,000,000 

$4,176,000 
And  the  interest  on  the  endorsed  bonds  would  be 
paid  by  the  Company  ;  this,  therefore,  must  be 
stricken  out  also 1,000,090 

$3,176,000 

It  would  be  seen  that  the  calculation  pro- 
ceeds upon  the  supposition  that  the  earnings 
of  the  Company  will  do  more  than  defray  the 
current  expenses  and  pay  the  interest  on  this 
$1,000,000  of  bonds.  However  preposterous 
such  a  supposition  may  be  in  the  face  of  such 
accumulated  testimony  to  the  contrary,  let  it 
be  adopted  for  the  purpose  of  giving  every 
possible  weight  to  this  only  objection  of  taxa- 
tion. We  thus  have  a  sum  of  about  $3,000,000, 
of  which  it  is  said  the  interest  will  devolve 
upon  the  State,  and  will  have  to  be  provided 
by  taxation.  At  six  per  cent,  the  interest 
would  amount  to  $180,000,  and  if  the  proposal 
were  to  raise  the  entire  sum  by  an  augmenta- 
tion of  the  tax  on  negroes,  you  see  that  forty- 
five  cents  per  capita  on  400,000  negroes 
would  produce  the  entire  amount.  Added  to 
to  95  cents,  the  present  tax,  it  would  make 
$1  40,  which  is  very  far  from  $2  50,  and  still 
more  remote  from  $5. 

But  who  proposes  to  raise  the  tax  exclusive- 
ly from  negroes?  And  why  should  all  other 
property  be  exonerated?  This  is  not  contem- 
plated by  any  one.  And  if  equally  distributed, 
therefore,  the  result  would  be  as  follows:  The 
whole  amount  of  taxes  raised  last  year  was 
$635,524;  an  addition  of  $180,000  would  re- 
quire an  increase  of  about  30  per  cent,  in  the 
rates.  On  95  cents,  the  present  tax  on  ne- 
groes, the  increase  at  this  rate  would  be  28 
cents,  and  the  total  tax  $1  23 — less  than  one- 
half  of  the  lowest  sum  named. 

This  is  evidently  the  worst  that  can  happen, 
even  if  the  prediction  of  the  adversary  is 
adopted,  and  no  income  allowed  to  the  road. 
But  every  reasonable  thinker  will  repudiate  so 
monstrous  an  idea.  He  will  admit  that  the 
road  must  have  a  considerable  revenue.  He 
will  concede  to  its  friends  and  supporters  the 
reasonableness  of  believing,  as  they  do  be- 
lieve, that  with  $1,000,000  more  of  subscrip- 
tion from  the  State,  and  $1,000,000  more  of 
endorsement,  they  will  be  able  to  raise  the  re- 
maining $860,000  on  the  credit  of  the  Company, 
and  the  Company  paying  the  interest  on  its 
own  bonds,  for  the  performance  of  which  its 
ability  may  fairly  be  inferred  from  the  expe- 
rience of  every  Southern  road,  the  State  would 
be  left  to  provide  the  interest  on  $1,315,000, 
or  $78,900.  This  would  require  an  increase 
of  12 \  per  cent,  on  last  year's  tax,  or  about 
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twelve  cents  additional  on  every  negro,  and  in 
proportion  on  other  property. 

It  would  be  great  presumption  to  insist  that 
these  expectations  will  be  exactly  fulfilled  ;  a 
want  of  candor  not  to  admit  the  fallibility  of 
all  human  judgment,  and  the  disappointments 
to  which  the  best  founded  expectations  of  men 
are  exposed.  But  the  fallibility  of  his  judg- 
ment is  not  an  argument  against  the  exercise 
of  all  reason.  And  those  who  will  agree  to 
dismiss  prejudice  from  our  counsels,  and  allow 
reason  her  legitimate  authority,  will  perceive 
that  the  plain,  practical  and  common  sense 
view  of  this  matter  is  the  one  here  presented. 
And  if  they  are  willing  to  admit,  as  all  should 
be,  the  possibility  that  the  State  may  be 
obliged  to  do  somewhat  more  than  is  stated; 
that  she  may  be  called  upon  to  advance  some- 
what more  of  the  annual  interest  until  the  re- 
sourses  of  the  road  are  fully  developed,  they 
will  be  ready  to  concede  that  in  the  progress 
of  time  these  resources  will  be  multiplied  and 
enlarged,  as  in  the  case  of  every  railroad  in 
this  great  and  growing  country,  and  the  State 
amply  repaid  for  her  courage  and  munifi- 
cence. 

You  ask  how  long  the  taxation  to  be  impos- 
ed will  endure  ?  The  reply  is  very  simple. 
The  Bank  of  the  State  from  its  annual  gains 
can  pay  $300,000  of  public  debt  every  year; 
at  this  rate  the  entire  sum  of  the  proposed 
subscription  could  be  extinguished  in  eight 
years ;  and  with  the  payment  of  the  principal 
would  of  course  be  terminated  the  taxes  im- 
posed for  the  interest. 

Your  obedient  servant. 

G.  A.  TRENHOLM. 


[From  the  Baltimore  American.] 

THE  EXTRA  DIVIDENU  QUESTION. 

REPLY    OF    PRESIDENT    GARRET    TO    THE    APPLICA- 
TION   FOR    AN    ATTACHMENT    FOR    CONTEMPT. 

In  the  City  Circuit  Court  yesterday  the  fol- 
lowing proceedings  took  place  in  this  case: 

The  State  of  Maryland  vs.  The  Baltimore  and 
Ohio  Railroad  Company.  Petition  for  an  at- 
tachment for  contempt  against  the  President  of 
said  Company,  on  account  of  an  alledged  viola- 
tion of  an  injunction  heretofore  issued  by  the 
Circuit  Court  for  Baltimore  city,  relative  to  the 
payment  by  the  Company  of  the  extra  dividend. 

THE   ANSWER    OF    J.    W.    OARRET,    ESQ. 

The  answer  of  J.  W.  Garret,  President  of  the 
Baltimore  and  Ohio  Railroad  Company,  to  the 
petition  of  the  State  of  Maryland,  making ;an 
order  to  show  cause  why  an  attachment  should 
not  be  issued  against  him  for  an  alledged  breach 
of  injunction  heretofore  issued  by  the  Circuit 
Court  for  Baltimore  City: 

This  respondent' — Eaving  all  exceptions  to  the 
substance  or  form  of  said  petition,  to  so  much 
thereof  as  he  is  advised  that  it  is  material  for 
him  to  reply  to — answers  and  saith:  That  it  is 
true,  as  stated  in  said  petition,  that  the  injunc- 
tion therein  was  issued,  and  that  it  remains  at 
this  time  in  full  force;  that  it  is  not  true,  howev- 
er, that  the  said  Company  has  lately  proposed  and 
now  offers  to  pay  to  the  Mayor  and  City  Coun- 
cil of  Baltimore  large  sums  of  money,  amount- 
ing to  more  than  one  hundred  thousand  dollars, 
as  a  part  of  the  interest  that  has  already  ac- 
crued upon  the  certificates  of  indebtedness 
mentioned  in  said  petition.  Neither  is  it  true 
that  this  respondent  has  addressed  to  a  Com- 
mittee of  the  said  Mayor  and  City  Council  an 
offer  in  writing  to  pay  over  a  large  sum  of 
money  aforesaid. 

And    this    respondent,    further    answering. 

saith   that    the   following   are    the   facts  upon 

which  it  is  probable  that  the  petition  has  been 

.  founded :  On  the  25th  of  April,  1850,  the  Chair- 


man of  the  Committee  of  Ways  and  Means  of 
the  said  Mayor  and  City  Council  addressed  to 
the  President  and  directors  of  the  Baltimore 
and  Ohio  Railroad  Company  a  communication 
on  the  subject  of  the  extra  dividend,  so  called, 
mentioned  in  the  proceedings  in  the  cause  in 
which  said  injunction  was  issued.  On  the9lh 
of  May,  following,  the  President  and  Directors 
aforesaid,  by  a  unanimous  vote,  including  the 
votes  of  the  representatives  of  the  stock  of  the 
State  of  Maryland  in  the  said  Company,  re- 
plied to  such  communication. 

And  this  respondent,  further  answering, 
saith  that  neither  as  President  of  said  Compa- 
ny, nor  individually,  has  he  addressed  any  oth- 
er letter  than  that  here  mentioned,  or  to  any 
other  Committee  of  the  said  Mayor  and  City 
Council  in  this  connection,  and  this  respondent 
annexes  hereto  copies  of  the  correspondence 
here  referred  to,  which  he  prays  may  be  re- 
ceived as  a  part  of  this  answer;  and  this 
respondent  further  answering,  saith  that  it  is 
evident,  on  the  perusal  of  the  said  correspond- 
ence, that  there  has  been  no  offer  on  the  part  of 
the  said  Baltimore  and  Ohio  Railroad  Company, 
or  of  this  Company.  That  this  inquiry  would 
have  been  made,  except  on  the  supposition  by 
the  Committee  that  all  legal  impediments  would 
first  be  removed,  is  not  to  be  presumed.  The 
inquiry  looked  clearly  to  the  possible  suspen- 
sion of  the  pending  litigation.  It  was  a  natu- 
ral preliminary  to  the  adjustment  of  it. 

It  was  in  this  spirit  that  the  Railroad  Com- 
pany replied  to  the  communication  of  the  Com- 
mittee of  Ways  and  Means.  After  demonstrat- 
ing that  the  net  earnings  of  the  work  were 
equivalent  to  seven  per  cent,  on  the  actual  cap- 
ital, including  not  only  the  existing  stock  and 
the  proposed  extra  dividend,  but  the  entire 
profit  and  loss  account,  together  with  §3,007,- 
849.50  of  interest  on  such  portions  of  the  rev- 
enue as  were  used  in  the  construction  of  the 
road,  and  which  interest  does  not  appear  on  the 
accounts  of  the  company,  the  company  say  that 
it  will  be  convenient  to  pay  the  arrears  of  in- 
terest on  the  dividend  bonds  at  periods  satis- 
factory to  the  city,  to  wit:  one-half  first  of  Ju- 
ly, and  one-half  first  of  October;  and  inasmuch 
as  the  company  must,  as  already  suggested, 
have  anticipated,  necessarily,  the  removal  of 
all  legal  impediments,  prior  to  the  payments  in 
question,  the  communication  of  the  9lh  of  May, 
even  if  construed  as  an  offer  io  pay,  amounted 
neither  to  a  breach  of  the  injunction  aforesaid, 
nor  to  a  contempt  of  this  honorable  Court;  and 
this  respondent,  further  answering,  saith  that 
even  had  the  said  company  in  the  most  unqual- 
ified manner  offered  to  pay  the  said  interest  in 
the  communication  aforesaid,  yet  addressed  as 
this  was  to  a  committee  of  the  Mayor  and  City 
Council,  which  committee  was  wholly  without 
authority  to  accede  to  it,  no  possible  harm  could 
have  been  done,  calling  for  such  an  interposi- 
tion of  power  of  this  honorable  Court  as  now 
invoked  by  the  petitioner. 

But  this  respondent  insists  that  the  corres- 
pondence here  referred  to,  and  which,  as  al- 
ready suggested,  has  been  the  foundation  of  the 
present  proceeding,  was  in  all  respects  proper, 
natural  and  legitimate,  involving  neither  dis- 
obedience to  nor  contempt  of  this  honorable 
Court,  and  that  to  visit  it  with  punishment 
would  be  equivalent  to  prohibiting  litigants 
from  negotiating  for  the  amicable  settlement  of 
their  disputes,  or  assuming  even  the  company's 
communication  as  amounting  to  an  offer  to  pay, 
punishing  an  intent  only,  unaccompanied  by 
an  act.  And  this  respondent  further  answering 
saith  that  he  has  answered  the  said  petition  as 
though  it  were  in  proper  form  to  bring  the  said 
company,  the  defendant  in  the  action,  before 
the  Court.  But  this  respondent,  denies  as  mat- 
ters of  law  that  the  said  company  is  liable  to 
attachment  for  contempt  in  its  corporate  capac- 
ity;  and  that  so  far  as  there  has  been  any  ac- 
tion of  the  said  company,  and  not  the  action  I 


of  this  respondent,  the  petition  should  be  dis- 
missed with  costs,  &c. 

[Signed.]  John  H.  B.  Latrobe, 

Solicitor  for  Respondent. 

J.  W.  Garrett, 

President  of  the  Baltimore  and  Ohio  Railroad. 

The  above   answer  was   duly  filed,  and   the 

cause  will  probably  come  to  a  hearing  at  an 

early  day. 

CORRESPONDENCE. 

Baltimore,  April  25,  1800. 
To  the  President  and  Directors  of  the 

Baltimore  and  Ohio  Railroad  Company: 
Gentlemen. — The  interview  Mr.  A.  M.  Price 
and  myself  had  with  your  President,  marked 
by  franknegf  and  a  candid  expression  of  his 
views,  confirmed  us  in  our  opinion  and  con- 
vinced us  that  those  of  the  committee  who  ad- 
vocated the  reception  of  the  interest  on  the 
thirly  per  cent,  dividend  were  advancing  the 
true  interests  of  the  city.  The  report  of  our 
interview  was  received  with  marked  favor,  and 
I  am  instructed  by  the  committee  to  ask  an  ex- 
pression of  your  views,  covering  all  the  points 
in  controversy,  but  more  particularly  the  prob- 
abilities as  to  whether  the  stock  and  dividend 
interests  will  be  regularly  paid.  A  full  reply 
at  your  earliest  convenience  will  assist  materi- 
ally in  bringing  the  affair  to  a  speedy  and  sat- 
isfactory termination. 

Yours,  respectfully, 

John  Lee  Chapman, 
Chairman  Committee  Ways  and  Means. 

ANSWER    OF    J.    W.    GARRETT,    EEC;. 

The  above  letter  was  answered  by  Mr.  Gar- 
rett May  9th,  1860,  in  which  he  states  that  he 
has  submitted  the  communication  to  the  Board 
of  Directors,  and  has  been  instructed  to  Bubmit 
the  following  reply: 

[Here  follows  the  resolution  under  which  the 
extra  dividend  was  declared,  and  a  letter  from 
J.  H.  B.  Latrobe,  Esq.,  dated  December,  4th, 
1856,  declaring  the  dividend  legal,  &c,  and 
saying  that  the  question  has  been  settled  by  the 
Court  of  Appeals  in  the  case  of  the  State  vs. 
the  Baltimore  and  Ohio  Railroad  Company,  6 
Gill's  Reports,  863.] 

Mr.  Garrett  concludes  his  answer  to  Mr. 
Chapman  as  follows: 

In  order  to  present  the  correctness  of  the 
principle  involved,  as  well  as  the  integrity  and 
practical  propriety  of  this  dividend,  the  report 
of  the  affairs  of  the  company  for  the  fiscal  half 
year,  terminating  the  31st  March  last,  accom- 
panied by  the  Treasurer's  full  exhibits  of  its 
financial  condition,  is  herewith  submitted.  It 
will  be  noted  that  the  profit  and  loss  account  of 
the  company  presents  a  surplus  on  31st  of 
March  of  §6,527,695  33.  This  sum  has  accu- 
mulated during  many  years  by  the  diversion  of 
the  net  earnings  from  the  purpose  of  annual  or 
semi-annual  dividends  for  investment  in  the 
construction  of  the  main  stem  and  its  branches, 
and  for  the  purpose  of  new  and  additional  ma- 
chinery. 

The  usual  system  in  railway  management  in. 
America  and  Europe  is  to  supply  capital  by  the 
issue  of  stock  and  bonds.  To  illustrate  the 
difference  in  the  policy  pursued  by  the  Balti- 
more and  Ohio  Railroad  Company,  it  is  clear 
that  if  the  funds  for  the  completion  of  the  road, 
its  buildings,  water  stations  and  machinery, 
had  been  supplied,  by  loans  in  the  usual  man- 
ner and  the  issue  of  bonds,  that  interest  at  six 
per  cent,  at  least  must  have  been  paid  on  the 
necessary  amount.  Applying  therefore  this 
rate  of  interest  to  the  sums  retained  or  bor- 
rowed from  the  stockholders,  it  will  be  seen 
that  the  advantage  which  has  thus  been  realized 
for  the  company  amounts  to  §8,007,849  50. 

The  aggregate  of  capital  stock  is 8X1  ,112,700  U0 

Of  surplus  arising  from  use  of  net  earnings 

for  uurposes  of  capital,  viz: 

Profit  aud  loss  account 6,557,695  33 

Simple  interest  at  six  per  cent,  for  amounts 

thus  used 3,r.07,S49  50 

Total S19,6«,2it8 
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For  the  fiscal  year  terminating  80th  Septem- 
ber last  the  net  profits  exceeded  13£  per  cent, 
and  for  the  past  six  monthB  7-}  per  cent,  upon 
the  nominal  capital  of  $510,112,700.  This  isan 
average  result  of  13|  per  cent,  per  year,  but  on 
the  actual  capital,  as  ascertained  on  railroads 
generally,  it  would  be  but  7  per  cent,  per  an- 
num. 

The  financial  history  of  the  company  thus 
develops  the  fact  that  the  present  net  earnings 
are  but  a  reasonable  and  moderate  return  on 
the  actual  capital  invested.  As  but  $3,000,000 
are  added  to  the  capital  by  the  maintenance 
of  this  dividend,  it  will  be  observed  that  the 
earnings  for  the  past  eighteen  months  afford  ten 
and  a  half  per  cent,  of  net  gain  on  the  in- 
creased sum. 

The  city  is  entitled  to  $1,050,000  of  the  prin- 
cipal of  this  dividend,  and  her  proportion  of 
interest  due  on  1st  of  June  next  is  $189,000, 
with  $31,500  semi-annually  thereafter  until 
1st  of  June,  1862.  The  entire  amount  of  in- 
inierest  due  June  1st  is  $540,000.  It  will  be 
quite  convenient  to  the  company  to  pay  this 
amount  at  the  periods  stated  in  your  interview 
with  the  President  as  satisfactory  to  the  city, 
viz:  one-half  on  July  1st,  and  the  remainder 
on  October  1st  next. 

The  Company  feels  assured  of  its  ability,  with 
judicious  management,  to  maintain  its  large 
sipking  funds  and  pay  regularly  and  reliably 
the  interests  stated,  besides  the  semi-annual 
cash  dividends. 

Your  obedient  servant, 

J.  W.  Garrett,  President. 


NEW  EAILEOAD  ENTERPRISE. 

We  have  a  communication  from  a  gentle- 
man of  this  city,  which  is  deferred  to  our  next 
issue,  giving  a  very  flattering  account  of  the 
progress,  prospects,  etc.,  of  the  "Mississippi, 
Memphis  and  Missouri  Railroad,"  commencing 
at  Canton,  Mo.,  on  the  Mississippi  river,  run- 
ning through  the  northern  tier  of  counties,  via 
Memphis  in  that  State,  and  aiming  to  Council 
Bluffs  as  its  final  terminus. 

This  enterprise  was  only  projected  within  a 
few  months  past,  yet,  according  to  our  corres- 
pondent, "Pioneer,"  who  has  been  upon  the 
ground  and  knows  whereof  he  writes,  several 
miles  of  the  road,  including  the  roughest  and 
heaviest  work,  from  the  river  bottom  to  the 
table  land,  are  already  graded ;  the  heaviest 
bridge  of  the  first  section  completed,  and  thou- 
sands upon  thousands  of  ties  along  the  line, 
ready  for  the  track;  and  all  this  within  five 
weeks  from  the  first  breaking  ground.  With 
the  machinery  employed,  and  the  admirable 
system  adopted,  by  the  Company,  it  is  expected 
that  they  will  prosecute  the  grading  through 
the  prairie  at  the  rate  of  a  mile  a  day;  and  it 
is  their  intention  to  complete  and  stock  the 
road  for  running  as  far  as  Memphis,  fifty  miles 
from  Canton,  by  the  1st  of  January,  1861. 
From  information  furnished  by  our  correspond- 
ent, we  have  good  reason  to  believe  that  the 
Iron  Horse  has  already  started  from  Canton, 
and  is  making  his  way  westward  through  the 
richest  portion  of  Missouri,  almost  within  sight 
of  southern  Iowa,  towards  the  Missouri  river. 

Our  correspondent  shows  the  merits  of  this 
route  in  point  of  eligibility  and  economy  of 
construction,  with  its  superior  advantages  of 
connectiiin.  in  the  saving  of  distance  to  east- 
ern markets. — This  should  be  an  additional 
Btimulus  to  our  people  in  pushing  ahead  the 
Council  Bluffs  and  St.  Joseph  road,  now  so 
auspiciously  under  way,  to  meet  the  "M.,  M.  & 
M."  Railroad  in  the  vicinity  of  the  State  line. 
—  Council  Bluffs  Bugle. 


REDUCTION  ON   THROUGH   RATES 
TO  NEW  YORK  AND  BOSTON. 

We  stated  yesterday  morning  that  the  Com- 
mittee of  Presidents  had  reduced  the  rates  to 
the  East  5c  on  fourth  class,  and  10c  per  bbl. 
on  flour. 

Our  attention  was  yesterday  called  to  the 
fact  that  the  reduction  made  by  the  Commit- 
tee, of  5  and  10c  to  New  York  and  Boston, 
does  not  maintain  the  proper  or  relative  pro- 
portions between  the  two  points. 

The  New  York  Central  and  New  York  and 
Erie  managers  on  the  21st  of  April,  met  and 
agreed  upon  the  following  rates,  and  no  change 
was  to  be  made,  and  no  variation  allowed  ex- 
cept upon  the  written  order  of  Mr.  Vibbard  of 
the  Central,  and  Mr.  Marsh  of  the  Erie,  and 
the  agents  of  both  companies  were  notified 
that  any  departure  from  these  rates  on  East- 
ward bound  freights,  would  meet  with  prompt 
dismissal  of  the  agent  offending. 

The, rates  from  Cleveland,  Toledo  and  De- 
troit, by  rail   and   water,   were   fixed   as   fol- 
lows: 
Cincinnati  to  1.        2.        3.        4.     Flour. 

New  York 85        65        45        25        50 

Boston 95        70        60        35        70 

The  divisions  were : 

Cincinnati  to  Cleveland 20 

Cleveland  to  New  Yorli 25 — 45 

Cincinnati  to  Cleveland 15 

C  leveland  to  Boston 35 — 50 

When  the  through  rates  from  Cincinnati  to 
New  York  and  Boston  were  made  by  our  com- 
mittee, the  New  York  roads  had  not  made  the 
reduction  of  5  cents  from  Lake  ports  to  New 
York.  When  that  reduction  was  made,  the 
roads  hence  to  the  Lake  added  the  5  cents  to 
their  proportion,  so  as  to  maintain  the  through 
rate. 

In  figuring  out  the  proportions  under  the 
reduced  rates,  we  find  the  result  on  Boston 
freight  to  be  as  follows  : 

4th  Clas3,    Flour. 

Lake  to  Boston 35c  70 

Cincinnati  to  Lake 15  30 

50  100 

Take  out  the  reduction 5  10 

45  90 

Deduct  Lake  to  Boston 35  70 

10  20 

Which  gives  the  roads  to  the  Lake  but  10c 
on  fourth  class,  and  20c  on  flour. 

The  same  figuring  on  New  York  freights 

gives  the  following: 

4th  Class.    Flour. 

Lake  ports  to  New  York 25c  50 

Cincinnati  to  New  York 45  90 

Cincinnati  to  Lake 20  40 

Take  out  the  reduction 5  10 

Leaving  the  Ohio  Roads 15  30 

Which  shows  that  on  Boston  freights  our 
roads  get  10c  and  20c  to  the  Lake,  and  on  New 
York  15c  and  30c. — Gin.  Gazette. 


fiff^The  earnings  of  the  Illinois  Central 
Railroad  for  the  week  in  June  show  an  in- 
crease of  $7,922,  and  the  Grand  Trunk,  for  the 
same  period  in  June,  $1,720. 


Pittsburg  and  Erie  Railroad. — This  road 
will  probably  reach  Sharon,  a  distance  of  sev- 
enteen miles,  the  present  summer.  A  large 
force  of  hands  are  now  at  work  at  Jamestown. 
When  through  to  Sharon  a  speedy  connection 
will  be  made  with  the  Ohio  roads. 


MONETARY  AND  COMMERCIAL. 

There  has  been  a  gentle  "letting  up"  of  money  matters 
during  the  weet  past,  and  bankers  reports  things  as  being 
more  quiet  and  easy.  Groat  care  is  still,  however,  practiced 
in  selection  of  paper,  and  A  No.  1  has  the  decided  prefer* 
ence.  A  great  deal  of  really  good  paper  that  has  been 
heretofore  crowded  on  the  street,  has  been  absorbed  in  re- 
gular channels,  and  produces  a  corresponding  reduction  of 
street  rates.  Bank  charges  are  the  same  as  before  quoted, 
10@.I2.    Outside  rates,  as  may  be  Agreed  upon,  12@18. 

Eastern  Exchange  is  more  quiet,  the  supply  being  equal 
to  the  demand,  and  rates  are  without  change.  The  State 
Treasurer  has  brought  $150, GOO  of  Exchange  to  meet  ths 
first  of  July  payments.    Quotations  are  : 

BDYINO.  BBLLTNO. 

New  York  sight |©      prem.         |®i  prem. 

Philadelphia |@      prem.        g@i  prem. 

Boston 


ft   prem.         3®$  prem. 

Baltimore 25c      prem.        |®±  prem. 

New  Orleans >£  dis  Par.  prem. 

American  Gold 30c      prem.  @£  prem. 

Cincinnati  Stock  Markht.— Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the 
following  rates  : 

BONDS. 

Little  Miami  R.  R.  Co.,  6  per  cent.  Mort- 
gage Bonds 86i 

Covington  &.  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent 72 

Ohio  <fc  Mississippi  R.  R.  Co,,  Construction 
Bonds, 15 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 73 

Cincinnati,  Hamilton  &,  Day  tun  R.  R.  Co.,  Se- 
cond Mortgage,  7  per  cent.  Bonds 85£ 

Hillsboro  &  Cincinnati  Railroad  Co.,  First 
Mortgage,  7  per  cent  Bonds ]5 

Preferred  Income  Bonds  ■•••    I2fc 

Covington  and  Lexington  R.  R.  Co.  First  Mort- 
gage 6  per  cent.  Bonds 73 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 
Mortgage,  7  per  cent.  Bonds 96J 

City  of  Cincinnati 93 

STOCKS. 

Cincinnati,  Hamilton  &  Dayton  R.  R 72 

Columbus  &  Xenia  R.  R £2 

Indianapolis  &  Cincinnati  R.  R 42fc 

Little  Miami  K.  R £2* 

Ohio  &■  Mississippi  R.  R.  Co.,  Trustees1  Certifi- 
cates   14 

Farmer's  Bank  of  Kentucky 125 

Northern  Bank  of  Kentucky ,-131 

Are  Street  Railroads  Profitable  ?— The  following 
statement  showing  the  operations  of  the  Street  Railroad* 
from  the  time  they  commenced  until  May  1st,  was  prepared 
by  the  Committee  on  Roads  and  Canal3  of  the  City  Coun- 
cil, from  the  books  of  the  Company,  and  was  verified  by 
Mr.  Henry  Mack,  of  the  Second  Ward,  by  personal  exami- 
nation of  the  books  of  the  last  two  Companies  : 
STATEMENT  OF  THE  EARNINGS  AND  EXPENSES 
OF  THE  CINCINNATI  STREET  R.  R.  CO.,  FROM 
SEPT.    14TH,  1859,  TO  MAT  1st,  1860. 

EARNINGS. 

Sept  14th,  to  Oct,  31st,  1859 ®4,118  28 

November 3,495  78 

December ...  4,425  95 

January 4,300  50 

February 3,936  71 

March 4,253  62 

April 4,639  05 

$29,219  89 

EXPENSES. 

Road  Way $837  37 

Car  Expenses. 1,021  03 

Feed 6,343  72 

Stable  Expense 3,971  12 

Conductors 4,245  76 

Drivers 2,885  50 

Starters  and  Switchmen 330  66 

General  expenses,  office,  etc 2,988  85 

Horse-shoeing 738  26 

Car  Tax 243  00 

Insurance 211  00 

Personal  Iujuries  and  Damages 121  56 

Passenger  Tax 5,924  99 

29,863  82 

Showing  a  loss  of $643  93 

CITY   PASSENGER   R.    R.    CO. 

Gross  receipts  to  May  1st,  i860 529,153  58 
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TOTAL  EXPENSES  TO  MAT  1ST,  I860. 

Road  Expenses,  repairs,  etc $1,146  85 

Car  do.  do T04  DO 

General  and  Office  Expenses,  (includ- 

inc  officers  salaries) 3,085  26 

Feed 0,729  62 

Stable  expenses,  labor,  etc 3,518  11 

Conductors,  drivers,  etc 7,975  28 

License  and  Taxes,  (per  capita) 6,191)  19 

29,418  31 

Loss *'■»*  '5 

The  Cars  commenced  running  Nov.  19,  1859. 

PASSENGER   E.    R.    CO. 

Cars  commenced  runnine:  October  1st,  1859. 
Gross  receipts  to  May  1st,  1860 $24,735  69 

TOTAL  EXPENSES  TO  MAY  1,  1800. 

Road  Expenses,  repairs,  etc Sp3l  03 

Car           do.             do 691  62 

General  and  Office  Expenses,  includ- 
ing officers1  salaries 2,692  (17 

Peed 5.217  52 

Stable  Expenses,  labor,  etc 2.907  52 

Conductors,  drivers,  etc 7.-176  75 

License  and  per  capita 5 ,354  05 

25,170  76 

Showing  alossof $435  07 

P.ECAPITULATION. 

Loss  of  the  Cincinnati  Co $643  93 

«        "    City  Passenger  Co 26175 

"        "    Passenger  Co 435  «'7 

Total $1,343  75 


LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 


RAILKOADS. 

On  and  after  MONDAY,  June  11,1800,  Trains  will  de- 
part as  follows : 

6:00  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansjport,  Dayton,  Springfield,  Urbana  and  Sandusky  ; 
at  Springfield  for  Delaware  ;  at  Dayton  with  D.  and  M. 
Road  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago.  Also,  for  Toledo,  Detroit  and  all  points  in  Ca- 
nada 

7:30  A-  M.  Express.— From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Steubenville 
and  Pittsburgh,  via  Columbus,  Crestline  and  Pittsburgh ; 
via  Columbus  and  Bellair,  (Wheeling.) 

t  8:00  A.  M — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express. —  From  Little  Miami  Depot — 
Connects  via  Columbus  and  Bellair  (Wheeling  ;)  via  Col- 
umbus, Crestline  and  Pittsburg,  and  via  Columbus  and 
Cleveland. 

2:30  P.  M.  Express— From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbana  and  Belle- 
fontaine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M, — From  Cincinnati,  Hamilton  and  Dayton  De- 
pot; for  Hamilton  and  all  way  stations. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations ;  also  for 
Springfield. 

6:011  p.  M,— From  Little  Miami  Depot— Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  TTrhan a  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima.  Fori  Wayne  and 
Chicago  ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  eonnectB  via  Hamilton  for  Oxford,  Richmond,  Logans- 
port,  etc. 

11:00  P.M.  Express.— From  Little  Miami  Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg  ;  via  Columbus  and  Bel- 
lair (Wheeling  ;)  and  via  Columbus  and  Cleveland. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Tine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Burnet  House  ;  No*  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time. 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  ft 
the  Ticket  Offices. 


RAILROAD  IRON. 

THE  undersigned,  Agents  for  the  Manufacturers,  are 
prepared  to  contract  to  deliver  free  on  board,  at 
shippingporisin  England, or  at  ports  of  dischaarge  in 
tbeUnited.States.Ruilsnfsunerioi quality, and  of  weight 
ofpattem  as  may  be  required. 

VORE,  LIVINGSTON  &  CO. 
New  York,  Ap3, 1850.  9  South  Wlliam  Street. 

INSTRUMENTS, 

CATALOGUE  CONTAINING  250  Illustrations  of  Ma- 
thematical, Optical  and  Philosophical  Instruments,  with 
attachment  of  a  large  sheet  representing  the  Swiss  Instru- 
ments in  their  actual  size  and  shape,  will  be  delivered,  on 
application,  to  all  parts  of  the  United  States,  by  sending 
12  cents  in  Postage  Stamps. 

C  T.  AMSLER, 

5eow.3m.  No.  635  Chestnut  St.,  Philadelphia 

WR.IGHTSON  &  CO., 

mm  &  sm  ^wm^mm, 

WO.  167  "WALNUT  STREET, 
CINCINNATI,  O, 

Public  attention  is  respectfully  directed  to  this  establish- 
ment, in  the  assurance  thatample  satisfaction  will  be  given 
as  regards  Typography,  Press  Work,  and  Charges,  to  those 
who  may  require  Ornamental,  Common,  or  Book  Printing, 
Printing  from  Stereotype  Plates.  We  are  better  prepared 
o  do  business  in  this  line  than  other  house  in  the  West. 

Druggists    La"bels, 
Are  printed  in  the  neatest  manner,  in  Gold  Silver,  or  Cop- 
per  Bronze,  on    Satin,   Splendid  Glazed  Colored   Papers, 
or  Cards,  unoqualled  for  brilliancy,  at  very  luw  prices. 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PIIILADEPUIA,  NEW  YORK  h.  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL 

AND 


OHIO, 


BALTIMORE  AND  OHIO 

H.AIIjH.OAI3. 

terminates  at  baltimore  and  washing- 
TON CITY  on  the  East,  and  Columbus  on  the  West* 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

Sleeping  cars  attached  to  all  night  trains. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Double  track; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Saftey  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

UTr*  Ask  for  tickets  via  Baltimore  anhOhio  Railroad 
W    P.  SMITH,  Master  7ransf>ortation,  P.  <£  O.  R.  R. 

E.  F.  FULLER,  Gen.  West,  jjjr/.,  B.$  O  R.  R. 
L.  M.  COLE.  Gen.  Ticket  jSjA,  B.  &■  O.  P.  R. 
H.  G.  JEWETT    Pres't  C.  O.  R.  B. 

J.  W.  BROWN,  Ob*.  Th-pk.et.J3gt.,  C.   O.  R.  R. 


G.    W.    MORRILL. 


G.    B.    BOWERS 


MORRILL  &  B0WEBS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description, 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  fui  lushed  by  us  shall  he  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  that 
no  pains  will  be  sparedto  give  entire  satisfaction  in 
al   asos,  6 


GEO.    H.   KNIGHT  &,    BROTHER, 

.  Patent  Attorneys, 

N.  E.  Corner  Vine  &  4th. 

T,  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

0.6T  •■  estetlt  St.  l>et  Wa  nut  k  Tine 

CINCINNATI  O 

I860.     Spring  Arrangement,     1860, 

VIA. 

CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

—A  N  D— 

LAKE  SHORE 


FOR  MAGABA  FALLS,  WHITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

6  A.  iTl.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  10.15  a.  m.,  Cleve- 
land 2.5(1  p.  m.,  Dunkirk  K25  p.  m..  Buffalo  9.50  p.  m.,  New 
York  next  day  at  2.15  p   m.,  and  Boston  4.0b  p.  u. 

XTr"  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.  lO  A.  M.  Day  Express  from  Cincinnati,  .Hamil- 
ton and  Dayton  Depot,  West  Sixth  street — Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  mm 
Cleveland  8.55  p.  H.,  Dunkirk  2.50 jl.  m.,  Buffalo  4.20  a.  m.. 
New  York  same  evening  at  9.10  p.   m.,  and  Boston  11.30 

P.M. 

JQ3  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

11.00  P.  IW.  Night  Expressfrom  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  3.40  a.  m.,  Cleve- 
land 9.50  a,  M  ,  Dunkirk  3.55  p.  m.,  Buffalo  5  25  p.  m..  New 
York  nest  morning  at  9.4o  a  m.,  and  Boston  1.00  p.  ac. 

Jj^p  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

JTjy  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  FOR  TICKETS  TIA  COLUMBUS  AND  CLE TE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

TEE  OLD  RELIABLE  ROVTE  TO   PI7TSPUBG3 

A2TD  PEILADELPEIA,  IS  TIA  CBESTLISE. 

6.00  A.  ill.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street — Arrives  at  Columbus  at  10.15  a. 

..Cre-tline  12.4U  p  m..  connects  at  Pittsburgh  same  even- 
,ng  with  8.40  p.  M.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  k. 

10*10.  Ac  M.  Day  Express,  from  Cincinnati.  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m  , 
Crestline  6  15  p.  m„,  connects  at  Pittsburgh  next  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m- 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts- 
burgh. 

11.00  P.  Jff.  NightExpress,fromLittleMiamiDepot, 
East  Front  Street— Arrives  at  Columbus  at  3.40  a.  m.,  Crest- 
line 15.45  a.  m..  connects  at  Pittsburgh  with  4.00  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 
Ask  for  tickets  via  Columbus  and  Crestline. 
Baggage  checked  from  Cincinnati  to  Pittsburgh  andPhila- 
delphla. 

For  through  tickets,  and  sll  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER.  General  Ticket  Agent, 

L.  M.  and  C.  H.  &  D.  Railroads,  Cincinnati. 

H.  C  MARSHALL,  General  Ticket  Acent. 

E.  S.  FLINT,  Sup't. 

N.  C  HARRIS  Agent,  Cincinaat  i. 


SOc 


W,  8. 


Patent  Portable  Forge  and  Bellows. 

THESE  FORGES  are  superior  to  all  otJj*>»f»r  build 
era  of  railroads,  mines,  quarries,  gusuemiUio,  Iock- 
imilhs,  machine  shops,  boiler  makers,  ^as  fitters  and 
aialhematical  and  optical  instrument  makers.  They 
*re  the  only  forge  made  that  can  be  used  without  filling 
Jhe  fire  bed  with  brick  or  clay.  They  are  so  constructed 
lhat  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  They  can  be  put  up  in  any 
iesired  position,  and  the  smoke,  be  conducted  totheflue 
Dy  a  pipe. 

Railroad  companies  aodothers  in  want  of  Portable 
Forces  willaddress  Vv.G.  HYNUMAN, 

ap23  41  East  Second  street.  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  EOUTE  BY  THIETY  MILES 

Wo  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

6.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


"IS"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis. 

tar  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through 

TH^OUG-'1  TTCKETS. 
Oood  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  i  Burnet  House.  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  font  nf  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 


CINCINNATI,   WILMINGTON, 

AND  ZANESVILLE 
RAIZjB  0-A.X>. 

Two  daily  trains,  at  6  A.  M  .and  6  P.  M.,  from  Little  Ml 
ami  Depot,  East  Front  Street.  Morning  train  mukes  close 
connections  for  all  points  East. 

IUtuknino  Trains— Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  P.M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

W  Y  BOND,  Keoeiven, 


APFLSGATE  &  CO., 


APlPIiEfJATE   &  CO.,  Book- 
sellers,  Stationers  and    Blank-book 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invite  the  attention    of  Booksellers, 
Country  mercli  ants,  Teachers, 

and    others   to  our  varied  and 

extensive  stock  of  Scbuol,  Classi- 

cal, Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blank-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  fnvora- 
ble    arrange  ments    with    the 

leading  publish  ers,  as  well  as 

the  principal  manufacturers 

and    importers  of  Taper  and  Sta- 

tionery, we  can  offer  superior  induce- 
ments  to   purchasers.       We  respectfully 
Bolicit  a  comparison  of   stock  and  prices 
with  any   other  house    in  the  West. 

BOOKSELLERS, 

Our  Stock  of    Stationery 

is  very  complete,     embracing 

in  part  all  the   varieties    o  f  Cap, 

Letter,   Packet,    Commercial,    Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Pens,  Penhold- 
rac  k  s,  Copying 
Books,  Ink  and 
s  ur  e  8,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 

?r  esses,    and 
nkstands  ;   Era- 
wax,  Wafers, 
Banker's   cases, 
head  boxes,  En- 


velope and   Card  cases ,  Cash   and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  :  Bate  Calendars, 

together  with  all  other  articlos 

used  in  the  couu  ting-  house. 

Stationers, 

To  our  Blank   Books  wo 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  memo- 
the  large  Super 
rial  Ledger,  and 
variety  of  styles 
work  m  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  o  f  pa- 


randum  book  to 
Royal  and  Impe- 
bound  in  a  great 
an  d  of  superior 
Books  made  to 
sired  pattern, 
printed  headings 
give   satisfaction 

per,    accuracy  of 


ruling    and   durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.    We  challenge  a  compa- 
rison with  any  other  house. 

BLANK   BOOK    MANUFACTURERS 


We  are   prepared   io 

Print  and  Bind  books 

tion  and  in  any  style 

Bired,  at  rates  as  low 

quality  of  work 

c  u  t  e  d  in  this 

where.     Our 

executing  these 


Stereotypy 
of  any  descrip- 
t hat  may  be  de- 
as  the   sama 

can  be  ©xe- 
city  or  else- 
facilities  for 
branches  of 


the  trade  are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
stylo  and  on      short  no tice. 


Merchants   and 
*(#.   Bills  of  Lading, 

Railroad    and 
Cards,  Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch,    Ordera  re- 


others  wishing 
Bill    Heads, 

Dray   receipts,    ® 
any  other  descrip- 
please  bear  in  mind 
with  neatness  and 
spectfully  solicited. 


Publishers 


Our  own  p  u  bl  ications        aro  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
'tion  of  the  moro  prominent,  which  are, 
C 1  a  r  k  o  s'   Com-  m  e  n  t  a  • 

rios, Dick's  Works.  R  o  1« 

lin's  Ancient  History,  Plutarch's 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station-, 
ery  in  endless  variety,  make  our  stock     j 
compl     ete  and  can  not  fail  to  please.  A 
We  in       vite  all  to  give  us  a  call. 

,3  111     W   fcTBEET,    CIW. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of  "  T"    Bail 

\PATE3SrfSD%  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plaie  C,  whi<  h  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
hear  atrainst  the  hpad  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  bey  end  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ar.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  tJiem,*  and  correspondingverticalslotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  pbites  C  and  D.  in  which  re- 
cesses are  provided  fnr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  theirplace. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneithercan  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  a  " 
her  can  move  without  the  other. 


Another greatjnfvantageis,  the  allowance  which  israade 
fer  expansion  at%l  contraction  between  the  tongues  and 
slot;  :u  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
he  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

W.   HARVI3Y,  INVENTOE   A*DPATttNTBS,? 

41  Jefferson-street,  Albany, 
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THE    RAILROAD    RECORD. 


PKOSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  END  TO  END. 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATER    SUPPLY,    ACIDS,    ETC. 

SOr.K    1  M  P  C)  RT  TCR  S. 

PKOSSKUIS  PA'I  EN'T  MI)KI''ACIi  COS- 
DENSEU"  for  high  pressure  Bteam,  with  sea  or 
other  had  boiler  water,  f/at/aes.  2-cutter  drills,  counter- 
sinks*  tube  end  cutting  bare,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes ,  pall  lever  wrencfes, 
tiJiee — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  IIullow  Slabs  for  various  purposes,  Steel  for 
Pollers.  THOS.  I'ROSSF.R  &  SON, 
87jan.  28  Piatt  Street,  New  York 

<i.  G.  LOBDELL.        1.  S.  M'OOMBS.        D.  P.  BUSH. 

BBSH&LGBBELL, 

Wilmington  -------  Delaware 

MANUFACTURERS   OF 


For  R.R.  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

FOR   THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE   OR    DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Haminercd  or    Boiled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  tte  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices ;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  D'ansient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-OJJice  De- 
partment, <£c.,  <&c* 

COMPILED  BY  E.  PENROSE  JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   T  we  sat  y- Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Tdst-Okfice,) 
January,  It?59.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
E  .  Penrose  Jones,  Esq-,  late  Assistant  Post-Master  of  the 
C    ncinnati  P.  0.»from  the  Records  in  this  Department,  and 
o  :     9er  sources,  and  contains  the  most  complete  list  of  Post- 
Omces,  especially  of   the    Western,    North-Western,  and 
SoutSi-Western  States,  yet  published. 

MAI-ILON  H    MEDARY, 
A#8Jit  and  Inspector  of  Blanks ,  &c.,for  P.  O.  Depart. 

The  book  makes  an  actavo  pamphlet  of  ahont  ]00  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 

?iler  is  promptly  advised  of  all  Neic  Offices,  Changes  ar a 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
its,  making  it  especially  valuable  to  business  men.  No 
Similar  airaugement  lias  been  published  since  1S5G.  There 
are  3000  more  offices  in  this  thai  in  any  book  heretofore 
issued.  T/ie  Price  is  one-half  that  of  any  work  of  the  kind 
now  published* 

JO~  Single  copies  sent  by  mail  (pa stag  prepaid)  to  any 
address,  upon  receiving  Twenty-live  Cents  in  Silver  or 
Postage  Stamps,  Five  Copies  sent  for  $1.00,  or  Twelve 
Copies  for  $2.00. 

Addresa,  C  S.  W1LL1IAMS 

ll/4  Walnut  Street, 
tf-W't*  W  x  Cincinnati,  Ohio* 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WMT.  «TTMNER  At  CO.,  cor.  Fourth  and  "Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio. 
BRANCH    OFFICES: 
Louisville,  Ky..  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  nr.w  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

g*ifiy-Five   Dollars* 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  alike  os 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
rl dire  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICfSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc 

feh!2.  WM.  SUMNER  fc  CO. 

1    AAA  Kegs  NqT  1  Kailroad  Spikes,  i 5£  by  U-16th 


Corby,  Gossin  &  Co.*s  make^  for  sale  very 
low  by  TRABER  &  AUBERY, 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BRO., 

172  Elm  Street,  bet.  4th  and  f)th, 
CINCINNATI,  O. 
SoleManufacturers  of  MoGowan'  Double  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine 

WOULD  respectfullyinvite 
the  attention  of  KAILKOAD 
Companies,      Manufacturer 
Distillers,  Miners,andtheput£ 
licgeuerally  to  these  Pumps 
as  the  best  Pump  now  in  use' 
and  acknowledged  by  all  wlc 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  toget  out  of  order;  wei' 
adapted  for SteamDoats,  Rail 
road  Water  Stations  Distille 
ties,     Breweries,    Furnaces 
Mines,  Rolling  Mills,  Pape 
Mills,  Factories,  Wells,  Ci» 
lernB,S''".tionary  File  Hngines, Garden  Hnginesandfn 
all  purposes  where  a  Pump  can  be  used.    Also, for  for- 
eing  a  large  body  ofwaterto  a  great  heigh  lordistance 
rapidly. 

AIbo,  McGovvan  s  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids,  Hot  01  Is,  J Molasses.  &c  HoseCouplins 
Lead,Copperand  Gas  Pipe  furnished  altheiLwcstma" 
kel  prices. 

Full«nd  perfect  atisfaction  guaranteed  in  allcases, 
when  properly  put  up  according  to  directions. 

Orders  thankfully  received  andprorrptly  filledatt he 

shortest  notice. 

SILVKR    MEHAj      (The  highest   prize)  awarded 

eee  punipeanuSteam  Pumping  Engine  atth    late  Fa 

Ohio  Mechanics'  Institute  June   IS,  18J5  —  J 


Street  and  Other  Railroad  Iron. 

"WOOD,  MORRELL  <fe  CO.,  Johnstown.  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orderE  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  par* 
chase  Ag-4,  m.G. 

'  FREEDOM  IRON  COMPANY, 

MAXUFACTCTEBS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Piston  Reds, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Milflin  Co.,  Penn, 

JOIIX  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  iDto  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  Jnne9. 


New  Time  Table 

OF    THE 

KEW  YORK  GEKTRAL  R.  R. 


Leave  Albany.  Arr.  Buffalo.   Arr.  S.  Br. 

Steamboat  Exp..  7  no  a.  m.  7  UO  p.  m.      7  00  p.  k. 

Mail 9.1'0i.M.  12.50a.m.    

NewTork  Exp..ll.l5A.  M.  8.1  0  p.  m       9.00  r.  M. 

NightExp 5.00  p.m.  4.00  a.m.     4.00a.m. 

Utica  Accom'n..  6  no  p.  m.   Ar.  U.  10.00  p.  m 

N.i'.Mail 11.15p.m.  1O.0'  a.  m.    10.00a, m 

Leave  Buffalo.  Leave  Bridge.    Ar.  Alb'y 

New  Tork  Exp..  5.15  a.  M.  5.15  a.m.      3.3U  p.  m. 

Steamboat  txp..  S.00  a.  m.  8.00  a.  m.      8.00  p.  m. 

Mail _ 

Cleveland  Exp..  6.00  p.  m. 
Cincinnati  Exp. 11.00  p.  K. 
TJticaAccom'D..  — 


2.30  p.  M 
6.00  p.m.  4.40  a.  m 
11.1KJ  P.  m  830  a.  x, 
10.00  a.     - 


CINCINNATI 

LOCOMOTIVE  WORKS, 


Tbeundersigned  are  prepared  to  furnish  Locomotiv 
equalin  efneiencyand  durability tothebestEaster 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.  Also,  all  Kinds  of  heav 
forg-inganu  casting  doneat  short  notice.  Also,  bolt  sfo 
bridge^ cu    withdispatch. 

MOORE  &  RICHARDSON. 

TEE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Tisitors  appointed  by  the 
State,  is  under  the  superintendence  01  Col.  E.  W  „ 
MORGAN)  a  distinguished  graduate  01  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathemaiics,  Mechanics,  Ma 
chines, Construction,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read* 
ings.and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architected,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means. and  object  ofProfessionalpreparalion,  both 
before  and  after  graduating. 

The  twelfth  annual  tennis  now  open.  Charges, $102 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  '*  Military  Institute 
Franklin  Snriugs,Ey.  ''or  tbeundersigned. 

P.  DUDLEY. 
President  of  th   Boar 
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E.  B    KAK3JI13LD, 
T.  WHIG-HTSOJN. 


Editors. 


CINCINNATI: 
Thursday  Morning',    June  21,  i860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MO Rtfl KG* 

BY  V^RIGHTSOK"  &  CO. 

OFFICE -No.  167   Walnut    Street. 

SUBSCRIPTIONS — p  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  fid.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, SI  On 

"        tl        per  month, 3  00 

"        "        six  months, 12  00 

"       **       per  annum, 20  00 

'*     column,  single  insertion, 5  IM' 

**        k>        per  month, 10  00 

14        lt        six  months, 40  00 

*•        "        per  annum, 8ft  00 

**    page,  single  insertion, 15  00 

**        *          per  month, 25  00 

"        **        six  months, , Jin  on 

V        "        per  annum 200  00 

CardEnoLexceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  suhsrribers  neglect  or  refuse  to  tike  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  ne»vspnners  are  sentto  the  former  direc- 
tion, they  are  held  responsible 

Subscriptions  and  communications  addressed  to 
WRIGI1TS0N  &  CO., 

Publishers  and  Proprietors 

TTf3  The  European  Agent  for  the  Railroad  Record 
6  Mr..  Frederic  Aloar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane.  Loudon.  England 

To  Advertisers. — "We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


STATISTICS --DISTRIBUTION  0E 
OCCUPATIONS. 

The  changes  which  take  place  in  occupa- 
tions, or  in  other  words,  between  the  great  oc- 
cupations of  Agriculture,  Manufacture  and 
Commerce,  are  the  most  important  which 
affect  human  society;  the  relation  between  pro- 
ducer and  consumer  is  all  important.  For 
example,  let  us  suppose  that  one  producer  of 
food  can  supply  two  consumers,  or  that  one- 
third  the  population  of  a  State,  engaged  in 
agriculture,  will  support  the  whole.  Then  it  is 
plain,  that  if  the  proportion  of  consumers  be- 
comes more  than  that,  the  country  will  not 
produce  food  enough,  and  hence  the  country 
becomes  dependent  on  foreign  countries,  and 
if  they  should  fail  to  supply  its  demand,  there 
must  bo  a  famine. 

At  this  ti.ne,  Great  Britain  has  a  surplus  of 
consumers,  but  the  United  States,  and  North-  • 
em  Germany  produce  more  than  they  can  con- 
sume, so  that  the  demand  of  Great  Britain 
is  supplied.  But  this  fact  makes  her  largely 
dependent,  not  only  on  foreign  countries,  but, 
od  uniformity  of  climates. 


Wo  recently  noticed  the  large  number  of  la. 
borers  and  population,  which  railroads  now 
support.  In  the  prosent  state  of  the  country, 
this  is  a  great  advantage.  Still  we  must  re- 
cognize the  fact,  that  these  are  consumers  of 
food.  As  we  raise  a  great  surplus  in  this 
country,  this  increase  of  consumers  is  a  great 
benefit  to  the  farmers,  and 'to  the  country. 
But,  in  Great  Britain,  the  relative  increase  of 
consumers  is  no  benefit,  for  there  the  consump- 
tion of  food  is  beyond  the  production. 

The  Census  of  1860  (now  taking)  will  no 
doubt  show  great  changes,  in  the  relation  of 
the  productive  and  consuming  classes.  In  the 
meanwhile  let  us  look  a  little  at  what  were  the  re- 
sults of  1850  in  this  particular.  We  have,  seen 
no  analysis  of  this  element  in  our  statistics, 
although  a  very  important  one. 

Let  us  take  in  the  first  place,  the  three  great 
classes  of  Agriculture,  Manufactures  and  Com- 
merce. There  were,  in  t  ese  three  classes,  as 
returned,  the  following,  adding  to  them  what 
are  called  "  laborers  " — a  class  mostly  employ 
ed  in  towns,  and  public  works,  and  rail- 
roads,— and  therefore,  not  producers.  The 
mechanics  and  artizans  we  put  altogether  with 
manufactures,  or,  mechanics.  Aggregating 
all  branches  we  have  this  result. 

Farmers,  and  producer;  ef  f,nd 2.4no  5F3 

Commerce,  Trade.  an  1  Navigation ,  244,9-4 

Mechanics,  Arts.  Mining  and  Manufactures l,4GT".Yj(UJ 

Laborers 9!:3,«5h 

The  Professions,  Army,  Government.  Servants, 

to S'0,nt'-0 

Aggregate 5,376, (J" 

The  producers  of  food  in  the  above  occu- 
pations are  but  45  per  cent,  of  the  whole  num- 
ber, so  that  even  in  the  United  States,  a  great 
agricultural  country,  the  consumers  are  already 
more  numerous  than  the  producers.  This  is 
rather  a  startling  fact,  in  a  new  country  Let 
us  now  analyze  the  component  parts  of  the 
artizan  population. 

1.  Of  manufacturers  proper.  These  are  com- 
paratively a  small  number,  for  manufactured 
articles  are  produced  mainly  by  machinery. 
Manufacturers,  64,533.  2.  Mechanics  proper 
Let  us  divide  these  into  the  following  classes, 
viz: — 1  Arts  of  House-building,  2.  arts  of 
Furniture,  3.  arts  of  Clothing,  4.  arts  of  Agri- 
culture, 5.  arts  of  Liquor  Making,  6.  arts  of 
Machinery,  7.  Miscellaneous  arts. 

Arts  of  Housebuilding 

"      Furniture  

"      Clothing 

"      Au.ric  lture 

"     Liquor  Making 

*.*      Machinery. 

"      Food 

Miscellaneous  Arts 


sive  of  merely  laborious  employments.  3.  We 
have  the  fine  arts,  as  yet  but  a.  comparatively 
small  department.  Of  these  we  have  8,552,  of 
which  one-third  are  musicians,  and  1,000  aro 
engaged  in  the  arts  of  daguerreotyping.  4. 
The  professional  men  are: 


CIcrymen.  ■ 
Lawyers.... 
Physicians- 

Surgeons.. . 
Teachers. .. 
Deutests.... 


26,842 

25,939 

49,564 

191 

29.5RT 

2,923 

We  may  here  remark  that  the  number  of 
Teachers  is  far  below  the  truth.  The  number 
of  Clergy,  Lawyers,  and  Doctors,  is  nearly  the 
truth,  for  the  time,  in  which  the  census  was 
taken,  there  was  about  one  clergyman,  and  one 
lawyer  to  each  thousand  inhabitants,  and  if 
these  were  equally  distributed,  and  the  people 
all  within  easy  reach  of  a  common  centre  for 
each  thousand,  this  proportion  is  enough,  for 
practical  purposes.  The  number  of  Doctors 
is  very  much  larger  in  proportion.  This  is 
mainly  because  the  education  of  that  class  is 
so  inferior  (generally)  to  that  of  lawyers,  but 
the  profession  abounds  with  quackery,  which 
makes  its  way  among  ignorant  classes  of  peo- 
ple. Upon  the  whole,  the  United  States  is  rap- 
idly approximating  the  relative  condition  of 
industry,  and  employments  which  pervade 
Europe. 


329.139 

9--\9i'U 

21.1,1511 

3,7<;0 

6,1(111 

151.IUIII 

60,nmi 
240.4IHI 

Of  mechanics  arts  proper  we  have  about 
930,000.  Of  this  whole  number,  one-third  are1 
employed  iu  house-building;  one-fourth  in 
clothing;  16  per  cent  in  machinery ;  7  per  cent 
in  food  ;  and  the  residue  in  various  arts,  which 
can  not  be  classified.  It  is  evident,  from  this, 
that  the  mechanic  arts  have  made  great  and 
rapid  progress  iu  the  United  States.  Already, 
one-fifth  of  the  entire  population  of  the  United 
States,  are  employed  in  the  mechanic  arts 
merely,  oxclusire  of  manufactures,  and  cxcJu- 


PACIFIC  R.  R  BRANCH  TO  THE  GULF 
OF  CALIFORNIA. 

In  our  last  issue  we  presented  the  subject 
of  a  branch  to  the  Pacific  Railroad  from  Tu 
bac  to  the  Gulf  of  California,  and  gave  a  com- 
parative view  of  two  routes  to  different  ports, 
with  a  statement  of  the  resources  of  the  coun- 
try for  furnishing  freight  to  the  Company. 
We  propose  uriefly  to  continue  the  subject  aud 
consider — 

Other  Sources  of  Freight  besides  Ores. 
That  the  freightage  of  ores  and  metals  would 
not  be  the  only  source  of  business  to  a  rail- 
road from  Tubac  to  Port  Lobos  is  very  evident 
from  the  consideration  that  this  is  not  a  grain 
producing  country,  while  it  is  favorable  to 
pasturage.  The  wheat,  corn,  and  other  cereals 
together  with  coffee,  tea,  sugar,  etc.,  etc., 
must  necessarily  be  imported,,  while  there 
would  probably  be  a  surplus  of  beef  and 
hides  to  be  exported.  For  the  purpose  of  ar- 
riving at  something  near  the  true  estimate  of 
freightage  of  provisions,  etc.,  to  be  carried 
over  the  rocd,  we  will  estimate  the  number  of 
people  necessary  to  be  worked  in  order  to  de- 
velope  the  mines  already  in  operation.  The 
Sonora  Exploring  and  Mining  Co.  has  employed 
a  force  averaging  about  one  hundred  persons. 
But  must  largely  increase  that  to  produce  sat- 
isfactory results  from  the  mine.  It  is  fair  to 
estimate  that  each  of  these  mines  will  givo 
employment  to  at  least  five  hundred  workmen, 
when  they  are  even  moderately  developed. 
A  population  of  five  hundred  workmen  would 
involve  a  total  of  about  2,500  ]»eor,Je,  altowing 
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five  persons  only  to  a  family,  or  giving  a  total 
of  2,500  persons  to  each  mine  or  to  five  mines 
12,500  persons.  Allow  now  the  consumption 
to  be  but  2  lbs.  per  day  per  person,  and  the 
result  would  show  25,000  lbs.  or  12  tons  per 
day  of  provisions,  groceries,  etc.,  to  be  trans- 
ported over  this  road  as  soon  as  the  mines  are 
developed  far  enough  to  employ  a  respectable 
force.  It  is  easy  to  calculate  what  the  in- 
crease of  freight  would  be  when  these  com- 
panies employ  5,000  workmen  in  place  of  500 
— as  is  frequently  the  case  in  similar  enter- 
prises. 

The  export  of  hides  and  beef,  should  the 
country  be  made  safe  from  Indian  depreda- 
tions, would  be  a  respectable  item,  but  v/e  do 
not  now  propose  to  make  any  estimate  of  it. 

The  transportation  of  machinery  and  tools 
must  become  very  important  to  a  railroad  oc- 
cupying this  ground.  We  are  informed  that 
the  Sonora  Exploring  and  Mining  Company 
alone  during  the  past  year  have  expended 
$13,000  in  freight  on  machinery.  Add  to  the 
items  of  freight  already  enumerated  the  dry 
goods,  clothing,  and  general  merchandise  that 
iMst  reach  this  country  over  this  road,  if  built, 
and  it  is  plain  the  gross  amount  of  freight 
must  reach  a  very  respectable  sum. 

Extension  of  Business. — In  our  estimates 
thus  far  we  have  only  given  the  business  that 
from  the  present  development  of  affairs  in  the 
neighborhood  of  Tubac,  must  accrue  to  this 
road.  The  mines  here  estimated  as  furnish- 
ing freight  for  the  road,  lie  chiefly  within 
twenty  miles  of  this  point.  The  Empire  and 
the  Patagonia  mines  being  most  remote  to  the 
eastward.  With  increased  facilities  it  is  fair 
to  infer  that  there  would  be  a  corresponding 
impetus  given  to  enterprise  and  new  fields  of 
labor  opened.  It  is  now  known  that  the 
mountains  which  line  the  San  Pedro  River 
abound  in  minerals.  Tradition  says  that  the 
best  mines  in  the  country  are  in  these  moun- 
tains. That  the  old  Babacomeri  Ranch  deriv- 
ed its  importance  mainly  from  rich  mines  in 
its  neighborhood.  Still  farther  to  the  east- 
ward of  this  range  the  Chiricahni  range  is 
known  to  be  metalliferous,  and  we  hazard 
nothing  in  the  assertion  that  the  growing 
wants  of  the  country  to  the  eastward  would 
warrant  the  extension  of  this  road  on  the 
great  Pacific  Line,  were  it  once  constructed 
from  the  nearest  port  on  the  navigable  waters 
of  the  Gulf  of  California  to  Tubac.  If  a  rail- 
road were  constructed  to  the  Chiricahui,  it 
would  afford  the  cheapest  and  best  outlet  for 
the  copper  of  the  Mimbres  mines,  which  now 
finds  its  way,  at  a.  profit,  in  wagons,  through 
the  State  of  Chihuahua  to  the  coast  of  the 
Gulf  of  Mexico.  It.  would  also  afford  the  best 
outlet  for  the  silver  of  the  Stevenson  Mine 
and  other  mines  in  the  Organ  mountains  to 
the  east  of  the  Rio  Grande. 

Feasibility'  of  Construction.  —  While  the 
great  Pacific  Railroad,  involving  as  it  does  a 
positive    and    certain    expenditure    of  from 


seventy-five  to  one  hundred  millions  «f  dollars, 
is  an  enterprise  of  such  enormous  magnitude 
as  to  stun  the  mind  and  palsy  the  energies  of 
a  nation — the  undertaking  now  proposed  is 
one  that  is  not  only  feasible  in  itself,  but  is 
within  the  means  of  an  ordinary  company. 
One  hundred  and  sixty  miles  of  railroad,  be- 
ginning at  a  good  seaport,  and  extending  for 
a  great  portion  of  the  line  over  a  plain  coun- 
try, with  but  a  moderate  amount  of  grading, 
is  not  a  gigantic  undertaking.  The  heavy  ar- 
ticles of  freight,  rails  and  tools  £an  be  shipped 
directly  to  the  initial  point  of  road.  Native 
labor,  accustomed  to  the  climate  and  to  the 
business  of  mining,  is  abundant  and  cheap, 
and  provisions  can  be  shipped  to  the  spot 
from  any  of  the  grain  producing  countries  on 
the  Pacific.  A  railroad  can  thus  be  built  on 
this  route  at  very  nearly,  if  not  exactly  the 
same  rates  as  similar  works  can  be  done  in 
the  Atlantic  States.  While  a  Company  con- 
structing it  would  secure  a  permanent  busi- 
ness, not  liable  to  opposition  from  competing 
lines. 

Rates  that  can  be  Charged.  —  Heavy 
freight  is  carried  from  New  York  to  Cincin- 
nati—a distance  of  about  750  miles,  at  forty 
cents  per  hundred  pounds,  or  $8  00  per  ton. 
The  mining  companies  can  amply  afford  to 
pay  $20  00  per  ton  for  the  160  miles  to  Port 
Lobos.  This  will  be  readily  seen  from  the 
following  statement  of  cost  and  return  from 
the  ores  of  the  Crystal  Mine  of  the  Santa  Rita 
Silver  Mining  Company: 

Cost  of  Mining  per  ton $-"»  00 

"  Transportation  to  Lobos  by  railroad.  0  l<0 
"  "  to  New  York  by  vessel.  15  00 
"      Reduction 10  00 

Total $50  00 

Return  : 

2(100  lbs.  ore  60  per  cent  lead 1.200  lbs. 

Value  at  CJ  cents  per  lb $75  00 

Net  profit  on  lead 85  00 

or  50  per  cent,  of  profit  without  adding  any 

thing   for   the   silver   contained   in   it,  which 

amounts,  according  to  the  assays,  to  $62  per 

ton. 

The  copper  ores  will  return  even  a  greater 

yield  which  is  now  entirely  lost. 

2(100  lbs.  33  per  cent,  copper 600  lbs. 

Value  at  25  cents  per  lb $165  00 

These  ores  would  cost  more  per  ton  for 
smelting  than  the  lead  ores,  but  the  difference 
would  be  more  than  compensated  by  the  addi- 
tional value  of  the  copper.  By  the  present 
system  of  working  simply  for  the  silver,  this 
whole  return  is  lost.  Facilities  for  transpor- 
tation would  thus  add  materially  to  the  yield 
of  the  Mining  Companies,  as  well  as  furnish 
a  lucrative  business  for  the  transporter. 

We  have  now  endeavored  to  show  that  a 
railroad  from  Tubac  to  Port  Lobos,  on  the 
Gulf  of  California,  is  a  feasible  enterprise,  and 
one  which  will  be  profitable  to  the  company 
which  constructs  it.  Its  effects  upon  the 
country  in  its  immediate  neighborhood,  can 
not  he  doubted.  The  enterprises  already  be- 
gun would  receive  a  new  impetus — and  fresh 


ones  would  be  started.  Mining,  agriculture, 
and  commerce  would  be  actively  carried  on, 
and  this  region,  now  comparatively  a  wilder- 
ness, would  soon  be  teeming  with  an  industri- 
ous and  happy  population,  developing  its 
resources  and  adding  to  the  wealth  of  the 
world. 


KANSAS  CEJTTEAL  EAILEOAD  CO. 
engineer's  report. 

Gentlemen : — I  have  the  honor  to  submit  the 
following  Report  on  the  surveys  and  estimates 
for  the  line  of  your  road  from  Wyandott  to 
Fort  Riley,  a  distance  of  one  hundred  and 
thirty-two  miles. 

Special  reports  have  been  made  to  yonr 
Board,  embracing  some  lateral  examinations 
and  details  of  field  work,  which  will  be  briefly 
referred  to  for  the  purpose  of  giving  a  foil  un- 
derstanding of  the  operations  of  the  Engineer 
Department  up  to  the  present  time. 

Maps  and  profiles  have  also  been  submitted 
as  follows: 

No.  1.  A  railroad  map  of  the  United 
States,  from  the  Atlantic  to  the  Pacific,  show- 
ing the  lines  converging  toward  the  Kansas 
Valley.and  explorations  westward  to  tidewater 
at  San  Francisco  and  San  Diego. 

No.  2.  A  map  of  the  Kansas  River  and 
its  tributaries  within  a  belt  of  country  twenty 
miles  wide,  from  the  Missouri  to  the  Republi- 
can Fork. 

No.  3.  A  field  map  in  four  sections,  show- 
ing the  lines  surveyed,  adjacent  topography, 
and  a  projection  of  the  intended  location ; 
also,  corresponding  profiles  giving  grade  lines, 
estimates  in  detail,  etc. 

No.  4.  A  map  and  profiles  of  lateral  exa- 
minations in  the  neighborhood  of  Wyandott, 
tending  to  show  the  superiority  of  the  Valley 
Route. 

A  full  corps  of  Engineers  was  organized 
and  the  surveys  were  commenced  on  the  14th 
day  of  July,  A.  D.,  1859.  By  instruction,  the 
line  selected  follows  the  margin  of  the  Kansas 
River,  and  the  base  of  the  highlands  iD  a 
southwesterly  direction  from  the  levee,  on 
the  Missouri  river,  to  a  point  two  miles  from 
Wyandott;  thence  on  the  north  side  of  the 
valley,  in  a  westerly  direction,  the  line  runs 
nearly  straight  to  the  Munceytown  Creek; 
thence  straight  to  the  Delaware  Crossing; 
thence  nearly  straight  crossing  Mission  Creek 
to  Deep  Creek;  thence  turning  to  the  left  in 
a  southerly  direction,  the  line  crosses  Wolf 
Creek,  and  sweeping  to  the  right,  with  a 
curve  of  two  miles  radius,  around  the  highland 
dividing  the  waters  of  Wolf  Creek  from  those 
of  the  Stranger,  the  line  crosses  the  road  to 
Leavenworth,  one  mile  north  of  the  De  Soto 
Ferry,  and  twenty-four  miles  from  Wyandott; 
thence  crossing  the  Stranger  and  running 
south  of  west  along  the  base  of  the  bluffs, 
turning  more  to  the  right  one  and  a  half  miles 
north  of  Eudora,  and  again  to  the  left  at  the 
crossing  of  Muddv  Creek,  the  line'M  nearly 
straight  to  Lawrence.  Distance  thirty-nine 
miles  from  Wyandott:  maximum  grade  15 
feet  per  mile,  and  minimum  radius  of  curva- 
ture 2865  feet 

At  Lawrence  the  line  crosses  the  Kansas 
River  at  a  grade  elevation  of  forty  feet  above 
low  water,  and  ascends  to  a  low  summit  two 
miles  to  the  North-west  on  a  branch  of  Lyons 
Creek;  thence  descending  to  a  "lake"  or  old 
channel  of  the  river,  and  bearing  more  to  the 
west  it  runs  nearly  straight  along  the  base  of 
the  bluffs  to  Lecompton,  forty  nine  miles  from 
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Wyandott.  From  Lecompton  through  Tecurn- 
seh  to  Topeka,  the  line  is  very  direct  and 
nearly  straight.  Topeka  is  sixty-five  miles 
from  Wyandott;  maximum  grade  28  feet  per 
mile,  and  minimum  radius  of  curvature  1910 
feet. 

The  survey  turns  to  the  North  at  Topeka, 
and  crosses  the  Kansas  at  a  grade  elevation 
of  25  feet  above  low  water;  thence  bearing 
westward,  the  line  runs  straight  for  fourteen 
miles  along  a  wide  prairie  valley,  drained  on 
the  north  by  Soldier  Creek  and  on  the  south 
by  the  Kansas  River;  thence  running  a  few 
degrees  to  the  north  it  runs  straight  twelve 
miles,  passing  a  quarter  of  a  mile  south  of  St 
Mary's  Mission.  At  Deep  Creek  the  line 
bears  to  the  left,  and  runs  straight  to  the  Ver- 
million ;  thence  turning  more  to  the  left,  it 
runs  straight  to  the  point  of  a  ridge  dividing 
Rock  Creek  from  the  Kansas;  thence  sweep- 
ins  around  this  to  the  right,  and  passing 
through  St.  George,  the  line  runs  straight  to 
Manhattan,  116  miles  from  Wyandott,  and 
crosses  the  Blue  River  at  the  foot  of  the  Blue 
Mound;  thence  turning  to  the  left,  through 
the  town,  the  line  bears  south  to  a  point  of 
high  land  lying  south  of  the  Wild  Cat;  then 
sweeping  around  this  to  the  right,  and  turning 
again  to  the  left,  the  line  passes  between  the 
river  and  a  small  lake,  and  runs  south-west 
nearly  straight  to  the  old  town  of  Pawnee, 
where  a  slight  deflection  to  the  left,  followed 
by  a  curve  to  the  right,  carried  the  Road 
sweeping  around  the  base  of  a  flattened  spur 
of  the  table  lands  or  elevated  bench  on  which 
Fort  Riley  is  built.  Distance  from  Wyandott 
132  miles.  Maximum  grade  from  Topeka  to 
Fort  Riley  15  feet  per  mile;  minimum  radius 
of  curvature  1910  feet. 

From  Wyandott  to  Lawrence  two  lines  have 
been  traced  in  part.  The  seeond  line  deflects 
to  the  left  at  the  Delaware  Crossing,  and 
passes  over  the  Kansas  River  at  Mill  Creek; 
runs  on  the  south  side  of  the  valley,  passes 
through  De  Soto  and  Eudora,  and  connects 
with  the  first  line  at  Lawrence.  Distance  40 
miles.  Maximum  gradient  14  feet  per  mile ; 
minimum  radius  of  curvature  163V  feet.  The 
general  features  of  this  line  are  very  similar 
to  those  of  the  line  on  the  north  side  of  the 
river.  It  affords  more  local  accommodation, 
and  crosses  the  Kansas  at  a  point  favorable 
for  a  railroad  connection,  by  easy  grades, 
along  Mill  Creek,  with  Olathe  and  with  south- 
ern and  south-western  Kansas,  the  fertile  val- 
leys of  the  Osage,  the  Neosho,  the  Arkansas, 
and  their  tributaries,  and,  eventually,  with 
Eastern  Texas  and  the  State  of  Mexico. 

By  selecting  the  ground  with  more  care  for 
a  location  some  improvements  can  be  made 
in  the  alignment,  the  grades  can  be  reduced 
and  the  work  can  be  cheapened.  At  Law- 
rence a  gradient  of  twenty  feet  to  the  mile  can 
be  reduced  by  locating  the  line  nearer  the 
river,  and  passing  around  the  base  of  some 
elevated  beach  land.  In  approachiug  Tecum- 
seh  from  the  east  it  may  be  found  that  the 
road  can  be  located  on  higher  ground,  there- 
by improving  the  alignment,  and  reducing  the 
amount  of  work.  At  Topeka  the  alignrfjent 
can  be  much  improved  by  crossing  the  river 
cither  above  or  below  the  town;  and,  at  Deep 
Creek,  west  of  St  Mary's  Mission,  by  throwing 
the  line  a  half  mile  further  to  the  north,  and 
passing  round  the  head  of  the  lake,  the  road 
will  be  on  higher  ground  and  not  so  liable  to 
damages  from  1'resheU. 

A  chain  of  crest  levels  has  been  traced 
from  Wyandott  westward  for  seven  miles, 
along  the  ridge  dividing  the  drainage  into  the 
Kansas  from  that  into  the  Missouri.  The 
most  favorable  points  for  crossing  from  the 


Missouri  river  into  the  valley  of  the  Kansas 
were  found  to  be  at  depressions,  I  have  desig- 
nated on  the  map  as  Zane's  Summit  and  Cot- 
ter's Summit.  The  east  branch  of  the  Mun- 
eeytown  Creek  rises  at  Zane's  and  flows  south- 
west into  the  Kansas,  Jersey  Creek  flows  east, 
and  a  stream  runs  north  from  it  and  falls  into 
the  Missouri  River  on  the  west  side  of  Quin- 
daro.  Cotter's  Summit  is  at  the  head  of  the 
west  branch  of  this  last  stream  and  affords 
the  best  line  to  ascend  the  ridge  in  a  south- 
west direction  from  the  river  at  Quindaro. 

Zane's  Summits  are  220  feet,  and  214  feet 
above  the  Missouri  River.  A  cut  twenty  feet 
deep  at  the  head  of  Jersey  Creek  will  give  an 
average  ascending  grade  from  Wyandott  of  45 
feet  per  mile  for  4  14  miles.  Twenty-six  feet 
cutting  will  make  the  ascending  grade  from 
Quindaro  95  feet  per  mile.  The  descent  iuto 
the  valley  of  the  Kansas  along  the  Muncey- 
town  Creek,  shows  a  gradient  of  60  feet  per 
mile  for  2f  miles. 

A  branch  road  has  been  located  from  Wyan- 
dott along  the  base  of  the  bluffs  to  Quindaro, 
there  to  connect  with  the  Parkville  and  Grand 
River  Railroad.  Distance  4f  miles.  The 
gradients  are  light  and  the  work  cheap  to 
construct.  This  line  was  continued  by  a  sur- 
vey ascending  the  ridge  in  a  southwest  direc- 
tion and  passing  north  of  Frank  Cotters. 
Cotter's  Summit  is  240  feet  above  the  River, 
and  the  ascent  will  average  110  feet  per  mile 
for  two  miles,  passing  the  Summit  with  a  cut 
40  feet  deep.  Minimum  radius  of  curvature 
800  feet  in  turning  from  the  river  to  ascend 
towards  Cotter's. 

By  instructions,  a  portion  of  the  road  west- 
ward from  Wyandott,  along  the  Valley  of 
the  Kansas  has  been  located,  and  cross 
sectioned,  and  a  small  force  is  now  at  work 
grading. 

ESTIMATES. 

Calculations  have  been  made  for  a  first 
class  road,  fully  equipped  with  all  its  appen- 
dages complete  and  ready  for  the  first  years 
business. 

Road  bed. — Width  in  cuts,  20  feet. 
Width  on  banks,  15  feet. 

Slopes  uniform  with  a  ratio  of  one  and  a 
half  to  one. 

Foundations.—  Paving  with  stone  or  timber 
and  plank,  and  piling  where  necessary. 

Culvert- — Four  feet  openings  and  less  sub- 
stantial rubble  masonry  well  bonded,  six  to 
thirty  feet  openings — arched. 

Abutments  and  Wings. — Substantial  rubble 
masonry  laid  in  quick  lime  or  hydraulic  mor- 
tar; coursed  every  three  feet  in  height  and 
well  bonded. 

Sheeting  of  Arches.  —  Hammer  dressed 
masonry,  laid  in  mortar,  coursed  and  well 
bonded. 

Purs  and  Abutments  of  Bridges. — Ham- 
mer dressed  masonry,  laid  in  mortar,  coursed 
and  well  bonded. 

Bridging. — Equal  in  strength  and  dura- 
bility to  How's  Patent  Truss  Bridge  with  arch- 
ing. 

Superstructure.  —  Rail  —  American  Iron, 
weighing  50  lbs.  to  the  yard,  laid  on  cross  ties 
six  by  eight  inches  and  eight  feet  long,  placed 
two  feet  apart 

Graduation,  Masonry  and  Bridging $793,653 

Superstructure  at  $7,952  per  mite 1,049,665 

Turnouts  and  side  tracks  five  per  cent 52.4P3 

Station  Buildings,  Tanks,  Machine  Shops,  Fix- 
tures, and  Tools 98.000 

Engineering;  and  Superintendence  five  per  cent..        90,690 
Equipment  (rolling  stock) '.    ....      247,8110 

$2,341,300 
or  S17.737  per  mile. 

When  the  road  is  in  operation  there  will  be 
an  additional  expenditure  for — 


Ballasting 5158,400 

Fencing 164,9n0 

Farm  crossings  and  cattle-gunids 9,900 

Making $2,678,560 

of  a  total  expenditure  for  a  first  class  road 
complete  in  all  its  appointments. 

In  the  Appendix  will  be  found  a  detailed    • 
statement  of  these  estimates  ;  tables  of  grade, 
alignment,  etc. ;   and   the  load  a  locomotive 
weighing  21  tons  will  draw  on  gradients  up  to 
110  feet  per  mile. 

-  Should  the  present  want  of  sufficient  avail- 
able means  render  economy  in  construction 
necessary,  a  cheaper  road  bed  can  be  built  by 
leaving  the  grade  lines  conform  nearer  to  the 
natural  surface  of  the  ground.  The  maximum 
ratio  of  ascent  need  in  no  case  exceed  twenty- 
five  feet  per  mile.  Banks  can  be  reduced  in 
width  so  as  to  vary  from  eight  to  twelve  feet, 
according  to  their  height.  The  principal 
streams  requiring  a  superior  class  of  masonry, 
can  be  crossed  temporarily  on  piling  and 
bridges  of  trestle  work  ;  and  when  the  financ- 
es of  the  company  will  admit,  permanent 
structures  of  masonry  can  be  built,  and  earth 
filled  in  without  interfering  with  the  regular 
passage  of  trains  on  the  road.  A  rail  weighing 
45  lbs.  to  the  yard  can  be  used.  And  as  the 
expenditure  for  buildings  and  equipments  is 
in  a  measure,  discretionary,  to  be  governed  by 
the  business  of  the  road,  and  a  judicious  ap- 
plication of  available  means,  the  estimated 
amounts  on  both  items  can  be  reduced.  Seven 
locomotives,  eight  passenger,  four  baggage, 
and  ninety  freight  cars,  with  the  usual  con- 
struction train,  may  be  found  sufficient  to  com- 
mence business. 

With  such  changes  in  the  general  design, 
and  so  equipped,  the  estimate  of  cost  wilt 
stand  thus: 

Grubbing  and  Clearing $15,700 

1,346. 1)157  yards  excavation  at  25c 339,167 

9,235  y;irds  rectangular  masonry  at  82  50 23,0-7 

6,44U  tin.  feet  of  trestle  work  12  to  30  feet  high 

atS7 45.080 

450  feet  for  Stranger  and  Vermillion  at  £30...     13,5H0 

425  feet  Blue  River  at  Manhattan  at  jJSp 14,875 

950  feet  Kansas  River  at  Topeka  at  $40 38,1)00 

1,000  feet  Kansas  Riverat  Lawrence  at  $45 45,000 

$534,4119 
or  $4,1120  per  mile  for  road  !>ed  ready  for  cross  ties. 
79  tons  of  rail  per  mile,  45  lbs.  per  yard,  at  $60 

per  ton $625,680 

Cross  ties  SM.690  per  mile 228,180 

Chairs  and  spikes  £400  per  mile 5  -8')0 

Distributing    materia!  and  laying  track  $500  per 

mile 6(5,000 

Switch  work  and  contingencies  per  cent 9,675 

Turnouts  and  side  tracks  5  per  cent 48,862 

Three  turn  -tables  at  SI,  61!"  each 4,8110 

Five  station  buildings  at  $1.2011  each 6,000 

Machine  shop,  blaeksmith  shop,  and  engine  house 

at  Wyandott 42,000 

Engineering  and  Superintendence  five  per  cent...  80,665 
Equipment  for  commencing  business 154,800 

$1,848,771 

or  $1-1,000  per  mile,  for  road  bed,  necessary  buildings, 
machinery  and  rolling  stock. 

GENERAL   CHARACTERISTICS   OF   THE    LINE. 

The  Kansas  valley  varies  from  one  and  a 
half  to  four  miles  wide,  and  the  line  follows 
the  high  bottom  lands  at  a  grade  elevation  of 
not  less  than  twenty-five  feet  above  low  water. 
The  terminus  at  Fort  Riley  is  305  feet  above 
the  levee  at  Wyandott.  There  are  no  inter- 
mediate elevations  deserving  of  the  name  of 
summit. 

Sum  of  ascents  going  West  519  feet,  or  less 
than  four  feet  per  mile. 

Sum  of  ascents  going  East  214  feet,  or  less 
than  one  and  two-thirds  feet  per  mile. 

Total  ascents  and  descents  733  feet. 

Gradients. — Level  and  up  to  10  feet  per 
mile,  105i  miles.  From  10  to  20  feet  par  mils 
26J  miles.     Total,  132  miles. 

Alignment. — Controlled  on  one  side  by  the 


Q08 


THE    RAILROAD    RECORD. 


high  lands  and  ou  the  other  by  the  river,  the 
cu;  \  attire  is  easy. 

Deflections  to  the  right,  9ft8  decrees  De- 
flections to  the  left,  932  degrees.  Total,  1,91)0 
degrees. 

Length  of  straight  line,  95  4  miles.  Curved 
line  over  one  mile  radius,  28,2  miles.  Under, 
and  not  less  than  1919  feet,  10.4  miles.  Total, 
132  miles. 

The  Kansas  valley  possesses  many  of  the 
elements  necessary  in  building,  maintaining 
and  operating  a  first  class  railroad  in  an  eco- 
nomical manner.  Timber  of  the  best  quality 
and  most  durable  kinds  grows  all  along  the 
line  of  the  road  ;  and  a  superior  quality  of 
well  shaped  building  stone  is  found  in  the 
bluffs  Water  can  be  had  where  desired,  and 
in  many  cases  can  be  taken  into  the  tender 
without  pumping.  The  soil  is  alluvial  deposit, 
easily  removed  and  in  the  few  places  where 
rock  shows  in  the  cuts  it  is  loose  and  friable. 

The  gradients  are  to  some  extent  a  ques- 
tion affecting  the  expediency  of  economy  in 
construction.  Bv  a  small  additional  expendi- 
ture the  road-bed  can  be  made  nearly  level. 
The  maximum  ratios  of  ascent  have  only 
been  adapted,  for  short  distances,  in  estimat- 
ing quantities,  and  no  doubt  some  of  these 
surface  inequalities  will  be  thrown  out  in  the 
location.  Your  road  is  peculiarly  well  adapt- 
ed for  cheap  motive  power.  The  momentum 
acquired  by  the  passing  train  will  carry  it  up 
the  ascents  without  any  perceptible  loss  of 
speed,  and  vary  little  if  any  additional  steam 
pressure.  There  is  nothing  to  prevent  the 
heaviest  loaded  freight  trains  from  pausing 
the  sharpest  curves  at  a  velocity  of  fro*  12 
to  15  miles  per  hour — the  additional  friction 
due  to  curvature  being  equal  to  an  ascending- 
grade  of  only  ten  feet  per  mile.  Yours  is  the 
Valley  Route,  for  all  practical  purposes,  sub- 
stantially straight  and  level,  and  engines  in- 
tended to  pass  either  way  over  it  may  be  load- 
ed to  nearly  their  full  capacity  of  draught  ou 
the  level. 

Our  surveys  prove  s">  conclusively  the  great 
advantages  possessed  by  the  Kansas  Valley 
for  a  railroad  route,  that  nothing  is  hazarded 
in  saying,  no  road  can  be  built  westward  from 
the  Missouri  River  within  the  limits  of  Kansas, 
that  will  at  all  compare  with  it,  either  in 
beauty  of  alignment,  grades,  cheapness  of 
construction,  or  economy  in  operating  when 
built. 

EASTERN    CONNECTIONS. 

By  the  line  of  the  Pacific  Railroad  St.  Louis 
is  within  282  miles  of  the  eastern  border  of 
Kansas.  The  track  is  laid  to  Syracuse,  a  dis- 
tance of  K)8  miles,  and  the  road  is  located  to 
Kansas  City,  two  and  a  half  miles  east  of 
your  depot  at  Wyandott  Seven  millions  of 
dollars  provided  by  the  State  of  Missouri,  and 
over  three  and  a  half  millions  of  local  sub- 
scriptions, have  been  expendnd  on  this  road. 
The  Chief  Engineer  estimates  that  two  and  a 
half  millions  will  complete  it  to  Kansas.  The 
counties  along  the  line  and  individuals  have 
subscribed  liberally,  and  there  is  every  reason- 
able assurance  that  the  next  legislative  assem- 
bly will  provide  means  to  make  up  the  balance 
necessary  to  put  the  whole  road  in  operation 
within  the  next  three  years. 

The  Parkville  and  Grand  River  Railroad, 
forty -six  miles  long,  connects  with  the  Hanni- 
bal and  St.  Joseph  Railroad  at  Cameron. 
The  line  is  located  and  the  work  going  on, 
with  abundant  means  in  the  hands  of  the  com 
pany  to  prepare  the  road  bed  for  the  iron. 
This  road  can  be  opeued  for  travel  next  sum- 
mer. The  distance  to  St.  Louis  by  the  Han- 
nibal and  St.  foseph  aud  the  North  Missouri 
Railroad,  is  321  miles.      Chicago  is  491  miles 


from  Wyandott,  and  a  nearer  connection  can 
be  had  with  Memphi ...  '1  ljus  you  see  you  will 
be  in  i  ommuuication  with  the  railroad  system 
east  of  the  .Mississippi  River  in  less  than  eigh- 
teen months;  and  with  all  your  best  efforts, 
before  you  are  pic-pared  to  open  Central  Kan- 
sas to  the  emigration  pressing  westward  upon 
you  through  these  mighty  avenues  of  com- 
merce. 

CENTRAL     POSITION  —  WESTERN    EXTENSION   AND 
BRANCHES. 

Congress  can  not  much  longer  delay  mak- 
ing provision  for  building  a  railroad  to  the 
Pacific  Ocean.  This  question  is  rapidly  ab- 
sorbing all  party  issues  in  the  States  on  the 
Pacific  slope,  aud  it  receives  the  support  of 
the  whole  north-west.  The  Kansas  Valley 
stretches  for  550  miles  along  the  thirty -ninth 
parallel  of  north  latitude,  and  is  equally  ac- 
cess ble  from  Memphis,  the  great  railroad  cen- 
ter of  the  south-svest,  as  from  Chicago,  the 
great  center  of  tue  north-west.  It  is  on  the 
central  line  of  the  commerce  of  the  continent, 
on  which  is  built  New  York,  Philadelphia,  Bal- 
timore, Washington,  and  Norfolk  on  the  At- 
lantic; Pittsburgh,  Cincinnati  and  St  Louis 
in  the  interior;  and  San  Francisco  on  the 
Pacific.  You  are  as  much  removed  from  tin 
extreme  cold  and  suows  of  the  North  as  you 
are  from  the  extreme  heat  and  sands  of  the 
South.  You  are  on  the  line  of  population 
and  wealth.  An  almost  continuous  chain  ot 
settlements  extend  limn  ibe  Missouri  frontier 
to  the.  waters  of  the  Sacramento. 

Farms  are  being  opened  along  the  Kansas 
and  Smiky  Hill  Fork,  half  way  to  the  moun- 
tains. The  mining  population,  now  mainly 
concentrated  between  Long  s  .Peak  and  Pike's 
Peak,  are  passing  into  the  region  drained  by 
the  Colorado  of  the  West;  and  ere  long  the 
beautiful  valleys  lying  between  the  Park  Moun- 
tains and  the  Saliwatch  Range  will  be  occupied 
by  American  citizens.  That  they  will  find 
outlets  for  a  Railroad  through  these  moun- 
tains no  one  doubts.  Wagon  roads  traverse 
them  in  all  directions.  The  Mormon  settle- 
ments with  their  productive  industry,  show 
that  many  of  the  Valleys  in  the  Great  Basin 
are  as  capable  of  contributing  to  the  wants  of 
civilization  as  is  the  Valley  of  the  Great  Salt 
Lake.  They  are  traversed  weekly  by  express 
messengers,  government  trains,  and  emigrants 
with  their  families,  wagons  and  stock.  The 
almost  fabulous  mineral  wealth  of  Carson 
Valley  will  give  a  vast  impetus  to  sett  ement 
on  the  western  side  of  the  Basin.  And  the 
barrier  of  the  Sierra  Nevada  will  be  easily 
overcome  by  the  State  of  California,  and  the 
enteprise  of  her  citizens.  On  no  part  of  the 
continent  is  the  population  increasing  as  rap- 
idly as  along  this  Great  Central  Lute;  and 
this  question  of  population  alone,  will  in  the 
end  determine  the  location  of  the  Graud  Trunk 
Line  to  the  Pacific. 

Solomon's  Fork  and  the  Republican  point 
in  the  direction  of  the  elevated  table  lands, 
or  great  plateau  of  the  Rocky  Mountains,  ex- 
tending from  the  Cheyenne  Pass  in  the  Black 
Hills  to  the  Kamas  Prairie,  where  the  Timpa- 
nogos  cuts  the  Sahwatch  Mountains,  and  gives 
an_quliet  to  the  Salt  Lake  Valley.  Stretching 
westward  in  the  same  general  direction 
through  the  Goshoot  Pass,  Humboldt  Pass, 
descending  the  Humboldt  River,  passing  north 
of  Pyramid  Lake,  crossing  the  Sierra  Nevada 
outhe  Madeline  Plains,  and  descending,  with 
the  waters  of  the  Sacramento,  to  the  Bay  of 
San  Francisco,  an  entirely  practicable  Rail- 
road Route  is  obtained  from  the  Missouri  river 
to  the  Pacific  Ocean. 

By  bearing  to  the  left  at  the  Southern  Bend 
of  the  Smoky  Hill  above  Salina,  crossing  to 


the  Arkansas,  following  that  stream,  and  by 
way  of  the  head  water*  of  the  Cim.irrou.  be 
Canadian  and  the  Pecos,  we  are  carried  to 
Santa  Fe  in  the  valley  of  the  Rio  Orai.de. 
Campbell's  Pa*8  in  the  Sierra  Madre.  the  Col- 
orado Cuiquito,  Aztec  Pa.-:.-.  Sana  Maria  Val- 
ley, Colorado  Grande,  and  Warners  Pass  in 
the  Coast  Range  carries  the  road  to  the  Bay 
of  San   Diego  on   a   line   entirely  ;;:.le. 

with  gradients  not  exceeding  those  oi  our 
general  railway  system. 

By  continuing  westward  from  the  Cactus 
Pass,  crossing  the  Colerado  Grande,  ascend- 
ing the  Pah  Lte  Creek  and  following  the  .•!> 
jave  Liver,  crossing  the  Southern  extremity 
of  the  Sierra  Nevada  at  the  Tabeechaypay 
Pass,  and  descending  along  the  San  Juaquin, 
the  Bay  of  San  Francisco  is  reached  with  a 
maximum  gradient  but  little  exceeding  iboae 
on  the  other  parts  of  the  line. 

In  the  development  of  the  resourecs  of  the 
country  immediately  tributary  to  voj.  in  ad- 
dition to  a  main  trunk  line  Westward,  your 
attention  will  be  drawn  to  the  necessity  tor  a 
judicious  system  of  branches.  Even  at  this 
early  day  in  the  in.ipient  stages  of  your  work, 
it  may  not  be  unprofitable  to  notice  the  ea-e 
and  cheapness  with  which  lateral  roads  can 
be  built.  They  will  come  to  you  along  the 
valleys  on  the  grade  of  the  waters.  The  Val- 
ley of  the  Blue  river  will  affurd  a  direct  con- 
nection from  Manhattan  to  the  Platte  Valley 
at  Fort  Kearney.  At  Lawrence  the  Valley  of 
the  Wi.karusH,  or  at  Topeka  the  Shunganun- 
ga,  opens  the  way  for  a  connection  with  the 
fertile  countries  watered  by  the  head  branches 
of  the  Osage,  and  the  remoter  tributaries  of 
the  Neosho,  the  Verdigris,  and  part  of  the 
Arkansas  south  of  the  Great  Bend.  To  secure 
to  your  road  the  eastward  trailic  of  these  sec- 
tions is  worthy  of  your  best  efforts. 

BUSINESS     PROSPECTS      AND     CONCLUDING     RE- 
MARKS. 

More  than  one-third  of  the  population  of 
Kansas  is  now  settled  in  the  counties  border- 
ing on  the  Kansas  River.  l*et  for  fortv-six 
miles  the  road  passes  along  the  south  side  of 
the  Delaware  Reserve,  on  the  opposite  side  of 
the  River,  and  for  thirty-miles  through  nearly 
the  center  of  the  Pottawottomie  Reserve. 
These  lauds  are  occupied. exclusively  by  In- 
dians. No  portion  of  like  extent  in  the  Mis- 
souri Valley  offers  greater  inducements  for 
settlement,  or  a  higher  profit  to  the  agricul- 
turist, than  the  counties  which  will  be  tribu- 
tary to  your  road :  aud  so  soon  as  the  Indian 
Lands  are  opened  to  settlement,  this  region 
promises  to  be  more  densely  populated  than 
aDj"  other  section  of  Kansas. 

It  would  be  difficult  to  estimate  with  any 
degree  of  accuracy  what  the  earnings  of  a 
road,  situated  as  yours,  will  be.  Passing 
through  a  country  as  yet  only  partially  devel 
oped,  income  applicable  to  dividends  must 
mainly  be  derived  from  through  traffic.  You 
are  on  the  line  of  emigration  to  the  Gold 
Fields:  and  with  a  road  opened  to  Fort  Riley, 
you  will  have  almost  a  monopoly  of  this 
travel.  You  will  do  all  the  carrying  business 
for  the  trade  with  New  Mexico  and  Utah — the 
whole  region  ranging  from  Albuquerque  to 
Salt  Lake  City;  and  the  government  will  use 
vour  road  for  the  supply  cf  Forts  on  the  plains 
and  in  the  mountains.  As  each  succeeding 
section  is  built  and  opened,  the  Western  ter- 
minus, for  the  time  being,  will  be  the  great 
distributing  depot  The  business  is  mated 
ready  to  vour  hands,  and  there  is  no  reason 
to  doubt  that  from  the  day  your  Road  is  open- 
ed, it  will  have  as  much  as  it  can  do  in  the 
transportation  of  persons  and  property.  Its 
earnings  will  be  proportionate  to  the  superior 
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inducements  you  will  offer  to  the  great  traffic 
destined  to  pass  over  it — equal  to  that  of  any 
B/oad  of  like  extent  in  this  western  country. 
Its  stock  from  the  first  will  be  a  dividend  pay- 
ing investment,  yearly  increasing  in  value 
with  the  social  and  commercial  development 
of  the  vast  regions  of  mineral  wealth  to  which 
it  is  an  outlet — and  through  which  it  will 
eventually  have  a  rail  couneetion  with  the 
western  seaboard. 

To  Wyandott,  Lawrence,  Topeka,  and  the 
other  towns  along  the  Valley,  the  early  com- 
pletion of  your  road  is  of  vital  importance. 
They  now  languish  for  the  want  of  the  stimu- 
lating effect  the  certainty  of  its  construction 
will  impart.  All  kinds  of  business  will  im- 
prove New  branches  of  industry  will  be  com- 
menced. Renewed  enterprise  will  beget  con- 
fidence, and  capital  will  flow  in  amongst  us. 
Our  population  will  increase  beyond  all  prece- 
dent, and  general  prosperity  and  comfort  will 
follow. 

Delay  the  work  for  two  or  three  years,  and 
the  results  may  be  worse  than  negative. 
Other  interests  ever  vigilant  in  a  new  country 
like  ours,  will  divert  the  trade  which  legiti- 
mately belongs  to  you  into  other  channels, 
and  if  it  be  not  lost  forever,  millions  of  expen- 
diture may  be  necessary  to  recover  the  posi- 
tion you  now  occupy.  For  instance,  should 
St  Joseph  open,  a  road  westward  as  far  as  the 
Blue  in  the  direction  of  the  Salt  Lake ;  and  a 
line  be  pushed  west  towards  the  Arkansas,  on 
the  line  of  the  Osage  and  the  Upper  Neosho, 
or  it  may  be  nearer,  before  one  is  built  along 
the  Kansas ;  the  citizens  of  the  valley  will  be 
deprived,  to  some  extent,  of  a  magnificent  in- 
heritance, in  the  profits  on  the  rapidly  grow- 
ing trade  with  the  country  west  and  southwest 
of  them. 

In  view  of  all  these  things  decisive  action  is 
necessary — a  watchful  care  over  the  trust 
committed  to  your  charge,  and  the  substantial 
support  of  all  who  are  interested  with  you. 
With  these  elements  of  success  in  your  favor 
at  home,  you  need  fear  no  competition. 

I  am  under  obligations  to  0.  B.  Gunn,  Esq., 
for  efficient  assistance  in  the  field  and  office 
and  to  the  other  gentlemen  of  the  corps  for 
industry  and  a  faithful  discharge  of  the  duties 
required  of  them. 

All  of  which  is  respectfully  submitted  by, 
Gentlemen, 

Your  obedient  servant, 
William  Miller, 

Engineer. 

OFFICERS   OF   THE    COMPANY — DIRECTORS. 

W.  Howard  Irwin,  President;  William  Y. 
Roberts,  James  R.  Parr,  Daniel  Killin,  Wil- 
liam P.  Overton,  Silas  Armstrong,  John  McAl- 
pin,  Isaiah  Walker,  Wyandott  City;  T.  G. 
Thornton,  Topeka;  Robert  Morrow,  Lawrence; 
A.  J.  Mead,  Manhattan ;  Hugh  McKee,  Colo- 
rado City;  Rush  Elmore,  Teeumseh. 

Joseph  W.  H.  Watson,  Secretary;  William 
Millar,  Engineer;  W.  G.  Mitcheil,  General 
Agent;  T.  J.  Barker,  Treasurer. 


•The  Lake  Ontario  and  Hudson  River 
Railroad  was  sold  in  the  village  of  Saratoga 
on  Monday,  by  a  decree  of  the  Court,  on  fore- 
closure. Ex-State  Senator  Hubbell,  of  Utica, 
was  the  purchaser,  for  $5,000.  This  purchase 
includes  the  road-bed  from  Greenfield,  in  Sar- 
atoga county,  to  Sackett's  Harbor,  with  the 
franchise  and  charter.  The  referee  will  pro- 
ceed to  sell  the  lands  belonging  to  the  Com- 
pany, aside  from  their  road-bed  forthwith. 


NEW  JESSEY  KAIL&0AD  CO. 

The  annual  meeting  of  the  stockholders  of 
the  N.  J.  R.  R.  Co.  was  held  at  New  Brunswick, 
on  Monday  the  4th  inst.  It  is  estimated  that 
some  five  hundred  persons  were  in  attendance, 
including  stockholders  and  invited  gue3ts. 
The  Report  of  the  Directors  is  one  of  the  most 
interesting,  as  well  as  one  of  the  most  satisfac- 
tory, ever  submitted  to  the  stockholders,  and 
received  their  entire  approbation,  as  was  mani- 
fest by  the  unanimous  re-election  of  the  old 
Board.  If  our  space  permitted,  we  should 
gladly  copy  the  entire  report,  but  as  it  will  not, 
we  have  decided  to  copy  the  following  synopsis, 
clipped  from  an  Exchange: — 

It  opens  with  a  referrence  to  the  fact  that 
no  passenger  has  been  killed  or  maimed  in  the 
cars  from  the  commencement  of  the  road. 
This  astonishing  result,  after  the  transportation 
over  83,000,000  of  persons  over  the  the  road, 
is  acknowledged  with  expressions  of  gratitude 
to  the  Providence  of  God. 

The  death  of  Stephen  Whitney,  for  twenty- 
two  years  a  member  of  the  Board,  is  also  refer- 
red to. 

The  financial  statement  shows  a  very  satis 
factory  result. 

The  last  fiscal  year  embraces  the  period 
from  January  1st.  1859,  to  January  1st,  1860, 
and  presents  the  following  results: 

The  gross  receipts  for  the  last  year  are 
$.1,025,582  65,  the  year  previous  being  $903,- 
458  45,  showing  an  increase  of  $122,224  20. 

The  corresponding  expenses  were,  for  1859, 
$382,072  IT,  and  for  1858,  $349,370  63,  being 
and  addition  of  $32,601  41. 

The  rates  of  expenses  to  the  earnings  for  the 
year  just  closed,  is  37  1-2  per  cent.;  in  the 
previous  year  it  was  38  1-2;  in  1857,  41  1-8; 
in  1856,  44  per  cent. 

The  surplus  earnings  carrried  to  profit  and 
loss,  the  1st  of  January,  I860,  after  paying  two 
half  yearly  dividends  of  five  per  cent,  each,  is 
$191,888  72;  the  vear  before,  closing  January 
1st,  1859,  it  was  $113,183  22;  January  1,  1858, 
$107,171  18,  and  January  1,  1857,  $85,257  84. 
Semi-annual  dividends  of  five  per  cent,  have 
been  paid  during  these  years.  The  whole  sur- 
plus earnings  now  amount,  to $500,2 18  62,  being 
equal  to  over  thirteen  per  cent,  on  the  capital 
stock,  and  only  about  $187,781  38  less  than  the 
whole  debt  of  the  Company,  which  represents 
the  Ferry  and  Associate's  property  and  Jersey 
City,  which  was  diminished  $22,420  last  year 
by  the  purchase  of  that  amount  of  the  Com- 
pany's bonds;  the  whole  debt  now  being 
$688,000. 

The  whole  number  of  passengers,  not  in- 
cluding commuters,  carried  in  1859,  is  2,501,- 
124,  and  the  tons  of  merchandise,  98.007; 
against,  2,110,993  passengers,  and  85,460  1-2 
tons  of  merchandise  in  1858. 

The  whole  number  of  miles  run  over  the 
road  by  passenger,  and  freight  trains,  is  447,- 
671;  the  year  before,  396,032.  The  ratio  of 
running  expenses  for  the  current  year  of  1859, 
is  85  1-10  cents  a  mile;  in  1858,  87  2  3  cents; 
in  1857,  92  6-10  cents,  and  in  1856,  98  1-2  cents 
a  mile. 

In  the  enumeration  of  passengers,  the  com- 
muters are  omitted.  The  addition  of  these  to 
the  other  passengers  makes  the  whole  number 
3,061,1  24.  The  whole  number  of  miles  traveled 
by  all  the  passengers  is  ascertained  to  be 
33,000,000 — making  a  million  for  each  mile  of 
the  rood,  far  exceeding  any  road  in  the  coun- 
try, perhaps,  in  the  world. 

The  cost  for  carrying  a  passenger  each  mile 
is  nine  mills,  and  of  transporting  freight  is 
three  cents  per  ton.  The  gross  amount  re- 
ceived from  passengers  per  mile  is  two   cents 
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each,  which,  after  deducting  nine  mills  for 
transportation,  leaves  eleven  mills  uet  on  a 
passenger  per  mile.  The  freight  computed  in 
like  manner  producirg  receipts  of  five  cents 
per  ton  per  mile,  leave  after  deducting  the 
three  cents  costs  and  charges  incident  to  tran- 
sportation, two  cents  per  ton  for  each  mile. 

The  details  of  the  financial  operation*  are 
quite  full  and  interesting,  showing  a  uniform, 
gradual  improvement  in  the  proportion  of  the 
receipts  and  expenses.  A  few  items  for  the 
last  two  years  are  thus  stated : — 

1858. 

Gross  Receipts $tli:3,458  45 

Expenses 3-!7,37l>  73 

Nel  Earnings 55-1, 1187  73 

Divkl.mls 362.4511  <KJ 

Surplus  1I3.9S3'22 

The  fine  steamboat  "John  S. 
been  rebuilt,  and  another  ferry  boat,  whoso 
capacity  will  exceed  tlat  of  any  other  in  the 
world,  is  about  to  be  launched.  llnee  new 
locomotives  and  seven  superior  passenger  cars 
have  been  added  to  the  equipments. 

The  report  discusses  the  subject  of  reducing 
fares,  announcing  as  the  policy  of  the  Com- 
pany to  graduate  the  fares  to  an  average  of 
two  cents  a.  mile.  The  travel  between  Newark 
and  New  York  is  to  be  reduced  on. the  11th  of 
June.  Eight  morning  trains  between  these 
points  to  be  run  between  6  and  9  o'clock,  A. 
M.,  for  30  cents  each  passenger  for' the  excur- 
sion. 

A  table  is  introduced  to  show  the  compara- 
tive small  value  of  ''through"  travel  to  the 
local  travel,  showing  that  if  they  dispensed 
altogether  with  the  Philadelphia  travel,  the 
road  would  still  pay  a  dividend  of  12  per  cent , 
and  the  following  remark  is  made  respecting 
the  contract  with  the  Camden  and  Auiboy 
Company  : 

"  As  to  the  contract  with  the  Camden  and 
Anaboy  Company,  which  continues  till  January 
1,  1869,  it  is  therefore  a  great  advantage  to 
them.  Besides  the  exclusive  freight  business 
between  New  York  and  Philadelphia,  they 
have  five-sixths  of  all  the  passenger  travel. 
The  portion  of  fare  to  the  N.  J.  Company  is 
never  over  2  cents  a  mile,  which  is  reduced  to 
one  and  a  half  in  some  cases,,  and  even  to 
one  cent,  with  no  allowance  for  ferriage,  our 
Company  receiving  only  from  30  to  60  cents 
a  passenger,  the  Camden  and  Arnboy  $2.30 
on  $3." 

In  referring  to  the  recent  charter  of  the  Ho- 
boken  road,  the  report  says : 

"So  far  as  the  Hoboken  Supplement  was  in- 
tended to  induce  consolidation,  coerce  a  sub- 
sidy, or  sequester,  our  bridges  and  roads,  its 
very  enormity  defeats  its  execution.  So  far  as 
it  contemplates  an  assessment  of  our  exc.u- 
sive  privileges  we  are  content  to  abide  by  the 
decisions  of  the  courts.  If  appropriate  judicial 
tribunals  should  declare  exclusive  privileges 
invalid,  or  if  valid,  that  they  are  capable  of 
being  assessed,  we  shall  cheerfully  acquiesce. 

Many  believe  that  that  the  exclusive  protec- 
tion afforded  to  early  railroad  enterprises  has 
attained  its  objects,  and  that  all  obstructions 
to  grants,  for  new  roads,  wherever  the  exist, 
should  be  removed,  and  if  the  precedent  be 
countenanced  by  high  authority,  enlightened 
by  long  experience  and  astute  discrimination, 
it  may  be  worthy  of  being  promptly  followed 
by  free  legislation  for  through  as  well  as  way- 
roads,  preserving,  however,  the  revenues  of  the 
State. 

Hence  our  company  has  nothing  to  appre- 
hend, as  we  shall  avoid  violations  of  contracts, 
and  faithfully  maintain  all  our  agreements,  and 
a  just  regard  for  the  rights  of  others;  we  shall 
expect  towards  our  Company  a  similar  good 
faith  and  respect  for  our  property  and  privi- 
leires." 
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The  following  persona  are  chosen  as   direc- 
tors :     H.  R.   Remsen,    Hamilton   Fish,    Wm. 
.  Whitney,  J.  S.  Darcy,   J.    P.    Jackson,    D.    S. 
/  Gregory,   A.   0.  Zabriskie,  J.  J.  Chetwood,  J. 
Acken. — Nev>.  Jersey  State  Gazette. 
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WESTERN     CATTLE     TRADE 
AND  THE  RAILROADS. 


One  of  our  city  papers  having  copied  from 
the  New  York  Tribune  an  attack  upon  the 
management  of  the  Baltimore  and  Ohio  Road, 
with  approving  comments,  for  alleged  unfair- 
ness in  the  rates  upon  cattle  from  the  West  to 
the  Atlantic  cities,  we  have,  as  promised  yes- 
terday, taken  some  trouble  to  inquire  into 
the  facts  aud  figures  bearing  upon  this  inter- 
esting subject. 

We  presume  that  but  few  of  our  readers  are 
aware  of  the  present  extent  and  future  promise 
of  the  trade  in  heavy  cattle  from  the  central 
Western  States  to  the  new  York  Market.  For 
many  years  the  transportation  of  these  great 
herds  has  been  literally  monopolized  by  the 
New  York  Central,  and  the  New  York  and 
Erie  Roads.  The  cattle  trade  of  the  Baltimore 
and  Ohio  Road  has  been,  in  the  meantime,  eon- 
fined  almost  entirely  to  that  used  in  the  Balti- 
more market.  Much  of  this  has  come  from  the 
Valley  of  Virginia,  being  formerly  loaded  at 
Winchester,  and  now  mainly  at  the  stations  in 
the  neighborhood  of  Cumberland.  But  com- 
paratively a  small  portion  of  the  trade,  until 
recently,  has  come  from  beyond  the  Ohio 
river. 

Within  the  past  eighteen  months,  however, 
under  the  efforts  that  have  been  put  forth  by 
the  Baltimore  and  Ohio  Road,  a  large  increase 
of  the  through  cattle  trade  has  been  effected, 
and  to  which  we  find  allusion  specially  made  in 
the  Company's  last  Annual  Report.  We  there 
see  that  during  the  year  ending  October  last, 
there  were  brought  19,243  head,  instead  of 
12,786  head  for  the  previous  year.  This  state- 
ment was  accompanied  by  the  remark  that — 
-  "Much  of  the  increase  in  the  cattle  trade 
arises  from  its  extension  in  Kentucky  and  the 
more  distant  West,  indicating  a  permanent 
and  growing  advantage  to  the  road  from  this 
source.  The  facilities  furnished  by  the  Com- 
pany for  the  proper  transportation  of  life  stock 
appear  to  be  appreciated,  and  continued  efforts 
are  being  made  along  our  line  to  further  in- 
crease the  comfort  of  the  drovers,  as  well  as  to 
secure  the  safe  and  rapid  conveyance  of  their 
property." 

Encouraged  by  these  results,  the  Baltimore 
and  Ohio  Company  was  induced  during  the  past 
winter,  to  make  renewed  and  energetic  efforts 
to  compete  with  the  New  York  roads  for  this 
business.  New  cars  of  the  best  description 
were  built  and  added  to  the  already  large 
equipment,  superior  facilities  for  feeding  and 
watering  cattle,  aud  other  inducements  were 
offered.  By  the  following  comparative  state- 
ments which  we  have  procured  from  the  Com- 
pany's books,  it  will  be  noticed  that  their 
efforts  have  been  attended  with  much  suc- 
cess: 

NUMBER   OP   HOUSED    CATTLE    BROUGHT    TO    BAL- 
TIMORE, AND  THEIR  TONNAGE. 

Head.  Tons. 

Oct.,  1858,  to  May,  1859,  inclusive,    12.544      6,334    100 
Oct..  1859,  to  May,  1860,  inclusive,    82,759    12,209  18  1  7 

By  the  above  it  will  be  seen  that  there  have 
already  been  brought  to  Baltimore,  within  the 
first  eight  months  of  the  present  fiscal  year 
of  the  Road,  a  much  greater  aggregate  than 
for  entire  preceeding  twelve  months,  and 
promising,  in  the  same  ratio,  an  actual  doub- 
ling of  this  trade  for  the  year  ending  October 


next — a  result  which  nothing  but  the  anta- 
gonism of  rival  roads,  and  those  who  represent 
them,  will  be   likely  to  prevent. 

In  noticing  this  remarkable  change  in  the 
direction  of  the  cattle  trade  through  Baltimore, 
instead  of  Buffalo,  the  New  York  Tribune  of 
May  2-lth,  contains  the  following  paragraphs  : 

"The  officersof  the  Baltimoreand  Ohio  Road 
have  made  greater  efforts  this  Spring  to  secure 
the  stock-carrying  trade  of  Southern  Ohio  than 
ever  before.  The  road  has  more  stock  ears 
and  better  accommodation  at  Stations  for  dro- 
vers than  it  has  ever  had  before,  and  has  given 
much  better  satisfaction  to  shippers.  If  the 
very  small  portion  of  that  route  this  side  of 
Philadelphia  will  do  its  part,  the  route  will  grow 
in  favor  with  drovers. 

"  Why  don't  some  of  the  Ohio  River  steam- 
boat men  put  a  line  of  stock  fright  boats  on  the 
route  from  Cincinnati  to  Parkersburg,  and 
draw  all  the  stock  to  them  from  Kentucky, 
Southern  Ohio,  and  Western  Virginia,  border- 
ing the  river?  Don't  be  afraid,  gentlemen,  to 
increase  the  facilities  for  the  transportation  of 
life  stock.  It  is  not  the  busines  of  to-day,  but 
of  all  future  time — one  that  has  grown  up  within 
ten  years  to  a  great  magnitude,  but  it  will  grow 
much  larger  in  the  next  decade." 

Upon  the  appearance  of  this  "first  rate 
notice,"  none  of  our  Baltimore  journals  had  a 
word  to  say,  nor  was  any  quotation  or  extract 
made.  When,  however,  the  New  York  roads 
have  become  more  fully  awakened  to  the  heavy 
trade  being  drawn  from  them  by  the  energy  of 
the  Baltimore  route,  and  the  journals  in  their 
interest  find  it  necessary  to  counteract  the 
growling  position  of  the  Southern  route,  they 
ignore  their  former  statements — a  sample  of 
which  is  quoted  above — and  make  an  assault 
upon  the  management  of  the  business  through 
Baltimore,  with  a  view  of  impairing  the  confi- 
dence of  the  drovers  in  their  new  route  this 
way. 

What  satisfaction  a  Baltimore  journal  can 
derive  from  affording  downright  "  aid  and  com- 
fort" to  assaults  of  this  character,  made  for 
such  purposes,  it  is  not  necessary  to  enquire. 
We  are  informed,  however,  that  the  Tribune's 
last  article  contains  gross  misstatements  of 
fact,  and  that  its  whole  tone  is  exaggerated 
and  unfair.  The  chief  point  of  inquiry  in  the 
whole  matter — so  far  as  Baltimore  is  con- 
cerned— is  whether  the  Railroad  Company  is 
so  managing  this  business  as  to  operate  un- 
fairly against  the  interests  of  Baltimore.  We 
have  no  information  on  this  subject  to  guide 
ns  in  determining  this,  further  than  the  pub- 
lished tariffs  and  rules  of  the  Company,  by 
which  it  would  appear  that  the  last  movement 
in  that  connection  has  been  to  make  a  practi- 
cal reduction  of  ten  dollars  per  car  load  on 
cattle  from  the  Ohio  river  to  Baltimore,  for  the 
Baltimore  trade.  This  has  been  effected  by  a 
modification  of  the  weights  allowed  as  a  car 
load. 

When  the  business  in  New  York  cattle,  by 
the  Baltimore  route,  was  fairly  revived  during 
the  spring  season,  it  was  discovered  that  owing 
to  the  system  of  conducting  the  trade  on  the 
Western  roads— by  which  no  limit  was  pre- 
scribed in  weight  to  a  car-load — gross  errors 
were  being  committed,  operating  upon  the  re- 
venue of  the  Company,  and  operating,  indirect- 
ly perhaps,  to  the  disadvantage  of  the  Balti- 
more trade.  Contrary  to  the  design  of  the 
Company,  as  much  as  24,000  lbs.  in  some  cases 
were  put  upon  the  cars,  which  had  the  effect 
of  deranging  the  whole  system  of  rates.  In 
this  business  some  parties  were  concerned,  we 
are  informed,  other  than  those  strictly  belong- 
ing to  the  New  York  market. 

Finding-  this  and  other  features  of  the  busi- 


ness to  be  unsatisfactory,  and  the  Baltimore 
dealers  also  calling  attention  thereto,  ihe  prin- 
cipal officers  of  the  Baltimore  and  Ohio  and 
Pennsylvania  Central — making  common  cause 
in  the  matter — convened  at  Baltimere  and  re- 
vised the  tariff  and  rules  governing  the  busi- 
ness. This  revision  took  effect  upon  the  7th 
of  May,  and  provides  the  following  rates: 

The  following  prices  uiU  be  charged  from.  Wheeling, 
Bcnteofd,    Ptirkergbnrg,    BelLaire   and   Bridgeport, 

until  further  notice. 

(Maximum  load  20,000) 

On  Pat  Cattle,  In  a-  • 

carloads,  18.-  ~        =       Excess.  "*  Excess. 

lliiO     lbs.     or  a        £  z 

less $80    $90    50c.l001bs.    $120     70c  100  lbs. 

On  Stock  cattle, 

in    car  loads, 

12.000  lbs.  or 

less 60       70    Stlc.lOOIbs.       94      70c.  300  S». 

We  would  simply  ask  whether  these  figures, 
which  we  are  assured  are  those  actually 
charged  upon  the  business,  will  sustain  the 
interested  statements,  instigated  by  the  rival 
roads  in  their  efforts  to  regain  a  business  which 
the  foresight  and  energy  of  our  own  road,  and 
its  directness  and  other  advanlages.  have  se- 
cured through  Baltimore,  and,  by  securing 
which  our  own  market  is  correspondingly  en- 
larged by  the  attraction  of  a  valuable  trade 
which,  when  the  current  rates  shall  justify, 
will  be  found  a  valuable  element  to  the  grow- 
ing general  traffic  of  Baltimore. — Baltimore 
American. 


THE  PACIFIC  RAILROAD. 

Three  Routes.— Speech  of  Jfon.  Isaac  I.   Stizeis.  of 
Wasltington,  delivered  in  the  Home  of  Representa- 
tives, May'ii,  loco. 
Mr.  Stevens,  of  Washington,  said  : 

Mr.  Speaker  :  1  have  listened  with  great  interest  to  the 
remarks  submitted  by  the  chairman  of  the  special  commit- 
tee, [Mr.  Curtis,]  and  I  have  listened  as  a  western  coast 
man,  anxious  to  concur  id  the  proposition  presented  by  the 
committee,  if  no  better  course  can  be  pursued 

When  this  Congress  enters  upon  the  question  of  commu- 
nication with  the  Pacific,  it  ought  to  be  borne  in  mind  tbat 
it  is  inaugurating  a  policy  looking  to  the  defense  of  that 
Pacific.  It  is  indeed  a  question  of  the  consolidation  of  an 
empire,  and  it  does  seem  to  me  that  when  we  enter  upon  its 
consideration,  we  should  see  to  it  that  weinaugurate  a  poli- 
cy which  will  cover  every  special  point  which  ought  to  bo 
covered.  I  am  very  much  obliged,  as  1  presume  every 
member  of  this  House  is.  for  that  map  of  our  country 
[pointing  to  a  map  unrolled  before  the  House]  which  has 
been  brought  in  here  to  enable  us  to  illustrate  what  we  may 
have  to  say. 

Looking  at  that  map,  we  all  see  the  length  and  breadth  of 
our  country,  stretching  from  ocean  to  ocean,  and  from  the 
great  water-line  of  the  lakes  on  the  north,  to  the  Mexican 
Gulf  on  the  sonth.  That  can  try  extends  unrth  and  south 
from  the  thirty  second  to  the  forty  ninth  degree  of  north 
latitude,  a  distance  of  twelve  hundred  miles.  Now  what  is 
the  solution  afforded  us  by  the  select  committee,  in  refer- 
ence to  the  defense  of  that  great  country  V  A  single  trunk 
line  of  road,  passing  through  the  center  of  our  country, 
passing  six  hundred  miles  south  of  our  northern  frontier 
and  six  hundred  miles  north  of  our  southern  frontier.  T  .at 
is  the  solution  they  give  us  of  this  great  problem  of  defense. 
We  have,  in  that*  interior,  a  country  stretching  from  the 
Pacific  ocean  to  the  Mississippi  river,  a  distance  of  eight* en 
hundred  miles,  through  which  our  entire  Army  is  now  dis- 
tributed. And  where  do  you  find  that  Army  V  Do  you  find 
the  larger  portion  of  it  upon  the  central  routed  A  few- 
weeks  since  an  order  was  sent  to  Camp  Floyd.  :-  -  g 
more  tlian  one-half  the  troops  there  in  camp  tomovesoutu- 
ward  to  the  defense  of  New  Mexico  and  Texas.  It  is  upon 
our  southern  frontiers,  the  borders  of  Tex:,s.  New  Mexico, 
and  Arizona,  that  you  find  hostile  tribes  of  Indians,  and  to 
those  points  you  send  your  troops  to  protect  the  interior. 

But  more  than  that:  looking  at  the  condition  of  the 
northern  States  of  Mexico  we  find  them  given  up  to  robbery 
and  plunder  by  bands  of  guerriHos,  who,  making  depreda- 
tions upon  our  borders,  have  nearly  precipitated  a  war  be- 
tween us  aud  Mexico.  "Within  the  last  few  months,  binds 
of  organized  robbers  have  crossed  the  Rio  Grande,  killing 
our  citizens,  and  plundering  the  inhabitants  of  their  prop- 
erty. We  know  that  Mexico  is  demoralized,  and  that  she 
has  no  control  over  these  bands ;  and  if  we  look  to  the 
question  of  internal  defense,  the  only  way  is  to  maintain 
the  American  flag  upon  our  southern  borders  to  afford  pro- 
tection to  American  citizens  there.  Now,  suppose  you  are 
called  upon  to  move  your  troops  to  that  point  :  would  you 
carry  them  to  Salt  Lake  City,  and  thence  transport  them 
overland  to  the  point  of  destination  V  or  would  you  trans- 
port them  to  Sacramento,  and  thence  southward  V  Certain- 
ly not.  I  say,  then,  that  if  you  look  fen  the  question  of  de- 
fense of  onr  southern  frontiers,  it  is  indispensable  that  there 
should  be  a  southern  route. 

Now,  let  me  go  northward.  Tfhat  has  been  the  move- 
ment of  our  troops  within  the  last  month  upon  tha  northern 


THE    RAILROAD    RECORD. 


211 


line  of  our  country  ?  We  have  in  Oregon  and  Washington 
no  less  thiin  two  thousand  troops.  We  have  there  as  war- 
like bands  of  Indians  as  any  upon  this  continent.  The 
War  Department  has  but  recently  sent  the  troops  for  the 
department  nf  Oregon  up  the  Missouri  river,  and  they  are 
now  near  Fort  Benton,  and  will  soon  take  the  route  over- 
land to  Oregon.  Now,  I  ask  you,  how  will  this  central 
rouie  afford  protection  to  Washington  and  Oregon  ?  Sup- 
pose the  central  road  is  built :  will  not  troops  for  that  quar- 
ter still  be  sent  up  the  Missouri,  and  thence  overland  to 
Washington  and  Oregon?  Will  not  that  still  be  the  best 
route  ; 

For  the  pmposes  of  defeuse,  then,  we  need  three  routes. 
We  need  a  northern  route  ;  we  need  a  southern  route  ;  and 
we  need  a  central  route;  and  there  is  no  possible  antago- 
nism between  these  three  routes,  se  far  as  concerns  the  ne- 
cessity which  the  Government  will  be  under  of  using  each 
for  the  transportation  of  troops,  supplies,  and  munitions  of 
war  in  the  defense  of  the  interior.  If  you  have  only  a  cen- 
tral route,  you  can  not  send  troops  upon  it  for  the  defense 
of  either  the  southern  or  northern  portion  of  the  country. 

Let  us  now  look  to  the  western  coast  in  view  of  a  state 
of  war.  Recollect,  Mr.  Speaker,  that  we  have  gone  through 
one  foreign  war  with  a  great  naval  power.  We  waged  a  war 
against  Great  Britain,  and  what  was  the  condition  of  our 
country  upon  the  sea-board  V  Did  we  have  the  naval  supe- 
riority? Nothing  of  the  kind.  Our  Government  at  first 
desired  to  keep  our  little  N^vy  at  home,  and  not  to  risk  it 
on  the  high  seas.  But,  thanks  to  the  Stewarts  and  Morrises 
and  Dt*caturs  ol  the  last  war,  who  remonstrated  against 
that  policy,  they  were  finally  allowed  to  scour  the  high 
seas  ;  and  then  followed  the  brilliant  succession  of  naval 
victories  by  which  we  achieved  the  same  supremacy  on  sea 
that  we  have  always  achieved  on  land.  In  the  mean  time, 
our  ports  were  blockaded  and  our  country  ravaged;  and 
even  this  beautiful  Capitol  fell  into  the  hands  of  the  enemy. 
How  will  it  be  on  our  western  frontier  ?  The  Golden  Gate 
may  be  fortified  and  may  furnish  a  refuge  for  our  vessels  ; 
but  that  would  not  en  ible  us,  when  we  got  our  troops  to 
San  Francisco,  to  send  them  by  sea  to  the  Columbia  river 
or  Puget  Sound,  or  Southward  through  the  Gulf  of  Califor- 
nia— our  g  If—  to  the  defense  of  the  line  of  the  Gila;  and 
a  large  portion  of  the  western  coast  would  fall  an  easy 
prey  to  an  enterprising  enemy.  You  want  a  northern 
route,  by  which  to  send  troops  rapidly^  when  that  region  of 
the  country  is  menaced  ;  and  you  also  want  a  southern 
route,  to  protect  your  San  Pedros,  San  Diegos,  and  other 
points  on  the  southern  line. 

There  is  another  consideration  which  I  wish  to  dwell  up- 
on. Our  southern  region  of  territory  is  not  liable  to  serious 
attack  from  the  marauders  to  which  reference  has  been 
made  We  are  not  likely  to  find  ourselves  in  the  position 
of  having  Arizona  wrested  from  us.  We  will  simply  be  an- 
noyed there  j  but  it  is  far  different  on  this  northern  line. 
It  is  vain  for  gentlemen  to  decry  the  power,  the  enterprise, 
or  the  forecast,  of  the  Government  of  Great  Britain;  ami 
that  Government  is  our  neighbor  on  the  northern  line. 
They  have  struck  a  firm  blow  on  British  Columbia.  They 
have  struck  the  rock,  and  the  waters  have  gushed  out. 
They  have  organized  the  government,  and  have  developed 
the  resources  of  both  British  Columbia  and  Vancouver's 
Island.  They  have  opened  roads  there;  and  now  that  set- 
tlement is  confessedly  one  of  the  rising  empires  on  the  Pa- 
cific coast.  Victoria  on  Vancouver's  Island,  a  place  of  two 
years'  growth,  is  now  a  city  of  three  or  four  thousand  peo- 
ple. They  have  a  naval  station  at  Esquimault,  where  there 
are  generally  four  or  five  large  war  steamers.  The  British 
are  our  neighbors  on  that  northern  line;  and  it  seems  to 
me.  that  while  we  are  providing  for  the  public  defense,  and 
for  the  transportation  of  troops  and  munitions  of  war,  it 
oehooves  us  to  look  very  carefully  to  this  condition  of 
things,  and  to  see  to  it  that  we  are  not,  by  our  neglect,  put 
in  such  a  position  that  an  enterprising  enemy  can  wrest 
from  us  our  possessions. 

To  illustrate  the  enterprise  and  forecast  of  the  British 
Government,  I  need  simply  to  refer  to  the  tenacity  with 
which  it  holds  its  gripe  on  the  island  of  San  Juan — ours  by 
treaty,  ours  by  its  spirit,  by  its  letter,  byits  coteroporaneous 
exposition — not  needed  by  them  for  the  defense  of  Victoria, 
or  for  the  defense  of  the  channel  of  De  Haro,  as  showing 
their  determined  and  persistent  spirit  in  securing  the  acqui 
sitir.n  of  an  important  harbor.  This  is  because  they  fully 
understand  the  importance  of  this  port.  It  is  because  they 
untlerstand  fully  the  importance  of  British  Columbia.  It  is 
because  they  understand  fully  the  importance  of  the  Sas- 
katchewan country-  It  is  because  they  know  that,  at  no 
distant  day,  great  settlements  will  spread  north  of  our 
boumlary,  from  the  neighborhood  of  the  great  lakes  to  the 
Pacific  ocean.  They  are  now  taking  time  by  the  forelock, 
to  be  strong  hereafter. 

I  feel  deeply  on  this  question,  because  I  do  not  want  to 
see  the  time  when,  through  our  neglect  and  supineness,  we 
ahall  find  the  British  power  established  on  thafrcoast,  in  an 
impregnable  position,  enabling  it  to  control  the  whole  Pa- 
cific seaboard. 

Bnt.  Mr.  Speaker,  this  is  a  commercial  question.  I  con- 
tend that  we  require  three  roads  of  commerce.  There  is  al- 
ready a  large  traffic  between  the  Pacific  coast  and  our  At- 
lantic States.  There  is  a  large  movement  of  merchandise 
by  the  Isthmus,  and  a  much  larger  one  by  the  Horn.  We 
have  at  this  moment  a  rapidly  increasing  trade  between  our 
western  coast  and  the  ports  of  Asia.  That  great  idea  of 
Columbus  was  not  a  mere  vision.  He  left  the  shores  of  the 
Old  World  in  search  of  the  land  of  Cathay.  We,  if  we  are 
true  to  ourselves,  will  find  that  Cathay  within  our  own  do- 
main. All  gentlemen  familiar  with  the  subject  know  very 
well  that  it  is  a  preat  desideratum  to  build  our  railroad  lines 
In  connection  with  nor  water  lines.  If  we  are  to  supply 
our  own  country  or  Kurope  with  the  products  of  the  trade 
of  Asia— Of  which  I  do  not  doubt — we  can  only  do  it  by 
adjusting  pur  means  of  communication  to  the  geography 
of  our  country.  We  have  the  Gulf  of  Mexico  on  the  one 
side  and  the  great  hikes  on  the  other,  giving  us  a  water 
communication  half  way  across  our  continent. 

The  central  route  ia  an  extremely  long  route,  a3  a  com- 


mercial one,  my  friend  from  Iowa  to  the  contrary  notwith- 
standing. If  you  put  a  ton  of  mechandise  on  board  the 
cars  for  San  Francisco,  and  take  the  central  route,  you  have 
to  go  a  great  distance  before  you  strike  waters  to  enable  you 
to  reach  the  Atlantic  coast.  Contrast  these  various  routes 
as  routes  of  commerce.  That  is  the  practical  question.  It 
is  not  the  length  of  the  route  from  existing  lines  which  we 
are  to  consider.  With  great  respect  to  my  friend  from 
Iowa,  I  would  say  that  I  think  his  whole  argument,  based 
upon  this  assumption,  is  an  entire  fallacy.  I  would  re- 
spectfully suggest  that,  it  being  conceded  that  it  will  take 
from  ten  to  twelve  years  to  build  a  Pacific  railroad,  the 
question  is,  what  will  be  the  condition  of  the  existing  roads, 
and  the  condition  of  our  country,  when  this  Pacific  railroad 
is  about  being  put  in  operation?    That  is  the  question. 

Now,  sir,  we  find  a  much  shorter  distance  on  the  northern 
route,  and  a  much  shorter  distance  on  the  southern  route. 
Not  that  I  would  undervalue  the  central  route.  That 
route,  as  a  local  route,  will  be  one  of  great  importance  com- 
mercially. All  three  routes  will  he  important  locally,  in  a 
commercial  point  of  view.  Recollect  that  when  goods  are 
shipped  fi'om  the  islands  of  the  sea,  or  from  the  eastern 
coast  of  Asia,  if  sent  round  the  Horn  to  Atlantic  ports,  still 
they  must  take  the  rail  to  reach  the  places  of  consumption 
in  the  interior.  You  do  no  more  when  you  strike  Puget 
Sound,  the  Columbia  river,  San  Fr.mcisco,  or  San  Diego; 
the  goods  must  take  the  rail,  and  it  will  be  found  by  careful 
examination  that  the  greatest  part  of  the  Mississippi  valley 
can  be  supplied  more  cheaply  by  railroad  from  our  Pacific 
ports,  than  by  reaching  Atlantic  ports  around  Cape  Horn, 
and  thence  by  rail  to  the  Mississippi  valley.  But  when  we 
come  to  the  trade  with  Europe",  when  we  come  to  that  great 
movement  which  is  to  revolutionise  the  ccmraerce  of  the 
world  then  I  submit  that  the  central  route  can  do  nothing, 
ami  that  you  must  depend  upon  the  northern  and  southern 
routes,  and  mainly  on  the  northern  route.  We  know  some- 
thing about  the  course  of  the  winds  on  the  Pacific  ocean. 
Every  gentleman  here  has  read  the  interesting  communica- 
tions of  Lieutenant  Maury,  who  shows  that  vessels  leaving 
the  coast  of  Asia  steer  to  the  north,  and  approaching  our 
Pacific  coast  first  make  the  entrance  of  the  Straits  de  Fuca, 
then  run  down  to  S-in  FraDcisco,  thence  to  San  Diego, 
thence  further  sout.,  to  the  twentieth  degree  of  north  lati- 
tude, and  thence  again  to  the  ports  of  Asia.  Such  is  the 
usual  voyage  of  sailing  vessels  ;  and  thus  the  winds  and 
currents  of  the  ocean  point  out  the  northern  and  southern 
lines  as  the  routes  of  commence,  both  having  to  be  made  in 
the  round  voyage  from  San  Francisco  to  Asia  and  back. 

As  bearing  also  upon  this  subject,  and  in  connection  with 
it,  I  desire  now  to  say  a  word  about  the  resources  of  the  in 
terior.  1  differ  airain  with  the  gentieman  from  Iowa  in  re- 
gard to  the  resources  of  the  interior.  I  do  not  believe  that 
the  maker  of  all  ever  intended  so  broad  a  domain  as  that  to 
be  simply  a  desert,  the  tit  refuge  of  wild  beasts  and  Indians, 
with  here  and  there  a  spot  for  agriculture  and  pasturage; 
nor  do  I  believe  that  such  is  our  interior.  I  recollect  very 
will,  some  years  since,  reading  an  article  on  meteorology, 
in  which  it  is  stated  that  tne  land  is  arable  for  a  narrow  strip 
on  the  western  coast,  and  that  all  east  of  it  is  too  arid  for 
agricultural  purposes.  It  reminded  me  of  the  errors  of  the 
philosophers  in  the  time  of  Lord  Bacon,,  who,  in  his  memo- 
rable work  on  the  inductive  philosophy,  speaks  of  the  idols 
of  the  cave,  the  curious  speculations  of  the  closet  philoso- 
phers, who  secluded  themselves  from  the  world,  and  with- 
out a  proper  view  of  the  field  of  observation  and  inquiry, 
framed  all  sorts  of  theories .  and  made  all  kinds  of  generali- 
zations in  the  domains  of  science  and  of  thought.  Lord 
Bacon  laid  it  down  as  an  axiom  that  these  idols  of  the  cave 
must  be  trampled  under  foot,  and  that  conclusions  roust  be 
reached  only  by  patient  and  careful  deductions  from  well- 
ascertained  and  pertinent  facts. 

Does  it  follow,  because  good  crops  are  found  on  Puget 
Sound,  in  the  Columbia  and  Willamette  valleys,  where  for- 
ty to  fifty  inches  of  rain  are  deposited  in  the  course  of  the 
year,  that  the  fourteen  to  sixteen  inches  which  fall  in  the  in- 
terior are  insufficient  for  crops  V  Is  there  anything  to  war- 
rant such  deduction?  Yet  such  is  the  deduction  which  has 
actually  been  made  hy  some  of  our  scientific  men. 

Mr.  Speaker,  I  think  science  would  do  well  if  it  would 
go  lo  work  in  a  different  manner.  I  would  say,  ascertain 
all  you  can  about  our  broad  interior,  about  its  temperature 
and  trie  constituents  of  its  soil,  and  about  the  amount  of 
moisture  deposited;  and  then  go'abroad  into  countries  sim- 
ilarly situated  where  they  have  raised  crops,  and  see  if  you 
can  infer  anything. 

Are  there  any  countries  well  known  to  geography,  well 
known  to  men  of  science,  havingaclimateandtemparature 
like  our  interior,  having  the  same  moisture,  and  the  same 
general  constituents  of  soil  which  our  interior  has.  where 
agriculture  is  profitable?  I  have  deemed  it  my  duty  to  in- 
vestigate the  subject,  and  I  find  that  there  are  countries  in 
Europe,  bordering  on  the  black  sea,  having  about  the  same 
climate,  about  the  same  constituents  of  soil,  about  the  same 
proportions  of  woodland  and  prairie  as  Nebraska,  which  are 
agricultural  countries. 

There  is  a  series  of  provinces  north  of  the  Black  sea,  cov- 
ering an  area  of  two  hundred  and  sixty-two  thousand  square 
miles,  where  the  population  varies  from  eight  and  eight- 
tenths  to  ninety-eight  souls  to  the  square  mile.  The  prov- 
ince having  ninety-eight  souls  to  the  square  mile  has  ahout 
the  same  character  of  climate  and  soil  as  Nebraska,  a  larger 
population  than  Illinois  or  Minnesota,  or  Kentucky  orTen- 
nessee  in  the  Mississippi  valley;  and  I  find  that  the  average 
population  is  between  thirty  and  forty  to  the  square  mile. 
In  five  of  the  provinces  referred  to,  eighteen  million  bush- 
els of  wheat  are  annually  exported.  Not  only  wheat  is 
raised,  but  barley,  oats,  the  cereals  generally,  fruit,  and 
vegetables  of  all  kinds.  Wine  is  manufactured  from  the  na 
tive  grape.  It  abounds  in  cattle,  horses,  and  sheep.  That 
is  the  experience  of  the  Old  World.  Now,  I  have  traveled 
through  the  northern  portion  of  Nebraska. and  have  exam- 
ined it  closely,  and  I  undertake  to  say — and  I  dare  to  make 
the  prophecy  here  before  the  representatives  of  the  Ameri- 
can people — that  that  country,  genet  ally  speaking,  will  be 
found  to  be  as  productive  and  as  good  as  tho3e  countries  in 


Europe  to  which  I  have  called  the  attention  of  the  House. 
When  we  come  to  the  country  west  of  the  Rocky  Mountains, 
we  find  a  much  better  country— a  country  where  woodland 
predominates;  where  a  large  portion  of  the  land  is  arable; 
where  the  climate  is  milder;  where  there  is  more  moisture 
precipitated,  and  where  the  constituents  of  the  soil  are  bet- 
ter than  in  Nebraska  or  in  those  countries  in  Europe.* 

Mr.  Speaker,  the  gentleman  who  made  the  geological  re- 
oonnoisance  of  Washington  and  Oregon  has  had  the  soil  an- 
alyzed, and  the  statement  of  the  best  chemist  in  the  country 
— of  the  Owens  and  the  Jacksons — is  most  gratifying  to  ev- 
ery patriotic  American  citizen  who  would  rather  see  the 
country  iu  the  interior  fitted  for  settlement  than  the  arid 
and  barren  waste  which  the  gentleman  !'rom  Iowarepresents 
it  to  be.  I  did  not  intend  to  bring  any  authorities  here,  but 
I  recollect  that  there  were  two  grand  old  explorers  of  this 
country;  two  men  whose  names  will  go  down  to  the  remot- 
est history;  men  who  were  wise;  men  who  were  patient; 
men  who  were  full  of  forethought,  and  who  had  sat  at  the 
feet  of  the  great  philosopher  and  statesman,  Thomas  Jeffer- 
son. T  desire  merely  to  quote  from  Lewis  and  Clarke  what 
they  state  about  this  section  of  country.  Lewis  and  Clarke, 
on  their  return  trip  from  the  mouth  of  the  Columbia,  passed 
through  the  Walla-Walla  to  the  Nes  Perces  country,  and, 
from  their  camp  in  the  Kooskooskia  valley,  they  thus  speak 
of  the  central  portion  of  Washington  and  Oregon: 

"The  country  along  the  Rocky  Mountains,  for  several 
hundred  miles  in  length,  and  about  fifty  wide,  is  a  high  lev- 
el plane,  in  all  its  parts  extremely  fertile,  and  in  many  places 
covered  with  a  growth  of  tall,  loug-leaved  pine.  This  piano 
is  chiefly  interrupted  near  the  streams  of  water,  where  the 
hills  are  steep  and  lofty,  but  the  soil  is  good  being  unencum- 
bered by  much  stone,  and  possesses  more  timber  than  the 
level  country.  Under  shelter  of  these  hills  the  bottom  lands 
skirt  the  margin  of  the  rivers,  and  though  narrow  and  con- 
fined, are  still  fertile  and  rarely  inundated.  Nearly  the 
whole  of  this  wide  spread  Iract  is  covered  with  a  profusion 
of  grass  and  plants,  which  are  at  this  time  a3  high  as  the 
knees.  Among  these  are  a  variety  of  esculent  roots,  ac- 
quired without  much  difficulty;  and  yielding  not  only  a  nu- 
tritious, but  a  very  agreeable  food.  The  air  is  pure  and  dry, 
the  climate  quite  as  mild  as,  if  not  milder  than,  the  samo 
parallel  of  latitude  in  the  Atlantic  States,  and  must  be 
equally  healthy;  for  all  the  disorders  which  we  have  wit- 
nessed may  fairly  me  impnted  more  to  the  nature  of  the  di- 
et than  to  any  intemperance  of  climate." 

Now,  my  impression  is.  that  our  whole  interior,  from  the 
forty -ninth  to  the  thirty-second  parallel,  has  been  misunder- 
stood. The  arable  land  in  Washington  Territory  is  not  con- 
fined to  tlie  narrow  valleys,  or  the  rivers;  but  from  the  an- 
alyses that  have  been  made  of  the  soil,  even  the  table  lands 
are  found  in  many  cases  to  be  much  richer  than  the  adjacent 
river  valleys.  And  I  am  very  happy,  Mr.  Speaker,  not 
to  be  left  to  mere  inductions  as  to  the  capability  of  that 
country  to  sustain  an  agricultural  population.  Within  the 
last  eighteen  months  there  has  been  a  large  settlement  made 
in  the  Walla-Walla  country,  and  the  result  has  proved  that 
the  inductions  from  chemical  analysis  were  wisely  drawn4 
Within  a  few  months  this  country,  which  many  have  sup- 
posed to  be  barren,  has  been  found  to  produce  crops  exceed- 
ingly well.  The  farmers  are  planting  fruit  trees,  and  it  ia 
believed  to  be  one  of  the  best  agricultural  regions  of  coun- 
try that  can  be  found  either  in  Oregon  or  Washington. 

My  object,  Mr.  Speaker,  is  not  to  confine  my  remarks  to 
a  single  section  of  country .  I  propose  to  establish  both 
from  my  own  observation  and  from  that  of  others,  that  this 
vast  interior  region  of  our  continent  is  not,  as  has  been 
supposed,  destitute  of  resources  on  which  you  mny  depend 
for  the  support  of  a  Pacific  railroad.  On  the  contrary,  ev- 
erywhere, north,  south,  east,  and  west,  it  will  be  settled  by 
a  farming  or  pastoral  community;  and  I  hope  to  live  long  " 
enough,  without  looking  forward  to  a  very  long  life,  to  see 
agricultural  and  mining  communities  growing  up  in  that 
interior  which  shall  constitute  an  e'.ement  of  peace  and  con- 
cord among  the  Slates  of  this  Union-  They  will  be  glorious 
settlements.  The  atmosphere  is  pure;  the  influences  of  the 
scenery  are  elevating,  and  you  may  take  my  word  for  it, 
you  will  have  there  a  race  of  men  of  whom  this  country 
will  be  proud. 

And  tliis  brings  me  to  the  consideration  of  what  part  the 
way  travel  will  bear  in  supporting  a  Pacific  railroad. 

Mr.  Bovce.  I  would  like  to  ask  the  gentleman  from 
Washington  Territory  in  reference  to  the  region  of  country 
known  as  Lord  Selkirk's  settlement,  which  is  represented 
in  some  reports  as  being  a  very  fine  region  of  country. 

Mr.  Stevens,  of  Washington.  1  can  not  speak  from  ob- 
servation, for  I  have  never  been  there;  but  it  is  represented 
to  be  a  very  fine  country. 

What  part,  1  say,  will  the  way  travel  play  in  the  support 
of  a  Pacific  railroad'/  Now,  Mr.  Speaker,  if  you  build  three 
roads  there  wiil  be  no  more  antagonism  between  these  roada, 
so  far  as  the  way  travel  is  concerned,  than  there  would  be 
rivalry  in  the  Government  transportation  of  troops,  sup- 
plies, arras,  and  the  munitions  of  war.  If  we  have  a  nor- 
thern and  southern  as  well  as  a  central  road,  you  will  find 
that  you  will  not  only  have  the  support  of  our  own  coun* 
try,  but  of  the  British  colonies  on  the  north,  and  of  the 
northern  States  anil  provinces  of  Mexico  on  the  south. 
Mexico  haviug  no  communication  from  her  interior  by  rail- 
road, and  having  no  interior  water  lines,  will  have  to  depend, 
in  all  her  northern  States  and  provinces,  upon  this  south- 
ern road;  and  thus  you  will  have  her  a  contributor  to  your 
commerce  and  strength;  and  so  it  will  be  in  reference  to  the 
Saskatchewan  country,  British  Columbia,  and  Vancouver's 
Island.  They  will  also  he  made  tributary  to  your  commerce^ 
and  thus  you  will  have,  so  far-  hs  commerce  is  concerned, 
the  lines  of  your  frontier  stretched  some  six  degrees  north 
and  as  many  south.  You  will  have  a  commercial  country 
stretching  over  thirty  degrees  of  latitude  instead  of  seven- 
teen degrees.    Is  not  that  a  prize  worth  contending  for? 

*I  have  appended  to  this  speech  some  remarks  delivered 
before  the  United  States  Agricultural  Society  at  its  last  an- 
nual meeting,  giving  in  detail  the  views  and  statistics  thu 
briefly  referred  to 
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But  it  may  be  Maid  Lhit  that,  eaterp  rlsjuir  people  which. boa 
built  the  Grand  TmnH  railroad  in  :  hu  Canadas,  the  longest 
conU:lU'JU^  road,  under  one  direction,  on  the  face  of  the 
globe,  costing  some  sixty  raU^on  dollars,  will  alsp  build  a 
xoad  through  the  British  possessions  Jo  the  Pacific,  which 
will  compute  with  pur,  northern  road.  Well,  air,  perhaps 
thev  Willi  but  n,jL  '"  our  day,  und  for  this  reason:  in  oVder: 
to  make  a  road  profitable.' arid  compete  with  other  pjvdlel 
lines  of  travel,  it  must  have  certain  characteristics;  it  must 
be  a  shorter  line,  or  it  must  be  aline  of  easier  grades.  Now, 
we  kuowthe  fact,  that  a road  through  the  British  possessions, 
from  their  navigable  waters  on  the  east  to  L'Uget  Sound  or 
the  Georgian  Gulf,  oja  the  west,  is  some  two  or  three  hun- 
dred lulled  longer  than  the  distance  by.  our  northern  line, 
aud  that  the  grades  required  in  crossing  the  Hooky  Moun- 
tain passes  are  much  greater.  A  road  can  not  he  built 
through  the  British  possessions  which  can  compete  with 
our  northern  road,  it  will  be  lunger,  more  costly,  and 
more  unfavorable  in  grade;  and  when  completed.,  the  c-x- 
peases  of  running  it  will  be  greater,  and,  of  c  «urse,  the 
charges  for  transportation  higher  than  on  our  more  favora- 
ble route.  I  -say,  then,  that  ive  may  calculate  largely  upon 
the  contribution  which  will  be  made  to  our  commerce  by 
the  several  British  colonies,  f'ooi  the  gi'£&t  lalroB  to  tlie  Pa- 
cific, if  tins  northern  road  shall  he  built. 

I  desire,  in  this  connection,  to  submit  some  statistic!? 
which  1  have  before  me.  The  distance  from  Seal  tie  to  Lake 
Superior,  by  the  northern  route, 'is  seventeen  hundred  and 
tifty  miles;  and  to  Chicago,  twenty-one  hundred  and  fifty 
miles;  while  from  S.ui  Francisco  to  Chicago,  by  the  central 
*  route,  the  distance  is  twenty-four  bund  -ed  and  eighty-one 
miles.  It  is,  then  more  than  three  hundred  miles  less  dis- 
tance from  Puget  Sound  or  Vancouver,  on  the  Columbia 
river,  to  Chicago,  by  the  northern  route,  than  from  San 
Francisco  to  Chicago  by  the  central  route;  or,  if  v/a  com- 
pare the  distances  from  those  points  io  the  commencement 
of  lake  navigation,  at  the  head  of  Lake  Superior  and  Chi- 
cago, respectively,  the  distance  is  more  than  seven  hundred 
miles  in  favor  of  the  northern  route;  and  all  the  ports  on 
the  Atlantic  sea-board  are  nearer  Puget  Sound  by  the 
northern  route  than  they  art*  to  San  Francbsoo  by  the  cen- 
tral route.  The  saving  in  distance  in  favor  of  the  northern 
route,  ranges  from -5H2  miles,  as  in  the  case  of  Portland  to 
11?  miles,  as  in  the  case  of  Charleston,  and  averages  3ju 
miles. 

Again.  San  Francisco  is  nearer, by  the  southern  route,  on 
the  average  to  the  great  ports  of  the  Atlantic,  by  some  two 
hundred  niiles  than  by  the  central  route:* 

Now,  sir,  if  we  consider  the  grades,  there  is  an  extraor- 
dinary disparity  between  some  of  these  routes.  It  has bee*n 
assumed  by  some  of  these  engineers,  iu  order  to  compare 
r  aids,  that  we  must  reduce  them  to  level  roads;  that  is,  we 
must  allow,  for ascents  and  descents,  one  foot  for  every  h't.v- 
two  teet  and  a  fraction  of  rise  and  fall.  If  we  apply  this 
formula  to  these  several  routes,  we  rind  the  northern  route 
rising  into  irreat  significance  as  a  route  of  commerce  and 
commuuicttion.  We  find  the  sum  of  ascents  and  descents 
on  the  northe-n  route  to  be  twenty-one  thousand  seven 
hundred  and  eighty-seven  fee!;  on  the  central  route,  twen- 
ty-nine thousand  one  hundred  and  twenty  feet,  and  on  the 
southern  route-  thirty-eight  thousand  two  hundred  feet;  and 
applying  this  practical  formula  of  the  engineers,  and  con  ■ 
trasting  the  .northern  route  with  the  central  route  we  find 
that;  we  reach  the  waters  of  the  great  lakes,  from  Puget 
S  mod  by  the  northern  route  in  eight  bundled  and  seventy- 
five  miles  less  distance  than  from  San  Francisco  by  the  cen- 
tral route.  Therefore,  I  submit  to  gentlemen  that  the  great 
route  of  commerce  is  the  northern  route.  The  central  route, 
lis  reirards  commerce,  is  purely  a  local  route,  and  it  can 
never  be  anything  more. 
•  Mr.  Curtis.  How  much  of  the  year  is  Lake  Superior 
fro/.en  up? 

Mr.  SriiVHNS,  of  Washington.  I  was  coming  to  that 
point.  It  is  a  point  which  has  much  engaged  my  attention. 
My  answer  is  that  the  enterprise,  the  sagacity,  the  boldness, 
the  good  sense  of  the  people  of  the  St.  Lawrence  basin  have 
already  provided  railroads  for  us  to  move  our  freights 
when  the  lakes  are  i'rozen  up. 

Here  is  the  advantage  of  both  the  northern  and  southern 
routes.  Each  connects  with  existing  lines  of  railroads, 
uniting  them  wit.^  Atlantic  ports  at  shorter  distances  than 
by  the  central  route,  and  also  with  great  water  lines.  You 
have  your  choice  to  go  tnthe  western  end  of  Lake  Superior, 
and  thence  to  tranship  directly  to  Europe,  or  to  go  by  rail  to 
the  cities  of  the  Atlantic  coast,  and  there  tranship;. 

So  of  the  southern  route.  Ynu  may  send  by  rail  to  the 
ultimate  point  of  destination  on  the  Gulf  and  Atlantic 
coast,  or  you  may  seek  the  nearest  port,  and  avail  yourself 
of  the  water  line.  You  will  in  either  case  send  by  rail  all 
the  costly  and  perishahle  articles.  We  have  had  significant 
experience  in  this  matter.  I  will  not  simply  refer  to  theo- 
ries, but  I  will  stand  on  the  experience  which  wo  actually 
have.  Standing  en  that  I  would  endeavor  to  show  the  part 
which  th?sc  various  routes  must  play.  Why,  Mr.  Speaker, 
the  inquiry  has  been  seriously  entertained  as  to  whether  the 
current  of  the  Mississippi  river  has  not  been 'changed,  and 
whether  it  does  not  flow  upwards  instead  of  downwards,  for 
we  now  find  freights  of  cotton  going  from  Memphis  up  the 
Mississippi  river  to  the  lakes  or  the  lines  of  railroads,  and 
finding  finally  a  destination  at  Portland,  Boston,  and  other 
points.  It  shows  the  part  that  railroads  and  the  interior 
water  lines  are  to  play  when  the  question  is  to  save  time. 
Where  canals  and  railroads  are  parallel,  the  portion  of  mer- 
chandise sent  by  rail  is  constantly  increas  ng,  while  tt  e  pro- 
portion by  canals  is  constantly  diminishing.  1  have  not 
the  slightest  doubt,  if  we  establish  great  overland  railroads, 
connecting  them  with  our  net-work  of  railroads,  which  are 
covering  the  entire  country  to  a  longdistance  west  of  the 
Mississippi  river,  and  with  our  great  northern  and  southern 
water  lines  (the  great  lakes  and  :he  Gulf  of  Mexico)  that  a 
large  portion  of  the  trade  between  Asia  add  Europe-will 


•For  the  tables  in  detail.' on  which  these  statistics  are 
founded,  I  will  refer  to  my  address  on  the  Northwest,  aud 
my  letter  on  the  northern  route  to  the  convention  at  Van- 
couver. 


pass  over  these  overland  railroad  lines.  The  saving  of  time 
will  be  of  great  moment.  You  can  make  your  round  trips 
in  about  one  third  of  the  time  that  you  can  by  rouudiog 
either  Cap*;  and  time  Is  an  elemeut  which  will  act  with  ir 
resistible  Influence  to  determine  the  course  of  trade. 

I  de.-b'::  now,  Mr.  Speaker,  fcn  dwell  a  little  on  some  prac- 
tical difficulties  which  have  (jeen  suggested  to-day,  and  I  am 
very  glad  thai  they  came  from  my  friends  who  are  not  ac- 
quainted with  handling  these  practical  difficulties*  lam 
glad  that  the  objections  do  not  come  from  the  men  who  are 
wall  acquainted  with  the  snow  ami  ice  of  the  frozen  regions 
of  the  North.  It  would  seem  that  there  is  a  pruneiiess  in 
mankind  to  dwell  constantly  upon  pari  errors,  and  to  \f-  un- 
willing to  consider  the  ficte  which  have  been  established  by 
experience.  What  is  this  question  aboutsuow?  Have  we 
seen  snow  for  the  first  time?  Have  ive  handled  snow  for 
the  first  time?  Are  we  building  rallrords  through  snow 
coon  tries  for  the  first  time?  How  is  it  with  the  roads  in  the 
Cauadas.  in  Wisconsin,  and  in  Maine?  How  is  it  with  the 
roads  in  Siberia  aud  in  Russia?  Why,  Mr.  Speaker,  they 
are  running  in  Russia  the  iron  car  from  Moscow  to  St-Jte- 
teraburg,  and  they  are  projecting  roads  at  this  time  to  con- 
nect Moscow  with  the  settlements  upon  the  Atnoor,  crossing 
into  Asia  over  mountain  barriers,  going  north  over  the  fif- 
tieth parallel,  and  through  regions  where  for  tbrye  months 
the  thermometer  never  uses  above  zero.  Russia  has  found. 
from  her  experience  .n  running  roads  from  Mjscov  to  St 
Petersburg,  th  it  she  can  do  this.  Why  can  nut  we  profit  by 
this  experience? 

I  recollect  that  I  lived  in  Maine  when  the  people  of  that 
State  projected  the  road  from  Portland  to  Montreal  and  then 
the  :-,  ime  objections  were  made  to  th.it  road  on  account  of 
snow,  which  gentlemen  in  this  House  are  now  making 
against  the  northern  and  central  routes-  The  argument 
was  replied  to  at  the  time  successfully;  aud  what  U  bettor, 
the  cars  have  since  been  successfully  run  over  those  snowy 
regions.  I  will  tell  you  where  you  will  find  your  cars  ob- 
structed. Take  one  of  the  little  coast  roads  in  M  line.  New 
Hampshire,  or  Massachusetts,  where  two  or  three  inches  of 
snow  fall,  and  tnen  let  a  cold  night  come  on  and  freeze  it  to 
the  rail,  and  you  will  he  detuned,  ftp  to  the  souihern,por- 
tions  of  Illinois,  where  the  snow  fills  soft  and  packs  hard, 
and  you  will  find  difficulty.  In  Wisconsin.  Nebraska.  Min- 
nesota, or  the  country  west,  the  snow  fulls  light,  aud  there 
is  not  the  slightest  difficulty  in  the  snow  pl^w  throwing  it 
off.  I  know  what  I  affirm  as  regards  the  snow  upon  the 
northern  route  and  the  snow  on  the  central  route-  It  will 
never  be  an  obstacle.  I  think  it  would  indeed  be  a  great 
misfortune  if  we  did  not  have  a  railro.id  line  south.  On  that 
route  more  difficulty  will  be  found  from  drifting  sand -storms 
than  on  the  northern  routes  from  snow.  That  i*.  if  I  may 
believe  what  my  friend.  Governor  Gholsun,  of  Washington 
Territory.!  old  me  of  bis  trip,  lie  crossed  over  the  souihe-n 
route  by  the  overl.tnd  stage  coach,  and  for  a  wee.;  he  could 
scarcely  see  two  feet  before  him,  iu  consequence  of  the 
c'.nuds  of  sand.  I  am  told  by  travelers,  and  by  officers  of 
the  several  exploring  expeditions,  that  there  are  certain 
portions  where  the  sand  drifts  heavily;  ami  I  h;ive  myself 
seen.iu  the  vicinity  qf  Walla-rWajla*  sand  hillocks  rolled 
up.  in  the  course  of  a  short  time,  twenty  feet  high. 

Mr.  Ku\oan.  If  the  gentleman  will  permit  me,  I  wish  to 
pre- en t  a  fact  which  will  be  au  ans.vertn  all  lie  has  said 
about  the  sandy  desert  along  the  southern  route  ;  aud  that 
is  that  a  stage  has  been  run  semi-weekly  over  that  route, 
at  the  rate  of  forty  or  fifty  miles  a  day,  and  it  was  not  im- 
peded by  that  sandy  desert  which  is  so  frequeutly  averred 
to  exist  upon  that  route. 

Mr.  Stkvkns,  of  .Washington.  I  am  much  oMijred  to  my 
friend  for  his  statement.  He  appreciates  the  force  of  uiy 
argument;  aud  I  wish  him.  therefore,  to  understand  how 
futile  it  is  to  talk  about  the  snow  storms  of  the  Nor;h.  I 
have  read  the  report  of  the  explorers  of  the  southern  route, 
aud  I  have  conversid  with  many  of  the  officers  who  have 
gene  over  it,  and  1  am  satisfied  that  the  construction  of  a 
railroad  over  that  route  is  entirely  feasible;  and  that,  with 
irrigation,  there  will  be  a  large  quantity  of  agricultural  land 
developed  there 

The  remarks  which  1  have  made  in  reference  to  the  snow 
upon  the  northern  route  apply  with  eu.ua]  force  to  the  cold 
weather.  When  we  remember  the  fact  that  a  mail  has  bei*n 
sent  from  St.  Paul  -to  Pembina  for  a  dozen  years  or  more; 
that  in  the  winter  the  mail  is  sent  from  St.  Paul  to  La  Crosse 
in  twenty  hours,  a  distance  of  one  hundred  and  eighty 
miles;  that  in  Siberia  the  Russian  Government  sends  a  mail 
over  a  route  of  three  ihous  md  four  hundred  miles  in  twen- 
ty-seven days,  and  iu  some  instances  in  as  short  a  time  as 
fifteen  days — a  country  where  the  thermometer  is  below  ze- 
ro for  three  months  in  the  year — I  must  say  that  1  do  not 
believe  that  our  hardy  American  people,  whose  pride  it  is  to 
conquer  the  wilderness  and  the  savage,  and  whose  boast  it  is 
to  make  the  wilderness  and  the  desert  to  blossom  as  the 
rose,  are  going  to  be  frightened  because  occasionally  the 
thermometer  falls  twenty  decrees  below  zero. 

Our  people  have  faith  in  these  railroad  enterprises,  and 
they  have  confidence  in  the  engineering  ability  which  has 
been  developed  in  our  r  nlroad  experience.  Our  capitalists 
are  ready  to  embark  in  them,  whenever  government  will 
I  come  forward  with  its  aid.  Looking,  then,  to  the  defense  of 
that  western  coast,  north  and  south— looking  to  the  devel- 
opment of  qur interior — I  ask  Congress  to  neigh  every  step, 
and  I  implore  them  not  to  allow  this  opportunity  to  pass 
away  for  making  Asia  tributary  to  our  development,  and  of 
causing  the  commerce  of  the  world  to  pass  through  our 
own  borders. 

appendix. 

"  Jh'  own  attention  has  been  specially  given  to  the  agri- 
cultural capacities  of  the  interior,  and  it  has  been  my  privi- 
lege to  have  had  Urge  opportunities  of  personal  observation 
in  the  Territories  of  Nebraska  and  Washington.  From  the 
facts  developed  in  the  explorations  which  I  hive  conducted 
over  the  northern  regions,  and  from  arl  the  information  I 
have  been  able  to  gain  from  reports  and  individuals  of  the 
1  country  southward,  I  am  satisfied  that  much  larger  portions 
of  the  interior  are  aruhe  than  is  now  generally  admitted  in 
official  reports  and  in  scientific  papers.    The  agricultural 


resources  pf  our  interior  are  sufficient  tor  the  foundation  of 

I  ge  communities  and  States  iu  'he  very  heart  of  our  con- 
tinent,   rii  y  are  sufficient  in  connection  wit;  A.  -  eauex      s 
grazing  regj  me  with  which  they  are  intermingle  I.  for  an  al- 
most continuous  and  unbroken  settlement  'r  Jin  tl  e  '■;  -.. 
sippj  to  the  shores  of  the  Piictfic. 

"  I  have  rery  carefully  studied   th  .   '  <  popula- 

tion, agricultural  products-  cJimatei  and  soil  of  the  coon' 
tiles  of  soui  hern  Russia,  and  have  in  my  investigation  of 
the  same  features  in  KeMaakawnd  Waahinpfcip,  had  o?ca- 
t'ion  to  make  a  careful  comparison  between  them.  I  he  in- 
formation iu  regard  to  southern  Russia  Is  derived  from  Ebfl 
commentaries  of  ;.l.  L.  B?  Xegobnreahj  on  the  productive 
forces  of  Russia,  a  work  of  extraordinary  reaeajieh  ano  fcii- 
peasof  information.    lie  gives  numerous  re- 

gard to  the  climate,  agricultural  products,  aud  population 
of  the  region  of  the  S.epp-.-i.  and  etor.cing  the  p..  vera- 
ments  of  Bessarabia,  Kb^rson.  Kkath&rinoshur,  Tauride, 
(Crimea.)  fclavropol,  (Caucasia..)  Astrakhan,  and  the  coun- 
try of  t  ie  Bnn  Possaclu,  [vbic  i  extend  from  the  month  of 
the  Danube  along  the  shores  of  t-e  Blaca  sea,  the  £-:  f 
Azov,  and  across  the  lower  parts  .»f  the  I>--n.  the  1 
ami  th:  lib -.i,  into  the  plains  of  \  '[    eae  a'l 

lie  between  latitude  49*  and  the  Blick  sea-  excepting  itav- 
ropoi  and  Astrakhan.  whSoh  extends  sou; ii  between  ft  and 
t  ie  Gaspi  <n  tea  to  latitude  44-. 
•'■In  iH5i,  including  the  Government  of  Eoursk,  which 
lies  nirth    of  la  it  ■'".   t!  e    |     f»u    ■'■•n  of  this  region, 

containing  an  area  of  2dii.uOu  square  mile-,  a  tn^e  I  6  m  93 
souls  to  the  square  mile,  as  in  t,v:  Government  of  K'ju---*, 
through  ihe  intermediate  Dumbena  of  '■:•<, ) 

3ri.e\(Efcathoiwo6law.)  32.  (Kherson^  26j6,  (Tsnride.)  17.6, 
(Siavr.'poij  iSJ6s  (Don  Oussacke,)  dnirn  toH.«  intheGor- 
ernment  of  Astiakhaa  Five  of  these  provinces  i.roduce 
more  gr«in  than  Ihey  consume,  the  export  surfeit  oeing 
le,HJO,ubii  busijeU;  two  sufficient  for  home  consumption, 
aud  Astrakhan  only  imports  it.  The  average  return  for  the 
same  provinces  is  six  times  the  a  oontit  uf  seed  sown, 
while  tor  the  whole  empire  it  is  onty  four.  In  !S47o7er 
S.OoU.nuu  bushels  of  P'ttat -es  \7ere  raided  in  the  five  pruT- 
inccs  bordering  on  toe  Black  sea.  Beet-root  sii^rar  is  *n 
impoitoiit  product.  Large  ijaantities  'A  wine  are  manu- 
factured, a^d  large  quo, Mies  <>f  fruit  are  produced.  To- 
bacco is  gr-iwn  t^-  a  considerable  extent.  In  this  region  are 
over2.uou.tiou  horses,  and  nearly 5,ti0fl,(HHI  cattle,  and  12,- 

I I  O.nou  sheep  These  provinces  :ire.  in  fact,  the  m  »st pro- 
ductive portion  of  Russia  in  Kur^pe.  ¥ec  Nebraska  will 
compare  favorably  with  them  in  lemperarure.  amount  of 
moisture  preeipitateil,  the  constituents  of  toe  soil,  and  geu- 
eral-geu^rupliiC3il  fiosiii  oi.  Both  re§FlonBaremainly  regions 
of  prairie,  and  lar .re  portions  of  each  arc  drstiuite  of  wood. 
The  comparison,  however,  in  all  these  respect*,  is  in  favor 
of  Nebraska;  an. I  yet  t lie  population  of  the  province  of 
E&oursk  is  much  denser  tii  in  that  of  any  of  oar  hest  agri- 
cultural States  of  the  Mississippi  valley*  and  ihe  averase 
of  these  six  provinces  exceeds  the  average  of  the  Mississippi 
river  States,  aud  the  population  is  rapidly  increasing  by  im- 
migration from  the  more  northern  regions  of  Russia. 

"  Crossing  the  mountains  to  Washington  Territory,  the 
com p wis  >n  is  vastly  in  f&v*r  of  the" latter.  Tiie  climate  is 
much  milder  than  in  southern  Russia,  and  more  moisture  is 
deposited.  Indeed,  the  climate  of  Washington  is  superior 
to  that  of  any  part  of  west-rn  New  York,  of  Michigan, 
Wisconsin,  or  Minnesota.  The  greater  part  of  eastern  and 
northern  central  Washington  is  wooded,  the  forest  growth 
beine  large,  and  with  frequeutly  a  luxuriant  undergrowth. 

k*The  analyses  of  the  soil  and  of  the  m merits,  moreover, 
in  Nebraska  and  Washington,  show  ih*t  thesoil  s  good.and 
that  b.jih  abound  in  fertilizing  material,  and  ih  it  the  country 
will  excel  as  a  grain  growing  country.  It  «i;i  also  be  re- 
markable fur  the  growing  of  fruit  aud  vegetables. 

*•  It  seems  to  me  there  has  been  a  want  of  just  research 
and  discrimination  in  treating  of  the  subject  of  moisture  in 
relation  to  crops.  On  a  small  farm  even,  where  the  surface 
is  irregular  and  the  soils  various,  a  given  quantity  of  moi  s- 
ture  will  be  in  excess  for  some  portions,  nd  he  deficient  for 
others  in  order,  to  th£  largest  return-  Becauseihe  moisture 
of  the  interior  of  Washiugton  is  much  less  than  on  the 
coast,  it  does  not  follow  that  the  former  is  deficient  in  moist 
ure.  On  the  coast  a  large  quantity  of  the  moisture,  falling 
in  the  winter,  runs  off  and  forms  no  p--m  of  the  moisture 
that  enters  into  the  crop  the  following  season.  It  is  only  a 
careful  comparison  of  the  experience  of  the  other  countries 
of  similar  circumstances  in  regard  to  soil-  moisture,  and  cli- 
mate, that  will  enable  us  t »  form  just  conclusi  >ns  in  the  ab- 
sence of  practical  experience.  Rut  fortunately  we  have 
now  some  practical  experience,  to  which  I  will  briefly  ad- 
vert. 

**  California  is  now  universally  acknowledged  to  beagre* 
agricultural  State,  and,  as  the  peculiarities  of  the  climate 
have  become  known,  there"  is  no  difficulty  in  so  arranging 
the  seed-time  as  to  insure  a  good  return  from  season  to  sea- 
son. Yet  their  driest  seasons  are  as  dry  as  the  interior  of 
Washington.  Large  farming  settlements  have  l>een  planted 
in  the  interior,  at  the  Dalles,  iu  the  Yakima  country,  at  the 
Walla-Walla,  at  Col vi tie,  and  in  the  eastern  portion  of 
Washington-  Their  returns  have  been  unifonu'v  good  and 
the  country  is  now  generally  acknowledged  at  the  north- 
west to  be  a  good*  farming  country-  Oar  early  explorers 
have  generally  appreciated  the  value  of  that  country.  Lew- 
is and  Clarke,  in  the  narrative  of  their  great  exploration, 
describe  the  eastern  portion  of  central  Washington  as  an 
extremely  fertile  region;  a  region  of  several  hundred  miles 
in  length,  and  about  fifty  miies  wide;  aud.  in  the  r  detail  of 
their  day's  journey,  they  describe  minutely  what  they  ob- 
served in  passing  through  this  region.  I  have  followed 
their  trail  through  the  WaJia-Walla  and  into  the  Nea  Perces 
country,  and  as  I  wound  my  way  over  the  rolling  prairies, 
I  was  charmed  with  the  accuracy  of  their  description,  and 
their  just  appreciation  of  the  agricultural  excellence  of  the 
country.  In  1S53  I  camped  ou  the  Missouri  some  three 
months  of  the  summer  and.  fall, 'and  watched  atten- 
tively the  effect  of  showers  on  the  growth  of  grass,  and  the 
I  aspect  of  the  country  from  mouth  to  month.  I  then  became 
satisfied  that  most  of  the  table  land  in  the  region  of  the  rp- 


THE    RAILROAD    EECOED, 


airs 


per  Missouri  would  furnish  excellent  returns  for  wheat  and 
other  cere  ils,  and  that  a  large  portion  of  tlie  country  wa3  em- 
phatically a  good  agricultural  country. 

"  Moreover,  it  does  not  seem  to  me  that  the  ahsence  of 
trees  in  the  great  praries  of  the  interior  is  to  be  explained  by 
a  want  of  the  necessary  moisture,  not  only  for  the  reason 
that  large  tin  wooded  regions  exist  where  large  quao  titles  of 
moisture  are  deposited,  but  because  it  can  be  satisfactorily 
accounted  for  ?>y  other  causes.  As  regards  Washington 
Territory,  west  of  the  Cascades,  nearly  nine-tenths  of  its 
surface  is  wooded.  The  country  is  hilly  or  undulating., 
abounding  ill  lakes,  streams,  swamps  and  wet  prairies.  The 
prairies  there  have  precisely  the  same  physical  aspect  dur- 
in  the  summer  mouths,  when  no  rain  fails  west  of  the  Cas- 
cades, as  the  more  extensive  prairies  east  of  the  mountains. 
The  soil  when  exposed  to  view,  shows  as  little  moisture. 
The  only  difference  in  the  maturing  and  ripening  of  the 
crops  is,  that  they  are  somewhat  earlier  east  than  west  of 
the  Cascades.  I  am  of  opinion  that  Are  has  beeu  the  poten- 
tial element,  in  connection  with  a  pronounced  dry  season — 
that  is,  a  season  of  some  two  or  three  months  continuous 
dry  we  ther — depriving  the  surface  of  th  ;  earth  of  wood, 
operating  equally  west  and  east  of  the  Cascades  of  Wash- 
ington, over  the  extensive  prairies  of  Nebraska,  through 
the  prairie  region  of  the  Mississippi  valley,  and  the  large 
prairies  in  the  northwestern  portions  o  several  of  the 
Gulf  8  ties  The  wood  ess  portion  of  western  Washington 
has  been  small,  because  the  consuming  element  has  been 
arrested  constantly  by  lakes,  rivers,  swamps,  wet  prairies, 
and  hillsides.  There  has  been  no  such  barrier  in  central 
Washington,  in  Nebraska,  and  the  prairies  of  the  West;  but 
the  consuming  flames  have  spread  far  and  wide,  leaving 
immense  tracts  entirely  denuded  of  their  present  growth. 
It  is  known  that  tl.e  grass  of  these  prairies  is  swept  off  each 
year  by  (ires,  and  th  it  the  grass  immediately  springs  up 
anew.  Ou  the  prairies  of  western  and  eastern  Washington, 
and  of  Nebraska,  fruit  trees  have  been  set  out  md  hive 
grown  well  without  irrigation,  going  to  show  that  there  is 
moisture  enough  for  the  growth  of  trees  According  to 
Presco'tt.  the  table  lands  of  Central  Mexico  were  covered 
with  forests  at  the  tune  of  the  conquest,  which  have  beeu 
swept  away  by  fire.1' 


The  Fawkes'  Machine  by  Greenwood. — 
The  new  steam  plowing  machine  recently 
built  by  Mr.  Greenwood,  of  this  city,  has  been 
tried,  and  fully  meets  the  expectations  of  its 
inventor,  builders,  and  the  people  who  wit- 
nessed its  performances. 

The  decorators  are  now  giving  their  final 
touches  to  the  machine,  when  it  will  be  taken 
to  Illinois  to  commence  its  destined  work  in 
earnest. 

From  a  Philadelphia  correspondent  we  learn 
that  the  proprietors  of  the  People's  Iron  Works 
ic  that  city  have  taken  the  trouble  to  examine 
every  steam  plow  in  operation  in  this  country, 
for  the  purpose  of  ascertaining  which  is  the 
best  adapted  to  the  work,  aud  they  have  just 
concluded  a  contract  to  build  the  Fawkes' 
plow  for  a  farm  in  Cuba.  This  looks  like  the 
"Lancaster  mechanic"  had  not  labored  in 
vain  — Artlzan. 


How  They  Manage  Things  in  Ireland. — 
The  owners  of  the  Pemberton  Mills,  and  of 
other  buildings  whose  falls  have  involved  loss- 
es of  life,  appear  certain  of  going  unwhipped 
of  justice,  and  there  is  no  prospect  that  they 
will  even  be  called  on  to  respond  in  pecuniary 
damages  to  the  maimed  and  mutilated  surviv- 
ors. 

They  manage  these  things  differently  in 
other  parts  of  the  world. 

In  the  city,  of  Belfast,  in  Ireland,  a  large 
manufacturing  town,  a  similar  catastrophe  oc- 
curred some  time  ago,  though  happily  with 
less  fatal  results  in  point  of  numbers.  A 
leading  lawyer — Mr.  John  Rea — took  up  the 
cause  of  the  poor  families  of  the  killed  and 
wounded  operatives,  and  laid  the  case  before 
the  Grand  Jury.  The  community  laughed  at 
the  idea  of  a  lawyer,  siugle  handed,  attempting 
to  bring  a  rich  corporation  to  justice;  but  he 
persevered,  nevertheless,  and  the  result  was 
that  the  proprietors  of  the  mill  were  not  oiily 
iiiiiieii'd  I'm-  manslaughter,  but  were  convict- 
ed nrnl  sentenced  to  transportation  for  life, — 
Mining  Chronicle. 


New  York  sight 

Philadelphia 

Boston 

Baltimore 

New  Orleans 

American  Gold 


MOHETAEY  AUD  COJSMEIICIAL. 

During  the  week  past  the  demand  for  money  is  reported 
to  have  been  vevy  moderate,  some  houses  however,  reported 
an  increase  yesterday.  The  supply  of  capital  has  also 
been  more  abundant,  with  every  indication  of  greater  ease 
in  money  matters  for  some  little  time  to  come.  In  the  ab- 
sence of  all  speculation  in  breadstuff's,  and  the  usual  dull- 
ness of  the  "heated  te  m,,;  there  will  no  doubt  be  greater 
ease  in  mune.v  matters.  All  Jirst  class  paper  is  absorbed 
by  regular  houses  at  the  usu  I  rates  I0@12,  some  few 
transactions  are  reported  at  even  lower  rates  ;  outside  rates 
still  vary  from  12  to  IB  per  cent. 

In  Kxchange  there  is  no  change  of  note,  supply  and  de 
maud  equal,  quotations  as  follows  : 

BDYINO-  SKLLINO, 

...  {slilO  prem.  !(§*i  prem. 

...   i}:@40  prem.  f@c  prein. 

...  $@-4l)  prem.  tr®i  prem. 

...30@35  prem.  f^.i  prem. 

...%&>>?  dis  Pat  ©^  prem 

...>.,  @30  prem.  ?u®.io  prem* 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 

have  been  made   during   the   past  week  in  this  city  at  the 

following  rates  : 

bonds. 

Cincinnati,  Hamilton  &Di.vton  R.R.  Co.,  First 

Mortgage,  7  per  cent  Bands 96$ 

Cincinnati,  Hamilton  &;  Darton  K.  R.  Co.,  Se- 
cond Morlgage,  7  per  cent.  Bonds 85 

Little  Miami  it.   K.  Co.,  6  per  cent.,  only 

M«tgage 86 

Covington  and  Lexington  It.  R  Co.  FirstMort- 

gage  Bonds,  7  per  cent 85 

Covington  &  Lexington   R.  It.,  Second  Mort- 
gage Bonds 73 

Inlbinanolis  &  Cincinnati  K.  R.  Co.,  Second 

Mortgage,  7  percent.  Bonds 72i 

Indianapolis  and  Cin.  R   11.  dividend 65 

Dayton  and  Western  R.  R.,  first  mortgage li.1) 

Indiana  Central  Railroad,  secood  mortgage. .  .  55 
Ohio  &   Mississippi  R.  R.  Co  ,  Construction 

Bonds, 15 

New  Musonic  Hall.  7  per  cent,  mortgage 115 

Cincinnati  Sixes,  Municipal 94 

Fayette  County,  Ky.,  Sixi'S- 72 

Little  Miami  Dividend  Script 85 

S'l  OCKS. 

Little  Miami  Tt.  R ,.  r3'j@83J 

Columbus  &  Xenia  R.  R t2|j3S3 

Cincinnati,  Hamilton  4i  Dayton  R.  R "2  @72i 

Indianapolis  &  Cincinnati  R.  R <2{@43 

Cleveland,  Columbus  and  Cincinnati  R.  R S2}©93 

Northern   Bank  of  Kentucky .--132 

Firmer's  Bank  of  Kentucky 125 

Bank  of  Ihe  Ohio  Valley.  Cin'<unati 112 

Firemen's    Insurance    Con  pany,    Cincinnati. 

ex.  divi'end 140 

Cincinnati  Gas-light  and  Coke  Co Ii5 

Ohio   Life  Insurance  &  Trust  Co.,  Receivers' 

Certificates I3J 

Earnings  cjf  thk  Baltimore  and  Ohio  Rulro*d  tor 
Eight  Months. — The  fiscal  year  of  the  Baltimore  and  Ohio 
Railroad  Company  commenced  in  October  last.  The  reve- 
nue for  the  first  eight  montli3  of  the  present  year  com- 
pares with  that  of  the  same  month  of  the  previous  year  as 

follows  : 

11-53. 


October 8416,929  61 


November. 
December. 


January.  ■ 
February. 
March.... 

April 

May 


431, -.'87  5B 
35  ,662  13 

186". 
282.070  64 
332.743  77 
425,487  93 
4  6,428  36 
435,133  28 


185S. 

8391,395  10 
388,879  75 
337.202  25 

IS  "9. 
314.201  (19 
303.631  8 
4nO,9P4  PR 
360,751  15 
391  (J19  17 


83,685.743  43 
2,8811,1164  97 


2,8811,064  97 


Increase  present  year $205,667  46 

The  traffic  returns  of  the  Michigan  Central  Railroad  the 
first  week  of  June  is  as  follows  : 

First  week,  IWiO $29,492  16 


First  week,  1859.  .- 


26,630  76 


Increase 2,861  40 

The  whole  month  of  dune  last  year  gave  $119,770  60. 
The  detail  of  the  earnings  of  the  Chicago,  Burlington  and 

Quincy  Railroad  is  as  follows  : 
Burnings  in  May.       1859. 

Freight $611,176  18 


Passengers 28,918 

Mails  &  Miscellaneous.      1.5  9  Hi 


1869. 
136,163  63 
34,3*9  35 
1  021  49 


Increase. 
76,3"7  45 
5.4~0  56 
112  43 


Chicago,  Burlinqtoh  and  QrtNcy.   Railroad  Link. 
Between  Chicago  and  Burlington — 210  miles. 

Earnings  in  May.      1859,  1860.  Increase. 

Freight $67,737  21       154,210  11      86,472  90 

Passengers 33,932  23        40.458  04        6,525  81 

Mails  &  Miscellaneous      I.S18  70  1,979  53  16113 


Total $103,488  14       190,647  98      93,153  Si 

Between  Galesburg  and  Quincy-  100  miles. 


Earnings  in  May.       1859. 

Freight $12,515  39 

Passengers 11,541  51 

Mails  &  Miscellaneous.     1,171  24 


1860. 
18,911  98 
12,657  21 
803  83 


Increase. 
6,396  54 
1,115  70 


Total 


...$25.228  14        32,432  97        7.204  83 


Aggregate $128.716  28      829,0811  95     100,364  67 

Decrease  on  mails i  and  miscellaneous $307  41 

The  earnings  of  the  Housatouic  Railroad  Compauy  I 
the  month  of —  3. 

May.  1860.  foot  up $26,642  43 

For  May,  1859 24,019  53 

Showing  an  increase  of.., 2.622  90 

The  detail  of  the  oarninga  of  the  Galena  and  Chicago 
Union  Railroad  for  the  week  ending  Jun«  3,  is  : 
1859.  1860. 

Freight $22,750  64         814,788  04.  ...D;o.$7,952  60 

Passengers....     9.500  27  7,145  29 Dec.    2,354  914 

Mails, etc 1,(100  00  1,00(1  00 


Total. $9tl.5'4  02 

Earnings  per  mile. ..         505  65 


172.441  45 
),0;7  97 


81,970  44 
512  32 


Total.. ..$33,250  91 


22,933  33.. ..Dec.  10,317  58 


The  Hannibal  and  St.  Joseph  Railroad  earnings  for 
May,  186'  ,  are  : 


Passengers. 
First  week.... $12,964  72 
Second  week.  12,967  43 
Third  week'...    10,753  4? 


Freight.  Miscel.  Total. 

12,385  69 25,35(1  41 

11.256  64  24.224  07 

9,764  24  24  224  07 


Balance 15,6-15  60     15.27185     $3,840  06    31,757  51 

Total. ...$52,331  32    48,678  42       3,840  06  104,649  70 

The  weekly  statement  of  the  earnings  of  the  St.  Louis, 
Alton  and  Chicago  Railroad  from  1st  "to  8th  June,  is  as 
follows : 

Passengers,  5,265  in  number $9,748  70 

Freight,  3,414  tons 9,418  91 

Mails,  etc 1,045  83 

Total $20,243  44 

Same  week  in  1859 14,113  25 


Increasein  1860 6,130  19 

The  earnings  of  thy  Macon  and  Western  Road  for  3Iay 
were  : 


I860. 
1859. 


.$83,119  53 
.    21,810  36 


Increase $1,309  17 

The  first  week  of  May  on  the  Toledo  and  Western  Road, 
gives  $13  876  83,  against  $13,166  29  last  year. 

The  following  is  a  comparative  statement  of  the  earnings 
of  the  La  Crosse  and  Milwaukee  Railroad  for  May,  1859 
and  May,  1860  :  -»     ; 

1859  18    . 

Freight , $83,865  S3        $44,158  83 

Passengers 3,9  3  28  22,782  07 

Mails  and  Miscellaneous 1,01120  2,6^2  52 

Total  $16,850  31        $69,623  47 


Increase  for  May,  1860. 


.822,773  lb 


The  earnings  of  the  Norwich  and   Worcester  Raiiraad 
for  May,  1859,  and  1860,  were  : 

1859. 


Passengers $10,106  05 

Freight 17,462  83 


Total 

Gain  over  1859. 


27,628  88 


1869. 
$9,656  84 
20,383  95 

30,040  79 
2,411  01 

The  following  is  a  statement  of  the  earnings  of  tho 
Great  Western  Railway  for  the  week  ending  June  9,  1860, 
were  : 

From  Passengers 817.826  65 

"     Freight  and  Live  Stock i",723    8 

*'    Mails  and  Sundries, 1,298  06 

Total $29,847  90 

Corresponding  week  of  last  year. 31,508  83 


Decrease $1,720  93 

The  Grand  Trunk  line  of  Canada  received  for  the  last 
week  in  May,  $03,378  on  970  miles,  against  $40,380  on  880 
miles  same  week  last  season  : 

Total  traffic  from  July  1, 1851,  to  date $2,699,878  70 

Total  traffic  for  same  time  last  year 2,112,280  78 

The  gross  earnings  of  the  Panama  Railroad  for  the  month, 
of  May,  1860,  were  : 

Passengers ® 73,677  75 

Freight  and  Merchandise 34,535  47 

Freight  and  Treasure 10.845  22 

Mails S.333  33 

Total , $127,38177 


ai4 


THE    RAILROAD    RECORD. 


JOfcay  The  Hon.  Hans  Crocker  of  Milwaukee 
has  been  appointed,  by  Judjre  Miller  of  the 
United  States  Court,  Receiver  for  the  whole  of 
the  Milwaukee  and  Minnesota  Railroad. 


LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 
RAiiiHdAbis. 


On  and  after  MONDAY,  June  TI,  1800,  Trains  will  de- 
part aa  follows : 

0:0i)  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot—For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Daytnn,  Greenville,  Union  &c. 

7::U)  A.  M.  Express.— EroDi  Little  Miami  Depot,  and 
from  Cincinnati,  Hamilton  and  Dayton  Depot— Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  SteubenviUo  and  Pittsburg;  via 
Columbus,  Bellair  and  Bcnwood;  and  via  Columbus,  tie  Lair 
and   Pittsburgh-;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express— From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Fiqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points   in  Canada. 

8:00  A.  M-— From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot — 
Connects  via  Colnmbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland, 

'2:30  P.  M.  Express—From  Cincinnati,  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbana  and  Belle- 
font  line  ;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De- 
pot; for  Hamilton  and  all  way  stations;  connects  at  Ham- 
ilton for  Oxford,  &c. 

4:00  P.  M.— From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations ;  also  for 
Springfield. 

6:0l>P.M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M-  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago ",  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond,  Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  Depot— Con- 
nects via  Columbus,  Steubfnville  and  Pittsburgh ;  via 
Columbus,  Crestline  and  Pittsburg;  via  Colnmbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood,  and  via 
Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Oflice  and  the 
Burnet  House;  No.  1  Burnet  House;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices. 

IRON  BOILER  FLUES 
PASCAL  IRON  WORKS. 

ESTABLISHED  1S21. 

[MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7inches  outside  diameter,  cut  to  definite  length 
as  required. 

WKOtTGHT  IRON  WELDED   TUBES, 

From  M  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T's,  L's,  Stops,  Valves,  Flanges,  etc.,  etc, 

Warehouse)  209  South  Third  St., 

FHILADELPH  1A  *  |».og 


STEPnttN  MORRIS, 
TUOH.T.I'ASKKR,  JR., 


HAS.  WHEELER,  JR., 
i  P.  M.TA6UER. 


RAILROAD  IRON. 

mHE  undesigned.  Agents fnr  the  Manufacturers,  are 
A  prepared  to  contract  to  deliver  free  on  board,  at 
shtppin^:  ports  In  England,  or  at  ports  of  diwehaarge  in 
theUmtedStates.Ruilsofsuperioi  quaLity,and  of  weight 
ofpattern  as  may  he  required. 

VOSK,  LIVINGSTON  &  CO. 
New  York,  A p  3, 1850.  9  South  Wlliam  Street. 

INSTRUMENTS. 

CATALOGUE  CONTAINING  250  Illustrations  of  Ma- 
thematical, Optical  and  Philosophical  Instruments,  with 
attachment  of  h  large  sheet  representing  the  Swiss  Instru- 
ments in  their  actual  size  and  shape,  will  be  delivered,  on 
application,  to  all  parts  of  the  United  States,  by  sending 
12  cents  in  Postage  Stamps. 

C  T.  AMSLER, 

5eow.3m.  No.  635  Chestnut  St.,  Philadelphia 

WPUGHTSON  &  CO.,  " 

mm  &  am  mmimm, 

INTO.  1G7  "WALNUT  STEEET, 
CINCINNATI,  O, 

Public  attention  Is  respectfully  directed  to  this  establish- 
ment, in  the  assurance  thatample  satisfaction  will  be  given 
as  regards  Typography,  Press  Work,  and  Charges,  to  those 
who  may  requite  Ornamental,  Common,  or  Book  Printing, 
Printing  from  Stereotype  Plates.  We  are  better  prepared 
o  do  businesa  in  this  line  than  other  house  in  the  West. 

Druejjists    Labels, 

Are  printed  in  the  neatest  manner,  in  Gold  Silver,  or  Cop- 
per Bronze,  on  Satin,  Splendid  Gl'ized  Colored  Papers, 
or  Cards,  unequalled  for  brilliancy,  at  very  loi»  prices. 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADEPHI  A,  NEW  YOKK  &  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  iu  the 

West,   South-West  and  North  "West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

Sleeping  cars  attached  to  nil  night  trains. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  nr  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  spleudid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Double  track; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passengers  Speed,  Saftey  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

UTT"  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  Shi  ITTl,  Master  Iransportation,  B.  &  O.  R.  R. 

E.  F.  FULLER,  Gen.  West.  Agt.,  B.  $  O  R.  R. 
L.  M.  COLE,  Gen.   Ticket  itfjtf"     P.  $  0.  R.  R. 
H.  G.  JEWKTT.  Fves't  G.   O.  R>  R. 
J.  W.  BROWN.  Oew.  Wrtet  Jgt.,  €.   O.  R.  R, 


Q.    W.    MORRILL. 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  bad  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
oT  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance tbat 
no  painswillbesparodtogWe  entire  satisfaction  it 
ml  usee,  6 


GEO.    H.   KNIGHT  &    BROTHER, 

Patent  Attorneys, 

IV.  E.  Corner  Vine  Sc  4th. 

T.  F.  RANDOLPH  &  BBO. 

Mathematical   Instrument  Makers 

o,C7       est  tjtli  «5t.  iicl  Wa.  nut  &  Vine 

CINCINNATI  O 

1860.     Spring  Arrangement.    1860. 

VIA. 

CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

—A  X  D— 

LAKE  SHORE 


FORNUCARAFALtS,  WHITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
Kew  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

G  A.  IW.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Cofutnbus  10.15  a.  hi.,  Cleve- 
land 2.51)  p.  M..  Dunkirk  8.25  p.  m-.  Buffalo  9.5i»  p.  a.,  New 
York  next  day  at  2.15  p  m.,  and  Boston  4JKJ  p.  m. 

JI3P  This  train  runs  through  Cleveland  without  Change 
of  cars. 

BO.lO  A.  M«  Day  Express  from  Cincinnati,  Hamil- 
ton and  D.nyton  Depot,  West  Sixth  street — Tia  Dayton, 
Xenia  and  Columbus — Arriving  at  Colnmbus  at  3.06  p.  m., 
Cleveland  8.55  p.  m..  Dunkirk  2. 50  a.  m-,  Buffalo  4.20  a.  m.. 
New  York  same  evening  at  9.lu  p.  h.,  and  Boston  11-30 

P.  H. 

Uj3  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

If. 00  P.  M.  Night  Express  from  Little  Miami  Depot, 
E;ist  Front  Street — Arrives  at  Columbus  3.40  a.  m.,  Cleve- 
land 9.50  a.  M.,  Dunkirk  3.55  p.  M.,  Buffalo  5  25  p.  si..  New 

York  next  morning  at  9.45  a   m.,  and  Boston  1.0U  p.  m. 

J133  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

fUJr*  Quickest  route  to  New  York  and  shortest  route  Boa* 
ton,  is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  FOR  TICKETS  VIA  COLUMBUS  AND  CLEVE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

THE  OLD  RELIABLE  ROUTE  TO    PTTTSBURQ3 

A2TD  ELULADELPHIA,  IS  TIA  CRESTLIXE. 

6.00  A.  JTI.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street— Arrives  at  Columbus  at  in.  15  a. 

..Crestline  12.40  p  m.,  connects  at  Pittsburgh  same  even- 
.ng  with  8.40  p.  m.  Express  on  Pennsylvania"Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  a. 

10>10*  Ar  M«  Day  Express,  from  Cincinnati.  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  ai  Columhus  at  3.06  p.  m  , 
Crestline  6.15  p.  m.,  connects  at  Pittsburgh  next  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m- 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts* 
burgh. 

1 1.00  **.  JH.  Night  Express,  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  at  3.40  a.  m.,  Crest- 
lineti. 45  a.  m..  connects  at  Pittsburgh  with  4.00  p.   m.   Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 
Sleeping  cars  attached  to  this  train  from  Cincinnati. 
Ask  for  tickets  via  Columbus  and  Crestline. 
Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER,  General  Ticket  Aeent, 

L-  M.  and  C,  H.  &  D.  Railroads,  Cincinnati. 

II.  C-  MARSHALL,  General  Ticket  Acent. 

E.  S.  FLINT,  Supt. 

N.  C.  HARRIS  AgeLt.  Ciceinnat    : 
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W.  G.  HYNDMAK'S 


Patent  Portable  ¥ov«e  and 


THESE  FORGES  are  superior  to  all  rfl%ftNf.«i  build 
era  of  railroads,  mines,  quarries,  gutwimhhe,  Iock- 
Bmiths,  machine  shops,  boiler  makers,  jaa  fitters  mid 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  oe  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  Tliey  can  be  put  up  hi  any 
desired  position,  and  (.be  smoke  be  conducted  to  the  flue 
by  a  pipe. 

Railroad  companies  aod  others  in  want  of  Portable 
Fortes  willaddress  VV.G.  HYNUMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


:o.-<&.X3i.:e:lo-!&-]d>  . 

BHOKTEST  EOTJTE  BY  THIRTY  MILES 

No  change  of  cara  to  Indianapolis,  at  which  place  t 
nnites  with  Railroads  for  and  from  all  poiDts  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M—  TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

G.OO  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at 7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^03"  Be  sure  you  are  in  the  right  Ticket  Office  before  yon 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawreuceburg  &  Indianapolis* 

03"  FARE  TUB  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through 

TH^OUG^  TTCKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Vront  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessury  information  may  he  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  ill  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C  LORD,  President. 

CINCINNATI,   WILMINGTON, 

AND   ZANESVILLE 
n  AILRO  A.  X>  . 

Two  daily  trains,  at  6  A.  M  .inri  G  P.  M.,  from  Little  Ml 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Rktuksino  Tumns— Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  V.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

W  Y  BOND,  Reoelven 


APPLJEGATE  &  CO., 


APPLEOATE   &  CO.,  Book- 
sellers,  Stationers  and    Blank-book 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invite  the  attention   of  Booksellers, 
Cuuntry  raerch  ants,  Teachers, 

and   others   to  our  varied  and 

extensive  stuck  of  School,  Classi- 

cal,Theological,  Scientific,    Stan- 

dard, and  miscellaneous    Books,  Paper, 
Blank-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble   arrange  ments   with   the 
leading  publish  ers,  as  well  as 
the  j)  riii  eipal                manu  fa  c  t  urers 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior  induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   Btock  and"  prices 
with  any   other  house    in  tho  West- 


>I; 


•£i* 
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Our   Stock   of    Stationery 

is  very  complete,     embracing 

in   part   all   the    varieties    of  Cap, 

Letter,   Packet,    Commercial,    Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Peus,  Penhold- 
rac  k  s,  Copying 
Books,  Ink  and 
snres,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping ;  Bonnet 
opes,  Gold  <t  steel 
ere,  Pencils,  Pen- 
presses,  and 
Inkstands  ;  Era- 
wa  x,  Wafers, 
Banker's   caseB, 

head  boxes,  En- 


velope and   Card  cases,  Cash   and    PoBt 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

S£ationers9 

To  our  Blank   Books  we 
B5        especially    call    attention,    as 

they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from 
the   small  memo-  random   book  to 

the  largo  Super  Royal  and  Impe- 

rial Ledger,  and  bound  in  a  great 

■variety  of  styles  and  of  superior 

workmanship.  Books   made   to 

order  of  any  de-  sired  pattern, 

with  or  without  printed  headings 

and  warranted  to  give    satisfaction 

in  quality  of  pa-  per,    accuracy   of 

ruling    and   durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  dono  in  best 
style.    We  challenge  a  compa- 
rison with  any  other  house. 

BUNK   BOOK    MANUFACTURERS 


We  are  prepared  (o 
Brint  and  Bind  books 
tion  and  in  any  style 
eired,  a':  rates  as  low 

quality  of  work 

*■      c  u  t  e  d  in  this 

where.     Our 

executing  these 


S  te  r  eotype, 
of  any  descrip- 
that  may  be  do- 
as   t  he    sama 

can  be  exo- 
city  or  else- 
facilities  for 
branches  of, 


the  trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style   and  on      short   notice. 


Merchants   and 
%z>    Bills  of  Lading, 

Railroad    and 
CardB,  Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch..    Orders  r.e- 


others  wishing 
Bill     Heads, 

Dray   receipts,    & 
any  other  descrip- 
please  bear  in  mini 
with  neatness  and 
spectfully  solicited. 


Publishers 

Our  own  pub!  ications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  moro  prominent,  which  are, 
C  1  a  r  k  e  s'   Com-  m  e  n  t  a  - 

ries, Dick's  Works.  R  o  l- 

lin's  Ancient  History,  Plutarch's 
Lives,  Josephua,  Spectator,  Chain  of 
Sacred   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's     German,    v 
etc.,  etc.    Thesa,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock     j 
compl      ete  and  can  not  fail  to  please.  _, 
We  in       vite  all  to  give  us  a  call. 

MAIST  STitiuET,   CUT. 


W.  HARVEY'S  SAFETY  JOINT 


For    Coupling    the    Ends    of   "  T' 
iPATSNtED,  NOV.  2,  1858. 


Bail 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  whiih  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base.  leaving  an  open 
space  between  it  and  the  neck  of  the  fail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
in  Fig.  3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  pro|ect 
laterally  beyond  the  head  of  the  rails,  ur  it  would  interfere 
withte  shegeHanof  the  wheels.  At.d  its  lower  part,  like  the 
lower  part  of  plate  0,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frciu  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C.  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C-  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  confine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  ikem*  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  f).  in  which  re- 
cesses areprovided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
aiein  their  place. 

The  plates  C  and  D,  constructed,  and  applied,,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  iamade 
fcr  expansion  arild  contraction  between  the  tongues  and 
slot-  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
he  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  andtabes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventingthe  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  percent,  onthewearof 
the  rolling  stock  of  the  road. 

W-    HARVEY,   INVENTOE    AMD  PA.TENTEB, 

41  Jefferson-street,  Albany, 
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THE    RAILROAD    RECORD. 


PBOSSER'ri  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TOES, 

8AFK  FROM   Hi\l>  TO   F.KD. 

ENAMELED   IROX    PIPES    AND   PUMrS, 

Foil   WATER   SUPPLY,    ACII).«,    ETC. 

so  r ,  k  r  m  i-> o  b  rr  is  R s . 

JT  WJvNSEOR.!*  for  high  pressure  stenm.  with  Hea  or 
other  had  boiler  water,  gauge**  3-ctf tter  drill,*,  counter- 
eink/is  tube  end  cutttvrf  b'ars,  etbpapderti  tube,  scaler*, 
steel  wire  and  lohulehovt  bruHhen.,  'pail  lerer  icrenetet>, 
tuJies — plain  or  enameleil,  8cre>vetl  together  for  Artewiun 
Wells,  Hollow  Slaub  for  various  purposes.  Steel  fur 
Jtollers.  T110S.   PROSSKK  it  SON, 

__  97jan.  28  Piatt  Street,  New  York 

t*.  G.  LOBDELL.        H.  S.  M'COMBS.        Ii.  P.  BUSH. 

BUSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  R.R. Cars&  Locomotive  Engines, 

ARE   PREPARED  TO 

Exeeute  Promptly  Orders  to  any  Extint 

FOR   THEIR 

CELEBP.ATSD     WK3SLS, 

EITHER  SIHGLE  OR  DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  F.ITTfiD 
T©   Hammered  or    Koli><i    Axles, 

In  the  best  man  nor,  alt  lie  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 
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A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE— 

POST-OFFIGK  GUIDE! 

Tor  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged,  by  states  and  Counties ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Pates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed'  Matter*  Transient  and  Peaular ;  Abstract 
of  the  Loads  and  Peguiations  of  the  Post-Office  Ve- 
part^nsnt,  c&c,  <£c» 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maaterat  Cincinnati. 

Price   Twenty-Five   Cents. 

HEAD  THE  FOLLOWING  CERTIFICATE. 

XT.  S..BLA.NK   AOENCY,  CINCINNATI  POST-OFFICE  J 

January,  1859.  ( 
This  work  has  been  carefully  compiler!  and  corrected  by 
E.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
C  xteinnati  P.  0.,from  the  Records  in  this  Department,  und 
ot  5er  sources,  and  contains  the  most  complete  list  of  Poat- 
Qjfices  especially  of  the  Western,  North-Western,  aud 
South-Western  Stales,  yet  published. 

MAHLON  II    MEDARY, 
Ag&ii  arid  Inspector  of  Blanks ,  dec.,  for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  about  jf)0  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
niier  is  promptly  advised  of  allJVtSM  OjHcts,  Changes  and 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun- 
*c«,  making  it  especially  valuable  to  business  men.  No 
Similar  airaugeraem  has  been  published  siuce  185ti.  T'lero 
are  3000  more  oflices  in  this  than  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published* 

Jf  r  Single  copies  sent  by  mail  (pastag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Dents  in  Silver  or 
1'osiage  Stamps  Five  Copies  sent  for  SI  00,  or  Twelve 
Copies  for  S2.iJ0» 

Address,       \  CS.  W1LLIIAMS 

iw4  Wi.tnut  Street, 

Har.tl  10  ?*&  Cincinnati,  Ohio. 


iEELER  &  WILSON'S 


SEWING  MACHINES. 


WBI.  «UMWEK  A  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICER: 
Louisville,  Kv.,  Columbus,  O., 

Lafavette,  tnd.,  Dayton.  0-, 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  good,  low-pric-eh  Familv 
Machine,  have  introduced  a  nac  style,  working  upon  the 
Bame  principle,  and  making  the  same  stitch*  though  not  so 
highly  finished,  at- 

The  elegance,  "speed,  noiselepsness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesi  fabriciChave  rendered  this 
the  roost  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
new  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years? 

JIT*  Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc 

fen1S.  WM.  SUMNER  &  CO. 

1— rtrjfTkefi-e  No.  I  Railroad  Spikes,  5i  by  9-16th 
,  &\J\J    Corby,  Gossin  c*  pP-^^ake^jftrsale  very 


low  by 


TKABEK  &  AtTBRRY, 

7  Public  Landing 


GEO.  D.  WINCHELL  &  BEO., 

172  Elm  Street,  bet.  Mh  and  f)ih, 
CINCINNATI,  O. 
SoleKanufaotxtrers  of  MoGowan'  s  Jduble  Action 

SUCTION  &F0SCE  PUMP 

AND 

Compound  Steam  Pumping  Engine 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,      .Manufacturer 
Distillers,  Miners,  and  the  pub  lt 
lie-generally  to  these  Pumps 
as  the  best  Pump  now  in  u&e 
and  acknowledged  by  all  wi.ti 
have  used  them  to  be  perfect  — 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  to  get  out  of  order;  we;" 
adapted  for  SteamDoats,  Rail 
road  Water  Stations  DistilU 
Ties,     Breweries,     Kurnacet 
Mines,   Rolling  Mill*,  Pupe 
Mills,  Factories,  Welle,  Oi* 
terns, S-     iionary  File  Kngines, Garden  Kngines  and  t*, 
all  purposes  where  a  Pump  can  be  used.    Also,  for  for- 
cing a  large  body  of  water  to  a  great  height  ordistance 
rapidly. 

Also,  McGowan  s  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses.  <&c  HoseCouplins 
Lead, Copperand  Gas  Pipefurtiished  aitheu  westnia* 
kel  prices. 

FuU*>ud  perfect  atisfaction  guaranteed  in  allcases, 
when  properly  put  up  according  to  directions. 

Orders  thank  fully  received  and  promptly  filled  at  the 

shortest  notice. 

SIL^KR    Ml'.DAu      (Ihe  highest    prize )  awarded 

eee  pumrBan'  Steani  hiu  ptngiijfglrie  nt  th    1st e  Fa 

Onto  Meebanics1  Institute  Janets,  I8i5  ^-i 


Street  and  Other  Hnilruiid  iron. 

WOOD.  MORRELL  &  C'.,  Joluietosrn.  Cambria  Co  , 
Pennsylvania,  are  pi  e»a«  I  to  ezecute  r--  lers  '■     -:•--'  airf 

other  Rails  on  terms  favorable  to  parties  «an!;ii7  to  Tjar* 
chase  Ag  4.m.b. 

"  FHEEDOMlRON  ( OMFANY, 

MASHFACTtTrEBS   OF 

LOCOMOTIVE    TYEE, 
Engine  and  Car  Axles,  Pump  and  Pi»toa  Rods, 

Ear  of  Jill  Sizes, 

And  all   Forgings  for  Bailruad  .Machinery. 

Lcwisfoivii,  Miiflin  Co.,  Penn, 

JOHIV  A.  WBIGHT,  Snp't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  cl.ir- 
co*l  Pin  Iron.refine<i  with  OsnxBil  in  the  oM-fesMoDe* 
Forpe  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
.hammered.  The  whole  operation  from  ore  to  finished  Iron 
Ts  conducted  at  ou.-  own  Works  Jnne9. 


New  Time  Table 

OP    THE 

NEW  YORK  CENTRAL  R.  H. 


Leave  Albany.  Arr.  Buffalo.  Arr.  3.  Br- 

SteamboatExp..  7  i-O  a.m.  7  i:ti  p.  «.  7  CiO  p.  k 

Mail 9.'(!i.M.  1-J.5U  a  m.    

Sew  York  Exp..l  LIS  a.m.  9.^0  p.  b  9.00p.m. 

Nh'htEltp 5. CO  p.  M.  4.UI'a.  M.  4.00  a.m. 

Utica  Accom'n..  6  no  p  M.    Ar.  V.  10.(10  p.  M 

N.Y.Mail 11.15p.m.  M.O    a.m.  10.00a, m 

leave  BuOalo.  Leave  Bridge.  Ar.  .1  '.by 

New  YorkEx|i..  5.15  a.  M.  5.15  a.m.  3  31  P.  H 

Steamboat  Esp..  8.0':  a.  m.  8.00  a.m.  8  i«' f  m. 

Wail 2.30F.M 


Cleveland  Exp..  6.P0  p.  M. 
Cincinnati  Exp. 11.10  p«  M. 
UticaAcconi'n..  — — 


6.00  p.m.  4.11' am 
13.1'Op.  m  8.30  a.  M, 
IO.UOa.     . 


CINCINNATI 
LOCOMOTIVE  TURKS. 


Theundersigned  are  prepared  to  furnish  Locomotiv 
equal  iu  efficiency  aud  durability  to  the  Dest  Easter 
manufacture  Also,  Shaping  and  Slotting  Machines 
suitable  fo.  railroad  -shops.  Also,  all  kind p  of  heav 
farming  and  casting  done  at  short  not  ice  Also,  holts  fo 
bridcetCL    withdispatch. 

MOORE  &  RICBARDSOIf 

TEE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Eoard  of  Visitors  appointed  by  ths 
State,  is  under  the  superintendence  01  Col.  F.  \\  , 
ITIORGAlV,  a  distinguished  srraduate  ot  \\  est  Point 

and  a  practical  Engineer,  aided  hy  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,    Vz 
chines, Construction.  Aariculturau'hemieuy  end  Minii-g 
Geology  ;  also  In  English  Literature,  Histories!  Read  = 
ings.  and  Modern  Languages, accompanied  by  daily  aud 
regulated  exercise. 

Schools   of   Architecture,  Eugineering.  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means. and  object  of  Profession  at  preparation,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  S1G2 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "Military  Institute 
Fran!ilinSpriugs,Ey.  "or  the  undersigned. 

P."  DUDLEY. 
Presidw_:ofth  Boar 
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E.  D    MAETSFIBLD, 
T.  WKIGHTSOIM. 


Editors. 


CINUIN  NATI; 
Thursday  morning,    June  28.  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSOTT  &  CO. 
OFFICE -No.  167    Walnut    Street. 


SUBSCRIPTIONS — $1  Per  Annum,  in  Advance. 

To  subscribers  ia   Great  Britain,   13s.  Gd.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, SI  Oil 

"        l*        per  month, 3  00 

"        "        six  months, 12  00 

*t       **        per  annum, 20  00 

**    column,  single  insertion, 5  on 

**        h'        per  month, 10  00 

"        "        six  months, 40  00 

'■        **        per  annum, 80  00 

*.'    page,  single  insertion, 15  00 

"        *■         per  month, 25  00 

"        -4         six  months, ]]0  00 

6*        "        per  annum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  thpy  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible 

Subscriptions  and  communications  addressed  to 
WKIGHTSON  &  CO., 

Publishers  and  Proprietors. 

TTr1  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Aloar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  He  cord. 

AREA   AND    PHYSICAL    PROGRESS 
OF  THE  UNITED  STATES. 


The  eighth  census  of  the  United  States  is 
now  being  taken,  and  we  shall  soon  have  par- 
tial returns.  As  we  have  more  than  usual 
facilities  for  procuring  accurate  statistical  in- 
formation, we  shall  make  that  a  leading  fea- 
ture of  our  journal  for  the  time  being.  In 
the  meanwhile,  it  will  be  interesting  to  review 
the  area,  extent,  and  physical  growth  of  the 
United  Slates,  in  the  seventy  years  of  its  na" 
tionality,  and  compare  this  country  with  some 
of  the  largest  countries  of  Europe.  Few  per- 
sons are  aware  of  the  real  extent  of  the  Uni- 
ted States.  We  have  made  four  large  acces- 
sions of  territory  since  1790,  viz: 

1.  The  acquisition  of  Louisiana  Territory 
by  treaty  with  France. 

2.  The  acquisition  of  Florida  by  treaty  with 
Spain, 

3.  The  annexation  of  Texas. 

4.  The  acquisition  of  Colifornia  by  treaty 
with  Mexico. 

We  did  not  acquire  any  thing  by  the  Ore- 


gon Treaty;  for  we  always  claimed  up  to  the 
forty-ninth  degree  of  latitude  by  the  treaty  of 
1783. 

The  consequence  of  these  acquisitions  is, 
that  our  territory  is  now  nearly  three  times 
as  large  as  at  the  time  of  the  Revolutionary 
War.  The  following  are  the  relative  propor- 
tions, (assuming,  as  we  do,  that  we  always 
had  title  up  to  the  forty-ninth  degree.) 

Area  of  the  United  States  at  the  peace  of 

1.783 1, 123,732  sq.  miles. 

Acquisition  by  the   purchase   of    Loui- 
siana   899.579  " 

Acquisition  of  Florida 06.900  " 

Annexation  of  Texas 318.(100  " 

Treaty  with  Mexico 522,955  " 


Aggregate 2,936,100        " 

The  territorial  extent  of  the  large  countries 

of  Europe  are  as  follows  : 

Austria 257,308  sq.  miles. 

France 207,145  '• 

Great  Britain 121,912  " 

Prussia 107,921  * 

Spain 182.370  " 

Turkey 210. 58i  '- 

Sweden  and  Norway 293,313  " 

Russia  in  Europe  has  more  than  2,000,000 
of  square  miles.  Comparing  these  together, 
and  we  have  these  results :  The  Republic  of 
the  United  States  is  one  and  a  half  times  as 
large  as  Russia  in  Europe.  Nine  times  as  large 
as  France  and  Great  Britain  combined.  More 
than  four  times  as  large  as  Austria,  France, 
Great  Britain  and  Prussia  combined;  and 
more  than  three  fourths  the  size  of  all  Europe. 
The  growth  in  population  which  this  Republic 
may  attain  will  be  seen,  by  comparing  the 
density  of  Europe,  except  Russia,  with  that  of 
the  United  States.  That  density  is  120  per 
square  mile;  and  consequently  the  United 
States  may  have  three  hundred  and  fifty 
■millions  of  people  to  be  no  more  dense ;  as 
the  growth  of  the  United  States  has  been  ex- 
tremely uniform,  and  shows  no  sign  of  dimi- 
nution. Since  1790  we  have  thus  progressed, 
including  the  aggregate  of  1860,  (which  we 
know  very  nearly:) 

In  1790  3,929,li27 

In  1800 5,305,925 35  per  cent,  increase. 

In  181(1 7,2:-:9,8i4'.'...  30  "  " 

In  18211 9,6.V,13l....  33  "  " 

In  183(1 12,886,1(20 S3  "  '■ 

In  1840 17,009,453 33  "  " 

In  1850 23,191  876,....  55  "  " 

In  11-60 31,000,000....  34  "  " 

The  increase  of  the  United  States  has  been 
very  nearly  one-third  the  basis,  decennially ; 
and,  at  present,  there  seems  to  be  no  decrease 
of  this  ratio.  Assuming  it,  however,  at  only 
30  per  cent.,  we  shall  have  the  following  pro- 
gressive increase: 

In  1870 40,000,00" 

In  18°(l 53,000,(100 

I  n  1 8911 711,(1011,000 

In  1900 90,(1(10,1100 

In  1910 127,000,(100 

In  1920 I05,0(,0,OUC 

In  1930  213,000,000 

In  1'.I40 283,(;00,0(IO 

In  IO'iO 37l',000,000 

In  19G0 480,000,000 

This  is  certainly  a  most  rapid  and  enormous 
increase.  But,  it  is  not  much  greater  than 
what  the  Chinese  Empire,  accordiug  to  their 
statistics,  has  had  in  the  last  hundred  years. 
The  Chinese  censuses  have  been  taken  repeat- 
edly, and   there   is  no  great  reason  to  doubt 


their  accuracy.  It  seems  from  them  that  the 
Chinese  Empire  has  increased  two  hundred 
millions  in  the  last  century.  This  growth  de- 
pends largely  on  the  amount  of  alluvial  lands 
cf  which  the  United  States,  as  well  as  China, 
has  an  immense  amount.  A  density  of  two 
hundred  to  a  square  mile  would  give  the 
United  States,  a  population  of  600,000,000; 
and  there  can  not  be  the  slightest  doubt  of  its 
capacity  to  sustain  such  a  population  without 
pressing  on  the  limits  of  subsistence.  Ire- 
land, Belgium,  and  Italy  have  a  large  pro- 
portion; but  are  extremely  fertile  countries. 
The  United  States,  especially  its  central  por- 
tion, is  a  very  fertile  country.  One  of  the 
counties  of  Ohio  raises  grain,  enough  to  sup- 
port ten  times  its  own  population.  Now, 
suppose  the  population  it  could  feed  with  its 
present  grain  were  actually  living  in  that 
county,  it  would  give  1,000  to  a  square 
mile ! 

Of  course,  if  the  number  were  present,  there 
would  be  much  more  grain  produced,  and  the 
capacity  of  the  land  to  produce  them  would 
be  put  beyond  any  doubt.  Now,  nearly  the 
whole  Miami  country  is  of  equal  capacity, 
which  is  10,000  square  miles  in  extent,  and 
will  feed  six  millions  of  people.  We  need 
not  be  surprised  at  this,  when  we  reflect  that 
Ireland,  which  is  not  double  the  size,  and  con- 
tains a  great  deal  of  waste  land,  has  fed  seven 
millions.  Taking  only  half  the  ratio  which 
the  Miami  country  can  maintain,  for  the  ratio  ■ 
of  Ohio,  and  this  State  will  feed  eighteen 
millions.  So  long  as  new  lands  can  be  had 
for  almost  nothing,  the  old  settled  States  will 
not  increase  very  rapidly ;  for  the  temptation 
is  too  great  for  young  men  to  go  West  and 
build  up  their  fortunes,  in  cheap  and  fertile 
lands. 


LORD  BROUGHAM  ON  THE  DUTY 
OF  WORKING  FOR  THE  PUBLIC 
GOOD. 

We  do  not  often  think  it  within  the  sphere 
of  our  paper  to  introduce  merely  literary 
topics.  But  there  are  some  subjects,  to  which 
we  should  all  contribute;  and  one  of  these  is 
the  education  of  the  people  for  the  Public 
Good.  We  find  this  topic  discussed,  with  his 
usual  attractive  manner,  by  Lord  Brougham 
in  his  last,  and,  perhaps,  greatest  oration,  on 
his  Installation  as  Chancellor  of  the  Univer- 
sity of  Edinburg.  It  was  a  singular  and  grand 
scene  to  see  this  great  orator  and  statesman, 
at  nearly  eighty  years  of  age,  discussing  with 
a  force  and  beauty  never  surpassed,  the  great- 
est topics  of  scholastic  education. 

We  give  the  following  extract  from  his  ad- 
dress, which  will  explain  itself. 

DOTY  OF  ALL  MEN  TO  LABOR  FOR  THE  PUBLIC 
GOOD. 

The  effect  of  action  and  reaction  upon  the 
historian  and  the  multitude  has  been  adverted 
to.     As  regards  the  actors  in  the  affairs  of  the 
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world  it  is  not  to  be  overlooked,  and  it  may 
*ven  afford  some  extenuation  of  their  faults. 
The  multitude  are  in  a  measure  the  accom- 
plices, if  not  the  instigators,  of  those  who,  for 
selfiish  objects,  betray  their  interests  and 
work  their  misery  or  their  ruin.  Seduced  by 
the  spectacle  of  triumphant  force,  stricken 
with  wonder  at  the  mere  exercise  of  great 
faculties  with  great  success,  men  withdraw 
their  eyes  from  the  means  by  which  the  ends 
are  attained,  and  lose  their  natural  hatred  of 
wickedness  in  their  admiration  of  genius  and 
their  sense  of  power.  It  is  truly  a  disinter- 
ested admiration,  for  they  themselves  pay  the 
price,  and  their  oppression,  with  every  suffer- 
ing that  misgovernment  can  inflict,  fs  the  re- 
sult of  the  cruelty  which  they  did  not  abhor, 
the  meanness  which  they  did  not  scorn  when 
dazzled  with  the  false  lustre  shed  over  detes- 
table or  despioable  deeds  by  brilliant  capacity 
crowned  with  victory.  Napoleon  knew  how 
safely  he  might  rely  on  their  delusion,  and  he 
knew  that  the  people  whom  he  enslaved  and 
ruined  were  intoxicated  with  the  glory  which 
he  gained  and  for  which  they  so  heavily  paid. 
In  one  respect  at  least  he  was  less  to  blame 
than  they;  he  faced  the  danger,  if  he  witness- 
ed the  miseries  of  war;  while  they  in  perfect 
safety  upheld  him  in  his  course  to  make  their 
country  unprofitably  powerful  by  the  slaughter 
of  thousands  and  the  misery  of  millions. 
Surely  a  most  sacred  duty  is  imposed  upon 
the  teachers  of  mankind,  whether  historians 
who  record  or  reasoners  who  commen't  upon 
events,  to  exert  all  their  powers  for  weaning 
them  from  this  fatal  delusion;  to  mark  as 
their  worst  enemies  those  who  would  cherish 
the  feelings  of  mutual  aversion  or  jealousy 
between  nations  connected  by  near  neighbor- 
hood, which  makes  hostility  most  pernicious, 
and  friendly  intercourse  most,  beneficial;  and, 
above  all,  unceasingly  to  impress  upon  their 
minds  the  contrast  between  the  empty  renown 
of  war,  with  its  unspeakable  horrors,  and  the 
solid  g'ory  of  peace,  as  real  as  its  blessings 
are  substantial.  It  is  said  that  the  present 
ruler  of  France  returned  from  his  successful 
campaign  impressed  with  a  deep  sense  of  its 
horrors,  and  that  his  wise  devotion  to  the 
peaceful  improvement  of  the  country  has  been 
stimulated  by  the  recollection  of  the  scenes 
he  had  witnessed.  Let  us  hope  and  trust  that 
no  vile  flatterer  will  ever  succeed  in  tempting 
him  to  abandon  his  course,  and  that  he  will 
join  all  virtuous  and  rational  men  in  discoun- 
tenancing the  feelings  which,  under  his  pre- 
decessor, were  productive  of  much  misery  to 
France  and  to  the  world — feelings  which  im- 
pose and  still  impose  upon  all  neighboring  na- 
tions the  heavy  cost  of  unceasing  watchfulness 
and  preparation. 

It  is  not  enough,  however,  that  the  instruc- 
tors of  the  people,  and  especially  of  youth, 
avoid  propagating  dangerous  errors  and  im- 
planting or  encouraging  in  their  growth  feel- 
ings hostile  to  the  best  interests  of  mankind. 
Their  duty  is  to  inculcate  principles  and 
cherish  sentiments  having  the  direct  tendency 
to  promote  human  happiness.  Now,  the  wis- 
dom of  ancient  times,  though  it  dealt  largely 
with  the  subject  of  our  passions,  and  generally 
with  the  nature  of  man  in  the  abstract,  never 
stopped  to  regard  as  worthy  of  consideration 
the  rights,  the  comforts,  and  the  improvements 
of  the  community  at  large.  The  people  were 
appealed  to  when  advantage  could  be  taken 
of  their  prejudices,  or  their  feelings  could  be 
excited  for  a  particular  purpose;  their  ad- 
vancement in  knowledge  and  refinement  was 
little  regarded,  and  he  who  devoted  himself 
to  render  them  real  service  was  viewed  as 
going  out  of  the  ordinary  path  ajui  seeking 


glory  in  a  singular  and  fantastic  way.  "  Vide 
quaeso,"  says  Julius  Caesar,  "ne  iua  divina  vir- 
tus admirationis  phis  sit  habilura  guain  glo- 
ria; si  quidem  gloria  est  illustris  et  pt  ma- 
gala  midtorum  et  magnormn  vel  in  suos,  vel 
in  patriam,  vel  in  omne  genus  Iwmina  m  Jama 
meritorum."  (Pro  Marcello,  vili.)  The  space 
was  supposed  impassible  that  separates  the 
vulgar  from  the  philosopher  and  the  states 
man  ;  they  were  not  even  regarded  as  much 
above  the  brutes  which  perish.  "  .5*  nl  sapi 
cniibus  placet"  says  Tacitus,  "  non  cum  cor- 
pore  extingintnter  magna  animce."  A  sounder 
philosophy  or  a  purer  religion  have  in  modern 
times  entirely  abolished  all  such  distinctions - 
and  to  erms-ult  the  interests  and  promote  the 
improvemest.  in  every  way  of  the  great  body 
of  the  people,  is  not  only  the  object  of  all  ra- 
tional men's  efforts,  but  the  best  title  to  public 
respect,  and  the  direct  road  to  fame.  The 
instructors  of  youth  have  thus  devolved  upon 
them  the  duty  of  directing  the  minds  of  their 
pupils  towards  the  most  important  purposes 
which  their  acquirements  can  serve  to  pro 
mote,  the  diffusion  of  knowledge  among  the 
people,  and  their  general  improvement,  in- 
culcating the  grand  lesson  of  morals  as  well 
as  of  wisdom,  that  whatever  they  learn,  of 
whatever  accomplishments  they  become  pos- 
sessed, in  a  word,  all  their  acquired  talents  as 
much  as  their  natural  gifts  are  a  trust  held 
for  the  benefit  not  more  of  themselves  than  of 
their  fellow-creatures,  and  of  the  use  whereof 
they  will  one  day  have  to  render  a  strict  ac- 
count. The  impressions  left  on  the  mind  in 
early  years  are  so  lively  that  they  last  through 
life;  and  even  when  partially  affected  by  other 
studies,  or  by  the  cares  of  the  world,  they  still 
exert  some  influence,  and  may  often  be  fonnd 
far  more  than  is  supposed  to  modify  the  coun- 
teracting and  neutralizing  influences  which 
they  can  not  resist.  This  undoubted  truth  is 
not  the  less  important  for  being  often  admit- 
ted, though  there  is  reason  to  fear  oftener  ad- 
mitted than  acted  upon  in  practice. 


PACIFIC  RAILROAD. 

We  commence  the  publication,  by  request 
this  week,  of  the  report  of  Mr.  Curtis  entire, 
although  we  had  before  given  its  leading  fea- 
tures. We  shall  omit,  however,  the  accom- 
panying appendix  which  is  simply  extracted 
from  the  reports  to  the  War  Department. 

Mr.  Curtis,  from  the  select  committee  on 
the  Pacific  Railroad,  made  the  following 


The  select  committee,  to  ichmn  wire  referred  oil  mat- 
ters relating  to  a  I'aeijic  Railroad  and  telfgrahic 
line,  Itaee  had  the  same  under  consideration,  and 
submit  the  Jblloicing  report : 

The  application  of  steam  power  to  propel 
steamboats  and  locomotives  has  become  al- 
most universal  among  civilized  nations. 
Every  pursuit  that  requires  celerity,  certainty, 
and  economy  of  movement,  goes  by  steam ; 
and  although  it.  is  only  about  thirty-five  years 
since  railroads  and  locomotives  were  invented, 
it  would  now  be  considered  preposterous  to 
present  arguments  to  prove  their  general  ne- 
cessity in  the  public  and  private  affairs  of  the 
State.  Commercial,  postal,  naval  and  military 
movements  are  everywhere  accelerated  by  the 
application  of  steam  on  water  and  land  ;  and, 
to  avoid  dangerous  and  disgraceful  delay  in 
national  progress,  every  country  must  make 
provisions  in  some  way  to  compete  with  this 
new  element  of  national  power. 


In  the  Crimean  war  France  and  England 
availed  themselves  of  steam  propnlsion,  and 
even  constructed  a  railroad  to  the  great  ad- 
vantage of  the  allies,  and  damage  and  disaster 
of  Russia.  Every  country  should  have  means 
of  railroad  transportation  to  salient  remote 
points,  otherwise  ocean  steamers  can  over- 
whelm such  paints  before  they  can  receive 
succor  from  borne. 

In  the  recent  Italian  wars  the  adoption  of 
steamboats  and  railroads  as  militarv  facilities 
or  auxiliaries  concentrated  more  decisive  ac- 
tion in  a  three  months'  campaign  than  could 
otherwise  have  been  effected  in  three  years. 
Railroads  are  now  absolutely  necessary  for 
military  protection,  and  might  be  justified  in 
some  instances  on  the  ground  of  public  safetv, 
and  under  the  legal  maxim:  S'alus  populi 
svprema  est  lex. 

Let  us  apply  these  general  principles  to  the 
condition  of  California,  and  the  surrounding; 
Pacific  settlements.  Our  only  effective  com- 
mercial lines,  connecting  with  those  States, 
are  circuitious.  exterior,  and  oceanic,  passing 
through  foreign  States  by  no  means  particu- 
larly friendly  to  us.  The  routes  and  sections 
of  routes  which  lie  on  the  ocean  are  exposed 
to  superior  naval  powers  in  Europe — powers 
that  are  becoming  vastly  stronger  by  recent 
alliances,  and  by  the  application  of  modern 
improvements.  The  transits  by  the  Isthmus 
are  exposed  to  international  wars  that  are  fre- 
quent in  the  unsettled  condition  of  the  Central 
American  States. 

In  the  event  of  probable  wars  among  other 
nations,  therefore,  and  what  is  worse,  in  case 
of  a  war  involving  ourselves,  all  our  lines  of 
communication  that  could  serve  for  commer- 
cial and  military  purposes  would  be  immedi- 
ately beyond  the  reach,  and  most  likely  occu- 
pied by  others.  Hostile  powers  could  size  up- 
on those  lines  transport  an  army  by  steam,  and 
make  a  campaign  in  California  before  «  e  could 
transport  forces  across  the  conntry  to  succor 
or  sustain  our  friends  and  kindred  of  the  Paci- 
fic shore. 

A  Pacific  Railroad  is  military  necessitv  to 
aid  in  the  defence  of  the  Pacific  States;  and 
every  reflecting  mind  possessed  of  patriotic 
emotions  will  perceive  that  California  wealth 
and  weakness  invite  aggression,  and  demand 
of  us  immediate  and  decisive  exertions  in  their 
behalf. 

The  Constitution  has  devolved  upon  Con- 
gress the  power  and  the  duty  to  "insure  do- 
mestic tranquillity,"  to  "provide  for  the  com- 
mon defense,"  to  "regulate  commerce  with 
foreign  nations  and  among  the  several  States, 
and  with  the  Indian  tribes,"  and  to  "estab- 
lish post  offices  and  post  roads."  A  railroad 
connection  with  the  Pacific  would  promote 
each  and  all  these  constitutional  provisions; 
and  every  citizen  desirous  of  maintaining  the 
integrity  of  our  Union,  will  find  ample  justifi- 
cation within  some  of  these  provisions  to  justi- 
fy the  national  aid  necessary  to  secure  the 
actual  result. 

We  have  had  conventions  of  the  people, 
resolutions  of  States,  the  declarations  of  great 
political  parties  for  years,  presenting  and  press- 
ing this  matter  upon  Congress.  Large  sums 
have  been  appropriated  and  expended  in  pre- 
liminary explorations;  large  volumes  have 
been  written  and  published  at  the  public  ex- 
pense; the  President  has  repeatedly  urged 
it  upon  Congress,  and  it  may  be  regarded  as  a 
national  determination  that  we  must  now  take 
decisive  action  and  secure  successful  re- 
sults. 

With  this  viewofthesubject,youreommittee 
have  earnestly  and  anxiously  sought  a  solution 
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which  would  determine  the  magnitude  of  the 
requisite  work,  and  the  best  means  of  accom- 
plishing it. 

Fortunate! j',  the  experience  of  our  people  in 
the  construction  of  thirty  thousand  miles  of 
railroad,  has  rendered  the  subject  familiar  to 
everybody,  and  the  eighteen  hundred  or  two 
thousand  miles  now  required  to  connect  our 
railroad  system  with  the  navigable  waters  of 
the  Pacific,  near  San  Francisco,  is  only  per- 
plexing because  it  passes  through  sparsely 
settled  and  somewhat  barren  portions  of  the 
republic,  and  because  -of  the  importance  its 
construction  will  give  to  adjacent  locations. 
The  explorations  which  have  been  prosecuted 
with  great  abilitv  by  the  officers  of  the  United 
States  army  under,  and  the  resume  by  Capt 
Humphreys,  in  charge  of  these  explorations, 
have  furnished  the  careful  student  with  ample 
means  to  determine  some  rational  conclusion 
of  this  important  subject. 

A.  large  map,  drawn  under  the  direction  of 
Capt.  Humphreys  and  Lieutenant  Warren,  (a 
photographic  miniature  of  which  will  accom- 
pany this  report),  has  also  aided  your  commit- 
tee in  the-  determination  of  a  great  contiict  of 
views  relating  to  the  lenght  and  position  of 
routes.  As  a  preliminary  question,  your  com- 
mittee first  determined  to  adopt  but  one  line, 
although  many  able  and  arguments  were  urged 
in  favor  of  two  or  more. 

Having  thus  determined  on  one  road,  by 
reference  to  the  map  which  presents  the  lines 
reported  practicable,  it  will  be  perceived  the 
subject  is  reduced  to  that  of  considering  four 
routes,  and  selecting  the  best  of  these  as  the 
basis  of  the  our  estimates.  Able  arguments 
have  been  presented  in  favor  of  each  route, 
and  each  has  its  specialities,  both  favorable 
and  unfavorable.  On  either  route  mountains, 
rivers,  and  sterile  lands  must  be  traversed; 
and  on  other  parts  of  each  route,  rich  valleys, 
entle  grades,  and  cultivable  lands  are  to  be 
Bund.  To  present  the  favorable  and  unfa- 
vorable qualities  of  each  route,  would  extend 
this  report  beyond  reasonable  limits ;  and  your 
committee  having  resolved  upon  the  presenta- 
tion of  the  central  route,  without  prejudice  to 
others,  they  will  present  mainly  the  arguments 
favoring  the  construction  of  a  railroad  on  that 
hypothesis. 

The  vast  consequences  to  our  country,  and 
to  the  localities,  which  must  result  from  the 
construction  of  a  Pacific  railroad,  cause  this 
question  of  route  to  be  the  most  difficult,  and 
exciting  obstacle  in  the  determination  of  con- 
gressional action.  Wherever  the  location  be 
made,  great  advantages  must  inure  to  the 
vicinity,  and  therefore  every  section  of  the 
republic  desires  and  earnestly  insists  on  that 
which  will  best  subserve  its  local  conveni- 
ence. 

Some  not  only  desire  the  local  advantage, 
but  dread  the  prestige  such  a  work  will  give  to 
a  rival  section.  It  is  impossible  to  fully  re- 
concile this  antagonism,  by  urging  the  impor- 
tance of  the  common  national  interest;  but 
your  committee  have  sought  to  accommodate 
among  other  considerations,  by  adopting  a 
central  line,  upon  which  branches  on  each  side, 
and  from  each  end,  can  most  easily  and  direct- 
ly accommodate  all  sections  of  our  country. 

The  four  genera!  lines  which  have  been  re- 
ported as  practicable,  and  so  delineated  on  the 
accompanying  map,  are  situated  as  follows: 

1st.  The  route  of  the  Gila  river  through 
Arizona,  near  the  parallel  of  32°  north  latitude. 
This  route  runs  very  near  our  southern  boun- 
dary, and  this  is  the  route  of  the  so-called 
"Southern  Pacific  Railroad." 

2d.  The  route  through  Albuquerque,  near 
the  35th  degree.     This  line  also  runs  within 
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tour  degrees  of  the  southern  boundary  of  tire 
western  portion  of  the  republic. 

3d.  The  emigrant  route  by  the  Platte  valley, 
through  Salt  Lake  valley,  near  the  parallel  of 
41°,  which  we  dominate  the  central  line,  the 
general  location  of  which  your  committee  have 
adopted, 

4th.  The  route  from  St.  Paul  to  Puget's 
Sound,  which  runs  between  the  47th  and  49th 
degrees,  very  near  to  our  northern  boun- 
dary. 

The  section  of  our  country  through  which  a.l 
these  lines  run,  lies  mainly  between  the  31st 
and  49th  degrees  of  north  latitude,  and  is 
therefore,  eighteen  degrees  wide.  The  bisect- 
ing, or  middle  line  would  be  the  40th  degree 
of  latitude,  which  corresponds  nearly  with  the 
boundary  betwen  Missouri  and  Iowa,  a  south- 
ern and  northern  Slate.  Without  defining 
passes  in  the  mountains,  or  prescribing  the 
exact  points  of  termini,  your  committee  re- 
commend this  as  the  proximate  parallel  upon 
which  centrality  and  the  largest  amount  of 
local  interest  can  be  concentrated.  It  is  cen- 
tral as  to  the  west ;  central  as  to  the  numerous 
lines  of  railroads  traversing  the  western  States; 
central  when  prolonged  eastward,  as  to  our 
great  cities,  it  being  the  parallel  of  Philadel- 
phia, and  central  as  it  passes  through  the 
center  of  our  whole  population. 

All  other  things  being  equal  on  the  plan  of 
of  one  road,  such  a  location,  your  committee 
supposes,  all  would  consider  more  likely  to  ac- 
commodate the  greatest  number  of  our  peo- 
ple. 

THE   SHORTEST    LINE. 

Before  stating  the  comparative  length  of  dif- 
ferent proposed  routes,  it  is  necessary  to  see 
that  they  start  and  end 'fairly.  Radical  error 
has  been  fastened  upon  the  public  mind  by 
false  presentation  of  the  starting  and  ending 
of  a  Pacific  railroad.  Our  railroad  system  is 
complete  beyond  the  Mississippi  river  and  at 
many  points  lines  are  now  progressing  hun- 
dreds of  miles  west  of  the  father  of  waters. 
At  one  point,  St.  Joseph,  Missouri,  this  system 
of  iron  network  has  extended  a  line  beyond 
the  Missouri  river,  250  miles  west  of  the  Mis- 
sissippi, and  rails  are  now  being  laid  on  the 
way  to  Fort  Kearney.  In  considering  a  Paci- 
fic railroad,  we  should  either  start  from  per- 
manent navigable  rivers,  or  from  these  exterior 
points  of  the  railroad  system.  This,  all  will 
concede,  is  the  only  fair  way  of  comparing 
lines;  yet  such  has  not  heretofore  been  the 
manner  of  starting  comparative  lengths. 

In  considering  the  western  terminus,  we 
must  look  to  a  safe,  direct  connection  with 
San  Francisco,  or  to  the  navigable  interior 
river,  leading  by  steamboat  directly  to  San 
Francisco.  A  terminus  at  San  Diego  or  at 
Puget's  Sound  is,  like  the  Isthmus  route,  un- 
safe, being  too  far  from  the  center  of  the  Paci- 
fic population,  and  too  far  from  the  great  Pa 
citic  Emporium,  to  which  we  should  seek  to 
have  a  safe  commuieation  in  time  of  war. 
From  either  of  these  points  to  Francisco, 
several  hundred  miles  of  ocean  steam  line  is 
required.  All  lines  should  therefore  be  termi- 
nated at  the  Bay  of  San  Francisco,  or  what 
will  be  substantially  the  same,  on  the  Sacra- 
mento or  San  Joaquin  rivers,  where  steamers 
can  always  transport  two  hundred  tons  of 
freight,  keeping  the  entire  line  interior,  and 
therefore  safe  in  time  of  war. 

Taking  this  fair  and  onlj'  sensible  way  of 
starting  and  ending  lines,  to  compare  them, 
the  relative  length  of  these  lines,  taking  dis- 
tances from  the  map,  which  corresponds  with 
th»  surveys,  we  have  the  following  results : 


1st.  The  line  of  32°,  that   of  the  Southern 
Pacific  Railroad. 

From  Gains  to  Fulton,  tangent  distance  as  shown  on 

the  map 15(1 

From  Fu.ton  lo  S;tn  Francisco,  tangent  distance  as 
shown  on  the  map ..  2,024 

2,174 
Deduct  sections  completed  west  of  the  Mississippi. ...        27 

2,1-17 
Deduct  also  navigable  waters  of  the  San  Joaquin U7 

Total  length  of  southern  line 2,(150 

2d.  The  line  of  the  35th  parallel. 

From  Memphis  to  Fort  Smith -SVtl 

From  Fort  Smith  to  Sun  Francisco 2,'  !IG 

2,368 
Deduct  finished  section  west  of  Memphis 32 

2,334 
Deduct  proposed  cut-off 95 

2,238 
Deduct  also  the  navigable  portion  of  the  San  Joaquin.        07 

Total  length  of  this  line 2,141 

3d.  Platte  valley  or  central  route. 

From  Council  Bluffs,  on  the  Missouri,  (nearly  the 
same  as  St.  Joseph's,-)  to  San  Francisco,  according 
to  the  measurements  shown  on  Die  same  m;i] 1,987 

Add  50  miles  to  equate  the  starting  point  from  St. 
Joseph,  Missouri,  where  the  railroad  now  termi- 
nates  50 

2,037 
Deduct  the  navigable  waters  of  the  Sacramento,  as 
stated  by  Lieutenant  Abbott  of  the  Topographical 
En  gineers 265 

Total  length  of  the  central  line 1,7"  2 

4th.  The  northern  route,  via  St  Paul  and 
Puget's  Sound. 

From  St.  Paul  to  Vancouver,  as  shown  on  the  map. .  1,SC0 
From  Vancouver  to  Fort  Reding  on  the  Sacramento, 
by  survey 508 

Total  length  of  northern  line 2,308 

From  this  comparison  it  will  be  seen  the 
central  route  is  only  1,772  miles  long,  measur- 
ing from  the  exterior  point  of  the  Hannibal 
and  St.  Joseph  railroad  to  the  navigable  wa- 
ters of  the  Sacremento.  It  will  also  be  per- 
ceived that  this  central  line  is  not  only  the 
shortest,  but  it  is  278  miles  shorter  than  the 
line  of  32°;  369  miles  shorter  than  the  line  of 
the  35th  parallel,  and  536  miles  shorter  than 
the  northern  line,  thus  proving  the  central 
route  278  miles  shorter  than  the  shortest  rival 
route.  A  glance  at  the  map  will  verify  geome- 
trically the  relative  lengths  of  the  various 
routes,  showing  that  the  central  line  starts 
three  degrees  of  latitude  further  west  than 
either  of  the  other  proposed  lines,  and  leading 
to  the  same  point  on  a  semi  diameter,  it  is 
shorter  than  all  exterior  lines.  By  adopting 
the  central  route,  which  is  so  much  the  short- 
est, much  time  and  money  will  be  saved  to  tho 
United  States. 

BRANCH   CONNECTIONS. 

The  central  position  of  this  line  makes  the 
sum  of  the  branches  from  the  south  and  the 
north  not  only  mathematically  shorter  than 
they  otherwise  would  be,  but  it  is  especially 
convenient  for  branch  lines,  as  they  can  follow 
the  great  river  channels  in  approaching  the 
main  trunk,  For  instance,  from  Memphis,  fol- 
low up  the  valley  of  White  river;  from  Fort 
Smith,  follow  up  the  Neosho;  from  St.  Paul, 
follow  up  the  channel  of  the  St.  Peter's  to  the 
south  bend  of  that  river,  and  thence,  via  Sioux 
city,  approach  the  the  main  trunk.  It  will  be 
seen  that  our  river  valleys  make  convenient 
approaches  for  railroad  lines.  But  it  is  for 
Pacific  branches  that  this  line  is  especially 
convenient,  and  the  only  one  that,  can  accom- 
modate branches  to  all  the  Pacific  porta.  A 
southern  route  would  not  accommodate  Ora- 
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gon  and  Washington.  A  northern  would  not 
accommodate  Utah  or  southern  California; 
but  from  the  central  line  you  can  branch  from 
the  Salt  Lake  valley  ao  as  to  accommodate  all 
those  western  States  and  Teritories. 

This  convenience  of  branches,  especially  to 
the  Pacific  ports,  seems  to  conclude  the  argu- 
ment in  favor  of  the  central  route.  To  make 
a  trunk  line,  inaccessible  to  Oregon  and  south- 
ern California,  by  reasonable  branches,  would 
be  absurd,  and  accomplish  only  a  fraction  cf 
the  objects  proposed.  Puget's  sound  is  especi- 
ally important  in  a  military  and  commercial 
point  of  view,  and  our  commencement  of  a 
railroad  system  should  look  to  an  early  con- 
nection with  that  growing  and  commanding 
point  on  the  Pacific  coast.  The  correspond- 
ing bay  of  great  importance,  in  the  southwest, 
is  the  Gulf  of  California,  and  although  that 
inland  sea  does  not  belong  to  us,  we  must 
look  with  interest  and  favor  on  such  honora- 
ble arrangements  as  will  give  our  Pacific  ma- 
rine the  benefit  of  such  a  harbor,  and  our 
railroad  system  early  and  easy  connexion 
with  it. 

PRACTICABILITY  OF  A  CENTRAL  ROUTE. 

It  would  be  folly  to  present  only  the  bright 
spots  in  the  long  and  mainly  unsettled,  uncul- 
tivable  line  of  proposed  route  for  a  Pacific 
railroad,  or  to  pretend  the  route  is  uniformly 
easy.  There  are  bad  and  good,  rich  and  bar- 
ren, rough  and  smootli  sections  on  each  line. 
The  best  proof  of  the  greater  advantages  ex- 
isting on  this  central  route  is  found  in  two 
facts : 

1st.  That  nine-tenths  of  the  overland  emi- 
gration lias  adopted  this  route;  and,  2d,  the 
settlements  are  large  and  rapidly  augmenting 
only  on  or  very  nearly  this  route. 

The  new  gold  mines  of  Pike's  Peak,  the 
forty  thousand  Mormons,  and  the  new  and  im- 
portant Washo  silver  mines,  will  all  be  ac- 
commodated by  a  central  route ;  and  the  latest 
news  from  these  new  mining  districts  is  exci 
ting  a  new  flood  of  emigration  unparalleled 
in  former  years. 

But  your  committee  will  present  the  line  as 
shown  by  the  government  surveys,  this  being 
the  most  reliable  data  upon  which  to  base 
public  legislation. 

The  official  surveys  on  this  route  have  been 
made  by  Colonel  Fremont,  Captain  Stansbury, 
Lieuteuant  Beckwitb,  Colonel  Lander,  Lien- 
tenant  Bryant,  and  Lieutenant  Warren,  who, 
at  different  times,  have  examined  the  differ- 
ent sections;  and  by  uniting  their  testimony 
a  very  correct  idea  may  be  formed  of  the  en- 
tire route.  The  travel  which  passes  through 
Missouri  and  Iowa  concentrates  on  the  Platte 
valley,  which  affords  an  easy  approach  to  the 
Rocky  mountains  for  all  kinds  of  roads. 
Speaking  of  this  first  section,  Lieutenant  War- 
ren says  truly:  ''The  Platte  river  is  the  most 
important  tributary  of  the  Missouri  in  the  re- 
gion under  consideration;  its  broad  and  grass 
covered  valley,  leading  to  the  west,  furnishes 
one  of  the  best  wagon  roads  of  its  length  in. 
America.  Prom  its  mouth  to  the  forks,  the 
bluffs  are  from  two  to  five  miles  from  the 
water,  making  an  intermediate  bottom  valley 
of  from  four  to  eight  miles  wide.  From  the 
forks  to  Fort  Laramie,  the  bluffs  occasionally 
come  down  to  the  water's  edge,  and  the  road 
has  to  cross  the  points  of  the  ridges.  From 
Ash  Hollow  to  Fort  Laramie,  the  road  is 
sometimes  heavy  with  sand.  Fine  cotton 
wood  grows  along  the  banks  and  on  the  islands, 
from  the  mouth  to  Fort  Kearney;  from  here 
up  it  is  scarce,  and  of  small  size.  Cedar  is 
found  in  the  ravines  of  the  bluffs,  and  in  the 
neighborhood  of  the  forks,  and  above.     The 


river  is  about  a  mile  wide,  and  flows  on  a  san- 
dy bottom.  When  the  banks  are  full  it  is 
about  six  feet  deep  throughout,  having  a  re- 
markably level  bed  ;  but  it  is  of  no  use  for 
navigation,  as  the  bed  is  so  broad  that  the 
water  seldom  attains  sufficient  depth,  and 
then  the  rise  is  of  short  duration.  The  water 
is  sometimes  so  low,  as  was  the  case  last  sea- 
son, that  it  can  be  crossed  any  where  without 
difficulty,  the  only  care  necessary  being  to 
avoid  quicksands." 

The  settlements  are  now  extended  one  hun- 
dred and  fifty  miles  up  the  Platte,  and  follow- 
ing the  South  Fork  and  Lodge  pole  creek,  as 
proposed  by  Captain  Stansbury  aad  Lieute- 
nant Bryan,  this  testimony  only  relates  to 
three  hundred  and  seventy-three  and  a  half 
miles,  as  Lieutenant  Warren  followed  the 
North  fork  when  he  speaks  of  the  road  being 
"sometimes  heavy  with  sand." 

Lieutenant  Bryan  extended  surveys  up  the 
South  Platte  and  Lodge-pole  creek  to  the- 
monntain  passes.  It  is  in  this  neighborhood 
(Cherry  creek  is  fifty  miles  south)  the  new 
gold  discoveries  are  made,  and  miners  are 
gathering  by  thousands.  According  to  Lieu- 
teuant Bryan,  no  serious  difficulties  occur  in 
this  section,  except  a  scarcity  of  timber.  He 
says,  (volume  2,  part  2,  Executive  Documents, 
1857-'o8,  page  478:) 

"From  the  Laramie  crossing  to  the  head 
of  Lodge  pole  creek  the  supply  of  good  water 
is  constant.  The  grass  is  geuerallv  short,  as 
on  all  the  uplands,  though  there  are  spots  oc- 
casionally met  with  where  a  more  liberal 
supply  than  usual  may  be  hud.  From  the 
head  of  Pole  creek,  over  the  west  fork  of  Lar- 
amie river,  to  Bridger' s  pass,  there  is  but  one 
route  to  be  followed;  and,  as  it  has  already 
been  described,  I  need  not  speak  of  it  a^ain 
here. 

We  suppose  he  refers  to  the  report  of  Cap- 
tain Stansbury.  Large  groves  of  pine  and 
other  timber  have  been  discovered  by  the  mi- 
ners some  thirty  or  forty  miles  south  of  Lodge- 
pole  creek.  The  details  of  Lieutenant  Bryan's 
report  are  favorable,  but  too  lengthy.  We  re- 
fer to  his  detailed  report. 

From  the  head  of  Lodge-pole  creek  to  Salt 
Lake  City,  we  pass  the  Rocky  and  Wasatch 
ranges  of  mountains.  We  also  pass  the  val- 
ley of  Green  River,  where,  for  two  hundred 
miles,  at  various  places,  coal  is  found  in  strata 
from  two  to  ten  feet  thick.  Captain  Stans- 
bury explored  this  region,  and  we  refer  to  his 
own  work,  from  page  217  to  page  273.  On 
page  22 G,  speaking  of  coal,  he  says: 

"  The  out  crop  was  about  eight  feet  wide  bv 
four  feet  thick.' 

At  another  point,  one  hundred  miles  fur- 
ther east,  he  says,  page  23-1 : 

"  At  a  point  thirteen  miles  from  the  mouth 
of  Bitter  Creek  we  found  a  bed  of  bituminous 
coal  cropping  out  of  the  north  bluff  of  the 
valley  with  every  indication  of  its  being  quite 
abundant." 

On"  page  23S.  speaking  of  the  portion  three 
hundred  and  thirty  one  miles  further  east,  be- 
tween a  summit  of  the  Rocky  mountains  and 
Salt  lake,  he  says  : 

"  We  broke  out  from  a  bed  twelve  feet  thick 
some  beautiful  specimens  of  excellent  bitumi- 
nous coal,  which  burned  in  our  camp-fires 
with  a  clear,  yellow  flame. 

At  longitude  108°,  latitude  41°,  he  says, 
page  236 : 

"Sandstone  cliffs  bound  the  valley  on  the 
north  side,  in  which  I  observed  a  stratum  of 
coal  which  was  exposed  for  a  hundred  yards 
and  was  at  least  ten  feet  in  thickness." 

Having  closed  his  survey  of  the  route,  he 
says,  page  142: 


"  With  the  exception  of  the  rough  ground 
near  the  head  of  the  Mad  ly,  which  offens  no 
obstruction  of  consequence,  a  perfectly  feasi- 
ble, and  indeed  a  most  excellent  route,  whether 
for  a  wagon  or  railroad,  has  thus  been  traced, 
presenting  fewer  obstacles  to  the  construction 
of  either  {ban  almost  any  tract  of  the  same 
length  in  the  country.  The  grades  will  be 
easy,  the  bridging  comparatively  light,  and 
with  the  exception  of  the  crossing  of  tbe  val- 
ley of  the  Muddy,  where  a  long  and  heavy 
embankment  maybe  required,  the  cutting  and 
filling  will  be  entirely  within  moderate  limits. 
In  no  ease  will  an  inclined  plane  be  required ; 
and  the  route  is  more  than  usually  free  from 
the  objection  of  high  and  narrow  canons, 
liable  to  be  filled  up  or  obstructed  by  snow 
during  the  winter." 

Again,  page  261,  speaking  of  this  whole, 
most  remote,  and  difficult  section: 

"A  glance  at  the  map  and  a  little  attention 
to  the  table  of  latitudes  will  show  that  from 
Great  Salt  Lake  City  to  the  head  of  Lodge- 
pole  creek,  a  distance  of  four  hundred  and 
eighty-four  miles,  the  difference  of  latitude  is 
but  35'  42" ;  and  while  the  greatest  northing, 
made  by  the  proposed  line  is  but  little  more 
than  20'  north  of  Lodge-pole  creek,  the  great- 
est deviation  to  the  south  is  but  little  more 
than  three  miles ;  so  that  the  entire  route 
through  that  long  distance  varies  but  a  trifle 
from  a  straight  line. 

And  speaking  of  this  route  as  preferable 
to  going  sixty  miles  further  north  by  the  South 
Pass,  he  says,  page  262: 

"A  careful  observation  of  the  ground  on 
both  routes  has  enabled  me  to  form  a  general 
comparison  between  them,  and  has  led  to  the 
unhesitating  conclusion  that,  in  poir.t  of  di- 
minished distance,  easy  grades,  freedom  from 
serious  obstacles,  and  convenience  and  abun- 
dant supply  of  materials  for  construction,  the 
line  of  this  reconnoissance  presents  a  trace 
for  a  road  that  is  not  only  perfectly  feasible 
but  decidedly  preferable  to  the  other." 

Lieutenant  Beckwith  corroborates  this  tes- 
timony (see  volume  2,  page  54,  "Explora- 
tions and  Surveys  for  a  Railroad  Route,"  &c.) 
when  he  speaks  of  "the  Green  River  basin, 
and  the  coal  basin  of  Green  river,  from  being 
abundantly  supplied  with  that  important  arti- 
cle. It  is  more  than  two  hundred  miles  in 
extent  from  east  to  west,  and  has  a  variable 
width,  north  and  south,  from  twentv  to  over  a 
hundred  miles." 

Speaking  of  snow  in  this  region,  about 
which  much  is  said  against  a  central  route,  and 
fearful  in  any  country  where  houses  are  not 
yet  constructed,  he  says  : 

"  The  trading  post  at  Fort  Bridger  has  been 
occupied  constantly  for  the  last  ten  years:  but 
the  district  was  much  frequented  before  by 
traders  and  trappers,  whose  effects  are  alwavs 
transported  by  cattle,  which  subsist  themselves 
throughout  tbe  year  by  grazing — a  fact  re- 
markably significant  of  the  winter  climate 
and  depth  of  snow  which  falls  in  the  district, 
the  general  elevation  of  which  may  be  safely 
taken  at  "seven  thousand  feet  above  the  sea. 
And  it  is  said  by  these  people  to  be  a  well  es- 
tablished fact,  that  horned  cattle,  of  which 
their  stock  largely  consists,  can  not  so  subsist 
when  the  snow  is  deep  enough  to  burv  their 
eyes  and  enter  their  ears  as  they  feed." 

Our  troops  spent  the  winter  of  1837-58  at 
Fort  Bridger,  and  the  miners  have  spent  the 
two  past  winters  in  the  Rocky  mountains. 
They  have  not  been  seriously  annoved  by 
snow ;  and  although  the  valleys  are  from  5,000 
to  6,000  feet  above  the  sea.  the  climate  is  com- 
paratively mild.  The  Hooky  Mountain  "News," 
of  the  14th  ultimo,  published  at  Denver  City, 
says:   "  We  have  not  had  eight  iuohes  of  snow 
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this  winter,  and  the  grass  now  begins  to  grow, 
and  the  slopes  look  green."  But  railroad  com- 
panies now  overcome  snow  obstructions  by 
the  use  of  board  fences  to  check  drifts,  and 
in  the  use  of  the  snow-plough  and  running  the 
engines  to  clear  the  track.  Snow  is  no  longer 
a  railroad  obstruction  worthy  of  much  consid- 
eration anywhere,  and  is  no  more  in  the  arid 
regions  of  the  Rocky  mountains  than  in  the 
eastern  States  of  the  same  latitudes. 

So  much  for  the  route  to  Salt  Lake,  to  the 
Mormon  settlement,  where  we  have  a  popula- 
tion of  at  least  forty  thousand,  and  an  army 
of  two  or  three  thousand,  with  which  we  must 
have  constant  communication.  From  Salt 
Lake  City  to  the  Nevada  mountains,  a  section 
of  about  six  hundred  miles,  we  have  the  valley 
of  the  Salt  Lake  and  Humboldt  river,  level 
or  easily  graded  plane.  But  the  line  is  inter- 
rupted by  the  Humbolt  mountains,  which, 
however,  are  not  difficult  to  pass.  Scarcity  of 
timber  is  the  principal  difficulty  encountered. 
Cedar  is  found  in  the  Humboldt  mountains, 
but  in  places  ties  may  have  to  be  transported 
from  fifty  to  sixty  miles.  The  description  of 
thissc*ction,  comprising  the  Mormon  settlement 
and  the  Carson  Valley  settlement,  is  too  well 
known  to  require  much  consideration.  Its 
particular  features  are  stated  in  the  report  of 
Lieutenant  Beckwith,  volume  2,  pages  60  to 
TO,  Explorations. 

Captain  Simpson,  of  the  United  States  to- 
pographical engineers,  has  recently  opened  a 
shorter  route,  considerably  south  of  the  Hum- 
boldt, which  is  now  traveled  by  the  emigra- 
tion, and  was  followed  in  the  stage-coaches  by 
Horace  Greeley,  Esq.,  who  considers  it  practi- 
cable for  a  railroad.  This  route  is  supplied 
with  timber  and  water,  and  for  these  reasons 
may  be  found  preferable  to  the  Humboldt  val- 
ley ;  but  no  survey  has  established  the  practi- 
cability of  this  line  for  a  railroad,  and  your 
committee,  therefore,  retain  the  projection  and 
distances  as  prescribed  by  Lieutenant  Beck- 
with on  the  level  plain  of  the  Humboldt  river. 
By  either  the  Simpson  route  or  Humboldt  val- 
ley we  arrive  at  the  new  silver  mines  of  Ne- 
vada Territory,  where  agriculture  and  mining 
are  attracting  thousands,  and  building  up  a 
new  Territory.  This  settlement  is  at  the  eas- 
tern base  of  the  most  precipitous  and  difficult 
mountain  range,  the  Sierra  Nevada.  Carson 
river  flows  down  this  eastern  slope,  and  sinks 
in  the  plane  with  the  Humboldt  river.  Beyond 
the  summit  of  this  Nevada  mountain  Sacra- 
mento river  flows  down  its  western  slope,  and, 
passing  Sacramento  city,  the  capital  of  Cali- 
fornia, enters  the  Pacific  at  San  Francisco. 
With  silver  on  one  side  and  gold  on  the  other, 
the  Sierra  Nevada  mountain  is  now,  summer 
and  winter,  traversed  by  thousands;  and  the 
necessity  of  a  railroad  is,  therefore,  greatest 
where  the  difficulties  are  most  formidable. 
Many  new  routes  have  been  proposed,  but  your 
committee  will  present  that  which  was  sur- 
veyed and  reported  by  the  government  em- 
ployees. 

In  passing  this  mountain,  you  have  to  rise 
twelve  hundred  feet  and  descend  twenty-four 
hundred  feet.  The  rise  is  easy,  and  the  de- 
scent is  distributed  over  sixty-seven  miles. 
On  the  summit  of  this  mountain  there  is  a 
level  plane  some  thirty  or  forty  miles  in  width. 
After  what  we  have  seen  in  passing  the  Alle- 
ghany mountains,  there  can  be  no  doubt  of 
the  practicability  of  passing  this  mountain 
through  the  Madalin,  Niblo's,  or  Carson  River 
Pass.  Rather  than  go  a  great  distance  out 
of  line  to  avoid  such  a  mountain,  we  would 
adopt  the  improved  inclined  planes,  which 
some  insist  are  now  the  cheapest  way  to  over- 
come elevations  ;  or  we  may  adopt  the  zigzag 


or  Y  boyeau  construction  that  has  occasion- 
ally been  successfully  used  on  the  Baltimore 
and  Ohio  Railroad. 

But  there  is  no  need  of  such  an  expedient. 
The  surveys  of  Captain  Beckwith  show  the 
probability  of  passing  the  Nevada  mountains 
by  using  grades  that  have  been  successfully 
tested.  The  most  formidable  obstacle  in  the 
route  which  he  seems  to  prefer  is  two  canons, 
through  which  the  Sacramento  runs,  and 
through  which  it  is  proposed  to  carry  the  rail- 
road. 

As  this  is  the  great,  obstacle,  we  give  his 
description,  and  ask  railroad  men  to  consider 
it  for  themselves.  After  describing  the  easy 
ascent  from  the  east  to  the  broad,  fiat,  tim- 
bered summit  of  the  Nevada,  and  after  pro- 
ceeding with  no  serious  difficulties  to  the  de- 
clining plane,  from  whence  he  could  overlook 
the  vast  valleys  of  the  Sacramento,  which 
leads  to  the  Pacific  ocean,  he  thus  speaks  of 
the  canon  of  the  Sacramento: 

"This  canon  is  a  formidable  obstacle  to 
overcome.  Its  entire  length  is  thirteen  and 
seventy-four  hundredths  miles,  surrounded  by 
an  open  valley  of  similar  extent,  which  is  fol- 
lowed by  another  canon  eight  and  ninety-five 
hundredths  miles  in  length,  of  the  same  char- 
acter as  the  first.  The  river,  as  it  enters  the 
first  canon,  is  from  thirty  to  forty  feet  wide, 
flowing  with  a  rapid  current  over  a  bed  of 
rocks,  and  it  is  sixty  feet  wide  as  it  enters  the 
second  canon,  just  below  the  junction  of  Fall 
river,  and  flows  over  a  similar  bed  with  an 
equally  swift  current. 

"At  their  heads,  these  canons  are  vertical 
trachytic  rocks,  eighty  feet  high,  with  large 
masses  of  fallen  rocks  accumulated  at  the 
bases  of  the  walls.  The  first  is  cut  through  a 
high  plane  for  six  miles  ;  the  plane  then  rises 
somewhat,  and  is  surmounted  by  high,  sloping 
rivers,  rising  five  or  six  hundred  feet  above  it, 
and  the  canon  becomes  much  broader,  and 
its  walls  more  elevated  for  two  miles,  to  where 
it  makes  a  large  bend  to  the  north ;  below  this 
the  walls  gradually  decrease,  and  in  two  miles 
the  canon  opens  to  the  width  of  half  a  mile, 
which  it  preserves  for  three  miles  to  the  suc- 
ceeding valley.  The  highest  portions  of  the 
walls  rise  two  hundred  feet  above  the  stream, 
with  an  accumulation  of  fallen  rocks  extend- 
ing half  way  to  the  top.  For  eight  miles  the 
course  of  the  canon  is  direct.  It  then  makes 
a  long  bend  to  the  north,  and  is  followed  by 
two  or  three  short  curves,  but  with  a  generally 
direct  course.  Its  open  part  is  timbered,  and 
its  walls  less  abrupt;  and  on  the  right  bank 
of  the  stream  the  mountains,  followed  by  the 
river,  extend  considerably  into  the  plane  of 
Fall  river.  The  most  favorable  line  for  the 
pass.nge  of  a  railway  leads  along  the  plane 
on  the  north  side  of  the  river,  and  descends 
the  sides  of  the  rocky  hills  which  surmount  it, 
and  continues  on  the  side  of  the  mountain 
until  it  enters  the  plain  of  Fall  River.  The 
second  canon  is  only  less  formidable  than  the 
first  because  it  is  of  less  extent" 

It  will  be  perceived  the  river  is  small — from 
twenty  to  sixty  feet  wide.  The  canon  is 
straight,  or  has  long  curves.  Loose  piles  of 
rock  lay  alongside  of  the  stream,  and  we  do 
not  perceive  why-these  loose  piles  of  rock  may 
not  be  distributed  partly  in  the  stream  and 
partly  out  of  it,  and  with  the  aid  of  side  cuts 
follow  near  the  bed  of  the  stream,  instead  of 
the  side  of  the  mountain. 

Be  this  as  it  may,  Lieutenant  Beckwith  has 
not  only  carefully  described  these  two  gorges, 
which,  taken  together,  only  extend  over  22.69 
miles,  but  he  phows  how  they  may  be  over- 
come or  avoided.  After  reading  his  report 
I  any  practical  railroad  constructor  will  be  con- 


vinced of  the  practicability,  and,  in  seme  re- 
spects, interesting  portions  of  the  railroad 
route. 

The  survey  of  Lieutenaut  Beckwith  termi- 
nates at  Fort  Randall,  on  the  Sacramento, 
where  the  river  is  navigable  for  small  craft, 
and  the  valley  affords  an  easy  descent  for  a 
railroad  to  the  Bay  of  San  Francisco.  Hav- 
ing finished  his  review  of  his  labors  on  this 
central  route,  he  concludes  his  report  as  fol- 
lows: 

"Further  surveys  on  this  route  would, 
doubtless,  develop  important  improvements 
at  various  points,  and  at  two,  at  least — one 
from  the  shore  of  the  lake  near  Stansbury's 
island,  by  Pilot  Peak,  to  the  pass  in  the  Hum- 
boldt mountains,  and  the  other  in  crossing 
from  Humboldt  river  to  Mud  Lake  —  would 
probably  diminish  the  length  of  the  line  by 
one  hundred  and  six  miles.  The  grades,  also, 
are  doubtless  susceptible  of  material  improve- 
ment by  minute  surveys  with  the  spirit  level. 
There  is  an  abundance  of  good  stone  for 
bridges  and  building  purposes,  at  short  inter- 
vals, upon  all  parts  of  this  line.  Water  is 
also  found  in  abundance  for  railroad  purposes 
throughout  those  portions  of  the  Sierra  Neva- 
da, Wasatch,  and  Rocky  mountains  explored, 
and  also  at  a  few  miles  intervals  in  the  basin, 
where  it  usually  occurs  in  springs  at  the  bases 
of  the  mountains,  and  in  small  streams  de- 
scending from  the  higher  peaks  and  ridges  to 
the  adjacent  planes. 

"And  a  simple  reference  to  the  map  of  the 
route  will  exhibit  an  important  feature  in  the 
facts  that,  in  its  remarkably  direct  course,  for 
its  great  length,  from  the  Missouri  west  to  the 
Pacific,  it  follows  the  ascending  and  descend- 
ing valleys  of  permanent  rivers  and  their 
tributaries  for  more  than  two-thirds  of  its  en- 
tire length,  and  that  water  is  abundant  on  all 
the  intermediate  spaces,  affording  the  means 
of  irrigation  to  a  large  extent  wherever  the 
lands  are  suitable  for  it;  and  that  they  will 
doubtless  be  found  so  wherever  the  sage 
plains  are  luxuriant,  may  be  inferred  from  the 
rich  aromatic  odor  and  resinous  properties  of 
that  plant,  and  from  the  exceedingly  nutritious 
character  of  the  gras3  seuttered  through  it. 
And  it  is  a  well  known  fact  that  the  Mormons 
produced  some  of  their  first  crops  from  re- 
claimed sage  plains. 

"By  reference  to  the  map  and  accompany- 
ing tables  of  latitudes,  it  will  be  seen  that  the 
route  explored  conforms  throughout  to  a  re- 
markably straight  line,  deviating  west  from 
Fort  Bridger  only  at  the  Timpanagos  canon, 
if  that  line  be  preferred  to  the  Weber,  and 
on  the  northern  portion  of  the  Sacramento 
river." 

The  Secretary  of  War,  Hon.  Jefferson  Davis, 
in  his  summery  report  of  1855,  although  he 
favors  the  southern  route,  thus  speaks  of  this 
central,  after  he  had  reviewed  the  surveys 
concluded  by  Lieutenant  Beckwith: 

"  Although  the  route  passes  over  elevated 
regions,  the  sum  of  ascents  and  descents  is 
the  next  least  after  that  of  the  forty-seventh 
parallel,  which  is  to  be  attributed  to  the  table- 
land character  of  the  mountain  districts.  It 
partakes  of  the  character  of  the  route  near 
the  forty-seventh  parallel  in  the  long  and 
severe  winters  on  the  plains  east  of  the  Rocky 
mountains  and  westward  to  the  Great  Basin. 

"The  cost,  as  estimated  in  the  office,  from 
Council  Bluffs  to  Benecia,  a  distance  of  2,031 
miles,  is  $116,095,000. 

"  The  statistics  of  the  route  will  be  found  in 
the  table  appended. 

"The  survey  of  the  western  portion  of  this 
route  by  Lieutenant  Beckwith  has  resulted  in 
the  discovery  of  a  more  direct  and  practicable 
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route  than  was  believed  to  exist  from  the 
Great  Salt  Lake  to  the  valley  of  the  Sacra- 
mento. Since  his  report  was  made,  a  brief 
communication  from  Brevet  Lieutenant  Colo- 
nel Steptoe,  commanding  the  troops  in  Utah, 
has  announced  the  discovery  of  a  still  more 
direct  route  from  Great  Salt  Lake  to  San 
Francisco.  The  new  portion  of  this  route 
passes  to  the  south  of  Humboldt  or  Mary's 
river,  and,  entirely  avoiding  the  difficulties 
experienced  by  travelers  along  that  stream, 
proceeds  to  the  Valley  of  Carson  river,  being 
well  supplied  with  water  and  grass. 

"  From  Carson  river  it  crosses  the  Sier- 
ra Nevada  by  the  passes  at  the  head  of 
that  river,  and  it  descends  to  the  valley  of  the 
Sacramento,  being  practicable  throughout  for 
wagons. 

"In  the  absence  of  instrumental  surveys 
affording  data  for  the  construction  of  profiles, 
no  opinion  can  be  formed  as  to  the  practica- 
bility of  this  route  for  a  railroad.  Should  it 
be  found  practicable,  however,  it  will  lessen 
the  length  of  the  route  of  the  forty-first  paral- 
lel, and  still  further  diminish  its  difficulties, 
already  known  to  be  less  than  on  any  other 
route  except  that  of  the  thirty-second  par- 
allel." 

The  route  here  mentioned  south  of  the 
Humboldt  corresponds  mainly  with  that  to 
which  we  referred  as  "Simpson's  route.''  It 
is  the  route  now  traveled,  and  may,  as  the 
honorable  Secretary  says,  be  adopted  for  the 
railroad,  thereby  still  further  diminishing  the 
length  of  this  central  route. 

Although  your  committee  would  avoid  a 
comparison  of  routes  in  regard  to  the  topo- 
graphical features  of  each,  they  would  not 
have  it  inferred  that  they  regard  the  obstacles 
on  this  central  route  as  any  more  formidable 
than  those  found  on  each  of  the  other  routes. 
All  the  surveys  have  been  made  with  barome- 
trical observations  to  ascertain  heights,  and 
stations  have  been  erected  from  ten  to  twenty 
miles  apart.  These  observations  are  sufficient 
to  determine  the  general  features  of  the  coun- 
try, and  furnish  sufficient  information  for 
practical  men  to  judge  of  the  practicability 
of  the  routes. 

Without  more  minute  surveys,  comparative 
grades,  curves,  and  cost  cannot  be  determined 
with  such  accuracy  as  to  make  comparisons 
safe;  and  your  committee  has  therefore  only 
spoken  of  comparative  lenyih  and  position, 
which  are  based  upon  more  certain  and  satis- 
factory data. 

COST    OF    COXSTUCTION. 

The  practical  difficulty  which  is  presented 
in  estimating  the  cost  of  a  Pacific  railroad,  is 
the  unsettled  and  comparatively  uncultivable 
portions  of  the  country  beyond  the  100th  de- 
gree of  longitude.  Although  the  country  is 
not  generally  arable,  the  valleys  of  the  streams 
are  cultivable;  and  most  of  the  other  portions 
are  good  grazing  lands,  affording  pastures  for 
numerous  herds  of  buffalo,  antelope,  moun- 
tain sheep,  and,  where  settlements  exist,  hor- 
ses and  cattle.  Settlements  and  improvements 
are  rapidly  improving  on  the  central  route, 
and  what  now  seem-;  a  desert  waste  will  be 
inhabited  in  advance  of  the  progressing  rail- 
road. Yet  it  will  be  necessary  to  look  else- 
where for  the  men,  and  most  of  their  supplies, 
during  the  construction  of  the  road.  The 
central  route,  fortunately,  is  most  accessible, 
to  men  and  provisions,  and  the  greater  settle- 
ments along  the  line,  and  especially  the  Mor- 
mons in  Utah,  would  furnish  laborers,  provis- 
ions, and  other  advantages  to  aid  the  progress 
of  the  work. 

There  are  four  general  items  in  the  cost  of 
a  railroad.     These  are   the  roadbed,  the  ties, 


the  iron,  and  the  rolling  stock.  Iron  and  roll- 
ing stock  following  the  constructed  road  would 
cost  very  little  more  than  on  other  western 
roads.  The  extra  cost  would  mainly  relate  to 
the  other  two  items,  roadbed  and  ties.  The 
grade  is  very  easy  on  a  great  portion  of  the 
central  route,  as  the  Platte  valley,  Salt  Lake 
valley,  and  the  Humboldt  valley  are  extremely 
smooth  and  level.  -All  the  rivers  can  be  easily 
bridged;  the  country  is  healthy;  the  climate 
is  neither  very  hot  nor  very  cold;  miners  are 
busy  on  all  sides  of  it  in  search  for  gold  and 
silver;  and  the  moving  emigration  on  this 
route,  together  with  the  mails  already  estab- 
lished, wi.ll  all  help  to  relieve  it  of  a  portion 
of  the  loneliness  and  desolation  which  exists 
on  all  the  overland  routes.  By  adopting  a 
temporary  grade,  which  can  be  improved  after- 
wards, the  track  laying  may  commence  at 
each  end  and  proceed  with  great  activity  to- 
wards the  mountains,  where  men  in  advance 
should  prepare  the  more  difficult  passes.  It 
is  not  within  the  province  of  your  committee 
to  present  items  of  estimates,  but  by  thus 
showing  that  the  extra  cost  mainly  relates  to 
the  grade  and  ties,  they  cannot  perceive  how 
it  is  possible  for  such  a  road  to  cost  a  vastdeal 
more  per  mile  than  other  railroads.  The  cost 
of  western  roads  does  not  exceed  forty  thou- 
sand dollars  a  mile,  and  some  are  built  for 
much  less.  Add,  if  you  please,  twenty  thou- 
sand dollars  a  mile  for  extra  cost  of  grading 
and  procuring  ties  on  a  Pacific  road,  and  you 
have  a  total  of  sixty  thousand  dollars  a  mile. 
If  yon  start  with  two  converging  branches, 
which  are  to  unite  within  two  hundred  miles 
from  the  Missouri,  the  entire  length  of  line, 
including  the  branches,  would  be,  say,  two 
thousand  miles,  and  the  entire  cost  one  hun- 
dred and  twenty  millions  of  dollars.  Looking 
at  the  valley  of  the  Platte,  sixty  thousand 
dollars  a  mile  would  appear  enormous;  while 
looking  at  the  mountain  passes  of  the  Wasatch 
and  Sierra  Nevada,  it  would  appear  too  small. 
As  the  easy  portion  far  exceeds  the  mountain- 
ous and  rough  portions,  your  committee  be- 
lieve this  sum  a  safe  approximate  estimate  of 
the  entire  cost  of  the  road. 

(Concluded  in  our  next  number.) 


The  city  of  Keokuk,  Iowa,  which  has 
a  population  of  some  10,000  inhabitants,  has 
taken  stock  in  railroads  to  the  amount  of 
SI, .500, 000,  which  it  has  got  to  pay,  making 
SI  50  to  each  man,  woman  and  child  of  the 
city. 


Chicago,  Iowa  axd  Nebraska  R.  R. — The 
annual  meeting  of  the  stockholders  of  this 
road  was  held  at  Clinton  on  Thursday  the 
14th  June,  when  the  following  persons  were 
elected  Diretors: 

J.  Bertram,  C.  Waller,  L.  B.  Crocker,  C.  A. 
Lambard,  A.  H.  Twambly,  S.  S.  Davis,  Oakes 
Ames. 

J.  Bertram  was  elected  President;  L.  B. 
Crocker,  Vice  President;  A.  Lambard,  Treas- 
urer; and  J.  M.  Ham,  Secretary. 


Florida  Railroad. — A.  H  Cole,  Esq.,  Su- 
perintendent of  the  Florida  Railroad,  dated 
Fernandia,  June  16,  states:  "I  have  the  pleas- 
ure to  inform  you  our  track  reached  the  waters 
of  the  Gulf  on  the  13th  inst.  The  road  has 
its  Eastern  terminus  at  Fernandia.  and  its 
Western  terminus  at  Cedar  Keys,  and  is  one 
hundred  and  fifty-four  miles  long.  It  cost 
rfVont  three  and  half  millions  of  dollars. — 
Chas.    Courier. 


Transportation. — There  is  any  amount  of 
grumbling  at  the  late  advance  of  $10  a  car 
from  Buffalo  or  Suspension  Bridge  to  Albany. 
The  charge  now  is  $75  to  Albany,  or  S85  to 
New  York.  Some  bullocks  contracted  at  In- 
dianapolis through  to  New  York,  via.  New 
York  Central  Road,  at  $145  a  car,  were  charg- 
ed S155  here,  and  the  shippers  told  to  jo  back 
there  for  redress. 

The  price  of  cars  from  Cincinnati  to  Albany 
has  been  $150 — now  SI 60;  and  we  under- 
stand that  agents  of  the  road,  via.  Loveland, 
Steubenville,  Pittsburgh,  etc..  and  also  via. 
Wheeling  and  Baltimore,  have  been  making 
arrangements  the  past  week  with  Kentucky 
and  Southern  Ohio  stock  men  to  bring  their 
cattle  that  way  at  the  same  rate,  while  "  other 
inducements"  are  held  out  in  such  a  shape 
that  the  trade  is  likely  to  take  a  turn  that 
Way. 

Charles  Minot,  General  Superintendent  of 
the  New  York  and  Erie  Railroad,  has  issued 
stringent  orders  to  agents,  and  to  conductors 
of  live  stock  trains,  for  the  benefit  of  shippers. 
These  orders  require  a  minute  report  of  any 
damage  or  accident  to  be  made  immediately 
to  R.  C.  McNeil,  Superintendent  of  Live  Stock 
at  Campville,  who  proceeds  at  once  to  ascer- 
tain the  facts,  and  settle  with  the  drovers  who 
claim  damages.  One  order  is,  to  be  careful 
to  keep  the  stock  of  individuals  together — to 
never  separate  a  lot  except  in  case  of  emer- 
gency, and  thus  the  owner  must  be  notified. 
All  the  employees  of  the  road  are  required  to 
assist  drovers,  when  necessary,  to  take  care 
of  stock.  Next  week  a  lot  of  new  stock  cars 
will  be  put  on  the  road,  havirg  scuttles  in  the 
roofs,  so  that  the  stock  can  be  visited  while 
the  train  is  in  motion.  The  price  per  car  is 
now  $83  from  Dunkirk  to  Bergen. 


[From  the  Paris  Correspondence  of  the  London  Times.] 

THE  HONDURAS  INTER-OCEANIC 
ROUTE  AND  THE  FRENCH  EM- 
PEROR'S PROTECTION. 

A  deputation  of  the  Honduras  Inter-oceanic 
Railway  Company  had  the  honor  of  being  re- 
ceived this  day  at  the  Palace  of  the  Tuilleries 
by  the  Emperor.  The  deputation  consisted  of 
Mr.  F.  Moulton,  of  Paris;  Mr.  Joseph  Robin- 
son, of  London  ;  Mr.  Sandon  Kirkpatriek,  of 
London;  Dr.  Holland,  M.  D,  New  fork,  phv- 
sician  to  the  Surveying  Expedition,  and  Mr. 
Robert  Rowan  Moore,  Secretary  to  the  Com- 
pany. The  deputation  was  introduced  by 
Senor  Herran,  Minister  Plenipotentiary  for 
the  Slates  of  Honduras  and  San  Salvador. 
The  interview  lasted  over  forty  minutes.  The 
spokesman  of  the  deputation  stated  that  vari- 
ous routes  had  been  from  time  to  time  project- 
ed, and  in  1854  the  Panama  Railway  had  been 
opened.  Over  this  line  there  passed  a  large 
and  increasing  traffic.  It  carried  about  80,000 
passengers  and  £16,000,000  sterling  of  trea- 
sure per  annum,  besides  a  large  quantity  of 
French  and  English  light  goods.  Since  the 
date  of  the  opening  of  the  Panama  Road  it 
has  paid  in  dividends  12  per  cent,  per  annum 
upon  its  capital.  Last  year  its  surplus,  after 
dividend,  exceed  £190,000.  and  its  sinking  and 
reserve  fund  amounted  to  £242,000.  In  one 
day  in  December,  1859,  2,300  passengers  were 
carried  over  the  line  at  £5  per  head.  The 
search  for  a  more  favorable  route  has  led  to 
the  discovery  of  that  across  the  State  of  Hon- 
duras. This  route  has  been  carefully  survey- 
ed under  English  direction,  and  the  survey 
has  been  reviewed  by  Lieut.  Col  Stanton,  R. 
E.,  an  officer  appointed  by  Her  Majesty's  Gov- 
ernment for  that  purpose.  The  survey  has 
established  the  follwiug  facts — that  Port  Cor- 
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tez  on  the  Atlantic  (lat.  15.49  N.)  and  Fonse- 
ca,  on  the  Pacific,  (lat.  13  21  N.)  are  both 
first  class  harbors  ;  that  across  Honduras  is 
a  perfectly  practicable  route  for  a  railway  of 
220  miles  in  length  to  connect  these  harbors. 
Mr.  Trou twin?,  the  superintending  engineer, 
reports  that  the  result  of  the  survey  is  the 
establishment  of  the  interesting  and  important 
fact  that  there  exists  through  Honduras  a  per- 
fectly feasible  route  for  a  railway,  with  natural 
harbors  at  its  ocean  termini,  the  existence  of 
which  must  be  regarded  as  a  controlling  fea- 
ture in  an  enterprise  like  that  proposed,  and 
■which  derive?  peculiar  importance  from  the 
fact,  that  throughout  the  entire  extent  of  Cen- 
tral America  there  occurs  no  similar  instance 
in  combination  with  a  route  so  favorable  as 
that  developed  in  the  survey.  Col.  Stanton 
reports  that  the  harbors  are  unexceptionable, 
and  that  the  road  can  be  constructed  without 
any  sharper  curves  or  heavier  grades  than  are 
to  be  found  on  existing  lines  over  which  loco- 
motives work  without  difficulty.  The  security 
and  neutrality  of  the  route  and  the  freedom  of 
the  ports  are  guaranteed  in  perpetuity,  under 
all  circumstances,  by  special  articles  in  trea- 
ties with  the  Governments  of  Great  Britain 
and  the  United  States. 

This  road,  therefore,  is  based  upon  the  prin- 
ciple that  should  rule  in  every  commercial 
route.  It  knows  no  national  distinctions  in 
peace  or  war.  It  must  be  open  upon  equal 
terms  to  all  the  world,  and  its  ports  free  to  all 
the  world.  The  distance  of  this  route  between 
New  York  and  California  is  about  1,100  miles, 
or  more  than  one-fifth  the  entire  distance  of 
5,224  miles  shorter  than  that  by  Panama. 
Of  forty  recorded  hurricanes  but  two  crossed 
the  ocean  route  between  New  York  and  Port 
Cortez.  The  saving  of  time  between  New 
York  and  California,  and  British  Columbia, 
from  the  safety  of  the  voyage  and  convenience 
of  ports,  etc.,  would  be  no  less  than  five  days. 
The  harbors  of  the  lino  have  in  their  immedi- 
ate neighborhood  ample  means  of  supplying 
provisions,  water,  timber  and  other  materials 
for  the  provision,  repair  and  building  of  ships. 
The  climate  on  the  coast  is  not  unhealthy,  and 
that  of  the  interior  all  authorities  concur  in 
aoscribing  as  most  salubrious,  and  in  every 
respect  suited  for  settlement  by  Europeans. 
The  railway  has,  besides  its  right  of  way,  a 
grant  in  perpetuity  of  ]  ,400,000  acres.  The 
lands  are  fertile,  and  abound  in  valuable 
woods  and  minerals. 

The  Emperor  then  inspected  the  maps  of 
the  line  and  ports.  He  asked  at  what  gradi- 
ents the  summit  was  surrounded,  and  ex- 
pressed himself  sa'isfied  with  the  reply  that 
the  ascent  from  both  the  Atlantic  and  Pacific 
was  to  a  great  extent  gradual;  that  the  steep- 
est gradients  upon  the  line  were  for  five  miles 
on  the  Atlantic  side,  rising  from  the  plain  of 
Comayagua,  85  feet  to  the  mile;  and  for  22 
miles  rising  from  the  Pacific  at  a  gradient  of 
95  to  the  mile,  but  that  these  gradients,  Col 
Stanton  states,  admit  of  being  very  much  im- 
proved. 

His  Majesty  staled  his  satisfaction  at  the 
route  being  thoroughly  international — Eng- 
lish, French  and  American.  He  inquired  as 
to  the  estimated  cost.  It  was  stated  that  the 
Directors  had  received  a  tender  for  the  con- 
struction of  the  line  for  $2,500,000,  and  that 
it  could  be  made  for  that  amount,  seeing  that 
for  about  forty  miles  on  the  Atlantic  side  the 
river  Humaya  was  navigable. 

In  conclusion,  the  Emperor  assured  the  de- 
putation that  the  enterprise  should  have  his 
best  protection.  Having  presented  to  his  Ma- 
jesty copies  of  the  maps,  plans,  reports,  and 
other  documents,  the  deputation  withdrew. 


STATE  RAILROAD  MATTERS. 

We  notice  that  much  enthusiasm  exists 
among  the  citizens  of  Harrison,  Cass  and 
Br.wie  counties,  in  regard  to  the  "  Metropolitan 
Railroad,"  which  is  chartered  to  run  from 
Texarcana,  in  Bowie  county,  by  the  most  prac- 
ticable route,  to  Jefferson  and  Marshall,  in 
Harrison  county,  Henderson,  Palestine,  Fair- 
field, Springfield  and  Austin.  The  section 
desired  now  to  be  built,  is  that  to  connect 
Jefferson  with  Moore's  Landing,  on  the  Red 
River,  the  present  proposed  Texas  terminus  of 
the  Memphis,  El  Paso  and  Pacific  Railroad. 
Should  this  section  be  built,  the  intervening 
distance  to  Marshall,  to  connect  with  the 
Southern  Pacific  Railroad,  will  be  only  sixteen 
or  seventeen  miles.  Marshall  will  soon  be 
connected  by  railroad  with  Shreveport,  La., 
and  thus  many  very  desirable  transportation 
facilities  will  be  afforded  the  fertile  northeast 
of  our  State 

A  meeting  of  the  citizens  interested  was 
held  at  Jefferson  on  the  21st  ult.,  as  we  learn 
from  the  Herald  &  Gazette,  Mr.  B.  J.  Terry 
presided  and  Mr.  S.  R.  Eggers,  editor  of  the 
Herald,  acted  as  Secretary.  Mr.  H.  P.  Mabry, 
on  motion,  explained  the  object  of  the  meeting, 
which  was  simply  to  endeavor  to  effect  an  or- 
ganization and  proceed  to  work,  on  the  basis 
that  the  entire  road  could  he  completed  in  a 
year,  or  a  year  and  a  half. 

It  must  be  here  stated,  that,  on  the  14th  ult. 
a  meeting  of  the  stockholders  of  the  Memphis, 
El  Paso  &  Pacific  Railroad,  took  place  at  Paris, 
Lamar  county,  at  which  the  proposition  to  con- 
nect that  and  the  Metropolitan  road  was  most 
favorably  received.  This  meeting  was  attend- 
ed, on  the  part  of  the  Metropolitan,  by  Gen. 
W.  P.  Saufley,  as  commissioner.  He  reported 
to  the  Jefferson  meeting  that  the  El  Paso  com- 
pany and  the  people  of  the  whole  upper  Red 
River  country  were  willing  and  anxious  to  do 
all  in  their  power  to  assist  in  building  the  road 
from  Bowie  county  to  Jefferson.  Such  a  con- 
nection would  be  of  the  utmost  importance  to 
the  M.,  E.  P.  &  P.  company,  as  it  would  enable 
them  to  receive  their  iron  and  other  supplies 
from  Shreveport,  without  much  trouble,  instead 
of  sending  them  up  to  Moore's  Landing.  The 
iron  for  twenty-five  miles  of  the  M.,  E.  P.  &  P. 
road,  with  a  locomotive,  is  now  afloat  on  the 
Mississippi  and  Red  Rivers,  as  stated  by  the 
contractor,  Col.  Thos.  C.  Bates,  at  both  the 
Paris  and  Jefferson  meetings,  and  he  saw  lit- 
tle or  no  prospect  of  getting  it  up  to  its  des- 
tination, unless  a  connection  could  be  made 
with  Jefferson  or  some  other  point  in  naviga- 
ble reach.  He  preferred  Jefferson,  and  was 
ready  at  any  time  to  lay  down  twenty-five  miles 
of  the  Metropolitan  Road. 

Col.  Fisk,  one  of  the  contractors  of  the  M., 
E.  P.  &  P.  road  was  present  at  Jefferson  ;  and 
he  showed  that  the  Metropolitan  road  would 
pay  from  the  start.  His  statistics,  Mr.  Eggers 
says,  are  correct.  He  estimated  that  the 
Metropolitan  can  be  built  for  $20,000  a 
mile. 

A  committee  was  appointed  to  social  sub- 
scriptions to  the  stock  of  the  Metropolitan; 
and  the  contract  made  by  the  citizens  of  Jeffer- 
son, sent  to  the  Paris  meeting,  with  the  engi- 
neer of  the  Memphis  and  El  Paso  road,  was 
ratified.  Col.  Gates,  by  consent  of  that  com- 
pany, is  to  use  his  iron  in  building  the  pro- 
posed road  from  Jefferson  to  Moore's  Landing, 
to  be  completed  in  eighteen  months;  and  an 
engineer's  survey  was  to  have  been  commenced 
on  the  23d  ult. 

From  the  action  of  these  two  meetings,  it 
would  appear  that  the  proposed  consolidation 
of  the  Memphis  and  El  Paso  with  the  Southern 
Pacific  railroad,  which  was  one  of  the  improved 


features  of  Mr.  Edgar  Thomson's  assumption 
of  the  Presidency  of  the  latter  enterprise,  is 
dissolved,  and  each  company  is  to  work  on  its 
own  plan.  One  or  the  other  will  have  to 
abandon  the  field. 

We  may  as  well  say  here,  that  the  well  in- 
formed New  Orleans  agent  of  the  S  P.  R.  R. 
is  much  inclined  to  doubt  the  statement  pub- 
lished by  us  some  three  weeks  ago  from  the 
Dallas  Herald,  that  an  engineer  or  contractor, 
deputed  by  Mr.  Thomson,  had  arrived  at  Dal- 
las, with  the  intent  of  going  to  work  on  the 
road  from  that  point.  No  information  of  the 
kind  bad  reached  the  agent,  when  we  saw  him 
in  New  Orleans  a  fortnight  ago ;  and  we  know 
that  he  is  kept  well  posted  by  Mr.  Thomson, 
Dr.  Fowlkes,  and  Gen   Richardson 

We  see  that  a  compromise  has  been  entered 
into  between  the  parties  interested  in  the  pro- 
posed railroad  from  Sabine  City  to  the  North 
of  the  State;  a  difficulty  of  a  serious  nature 
had  occurred  between  them  because  of  the 
alleged  hasty  and  unauthorized  action  of  the 
parties  from  Sabine  and  that  vicinity,  by  which 
they  gained  control  of  the  road,  and,  in  the  or- 
ganization, ignored  completely  the  northern 
counties  in  the  bargain.  A  second  meeting  of 
the  commissioners  is  to  be  held,  when,  it  is  to 
be  hoped,  all  difficulties  will  be  amicably  ar- 
ranged.—  Galveston  News. 


MERCANTILE  HONOR. 

A  Boston  merchant,  in  a  communication  to 
the  Daily  Advertiser,  of  that  city,  makes  some 
interesting  remarks  upon  the  progress  of  mer- 
cantile honor.      He  says : 

After  all  that  is  said  it  can  probably  be 
shown  that  we  really  have  a  high  standard 
among  us,  and  that  all  must  conform  to  it 
who  mean  to  enjoy  favor  and  respect.  While 
some  persons,  few  in  number  if  couuted.  are 
found  to  have  been  criminal  though  previous- 
ly supposed  to  he  upright,  the  great  multitude 
are  daily  performing  their  toilsome  duties, 
through  all  the  vicissitudes  of  life,  without  re- 
proach and  without  cause  for  it,  so  far  as  the 
truth  can  be  gathered  from  their  habitual 
conduct,  and  from  its  results.  While  a  dozen 
cases  of  fraud  may  be  detected  among  those 
who  had  before  stood  respectably,  the  history 
of  all  our  transactions  from  week  to  week  for 
a  year  would  show  that  thousands,  probably 
millions,  of  engagements  are  faithfully  met,  a 
large  portion  of  them  resting  merely  on  ver- 
bal agreements  which  could  not  be  enforced  by 
law  if  the  contracting  parties  were  inclined  to 
avoid  honest  performance,  the  word  of  a  man 
once  given  being  in  most  cases  sufficiently 
binding,  as  is  proved  by  habitual  reliance  upon 
it.  We  hear  it  asserted  that  people  are  suf- 
fered to  walk  about  among  us,  who,  if  they 
had  their  deserts,  would  be  in  prison.  As  to 
any  persons  who  have  been  convicted  of  crime, 
it  is  unnecessary  to  say  that  they  are  regarded 
as  convicts.  It  is  urged  that  we  have  had  in- 
stances even  of  forgery  here  never  yet  punish- 
ed. True,  where  are  the  forgers  ?  Abscond- 
ed and  dead;  or  living  in  obscurity  if  the  evi- 
dence be  clear.  Any  man  among  us  who  has 
had  crime  imputed  to  him  and  failed  to  clear 
himself  of  the  charge,  has  found  his  influence 
essentially  destroyed.  Whatever  his  qualifi- 
cations for  office  may  be,  however  desirable  it 
might  be  to  secure  his  services  for  a  public 
station,  he  has  little  chance  of  obtaining  any 
place  by  election  unless  after  a  long  course  of 
altered  conduct.  And  so  through  all  grades 
of  misdemeanor  or  unfairness,  even  in  excit- 
ing reasonable  expectations  and  disappoint- 
ing them,  just,  in  proportion  to  the  deviation 
from  strict  right,  there  is  a  blot  or  a  shade 
resting  on  the  charactar,  which  is   indicated 
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by  "winks  and  finger  ends,"  and  by  blushes 
that  rise  on  the  checks  of  relatives  and  chil- 
dren at  occasional  allusions,  where  the  evi- 
dence justifies  the  imputation.  There  is  no 
power  to  exclude  even  those  who  rest  under 
serious  charges  from  the  streets  or  public 
places,  but  their  altered  manner  is  seeking  re- 
cognition, and  the  way  in  which  they  are  met, 
gives  ample  proof  of  melancholy  change  in 
public  esteem. ' 

It.  is  often  remarked  that  we  must  be  grow- 
ing worse  because  there  are  more  cases  now 
than  formerly  of'eriminal  misconduct.  Alarms 
of  fire  are  more  frequent  in  a  great  city  than 
a  small  one,  because  there  are  more  buildings, 
but  without  increase  of  danger  to  any  one  of 
the  houses.  Several  hundred  millions  of  dol- 
lars have  been  invested  .in  railroads  within 
twenty -five  years  past,  of  which  we  have  our 
full  share,  thus  making  it  necessary  to  seek 
for  an  unprecedented  number  of  persons  suit- 
ed to  fill  places  of  trust,  and  men  have  been 
called  to  fill  them  suddenly  without  previous 
training,  and  without  the  provision  of  any 
proper  system  of  checks  and  safeguards  to 
keep  the  new  office  holders  in  a  steady  course. 
The  misconduct  and  crimes  that  have  ensued 
in  such  cases  are  not  altogether  peculiar  to 
America.  But  while  the  number  of  such  eas- 
es is  thus  increased  with  the  general  growth 
of  affairs,  the  difference  in  degree  between 
those  of  the  present  day  and  the  past,  is  not 
so  remarkable.  Those  of  us  who  have  reten- 
tive memories  can  match  any  of  them  with 
astounding  incidents  long  gone  by  and  gener- 
ally forgotten. 

A  few  years  ago,  a  man  who  was  long  dis- 
tinguished among  us  for  intelligence,  for  ener- 
gy, and  for  conduct  scrupulously  upright  under 
severe  trials,  and  who  has  now  gone  to  his 
grave,  leaving  behind  him  lasting  proofs  of 
public  spirit  and  skill  in  business,  took  part 
in  some  discussions  on  the  relative  character 
of  the  community  in  our  day  as  compared  with 
former  times.  The  present  state  of  things 
was  distasteful  to  him.  In  his  opinion,  we 
suffered  merely  by  comparison,  in  most  mat- 
ters, with  the  old  school.  At  length  the  sub- 
ject of  integrity  and  fair  dealing  among  men 
of  business  was  introduced.  "As  to  commer- 
cial integrity,"  he  said,  "I  will  freely  admit 
at  once  that  there  is  improvement.  Things 
were  done  formerly  which  would  not  be  toler- 
ated now;"  an  important  admission  this,  from 
one  whose  prepossessions  were  so  strong  and 
so  unfavorable  to  our  age  in  most  respects. 

The  Advertiser's  correspondent  made  this 
remark  in  conversation  with  an  old  Boston 
merchant,  '.hen  living  in  London,  apropos  of 
the  latter' s  reminiscences  of  Boston.  The  re- 
ply was  substantially  "  that  his  own  observa- 
tion tended  to  confirm  it.  He  added,  that  for 
more  than  forty  years  he  had  been  in  a  posi- 
tion to  observe  how  our  business  is  conducted 
in  connection  with  the  extensive  credits  given 
from  Europe,  and  that  it  was  surprising,  in  a 
review  of  the  past,  to  find  how  uniformly  there 
had  been  good  faith  in  these  transactions.  He 
stated  that  in  the  multitude  of  instances, 
through  so  many  years,  in  which  he  had  au- 
thorized such  credits  as  a  banker,  he  re- 
membered only  three  where  there  had.  been 
fraud." 

The  question  whether  ive  are  always  suffi- 
ciently prompt  in  prosecuting  accused  per- 
sons, or  in  deciding  to  refuse  them  any  fur- 
ther notice  as  friends  or  acquaintance,  might 
require  some  reference  to  individual  cases  in 
which  the  facts  would  not  be  readily  agreed 
upon. 

To  speak  as  if  we  might  as  well  give  up  all 
self-respect  at  once,  denouncing  those  who  are 


accused  with  little  discrimination  or  discern- 
ment, seems  to  be  thought  necessary  "in  or- 
der to  deter  the  young'from  error."  It  should 
be  remembered,  on  the  other  hand,  that  great 
mischief  may  be  done  to  the  young  by  familiar- 
izing them  with  the  thought  that  we  have  no 
standard  of  right  by  which  their  delinquencies, 
if  they  error,  are  to  be  strictly  judged.  That 
the  difference  between  fraud  and  honesty,  or 
even  between  insincerity  and  fair  dealing,  is 
readily  appreciated  among  us,  and  in  the  main, 
justly  requited  at  the  bar  of  public  opinion. 


THE   PREVENTION    OF    SMOKE   IN 
STEAM-BOILERS. 

We  have  before  us  a  return  of  experiments 
made  by  the  Admirality,  with  the  view  of  as- 
certaining the  relative  advantages  and  disad- 
vantages of  preventing  and  making  smoke, 
combined  with  the  economy  of  fuel.  This  re- 
turn has  been  printed  by  order  of  the  House 
of  Commons,  and  is  dated  16th  of  April,  1860. 
The  report  is  signed  by  Mr.  Atherton,  the 
chief  engineer  of  Woolwich  Dockyard,  and  his 
assistants,  and  professes  to  be  the  result  of 
four  trials  made  in  the  boilers  of  the  Bustler, 
on  the  result  of  the  ventilating  doors  construct- 
ed on  the  system  adopted  at  Newcastle— Mr. 
Charles  Wye  Williams'  arrangement.  Two 
trials  were  made  on  the  10th  and  18th  of 
March,  and  two  on  the  15th  and  19th  of  April, 
1859. 

In  these  trials  the  first  of  each  pair  was  "with 
the  ventilating  doors  for  the  prevention  of 
smoke,"  and  the  second  with  "  the  ventilating 
doors  closed,  making  smoke."  Ofthese  trials 
the  report  states  that,  "By  comparing  the 
coal  burnt,  for  indicative  horse-power,  on  the 
10th  and  18th  of  March,  there  is  an  advantage 
gained  of  16-5  per  cent,  in  favor  of  the  ventila- 
ting doors.  In  the  two  last  experiments  the 
report  states,  "By  comparing  the  coal  burnt, 
per  indicated  horse  power,  on  the  loth  and 
19th  of  April,  there  is  an  advantage  of  21  per 
cent  in  favor  of  not  making  smoke."  Of  the 
first  two  trials  the  report  states  that  "  the 
smoke  produced  was  light  brown,  in  moderate 
quantity,  and  this  appearance  was  only  when 
the  fires  were  urged  and  stirred."  Whereas, 
when  the  ventilating  doors  were  closed,  "the 
smoke  was  dense  and  black  during  the 
trial. ' ' 

Again,  in  the  two  trials  in  April  the  same 
results  were  obtained.  The  ventilating  doors 
being  opened,  "nothing  more  thau  a  light- 
brown  smoke  issued  from  the  chimney,  and 
through  a  considerable  portion  of  the  time  the 
chimney  was  perfectly  smokeless"  whereas, 
when  the  ventilators  were  closed,  "  much  black 
smoke  was  made." 

In  these  trials,  satisfactory  as  they  are  with 
reference  to  the  economy  of  fuel,  and  the 
avoidance  of  the  smoke  nuisance,  the  report 
is  deficient  in  the  next  and  equally  important 
point,  namely,  the  practical  effect  of  this 
economy  in  the  generation  of  steam.  No  re- 
cord appears  to  have  been  kept  of  the  heat 
generated,  applied,  or  lost.  It  may  in  the 
absence  of  such  a  record,  be  asked,  what  is  the 
use  of  making  a  greater  quantity  of  heat  from 
the  same  weight  of  coal  if  it  be  not  made  avail- 
able? It  is  true  that  the  mean  speeds  of  the 
vessel  are  given;  but  what  is  wanting  evident- 
ly is  a  register  of  the  temperature  both  in  the 
working  part  of  the  boiler  and  in  the  chimney. 
It  is  reported  that  in  the  first  trial,  with  the 
ventilating  doors,  6,326  lbs.  of  coal  were  burnt 
against  7,410  lbs.  without  them.  In  the  secoud 
trial  5,600  lbs.  of  coal  against  7,100. 


In  the  absence  of  a  record  of  the  heat  made 
or  wasted  by  the  chimney,  we  are  Doable  t;> 
determine  the  practical  value  of  this  saving. 
Now,  this  is  of  the  last  importance  in  a  double 
point  of  view — 1st,  as  to  the  effective  value  of 
each  poui.d  of  coal  used;  and  2d,  of  the  effici- 
ency of  the  boiler  itself,  in  converting  the  heat 
generated  into  avilable  steam.  These  two 
essential  results  are  so  easily  obtained  that 
we  are  the  more  surprised  they  have  not  been 
attended  to,  as  was  done  at  Newcastle.  All 
that  was  required  was  the  UEe  of  a  pyrometer 
in  the  boiler,  and  another  in  the  up  take  or 
chimney.  This  latter  is  of  very  great  impor- 
tance, as  by  it  we  are  enabled  to  determine  the 
practical  value  of  the  super-heating  process, 
which  will  be  successful,  or  the  reverse,  in  pro- 
portion as  the  waste  heat  is  greater  or  less. 
Above  all,  such  returns  of  the  heat  applied  or 
lost  go  directly  to  determine  the  effective  value 
of  the  boiler  itself. 

As  we  perceive  further  experiments  are  to 
be  made,  we  trust  that  attention  will  be  given; 
to  the  menus  required  for  ascertaining  the 
quantities  of  heat  made,  applied,  or  wasted, 
and  without  which  such  reports  fail  in  most 
important  points. — Mechanics'  Mag. 


DEATH  OE  MAJOR  GEN.  JESTJP. 

The  public  at  large,  but  especially  his  com- 
panions iu  arms,  will  be  grieved  to  hear  of  the 
death,  in  this  city,  yesterday  moruing,  from 
paralysis,  of  Major  General  Thomas  Sidney 
Jesup.  The  deceased  was  but  a  few  days  ago 
in  the  active  personal  discharge  of  his  duties 
as  Quartermaster-General  of  the  Army,  and 
we  met  him  with  firm  and  elastic  step  on  the 
street,  with  an  apparent  prospect  of  continued 
usefulness.  This  brave  officer,  whose  name  ia 
to  be  found  conspicuous  in  our  military  annals, 
was  not  more  admirable  as  a  soldier  than  he 
was  estimable  for  his  domestic  and  social 
virtues. 

Gen.  Jesup  was  born  in  Virginia  in  the  year 
1788,  and  entered  the  army  in  1808  as  a  se- 
cond lieutenant  of  the  seventh  infantry,  and 
his  subsequent  military  history  is  succinctly 
described  as  follows:  So  rapid  was  his  promo- 
tion, that  in  1812  he  was  Brigade  Major  and 
Acting  Adjutant  General  to  Brigadier  General 
Hull.  Iu  1813  he  was  Major  of  the  nineteenth 
infantry;  transferred  in  1814  to  the  twenty- 
fifth  as  Brevet  Lieutenant  Colonel  for  distin- 
guished and  meritorious  service  in  the  battle 
of  Chippewa,  of  the  5th  of  July,  1814.  In  No- 
vember of  the  same  year  he  was  brevetted 
Colonel,  for  gallant  conduct  and  distinguished 
skill  in  the  battle  of  Niagara,  of  the  25th  of 
July,  1814.  in  which  he  was  severely  wounded. 
On  the  reduction  of  the  army  in  1S15  he  was 
retained  in  the  first  infantry,  and  in  1817  was 
Lieutenant  Colonel  of  the  third  infantry.  In 
1818  he  was  appointed  Adjutant  General,  with 
the  rank  of  Colonel;  and  the  same  year  Quar- 
termaster General,  with  the  rank  of  Brigadier 
Geueral ;  and  was  bievetted  Major  General  in 
May,  1828,  for  ten  years'  meritorious  service. 
He  was  assigned  to  the  command  of  the  army 
in  the  Creek  nation,  Alabama,  in  1836,  and 
succeeded  Gen.  Call  in  Florida  on  the  Sth 
December,  1836;  was  wounded  in  action  with 
the  Seminole  Indians,  near  Jupiter  Inlet,  on 
the  24th  Januarv,  1S3S;  and  was  succeeded 
by  Col.  Z.  Taylor  on  the  15th  May,  1S38; 
whereupon  he  returned  to  the  duties  of  his  de- 
partment, which  he  managed  with  distinguish- 
ed ability. 

In  his  despatch  from  Chippewa  Plains,  July 
7, 1S14,  Gen.  Brown,  iu  detailing  the  incidents 
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of  the  battle  of  Chippewa,  thus  refers  to  the 
subject  of  this  sketch  : 

'•Major  Jesup,  commanding  the  left  flank 
battalion,  finding  himself  pressed  in  front  and 
in  flank,  and  his  men  falling  fast  around  him, 
ordered  his  battalion  to  'support  arms  and 
advance,'  the  order  was  promptly  obeyed, 
amidst  the  most  deadly  and  destructive  fire. 
He  gained  a  more  secure  position,  and  return- 
ed upon  the  enemy  so  galling  a  discharge  as 
caused  them  to  retire.  By  this  time  their 
whole  line  was  falling  back,  and  our  gallant 
soldiers  pressing  upon  them  as  fast  as  possi- 
ble." 

In  his  despatch  concerning  the  severe  battle 
of  Niagara,  June  25,  1814,  Gen.  Brown  thus 
refers  to  some  of  his  officers  : 

"From  the  preceding  details  yon  have  new 
evidence  of  the  distinguished  gallantry  of  Gen- 
erals Scott  and  Porter,  of  Col.  Miller,  and 
Major  Jesup,  of  the  first  brigade." 

To  his  fine  military  capacity  in  the  field 
Gen.  Jesup  added  great  administrative  ability. 
In  the  management  of  the  vast  concerns  of 
the  Quartermaster's  Department  he  evinced 
great  foresight,  but  the  labor  devolved  upon 
him  by  the  Mexican  war,  in  managing  the 
details  of  the  campaign  in  a  far-distant  coun- 
try, can  only  be  properly  appreciated  by,those 
who  shared  in  its  difficulties  and  responsibili 
ties.  A  grateful  country  must  ever  bear  in 
honorable  remembrances  the  services  of  the 
veteran  soldier  and  gentleman,  whose  name 
and  fame  will  go  down  to  posterity  as  a  portion 
of  our  brightest  military  records. — National 
Intelligencer. 


RESULTS    OF    AN   ANALYSIS    OF 
PENNSYLVANIA  PETROLEUM. 

BY    E.    S.     WAYNE. 

Especially  respecting  its  value  as  a  source  of 
hydro-carbon  oils,  adapted  to  the  purposes  of 
illumination, 

The  recent  discovery  in  Western  Pennsyl- 
vania and  Eastern  Ohio  of  numerous,  and  ap- 
parently inexhaustible  sources  of  petroleum, 
and  the  bearing  it  was  anticipated  to  have  up- 
on what  is  as  yet  a  new  branch  of  manufac- 
ture (that  of  coal  oil),  has  made  it  a  subject 
of  much  interest  and  no  little  anxiety  to  those 
engaged  in  that  business. 

Through  Mr.  J.  YV.  Donahue,  of  this  city,  I 
obtained  a  quantity  of  Pennsylvania  petroleum, 
sufficient  for  a  practical  test  of  its  value,  which 
was  sent  to  him  from  Holland,  Venango  coun- 
ty, Pennsylvania  This  specimen,  which  I 
presume  is  a  fair  representation  of  the  quality 
of  it,  as  obtained  from  the  numerous  wells  in  that 
locality,  was  of  a  peculiar  opaque,  olive-green 
hue;  and  in  oder  similar  to  that  petroleum 
tommonly  known  as  Seneka  oil,  which  it  very 
much  resembles,  with  the  exception  only  of  its 
being  much  thinner  in  body.  Upon"  testing 
the  specific  gravity  of  it,  I  found  it  to  be  only 
815°;  much  lower  than  that  of  Seneka  oil  and 
other  specimens  I  had  of  petroleum,  exuding 
naturally  upon  Paint  Creek,  a  tributary  of  the 
Big  Sandy  river,  Kentucky.  Upon  exposing 
a  portion  of  this  petroleum  to  the  air,  for 
twenty-four  hours,  I  found  thatit  lost  consider- 
able bulk  by  evaporation,  and  that  it  had  gained 
a  corresponding  increase  in  gravity,  as  the  re- 
mainder upon  testing,  gave  825°  specific  gra- 
vity ten  degrees  heavier  than  the  original  sub- 
"  ance,  which  815°.  Ten  gallons  of  this  petro- 
leum was  submitted  to  distillation,  and  the 
following  is  the  fractional  results  and  specific 
gravity  of  the  same.  The  fractions  taken  of 
the  run  of  the  still  were  a  pint  in  volume,  and 


the  specific  gravity  given  is  the  average  of  that 
quantity,  which  was  a  mixture,  more  or  less, 
of  different  gravities,  ranging  between  that 
next  above  and  below  it  in  the  column  of  gra- 
vities. 


Per  Cent. 
Gil"  Eah. 

3  51). . . . 

1.25.... 

3.25..., 

1.25..., 

1.25.... 

J. 95.... 

1.25.... 

1.25.... 

1.25.... 

1.25.... 

1.25..., 

1.2.5... 

1.25.... 

1.25.... 

2.50 

1.25..., 

1.25... 

1.25... 

1.25... 

1  55... 

1.25... 

1.25... 

1.25..., 

2.51). .. 

2.511... 

125... 

1.2.1... 

1.25... 

1.25... 

1.95... 

1.25... 

1.25... 

1.95... 

1.95... 

1.25... 

1.25    .. 

5.H0... 

1.25... 


Spec.  gray, 
lilt"  Pah. 

(168 

G79 

635 


.71)5 
.7(19 
.719 
.721 
.729 
.735 
.741 
.74-4 
.747 
.749 
.754 
7CI 
.703 
.765 
.7(19 

•L7?1 


1.2a 

15.110 

2.50 

2.5!l 

2.50 

2.511 

2.5! 

2.51) 

5.62 

5.110— coke.. 
63— water. 


.787 

.791 

.799 

.801 

.803 

.8116 

.808 

.810 

.812 

.813 

.815 

.816 

.818 

.819 

.817 

.81.5 

.1-20 

'823 

.818  J 

.815 

.813 

.818 

.815 

.825 

.821 


Total  quantity  with- 
in brace,  46-8  gallons; 
having  a  specific  gra- 
vity of  809  des- 


*  In  this  fraction  the 
oil  cooled  to  40°  Fall, 
became  solid  from  the 
presence  of  paraffine. 


100.00 


The  results  of  the  distillation  were  very  dif- 
ferent from  what  ^anticipated,  and  was  led  to 
beleive  they  would  be,  from  a  table  experiment, 
the  fractions  of  which  were  too  small  to  con- 
veniently take.  The  specific  gravity,  and  the 
appearance  of  paraffine  towards  the  latter  part 
of  the  experiment,  caused  me  to  suppose  that 
from  the  low  gravity  of  the  petroleum,  and  ob- 
taining paraffine  in  the  distillate,  that  it  was  a 
mixture  of  very  light  and  heavy  fluid  hydro- 
carbon only. 

In  the  manufacture  of  illuminating  oil  from 
coal,  it  is  that  portion  of  the  product  between 
the  specific  gravity  of  775°  to  840°  only,  that 
makes  in  every  respect  a  good  burning  fluid; 
and  in  the  examination  of  t'-is  petroleum,  it 
was  my  intention  to  have  taken  the  same  range 
of  gravities  it  yielded  as  such,  and  to  test  them 
as  regards  the  illuminating  value  compared 
with  that  of  coal  oil.  It  will  be  seen  from  the 
table  of  gravities  above,  that  there  was  none 
obtained  higher  than  825°,  at  which  point 
paraffine  made  its  appearance;  at  that  I  con- 
eluded  it  would  be  best  not  to  carry  the  quan- 
tity intended  for  burning  fluid  any  further,  and 
consequently  was  disappointed  in  obtaining  a 
fluid  having  the  same  range  of  gravities  as 
that  of  coil  oil,  with  which  I  intended  to  test 
its  illuminating  value  with.  That  portion  of 
the  oil  that  came  over  after  the  above,  upon 
remaining  out  doors  over  night,  was  found  to 
be  in  the  morning  full  of  crystals  of  paraffine. 
The  quantity,  however,  is  not  so  large  as  that 
present  in  coal  oil  of  a  higher  gravity.  A 
slight  elevation  of  temperature  caused  their 
rapid  solution  in  the  accompanying  oil;  and 
an  attempt  at  the  separation,  at  present,  I 
found  difficult,  and  shall,  at  some  future  time. 


separate  them.  The  paralline  from  this  petix- 
leum,  I  am  satisfied,  I  am  satisfied,  is  a  very 
different  body  to  that  obtained  from  coal,  both 
in  its  chemical  compasition  and  physical  pro- 
perties. Its  low  boiling  point,  and  apparent 
low  specific  gravity  indicate  it. 

The  distillation  commenced  with  fluid  of 
very  low  gravity  and  exceedingly  volatile,  and 
almost  colorless.  As  the  gravity  increased,  it 
became  gradually  colored,  and  the  last  frac- 
tions of  it  were  of  a  lemon  yellow  color.  The 
odor  of  the  whole  product  was  similar  to  that 
of  the  original  but  more  penetrating;  by  ex- 
posure to  light,  the  oil  gradually  acquired  a 
dark  color.  That  portion  of  the  oil  included 
within  the  brace,  in  the  column  of  gravities, 
without  any  purification,  was  tested  as  to  its 
burning  in  a  flat  wick  lamp.  At  the  com- 
mencement of  the  trial,  it  burnt  with  a  full 
long  flame,  but  in  the  course  of  a  very  short 
time  it  gradually  commenced  to  grow  smaller, 
and  in  the  course  of  an  hour  it  diminished  to 
about  one-third,  the  wick  very  much  clogged 
with  deposits  of  carbon,  and  giving  but  a  fee- 
ble red  ligth — this  trial  proving  very  satisfac- 
tory. The  oil  was  submitted  to  further  treat- 
ment, with  the  view  of  removing  from  it  any 
or  all  substances  that  might  interfere  with  the 
proper  combustion  of  it;  to  this  end  the  oil 
was  re-distilled  over  time,  and  then  treated 
with  concentrated  sulphuric  acid  and  alkali. 
The  product  after  this  treatment  was  almost 
colorless,  and  the  greater  portion  of  its  original 
odor  gone.  This  again  was  tested  in  the  lamp, 
as  in  the  first  instance.  The  commencement 
of  the  combustion  was  all  that  could  be  de- 
sired, but  the  extent  of  flame  rapidly  decreased, 
and  at  the  end  of  an  hour  the  flame  had  fallen 
off  to  not  more  than  a  third  of  its  original  size. 
The  only  difference  observable  between  it  and 
the  former  trial,  was  the  absence  of  carbon 
deposited  upon  the  wick.  One  thing  is  ob- 
servable during  the  combustion  of  this  fluid, 
that  the  wich  is  rapidly  consumed,  and  to 
throw  the  same  extent  of  flame  as  obtained 
from  coal  oil,  a  much  greater  elevation  of  it  is 
required.  That  the  cause  of  the  rapidly  di- 
minished flame  is  from  the  shortening  of  the 
wick,  is  very  obvious,  as  a  toleroble  extent  of 
flame  be  kept  up  by  elevating  the  wick  as  the 
flame  diminishes,  which,  in  domestic  use, 
would  be  very  troublesome  and  inconveni- 
ent. 

The  product  from  this  specimen  of  petro- 
leum, it  will  be  seen  from  the  above,  is  not  in 
every  respect  a  good  burning  fluid,  as  it  does 
not  give  a  constant  flame,  and  rapidly  burns 
away  the  wick,  rendering  frequent,  trimming 
and  elevation  of  tt  necessary,  to  obtain  a  good 
illumination  from  it,  which  is  a  peculiarity 
difficult  to  account  for.  My  impression  is, 
that  it  arises  from  a  deficiency  of  carbon,  and 
think  that  an  ultimate  analysis  wouid  demon- 
strate that  it  contains  a  smaller  per  cent,  of 
carbon  than  coal  oil,  or  products  obtained  from 
petroleum,  having  a  higher  specific  gravity. 
Such  has  been  my  experience  in  regard  to 
petroleum,  i.  e.,  the  higher  the  gravity  of  the 
crude  material,  the  more  valuable  the  products 
both  for  the  put  poses  of  illumination  and  lubri- 
cation. 

Petroleum,  compared  in  value  with  crude 
coal  oil,  as  source  of  illuminating  fluids,  is  a 
question  of  much  interest,  and  as  far  as  this 
specimen  is  concerned,  not  difficult  to/lecide. 
Volume  for  volume,  it  certainly  yields  a  much 
larger  per  cent,  of  oil  within  certain  gravities, 
than  crude  coal  oil  from  Western  Cannel  coal. 
The  loss  in  and  expenses  of  refining,  is  also 
much  less  than  that  of  coal  oil.  Butrespecting 
the  value  of  the  true  hydro-carbons,  that  from 
coal  possesses,  in  every  respect,  a  decided 
superiority. —  Oin.  Druggist, 
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THE    RAILROAD    RECORD. 


MONETARY  AND  COMMERCIAL. 

There  has  been  a  little  more  demand  for  money  for  a  day 
two  past  than  during  the  early  part  of  the  week,  conse- 
quent on  preparations  for  the  semi-annu:il  July  settle- 
ments. This*,  however,  temporary,  and  we  may  reason- 
ably expect,  us  far  as  is  possible  for  Cincinnati,  after  about 
the  tenth  of  July,  that  we  shall  hnve  a  quiet  money  market, 
when  we  will  be  able  to  report  that  *'  money  is  easy,1'  and 
that  "first  chss,  short  time  paper  is  sought  after."  Our 
bankers  alivays  do  their  best  t  <  accommodate  their  custom- 
ers, aa  far  as  is  consistent  with  their  interest  in  their  other 
departniets  of  business,  hut  their  means  are  limited;  and 
they,  like  all  other  parties,  when  they  have  more  business 
than  they  can  do,  select  with  great  care  the  parties  they 
prefer  to  deal  with.  Kates  the  same  as  heretofore  I(J@12 
per  cent,  to  customers.  Street  rates  are  in  accordance  with 
circumstances  I5&.24. 

Exchange  has  been  in  a  little  better  demand,  being 
gathered  up  by  the  various  corporations  to  meet  their 
July  interest,  but  is  without  change  in  rates.    We  quote  : 

BUYING.  BKLLINO. 

New  York  sight 37®      prem.  i@J  prcm. 

Philadelphia 35^37  prem.  £@c  prem. 

Boston 37          prera.  i@£  prem. 

Baltimore 30          prem-  |@i  prem. 

New  Orleans. y%  dis  par. 

American  Gold 25@3u  prem.  40@45  prem. 


LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 

On  and  after  MONDAY,  June  II,  18G<>,  Trains  will  de- 
part as  follows  : 

6:db  A.  M-  Express  — From  Cincinnati,  Hamilton  and 
Dayton  Depot— For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:30  A.  M.  Express. — From  Little  Miami  Depot,  and 
from  Cincinnati,  Hamilton  and  Dayton  Depot — Connects 
Tia  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Sleubenville  and  Pittsburg;  via 
Columbus,  Beilair  and  Benwood;  and  via  Columbus,  tteliair 
aud   PiHsbtugb;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express— From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points   in  Canada. 

8:00  A.  M. — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  fur  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Beilair  and  Benwood;  via  Col- 
umbus, Beilair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittshurg,  via  Columbus  aud  Cleveland. 

.2:30  P  M.  Express-  From  Cincinnati  Hamilton  and 
Dayton  Depot— F.-r  Dayton,  Springfield,  Urbana  and  Belle- 
font  tine;  also  :it  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De- 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham- 
ilton for  Oxford,  (Sic. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

(*:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:ii0  P.  M.  Express— From  Cincinnati.  Hamilton  and 
Di.vton  Depot— For  Dayton.  Springfield,  Urbana  and  San- 
dusky J  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wa>ne  and 
Chicago;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da; connects  via  Hamilton  for  Richmond    Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  Depot— Con 
ne.'ts  via  Columbus.  Steubfiiville  and  Pittsburg!) ;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus.  Beilair  and  Benwoodi  and  via 
Columbus   Beilair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ;. 
West  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  1  Burnet  House;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  TV.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  paiiengers  by  leaving  directions  at 
tte  .Ticket  Offices. 


RAILROAD  IRON. 

THK  undersigned.  Agent^for  the  ManufrcturerH,  are 
prepared  tu  contract  to  deliver  free  on  board,  al 
shipping  ports  in  Knglaiid ,  or  at  porta  of  discbaarg^  in 
thcUnitedStates.Kailsf,fsuperioi  quality, and  of  weight 
ofpattem  as  may  be  required. 

VOSK,  LIVINGSTON  &  CO. 
New  York,  Ap3,  1856.  9  South  Wiliam  Street 

INSTRUMENTS. 

CATALOGUE  CONTAINING  250  Illustrations  of  Ma- 
thematical, Optical  and  Philosophical  Instruments,  with 
attachment  of  a  large  sheet  representing  the  Swiss  Instru- 
ments in  their  actual  size  and  shape,  will  be  delivered,  on 
application,  to  all  parts  of  the  United  States,  by  sending 
12  cents  in  Postage  Stamps. 

C  T.  AMSLER, 

5eow.3m.  No.  G33  Chestnut  St.,  Philadelphia 

WFIIGHTSON  &  CO.," 

NO.  167  "WALNUT  STREET, 
CINCINNATI,  O, 
Public  attention  is  respectfully  directed  to  this  establish- 
ment, in  the  assurance  that  ample  satisfaction  will  be  given 
a?  regards  Typography,  Press  Work,  and  Charges,  to  those 
who  may  require  Ornamental,  Common,  or  Book  Printing, 
Printing  from  Stereotype  Plates.  We  are  better  prepared 
o  do  business  in   this  line  than  other   house  in  the  West. 

Druggist  s    Labels, 

Are  printed  in  the  neatest  mannei,  in  Gold  Silver,  or  Cop- 
per Bronze,  on  Satin,  Splendid  Glazed  Colored  Papers, 
or  Cards,  unequalled  for  brilliancy,  at  very  lew  prices. 

G  RE  A  T  NA  TIONALlW  UTH  TO 


BALTIMORE,  PHILADEPIH  A,  NEWY0HK  &  BOSTON 
And  only  Koad  to  \V;tsBi  i  ngioii  City. 


BALTIMORE  AND  OHIO 

ZEL  AILRO  j&JD  - 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columhus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South- West   and   North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  N1GHTTRAINS. 

Tickets  g.iod  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. Tlie  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  hirge  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed.  Safety  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

TTJTf3  Ask  for  tickets  via  Baltimore  anoOhio  Railroao. 
W    P.  SMITH.  Master  I  r asportation,  B.  <£  O.  ft.  R. 

J.  II.  SULLIVAN,   Gen.  West.  Agt.,  B.$c  O  R.  R. 
L.  M.  COLE.   Gen.   Ticket  Aft.,   R.  #  O.  ft.  ft. 
H.  J.  JEWETT;  Pves't  C.   O.  ft.  R. 
J.  W.  BROWN.   Ken.  tricot  Jlgf..,  C.   O.  ft.  ft. 


G.    W.    MORRILL. 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  fui  nished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  that 
no  pains  will  be  spared  togivo  entire  satisfaction  it 
al    Biei.  {] 


GEO.    H.    KNIGHT  &    BROTHER, 

Patent   Attorneys, 

IV.  E.  Corner  Vine  8c  4th. 

T.  F.  RANDOLPH  &  BRO. 

Mathematical    Instrument  Makers 

0.6T       e*t6tl»8l.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

1860.     Spring  Arrangement.     1860. 

VIA. 

CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

—AND— 

LAKE  SHORE 


RAIIjFLOADS. 

FOR  NIAGARA   FALLS,WHITE 
Mountains.  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

G  A.  in.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street— Arrives  *t  Columbus  10.15  a.  M..  Cltve- 
]nnd2.50  p.  H-,  Dunkirk  8.25  p.  m..  Buffalo  9.50  p.  m.,  New 
York  next  day  at  2.1 »  p   m.,  and  Boston  -J. Oil  p.  m. 

TO3  This  train  runs  through  Cleveland  without  Change 
of  cars- 

10. 10  A«  1*1.  Day  Express  from  Cincinnati,  Hamil- 
t'n  and  Dayton  Depot,  West  Sixth  street — Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.()ti  p.  M,t 
Cleveland  8.55  p.  m..  Dunkirk  2.50  a.  m.,  Buffalo  4.20  a.  m.. 
New  York  same  evening  at  9.10  p.    >i  ,  and  Boston  11.30 

P.M. 

Jtj3  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

1 1. OO  P.  ItI.  Night  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  3.40  a.m..  Cleve- 
land 9.5u  a.  M  ,  Dunkirk  3.55  p.  M.,  Buffalo  5  25  p.  M.,  New 
York  nextmorning  at  9.45  a   m.,  and  Boston  1.00  p.  x. 

JO3  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

JJTr1  Quickest  route  to  New-  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advanct 
of  Southern  routes. 

ASK  FOR  TICKETS  VIA  COLUMBUS  AND  CLEVE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston.  - 

THE  OLD  ftELIABLE  ftOUTE  TO    PTTTSBURGH 
A2TD  PHILADELPHIA,  IS  VIA  CRESTLLXE. 

6.00  A.  ItI.  Cincinnati  Express,  from  Little  Miami 
Depot,  East  Front  Street — Arrives  at  Columbus  at  10.15  x. 

..Crestline  12. 40  p  m.,  connects  at  Pittsburgh  same  even- 
,ng  with  8.40  p.  m.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.,  h. 

10«10.  A  ITS.  Day  Express,  from  Cincinnati,  Ham- 
ilton and  Dayton  Depot.  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  m  , 
Crestline  6  15  p.  m..  connects  ;tt  Pittsburgh  next  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar* 
riving  at  Philadelphia  same  evening  at  4.30  p.  m- 

Sleeping  cars  attached  to  this  trainfrom  Crestline  to  Pitts- 
burgh. 

11.00  I*.  Jrl.  Night  Express,  from  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Columbus  at  3.40  a.  h.,  Crest- 
Iine6.45  a.  w.,  connects  at  Pittsburgh  with  4.00  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 
Ask  for  tickets  via  Columbus  and  Crestline. 
Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia- 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER.  General  Ticket  Asrent, 

L.  M.  and  C.  H.  &  D.  Railroads,  Cincinnati. 

II.  C-  MARSHALL,  General  Ticket  Acent. 

E.  S.  FLINT.  SupH. 

N.  C.  HARRIS  Agent.  CinciDnat    i 
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W.  G.  HYNDMAN'S 


Patent  Portable  Forge  and  Pdlows. 

THESE  FORGES  are  superior  to  all  nttwftlur  build 
ers  of  railroads,  mines,  quarries,  ga»*mitb«f  lock- 
smiths, machine  shops,  boiler  makers,  0'as  fitters  ami 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  ne  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
Forces  will  address  VV.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


RAILROAD. 

SHORTEST  KOTJTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN"-3R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P-  M—  TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:3(1  P.  M. 

G.00  P.  M.-CHICAQO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7  :30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  throu;,'  to  Chicago  without  change  of 
cars. 


^iXS"  Be  sure  you  are  in  the  right  Ticket  Office  before  yon 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  L?nreiiceburg  &  Indianapolis* 

03-  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route.  » 

Baggage  checked  through 

TIlUOUG  TTCKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  he  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

II.  C.  LORD,  President. 


CINCINNA Tl,    WILMINGTON, 

AND   ZA.NESVILLE 
H  -/9l-  IXjR  o  .a.  x>  . 

Two  daily  trains,  at  0  A.  M  .ind  6  P.  M.,  from  Little  Mi 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Rktubnino  Trains— Arrive  at  Cincinnati  at 8  A.M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offiees  of  Little  Miami  Road. 

W  Y  BOND,  Reoeive* 


APPLEGATE  &  CO , 


APPLEGATE   &  CO.,  Book- 
sellers, Stationers  and    Blank-book 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invite  the  attention   of  Booksellers, 
Country  merch  ants,   Teachers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal,Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blink-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble  arrange  ments   with   the 
leading  publish  ers,  as  veil  as 
the  p  r  i  n  cipal                 m  a  n  u  f  a  c  t  urers 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of  stock  aud  priceB 
■with  any   other  house    in  tho   West. 

BOOKSELLERS, 

Our  Stock  of    Stationery 

is  very  complete,     embracing 

in   part   all   the    varieties    of  Cap, 

Letter,   Packet,    Commercial,   Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Pe n a,  Penhold- 
rac  k  b,  Copying 
Books,  Ink  and 
surcN.  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  <&  steel 
ers,  Pencils,  Pen- 

fresses,  an  d 
nkstanda ;  Era- 
wax,  Wafers, 
Banker's  cases, 
head  boxes,  En- 


velope and    Card  cases,  Cash   and    Post 

Office  boxes,  Riders,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  al!  other  articles 

used  in  the  counting-house. 

Stationery 

To  onr  Blank   Books  we 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  niemo- 
t  h  e  large  Super 
rial  Ledger,  and 
rariety  of  styles 
■work  m  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  o  f  pa- 


randum  book  t  o> 
Royal  and  Impe- 
bound  in  a  great 
a  n  d  of  superior 
Books  made  to 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


ruling    and   durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     \Ve  challenge  a  compa- 
rison with  any  other  house. 

biVmk   B00'<    MANUFACTURERS 


We  are  prepared  (o 

Print  and  Bind  books 

tlon  and  in  any  style 

sired,  at  rates  as  low 

quality  of  work 

c  u  t  e  d  in  this 

where.     Our 

executing  theBe 


Stereotypy, 
of  any  descrip- 
that  may  be  do- 
as   the    samcj 

can  be  ese- 
city  or  else- 
facilities  for 
branches  of 


the  trade  are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style  and  on      short  no tice. 


Merchants   and 
<£>   Bills  of  Ladiug, 

Railroad    and 
Cards,  Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch.    Order*  re- 


others  wishing 
Bill  Heads, 
Dray  receipts,  ® 
any  other  descrip- 
please  bear  in  mind 
with  neatness  and 
spectfully  solicited- 


Publishers 

Our  own  p  u  bl  fcations        are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
C  I  a  r  k  o  s'   Com-  m  e  n  t  a  - 

ries, Dick's  Works.  R  ol* 

lin's  Anciont  History,  Plutarch's 
L^ves,  Josephua,  Spectator,  Chain  of 
Sacred   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- . 
ery  in  endless  variety,  make  our  stock     j 
compl     ete  and  can  not  fail  to  please.   , 
We  in       vile  all  to  give  us  a  call. 

MAIN  B'iBJBET.  CIN. 


W.  HARVEY'S  SAFETY  JOINT 


For     Coupling    the    Ends    of   "  T 
IPATEKTE&i  NOV.  2,  1858. 


Hall 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fie-  1  is  a 
view  of  outside  plate  0,  which  is  applied  nn  the  outer  side 
of  the  joint.  It  is  'intended  to  stand  up  flush  with  the  f;iue 
of  the  mils,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  puss  the  square  extremities  of  the  rails. 
This  plate  may  be  of  such  form  us  to;  fill  up  the  recess  in 
tbe  side  of  the  rail,  hetween  the  head  and  buse,  or  only  to 
bear  against  the  bead  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
in  Pig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  p.irt  can  not  project 
laterally  bey  end  the  head  of  the  rails,  ur  it  would  interfere 
withte  shegeflanof  the  wheels.  At.d  its  lower  part,  like  tho 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  ihc  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C.  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  mitsirie 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  to  confine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  tbe  edges  of  tho 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  P.  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  m«.ve  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


AnothergreatadJvantageis,  the  allowance  which  ismade 
tor  expansion  ankl  contraction  between  the  tongues  and 
slot;  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
t\vt  sent  mode  of  fastening  them — each  .joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  coneadererl  past  rmppovemem.  It  will  be  seen  that  one 
part  assists  and  takes  tha  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  tho 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

W.  HARVEY,  Inventor  avu  Pi.  ten  tee, 
41  Jef-erson'stieet,  Albany, 
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THE    RAILROAD    RECORD. 


PROSSER'S   PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  HIY'D  TO  1SXD. 

PARIS'    PATEKTI' 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATER    SUPPLY,    ACIDS,    ETC. 

SM,K    IMPORTERS. 

PROSSKK'S  PA  l  KNT  Stlltl'ACK  COIV- 
DKNSEKJt  fov  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauged,  3-cutter  drills,  courier- 
sinks,  tube,  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrene/ies, 
twbes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slaiis  for  various  purposes.  Steel  for 
Boilers.  THOS.  PROSSRR  &  SON, 
97jan.  28  Piatt  Street,  New  York 

d.  G.  LOEDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 

BBSH&LOBBELL, 

Wilmington  -------  Delaware 

MANUFACTURERS   OF 


For  R.R.  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exhiit 

FOR   THEIR 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  FITTED 
To   Haiatnieretl  or    ESoiletS    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  states  and  Counties ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Pates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstra<$ 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, <&c.,  t&c» 

COMPILED    BY    E,   PENROSE    JOJSES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

HEAD  TIIE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     } 
This  work  has  been  carefully  compiled  and  corrected  by 
E  .  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
0  ncinnati  P.  O.,from  the  Records  in  this  Department,  and 
ot  iter  sources,  and  contains  the  most  complete  list  of  Post- 
Ortices    especially  of  the    Western,   North-Western,  and 
Bourli-Western  States,  yet  published. 

MAHLON  II    MEDARY, 
A&6M  and  Inspector  of  Mian  ks ,  <&c.,for  P.  0. Depart. 

The  book  makes  an  actavo  pamphlet  of  about  100  pages. 
Tlue  entire  matter  is  kept  standing  in  type,  and  as  the  com 
yvjler  is  promptly  advised  of  all  JV&w  Offices,  Changes  and 
Regulations  of  the  Department,  the  informationis  corrected 
np  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observk,  That  this  list  is  arranged  by  States  and  Coun 
*«fi,  making  it  especially  valuable  to  business  men-  No 
Similar  arrangement  has  been  published  since  1856.  There 
are  3000  more  offices  in  this  thai  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

VC_r  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1  00,  or  Twelve 
Copies  for  $2.00. 

Address  0.  S.  "W1LL1IAMS 

194  Walnut  Street, 

fcar-ti  10  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WITI.  STTI?DrVr;it  &  CO.,  cor.  Fourth  and  "Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH   OFFICES: 
Louisville,  Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  0., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  ofTer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
ami  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

IWty-Five   Bollnrs. 

The  elegance,  speed,  noiselessne^s  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
doth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
rldire  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesl  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICPSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehie, WM.  SUMNER  &  CO. 

OrtO  Ke£8  No*  J  Kailroad  Spikes,  5t  by  l)-16th 
,  <5UU    Corby, Gossin  &  Co.'s  make,  for  sale  very 
low  by  TRABER  <fc  AUBERY. 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRO., 

172  Him  Street,  let.  4th  and  f)th, 
CINCINNATI,  O. 
Sole  Manufacturers  of  McGowan'  5  Z?<rable  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine, 

WOULD  reapectfullyinvlte 
the  attention  of  RAILROAD 
Companies,  Manufacturer 
Distillers,  Miners,  and  the  put  \ 
Lie  generally  to  these  Pumps 
as  the  best  Pump  now  in  use* 
and  acknowledged  by  all  wt-O 
have  used  them  to  he  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  to  set  out  of  order;  weT 
adapted  for  Steamboats,  Kail 
road  Water  Stations  Distille 
ries.  Breweries,  Furnacet 
Mines,  Rolling  Mills,  Pape- 
Mills,  Factories,  Wells,  Cia 
tems.gr  jitionary  File  Engines, Garden  Engines  amlt^ 
all  purposes  where  a  Pump  can  be  used,  Also, for  for- 
cing a  large  body  of  water  to  agre  at  heigh  tor  distance 
rapidly. 

Also,  McGowan  sPatelitBall  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils, Molasses,  &c.  HoseCouplins 
Lead,  Copper  and  Gas  Pipe  furnished  al  the  fewest  ma* 
kel  prices. 

Full ond  perfect  atisfaction  guaranteed  in  allcases, 
when  properly  put  up  according:  to  directions. 

O  rders  than  kfully  roceivedaidpromptly  filled  at  the 

shortest  notice. 

SILVER    WEDAj      (The  highest    prize)  a  warded 

ese  pumps  andSteam  Pu  roping  Engine  at  th    late  Fa 

CHio  Mechanics'  Institute  Juan  16,  1855  — j 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  C0-,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wantm-z  to  pur* 
chase  ,  Ag-4.rn.6- 

'  FREEDOM  IRON  COMPANY," 

MAyUFACTCTEBS    OF 

LOCOMOTIVE    TYRE, 
Engine  and  Car  Axles,  Pump  and  Pi*ton  nods, 

Bar  of  nil  Sizes, 

And  all   Forgiogs  for  Bailroad  Machinery. 

Lewislown,  Milflia  Co,,  Penn. 

JOHN  A-  WRIGHT,  Sap't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  lrnn  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 

OF    THE 

MEW  ¥0RK  CENTRAL  R.  R. 


Leave  All^ny,  Arr.  Buffalo.  Arr.  S.  Br. 

Steamboat  Exp..  7  no  a.  m.  7o0f.m.  700p.m. 

JIail 9.10  i.  a.  12.50  a.m.    

Now  York  Exp. .11. 15  a.m.  SUiUp.M  il.OU  p.  M. 

Night  Exp 5.01:  p.  M.  4.UP  a.  M.  4.00  a.  it. 

Utica  Accom'n..  6  "0  p.  m.    Ar.  TJ.  10.00  p.  m 

N.Y.Mail ll.l'.p.M.  1O.0'  a.  M.  10.00a, H 

Leave  Buffalo.  Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15  a.  M.  5.15  a.m.  3.3'J  p.  m. 

Steamboat  Exp..  S.0U  a.  m.  8.1.0  a.  m.  8.00  p.  m. 

Mail... 2.30P.M 


Cleveland  Exp..  6.00  p.  m. 
Cincinnati  Exp. 11. 00  r.  S. 
Utica  Accom'n.. 


6.00  p.  M.  4.J0  a.  M 
1J.HU  p.  M  8  30  a.  >c, 
10.00  a.     , 


CINCINNATI 

L0C0M0TIYE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efneiencyand  durability  tothebestEasteT 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  foi  railroad  shops.  AIsu,  al]  kinds  of  hear 
forgringand  casting  done  at  short  notice  .  Also,  bolts  fo 
hridse&cu    withdispatcb. 

■a  MOORE  «fc  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  underthe  superintendence  oi  Col.  K.  11  . 
MORGAN,  a  distinguished  eraduate  oi  West  Poiru 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,   Ma 
chines, Construction,  Agricultural  Chemistry  and  Mining 
Geology  X  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accorupauiedby  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine, and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  objectofProfessionalpreparation,  both 
before  and  after  graduating. 

The  twelfth  animal  term  is  now  open.    Charges,  SI  02 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent,  at  4' Military  Institute 
Franklin  Springs,  Ivy.  ''or  the  undersigned. 

P.  DUDLEY. 
President  of  th   Boar 
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E.  D    MANSFIELD, 
T.  WBIGHTSOIU. 


J   Editors. 


CINCIN  NATI: 
T I>  m-s <i :i  5    Jllorniiitr,    July  5    ISfiO. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 
OFFICE -No.  167    Walnut    Street. 


SUBSCRIPTIONS— $2  Per  Annum,  in  Advance. 

To  subscribers  in  Qi-eat  Britain,   13s.  (id.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

JL  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion $1  01) 

"        "        per  moiitl 3  UO 

"        "        Bix  months, 12  00 

"       **        per  annum, 20  00 

**    column,  single  insertion, 5  00 

ic        ..        per  month,. 10  00 

•'        "        six  months, 40  00 

*•        "        pei  annum, , 60  00 

*'    page,  single  insertion, 15  00 

**        *  permonth, 25  00 

"        •'         six  months, 110  00 

**       "        per  annum 200  00 

Cards  not  exceeding  four  lines,  g5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  tlie  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible 

Subscriptions  and  communications  addressed  to 
WRIGHTSON  b.  CO., 

Publishers  and  Proprietors. 

Jl  r"  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Ai.oar  ot  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane.  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


The  Fitchburg  Railroad  a  semi-annual  divi- 
dend of  3  per  cent.,  payable  July  2d. 


Lexington  and  Southern  Kentucky  Rail- 
road.— We  are  much  gratified  to  announce 
the  organization  of  this  new  company  at  Dan- 
ville, on  the  6th  inst.  Charles  Caldwell,  Esq  , 
was  elected  President,  pro  tern.,  Wm.  J.  Mo- 
berly;  Secretary,  and  A.  G.  Gower,  Superin- 
tendent and  Engineer. 

The  early  completion  of  this  road  to  the 
Kentucky  river,  to  which  it  is  already  graded 
from  Nicholasville,  will  insure  its  rapid  con- 
struction to  Danville  via  Hnrrodsburg,  for 
then,  Boyle,  Mercer,  Lincoln,  and  other  coun- 
ties, will  be  convinced  of  its  success  and  ines- 
timable value.  Thence  its  continuance  to  our 
southern  border,  so  as  to  put  us  in  connection 
with  the  South  Atlantic  and  Gulf  of  Mexico, 
will  be  a  fixed  fact. — Lex.    Obs.  &  Rep. 


Dividends. — The  South  Carolina  Railroad 
and  Southwestern  Railroad  Bank  have  declared 
a  semi-annual  dividend  of  six  dollars  per  share, 
to  wit:  $3,50  on  each  old  share,  $1,75  on  each 
new  share,  and  75c  on  each  bank  share. 

The  People's  Bank  have  declared  a  semi- 
annual dividend  of  four  per  cent,  and  an  extra 
dividend  of  one  per  cent.,  payable  July  2d. — 
Char.   Courier, 


VIEW  OF  THE  PROBABLE  CROP  OF 
OHIO  IN  1880,  WITH  A  C0MP API- 
SON  OF  PAST  CROPS. 

Nothing  is  more  interesting  to  the  people  of 
this  country,  and  we  may  say,  to  the  people  of 
Europe,  than  the  Cereal  Harvests  of  the  Uni- 
ted States.  Not  a  year  passes,  in  which  we  do 
not  export  large  quantities  of  grain,  and  not 
a  year  passes,  in  which  we  do  not  receive  a 
large  number  of  emigrants,  requiring  an  addi- 
tional amount  of  food  here;  and  to  this,  we 
may  add,  that  every  year  gives  larger  propor- 
tion to  the  consumers,  or  civic  population  of 
the  land.  In  this  condition  of  things,  the  par- 
tial failure  of  crops  makes  a  great  difference 
in  prices  and  in  comfort;  for,  when  prices  are 
high,  the  people  of  small  means  have  to  econ- 
omize too  closely  for  comfort  In  several  years 
past,  we  have  had  comparatively  short  crops, 
taking  the  whole  United  States  together.  The 
West  and  Central  States  have  always  had  a 
surplus  ;  but  not  so  large  as  to  make  food  very 
abundant,  as  compared  with  former  years.  In 
this  year,  however,  there  is  a  promise  of  most 
abundant  harvests,  and  a  greater  surplus  than 
has  been  produced  in  six  years  past.  The 
wheat  is  mostly  harvested  (earlier  than  usual) 
and  saved.  It  is  a  very  heavy  crop — probably 
the  greatest  in  many  years.  The  oats  are 
short;  but  there  will  be  an  average  crop.  Corn 
has  come  up  well,  and  nothing  but  a  long 
drouth  will  prevent  its  being  a  large  crop.  The 
smaller  crops  of  grain,  with  potatoes  and  grass, 
will  be  a  full  average.  There  is,  therefore,  at 
present,  the  prospect  of  full  crops. 

Of  the  grain  States  of  the  Union,  Ohio  is  the 
greatest,  we  mean  in  the  aggregate  of  all 
grains.  The  following  is  the  aggregate  of 
grain  crops  produced  by  several  of  the  States 
in  1850.  In  this  we  include  wheat,  corn,  bar- 
ley, rve,  and  oats;  although  this  last  is  not  in 
this  country  used  for  bread. 

Ohio, PP.713.D00  bushels. 

Illinois T.-M-jJ.lll.n 

Kentucky 69.5-J4,0ll()  >• 

New  York, Gi.26B.UllO  " 

Indiana 69,9.'iB,lidO  '■ 

Teunes  ee o2,oI0,0i:0  " 

Pennsylvania, 51, 707,  too  " 

It  is  now  ten  years  since  this  return  was 
made,  and  the  proportions,  probably,  remain 
about  the  same.  The  average  grain  crop  of 
Ohio  has  increased,  in  the  past  ten  years,  about 
50  per  cent.  If  this  be  the  case  with  all  the 
above  States,  these  seven  Stales  alone  produce 
four  hundred  millions  of  bushels  more  grain 
in  1860  than  In  1850.  Unfortunately,  the 
Census  Tables  do  not  contain  the  crops  of  the 
year  in  which  the  census  is  taken,  but  that  of 
the  year  previous.  This  was  unfortunate  for 
Ohio.  The  crops  of  1849  were  inferior,  and 
those  1859  w-ere  not  good.  If  the  crops  of  this 
State  could  be  obtained  for  1860,  they  would 
appear  much  belter. 

The  Commissioner  of  Statistics  for  the  State 
of  Ohio  makes  the  following  return  (in  the  Re 
port  of  1859)  of  the  greatest,  least  and  average 


crops  in  Ohio.    They  show  wide  differerences, 

and  prove  that  what  are  called  average  crops 

are  imaginary,  except  by  adoptiug  an  abstract 

mathematical  average. 

The  maximum  crops  were  as  follows: 

Crop  of  1P55 131,756.000  bushela  i 

"      1857 141,452,000        "„ 

The  minimum  crop  was  that  of  1858,  viz: 
84,314,000  bushels. 

From  these  facts,  the  Commissioner  thus 
draws  the  conclusion  as  to  average: 

"As  the  crop  of  1857  was  very  good,  and 

the  crop  of  1858  a  very  bad  one,  and  they  are 

the  most  recent  we  have,  we  shall  obtain  a  very 

fair  view  of  the  average  production  of  grain  in 

this  State  by  taking  the  average  of  those  two. 

Thus : 

Aggregate  grain  crop  of  1857 141,452.800  bushels. 

«.  ■•  ••        1858 84,314,1141 


Sum  of  the  two  years 1225,707,741        ", 

Average  production  of  the  State,  112,883,870 
bushels.  Taking  each  separate  article  as  it  is 
set  forth  in  the  preceding  pages,  this  average 
would  be  made  up  as  follows,  viz: 

C„rn 70,000 .000  bushels. 

Wheal   20,000,0110 

Oats   lli.Olil'.lOO        " 

Othergrains 3,000,0(10        " 

Potatoes 5,000,000 

This  is  slightly  over  the  amount,  and  occurs 
from  the  absence  of  fractions.  It  is  certain 
this  State  has  in  several  years  produced  a 
greater  aggregate.  Nature,  however,  never 
produces  averages.  If  one  crop  is  an  average, 
another  is  much  greater  or  less.  The  actual 
results  present  great  departures  from  the  ab- 
stract average.  This  mnthematical  ratio,  how- 
ever, is  valuable,  for,  like  a  straight  line,  it 
presents  a  fair  standard  of  comparison.  As  a 
general  principle,  the  aggregate  results  of  crops 
alternate  with  alternate  years.  It  is  very  rare 
that  two  consecutive  years,  all  crops  are  either 
excessive  or  deficient.  It  may  be  regarded  as 
a  law  of  experience,  that  if  the  general  crops 
are  deficient  in  one  year,  it  will  be  made  up  in 
the  next,  and  the  crnverse." 

The  crop  of  corn  in  1859  was  full  seventy 
millions,  nowithstanding  the  severe  frost  of 
that  year,  and  the  poor  crops  of  other  grain. 

The  quantity  of  arable  land  in  Ohio  is  about 
5,100,000  acres,  distributed  as  follows: 

Corn  land *>Wr'& *C<? * 

wheat"     1,700,1,00      " 

Oats      "     ........ 8""-C0"       ■' 

Barley,  Rye  anil  Potatoes 4110,000      " 

The  average  production  is  22  bushels  per 
acre.  In  N.  York,  it  is  but  19,  and  in  France 
but  14.  The  superiority  of  Ohio  is  found  in 
the  production  of  Indian  Corn. 

In  the  year  1860,  we  may  safely  predict  that 
Ohio  will  produce  140,000,000  bushels  of  grain, 
which  will  be  distributed  nearly  as  follows  : 


Corn 

Wheat 

Oats  

Small  grain  and  potatoes 


80,0110,000 

, 30,(10H,nflo 

20,(tU0,l,(i0 

u>,(iuo,ooo 


Should  the  residue  of  the  Union  produce  in 
the  same  proportion,  the  crop  of  1860  will  be 
the  largest  ever  produced  in  this  country. 

There  are  undoubtedly  cycles  of  good  and 
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bad  years,  the  causes  of  which,  or  the  period 
of  change,  we  lcnow  nothing  about;  but  which 
do  change,  by  some  law  of  nature'.  We  are, 
probably,  about  entering  on  a  cycle  of  good 
years;  and  if  so,  the  practical  inference  we 
should  draw  is  to  economize  and  lay  up,  in  the 
good  years,  for  the  bad  cycle,  which  in  a  few 
years  must  follow.  The  cycle  of  good  years 
seem  not  to  continue  very  long,  and  they  are 
wise  who  take  advantage  of  them, 


THE    MOSELEY  BRIDGE   AND    THE 
RAILWAY   TIMES. 

The  Railway  Times  of  June  23d  has  another 
long  article  on  the  Moseley  Bridge,  which  is 
every  way  worthy  of  the  man  who  can  bottle 
up  the  heat  of  the  sun  to  make  coal,  and  guar- 
antee a  supply  of  the  article  so  long  as  sunlight 
for  that  purpose  does  not  fail.  There  are  peo- 
ple in  regions  destitute  of  the  aforesaid  mine- 
ral fuel,  who  would  feel  much  obliged  to  him 
if  he  would  bottle  up  a  little  for  them,  or 
vouchsafe  to  them  the  secret  of  doing  it.  It  is 
certainly  uncharitable  on  his  part  to  refuse  so 
reasonable  a  request,  as  in  his  grand  bottling 
operations,  he  would  find  a  suitable  field  for 
the  exhibition  of  the  most  sublime  talent,  and 
at  the  same  time  confer  an  inestimable  benefit 
on  many  worthy  people  who  are  now  suffering 
for  want  of  the  mineral  fuel  which  is  so  simple 
to  obtain. 

As  the  Times  has  made  some  errors  in  facts 
and  deductions,  we  give  Gen.  Moseley  an  op- 
portunity of  correcting  them. 

For  the  Railroad  Record. 

Messrs.  Editors: 

I  have  the  Boston  Railway  Times  of  the  23d 
inst ,  in  which  its  Editor  again  comments  upon 
my  bridge  and  my  article  in  the  Record  of  14th 
inst.  I  am  pleased  to  see  that  this  last  article 
in  the  Times  shows  some  signs  of  reason  and 
a  slight  spirit  of  fairness.  From  the  appear- 
ance of  the  paper,  the'Times  is  in  a  prosperous 
condition,  and  is  thereby  capable  of  doing 
much  good  or  mischief.  Such  a  paper  should 
occupy  a  higher  tone  than  has  characterised 
many  of  its  late  articles.  A  wilful  spirit  of 
detraction  and  persecution  is  certainly  not  the 
true  course  to  pursue,  to  make  a  paper  a  stan- 
dard and  reliable  work,  such  as  the  Times 
might  and  ought  to  be.  Though  I  have  no 
dread  whatever  of  the  Times  with  its  phillip- 
ics,  yet  I  hope  it  will  in  future  pursue  a  wiser 
and  more  discreet  policy.  The  Editor  would 
have  the  world  believe  that  he  possesses  great 
candor,  and  seems  not  at  all  aware  that  his 
lack  of  it  is  so  glaring  that  the  blind  reads 
otherwise.  And  how  is  it  possible  for  me  to 
think  differently,  after  reading  the  following' 
sentence  in  his  last  anti-Moseley  bridge  tirade? 
"We  will  be  glad  as  any  one  to  see  Mr.  Mose- 
ley doing  well  with  his  structures" — so  far  so 
good  ;  but  the  balaace  of  this  sentence — "  but 
if  he  waits  for  the  profits  from  the  Moseley 


bridge,  we  fear  it  will  be  long  before  he  gets 
rich."  Now  is  not  here  disinterestedness,  both 
as  a  friend  and  journalist?  Heaven  save  me 
from  such  a  well-wisher  and  such  a  friend!  It 
is  fortunate  indeed  for  me,  that  the  squads  of 
the  Times  at  their  inposts  and  outpost!!,  do  not 
comprise  the  whole  of  mankind,  for  were  it  so. 
I  would  be  guillotined  without  a  moment's 
respite,  or  benefit  of  clergy. 

How  inextricably  the  Editor  of  the  Times 
(like  Quixotte  among  the  monks  in  the  fune 
ral)  has  become  befogged  amidst  the  odd  fig- 
ures, sizes,  prices,  weights,  etc.,  of  my  bridgas 
and  aqueducts!  Now  had  he  for  a  moment 
exercised  a  little  reason  or  commoa  sense,  in- 
stead of  letting  his  envenomed  imagination 
run  him  astray,  he  could  not  have  but  discov- 
ered that  I  made  three  distinct  sizes  of  strnc 
tures,  for  three  distinct  purposes,  and  at  three 
distinct  prices. 

Certainly  any  Engineer  of  even  the  smallest 
calibre  would  conclude  that  a  bridge  for  a 
common  road  need  not  be  so  heavy  and  expen- 
sive as  one  for  a  railroad;  and  that  a  bridge 
for  a  railroad  need  not  be  so  heavy  and  ex- 
pensive as  the  superstructure  for  an  aqueduct, 
though  all  may  be  built  after  my  plans  or 
patent. 

To  offset  a  list  of  prices  of  wooden  bridges, 
given  in  the  Times,  I  here  give  a  list  of  actual 
and  corrected  sizes,  prices,  &c,  for  my  iron 
baidges,  reminding  the  Editor  of  the  Times 
that  the  70  inches  of  sectional  area  given  in 
my  14th  of  May  article  in  the  Record,  was  an 
error,  and  was  for  a  200  feet  span,  instead  of 
a  250  span  as  requested  to  be  given  by  the 
Times  in  a  former  number.  And  again,  the 
spparent  disparity  of  sectional  areas  and 
weights  in  the  railroad  and  common  road 
bridge  is  accounted  for  in  the  fact  that  the 
inverted  arches  under  the  hips  of  the  main 
arches  are  much  heavier  in  a  railroad  bridge, 
in  proportion,  than  in  the  common  road  bridge, 
and  in  neither  case  is  the  sectional  areas  of 
the  inverted  arches  included  in  the  sectional 
areas  of  the  span,  and  that  chords,  bracing  and 
suspension  rods  are  heavier  in  proportion  ;  and 
also  let  me  remind  the  Times  that  the  aque- 
duct of  47  feet  has  60  inches  in  the  two  arches 
or  30  in  each  arch — not  30  inches  total,  as  he 
sets  it  forth.  This  is  the  first  and  only  aque- 
duct I  have  yet  built,  and  it  was  my  determi- 
nation to  make  it  do  :  hence,  I  put  more  mate- 
rial in  it  than  was  absolutely  necessary,  be. 
sides,  an  aqueduct  requires  extra  iron,  timber, 
&c,  which  a  railroad  bridge  does  not. 

After  the  Editor  of  the  Times  had  his  list 
laid  out  before  him,  there  was  exhibited  such 
a  jumble  of  incongruities,  that  I  suppose  he 
leaned  back  in  his  Editorial  chair,  and  as  Ma- 
jor Downing  says,  "larffed  right  out."  His 
figures  and  fun  are  more  like  that  of  Thomas 
Jefferson's  idiotic  brother,  whose  dog  broke 
through  the  windows  of  the  parlor  of  Monti- 
cello,  when  the  sage  was  laughed  at,  as  though 
having   been   President,   and  had    written  a 


book,    hadn't  sense  euongh  to  build  a  house 
that  would  hold  a  dog.     Now  for  my  list. 

FOR   COMMON   ROADS. 

feet  span.  lbs.  to  lineal  foot.  in.  sec.  area.    St.  per  foot. 
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61.80 

AQUEDUCT. 
47  550  HO.On  55.00 

This  is  the  only  one  built,  and  I  have  made 
out  no  regular  scale  of  it. 

As  said  in  my  article  in  the  Record  of  May 
14th,  I  have  a  rule  by  which  I  am  governed, 
and  that  rule  I  made  out  after  making  pract- 
cal  experiments  of  the  strength  of  my  arche3, 
namely,  my  pitch  or  verse  sine  of  the  arches  in 
all  cases  will  be  about  one  ninth  the  span  of 
the  structure — and  the  proper  scale  of  trusses 
is  one  tenth  of  truss  girder  of  the  span;  and  I 
beg  the  Editor  of  the  Times  to  reflect  for  a 
moment  that  my  bridge  is  a  new  one,  3nd  re- 
quired slight  (though  very  slight)  changes  in 
sizes,  etc.,  from  time  to  time. 

Now,  Messrs.  Editors,  let  the  public  judge 
whether  I  or  the  Editor  of  the  Times  talks  at 
random.  J  hope  the  Editor  is  satisfied  that  I 
make  a  pretty  fair  bandying  of  figures,  at  least 
I  am  sure  the  public  will.  And  I  sav  to  the 
Times  that  in  about  two  weeks  from  its  23d  of 
June  issue,  a  90  feet  span  of  a  railroad  bridge 
will  be  up  and  in  use  ({fit  don't  break  down.) 
I  hope  the  Editor  will  not  make  himself  un- 
happy in  the  result,  either  one  way  or  the  other, 
or  in  anticipation  of  either — and  /still,  like 
my  bridge,  stand  on  my  own  merits,  at  least 
not  on  the  Times.  Will  the  Times  show  its 
magnanimity  and  disinterestedness  in  copying 
this  into  the  Times  ?     Nous  verrons. 

Respectfully,       Thos.  W.  H  Moseley. 
Cincinnati,  O.,  June  30,  I860. 


■WATER  AND  TEE  TUN ITEI  R.  R. 

This  road  has  been  laying  before  the  city 
council  a  proposition  whereby  a  better  and 
cheaper  supply  of  water  will  be  furnished  to 
the  city.  We  are  not  fully  prepared  to  say 
whether  the  project  is  perfectly  feasible  or  not; 
there  is,  however,  but  one  opinion  as  to  the  fact, 
that  we  need  more  water,  and  that  too  at  a 
cheaper  rate.  We  are  also  perfectly  willing  to 
admit,  and  have  always  said,  that  the  interest 
of  the  city  demand  the  completion  of  the  Tun- 
nel, and  as  the  Legislature  has  given  the  city 
council  authority  to.  appropriate  a  certain 
amount  of  money  to.  the  purchase  of  park  sites, 
which  has,  necessarily,  to  be  disposed  of  for 
the  general  good  we  see  no  good,  reason  why 
it  should  not  be  turned  in  this  direction. 
Whether  the  great  number  of  good  things 
promised  in  the  paper  of  Mr.  Goodin  will  be 
realized   or   not   is   perhaps   immaterial,  the 
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argments  being  the  same  as  were  used  to  carry 
forward  the  purchase  of  the  wharf  property  of 
the  Ohio  and  Mississippi  Railroad.  That  is, 
that  the  great  work  can  not  be  com  pitted  with- 
out it,  and  if  the  city  gets  none  of  the  benefits 
so  plausibly  presented,  it  will  in  the  end,  and 
as  a  whole,  receive  an  abundant  compensation 
For  the  money  in  the  increase  of  trade,  and  the 
facilities  afforded  to  business.  The  paper  pre- 
sents too  many  benefits  to  accrue  to  the  city 
for  so  small  a  price,  to  induce  the  unsophisti- 
cated to  believe  there  is  not  a  considerable 
amount  of  moonshine  on  hand,  as  the  only 
available  assets  of  the  road. 

The  Enquirer  speaking  of  this  project  says: 
"It  is  one  not  of  evanescent  or  transitory  im- 
portance, like  much  which  is  found  in  the  daily 
press,  that  properly  passes  from  memory  as 
soon  as  read,  but  one  that  it  devolves  upon  us 
to  consider,  and  to  consider  now — we  want 
more  water  and  we  want  pare  water ;  water  on 
the  slopes  of  the  hills  and  on  their  tops,  and 
the  cry  from  our  neighbors  beyond  our  limits 
is  "Water!  water!"  And  this  nark,  with  its 
soothing  shade  and  refreshing  fountains,  dur- 
ing such  sultry  days  as  these  the  languid  deni- 
Een  and  invalid  turn  to  it  with  longing;  and 
this  pathway  into  this  city,  this  tunnel — there 
it  has  hung  for  years,  suspended  and  dilapi- 
dating— we  want  U,  to  give  new  impetus  to  our 
outspreading  commerce.  In  a  word,  this  pro- 
position from  the  railroad  is  a  wonderful  one, 
as  grouping  and  combining  these  three  great 
necessities,  and  assuring  their  achievement  by 
a  single  effort  of  municipal  will  and  power — 
killing  three  birds  with  one  stone;  and  we 
heartily  commend  it  to  the  earnest  considera- 
tion of  the  Council  and  our  citizens.  We  are 
gratified  to  see  that  the  subject  has  been  con- 
fided to  an  able  committee,  one  in  whose  judg- 
ment and  intelligence  deserved  confidence  is 
reposed.  That  it  will  act  judiciously  and 
promptly  we  have  no  doubt.  Let  them  order 
the  survey  which  is  asked." 

Office  of  Dayton  and  Cincinnati  R.  R.  Co.,) 
Cincinnati,  June  27,  1F60.) 

To  the  Han.  the  City  Council  of  Cincinnati: 

Gentlemen — The  Board  of  Directors  of  this 
Company  has  ordered  me  to  lay  before  you  the 
following  communication  and  psoposition,  and 
to  ask  for  them  your  consideration  : 

The  second  section  of  an  amendatory  act  of 
the  Legislature,  passed  March  30,  1857,  to  pro- 
vide for  the  organization  of  cities  and  incor- 
porated villages  reads  as  follows:  "The  City 
Council  of  any  city  of  the  first  class  shall 
have  power  to  purchase  land,  and  thereon  to 
lay  out,  dedicate,  improve  and  regulate  public 
parks  and  squares,  either  within  or  without 
the  city  limits,  so  that  it  be  within  the  county 
where  the  city  is;  and  for  that  purpose  may 
borrow  money  at  such  rate  of  interest,  not  ex- 
ceeding six  per  cent  per  annum,  and  upon 
such  length  of  time  as  the  Council  may  think 
best,  and  may  issue  bonds  therefor  binding  on 
the  city,  or  may  issue  such  bonds  to  those  of 
whom  the  land  is  purchased  for  the  price 
thereof,  in  which  case  the  Council  may  mort- 
gage tho  land  to  secure  the  bonds  ;  Provided 
that  the  debt  created  for  the  above  purpose 
shall  not  exceed  S500,000." 


This  Company  has  under  its  control,  with 
power  to  convey,  a  tract  of  land  which  is 
deemed  eminently  suitable  for  that  purpose. 
It  occupies  an  elevated  position,  about  one  and 
a  half  miles  north-east  of  the  city  limits,  em- 
bracing three  hundred  acres,  and  lies  mainly 
between  the  Montgomery  Turnpike  and  tho 
truck  of  this  Company,  and  is  accessible  03- 
both. 

A  portion  of  this  land  is  level,  another  por- 
tion is  slightly-rolling,  while  still  another  is 
picturesque  and  hilly.  Our  railroad  passes 
through  it  throughout  it  is  entire  extent — 
about  a  mile  and  a  quarter — and  there  are  on 
it  several  suitable  points  for  the  erection  of 
stations  and  platforms.  Light  trains  for  the 
exclusive  accommodation  of  visitors  to  this 
park  could  be  run  through  the  tunnel  at  such 
intervals  as  experience  should  indicate  as 
proper,  which  could  deliver  the  passengers 
either  way  in  about  seven  minures,  and  at  a 
charge,  perhaps,  not  exceeding  five  cents. 
The  grounds  are  susceptible  of  great  embellish- 
ment, such  as  fountains,  fish-ponds,  &c.,  and  not 
the  least  among  them  is  one  which,  in  the  Cen- 
tral Park  of  New  York,  is  a  principle  attrac- 
tion, especially  during  the  winter,  to  wit:  an 
extensive  basin. 

This  company  proposes  to  procure  a  convey- 
ance to  the  city  of  this  tract  of  land  in  fee 
simple.,  and  free  of  incumbrance,  for  the  sum 
of  $420,000  in  bonds,  to  be  issued  in  pursuance 
of  the  law  above  recited.  The  peculiar  adapta- 
tion of  these  grounds  for  the  purpose  here  in- 
dicated, is  of  itself,  it  is  thought,  sufficient  to 
warrant  their  purchase;  but  as  an  inducement 
for  the  city  to  become  the  owner  thereof,  and 
thus  to  apply  them,  this  company  offers  the 
further  advantages  and  reasons  hereinafter 
named. 

A  larger  and  more  reliable  supply  of  water 
for  domestic  and  other  purposes  than  is  now 
furnished,  and  a  more  comprehensive  system 
than  the  one  now  in  use,  to  meet  the  demands 
of  an  increasing  population,  as  well  in  the  city 
as  its  surroundings,  has  long  engaged  the  at- 
tention of  our  citizens,  and  those  having  charge 
of  this  vital  interest,  have  from  time  to  time 
called  public  attention  to  the  subject.  That 
the  present  provision  is  inadequate,  or  soon 
will  be,  is  conceded,  and  the  policy  of  its  ex- 
tension by  the  means  now  employed,  and  in  its 
present  direct,  is  thought  to  be  more  than 
doubtful.  Very  recently  your  superintendent, 
in  an  intelligent  report  to  the  Board  of  Trus- 
tees, recapitulates  these  difficulties;  he  points 
out  the  expensivene.^s  of  the  machinery,  and 
calls  attention  to  the  necessity  for  its  frequent 
repair;  to  the  heavy  cost  of  fuel  and  service 
in  raising  the  water  into  the  reservoir;  to  the 
insufficiency  of  the  reservoir,  (occupying  as  it 
does  less  than  an  acre  in  surface,)  to  the  dan- 
gers to  which  the  city  is  exposed  by  reason  of 
breakage,  or  submersion  by  freshets  in  the 
river,  and  then  suggests  the  policy  of  looking 
elsewhere  for  a  supply  ;  but  beside  the  expen- 
siveness,  inadequacy,  and  uncertainty  of  the 
present  provision,  Mr.  Phillips  remarks,  "that 
its  impure  and  turbid  condition  is  a  cause  of 
continuous  complaint  on  the  part  of  the  citi 
zens,  requiring  resorts  to  cisterns,  filters, 
&c." 

Experience  shows  that  water  when  aggrega- 
ted in  large  masses,  drawn  even,  it  may  be, 
from  stagnant  pools  and  marshes,  if  suffered 
to  remain  thus  for  a  lenght  of  time,  purifies; 
under  the  chemical  action  of  the  sun  and  at- 
mosphere, the  denser  matter  precipitates, 
while  the  lighter  vegetable  substances  rise  to 
the  surface;  with  watfeweirs  to  dispose  of  the 
impurities  of  the  top,  and  by  inserting  the 
1  draw-pipes,  or  mains,  at  a  proper  hight  in  the 
reservoir,  so  as  to  leave  the  sediment  at  the 


bottom  undisturbed,  we  may  have  water  pure 
and  limpid  as  that  from  the  mountain  spring. 
Not  so  with  that  now  used  ;  it  is  consumed  in 
just  the  condition  in  which  it  flows  in  the  river, 
with  all  the  impurities  which  it  gathers  from 
distant  points,  together  with  the  sewerage,  and 
gutter  filth  from  hundreds  of  drains  along  the 
river,  from  the  Water  Works  to  the  upper  end 
of  Pendleton,  and  these  disgusting  discharges 
above  the  point  at  which  our  supply  is  taken, 
are  to  increase  as  the  city  expands  in  that 
direction. 

Mr.  Philips  intimates  that  a  supply  may  be 
obtained  from  the  great  Miami  River,  and 
points  out  the  water  levels  at  several  places  on 
that  stream;  others  that  of  the  canal  feeder- 
dam  at  Middleton,  which  is  104  G3-100  feet 
above  the  canal  water  line  in  this  city. 

It.  is  known  that  that  the  descent,  from  that 
point  to  this,  following  either  the  canal  or 
Millcreek,  is  continuous,  and  of  course  fordics 
the  delivery  of  \va1er  along  that  line  into  a 
reservoir  of  sufficient  elevation  to  supply  the 
upper  plain  of  the  city  by  means  of  stone  cul- 
verts ;  or,  indeed,  any  material  other  than  iron 
mains  in  the  form  of  inverted  syphons,  for  such 
distance  as  will  force  the  water  by  head  to  the 
required  hight,  unless  the  conduit  is  elevated 
on  immenseembunkmentsorarchways.  Fluids 
pass  from  one  point  to  another  of  like  eleva- 
tion only  upon  a  level  less  the  fall  necessary 
for  flow;  hence  open  canals,  or  culverts,  can 
only  be  used  where  this  law  of  gravity  is  ob- 
served. It  is  doubtless  owing  to  this  apparent 
difficulty,  the  supposed  heavy  cost,  supported 
by  the  eftormous  outlays  of  other  cities  for  like 
facilities,  that  has  heretofore  prevented  even 
an  accurate  survey  or  estimate  being  made  to 
supply  us  from  the  Great  Miami. 

New  York,  in  the  construction  of  her  Cro- 
ton,  and  Boston  her  Cochituate  Works,  en- 
countered obstacles  apparently  insurmounta- 
ble and  boldly  met  expenditures  almost  fabulous 
to  secure  for  their  citizens  this  vital  element 
of  life,  but  we  have  no  such  impediments  in 
the  way  here;  we  have  no  mountains  to  bore 
— no  gulphs  to  bridge — nothing  but  a  simple 
water  way  to  cut — taking  the  water  at  Middle- 
town  and  following  the  slope  of  the  hill  lying 
east  of  the  Miami  and  Millcreek,  and  keeping 
at  such  an  elevation  as  will  preserve  the  level 
of  the  feeder,,  less  the  fall  necessary  for  flow, 
(and  this  is  an  open  canal  of  many  miles  in 
length,  supplying  the  city  of  Brooklyn,  is  two 
inches  to  the  mile.)  We  have  data  in  this 
office  to  show  that  a  point  near  this  city  may 
be  reached  at  a  cost  not  exceeding  that  of 
surface  grade. 

At  the  distance  of  about  one  thousand  feet 
from  the  north  end  of  our  tunnel  lies  a  valley 
of  land  of  the  extent  of  about  fifteen  acres;  it 
is  surrounded  by  hills  exceping  at  two  points — 
over  the  upper  one  our  railroad  passes  on  a 
wide  embankment,  which  may  be  increased  in 
width  until  it  forms  a  secure  one  for  a  basin. 
This  vallev  narrows  at  its  lower  extremity 
again,  so  that  a  similar  embankment  to  the 
one  here  described,  across  a  ravine  perhaps 
two  hundred  feet  in  width,  would  complete  a 
basin  of  the  above  capacity.  By  accurate 
measurements,  which  were  made  for  the  lines 
of  our  tunnel,  we  find  that  the  bottom  or  sur- 
face of  this  valley,  at  its  mean  point,  rs  about 
eighty-five  feet  above  the  canal  water  line  at 
the  citv  level,  or  nineteen  and  half  feet  below 
the  Mindletown  feeder  dam. 

Now,  allowing  the  distance  from  that  point 
to  this  to  be  forty  miles,  and  that  two  inches 
to  the  mile  is  sufficient  for  fall,  making  six  feet 
eight  inches,  and  deducting  this  from  104  63- 
100,  the  level  of  that  feeder,  it  leaves  the  wa- 
ter-level in  the  bottom  ninety-eight  feet  above 
the  city  canal  water  line,  the  conduit  deliver- 
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ing  the  water  into  it  by  passing  over  the  top  of 
the  wall;  this  gives  thirteen  feet  depth  to  the 
basin,  and  will  require  the  reservoir  to  be 
deepened  or  excavated  for  any  increase  of 
depth  which  may  be  thought  advisable.  The 
increased  altitude  of  this  reservoir  gives  a  head 
of  thirty-six  feet  greater  than  the  present  one, 
that  being  but  sixty-two  feet  above  the  canal 
water  line,  while  this  is  ninety-eight.  But  this 
basin  might,  be  deepened  or  depressed  on  the 
bottom  ten  or  twelve  feet,  which  would  afford 
the  necessary  depth  for  two — a  storage  lake 
and  delivery  reservoir  of  twelve  or  fourteen 
feet  in  each — and  ihe  land  for  this  lake,  of  the 
depression  required,  may  be  found  at  several 
points  along  the  line,  to  the  extent  of  hundreds 
of  acres. 

If  still  greater  elevation  of  land,  so  as  to  in- 
crease the  depth  in  the  basins  beyond  what  i3 
here  contemplated,  should  be  thought  advisa- 
ble ;  or,  if  the  topography  of  the  country  thro' 
which  it  is  proposed  to  run  this  water-way, 
6hould  prove  more  favorable  at  a  higher  line 
than  that  from  the  Miami  feeder  dam,  this  can 
be  attained.  Less  than  a  mile  higher  on  the 
river  than  this  feeder  is  another,  constructed 
to  supply  the  Warren  County  Canal,  now  aban- 
doned, which  affords  an  increase  of  elevation 
of  seventeen  feet,  and  which  may  be  made 
available  for  this  purpose. 

The  storage  lake  or  lakes  here  contemplated 
might  be  of  a  capacity  to  maintain  a  supply 
for  many  weeks,  or  even  months.  The  Croion 
basin  is  four  hundred  acres,  and  supplies  New 
York  for  nearly  fifty  days  at  the  present  rate 
of  consumption,  and  should  the  M*mi  water 
contain  lime  in  objectionable  quantities,  v>  hieh 
will  not  precipitate  in  season,  as  is  feared  by 
some  if  taken  at  minimum  ortrean  flow,  these 
lakes  if  filled  from  the  fall  and  spring  rains, 
would  effectually  provide  against  all  possible 
contingencies  of  this  kind;  the  water  while 
standing  in  them  would  undergo  the  important 
process  of  purification,  heretofore  spoken  of, 
and,  although  then  in  a  condition  for  use,  by 
passing  it  into  the  reservoir  below,  where,  ow- 
ing to  its  capacity,  it  must  again  remain  for 
many  days  undisturbed,  would  be  better  even 
than  that  passing  through  the  most  approved 
filters,  and  would  thus  secure  for  the  entire 
population  the  blessing  of  pure  and  wholesome 
water. 

The  lower  reservoir  here  described,  inclu- 
ding the  embankments,  but  no  other  improve- 
ments, together  with  the  fee  of  the  land  on 
which  its  lies,  this  Board  proposes  to  have 
conveyed  to  the  city;  and  it  further  proposes 
to  allow  you  to  place  connecting  iron  mains 
not  exceeding  five  in  number  twenty  inches 
in  diameter,  in  the  bottom  of  our  tunnel,  and 
below  the  tracks,  and  before  the  same  shall 
be  laid,  for  the  purpose  of  conveying  the 
water  from  the  reservoir  to  the  distribu- 
ting pipes  in  the  city,  this  privilege  to  con- 
tinue forever;  and  the  land,  improvements 
and  privilege  above  described,  this  Company 
proposes  to  convey  to  the  city  without  charge. 
Prudence  would  dictate,  and  your  honora- 
ble body  doubtless  will,  before  passing  upon 
this  or  any  other  plan  for  further  provision  of 
water  facilities  in  this  city,  have  before  you 
the  results  of  practical  engineering  of  all 
schemes  brought  to  your  notice,  which  you 
may  deem  worth  considering.  Before  de- 
liberating upon  this,  we  respectfulfy  ask  that 
the  topography  of  the  country  between  the 
points  named  be  first  examined,  and  that  all 
questions  concerning  its  practicability,  its 
lines,  levels,  cost,  &c,  be  thoroughly  settled. 
To  the  end,  however,  that  you  may  be  im- 
pressed with  the  extreme  economy  and  ad- 
vantage which  careful  surveys  and  estimates 


may  show  in  thus  reorganizing  the  Water 
Department,  and  supplying  from  a  new  source, 
and  by  different  means,  the  city  with  water, 
we  beg  to  lay  before  you  the  following  approx- 
imate estimates: 

Incredible  as  it  may  seem,  this  Board  can 
not  perceive  how  the  cost  of  this  entire  im- 
provement can  exceed,  if  it  reach,  $700,000, 
if  prosecuted  at  this  time  and  under  the  ad- 
vantageous circumstances  which  seem  to  be 
now  presented. 

That  an  open  canal  or  water-way  is  not  only 
practicable,  but  the  best  and  most  economical 
plan  of  delivery,  where  a  level  can  be  pre- 
served, is  abundantly  established  by  the  prac- 
tice and  experience  of  other  cities,  and  it  is 
proposed  that  this  medium  be  adopted  here. 
At  road  crossings,  and  to  pass  through  or  near 
villages,  it  would  be  well,  perhaps,  to  substi- 
tute culverts,  and  drains  and  ditches  would  be 
required  to  dispose  of  surface  water  and  aque- 
ducts in  crossing  ravines.  A  high  and  sub- 
stantial paling-fence  would  be  also  neces- 
sary to  inclose  perfectly  each  section  of  this 
open  open  water-way;  and  the  banks  of  the 
canal  should  be  sloped  outward,  so  as  to  shed 
the  surface-water  away  from,  and  not  into  the 
canal.  With  these  protections  and  precau- 
tions, it  is  thought  that  all  objection  to  an 
open  canal  would  be  removed. 

Intelligent  engineers  assure  us  that  a  canal 
twelve  feet  wide  at  top,  by  seven  feet  at  the 
bottom,  with  banks  six  feet  high,  and  with  a 
fall  of  two  inches  to  the  mile,  will  pass  a 
volume  of  water  9J  feet  wide  by  five  feet  in 
depth,  or  thirty  millions  of  gallons  in  twenty- 
four  hours.  This  is  six  times  our  present 
consumption;  The  length  of  this  canal  will 
be  forty  miles,  or,  perhaps,  something  less ; 
at  surface  grade  the  earth  to  be  moved  and 
placed  in  bank  is  222,920  yards;  and.  at  15 
cents  per  yard  ;  will  cost  $33,438.  (This  is 
cut,  only,  the  fill  being  half  the  bank.) 

There  would  he  required,  perhaps,  at  first  three 
tines  of  20  inch  mains  to  connect  the  resor- 
voir  with  the  distributing  pipes  to  the  city,  of 
three  miles  in  lenjrth  eic's  or  47,520  feet,  at 
Ave  dollars  per  foot S937,6r.O  00 

Culverts  t  >  the  extent,  perhaps,  of  two  miles  in 
length,  neal,  will  he  n/'Cesaacy  for  p-assing 
railways  and  villages,  tw',51  0  feet,  at  fourdoi- 
larsperfoot 42,24010 

Seventy-six  miles  paling  fence,  at  $6011  peo 
mile 45,Gl'0  00 

Tota) S21U87C  00 

The  State's  charge  for  the  water  or  dam- 
ages, we  have  no  data  from  which  to  estimate, 
nor  the  cost  for  culverts,  acqueduets,  rights  of 
way,  land  for  storage,  basins,  extra  costs  for 
cuts  and  fills  not  of  surface  grade  or  contin- 
gencies, for  want  of  surveys,  but  that  an  ap- 
proximate judgment  may  be  arrived  at  of 
what  may  be  the  cost  of  these  several  items, 
we  beg  to  state,  upon  authority  derived  from 
official  sources,  that  the  entire  Miami  Canal, 
from  Dayton  to  the  west  line  of  Main  street, 
in  this  city,  including  two  feeder  dams  and 
twenty-three  cut  stone  locks,  was  constructed 
for  a  sum  less  than  $760,000. 

It  will  be  borne  in  mind  that  this  proposition 
excepts  the  formidable  item  of  the  delivery 
basin,  both  the  land  which  it  shall  occupy  and 
the  cost  of  its  construction,  which,  under  cir- 
cumstances, it  is  thought  a  million  of  dollars 
would  provide,  these  items  this  Company  pro- 
posing to  secure  and  convey  to  the  city  with- 
out charge. 

Thus  far  attention  has  been  invited  onlv  to 
the  portion  of  the  city  already  supplied.  But 
have  not  the  hilltops  and  slopes  within  the 
corporation  limits  like  necessities  and  equal 
claims?  The  deprivation  is  a  severe  one,  as 
is  shown  by  the  loud  complaints  and  the  fre- 
quent conflagration  of  the  elegant  suburban 


mansions  on  the  surrounding  hills.  And  how 
is  it  with  our  sister  cities,  Covington  and  New- 
port ?  day  by  day,  and  with  increasing  inten- 
sity, is  this  subject  pressed  upon  their  atten- 
tion. They  see,  as  all  enlightened  cities  must 
see,  that  an  element  so  essential  to  fife,  health, 
comfort,  and  protection,  mnst  be  had  at  what- 
ever cost  Whence  it  is  derived  is  unimpor- 
tant— if  we  have  it  here  in  abundant  supply, 
an  inverted  syphon  in  the  bed  of  the  river 
passes  it  to  them.  6 

We  ask  you  to  remember  that  our  proposi- 
tion contemplates  tbe  delivery  of  thirty  million 
gallons  per  day,  while  tbe  present  consumption 
is  something  less  than  five:  to  doable  that 
quantity  would  certainly  meet  all  present 
wants,  and  for  some  time  in  the  future:  and 
suppose  yon  sell  and  deliver  to  Covington  and 
Newport  five  millions  per  day,  it  leaves  fifteen 
millions  nnconsumed.  Now  construct  on  the 
highest  point  of  the  surrounding  hills  a  reser- 
voir, and  erect  hydraulic  roaefrnerr,  snch  as 
is  nsed  to  force  the  water  from  the  Schuylkill 
River  for  the  supply  of  Philadelphia,  and  ap- 
ply this  fifteen  million  of  gallons,  or  such  por- 
tion as  should  be  necessary  as  the  motor,  and 
you  furnish  Mount  Auburn,  Clifton.  Walnut 
Hills,  and  Avcmdale,  and  in  quantities  suffi- 
cient for  perhaps  ten  or  twenty  times  the  pres- 
ent population,  without  one  cent  of  cost  other 
than  the  erection  of  the  machinery,  its  repair, 
and  attendance;  it  also  provides  tbe  embellish- 
ments for  the  park,  such  as  fountains,  jettos, 
ponds,  etc.,  heretofore  spoken  of  The  greater 
elevation  of  the  lower  proposed  reservoirs, 
would  supply  the  principal  portion  of  the  hill- 
side, on  this  lower  plain,  as  high  perhaps  as 
the  strength  of  the  present  mains  would  war- 
rant, while  tbe  portion  nearer  the  summit 
could  be  furnished  from  the  higher  basin. 

And  how  will  this  improvement  affect  our 
revenues?  That  an  immediate  increase  of 
water  rents  would  occur  is  plain,  for  the  thirjv- 
six  feet  of  additional  head  sends  the  water  to 
many  thousand  citizens  not  now  supplied.  The 
accommodation  and  security  which  a  full  and 
liberal  supply  of  water  for  all  purposes,  and 
over  the  entire  city  plat,  would  afford,  must 
add  largely  to  the  value  on  the  grand  levy. 
How  long  before  it  would  so  increase  the  du- 
plicate as  to  cover  the  interest  on  this  entire 
expenditure  ?  And  what  will  be  the  effect 
upon  the  water  consumers?  The  outlay  for 
all  purposes,  as  estimated  by  Mr.  Phillips  for 
the  present  year,  is  $142,178;  of  this  there  is 
for  service,  fuel  and  repairs  in  raising  the  wa- 
ter, $52,000  ;  now,  if  we  embrace  tbe  renewals 
of  machinery  and  contingencies,  it  is  safe  to 
say  that  not  less  than  $70,000  will  cover  the 
amount.  This  is  within  a  fraction  of  half  the 
present  expenditures  for  all  purposes,  which, 
if  it  could  be  saved,  would  euable  the  city  at 
once  to  reduce  the  water  rents  one-half;  but 
allow  that  in  addition  to  the  means  derived  for 
supplying  Newport  and  Covington  and  the  hills 
outside  of  the  city  limits,  S500,000  should  be 
required ;  it.  makes  §30,000  per  annum  for  in- 
terest, which,  deducted  from  $70,000  aaved  by 
abating  the  cost  for  pumping  the  water  into 
the  reservoir,  would  enable  you  at  once  to  re- 
duce the  water  rents  thirty-three  per  cent, 
while  at  the  same  time  the  supply  might  be 
increased  almost  indefinitely,  and  as  the  con- 
sumption grew  larger,  the  cost  to  the  consu- 
mers would  continue  to  grow  less  through  all 
future  time,  tbe  expense  of  lifting  the  water 
having  ceased. 

But  there  is  another  argument  which  ad- 
dresses itself  to  your  honorable  body,  and  to 
the  good  people  of  this  city,  which,  in  a  pecu- 
•  niary  aspect,  is  of  equal,  if  not  greater  force. 
I  than  any  yet  presented  why  you  should  enter- 
tain this  proposition ;  because  it  presents  the 
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startling  question  whether  this  metropolis  shall 
be  allowed  to  grow  and  expand  to  its  full  and 
natural  proportions,  or  whether  it  shall  dwarf 
and  be  restricted,  and  the  business  which  de- 
sires to  come  to  us  be  allowed  to  enter,  or  be 
forced  away  as  suits  the  caprice  or  interest  of 
two  corporations,  which  at  this  time  have  that 
power  over  it. 

It  is  deemed  not  improper  to  say  that  this 
Hoard  is  impressed  with  a  conviction  that  the 
completion  of  this  tunnel  is  an  object  of  vital 
necessity  to  this  city;  an  avenue  affording  in- 
gress and  egress  to  several  of  the  longest  and 
most  important  lines  of  railroad  which  point 
toward  us,  and  which  seek  entrance  here — 
lines  upon  which  have  already  been  expended 
upward  of  820,000,000,  and  others  as  yet  but 
partially  completed,  paralyzed  now  because  of 
the  very  lack  of  this  accommodation,  which 
promise,  should  facilities  of  access  be  afforded 
them,  to  add  largely  to  our  business,  must  be 
of  exceeding  value. 

Up  to  this  time  this  enterprise  has  been  the 
recipient  of  no  municipal  aid,  while  many  oth- 
ers promising  no  advantage  equal  to  those 
which  this,  if  completed,  must  yield,  have  been 
most  liberally  patronized. 

It  is  not  the  purpose  of  this  Board  to  ask  for 
any  now,  but  only  that  the  city  avail  itself  of 
the  offer  embraced  in  the  foregoing  proposi- 
tion, wherein  to  our  own  minds  we  tender  ad- 
vantages and  solid  values  more  than  equivalent 
to  the  sum  at  which  we  propose  to  grant  them. 

Should  our  offer  be  accepted,  we  respectful- 
ly suggest  that  the  title  of  the  lands  which  we 
propose  to  convey,  may  be  accepted  by  the  city 
at  as  early  a  day  as  may  suit  your  convenience, 
and  that  bonds  be  delivered  to  us  to  the  amount 
of  one  hundred  and  twenty  thousand  dollars, 
and  that  the  further  delivery  of  the  bonds  shall 
only  be  made  as  the  work  of  the  tunnel  ad- 
vances, the  work  and  contingencies  to  be  esti- 
mated by  yout  own  engineer. 

We  desire  to  say  that  it  is  not  the  intention 
of  this  Board  to  re-enter  upon  the  construction 
of  this  work,  until  we  are  assured  by  the  most 
experienced  engineering  that  we  have  within 
our  control  means  ample  for  its  completion. 

We  confidently  trust  that  this  Honorable 
City  Council  will  discover  in  this  proposition 
no  scheme  of  individual  aggrandizement,  but 
rather  one  which  must  inure  almost  exclusively 
to  the  benefit  of  the  city.  It  is  clear  to  the 
minds  of  this  Board  that  by  the  acceptance  of 
the  offer  herein  tendered,  most  vital  and  inte- 
resting purposes  in  which  the  future  prosperity 
and  success  of  this  metropolis  are  involved, 
will  be  achieved  ;  and  that  by  a  singular  com- 
bination of  conspiring  circumstances,  three 
objects  of  Municipal  necessity  will  be  acquired, 
by  an  outlay  of  money,  which,  under  other 
conditions,  would  secure  but  one,  to  wit :  A 
raagnih'ceut  park,  accessible  within  a  period 
so  brief,  and  at  a  charge  so  inconsiderable  as 
to  be  within  the  reach  of  the  entire  population; 
an  abundant  and  reliable  supply  of  pure  and 
wholesome  water;  and  an  avenue  into  the  city 
which  must  greatly  enlarge  the  sphere  of  its 
business,  and  benefit  unmeasurably  ite  com- 
mercial interests. 

All  of  which  is  respectfullv  submitted. 
SAM.  H.  GOODIN, 
Pres't  Dayton  &  Cin.  B.  R.  Co. 


The  Port  Royal  Railroad. — We  are  in- 
formed that  Messrs.  Drane  &  Singletary,  Wed- 
nesday made  a  contract  with  the  Port  Roynl 
Railroad  Company,  to  do  the  excavating,  fill- 
ing, and,  in  fact,  the  whole  construction  of  the 
road  bed,  ready  for  the  rails.  From  the  well- 
directed  energies  of  that  firm,  we  congratu- 
late the  road  on  its  good  fortune — Mercury. 
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BARS   AT    THE    MOUTHS    OF    THE 
MISSISSIPPI. 


Washington,  June  25th,  lSuO, 
Messrs.  Editors: 

In  February  last,  a  discussion  took  place 
between  Mr.  Ellet  and  myself  through  the 
columns  of  the  National  Intelligencer,  origi- 
nating in  what  I  believed  to  be  erroneous 
statements  made  by  him  concerning  the  opera- 
tions of  the  Government  upon  the  bars  at  the 
mouths  of  the  Mississippi.  You  thought 
proper  to  republish  my  letter  in  your  paper; 
and  in  its  columns,  the  discussion  has  been 
continued.  The  controversy,  hitherto  profes- 
sional, has  been  changed  by  Mr.  Ellet's  last 
article  into  one  of  a  personal  nature.  Although 
strongly  averse  to  entering  into  newspaper 
discussions  of  this  kind,  a  reply,  in  this  in- 
stance, seems  to  be  unavoidable. 

In  his  last  communication,  published  in 
your  paper  of  the  14th  inst.,  Mr.  Ellet  has 
charged  me  with  misleading  Col.  Long  and 
other  officers,  and  Boards  (of  several  of  which 
he  says  I  was  a  member),  allowing  them  to  be 
misled,  and  that,  in  consequence,  the  public 
funds  have  been  wasted,  and  the  country  has 
been  subjected  to  immense  losses. 

This  is  a  grave  charge,  I  shall  disprove 
it  by  showing;  1st,  that  I  did  not  mislead  Col. 
Long  or  any  other  officer,  nor  allow  them  to 
be  misled ;  2d,  that  I  did  not  mislead  any 
Board  nor  allow  it  to  be  misled;  and  3rd, 
that  no  sums  of  money  have  been  paid  by  the 
War  Department,  until  the  channels  called  for 
by  the  contracts  under  the  appropriation,  acts 
have  been  secured,  and  that,  consequently, 
the  Government  money  has  not  been  wasted, 
nor  the  country  subjected  to  immense  losses 
through  any  agency  of  mine,  or  of  any  other 
officer  of  the  War  Department. 

1st.  With  reference  to  misleading  Col.  Long 
or  any  other  officer,  binder  an  appropriation 
for  such  surveys  and  investigations  of  the 
Delta  of  the  Mississippi  as  might  lead  to  deter- 
mine the  most  practicable  plan  for  securing 
it  against  inundation,  and  the  best  mode  of 
deepening  the  channels  at.  the  mouths  of  the 
river,  a  Board  was  organized  in  1S50,  consist- 
ing of  Col.  Long  and  myself,  but  we  were  di- 
rected to  examine  into  and  to  report  solely 
upon  the  surveys  and  investigations  relating 
to  inundations.  The  question  of  deepening 
the  channels  at  the  mouths  of  the  river  were 
not  committed  to  us.  We  did  not  examine  it, 
nor  was  there  a  word  relating  to  it  in  our  re- 
port, nor  in  the  letters  from  the  Topographical 
Bureau  and  War  Department  transmitting  that 
report  to  Congress.  The  duties  of  the  Board 
closed  in  December,  1850,  and  it  was  dissolved. 
Mine,  as  the  officer  charged  with  the  direction 
of  the  surveys  and  investigations  indicatee  by 
the  Board,  then  began. 

Although  the  duty  of  reporting  plans  for 
deepening  the  channels  on  the   bars   was   not 


included  in  my  instructions,  yet  it  was  a  sub- 
ject, to  which  my  attention  had  been  earnestly 
turned,  and  I  availed  myself  of  the  opportuni- 
ties afforded  by  the  survey,  to  make  examina- 
tions at  the  mouths  of  the  Mississippi,  and  ex- 
periments upon  the  currents  on  the  bars,  from 
which  I  hoped  to  deduce  the  law  of  their  forma- 
tion. These  observations  were  not  allowed  to 
interfere  in  any  way  with  the  progress  of  the 
Delta  survey,  and  the  trifling  additional  ex- 
pense which  they  occasioned,  I  was  villing  to 
incur  myself,  if  it  should  not  be  sanctioned  by 
the  Department. 

Illness  prevented  me  from  being  present  at 
these  experiments,  and  als:i  from  learning  ful- 
ly what  they  had  demonstrated,  and  finally 
obliged  me,  when  they  were  finished,  to  direct 
Prof.  Forshey  to  turn  the  results  orer  to  Col. 
Long,  who,  had  been  directed  to  relieve  me 
from  the  charge  of  the  Delta  survey,  upon  my 
reporting  myself  unable  to  do  duty.  This  was 
the  last  order  Prof.  Forshey  received  from  me. 
He  ceased  from  that  time,  about  January  1st, 
18.32,  to  be  in  my  employ,  and  was  never  again 
my  assistant.  Several  years  after  this,  at  what 
time  exactly  I  do  not  recollect,  but  probably 
in  1856,  I  learned  that  Prof.  Forshey  had,  in 
1852,  published  a  letter  in  a  New  Orleans 
newspaper  respecting  the  bars,  and  had  ex- 
pressed opinions  concerning  some  of  the  con- 
clusions deduced  b}r  him  from  the  experiments 
he  had  made  by  my  direction.  I  never  learned, 
until  informed  by  Mr.  Ellet's  last  article,  that 
Prof.  Forshey  had  made  communications  upon 
the  subject  to  any  scientific  Journal,  or  made 
any  other  publication  than  the  one  I  have 
named.  The  report  of  Prof.  Forshey  upon  the 
bars  and  upon  all  the  other  matters  entrusted 
to  him  was  made  to  Col.  Long,— not  to  me. 
This  report  contains  a  full  account  of  the  ex- 
periments upon  the  bars.  The  duplicate  of  it 
was  transmitted  by  Col.  Long  to  the  Topo- 
graphical Bureau  of  the  War  Department, 
through  which  channel  alone  it  could  be  legiti- 
mately made  public.  Here  it  was  accessible 
to  all  officers  andemployees  of  the  Government. 
The  note  books  also  were  duly  transmitted  by 
Prof.  Forshey  to  Col.  Long,  and,  with  all  other 
matter  belonging  to  the  Delta  survey,  except- 
ing the  duplicate  report  already  mentioned, 
remained  in  his  possession  until  May,  1856, 
when  they  were  turned  over  to  me,  by  direction 
of  the  War  Department. 

These  are  the  facts  of  the  case,  and  yet  I 
am  charged  with  ''cruelly  deceiving  and  mis- 
leading Col.  Long,  for  a  period  of  seven 
years,"  in  regard  to  these  experiments,  and 
with  equally  misleading  other  officers  respect- 
ing them,  when,  in  reality,  I  first  became  fully 
acquainted  with  the  experiments  myself  from 
the  account  of  them  contained  in  the  report 
transmitted  by  Col.  Long  to  the  Topographical 
Bureau,  xohere  they  were  as  accessible  to  other 
officers  as  to  myself 

2d.  With  respect  to  misleading  Boards. 
From    1838   to  the    present  time,   ottly  two 
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Boards  have  bsen  convened  to  take  into  con- 
sideration any  question  relating  to  the  bars 
at  the  mouths  of  the  Mississippi.  Of  these 
two,  only  one,  that  of  1852,  was  charged  with 
preparing  plans  for  deepening  the  channels 
over  them.  While  this.Board  was  in  existence, 
I  was  in  Philadelphia,  incapacitated  by  illness 
from  all  professional  occupation.  I  have, 
therefore,  no  personal  knowledge  of  their  la- 
bors, but  it  is  to  be  presumed  that  they  were 
placed  in  possession  of  all  information  collect- 
ed by  the  Government.  At  any  rate,  I  had 
then  neither  possession  nor  control  of  the  ob- 
servations taken  under  my  instructions  by 
Prof.  Forshey.  That  the  Board  was  not  mis- 
led in  the  matter,  is  shown  by  the  following 
extract  from  their  report.  "They  have  ex- 
amined attentively,  however,  the  various  pro- 
jects which  have  been  submitted  to  the  public. 
and  they  have  sought  information  wherever  it 
was  to  be  found.  They  have  themselves 
adopted  no  theory  as  to  the  formation  of  these 
bars,  or  as  a  basis  of  projects  for  their  removal 
for  they  believe  the  subject  too  difficult,  and 
the  facts  collected  too  few,  to  justify  anytheory, 
nor  have  they  attempted  to  confute  the  projects 
and  theories  of  others." 

The  second  and  only  other  Board  was  con- 
vened in  Washington  in  1856,  for  the  purpose 
of  opening  and  deciding  upon  ihe  proposals 
received  at  the  Engineer  Bureau,  to  deepen 
the  channels  of  the  South-West  Pass  and  Pass 
Al'outre,  audio  maintain  the  increased  depth. 
Of  that  Board  I  was  a  member,  but,  under  the 
law  which  directed  the  work  to  be  clone  by 
contract,  our  duty  was  limited  to  reporting  the 
offer  which,  everything  considered,  should  be, 
in  our  opinion,  accepted  by  the  War  Depart- 
ment. All  the  facts  collected  by  the  officers 
and  employees  of  the  War  Department  were 
accessible  to  this  Board,  and  equally  accessi- 
ble to  all  who  desired  to  contract  for  the  work. 
My  own  personal  opinion  in  relation  to  the  re- 
lative advantages  of  the  different  plans  pro- 
posed was  freely  stated,  and  any  detailed  infor- 
mation respecting  the  experiments  made  under 
my  orders  would  have  been  willingly  given,  if 
desired. 

Such  are  the  facts  under  which  I  am  charg- 
ed with  misleading  these  Boards,  or  allowing 
them  to  be  misled  1 

3d.  With  respect  to  the  waste  of  public  mo- 
ney through  my  agency  or  that  of  any  other 
officer  of  the  War  Department :  The  only  ap- 
propriations that  have  been  made  for  improv- 
ing the  mouths  of  the  Mississippi  are  those  of 
1837,  1852  and  1856.  The  first  is  not  in  ques- 
tion. The  other  two  contain  provisions  requi- 
ring the  channels  to  be  opened  and  kept  open 
by  contract.  A  waste  through  such  agency 
could,  therefore,  have  occurred  only  through 
error  in  atoardincj  the  contracts,  or  through 
some  act  of  the  officers  charged  with  ascertain- 
ing that  they  had  been  executed  before  the 
money  was  paid.     What  are  the  facts  ? 

It  is  shown  in  the  published  official  docu- 


ments referred  to  in  my  first  communication, 
that  the  contract  entered  into  by  the  War  De- 
partment, under  the  appropriation  of  575,000, 
in  1852,  for  opening  a  channel  at  one  of  the 
mouths  of  the  Mississippi,  was  the  mo3t  advan- 
tageous to  the  Government  that  was  offered; 
and  that  the  increased  depth  required  was  ob- 
tained. 

It  was  also  shown,  in  the  same  communica- 
tion, by  reference  to  published  official  docu- 
ments, that  the  contract  accepted  by  the  War 
Department,  under  the  appropriation  of  $330,- 
000,  in  1856,  was  of  those  offered,  the  most 
advantageous  for  the  Government;  that  the 
two  channels  were  opened  to  the  required 
depth,  and  were  kept  at  that  depth  until  the 
contractors  refused  to  comply  further  with 
their  engagements  ;  that  the  Department  then 
entered  into  another  contract,  in  the  manner 
required  by  law,  which  the  contractors  failed 
to  fulfill,  and  thus  forfeited  all  payment  for 
their  work,  which  was  also  the  case  with  the 
first  contractors,  so  far  as  the  work  done  in 
keeping  open  the  channel  was  concerned. 
This  brings  the  history  of  the  subject  down  to 
November,  1859,  the  date  of  the  last  published 
official  report,  and  closes  the  subject,  so  far  as 
awarding  the  contracts  is  concerned.  In  re- 
ference to  the  officers  charged  with  seeing  that 
they  were  properly  executed, — a  duty  which 
has  never  been  assigned  to  me, — it  is  only  ne- 
cessary to  state  that  their  functions  were  re- 
stricted by  their  instructions  to  marking  out 
the  channels,  and  ascertaining  by  measure- 
ment and  certifying  that  the  required  depth 
had  been  attained.  It  is  not  possible,  there- 
fore, that  their  official  acts  could  be  dependent 
on,  or  influenced  by,  any  information  or  opin- 
ions which  they  might  have  in  reference  to  the 
currents  on  the  bars.  When  they  expressed 
such  opinions,  those  were  voluntary  contribu- 
tions to  the  Engineer  Bureau,  and  had  no 
bearing  upon  the  duties  they  were  executing. 
It  was  for  the  contractors  to  ascertain  the  best 
mechanical  means  of  deepening  the  channels 
under  the  plan  proposed  by  their  contracts; 
whether  to  simply  stir  up  the  bottom  or  to  lift 
the  material  forming  the  bar  up  nearly  to  the 
surface,  as  proposed  by  Mr.  Ellet.  They  chose 
the  former  method. 

This  completes  the  proof  that  the  impeach- 
ment of  my  official  action  by  Mr.  Ellet  is  en- 
tirely without  foundation. 

In  my  last  article,  the  following  language 
occurred:  "  If  Mr.  Ellet  intends  to  intimate 
that  the  plan  of  improving  the  bars  by  stirring 
up  the  bottom  was  taken  from  his  report  of 
1851,  he  is  mistaken.  It  is  a  plan  at  least  a 
century  old,  and  was  submitted,  with  other 
plans,  by  Capt.  Delafield  in  his  report  to  the 
War  Department  in  1829." 

Whatever  injustice  this  did  to  Mr.  Ellet  was 
caused  by  the  ambiguity  of  his  own  language. 
Without  reference  to  dates  or  reports,  he  re- 
counted certain  plans,  which,  he  said,  were 
those  adopted  by  the  War  Department,  inclu- 


ding among  them  an  expedient  resorted  to  by 
recent  contractors  of  breaking  up  "the  mud 
lump  formation  "  with  powder,  and  excluding 
from  them  the  plan  of  stirring  up  the  bottom. 
In  a  subsequent  paragraph,  he  stated  that, 
since  the  doAe  of  his  report  of  1851,  the  Gov- 
ernment had  indeed  adopted  a  plan  which  that 
report  so  far  sanctions  as  to  admit  that  it 
would  do  limited  good,  etc.,  etc.  Now,  what 
was  the  object  of  introducing  in  connection 
with  this  plan  the  phrase,  "  since  the  date  of 
that  report,"  and  omitting  it  in  connection 
with  all  the  other  plans  he  enumerated?  I 
could  not  decide  whether  he  intended  to  claim 
that  the  War  Department  had  taken  the  idei> 
from  his  report  or  not,  and  therefore  inserted 
the  above  sentence,  in  whicb,  while  informing 
the  public  correctly,  I  gave  him  the  benefit  of 
the  doubt. 

But  one  other"snbject  remains.  Mr.  Ellet 
persists  in  repeating  his  assertion  that  the 
plans  of  the  officers  of  the  War  Department 
for  deepening  the  channels  on  the  bars  are  er- 
roneous in  principle;  that,  by  admitting  the 
fact  that  on  one  day  he  found  an  inward  cur- 
rent on  the  bar,  1  thus  admit  that  there  is  al- 
ways an  inward  current  there,  forming  part  of 
a  vertical  eddy,  and  that,  consequently,  I  now 
admit  the  correctness  of  all  his  views  upon  the 
subject,  and  am  disposed  to  claim  them  as 
known  to  the  Department  before  his  report 
was  made.  I  can  best  dispose  of  this  branch 
of  the  subject  by  stating  concisely  the  real 
conditions  existing  at  the  mouth  of  the  river,  as 
shown  by  a  long  series  of  observations.  The 
deductions  I  have  drawn  from  these  facts,  as 
to  the  canse  of  the  formation  of  the  bars,  and 
the  irresistible  conclusion  as  to  the  best  means 
of  deepening  them,  it  is  not  my  intention  to 
exhibit  here.  They  will  he  found  in  full  in  my 
report  upon  the  Delta  Survey,  now  nearly  rea- 
dy to  be  made  public. 

That  condition  of  the  river,  which,  so  far  as 
the  mouth  is  concerned,  may  be  called  "flood,'1 
lasts,  on  an  average,  six  months  of  the  year- 
The  low  water  stage  of  the  river  at  the  same 
place  lasts,  on  an  average,  four  months.  The 
changes  from  flood  to  low  water  and  from  low 
water  to  flood,  occupy  each  about  one  mouth. 
The  bar  is  formed  almost  entirely  during  the 
period  of  flood.  At  this  time,  the  water  in 
contact  with  the  bar  moves  outward  with  a 
comparatively  rapid  current  Hence,  stirring 
up  the  bottom  or  increasing  the  rapidity  of  the 
current  by  jetties  must,  at  this  stage,  increase 
the  depth  upon  the  bar.  During  the  low  water 
period  (when,  as  already  stated,  the  bar  is  not 
increased),  the  water  in  contact  with  it  moves 
sometimes  outward  and  sometimes  inward, — 
but  always  with  a  gentle  current,  and  is  some- 
times at  rest.  During  at  least  one-half  of  the 
two  transition  states,  any  of  the  conditions 
found  at  low  water  may  exist.  It  will  now  be 
shown  that  these  facts  are  in  perfect  accor- 
dance with  all  those  heretofore  reported  to  the 
War  Department 
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creative  power  in  a  railroad  which  will  double 
or  treble  the  present  California  travel.  There 
would  then  be  at  least  one  hundred  thousand 
passengers  pass  one  way,  or  two  hundred 
thousand  trips  per  annum. 

These,  at  sixty  dollars  each,  ror  the  section 

west  of  the  Missouri  line,  amounts  to  the 

Mini  of, 812,00' ,(i|)0  00 

All  the  cold  would   be   transported    hy  rail, 

and  pay  three  per  cent,  on  fifty  millions,  1,500,0(10  CO 
The  mail;  at  prices  heretofore  exceeded  by 

hind  and  ocean .'.       1,500,0(10  0O 

Transportations  of  men    and   munitions  of 

war,  same   as  it    now   costs   for  way  and 

through  transportations 5,000,1:00  00 

Tot:'1 S3l!,0IIO,l!('t)  10 

Freight  will  divide,  some  will  go  round  by 
water,  but  a  very  large  portion  will  go  by  rail. 
The  distance  from  Boston  to  St.  Joseph  is 
nearly  as  great,  as  it  is  from  St.  Joseph  to  San 
Francisco.  It  is  obvious,  therefore,  that 
freight  transported  between  the  Mississippi 
valley  and  San  Francisco  would  not  go  or 
come  by  our  pastern  cities,  but  it  would  travel 
direct  across  "by  rail.  Where  the  distance  lo 
San  Francisco  by  rail  is  2,000  miles,  (say 
from  Missouri  and  Iowa,)  at  two  cents  per  toil 
per  mile,  freights  to  and  from  San  Francisco 
would  be  as  follows  : 

A  ton, }4n  nil 

One  hundred  pounds 2  111) 

One  pound,    o 

Bushel  of  M-ain,  G"'  lbs 1  20 

Barrel  of  (Jour 4  no 

Barret  of  pork g  n, 

A   cow,   !,0i0  1b* 20(0 

Box  of  dry  goods,  30(1  lbs Q(0 

To  determine  the  cost  from  ocean  to  ocean, 
it  is  sufficient  to  add  50  per  cent,  to  these  fig- 
ures. 

An  inspection  of  these  prices  will  furnish 
some  means  of  judging  what  will  go  by  rail 
and  what,  will  travel  by  ocean. 

The  interest,  rial;  insurance,  and  transpor- 
tation by  water  will  average,  say,  five  per  cent. 
The  first  three  items  being  much  greater  by 
water  than  by  rail,  valuable  light  goods  will 
go  cheapest  by  rail,  while  cheap  heavy  goods 
will  go  cheapest  by  water. 

A  package  worth  one  dollar,  weighing  less 
than  one  pound,  would  go  from  New  York  to 
San  Francisco  by  rail ;  as  the  freight,  three 
cents,  added  to  risk  insurance,  and  interest, 
would  probably  be  less  than  five  cents,  the 
sum  of  these  items  by  water.  Therefore  every- 
thing worth  a  dollar  a  pound  would  go  by 
rail. 

A  dollar's  worth  of  cloth,  silk,  silver,  no- 
tions, many  a/tieles  of  merchandise,  will 
weigh  less  than  a  pound,  and  therefore  go  from 
New  York  and  San  Francisco  by  railroad. 
Besides  the  difference  between  ten  days'  re- 
turns and  ninety  days  is  of  so  much  import- 
ance to  mercantile  operations,  a  much  greater 
share  would  go  by  rail.  In  fact,  we  are  told 
that  over  three  hundred  tons  are  annuallv  for- 
warded now  by  one  express  company,  at  from 
20  to  30  cents  a  pound,  requiring,  as  now  con- 
veyed, from  25  to  30  days.  How  much  more, 
then,  would  go,  at  three  or  four  cents  a  pound, 
if  conveyed  in  ten  or  twelve  days  ?  Certainly 
ten  or  twenty  times  as  much.  Without  much 
doubt,  therefore,  the  through  and  way  freight, 
and  the  way  passengers  on  the  Pacific  railroad, 
would  not  be  less  than  ten  millions  a  year, 
which,  added  to  the  sum  before  stated,  makes 
the  gross  proximate  income  per  annum  $30,- 
000,000. 

This  sum  is  sufficient  to  pay  current  expen- 
ses, and  also  a  fair  dividend  on  the  estimated 
cost,  $120,000,000. 

If  it  be  said  the  items  which  are  here  enu- 
merated are  overestimated,  it  may  be  replied, 
that  before  the  road  can  be  completed  another 
decade  of  our  history  will  have  transpired,  and 


It  is  stated  in  the  reports  of  Capt.  Talcott's 
assistants,  Messrs.  Meade  and  Sidell,  that,  du- 
ring the  condition  of  the  river  I  have  described 
as  "flood,"  the  current  on  the  bars,  both  at 
surface  and  bottom,  was  outward  ;  that,  during 
the  low  water  condition  of  the  river,  while  the 
current  at  the  surface  was  uniformly  outward, 
that  at  the  bottom  moved  sometimes  outward 
and  sometimes  inward. 

Mr.  Ellet  states  that,   on   the  day  when  he 
made  his  experiment  for  sub-current,  the  river 
being  at  half  flood  at  New  Orleans,  the  cur- 
rent at  surface  flowed  outward  and  at  bottom  . 
flowed  inward. 

Prof.  Forshey  states  in  his  report  that,  dur- 
ing the  "flood"  condition,  he  found  the  cur- 
rent on  the  bar,  both  at  surface  and  at  bottom, 
flowing  outward;  and  that,  during  the  low 
water  condition,  he  found  the  surface  water 
flowing  outward,  and  that  at  the  bottom  at 
rest. 

The  Board  of  1852  state  that,  during  their 
visit  (in  the  low  water  condition  of  the  river,) 
"At  all  stages  of  the  tide,  they  found  inside 
the  bar  and  over  the  bar  an  outward  current 
at  the  bottom, — less,  indeed,  than  at  the  sur- 
face,— but  still  very  considerable." 

These  reported  facts,  apparently  so  contra- 
dictory, are,  as  just  stated,  in  perfect  accord- 
ance with,  and  are  confirmed  by  the  extended 
series  of  experiments  which  have  been  made 
under  my  direction  since  I  resumed  the  prose- 
cution of  the  Delta  survey,  in  the  winter  of 
1857-8.  These  experiments  were  undertaken 
because  I  considered  that  those  made,  up  to 
that  time,  were  not  sufficiently  extended  to 
reveal  the  law  governing  the  formation  of  the 
bars.  This  accordance  I  have  stated  in  my 
previous  communications.  How,  then,  can  it 
be  claimed  that  I  have  endorsed  the  views  of 
Mr.  Ellet,  when  he  asserts  that:  "In  the  at- 
tempts which  the  Government  has  caused  to 
be  made  to  deepen  the  channels,  *  *  *  * 
the  works  have  been  conducted  in  the  suppo- 
sition that  the  water  which  is  in  contact  with 
the  bars  at  the  mouths  of  the  Mississippi,  in 
times  of  flood,  flows  outward  toward  the  Gulf, 
while,  in  fact,  it  flows  in  the  opposite  direc- 
tion: that  is,  from  the  Gulf  along  the  bottom 
toward  the  river."  What  I  have  really  ad- 
mitted is,  that  Mr.  Ellet  found  an  inward  cur- 
rent at  the  bottom  at  the  time  of  his  experi- 
ment;  and  that,  theoretically,  an  eddy  current 
should  exist;  but  I  have  added  that  the  nu- 
merous experiments  of  the  Delta  survey  have 
rarely  detected  its  presence;  that  it  is  almost 
always  obscured  by  other  more  powerful 
forces,  and  that  it  has  no  controlling  influence 
upon  the  formation  of  the  bars,  and  no  prac- 
tical bearing  upon  plans  for  their  improve- 
ment. 

I  have  heretofore  stated  that,  so  far  as  I  am 
aware,  Mr.  Ellet  was  the  first  to  submit  the 
eddy  theory  of  the  formation  of  the  bars  to 
the  War  Department;  but  that  he  had  been 
anticipated  in  this  theory  of  the  formation  of 


the  bars  of  delta  rivers,  by  a  foreign  engineer; 
and  I  established  this  fact  by  quoting  from 
Mr.  A.  Surell's  report  upon  the  improvement 
of  the  mouths  of  the  Bhone,  in  which  that 
engineer  briefly  recapitulates  the  eddy  theory, 
and  attributes  it  to  Mr.  Ainie.  I  have  also 
stated  the  fact  that  the  construction  of  paral- 
lel jetties  at  the  principal  mouth  of  the  Rhone 
had  deepened  the  channel  over  the  bar,  and 
had  (bus  practically  demonstrated  the  falsity 
of  this  eddy  theory. 

This  discussion  commenced  with  a  desire 
on  my  part  to  correct  what  I  believed  to  be 
erroneous  statements  of  Mr.  Ellet.  I  proved 
from  official  records  that  they  were  unfounded. 
Mr.  Ellet,  regardless  of  the  correction,  not 
only  re-produced  them,  but  added  other  state- 
ments equally  unfounded;  and  finally,  when 
these  are  exposed,  aggravates  bis  offense  by 
bringing  a  grave  charge  against  me. 

The  facts  I  have  presented  prove  my  aeniser 
to  be  reckless,  and  his  accusation  to  be  false. 

In  conclusion,  I  have  to  say  that  the  news- 
paper controversy  with  Ellet  is  closed  on  my 
part.  Very  respectfully, 

Your  Obedient  Serv't, 
A.  A.  Humphreys, 
Capt.  Topographical  Engineers. 


PACIFIC  RAILROAD. 

( Concluded..) 


PROBABLE    RESCLTS. 

A  railroad  once  made,  connecting  the  At- 
lantic and  Pacific,  through  a  healthy  inhabi- 
ted portion  of  this  continent,  will  sensibly 
affect  the  commerce,  travel,  and  social  inter- 
course of  the  world.  Europe  and  Asia  will 
be  brought  in  effect  much  nearer  to  each 
other,  and  we  will  be  much  nearer  to  Asia. 
Traveling  lines  will  not  only  be  shortened,  but 
they  will  be  much  more  speedy,  healthy,  and 
inviting,  by  interposing  the  variety  of  land 
scenery  for  the  dangers  and  monotony  of  the 
sea.  It  is  not  possible  for  your  committee  to 
make  any  estimate  of  pecuniary  results  which 
will  grow  out  of  such  a  stimulant  to  exterior 
commerce;  but  they  are  confident  such  a  line 
of  communication  will  be  largely  augmented 
by  new  elements  of  foreign  intercommunica- 
tion. 

Results  within  our  own  country  are  more 
easily  approximated.  The  travel  across  the 
continent  will  go  by  railroad.  You  can  now 
go  from  any  of  our  cities  to  St.  loseph,  Mis- 
souri, by  railroad  for  thirty-five  dollars.  The 
remaining — say  two  thousand  miles  to  San 
Francisco,  at  three  cents  per  mile — nearly 
double  the  rates  on  this  side — would  be  sixty 
dollars;  add  for  meals  and  extras,  ten  dollars; 
total  from  eastern  cities,  by  railroad,  to  San 
Francisco,  one  hundred  and  five  dollars.  A 
passage  by  any  of  our  foreign-  routes  costs 
near  two  hundred  dollars.  By  railroad  you 
could  go  in  six  or  eight  days.  It  would  be 
much  cheaper,  quicker,  and  safer  for  passen- 
gers traveling  from  ocean  to  ocean,  and  they 
will  all  take  the  railroad  route.  This  demon- 
stration is  irresistible  and  incontrovertible. 
If  the  extremes  would  choose  this  route  inter- 
mediate or  way  travel  between  the  cities  on 
the  Atlantic  and  the  Pacific  would  a  fortiori 
adopt  this   route.     There  is, -as  all  know,  a 
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western  pi-ogress   will  more  than    compensate 
for  possible  errors. 

Besides,  this  estimate  makes  no  account  of 
new  elements  of  business  that  will  be  created 
by  a  new  channel  of  commerce  so  important 
to  other  nations  of  the  world,  and  so  sure  to 
develop  new  industrial  pursuits  in  our  own 
country.  This  creative  power  of  railroads  has 
never  been  overestimated,  and  the  only  mis- 
take railroad  men  have  made  in  the  product- 
ive results  of  their  investments  has  grown  out 
of  the  multiplicity  of  rival  roads,  and  the  con- 
sequent reduction  of  prices.  A  Pacific  ra.il- 
roa  1  is  not  liable  to  competition,  for  if  others 
are  made,  they  will,  be  too  remote  to  compete 
for  local  business,  and  they  will  not  be  under- 
taken for  the  through  business  until  it  has 
been  clearly  demonstrated  there  is  enough  to 
well  compensate  two  or  more  roads. 

THE   PLAN   OP    EXECUTION. 

Your  committee  have  found  the  greatest 
diversity  of  opinion  as  to  the  mode  of  accom- 
plishing the  object,  and  for  yeacs  the  invent- 
ive genius  of  men  has  been  directed  to  schemes 
for  constructing  a  Pacific  railroad.  It  is  gen- 
erally conceded  that  government  must,  in 
some  way,  encourage  the  work,  to  induce  pri- 
vate capital  to  take  hold  of  it  After  much 
consideration,  your  committee  have  adopted 
the  plan  of  advancing  government  30  year 
bonds,  bearing  5  percent,  interest,  in  payment 
for  telegraph  and  transportation  service,  which 
is  to  be  executed  during  the  progress  and  after 
the  completion  of  the  work.  To  secure  the 
government,  they  are  to  be  advanced  only  as 
sections  of  fifty  miles  are  completed,  beginning 
at  each  end  with  what  is  supposed  to  be  only 
enough  to  aid  capital;  the  amount  per  mile  is 
to  increase  as  the  work  proceeds  from  both 
ends  towards  the  centre  of  the  line,  where  the 
expense  will  be  greatest.  As  a  further  securi- 
ty, these  advances  are  to  be  a  first  mortgage 
lien  on  the  road  and  equipment;  so  the  effect 
is  an  advance  of  government  credit  for  thirty 
years  on  what  would  seem  to  be  ample  secur- 
ity. We  have  stated  the  annual  service  now 
required  by  the  government  (which  could  and 
.  would  be  far  better  performed  by  a  railroad) 
at  five  millions  of  army  and  navy  tranports, 
and  one  and  a  half  million  of  postal  service, 
which,  together,  amounts  to  six  and  a  half 
millions.  It  is  proposed  to  advance,  as  the 
work  progresses,  sixty  millions  in  bonds, 
which  may  be  increased  by  accruing  interest 
over  service  as  the  work  proceeds  to  seventy 
millions;  the  annual  interest  would  then  be 
§3,500,000.  The  annual  service,  as  above 
stated,  $0,500,000 ;  so  the  annual  service 
would  exceed  the  annual  interest  §3,000,000. 

This  last  sum  would  remain  with  the  gov- 
ernment as  a  sink  ng  fund  sufficient  to  extin- 
guish the  bonds  in  less  than  twenty-four  years, 
and  therefore  before  the  bonds  will  become 
due. 

If  it  be  said  the  railroad  will  furnish  trans- 
portation at  much  cheaper  rates  than  now  paid, 
still  the  saving  is  no  less  to  the  government, 
and  the  increase  in  quantity  of  public  trans- 
portations will  probably  more  than  compen- 
sate for  the  reduction  of  prices.  Besides,  the 
service  as  the  work  proceeds  will  keep  down  a 
large  portion  of  the  interest  named,  especi- 
ally when  it  is  apparent  the  bonds  will  not 
all  be  advanced  till  the  work  is  done. 

It  remains  to  be  shown  whether  the  sixty 
millions  required  from  private  capital  will  be 
well  invested. 

Take  from  the  estimated  gross  income  per 
annum,  the  service,  as  before  stated,  §0,500,- 
000,  and  there  remains  §23,500,000  as  the 
annual  receipts  to  pay  current  repairs,  expen- 
ses, taxes,  aud  dividends. 


Engineers  have  determined  the  net  cost  of 
running  a  train  to  be  about  one  dollar  a  mile. 
There  are  many  items  besides  fuel  that  make 
up  the  cost,  but  that  being  the  principal  item, 
and  fuel  being  scarce  on  the  road,  we  will  put 
this  cost  at  three  dollars  a  mile.  Three 
through  trains  a  day  each  way  will  do  all  the 
business  here  contemplated.  The  daily  cost 
would  then  be  eighteen  dollars  a  mil_e  per  day. 
and  on  two  thousand  miles,  the  estimated 
length  of  the  Pacific  railroad,  §30,000  a  day. 
and  I'or  a  year  §12,900,000  for  running  three 
trains  from  each  end  each  day.  Take  this 
from  §23,500,000  and  there  remains  §10,5+0,- 
000  to  pay  repairs,  taxes,  supervision,  and  div- 
idends. For  repairs,  taxes,  and  supervision, 
say,  one  thousand  dollars  a  mile,  §200,000, 
and  there  remains  §8,540,000,  which  is  twelve 
per  cent,  per  annum  on  the  sum  of  §70,000, 
000,  to  which  the  sixty  millions  may  possibly 
swell  by  interest  during  the  completion  of  the 
work. 

Your  committee  have  thus  presented  the 
nature  of  the  work,  the  probable  cost,  and  a 
mode  by  which  government  aid  and  private 
capital  may  unite  in  the  accomplishment  of 
the  Pacific  railroad.  It  may  differ  from  the 
views  of  many,  and  may  not  be  the  best  mode 
of  accomplishing  the  object  Your  commit- 
tee have  tried  to  adapt  the  plan  to  the  nature 
of  our  government  and  the  public  will.  The 
sum  required  from  government  (sixty  millions) 
seems  large,  but  it  is  only  to  be  advanced  in 
yearly  instalments,  and  then  in  bonds  which 
are  secured  by  a  first  mortgage  on  the  road. 
The  Mexican  war  cost  us  two  hundred  mil- 
lions, and  we  never  lelt  the  payment.  The 
construction  of  a  Pacific  railroad  will  accom- 
plish more  good,  and  add  more  to  our  national 
glory;  and  we  would  therefore  be  justified  by 
posterity  if  we  sunk  double  the  §60,000,000  we 
have  estimated  as  the  cost  of  the  national 
achievement.  The  ancient  roads  of  Peru  and 
the  "AppianWay"  of  Rome  are  monuments 
of  national  power  worthy  of  an  ancient  civili- 
zation. A  Pacific  railroad  is  consistent  with 
the  intercourse  and  intelligence  of  our  peo- 
ple, in  harmony  with  the  progress  of  the  age, 
and  worthy  of  a  great  and  powerful  nation. 

It  will  unite  isolated  sections  of  cur  own 
country,  create  a  direct  communication  be- 
tween Europe  and  Asia,  and  revolutionize  the 
commerce  and  elevate  the  civilization  of  the 
world. 

Your  committee  having  thus  presented  the 
matter  submitted  to  their  consideration,  have 
prepared  a  bill  designed  to  furnish  the  requi- 
site legislation  to  accomplish  the  object,  which 
thev  present  with  a  recommendation  that  it 
do  pass.  SAMUEL  K.   CURTIS. 

P.  W.  KELLOGG. 
R.  E.  FENTON. 
CHAS.  L    SCOTT. 
ALEX.  H.  RICE. 
SAMUEL  S.  BLAIR, 
E.  B.  FRENCH. 

I  concur  in  the  conclusions  of  the  forego- 
ing. J.  B.  FARNSWORTH. 

I  am  in  favor  of  a  route,  in  connexion  with 
this,  leading  to  the  Columbia  river,  but  as  the 
committee  decide  a<rainst  that,  I  endorse  the 
recommendation  of  the  committee  in  favor 
of  the  central  route. 

LANSING  STOUT. 

I  concur  in  the  above  report  except  the 
plan  of  construction. 

H.  WINTER  DAVIS. 


The  Delaware  and  Hupson  Canal  Co.  have 
declared  a  semi-annual  dividend  of  3}  per  ct, 
'  payable  on  the  20th.  inst. 


COI.    FREMONT'S    MARIPOSA 
MINES. 

The  Alia  Oatifornian  furnishes  us,  through 
a  correspondent,  a  very  interesting  account  of 
the  extent,  character,  richness,  and  present 
and  prospective  productiveness  of  the  mines 
on  this  famous  grant.  This  great  enterprise 
will  make  Col.  Fremont,  in  ten  years,  the 
richest  man  in  America,  if  not  in  the  world, 
that  is,  if  he  pursues  his  business  with  the  same 
energy  and  perseverance  that  he  has  hitherto 
displayed,  and  in  the  same  manner  that  any 
other  man  would  pursue  any  other  legitimate 
businese,  and  his  great  success  does  not  turn 
his  head. 

"Beak  Valley,  April  25.  1800. 

The  Mariposa  grant,  being  located  on  that 
geologically  interesting  line  where  the  enor- 
mous granitic  formation,  stretching  from  Ma- 
riposo.  to  the  Yo  Semite  Falls,  and  beyond,  and 
the  sedimentary  rock  forming  the  foothills  of 
the  Sierra  between  Mariposa  and  the  Plains, 
where.  1  say.  these  formations  meet,  we  no- 
tice a  net  work  of  eruptive  rock,  partly  quartz, 
partly  trap  rock,  both  highly  metaliferious  in 
gold,  silver,  and  copper,  extending  over  the 
whole  extent  of  said  grant. 

There  are  said  to  be  nineteen  leading  quartz 
veins  on  this  exteut  of  land,  mostly  communi- 
cating with  each  other  by  means  of  small 
leaders,  traversing  the  country  in  all  directions. 
But  the  principle  veins  of  all  these  quartz 
eruptions  are  the  Josephine  and  the  Pine  Tree 
vein,  runnincr  nearly  due  north,  and  intersect- 
ing the  slates  at  an  angle  of  thirty  degrees. 
These  veins  are  traced  from  near  Mount  Ophir, 
where  they  are  called  the  Mount  Ophir  vein, 
through  Bear  Valley,  known  as  Albey  vein,  to 
the  Merced  river  where  by  a  greenstone  dyke 
of  enormous  dimensions,  they  are  thrown  near- 
ly twenty  degrees  out  of  their  direction,  and 
split  up  in  very  many  parallel  veins  of  great 
richness,  but  small  at  the  out-cropping.  A 
few  miles  northward,  these  small  veins  appear 
again  as  compact,  solid,  and  true  veins  which 
make  their  last  appearance  as  an  interesting 
outcrop  on  Pena  Blanca,  forming  the  crest  of 
that  hill  in  a  distance  of  25  miles  from  the 
Merced  river. 

Both  veins  runjeonstantly  parallel,  either  in 
immediate  neighborhood,  or  separated  by  sheets 
of  talcose  slate.  These  belong  to  different  geo- 
logical periods,  the  Pine  Tree  vein  being  much 
older  than  the  Josephine,  which  is  clearly 
shown  by  the  character  of  their  ore.  The  Pine 
Tree  vein  rock,  contains  most  of  its  metals  in 
the  depth  of  the  present  openings,  in  an  oxi- 
dized state — the  iron  as  oxide,  the  copper  as 
red  oxide,  or  blue  or  green  carbonates,  which 
give  the  rock  the  most  variegated  and  beauti- 
ful appearance.  These  oxides  and  carbonates 
still  retain,  in  many  instauces,  the  crystalline 
forms  of  the  original  sulphurets,  which,  in  the 
lapse  of  time,  have  yielded  to  the  action  of 
atmospheric  influences. 

The  Josephine  vein  ore,  on  the  contrary, 
has  not  been  exposed  long  enough  to  those 
oxidizing  influences,  and  it  therefore  contains 
the  sulphurets  of  the  above  named  metals,  in 
their  original  appearance  in  yellow  color  and 
metallic  luster.  The  rock  itself  is  much  harder 
than  it  is  in  the  Pine  Tree,  which,  in  many 
places,  and  most  generally  on  the  surface,  is 
quite  disintegrated  and  very  friable. 

The  principal  mining  claims  on  these  veins 
are  located  1,500  feet  above  the  level  of  the 
river,  affording  a  drainage  of  that  hight  by 
levels,  either  cutting  the  veins  at  right  angles 
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when  started  from  the  eastern  slope  of  .Mount 
Bullion,  or  running  with  the  vein  when  started 
from  the  northern  descent  of  that  hill,  down 
towards  the  Merced  river. 

The  Pine  Tree  vein  is  an  enormous  true 
quartz  vein,  with  well  developed  foot  wall  and 
hanging  wall  of  thirty  feet  medium  thickness. 
The  Josephine  is  not  quite  as  thick,  hut  as  well 
developed.  It  is  calculated  that  by  a  daily 
consumption  of  two  hundred  tons  of  quartz, 
these  veins  will  continue  to  yield  material  for 
38y  years,  without  the  necessity  of  a  single 
pump.  So  much  for  the  facility  presented  by 
the  location  and  character  of  these  veins. 

The  mining  operations  are  greatly  favored 
by  this  character  of  the  veins.  There  is  no 
need  of  timbering  the  mines,  as  pillars  of 
solid  quartz  are  left,  standing,  to  support  the 
hanging  wall  in  all  places  necessary,  and  no 
hoisting  of  quartz  is  required  in  the  mine,  as 
all  the  upper  workings  yield  their  contents 
through  working  shafts  to  the  lower  levels, 
from  where  the  ore  is  carried  out  to  day  light 
by  means  of  cars,  running  on  iron  rails 

Mining  galleries  of  great  extent  are  worked 
in  these  enormous  deposits,  where  circum- 
stances allow  the  miners  to  avail  themselves 
of  the  power  of  powder  to  such  an  extent 
that  several  tons  of  rock  may  be  furnished  by 
a  single  sand-blast.  Full  and  free  circulation 
of  air,  cleanliness  of  rock,  and  absence  of  all 
water,  make  these  mines  the  most  healthy 
and  desirable  location  for  the  operator. 

Yesterday,  April  24,  for  the  first  time  in 
six  months,  I  paid  a  visit,  to  Col.  Fremont's 
quartz  works  and  mills,  on  the  Merced  river. 
The  amount  of  work  done  since  my  last  visit 
is  immense,  and  it  astonished  me  not  a  little. 
At.  the  "mine"  there  is  a  busy  life;  the  pro- 
cesses of  blasting  rock,  railing  it  out  of  the 
tunnels,  breaking  tie  quartz,  packing  and 
loading  it  on  heavy  ox  and  mule-wagons,  and 
hauling  it  down  to  the  mills,  are  going  on 
without  interruption,  and  one  might  imagine 
that  they  are  making  a  large  hole  in  Mount 
Bullion;  but  all  this  is  only  the  commence- 
ment. The  veins  are  hardly  opened  yet,  and 
although  Colonel  Fremont  is  now  crushing 
over  one  hundred  tons  of  rock  per  day,  there 
seems  to  be  no  end  of  it.  In  fact,  Mount 
Bullion  is  a  treasury  box,  which  will  not  only 
enable  the  Colonel  to  bring  all  his  most  ex- 
pensive improvements  to  a  termination,  and 
to  settle  all  his  liabilities,  incurred  in  heavy 
lawsuits,  unfortunate  business  connections  and 
agencies,  but  will  bring  to  him,  beside  that, 
millions  of  dollars  of  real  wealth.  Every 
one  with  some  common  sense  will  find  out 
these  facts  for  himself,  by  examining  the 
mammoth  veins  and  looking  at  the  rock, 
which  yields  regularly  from  fifteen  to  eighty 
dollars  per  ton. 

A  road,  now  in  fine  condition,  leads  down 
in  large  curves  to  the  Merced  river,  connect- 
ing the  Josephine  and  Pine-Tree  veins  with 
the  Benton  mills.  The  distance,  along  this 
road,  is  about  4  miles,  and  the  difference  of 
level  between  the  two  points  of  termfcation  is 
nearly  1,300  feet.  Major  Strobel,  the  Civil 
Engineer  of  Col.  Fremont,  has  a  number  of 
men  steady  at  work  in  grading  the  road  pre- 
paratory for  the  rail  track,  which  will  be  laid 
in  a  few  weeks.  At  present,  the  quartz  is 
hauled  by  heavy  teams  to  the  mills,  but  soon 
a  number  of  cars,  holding  about  two  tons 
each,  will  be  run  on  the  rail  of  this  newly- 
constructed  road.  The  first  shipment  of  ma- 
terials for  the  construction  of  the  Pioneer 
Mountain  Railroad  arrived  yesterday  in  town, 
and  a  few  weeks  more  will  enable  the  Colonel 
to  reduce  the  cost  of  blasting,  breaking,  haul- 
ing and  crushing  the  rock  to  five  dollars  per 
ton,  including  the  amalgamating  and  melting 


processes.  Therefore,  if  the  rock  should  only 
pay  ten  dollars  per  ton,  the  daily  net  profit,  by 
the  present  capacity  of  the  works  of  crushing 
190  tons  a  day,  would  not  be  less  than  §500. 
But  as  the  rock  always  pays  much  above  that 
figure,  the  profits  will  be  proportionably 
larger. 

The  construction  of  the  'Pioneer  Mountain 
Railroad '  to  the  Merced  river  is  worthy  of  the 
enterprise  and  energy  of  the  Colonel.  It  is 
an  undertaking  of  more  magnitude  than  is  to 
be  found  in  any  other  private  establishment  in 
this  State.  It  is  the  first  railroad  of  such  ex- 
tent and  permanent  construction,  in  the  moun- 
tains, and  on  places  like  'Hell's  Hollow,' 
along  the  side  of  which  part  of  the  road  is  cut 
in,  where  one  would  rather  think  of  hunting 
the  grizzly,  and  all  California!!  beasts,  tban  of 
finding  a  permanently  laid  rail-track. 

Arrived  at  the  foot  of  Mount  Bullion,  on 
Merced  river,  the  visitor  is  again  surprised  at 
seeing  the  most  substantial  and  largest  mills 
in  the  State.  These  are  the  'Benton  Mills; 
samples  of  perfect  workmanship  in  every  re 
spect.  You  have  seen,  perhaps,  many  quartz 
mills  in  this  State,  but  I  am  certain  you  have- 
never  seen  any  like  the  Bentou  Mills  of  Col. 
Fremont. 

You  will  not  find  the  machinery  hurriedly 
set  up  in  some  kind  of  framework,  and  cover- 
ed by  a  miserable  shed.  You  will  not  find 
water-wheels  of  a  beggarly  construction.  No  ! 
You  will  find  buildings  simple,  but  good  and 
permanent;  the  machinery  in  the  cleanest 
and  best  order,  and  the  framework  of  the  ma- 
chinery, the  immense  water-wheels,  as  well  as 
all  the  inside  carpenter  work,  of  the  best 
workmanship,  nicely  planed  and  painted. — 
You  enter  into  a  gold-producing  establish- 
ment kept  in  the  best  order,  like  the  establish- 
ments of  the  New  England  States,  producing 
the  different  articles  of  industry.  Here  you 
feel  that  quartz  mining  is  no  more  a  mere 
speculation,  that  it  is  in  fact  a  business  that  is 
immensely  remunerative,  if  it  is  carried  on 
like  a  business,  and  on  an  extensive  scale. 

The  mills  and  mines  above  described  form 
only  a  part  of  Col.  Fremont's  quartz  works. 
There  is  a  steam  mill  of  eight  stamps  in  Bear 
Valley,  and  one  of  twenty-four  in  Mount 
Ophir.  These,  as  well  as  the  Princeton  and 
Mariposa  veins,  I  shall  speak  of  in  my  next. 

A.  S'' 


DEBT  OF  NORTH  CAROLINA. 

The  Ealeigh  Standard  gives  the  following 
statement  of  the  funded  debt  of  N.  Carolina  : 

Debt  of  the  State,  under  act  of  Jan. 28, ] 851 slTO.uflil 

Fayetteville  and  Western  Plankroad 15-2,01)11 

Tar  Hiver  and  Gaston  anil  Weldou  Railroad )4ll.IlflO 

North  Carolina  Railroad 3,<»'l>,<llil> 

1'iyetteville  and  Central  Plankroad 5l»,IK!0 

Fayetteville  and  Warsaw  Plankroad 1(1.(1(111 

Account  Tar  River,  under  act  Feb.  14,  1858 15.(1(10 

On  account  Ins  me  Asylum 155,0'KI 

Atlantic  and  North  Carolina  Railroad l,4(ili.5H0 

Western  North  Carolina  Railroad IHll.Ouo 

Cape  Fear  and  Deer  River 3ll(l,OIIO 

Albemarle  and  Chesapeake  Canal :(5r,'mil 

Fayetteville  and  Coal  Field  Railroad SlOiflon 

Wilmington,  Charlotte  and  Rutherford  Railroad.      4nnt(i00 
Issued   under  act   for   certain  purposes,  session 

1H5P-9 1,213.800 

Due  Literary  Fund  on  note 81,005 

Total 88,833,305 

The  interest  on  the  above  debt  is  payable  on 
the  first  days  of  January  and  July,  on  this 
amount,  $5,721,705;  and  first  davs  of  April 
and  October,  on  this  amount,  $3,111, GOO.  The 
interest  on  the  above  debt  is  $529,998.30.  The 
State  has  endorsed  bonds  of  Wilmington  and 
Weldon  Railroad  Company  for  $200,000.  The 
prospective  debt  of  the  State  on  account  of 
Wilmington,  Charlotte  and  Rutherford  Rail- 
road, and  Western  Extension  of  North  Caroli- 


na Railroad,  may  be  stated  at  $5,000,000,  ma- 
king the  actual  and  prospective  debt  about 
$13,S33,305.  Of  course,  as  the  prospective 
increase  of  our  indebtedness  depends  upon 
contingencies  which  may  not  arise,  it  can  not 
be  accurately  told.  Should  the  floating  debt 
of  the  State,  at  this  time  of  small  amount,  be 
funded,  and  the  State  be  called  upon  to  pay 
the  principal  of  her  endorsements  for  the  Cape 
Fear  and  Deep  River  Navigation  Company,  as 
jt  is  feared  she  will,  the  foregoing  amount  of 
the  funded  debt  will  be  slightly  increased. 


Interest  on  Stocks.  Bods,  etc. — The  Old 
Colony  and  Fall  River  Company  a  dividend  of 
$3  per  share,  payable  July  2d. 

The  Boston  and  Maine  Railroad  pays  4  per 
cent.  July  2d. 

The  Boston  and  Worcester  Railroad  Co.,  a 
semi-annual  dividend  of  4  per  cent,  payable 
July  2d. 

The  Cleveland,  Columbus  and  Cincinnati 
Railroad  Company  has  declared  a  dividend  of 
4J  per  cent,  on  the  earnings  of  the  six  months 
ending  June  30.  payable  August  1.  This  is  a 
reduction  of  j  per  cent,  on  the  usual  semi-an- 
nual dividend,  which  is  accounted  for  by  the 
failure  of  the  crop  last  year  along  the  line  of 
the  road. 

MONETARY  AND  COMMERCIAL. 

There  has  been  no  change  of  note  in  money  matters  du- 
ring the  week  past,  and  the  remarks  of  our  last  issue  are 
applicable  to  the  present  time.  Money  is  comparatively 
easy,  and  the  No.  1  paper  is  all  absorbed  by  the  regular  . 
houses,  at  the  usual  quotattons,l0®12  percent.  Outside 
transactions  range  a  shade  lower. 

The  demand  fjf  Eastern  Exchange  during  the  week  has 
been  active,  without,  luwever,  producing  any  change  of 
rates.  The  great  cause  of  the  increased  demand  for  the  past 
two  weeks  being  now  removed,  viz  :  the  payment  of  divi- 
dends and  interests,  we  may  look  for  a  quiet  and  settled 
market.     Quototions  are  as  follows  : 

BIIYINfl.  SKLLTNB. 

New  York  sight 37^      prem.        £©£  prem. 

Philadelphia 35jg37  prem.        |©£  prem. 

Boston 37  prem.        !©£  prem. 

Ba  timore 3(1  prem-        £'@}  prem. 

New  Orleans.- >a@2  dis  par  @  \   dis  . 

Vmerie^n  G;ild 25@3<»  prem.     41>©-I5  prem 

Uncurrent  funds  are  without  change.  Missouri,  coun- 
try banks,  1  per  cent,  city  lanks,  %.  Illinois  and  Wiscon- 
sin. Js* 

The  N.  Y.  Tribune  of  Tuesday  says  the  market  is.  gene- 
rally speaking,  unsettled  in  its  lendencv  ;  and  there  are 
no  vigorous  movements  either  for  the  rise  or  fall.  Many  of 
the  operators  of  the  B  >ard  are  disposed  to  contract  their  ob- 
ligations fur  the  usual  Summer  vacation,  and  even  tho^e 
who  entertain  sanguine  views  of  the  prospects  for  the  Au- 
tumn, are  inclined  to  rest  quietly  until  nearer  the  harvest. 
The  reinvestment  of  dividend  money  will  naturally  attract 
fresh  orders  for  bonds  which  have  a  good  currency  in  the 
market,  butthe  indications  are  not  at  present  favorable  to 
an  active  speculaMnn  in  shares.  The  closing  prices  were, 
for  United  Stales  5s,  1874,  101$©]u2;  Tennessee  State  f>s, 
89|@89£;  Virginia  6s,  <>li@9  ;  Missour  ills.  80£@Sf;  Can- 
ton Co.,  19©l!t£,  Cumberland  Coal,  13®U&;  Pacific  Mail, 
89-J@89$;  New  York  Central,  Sl^SI^;  Erie  Railroad,  18} 
@19;  Hudson  River  Railroad,  4Tf^H;  Harlem  Railroad, 
12@I2£;  Harlem  Railroad  Prefer-ied,  38@38ir;  Reading Rail 
road,  4('^i0^,  Michigan  Central  R  tilroad,  47£©48;  Mi. 
chigan  S  iuthern  and  Northern  Indiana  Railroad,  13'®  14, 
Michigan  Southern  and  Northern  Indiana  Guaranteed,  3llf 
@30J;  Panama  Railroad,  124@d24£;  Illinois  Central  Rai.- 
road.02K@'32X;  Galena  and  Chicago  Railroad,  G2£,®(i3  ; 
Cleveland  and  Toledo  Railroad,  3ni@,3;ii;  Chicago  and 
Rock  Island  Railroad,  T0@7)l£;  Chicago,  Burlington  and 
Quincy  RiulroaJ,  73£©7.H;  Illinois  Central  7s,  91@93j; 
Delaware  and  Hudson  Canal-Company,  9lH@97;  Pennsyl- 
vania Coal  Co.,  85£@S5J. 

JTJ/3  The  earnings  of  the  Troy  and  Boston    Railroad  for 

the  month  of  May  font  up $2')  84  '  £0 

Same  month  last  year 23,181  P3 

Increase. $.,8tJU  22 


$238 


THE    RAILROAD    RECORD. 


The  Bos-ton  and  Providence  Railroad  has 
declared  a  semi-annual  dividend  of  4  per  cent, 
payable  2d  July. 

The  Little  Miami  Road  has  declared  a  semi- 
annual dividend  of  4  per  cent. 

'J  he  Cleveland,  Painesville,  and  Ashtabula 
Railroad  Company  (Cleveland  and  Eric)  have 
declared  a  semi-annual  dividend  of  5  percent, 


LITTLE    MIAMI 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 

3FL  AILROADS . 

On  and  after  MONDAY,  June  11,1660,  Trains  will  de- 
part us  follows  : 

6:1)0  A.  M.  Express —From  Cincinnati,  Hnmilton  and 
Da.vton  Depot— For  Hamilton,  Kiel-mend,  Indianapolis, 
Lngansport.  D;iyton,  Greenville,  Union  &c. 

7:.  If  A.  M.  Express —From  Little  Miami  Depot,  and 
from  Cincinnati-  Hand  ton  and  Dayton  Depot — Connects 
Tin  Columbus  and  Cleveland;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubcnville  and  Pittsburg",  via 
Columtms,  De'lair  anil  Uenwood;  and  via  Columlms,  del  air 
and   Pittsburgh;  also  for  Springfield  and  Delaware. 

1:30  A.  M.  Kxpress— From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Uviima  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Pinj'ua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  fur 
Toledo,  Detroit  and  all  points    in  Canada. 

8:00  A.  M-— From  '  Cincinnati.  Hamilton  and  Dayton 
Depot — Accmmo  ation  tor  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot— 
C"nneets  via  Columbus,  Bellair  and  Denwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
rittshunr,  via  Columbus  and  Cleveland. 

2:30  P  M.  Express— From  Cincinnati  Hainillnn  and 
Dayton  Depot— For  Dayton,  Springfield.  Urbana  and  Belle- 
fnnt  line ;  also  at  Dayton  for  Columbus  ;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M.—  From  Cincinnati,  Hamilton  and  Dayton  De- 
pot:  for  Ilum'iton  ond  all  way  stations',  connects  at  Ham- 
ilton foi-  Oxford,  Aec. 

4:00  V  M. — From  Little  Miami  Depot— Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:00  p.  M.— From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express  — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  IMquu,  Sidney,  Lima,  Fort  Wayne  and 
Chicago;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da; ennects  vi-i  Hamilton  for  Richmond-  Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  Depot—  Con- 
nects via  Columbus',  Steubcnville  and  Pittsburgh ;  via 
Columbus,  Crestline  and  Pittsburg ;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood,  and  via 
Columbus   Eellair  and  Pitisburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Olnoe  and  the 
Burnet  House  *,  No.  1  Burnet  House  ;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  timc- 

P.  W.  STRADER. 

General  Ticket  A<rent. 

Omnibuses  call  for  passengers  by  leaving  directions  *-t 
the  Ticket  Offices. 


IRON  BOILER  FLUES 
PASCAL  IRON  WORKS. 

KS'l'ABLISHED  1S21. 

JMORRIS,  TASKER  &  CO., 

Manufacturers  of 

B.AP°WBG.B<e@  1Q1LSR  FLiIS5 

7  inches  outside  diameter,  cut  to  definite  length 
as  required. 

\*  KOVGIIT  IRON    WULDED   TUBES, 

From  %  to  5  inches  bore,  with  Screw  and  SocketCon- 
■ectlons.    T's,  L's,  Stops,  Valves,  Flanges,  etc.,  etc. 

WarchoM-c,  309  South  Third  St., 

PHILADELPHIA,  |  ».ug 

Stephen  morris,  chas.  wheet.er,  jr. 

TMOS.  T.TASEEK,  JR.,  ».  p.  H.  TASKER. 


RAILROAD  ISON. 

THE  undersigned,  A  gent* for  the  Manufac  turere,  are 
prepared  tu  contract  to  deliver  free  on  board,  al 
shipping  pom  in  England , or  al  ports  of  dischoargf  io 
theUi)itedStates.Rails"fauperioiquaIity,and  of  weight 
ofpattern  as  may  be  required. 

VOSE,  LIVINGSTON   &  CO. 
New  York,  Ap3, 1850.  9 South  Wiliam  Street 

INSTRUMENTS, 

CATALOGUE  CONTAINING  53"  Illustrations  of  Ma- 
thematical, Optical  and  Philosophical  Instruments,  with 
attachment  of  a  large  sheet  representing  the  Swiss  Instru- 
ments in  their  actual  size  and  shape,  will  he  delivered,  on 
application,  to  all  parts  of  the  United  States,  by  sending 
\1  cents  in  Postage  Stamps. 

C    T.  AMSLElt, 

Seow.3m.  No.  63.3  Chestnut  St.,  Philadelphia 

WR.IGHTSON  &  CO.," 

NO.  167  "WALNUT  STREET, 
CINCINNATI,  0, 

Public  attention  is  respectfully  directed  to  this  establish- 
ment, in  the  assurance  thatample  satisfaction  will  be  given 
as  regards  Typography,  Press  Work,  and  Charges,  to  thoie 
who  may  require  Ornamental.  Common,  or  Book  Printing 
Printing  from  Stereotype  Plates.  We  arc  better  prepared 
o  do  business  ;.n   this  line  than  other  house  in  the  West. 

DruEgisI  s    Labels, 
Are  printed  in  the  neatest  manner,  in  Gold  Silver,  or  Cop- 
per  Bronze,  on    Satin,  Splendid  Glazed  Colored   Papers, 
or  Cards,  unequalled  for  brilliancy,  at  very  lc«v  prices. 

G  REa¥n ATION  AL  ROUTE  TO 


BALTIMORE,  PHI  LADEP.ni  A,  NEW  YORK  &  BOSTON 
And  ouly  Road  to  Washington  City. 


CENTRAL, 

AND 


OHIO 


BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  aDd  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  he  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SlKEPING  cars  attached  to  all  nighttraixs. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Dmbletrack; 
its  fine  Motels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  he  procured 
at  all  principal  Railroad. and  Steamboat  Offices  in  the  West. 

]£  f  Ask  for  tickets  via  Balti.morb  and  Ohio  Railroad. 
W    P    SM  ITU.  Mtfttter  'Jranapoj-tation,  B.  &  O.  R.  R. 

J.  II.  SULLIVAN.    Geit.  West.  Agt.,  R.  £  O  R.  R. 
L-  M.  COLE.   Gen.   Ticket  J}pt.,  /?.  S;  O.R.R. 
H.  .7.  .TEWETT    Pres't  0,   O.  R.  R. 
.7.  W.  BROWN.   Oev.  7'We'  Jigf.^  C.    0.  R.  R. 


G.    W.    MORRILL. 


G.    B.    BOWERS 


Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description, 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Waeon,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  he  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  soliei tod,  with  the  assurance tbat 
no  pains  will  be  spared  to  give  entire  satisfaction  is. 
al   ase>.  6 


GEO.    H.    KNIGHT   &    BROTHER, 

Patent   Attorneys, 

IV.  E.  Corner  Vine  8c  4th. 

T,  F.  RANDOLPH  &  BRO, 

Mathematical   lnstroraent  Makers 

o.67       est  6th  St.  bet  Wa  nut   t  Vine 

CINCINNATI  O 

1860.     Spring  Arrangement,     1860, 

VIA. 

CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

—AND— 

LAKE  SHORE 


F OR  NIAGARA  FALLS,  WHITIS 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 

Trains  leave  Cincinnati  as  follows  : 

fi  A.  iff.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  10.15  a.  m..  Cleve- 
land 2.50  p.  M..  Dunkirk  6-55  p.  M..  Buffalo  9.50  p.  m.,  >'tw 
York  next  day  at  2.15  p   m.,  and  Boston  4.*Gn  p.  *. 

VJ*  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10. 10  A.  m»  Day  Express  from  Cincinnati,  .Hamil- 
t-n  and  Dayton  Depot,  West  Six'h  street — Via  Dayton, 
Xenia  and  Crdumbus — Arriving  at  Columbus  at  3.C6  p.  »., 
Cleveland  8.55  p.  M..  Dunkirk  2.50  a.  M-,  Buffalo  4.20  a-  *., 
New  York  same  evening  at  9.1U   p.   m  ,  and  Boston  11.30 

P.  M. 

TCj*  Sleeping  cars  attached  to  thiE  train  from  Cleve- 
land. 

11.00  P.  IH.  Night  Express  from  Little  Miami  Depot, 
K;ist  Front  Street — Arrives  at  Columbus  3. -10  a.m.,  Cleve- 
land 9-5U  a.  M  .  Dunkirk  3. 55  p  M.,  Buffalo  5  25  p.  M.,  New- 
York  next  morning  at  P.45  a   m.,  and  Boston  1.00  p.  m. 

Tfr*  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

XTr"  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  in  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  FOR  TICKETS  VIA  COLUMBUS  AND  CLE TE- 
LAN  D. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

TUB  OLD  RELIABLE  ROUTE  TO    PITTSBURGH 
A2TD  PBILADELPHIA,  IS  VIA  CRESTLLXE. 

0.00  A.  Iff.  Cincinnati  Express,  from  Little  Miami 
Depot.  East  Frrtnt  Street — Arrives  at  Columbus  at  10.15  a. 

..Cre-tline  12-4U  p  m-.  connects  at  Pittsburgh  same  even- 
,ng  with  8.40  p.  M.  Express  on  Pennsylvania  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  m. 

10»IO.  Ar  Itfi.  Day  Express,  from  Cincinnati,  Tlam- 
ilton  and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.06  p.  M  , 
Crestline  6  15  p.  m.,  connects  at  Pittsburgh  next  morning 
with  3  a.  M  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  h. 

Sleeping  cars  attached  to  this  trainfromCrestline  to  Pitts- 
burgh. 

ll.OO  **.  iff.  Night  Express,  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  at  3.40  a.  m.,  Crest- 
line 6.45  a.  m..  connects  at  Pittsburgh  with  4 JO  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  5  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 
Ask  for  tickets  via  Columbus  and  Crestline. 
Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER.  General  Ticket  A^ent, 

L.  M.  and  C.  H.  &  D.  Railroads,  Cincinnati. 

H.  C  MARSHALL,  General  Ticket  Asent. 

E.  S.  FLINT,  Sup't. 

N.  C  HARRIS  Agent.  Cincinnat 


a39 


W.  6.  HYNDMAK'S 


Patent  Portable  Forge  and  fklkvs. 

THESE  FORGES  are  superior  to  all  olk&ilut  fcuild 
ers  uf  railroads,  mines,  quarries,  guia^r/tithe,  Iogk- 
smiths,  machine  shops,  boiler  makers,  B'as  filters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that,  can  be  used  without  fill) up 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  lied.  They  can  he  put  tip  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
Forces  will  address  VV.  G.  HYNDMAN, 

ap23  41  East  Second  street.  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHOETEST  ROUTE  BY  THIETY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

THREE  PASSE>'"-3R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Frolrl 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.M.,  Chicago  at  8  P.  M. 

Il.nO  P.  M—  TBREE  HAUTE  AND  LAFAYETTE 
A  C  C  0  M  M  0  D  A  T  I  0  N—  Arrives  at  Indianapolis  at 
4:511  P.  M. 

G.OO  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.M. 


Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


—  tCff"  Be  sure  you  are  In  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawreneeburg  &  Indianapolis* 

tCS-FARK  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through?" 

TII-ROUG-1"1  TICKETS. 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner;  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  Hnuse,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  m:iy  be  had. 

Omnibuses  run  to  and  from  each  Train,  :ind  will  call  for 
passengers  at  ill  Hotels  and  all  parts  of  the  City  by  leaving 
addrees  at  either  office. 

n.  C.  LORD,  President. 

CINC  INN  A  Tl,    WIL  31  IN  G  TON, 

AND   ZANESVILLE 
XI  J\-  IIiR   O  A-  23>  . 

Two  daily  trains,  at  0  A.  M  .-.ml  G  P.  Iff.,  from  Little  Mi 
■nil  Depot.  East  Front  Street.  Morning  train  makes  closo 
^collections  fur  all  points  East. 

Rkti'RNIno  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Throu'/h  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
0fl.se!  of  Little  Miami  Road. 

W  T  BOND,  ReoeiT«» 


APPLEOATE  &  CO., 

APPI.EAATE    &  CO.,  Book- 
sellord,   Stationers   and    Blank-book 
Manufacturers,  43   Main    Street,  Cincin- 
nati, invite  the  attention    of  Booksellers, 
Country  mereli  ants,  Teachers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal,Theological,  Scientific;    Stan- 

dard, and  miscellaneous    Books,  Paper, 
Blank-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble  arrange  ments    with    the 
leading  publish  ers,  as  well  as 
t ho  p  r i  i)  eipal                 manufact urera 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments  to    purchasers.       We  respectfully 
solicit  a  comparison  of   stock  an:,  prices 
with  any   other  house    in  the   West 

BOOKSELLERS, 

Our   Stock    of    Stationery 
is  very  complete,     embracing 
in    part    all    the    varieties     of  Cap, 
Letter,    Pac  ket,    Commercial,    Bath 
id   Note  papers,  together  with  Blotting, 
Envelope,  Manilla 
piiig ;    Bon  net 
opes.  Gold  &  steel 
ers,  Pencils,  Pen- 
p. r  e  b  s  e.s ,    and 
Inkstands;    Era- 
wax,    Wafers, 
Banker's    cases, 
hen  d   boxes,  En- 
velop? and    Card  cases,  Cash  and    Post 
Onwbi.xe*.  rtii!..is,  better  scales.  Clips, 
Weights  and  Kilos  :  Date  Calendars, 
together  with  all  Other  articles 
utfod  in  the  counting-house. 

Stationers, 

To  our  Blank   Books  we 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


TiMsnp',  JDrawin 
and  Tea  w  r  a  p- 
bonrds,  E  n  v  el- 
Pe.ns,  Penhold- 
rae  k  s,  Copying 
Books,  Ink  and 
sure  ■•;.  Sealing 
Slates,  Mucilage, 
Book  rests.  Bill 


the  small  niemo- 
t  h  e  large  Super 
rial  Ledger,  and 
variety  of  styles 
wnrkm  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  of  pa- 


randum  book  to 
Royal  and  Impe- 
bound  in  a  great 
a  n  d  of  superior 
Books  made  to 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


ruling    and   durability  of  binding  ;  ail  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

blanx  book  manufacturers 


We   Are   prepared   i'o 

Print  and   Bind  books 

tion  and  in  any  style 

aired,  tt,P   rates  as  low 

quality  of  work 

cj  t  ed  in   this 

where.      Our 

executing  these 


Stereotypy 
of  any  desurip- 
that  may  he  da- 
as    thy    samo 

can  be  exe- 
city  or  a\sa- 
facilitiesfor 
branches  oi' 


the   trade    areamalo,  and 
authors  may  depend  upun  having 
their  bocks  published  in  the  best 
style   and   on       short   notice. 
Merchants   and 
Bills  of  Lading, 
Railroad     a  n  d 

Ca  rd  ,s.  Circulars,  or 

tion  of  printing,  will 

that  we  do  such     ohs 

despatch.    Ordurs  re- 


others  wishing 
Bill    Heads, 

Dray    receipts, 
any  other  desorip- 
please  bear  in  mind 
with  neatness  nn/i 
spectfuliy  solicited- 


Publishers 


Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,   which  are, 
C  1  a  r  k  e  s'   Com-  m  e  n  t  a  • 

rice, Dick's  Works,  R  o  U 

lin's  Anciout  History,  Plutarch's 
L'ves,  Josephns,  Spectator,  Chain  of 
Sacred    Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited   to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl     ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 


W.  HARVEY'S  SAFETY  JOINT 


For     Coupling    the    Ends    of   "  T' 
■^PATENTED,  NOT.  2,  1858. 


Rail 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  0,  whit-h  is  applied  on  the  outer  sido 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  nils,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  e-xtremeties  nf  the  rails. 
This  plate  may  be  of  such  form  as  to;  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  asrainst  the  bead  and  npon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  list  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  cane 
the  lower  pflrt  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  Up  of  the  chair,  as  shown 
inFig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  pctrt  can  not  project 
laterally  bey  end  the  head  of  the  rails,  jr  it  would  interfere 
witbte  shegetlanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outwrie  o$  the  plute  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also.  In 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  arrt 
driven  throuirb  them,  and  corresponding  vertical  slotsin  tbn 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
h^se  of  the  rails,  in  the  usual  manner;  and  the  beads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  for  them  in  such  a  manner  as  to  prevent 
tre  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other     - 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
ft>r  expansion  an^i  contraction  between  the  tongues  and 
plot:  In  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  sent  mode  oF  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  prut  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear  of 
the  rolling  stock  of  the  road. 

W.    HARVEY,    iNVENTOa   AKDPatBNTEB; 

41  Jefferson  street,  Albany, 
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THE    RAILROAD    RECORD. 


PROSSER'ti   PATENT 

ORIGIN  A  L    LA  P-  WELDED 

IRON  AND  STEEL  EDILEH  TUBES, 

SAFI5  FROM    BKBTU   UI\D. 

apyvr*.!®'  pa.tent 

ENAMELED    IRON    PIKES    AND    PUMPS, 

FOR    WATER    SUPPLY,    AC1DB,    ETC. 

SOI.I',     I  M   l->  O  R'l'  KRS. 

PKOSSKH'S  PA  *  KM'  MCMf'AfJK  CON- 
JOB-NSEIt"*  for  high  presfiiire  steam,  with  sen  or 
other  had  boiler  water,  gauges, 'i-culter  drills,  coun'er- 
sinks,  tube  end  cutting  burs,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  icrenefas, 
t'u-bes — plain  or  enameled,  scre.ved  together  fur  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  /Steel,  for 
Boilers.  T110S.    I'KOSSkll  &   SON, 

__  «7jan.  28  Piatt  Street.  New  York 

li.  G.  LOBDELL.        H.  S.  M'COMBS.        I).  P.  BUSH. 

BUSH&  LOBDELL, 

WiluiiiiKton  -------  Delaware 

MANUFACTURERS   OF 


For  K.K.Carsl  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exknt 

FOR  THEIR 

CELEERA.TSD     WHEELS, 

EITHER   SINGLE  OR    DOUBLE  PLATE, 

WITH     OR     WITHOUT     AXLES 

WHEELS  PITTED 
To    Hammered   or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on     the 


Most  Reasonable  Terms. 


an9 


A  Book  for  Evert  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICK  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
A  Complete  Li«i  of  Post-Offices  in  the  United  States 
and  Territories  tar ranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post- Offices;  Pates 
of  foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter*  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, (J&C.,  <£>Cm 

COMPILED    BY    E.    PENROSE    JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   X  wenfy-Five'  Cents. 

KEAD  THE   FOLLOWING  CERTIFICATE. 
U.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  lt*59.     j 
This  work  has  been  carefully  compiled  and  corrected  by 
'*  .    Penkose  Jones,  Esq.,  late  Assistant  Post-Muster  of  the 
ifccinnati  P.  0.,from  the  Records  in  this  Department,  and 
lfer  sources,  and  contains  the  most  complete  list  of  Post- 
Omces    especially  of   the    Western,    North- Western,  and 
South- Western  States,  yet  published. 

MAHLoN  H    MEDARY, 
Ag&ni  and  Inspector  of  Blanks ,  &c.yfor  P.  0.  Depart. 

The  hook  makes  an  actavo  pamphlet  of  abont  100  pages. 
Tlte  entire  matter  is  kept  standing  in  type,  and  as  the  com 
Wler  is  promptly  advised  of  all  New  Offices,  Changes  ara 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
»es,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  385o.  There 
are  3000  more  oflices  in  this  thai  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
sow  published. 

Jf  r  Single  copies  sent  by  mail  (pastng  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $]  00,  or  Twelve 
Copies  for  $2.00. 

Address.  C  S.  W1LL1IAMS 

ll>4  Walnut  Street, 

W**.tt "»  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SfcWING  MACHINES. 


WOT.  *TJfflTVEK  A:  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor.  Cincinnati,  Ohio, 
BRANCH    OFFICES: 
Louisville,  Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton.  0-, 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
importantimprovements.  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Firc    Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  heauty  and  strength  of  stitch,  being  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  pconotry  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem.  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

Jf^j^Swnd  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehVJ.  WM.  SUMNER  <fe  CO. 

IOfYT)  Ke£s  No-  '   Railroad  Spikes,  5i  by  9-lfith 
I  «Ww    Corby,  Gossin  &  Oo.'s  make,  for  sale  very 
low  by  TRABER  &  AUBERY, 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRO., 

172  Him  Street,  let.  4th  and  ?>th, 
CINCINNATI,  O. 
Sole  Manufacturers  of  McGowan's  bauble  Action 

-  SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine 

WOULD  respectrullj  invite 
the  attention  or  KaILKOaD 
Companies,      Manufacturer 
Dis tillers,  Miners,  and  the  pub- 
lic generally  to  these  Pumps' 
as  ttie  best  Pump  now  in  use 
and  acknowledged  by  all  ivn 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  compact,durableand  not 
likely  to  get  out  of  order;  wei 
adapted  I'orSteaniDoats,  Kail 
road  Water  Stations  Distill, 
ries.     Breweries,     Kurnacee 
Mines,   Rolling  Mills,  Pape 
Mills',  Factories,  Wells,  Ci> 
terns,?-  p.tionary  Kile  Engines, Garden  Knginee  and  Is 
all  purposes  wherea  Pump  can  be  used.    Also, for  for- 
cing a  large  body  of  water  to  a  great  heigh  tor  distance 
rapidly. 

Also,  McGowan  s  Patent  Ball  ValvePump, designed 
for  Hot  Liquids,  Hot  01  Is,. Molasses,  &C  Hose  Coupling 
Lead, Copper  and  Gas  Pipe  furnished  at  the  It  west  ma  ' 
kel  prices. 

Fall  "lid  perfect  atisfactionguorantecd  in  allcasea, 
when  properly  put  up  according  to  directions. 

Orders  thank  lull  j  received  ahdprornptly  filled  at  the 

shortest  notice. 

SILO.K    WhDAj      (The  highest    prize)  awarded 

ese  pumps  a  li..  hte.ini  1  uuiping  Entire  at  th    late  Fa 

Ohio  Meoliunics'  Institute  Juuet18,  18*5  — ) 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 

freedcTm  iron  companyT 

MAXUFAC'TCTERS   OP 

LOCOMOTIVE    TYXE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  nil  Sizes, 

And  all    Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co.,  Penn. 

JOHN  A.  WRIGHT,  Sap't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Worts  JuneQ. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


Leave  Alhany.        Arr.  Buffalo.  Arr.  S.  Br. 

Steamboat  Exp.,  "no  a.  m.                 700p.m.  7li0r.» 

Mail fJ.'UA.M.  H'.SOam.     

New  York  Exp. .1115a.  M.                  9.111  p.  H  9.00  p.  If . 

Night  Exp 5-OUp.M.                  4.0"  a.  M.  4.00  a.m. 

Utica  Accom'n..  6  "II  p   M.    Ar.TJ.W-IIOp.il 

N.Y.  Mail 11.15p.m.                10.0    a.  m.  10.00  a,  m 

Leave  Buffalo.        Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15  a..  M.                  5.15a.h.  3.3'J  p.  m. 

Steamboat  Bxp..  8.00  a.  m.                  8.00  a.  m.  8.110  p.  u. 

Mail 2.30P.M 


Cleveland  Exp..  CM  p.  m. 
Cincinnati  Exp.ll.oo  p.  as. 
Utica  Accom'n..  — 


6.00  p.m.  4.JUa.  m 
U.nup.M  8.30  a.  X. 
10.00  a.     , 


CINCINNATI 

LOCOMOTIVE  WORKS. 


iheundersigned  are  prepared  to  furnish  Locomoti\ 


J.  equalin  effixiencj and  durability  totheoeqateaste 
manufacture.   Also,  Shaping  and  Slntting  .wacbin 


:-s 


suitable  for  railroad  shops.  Also,  all  fcinds  of  heav 
forg:ing  and  casting  done  at  short notice.  Also,  bolts  fo 
bridge^  lu    withdispatch. 

MOORK  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  fay  the 
State,  is  under  the  superintendence  or  I'ol.  E.  V  , 
MORGAN;  a  distinguished  graduate  ot  West  Point 

and  a  practical  Engineer,  aided  by  an  able  FaculVf- 

The  course  o!  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,   Ma 
chines,  Const  ruction,  Agricultural  chemistry  and  Mini  ng 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and. 
regulated  exercise. 

Schools   of   Architecture,  Engineering.  Commerce, 
Medicine,  and  Law,   admit   ol  selecting  studies  to  sui 
time  means. and  object  of  Professional])  reparation,  both 
before  and  after  graduating. 

The  twelfth  annual  term  i6  now  open.  Cbargss,S10) 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "Military  Institute 
Franklin  Springs,  Ky.  "or  the  undersigned. 

P.  DUDLEY. 
Preside- .i twin    Boar 
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E.  D    MANSFIELD,  -        -    I   Editors 

CINCINNATI: 
Thursday  Morning,    July  13.  I8C0. 
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PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE  -No.  167    Walnut    Street. 

SUBSCRIPTIONS— $5  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  od.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, SI  "" 

*fc        **        per  month, 3  00 

•*        ««        six  months, 12  00 

44       «        per  annum 20  00 

**    column,  single  insertion, 5  0" 

**        *»        per  month, 10  00 

**        "         six  months, 40  00 
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"    page,  single  insertion, 15  00 

**        •  per  month 25  00 
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THE  LAW   0V  NEWSPAPERS. 
If  subscribers  order  the  discontinuance  of  their  news- 
{tapers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  suhscribersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  aud  ordered  them 
Jiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible 

Subscriptions  and  communications  addressed  to 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors 

CORRECTION. 

We  regret  exceedingly  that  through  the  in- 
advertence of  our  proof  reader,  in  the  last 
paragraph  of  Capt.  A.  A.  Humphreys,  article, 
published  in  our  paper  of  July  5th,  we  made 
Oapt.  H.  speak  of  Mr.  Ellet  in  an  apparently 
disrespectful  manner.  This  was  entirely  our 
fault,  as  the  proper  title  was  in  the  copy,  and 
was  left  out  by  the  compositor,  and  for  which 
we  have  to  ask  the  pardon  of  both  gentlemen. 


The  Southerk  Pacific  Road  — The  follow- 
ing letter,  from  J.  Edgar  Thomson-,  President 
of  the  Pacific  Railroad  Company,  has  got  into 
print  in  the  columns  of  the  Louisville  Journal, 
which  says  that  notwithstanding  the  failure  of 
Congress,  at  the  late  session,  to  extend  that 
favor  and  aid  to  the  road  which  its  friends  had 
a  right  to  expect,  it  is  gratifying  to  be  able  to 
state  that  there  will  be  no  cessation  of  opera- 
tions, but  the  work  will  be  steadily  pushed 
ahead.     The  letter  is  as  follows: 

Philadelphia,  June  23,  1860. 
Messrs.    W.  &  H.  Burkhardl: 

Gentlemen':  I  presume  it  will  gratify  you 
to  learn  that  I  have  closed  a  contract  to  day 
with  Messrs.  DeGraff  &  Smith,  for  the  oradu- 
ation,  cross  ties,  and  laying  track,  for  fifty 
miles  of  the  Southern  Pacific  Railroad,  upon 
terms  that  arc  satisfactory.  I  trust  that  your 
stockholders  will  not  fail  to  meet  promptly 
their  engagements.  Prompt  collections  are 
necessary.     Yours  truly, 

J.  EDGAR  THOMSON,  Pbbsi. 


THE  AGRICULTURAL  PRODUCTS  OF 
THE  UHITED  STATES. 
We  have  previously  adverted  to  the  results 
of  the  census,  now  being  taken;  and  also  to 
the  agricultural  products  of  Ohio.  The  sub- 
ject is  one  of  great  interest,  not  only  to  us,  but 
to  the  world,  for  there  are  dependent  on  these 
products,  great  economic  questions  concerning 
the  welfare  of  society.  In  former  numbers 
we  have  stated  the  general  fact,  that  the  civic 
(or  consuming)  population  increased  at  a  much 
more  rapid  rate  than  the  producing.  If  this 
relative  increase  were  to  continue  there  would 
come  a  time,  however  distant,  in  which  pro- 
duction would  not  equal  consumption  This 
would  necessarily  limit  the  increase  of  people, 
if  it  did  not  lead  to  famine.  We  see  an  exam- 
ple of  this  in  the  opposite  state  of  society — 
that  of  savages.  In  this  society  the  great 
body  of  men  resort  to  war  and  hunting;  in 
other  words  are  not  producers.  The  result  is 
that  savage  tribes  do  not  increase  much,  and 
are  often  almost  destroyed  by  famine.  The 
elementary  condition  of  a  durable  and  perfect 
society,  is  the  ample  production  of  bread 
by  human  industry,  in  the  culture  of  the  soil. 
It  matters  little,  as  to  the  bread  question, 
whether  the  non-producers  are  savage  warriors 
or  artisans  in  civil  society.  Whenever  the 
non-producers  have  increased  so  rapidly  that 
the  production  of  grain  is  not  equal  to  the  de- 
mand, there  is  approaching  some  kind  of 
great  social  disaster ;  famine,  war,  civil  dissen- 
sion or  pestilence  must  close  the  scene;  for 
the  balance  between  production  and  consump- 
tion must  be  restored.  In  some  parts  of  Eu- 
rope the  production  is  not  equal  to  the  con- 
sumption. This  produced  the  famine  in 
Ireland.  This  is  the  case  in  England,  but  she 
supplies  herself,  as  did  ancient  Rome,  by  com- 
merce with  grain  countries;  a  dangerous 
dependence.  France  is  on  the  balance;  the 
time  is  netr  when  she  will  want  food.  The 
United  States  have  a  large  surplus  of  food,  and 
export  it.  But  in  the  United  States  cities  and 
towns  grow  with  a  most  marvelous  rapidity, 
and  at  this  moment  the  consumers  are  increas- 
ing much  more  rapidly  than  the  producers. 
This  seems  at  present  to  be  unimportant;  but 
if  here,  and  in  Europe,  this  sort  of  progress 
is  to  continue,  how  long  will  it  be  before  popu- 
lation presses  against  the  limits  of  subsistence? 
This  may  be  very  far  off  in  the  United  States; 
and  agricultural  machinery  and  improved  cul- 
ture may  do  much  to  avoid  the  ultimate  result; 
but,  at  last,  if  consumers  increase  in  the  ratio 
of  ten  and  producers  in  the  ratio  of  fine,  there 
must  come  a  time,  when  the  production  of  the 
last  will  not  equal  the  consumption  of  the  first. 
An  example  of  our  proposition  is  this,  half  a 
century  since,  New  York,  Philadelphia,  Balti- 
more and  Cincinnati,  had  a  population  of 
about  250,000,  to-day  their  population  is  nearly 
2,000,000.  Have  the  farmers  of  the  United 
States  increased  at  any  such  rate  as  this?  We 
grant,   however,  that  ■  the  final  result  of  this 


progress,  however  near  to  England  and  Fiance, 
is  very  remote  to  the  United  States.  We  are 
yet  an  agricultural,  producing,  and  exporting 
people ;  and  what  is  most  important  to  us, 
these  Europeun  Countries,  as  their  town  pop- 
ulation increases,  must  receive  a  large  part  of 
their  food  from  us.  We  shall  continue  to  ex- 
port more  and  more  of  our  breadstuffs,  provis- 
ions, and  other  eatables;  and  the  great  facili- 
ties of  commerce  will  enable  us  to  do  this 
easily.  The  great  question  with  us,  therefore, 
is  how  much  can  we  raise? 

The  agricultural  Statistics  of  1840  and  1850 
afford  us  a  basis  and  a  ratio,  by  which  we  es- 
timate, with  tolerable  accuracy,  the  grain  pro- 
ducts of  1800.  With  these  data  we  make  the 
following  estimates  of  the  whole  production 
of  the  United  States: 

Bushels. 

Wheat l;tli,(ln,0IIO 

Barky... ?  ii(ic,u(i(I 

Kye I(S,l:0ll,l)0i> 

175.  ii  (i, (mil 


Oats 

Buckwheat.... 

Potatoes 

Inilian  Corn.. 
Hice 


l(l,l«:li,(ll  O 

I(l(l,(l(rt).0(lQ 

900.11(1(1,11  II 

">,i  I  (',(1(111 


Aggregate 1 ,343,(1(11  '.Owl 

By  this  table,  we  see  the  vast  importance  of 
Indian  Corn,  which  in  the  United  States  makes 
two  thirds  the  entire  t/rain  crop!  This  is  the 
great  staple  of  America,  and  the  only  one 
which  gives  the  United  States  a  decided  ad- 
vantage over  any  other  country.  There  is  no 
staple  in  any  country  which  can  compare  with 
Indian  Corn  in  America.  It  is  true  that  the 
greater  part  of  it  is  fed  to  cattle  and  hogs. 
But  it  is  as  valuable,  as  any  other  grown,  for 
bread,  aud  would  be  entirely  used  for  that  pur- 
pose if  there  were  any  want  of  wheat.  As  it 
is,  some  six  or  seven  millions  of  people  in  the 
United  States  live  almost  entirely  on  it.  Its  . 
great  value  at  present,  is  to  maintain  immense 
numbers  of  cattle  and  hogs — which  have  al- 
ways a  high  market  value. 

At  the  average  prices  of  corn,  north,  south 
and  "west,  the  corn  crop  is  worth  four  hundred 
millions  of  dollars — far  exceeding  the  value 
of  any  other.  One  half  the  above  amount  of 
grain — say  700,000,000  bushels — is  consumed 
by  man;  and  will  yield  forty-five  pounds  of 
clear  flour  to  each  bushel.  This  is  ample 
bread  for  eighty  millions  of  people.  Who  is 
to  eat  it?  We  export  a  good  deal,  we  waste 
nearly  as  much,  and  we  feed  the  remainder  to 
animals.  This  view  of  our  agricultural  re- 
sources takes  away  the  alarm  we  might  other- 
wise feel,  for  the  rapid  increase  of  towns.  It 
must  be  long  before  the  population  in  this 
country  presses  against  the  limits  of  subsis- 
t  mee.  Alluvial  soil  and  Indian  Corn  will  en- 
able this  country  to  sustain  the  greatest  cities 
on  earth,  and  from  the  rapidity  of  growth  there 
is  probability  that  New  York,  Cincinnati  and 
St.  Louis,  will  exceed  any  cities  of  Europe. 


Indianapolis  and  Cincinnati  Railroad. — 
The  earnings  of  this  road  for  the  first  week  in 
July,  were  about  $1,500  in  excess  of  the  cor- 
responding week  last  year. 
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COST  OF  MOTIVE  POWER. 

Many  still  entertain  the  old  notion,  that  for 
the  speed  allowable  in  cities  horse  power  is 
cheaper  than  steam.  A  few  facts  will  show 
that  this  is  an  error  now,  whatever  it  might 
have  been  thirty  years  ago,  when  it  first  ap- 
peared in  official  reports. 

The  report  of  the  New  York  Central  Rail- 
road, for  April,  shows  that  the  repairs  and  run- 
ning expenses  of  its  locomotives  averaged 
19.77  cts.  per  mile.  To  this,  add  fi.71  cts.  for 
interest  and  deterioration,  and  1.5  cts.  for  house 
and  shop  rent,  and  we  have  28  cts.  per  mile. 

The  coston  the  Baltimore  and  Ohio  Railway, 
for  April,  averaged  22i}ets.,  interest,  etc.  inclu- 
ded— the  fuel  being  coal. 

The  cost  of  moving  a  single  car,  with  four 
horses,  is  33  cts.  per  mile  on  the  Harlem  Rail- 
road, in  New  York  city.  Allow  for  the  horses 
running  back  part  of  the  time,  and  we  may 
fairly  compute  that  it,  costs  more  to  draw  a 
single  car  by  horses  than  it  costs  to  move  a 
train  by  steam,  at  four  to  six  times  greater 
speed. 

On  the  worn-down  roads  in  England,  fast 
four-horse  coaches,  that  averaged  7  J-  miles  per 
hour,  stops  included,  required  one  horse  per 
mile  of  road,  for  one  trip  each  way  per  day, 
and  the  average  day's  work  of  a  team  was  to 
draw  a  coach  8  miles.  On  our  roads  the  speed 
is  much  less  for  equal  cost.  In  this  region  it 
costs  00  cts.  per  day  to  keep  and  shoe  a  horse; 
for  a  road  of  1 00  miles,  there  is  $50  per  day  for 
horse-keep;  $1(5.60  for  interest  and  deteriora- 
tion, and  §2.50  for  drivers;  which  makes  34J 
per  mile  to  draw  a  stage  at  a  quarter  of  the 
speed  it  which  a  locomotive  draws  a  passenger 
train.  But  even  this  is  never  attained  on  our 
common  roads  :  the  average  speed  of  stages  on 
long  routes  used  generally  to  be  four  miles  per 
hour,  stops  included.  This  low  speed  saved 
expense  to  the  stage  proprietors,  but  wasted 
the  time,  and  increased  the  day  expenses  of 
the  passengers,  and  was  on  the  whole  not  a 
saving. 

In  view  of  such  facts,  it  is  mortifying  to 
hear  any  dispute  about  the  economy  of  steam 
or  horse  power  on  those  parts  of  railways 
which  lie  in  cities.  If  common  engines  can- 
not turn  the  curves,  and  will  not  burn  smoke- 
less fuel,  and  there  is  no  way  to  avoid  the  noise 
of  their  steam  blast,  but  there  must  either  be 
horses  or  engines  made  specially  for  use  at  the 
termini — even  then  it  is  extremely  presump- 
tious  to  say  that  the  cost  of  steam  would  be  as 
great  as  horse  power.  If  a  street  engine  cost 
as  much  as  a  fire  engine,  and  could  do  half  a 
day's  work  at  moving  single  cars,  it  would  be 
as  cheap  as  horses;  but  builders  are  ready  1o 
furnish  engines  for  S-1,000  that  will  draw  two 
cars  on  any  curves  or  grades  in  the  streets, 
and  there  is  clear  evidence  that  the  expenses 
would  be  very  moderate  at  the  speed  allowable 
in  cities. 

To  such  representations  it  is  replied  that  we 
had  on  the  Hudson  River  Railway  a  "Dummy" 
locomotive  for  street  service,  "which  was  a  fail- 
ure," and  a  scare  horse,  and  was  not  allowed 
to  run.  This  is  mere  rumor.  The  engine  has 
been  twice  so  much  worn  that  it  could  not  be 
repaired  at  night,  and  had  to  be  laid  up  for 
repairs  There  was  little  trouble  with  horses, 
and  it  was  allowed  to  run.  But  there  was  a 
difficulty  in  turning  curves;  it  sometimes  got 
off  the  track,  and  interrupted  business  for 
hours,  and  this  is  the  chief  reason  why  it  has 
had  no  improved  successor.  Its  disuse  only 
proves  that  a  heavy  engine,  on  that  plan,  can 
not  be  trusted  to  draw  large  trains  around  the 
corners  of  streets.  As  to  mere  cost,  it  proved 
that  for  forty  cents  it  would  do  more  than 
horse3  could  do  for  four  dollars. 


The  Dummy  was  not  v/hat  is  wanted  for  the 
crooked  work  that  must  be  done  until  the  large 
engines  are  allowed  to  go  through  the  streets, 
and  sharp  curves  are  avoided.  What  is  wanted 
now,  is  a  small  four-wheeled  engine,  that  can 
turn  curves — that  ought  never  to  have  been 
made,  and  that  must  be  given  up  before  many 
years.  It  must  not  emit  dust,  and  not  show 
steam,  and  must  be  decent  in  its  behavior. 
Such  an  engine  would  soon  overcome  the  pre- 
judices of  ail  but  those  who  imagine  that  their 
property  may  be  benefited  by  opposing  what- 
ever railway  companies  undertake. 

Those  who  infer  that  steam  power  is  dearer 
than  horses,  because  it  has  not  been  introduced 
do  not  understand  the  causes  that  operate  on 
the  minds  of  those  who  decide  upon  such  mat- 
ters. Builders  will  not  introduce  them,  not 
because  they  doubt  of  their  sneeess,  but  be- 
cause new  plans  and  patterns  are  expensive — 
advertising  expensive,  and  introducing  new 
engines  is  not  only  extremely  expensive,  but 
involves  mortifications  that  most  builders  will 
not  expose  themselves  to.  Directors  seldom 
are  unanimous  on  new  questions;  and  stock- 
holders are  severe  upon  them  if  they  lose  by 
experiments,  but  take  it  as  a  matter  of  course 
if  they  stick  to  the  old  way  and  merely  get 
enough  for  salaries.  As  a  general  rule,  it  is 
left  to  briefless  lawyers,  doctors  without  pa- 
tients, and  others  of  unemployed  intellect,  to 
contrive  patentable  plans,  and  build  them  im 
perfectly  with  the  little  means  and  practical 
skill  tbey  can  bring  to  bear  upon  them.  That 
such  men  should  fail,  even  when  their  plans 
are  better  than  the  old  ones,  is  to  be  expect- 
ed; but  that  they  should  equal  the  old  plans  is 
next  to  a  miracle.  Yet  these  are  the  men  to 
whom  such  improvement?  are  left.  Hence,  it 
does  not  follow  from  the  presumed  failures  of 
steam,  and  the  apparent  distrust  of  it  by  those 
who  are  most  interested,  that  it  is  not  cheaper 
than  horses,  and  suitable  for  the  work  now 
done  by  horses.  Looking  backward'  to  the 
time  when  this  superstition  originated,  we  find 
that  on  the  Liverpool  an  I  Manchester  Railway, 
in  1833,  the  locomotive  power  cost  six  times 
more  than  it  cost  on  the  New  York  Central  in 
1853.  Since  the  latter  date,  there  has  been 
considerable  reduction  of  expenses  in  steam 
locomotion;  but  ever  since  the  introduction  of 
railways,  the  cost  of  horse  power  has  been  in- 
creasing. But  the  old  books  still  tell  the  old 
story,  and  the  old  opinions  still  prevail:  and 
nothing  but  accomplished  facts  can  change 
them.  It  is  for  the  few  who  have  faith  to  ac- 
complish the  facts. — American  Railway  Re- 
view. 

The  objection  that  steam  engines  attached 
to  street  ears  will  frighten  horses,  is  an  argu- 
ment universally  used  against  the  introduction 
of  steam  for  this  purpose,  and  has  hitherto 
triumphed.  This,  however,  can  not  long  con- 
tinue,,as  the  question  of  economy  must  soon 
prevail  over  all  the  imaginary  evils  of  steam. 
We  had  a  test  of  street  locomotives  in  Cincin- 
nati, some  few  weeks  back,  invented  by  our  in" 
genious  mechanic,  A.  B.  Lattn,  Esq.,  who  is  also 
the  inventor  of  the  Steam  Fire  Engine.  It 
was  smokeless,  noiseless  and  dustless,  had  not 
the  appearance  of  an  engine  at  all,  but  of  a 
small  baggage  car  moving  on  with  an  invisi- 
ble power,  under  the  most  perfect  control,  as 
much  as  a  span  of  horses;  it  could  turn  corners) 
and  ascend  and  descend  grades,  and  do  any- 
thing else  that  could  be  accomplished  by  any 
i  other  power,  and  could  be  started  in  about  six 
or  seven  minutes  after  touching  the  match  to 


the  fire.  But  it  was  discarded  because  it 
frightened  horses,  and  its  further  use  prohibi 
ted.  There  was  no  more  reason  or  sense  in 
the  argument  than  that  the  street  cars  them 
selves,  with  horses  attached,  have  done  the 
same  thing,  hence  it  is  the  duty  of  city  rnleTS 
to  prohibit  street  railroads.  Every  one  has 
seen  horses  frightened  by  the  ears  as  they  pas- 
sed along  the  street,  and  those  same  horses 
would  probably  have  been  as  much  frightened 
to  have  met  an  old  woman  of  thirty  or  forty 
years  ago  with  her  immense  coal  scuttle  bon- 
net, or  even  to  meet  a  belle  of  the  present 
day  without  hoops,  or  a  councilman  that  does 
not  expect  to  make  something  more  out  of  his 
•office  than  the  law  al.ows. 


MAINTENANCE  OF  ROADWAY- 

The  importance  of  a  thorough  system  for 
the  maintenance  of  the  roadwav,  and  the 
adoption  of  the  best  form  of  rail  and  track 
laying  has  been  so  often  nrged,  that  railroad 
men  have  almost  began  to  weary  of  the  sub- 
ject Certainly  journalists  think  enough  has 
been  said  to  draw  the  strictest  personal  atten- 
tion, on  the  part  of  superintendents,  to  this 
important  feature  of  the  railroad.  Our  atten- 
tion was  never  more  particularly  drawn  to  this 
subject  than  on  a  recent  trip  over  the  Balti- 
more and  Ohio  R.  R.  After  having  ridden 
over  considerable  rough  road,  we  had  almost 
begun  to  think  that  it  was  impossible  to  keep 
up  the  rail  and  track;  but  a  very  few  miles  on 
the  B.  and  O.  R.  R.  satisfied  us  that  it  is  much 
more  pleasant,  to  say  the  least,  to  ride  over 
smooth  roads  than  rough  ones.  We  noticed 
that  the  rail  was  one  of  moderate  weight,  and 
was  laid  so  that  the  rails  on  the  opposite 
sides  broke  joints.  Hence,  the  dead  jump  at 
the  joints,  as  almost  universally  experienced 
on  roads  laid  on  the  other  plan,  is  avoided. 
At  the  joints  the  rail  is  held  in  position  by  a 
long  splice  of  hard  wood,  bolted  to  the  rail 
and  spiked  to  the  ties.  This  makes  a  firm 
and  durable  road,  and  when  properly  watched, 
is  readily  kept  in  good  repair.  The  whole 
length  of  this  line  is  now  laid  in  this  manner, 
and  we  believe  the  experience  of  the  road 
has  shown  this  to  be  a  very  excellent  mode  of 
securing  a  solid  and  substantial  roadwav. 


THE  DEAD  WEIGHT    CARRIED  ON 
RAILROADS. 

Few  of  those  who  travel  on  our  roads,  and, 
indeed,  few  practical  railroad  men,  are  aware 
of  the  vast  amount  of  dead  weight  carried  on 
railroads  in  the  transportation  of  passengers 
and  freight.  Yet  this  is  a  subject  of  the  ut- 
most importance  in  the  operation  of  roads. 
It  is  very  obvious  that  some  dead  weight,  in 
t'  e  shape  of  cars,  is  necessary,  yet  how  little 
is  the  minimum  amount  of  this,  is  a  question 
that  we  believe  is  not  yet  settled.  From  the 
authorized  reports  of  the  railroads  of  the  State 
of  New  York  for  1S58.  it  appears  that  by  tak 
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ing  the  average  of  all  the  roads  in  the  State, 
there  were  carried  1  23  tons  of  dead  weight 
for  every  passenger  transported,  and  1.67  tons 
of  dead  weight  for  every  ton  of  freight  moved. 
As  this  is  the  average  in  a  State  where  there 
are  some  of  the  most  successful  roads  in  the 
country,  it  is  quite  likely  that  this  average  of 
the  roads  in  that  State  is  very  near  the  gener- 
al average  of  the  whole  country. 

From  this  it  will  be  seen  that  the  amount 
of  dead  weight  carried  for  every  passenger, 
averaging  in  weight  not  more  than  150  lbs 
each,  is  about  three-fourths  the  amount  of 
same  weight  carried  for  every  ton,  2,000  lbs. 
of  freight  moved;  or,  in  other  words,  that  to 
transport  a  traveler  over  the  road  requires 
about  ten  times  as  much  cars  and  machinery 
as  it  does  to  carry  the  same  weight  of  freight. 
This  is  a  startling  fact,  and  may  well  serve  to 
direct  the  attention  of  railroad  men  to  the 
subject  of  economizing  in  the  matter  of  pas- 
senger transportation.  In  consequence  of  the 
additional  speed  and  comforts  necessary  for 
the  passenger  business,  it  is  hardly  probable 
that  the  dead  weight  moved  in  it  will  ever  be 
reduced  to  the  standard  of  freight  transporta- 
tion, but  it  is  quite  certain  that  a  saving  may 
be  effected  over  the  present  very  expensive 
system  of  carrying  passengers.  And  we  trust 
that  exertions  in  this  way  will  be  made  by  our 
railroad  managers. 


FARM  MORTGAGES  IN  WISCONSIN. 

The  Supreme  Court  of  Wisconsin  has  very 
properly  sustained  the  validity  of  t'  e  Farm 
Mortgage  Bonds  of  the  LaCrosse  and  Milwau- 
kee Railroad  Company,  and  reversed  the  judg- 
ment of  the  Court  below.  We  give  the  opin- 
ion of  the  Court  in  full. 

Win.  D.  Clark  vs  W.  Farringfon  and  Wife. 
Paine,  J. — The  cash  capital  in  this  State  was 
inadequate  to  the  building. of  its  railroads,  or 
even  to  the  payment  of  such  proportion  as  is 
usnallv  paid  in  cash  for  stock  in  the  older  and 
more  wealthy  communities.  But  the  farmers 
along  the  routes,  having  confidence  in  the  suc- 
cess of  the  enterprise,  and  the  ultimate  benefit 
to  themselves,  were  willing  to  mortgage  their 
farms  for  stock,  placing  the  securities  in  the 
hands  of  the  companies,  to  negotiate  and  raise 
the  funds  necessary  for  building  the  roads. 
This  practice  was  extensively  adopted  along 
most  of  the  roads  in  the  State.  The  securities 
were  taken  and  negotiated  by  the  companies, 
and  default  having  been  made  in  payment,  a 
number  of  actions  have  been  brought  to  col- 
lect the  notes,  or  foreclose  the  mortgages. 
The  defense  is  now  setup,  that  the  companies 
had  no  power  under  their  charters  to  take 
these  securities  for  stock,  and  that  they  were 
therefore  void. 

As  is  usual  in  such  cases,  many  considera- 
tions Were  alluded  to  in  the  arguments  of 
Counsel,  which  have  no  bearing  on  the  legal 
question  presented.  If  the  farm  mortgagors 
influenced,  perhaps,  by  public  spirit,  combined 
with  the  hopes  of  private  gain,  have  mortgaged 
their  farms  for  stock,  the  facts  that  those  hopes 
have  failed  and  that  financial  ruin  has  fallen 
upon  the  enterprises,  and  that  the  execution  of 
their  contracts  may  prove  hard  and  calamitous 


to  many  of  them,  furnish  no  reason  in  law 
why  they  should  not  be  executed,  provided  they 
were  such  contracts  as  might  in  the  law  be  made. 
On  the  other  hand,  if  the  companies  had  no 
power  to  take  these  notes  and  mortgages  for 
any  purpose,  so  that  they  were  utterly  void  in 
their  hands,  the  fact  that  large  amounts  have 
been  invested  in  them,  which  will  be  lost  to 
the  purchasers,  is  no  reason  why  the  courts 
should  hesitate  to  declare  them  void. 

It  has  been  contended  on  the  part  of  the 
plaintiffs  that  even  if  the  companies  had  not 
the  power  to  take  these  notes  and  mortgages, 
for  the  particular  purpose  for  which  they  were 
in  fact  taken,  yet  that  they  had  power  to  take 
notes  and  mortgages  for  some  purposes,  and 
that  being  so,  that  these  could  be  enforced  in 
the  hands  of  bonajide  purchasers  for  value, 
which  they  claim  to  be.  Perhaps  some  of  the 
cases  might  be  decided  upon  that  ground. 
But  as  several  have  been  argued,  in  some  of 
which  it  will  be  necessary  to  decide  upon  the 
question  of  power,  and  as  the  conclusion  to 
which  we  have  arrived  upon  that,  will  render 
a  decision  of  the  others  necessary,  we  will 
proceed  to  address  ourselves  to  that,  without 
further  notice  of  other  considerations. 

The  question  is,  had   the  companies  power 
to  take  these  notes  and   mortgages  for  stock? 
In  this  case  it  arises  under  the  charter  author- 
izing the  construction  of  a  railroad  from  Mil- 
waukee to  LaCrosse.     The  counsel  for  the  de- 
fendants contend   that   the  company  had   not 
the  power,  and  that  the  transaction  was  a  vio- 
lation of  its  charter.     To   lay  the   foundation 
on  which  to  sustain  this  position,  they  cited  a 
large  number   of  authorities  establishing  the 
proposition  that  a  corporation  has    no  powers 
except   such   as  are  conferred   by  its  charter; 
and   that  its   acts  outside   of  those   are  void. 
This   is  too  well   settled   to  admit  of  dispute, 
and  a  moment's  consideration  of  the  great  in- 
crease of  corporations   in  modern    times,  and 
of  the  vast  powers  entrusted    to  them,  as  well 
as  of  the  natural  tendency  of  their  accumula- 
ted capital   to  accumulate   also  influence  and 
power,  is  sufficient  to  satisfy  every  intelligent 
mind  of  the  absolute  necessity  of  adhering  to 
the  rule  of  confining   these  bodies  strictly  to 
the  a  compHshmnnt  of  those  ends  and  objects 
which  their  charters  authorize,  and  prohibiting 
them  from  ail   others.     But  while  this   is  con 
ceeded,  it  is  also  true   that   to  these  organiza- 
tions is  entrusted  the  accomplishment  of  "en- 
terprises of  great  pitch  and  moment,"  which, 
when  properly  executed,  contributes  greatly  to 
the   convenience  and   prosperity  of  mankind, 
and  even  to  the  advancement  of  civilization — 
enterprises  impossible  to  private  unassoeiated 
capital,  and   which  sometimes   task   even  the 
enormous    energies    of  corporations    beyound 
their  strength,  so  that  after  expending  the  best 
efforts  of  human  ingenuity  to  accomplish  the 
end,  they  either   fail  entirely,  or  succeed  per- 
haps in  completing  an  improvement,  of  which 
others  may  reap  the  benefit,  only  by  the  pecu- 
niary ruin  of  its  originators.     These  consider- 
ations are  sufficient  to  show  that  the  rule  that 
corporations  can  exercise  no  powers  not  dele- 
gated  should    not  from    an    undiscriminating 
timidity  or   apprehension,  be  extended   so   as 
to  unwisely  and  unnecessarily  cripple  and  re- 
strict them,  as  to  the  means  of  executing  the 
powers  that  are  delegated.     Powerful  as  they 
are,  it  must  be  assumed  that  the  law  is  power- 
ful  enough  not   only  to   co>  trol  and   confine 
them  within  their  proper  limits,  but  also  within 
those  limits,  to    allow  them    the  exercise  of  a 
reasonable  discretion   in  selecting  among  the 
various  means  that  may  be  adapted  to  the  ex- 
ecution   of   their    powers      It    is    accordingly 
held  in  a  large  class  of  cases,  many  of  which 


are  cited  by  the  counsel  for  the  plaintiff,  and 
which  we  do  not  deem  it  necessary  to  refer  to 
in  detail,  that  a  corporation  may  adopt  any  of 
the  usual  means  employed  to  accomplish  the 
purposes  authorized  by  its  charter.  It  is  true 
that  this  right  of  selecting  among  the  means 
adapted  to  the  end,  is  generally  stated  as  lim- 
ited to  those  usual  and  necessary.  But  pre- 
cisely what  limits  those  terms  imply,  does  not 
seem  to  be  well  defined. 

The  Constitution  of  the  United  States  gave 
Congress  the  power  to  pass  all  laws  "necessary 
and  proper"  for  carrying  iuto  execution  the 
powers  conferred  upon  the  Federal  Govern- 
ment. That  Government  chartered  a  bank, 
and  its  constitutionality  being  called  into  ques- 
tion, the  Supreme  Court  of  the  United  States, 
placed  a  construction  upon  these  words.  They 
held  that  the  word  "necessary"  did  not  imply 
that  the  means  used  must  be  absolutely  indis- 
pensible,  but  that  the  government,  might  select 
any  which  were  "needful,"  "requisite,"  "essen- 
tial," or  "conductive  to,"  the  end,  and  tended 
directly  to  its  accomplishment,  and  therefore 
might  charter  a  bank.  Whether  or  not  it  jus- 
tifies that  conclusion,  there  is  undoubtedly 
great  force  in  the  reasoning  of  Chief  Justice 
Marshal,  as  to  the  necessity  of  the  power  on 
the  part  of  the  Government  to  select  means 
for  the  execution  of  its  powers.  And  bearing 
in  mind  the  disproportion  between  the  powers 
of  a  government,  and  those  of  an  ordinary 
corporation,  we  think  that  reason  goes  to  sus- 
tain the  right  of  the  latter  to  an  equal  freedom 
in  selecting  among  various  means  proper  for 
the  execution  of  its  powers,  There  is  a  close 
relation  between  the  principles  applicable  to  the 
government  of  the  United  States  and  those  ap- 
plicable to  a  corporation.  The  former,  like  the 
latter,  can  exercise  no  powers  except  such  as  are 
delegated  to  it  either  expresily  or  implied  as  ne- 
cessarily incident  to  those  delegated.  The  rea- 
sons for  confining  both  within  the  limits  of  the 
delegated  powers,  are  equally  obvious  and  fa- 
miliar, yet  this  being  constantly  conceded,  it 
by  no  m=ans  follows,  that  either,  within  those 
limits,  should  be  restricted  with  narrow  and  il- 
liberal rigor,  in  the  choice  of  means,  adapted 
to  the  execution  of  their  respective  powers. 
And  the  same  reasoning  which  excludes  such 
rigor  in  the  case  of  the  government,  in  our 
opinion  justifies  its  exclusion  in  the  case  of 
a  corporation.  But  in  applying  it  to  the  latter, 
due  allowance  should  be  made  for  the  differ- 
ence in  the  magnitude  of  their  powers,  for  it 
would  not  at  all  follow  that  a  corporation 
might  adopt  any  means  which  the  government 
might. 

But  it  is  unnecessary  to  pursue  this  point 
further,  as  it  has  been  expressly  passed  upon 
by  this  court.  In  the  case  of  Madison,  &c, 
Plank  Road  Co;  vs  Watertoum  &c ,  Plank 
Road  Co.,  5  Wis.  173,  it  was  held  that  a  cor- 
poration is  not  restricted  to  the  means  either 
"usual''  or  'necessary,"  but  might  select  those 
"convenient  and  adapted  to  the  end,"  though 
"unusual"  and  not  absolutsly  "necessary." 
It  was  a  Plank  Boad  Company,  and  its  charter 
gave  it  no  power  to  loan  money;  but  the  court 
say  that  if  had  seen  fit  to  make  a  loan  to  one 
of  its  contractors  to  enable  him  to  complete 
his  contract,  though  unusa!,  it  would  have  been 
a  legitimate  means  of  executing  their  power 
to  build  the  road.  When  the  case  was  here 
subsequently,  and  it  appeared  that  the  com- 
pany had  undertaken  to  assist  in  the  building 
of  another  road,  then  it  acts  were  held  void, 
but  this  detracts  nothing  from  the  first  deci- 
sion. 

This  doctrine  must  of  course  be  properly 
understood.  It  does  not  mean  that  a  corpor- 
ation may  engage  in  a  separate  distinct  busi- 
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ness,  nnt  authorized  by  its  charter,  as  a  raonns 
of  raising  funds  to  aeeomp.isL  the  things  au- 
thorized. This  it  could  not  do.  A  railroad 
company  could  not  engage  in  banking;  nor  in 
manufacturing,  nor  speculating  in  real  estate, 
as  a  means  of  raising  money  to  build  a  rail- 
road. It  is  only  that  it  may  adopt  any  con- 
venient means,  proper  in  themselves,  tending 
directly  to  the  execution  of  the  powers  confer- 
red, and  not  amounting  to  the  transaction  of 
any  distinct  unathorized  business;  though  such 
means  may  not  have  been  usually  adopted  in 
the  execution  of  like  powers. 

We  have  then  two  estalished  propositions  of 
law:  first,  a  corporation  can  exercise  no  pow 
errs,  except  those  c  nferred  by  its  charter;  se 
cond,  in  executing  those  powers  it  maj  adopt 
«ny  proper  and  convenient  means  tending  di- 
rectly to  their  accomplishment,  and  not  amount- 
ing to  the  transaction  of  a  separate  unauthor- 
ized business. 

In  order  to  decide  this  case,  two  questions 
remain  to  be  determined:  Was  the  taking  of 
the  note  and  mortgage  for  stock,  an  attempt 
by  the  company  to  execute  powers  not  dele- 
gated? or  was  it  a  mere  means  of  executing 
those  that  were  conferred?  If  it  was  the  lat- 
ter, then  was  it  a  m.'ans  which  the  company 
was  prohibited  using? 

Upon  the  first  question  there  seems  to  be  no 
loom  for  doubt.  The  company  did  not  at- 
tempt to  do  anything  except  to  execute  its 
power  of  building  a  railroad.  The  defendant 
was  willing  to  take  stock,  but  had  not  the  mo- 
ney to  pay  for  it.  He  was  willing  to  give  his 
note  for  it,  and  secure  it.  by  a  mortgage  The 
company  took  it  in  payment  with  the  sole  in- 
tention of  transferring  it  to  raise  the  money. 
The  result  is  the  same  as  it  would  have  been 
if  the  defendant  had  mortgaged  his  farm  to  a 
third  party  and  obtained  the  money  himself 
and  paid  for  his  stock.  In  the  end,  by  either 
method,  the  company  has  the  money;  the  de- 
fendant the  stock,  and  the  third  party  the 
mortgage.  The  company  has  simply  resorted 
to  a  double  transaction  to  get  money  for  its 
stock,  instead  of  a  single  one.  But  it  was  a 
means  tending  directly  to  the  execution  of  its 
power  of  building  a  railroad,  by  disposing  of 
its  stock  for  the  money  necessary  therefor. 

The  other  question  is,  whether  this  means 
was  prohibited  to  the  company?  And  towards 
this  point  the  strongest  arguments  for  the 
mortgagor  is  directed.  It  is  said  that  the 
charter  provides  a  specific  method  of  raising 
funds  for  building  the  road  ;  that  is  by  opening 
books  for  subscription  for  stock,  and  then  re- 
quiring payment  from  the  subscribers;  and 
that  this  method  having  been  provided  for, 
every  other  is  necessarily  excluded.  '  As  a  part 
of  the  argument,  it  is  assumed  that  the  char- 
ter contemplates  and  requires  a  payment  in 
cash,  and  therefore  that  the  company  is  in  ef- 
fect forbidden  to  receive  anything  else  nssuch. 
This  assumption  is  of  course  necessary,  for 
the  validity  of  the  whole  argument  depends 
upon  it.  Let  ns  examine  whether  it  is  correct. 
There  is  no  express  provision  in  the  charter 
that  the  stock  must  be  paid  for  in  cash.  Is 
such  provision  implied?  It  was  suggested  that 
the  language  fixing  the  amount  of  each  share 
at  one  hundred  dollars,  necessarily  implies  that 
the  payments  must  be  made  in  cash.  It  was 
said  that  'dollars"  meant  money,  and  was  not 
descriptive  of  anything  else.  But  this  sugges- 
tion seems  entitled  to  but  little  weight  when  it 
is  remembered  that  money  is  the  standard  of 
value,  and  it  is  used  as  the  representative  and 
measure  of  the  value  of  all  articles.  Thus  a 
note  to  be  paid  in  specific  articles  is  drawn  for 
the  payment  of  so  many  dollars  in  the  articles 
agreed  on.     The  use  of  the  denominations  of 


money  to  fix  the  amount  in  value  if  necessary 
in  all  such  instruments.  And  the  mere  cir- 
cumstance that  the  Legislature  used  that  lan- 
guage in  fixing  ihe  amount  of  each  share  of 
the  capital  stock  cannot  be  consielered  as  in- 
dicating any  intention  that  the  shares  must  be 
necessar  ly  paid  for  in  gash.  Because  such  a 
literal  construction  would  require  the  compa- 
ny to  keep  its  capital  stock  consisting  of  mo- 
ney. For  that  capital  stock  is  to  continue 
after  the  road  is  built,  and  would  still  consist 
of  shares  of  one  hundred  dollars  each.  And 
if  the  use  of  the  word  "dollars"  necessarily 
requires  each  share  to  be  paid  for  in  cash  in 
the  first  instar.ee,  it  wonld  equally  require  it 
to  continue  in  money 

But  the  charter  instead  of  attempting  to 
prescribe  the  manner  of  payment,  expressly 
leaves  it  to  the  control  of  the  Directors.  It 
provides  that  they  may  re-open  the  books  for 
subscription  or  open  new  ones;  mny  decide  the 
amount  to  be  paid  on  subscription,  and  the 
"lime,  mariner  and  proportions'  in  which  the 
subsequent  instalments  shall  be  paid.  This 
power  of  the  directors  to  proscribe  the  "man- 
ner" of  payment  is  directly  repugnant  to  the 
theory  under  consideration.  For  if  the  char- 
ter had  positively  provided  that  payment  thould 
be  made  in  cash  and  not  otherwise,  then  it  was 
idle  to  say  that  the  directors  might  prescribe 
the  manner,  for  it  was  already  fixed  beyond 
their  control  the  power  tr  prescribe  the  man- 
ner of  payment  includes  that  of  directing  in 
what  it  should  consist,  which  would  of  course 
be  limited  by  the  general  purposes  of  the  char- 
ter. 

It  also  gives  them  the  power  to  make 
"such  covenants,  contracts  and  agreements 
with  any  person  or  persons,  co-partnership 
or  corporation  whatsoever  as  the  execu- 
t'on  and  management  of  the  works  and  the 
convenience  and  interests  of  the  company  may 
require."  This  is  certainly  comprehensive 
language,  and  includes  the  power  to  make  the 
contract  in  question,  unless  it  is  limited  by 
other  specific  provisions  relating  directly  to 
that  subject  matter,  and  we  find  none  having 
that  effect 

But  it  is  said  that  the  charter  provides  for 
stock  subscription  books,  and  that  the  defend- 
ant never  subscribed  in  a  book,  and  therefore 
he  is  not  a  stockholder.  But  is  that  absolutely 
essential  ?  Trve  the  charter  provides  for  open- 
ing hook-"  and  for  subsciptioit  therein,  and  the 
same  clause  implies  that  a  part  should  be  paid, 
at  the  time  of  subscribing,  and  (he  remainder 
in  instalments  as  the  Directors  should  require. 
But  suppose  a  party  should  be  ready  to  pay 
for  his  stock  at  once?  If  he  pays  the  money, 
and  the  company  issue  to  him  the  stock,  is  he 
not  a  stockholder?  Is  it  not  a  valid  transac- 
tion? Or  must  he  necessarily  enter  into  a 
contract  to  pay.  although  ready  to  pay  at.  once? 
Would  the  company  not  be  authorized  to  re- 
ceive payment  and  deliver  the  stock,  under  its 
general  power  to  make  whatever  contracts  the 
convenience  or  interest  of  the  company  might 
require,  even  though  the  formality  of  a  stock 
subscription  was  not  complied  with?  We  can 
not  doubt  it,  and  if  such  a  transaction  would 
be  valid  with  one  paying  cash  it  would  be 
equally  valid  with  one  paying  by  note  or  mort- 
gage, provided  the  company  had  power  to  take 
them  in  payment.  So  that  it  is  left  as  before, 
depending  simply  on  the  question  of  power. 

It  is  not  true,  as  seems  to  be  assumed,  that 
the  great  primary  object  of  the  charter  is  to 
raise  an  amount  of  money  equal  to  the  capital 
stock  ;  the  primary  object  is  to  build  and  equip 
a  railroad.  Money  is  necessary  as  a  means, 
but  it  is  not  the  end  And  we  can  see  no  ob- 
jection whatever  to  a  railroad  company  issuing 


stock  and  taken  in  payment  materials  i  r  iabor, 
or  land  necessary  lor  its  road  So  far  as  it 
can  Duild  and  equip  its  road  for  stock,  it  h  the 
most  simple  and  direct  metheid  of  accomplish- 
ing it.  It  gets  at  the  object,  then,  by  a  single 
transaction,  when  it  would  require  two.  if  the 
subscriber  roust  first  pay  the  money  and  then 
receive  it  ba'rk  again  for  whatever  he  fur- 
nished. Andwetbink  it  might  be  safely  as- 
serted that  no  railroad  was  ever  built  in  the 
country  without  disposing  of  more  or  less 
stock  in  payment  for  labor,  materials  or  land 
And  there  are  but  very  few  cases,  where  the 
propriety  of  this  course,  or  the  power  of  the 
companies  so  to  dispose  of  it  was  ever  called 
in  question,  and  in  those  the  power  was  sus- 
tained ;  while  there  are  many  cases  where 
such  contracts  have  been  enforced,  without 
question,  disputes  having  arisen  upon  other 
points.  The  following  may  lie  referred  to  as 
illu.-tratioiis:  Vermont  Central  R.  R.  C&,  tn 
Georye  Clayes,  2 1  Verm.  30 ;  Boody  vs.  R  R. 
Co.,  2-4  ib.  660.  These  are  cases  where  a 
large  proportion  of  the  payments  to  contract- 
ors were  to  be  made  in  stock.  Moore  vs.  Hud- 
son R.  R.  Co.,  12  Barb.  156;  Porter  r.s.  Buck- 
field  Branch  R.  R.,  32  Maine  539;  Barker  el 
alts.  Fr.  &  Rut.  R.  R.  Co.,  27  Verm..  767. 
and  many  others  that  might  be  referred  to  are 
of  the  same  character.  The  multitude  of 
cases  of  this  character,  in  which  no  question 
has  been  made  as  to  the  power  of  the  corpo- 
ration to  make  such  disposiiion  of  their  stock, 
considered  in  connection  with  the  well  known 
strictness  of  the  law  of  corporations  and  the 
ability  and  acuteness  of  the  profession,  usu- 
ally not  unwilling  to  raise  any  qaesticn  npon 
which  there  is  any  hope  of  success,  is  entitled 
to  more  weight,  against  the  position  here  con- 
tended for,  than  a  limited  number  of  positive 
adjudications. 

But  reliance  is  placed  upon  several  cases 
which  have  held  that  where  by  statute  commis- 
sioners were  appointed  to  take  subscriptions 
preliminary  to  the  organization  of  a  corpora- 
tion and  were  required  to  receive  a  specified 
su  m  at  the  time  of  subscriptions,  that  a  subscrip- 
tion taken  by  them  without  a  compliance  with 
that  condition,  would  be  invalid.  These  cases 
are  the  following:  Hibernia  Turnpike  Co.  vs. 
Henderson,  Stir  Serp.  and  Bawle.  211),  and 
several  subsequent  cases  in  Pennsylvania,  fol- 
lowing that  Jenkins  vs.  Union  Turnpike  Co., 
1st  Cai.  cases  in  error,  86 ;  and  Crocker  rs. 
Crane,  21  Wend,  211.  It  would  be  a  sufficient 
answer  to  the  argument  attempted  to  be  de- 
rived from  them  to  say  that  they  are  entirely 
inapplicable  to  a  contract  made  by  a  corpora- 
tion after  it  has  once  acquired  a  legal  exist- 
ence and  capacity  to  act.  And  the  very  rea- 
soning upon  which  they  proceed  clearly  im- 
plies that  those  same  courts  would  not  have 
applied  the  same  rule  to  such  a  case.  For  the 
basis  upon  which  they  rest,  is,  that  at  the  time 
of  these  subscriptions-,  the  corporation  which 
they  are  to  organize  has  no  existence,  and 
that  the  commissioners  are  simply  ministerial 
agents,  clothed  with  no  discretion  or  power  to 
contract,  and  can  only  pursue  the  strict  letter 
of  the  statute.  It  may  well  be  urged  that 
where  the  law  requires  the  payment  of  a  spec- 
ified sum  as  a  condition  precedent  to  the  or- 
ganization of  the  company,  that  its  intention 
was  that  payment  should  be  in  cash.  Fntil 
that  was  paid  there  would  be  no  corporation 
in  existence,  no  authorized  purpose  for  the 
accomplishment  of  which  any  other  article 
could  be  received — nobody  clothed  with  any 
discretion  in  the  matter  or  capacity  to  regulate 
it  bv  contract  These  eases  may  therefore  be 
considered  to  be  a  law,  and  they  by  no  means 
establish  the  proposition,  that  after  a  corpora- 
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ticm  has  acquired  existence  and  power  to  con- 
tract, that  it  may  not  by  contract  receive  in 
payment  for  stuck  anything  necessary  for 
the  execution  of  its  purposes,  on  the  contrary 
the  opposite  inference  is  to  be  derived  from 
them. 

In  Crocker  vs.  Crane  it  was  intimated  that 
the  commissioners  had  no  authority  to  receive 
■worthless  checks  or  uncurrent  money  in  lieu 
of  cash,  and  it  was  said  they  could  not  have 
received  ''stocks  or  mortgages."  But  this 
was  evidently  placed  upon  the  considerations 
we  have  suggested.  For  the  learned  Judge 
who  gave  the  opinion  quoted,  among  other 
cases,  that  of  Goshen  Turnpike  Co.  ts.  Hur- 
tin,  9  John  217,  which  was  an  action  on  a  pro- 
missory note,  evidently  given  after  the  organ- 
ization" of  the  company,  for  five  shares  of 
stock.  The  action  was  sustained,  and  the 
court  said  "it  was  to  be  intended  that  ihe  de- 
fendant had  duly  become  a  stockholder  to 
that  amount."  It  is  not  to  be  supposed  that 
Judge  Coven,  with  his  proneness  to  comment 
upon  authorities,  would  have  quoted  this  case 
approvingly  upon  another  point,  without  noti- 
cing its  conflict  with  the  decision  on  the  main 
point,  if  he  had  supposed  the  acts  of  a  corpo- 
ration in  existence  stood  upon  the  same  foot- 
ing with  the  acts  of  the  commissioners,  in 
taking  the  steps  preliminary  to  its  creation. 

But  it  is  very  doubtful  whether  even  the  doc- 
trines of  these  ca<es  is  sustained  by  the  weight 
of  authority.  In  the  case  of  Jenkins  vs. 
Union  Turnpike  Co.,  the  decision  of  the  Su- 
preme Court  of  New  York,  was  in  favor  of 
the  validity  of  the  subscription.  This  decis- 
ion was  reversed  by  the  Court  of  Errors,  but 
it  is  pretty  evident  from  subsequent  decisions 
in  that  State,  some  of  which  are  quoted  in 
Crocker  vs.  Crane,  that  the  decision  of  the 
Court  of  Errors  was  not  satisfactory.  In  tiie 
case  in  8th  Serg.  and  Raw.,  Justice  Duncan 
dissented,  and  noticed  the  reluctance  of  the 
New  York  courts  to  follow  the  decision  of  the 
Court  of  Errors. 

In  Central  R.  R.  Co.  ts.  Clayex,  21  Verm. 
31,  the  commissioners  took  a  note  for  the  pay- 
ment required  by  the  statute  on  subscription. 
It  was  delivered  by  them  to  the  eor|Kiration,  on 
its  organization  and  the  court  held  that  it  was 
valid,  and  its  payment  might  be  enforced.  In 
Greenville  &  C.  R.  R.  Co.  vs.  Wnodsides,  5 
Rich.  148,  while  deciding  the  case  upon  anoth- 
er ground,  the  court  say  expressly  that  they 
are  not  inclined  to  admit  that  a  note  taken  by 
the  commissioners  was  not  such  a  payment  as 
the  statute  required.  The  ease  of  McNealvs. 
Russell,  12  Ire.  22-1,  is  a  very  strong  case 
against  the  doctrine  contended  for  by  the 
counsel  for  the  mortgagor  here.  There  the 
statute  expressly  provided  that  five  dollars 
should  be  paid  on  subscription,  and  that  if  not 
paid  the  subscriptions  should  be  void.  The 
commissioners  took  a  bond  in  payment.  The 
court  held  that  by  reason  of  the  express  pro- 
vision of  the  statute  the  subscription  was  void, 
but  that  the  bond  was  valid.  They  say,  "  So 
in  this  case  the  defendant  could  not  have  been 
compelled  to  pay  the  $5  a  share  by  force  of 
the  subscription,  yet  if  he  and  the  other  sub- 
scribers chose  to  waive  the  provisions  thus 
made  for  their  benefit  respectively,  and  agreed, 
that  upon  his  giving  bond  for  the  same,  it 
should  be  taken  as  cash  and  be  admitted  into 
the  company,  and  he  deliberately  does  so,  it  is 
not  seen  that  any  principle  of  law  or  justice  is 
violated,  or  that  there  is  any  reason  why  be 
should  not  pay  this  as  much  as  any  voluntary 
bond." 

It  is  very  doubtful,  therefore,  whether  the 
weight  of  authority  is  not  against  the  doctrine 
of  these  cases,  but  even  if  conceded  correct 


they  do   not  support  the   position   contended 
for      See  also  Redfield  on  Railways,  87-88. 

Cases  already  referred  to,  and  a  number  of 
others  cited  on  the  plaintiffs  brief,  sustain 
fully  the  proposition,  that  a  corporation  may 
receive  a  note  in  payment  for  stock,  and,  that 
having  done  so,  they  cannot  refuse  the  party 
givinjr  it  Ihe  privileges  of  a  corporation.  In 
R.  R.  Co  vs.  Hickman.  28  Penn.  St.,  318,  it 
is  expressly  decided  that  the  provisions  of  the 
statute  concerniag  the  powers  of  the  commis- 
sioners are  not  applicable  to  the  acts  of  the 
company  after  its  organized.  And  that  under 
the  general  power  to  prescribe  the  manner  of 
paying  for  stock,  and  to  make  contracts,  &c  , 
it  may  take  payment  in  labor,  materials,  or 
anything  necessary  for  the  building  of  the 
road.  In  Carr  vs.  Le  Fecre,  27  Penn.  St., 
413.  it  was  held  that  a  transfer  of  land  to  be 
used  for  the  purposes  of  the  corporation,  was 
a  good  payment  for  stock.  In  Brown  and 
Brothers  vs.  Illius,  27  Conn.  84,  the  entire 
stock  of  a  corporation  had  been  paid  for  in 
real  and  personal  estate  necessary  for  the  use 
of  the  company.  The  court  below  charged 
that  it  was  a  valid  payment,  and  though  the 
Supreme  Court  did  not  find  it  necessary  to  de- 
cide the  point,  they  say  they  are  "strongly 
inclined  to  think  there  was  no  error  on  this 
point.1'  In  the  case  of  Treadivell  and  another 
vs.  Salisbvry  Man.  Co.  and  others,  7  Gray, 
405,  it  was  held  that  where  the  circumstances 
of  an  existing  corporation  justified  a  sale  of 
its  entire  property,  its  taking  payment  in  the 
stock  of  a  new  corporation  did  not  render  the 
transaction  illegal.  The  courtsaid,  "  the  new 
stock  is  taken  in  lieu  of  money,  to  be  distribu- 
ted among  those  stockholders  who  are  willing 
to  receive  it,  or  to-be  converted  into  money  by 
those  who  do  not  desire  to  retain  it.'1  In  the 
Cincinnati  R.  R.  Co.  vs.  C'arkson,  1  Ind., 
595,  it  was  held  that  the  company  had  power 
to  take  subscriptions  for  stock  payable  in  real 
estate,  though  the  case  does  not  show  what 
were  the  provisions  of  the  charter. 

We  are  satisfied,  therefore,  that  the  authori- 
ties utterly  fail  to  sustain  the  position  here 
contended  for,  that  this  company  had  no  power 
to  dispose  of  its  stock  for  anything  except 
money.  But  that,  on  the  contrary,  they  show 
with  entire  unanimity,  as  well  as  by  silent  at- 
quiesence,  as  by  positive  adjudication,  that  it 
had  the  power  to  dispose  of  it  in  such  a  man- 
ner as  would  accomplish  the  objects  authorized 
by  the  charter. 

It  was  said  that  taking  the  mortgage  was  an 
unwarrantable  dealing  in  real  estate,  but  this 
is  not  so.  There  is  nothing  in  the  transaction" 
approaching  a  speculation  in  lands.  The 
mortgage  is  taken  as  a  mere  security,  and  as 
such  is  only  an  incident  to  the  debt.  It  is 
simply  obtaining,  by  contract,  what  the  com- 
pany could  obtain  by  operation  of  law  on  any 
ordinary  stock  subscription,  where  there  was 
default  in  payment.  Judgment  could  be  re- 
covered which  would  be  a  lien  on  real  estate. 
It  would  be  a  mere  means  of  collecting  the 
debt,  and  the  mortgage  was  nothing  more. 
Suppose  such  a  suit  brought,  could  not  the 
company  settle  it  on  the  party  securing  the 
debt  by  mortgage?  Could  they  not  take  from 
a  willing  party,  by  contract,  what  the  law 
would  give  them  against  him  if  unwilling,  that 
is  a  security  for  the  debt  on  his  real  estate? 
We  can  see  no  reason  to  doubt  it.  And  if 
they  could  do  it  on  the  settlement  of  a  suit, 
there  is  no  niore  objection  to  it  in  the  first  in- 

I  stance,  without   suit. — Aug.  &  A.,  on   Corp., 
§156. 
But  it  is  further  said  that  such  a  contract  is 
a  fraud  on  the  cash  paying  subscribers.     It  is 
'  a  sufficient  answer  to  say  that  those  subscri- 


bers do  not  complain.  If  tie  transaction  is 
linble  to  no  other  objection,  a  party  to  it  can 
not  set  up  his  own  fraud  to  defeat  his  contract, 
when  the  party  defrauded  chooses  to  acquiesce. 
Rtdfield  on  Railways  87-8  and  note.  But  we 
are  unable  to  perceive  that  the  objection  is 
valid  'J  he  directors  are  the  agents  of  the 
stockholders,  and  their  ads  within  the  powers 
conferred,  are  binding  on  the  latter.  Ibis 
mode  of  receiving  payment  for  stock  was  di- 
rected by  them,  and,  it  being  within  the  scope 
of  their  authority,  it  was  to  be  deemed  assent- 
ed to  by  all.  It  is  to  be  assumed  that  the  com- 
pany could  negotiate  the  securities  for  their  ' 
present  worth,  which  would  be  equivalent  to 
the  lull  amount  paid  on  successive  instalments. 

We  are,  therefore,  clearly  of  the  opinion, 
that  the  company  had  power  to  make  this  con- 
tract, and  that  the  securities.are  valid.  It  was 
not  an  attempt  to  go  outside  of  its  charter  and 
accomplish  things  unauthorized,  but  was  a 
means  of  executing  the  powers  granted,  as  to  ' 
which,  except  so  far  as  positively  restricted, 
the  company  possessed  the  powers  of  an  indi- 
vidual. 

Says  Justice  Nelson  in  lVitmarth  vs.  Craw- 
ford, 10  Wend,  342:  "  Unless  there  is  some 
express  restriction,  either  in  the  charter,  or 
some  other  act  of  the  Legislature,  as  to  the 
nature  of  the  evidence  of  the  debts  due  to  or 
from  them,  or  securities  to  be  taken  or  given 
by  them,  they  have  in  this  respect  the  same 
powers  that  belong  to  individuals.  Corpora- 
tions, while  acting  within  the  scope  of  their 
authority  under  the  act  creating  them,  that 
is  in  the  execution  of  the  powers  granted  to, 
or  duties  iuipo-ed  upon  them  by  the  char- 
ters, are  to  this  extent  and  end  like  natural 
persons."  And  our  whole  conclusion  is  only 
an  application  to  corporations  of  the  rule  fa- 
miliar as  between  individuals,  that  securities 
may,  by  contract,  be  received  in  payment. 

The  court  below  erred  in  holding  these  se- 
curities invalid,  and  the  judgment  must  he  re- 
versed, with  costs,  and  the  case  remanded  for 
further  proceedings. 


BALTIMORE_&  OHIO  R.  R. 

We  are  indebted  to  Mr.  J.  W.  Garrett,  Pres- 
ident of  this  road,  for  a  copy  of  the  semi-an- 
nual report  of  the  Board,  made  to  the  stock- 
holders on  April  2d,  of  this  year.  The  opera- 
tions of  the  Company,  and  the  state  of  its 
business,  can  not  be  otherwise  than  satisfac- 
tory to  its  stockholders.  With  increased  re- 
ceipts and  largely  decreased  expenditures,  its 
rolling  stock  and  track  have  been  not  only 
maintained,  but  improved,  and  the  liabilities 
of  the  road  materially  reduced.  Such  a  state 
of  affairs  must  be  satisfactory  to  the  stock- 
holders, and  highly  creditable  to  the  mana- 
gers. It  demonstrates  what  we  have  always 
said,  that  the  profit  on  the  railroad  investment 
of  this  country  must  and  can  be  made  by 
economy  of  management,  rather  than  ad- 
vance of  rates.     The  report  says: 

The  operations  of  the  Baltimore  and  Ohio 
Railroad  Company  for  the  fiscal  year  termi- 
nating September  30,  1859,  exhibited  a  re- 
duction of  the  working  expenses  of  the  Main 
Stem  of  19.07  per  cent,  as  compared  with  the 
preceding  year,  and  an  improvement  in  the 
aggregate  comparative  result  on  the  Main 
Stem  and  branches  for  the  same  period^  of 
$992,595  37. 

As  these  results  were  deemed  extraordinary, 
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and  much  interest  baa  been  manifested  in 
reference  to  the  business  of  the  Company 
since  that  period,  it  has  been  decided  to  pre- 
sent the  financial  statements  for  the  fiscal 
half  year  closing  on  the  31st  ult.,  which  are 
subjoined. 

I. — Of  the  Main  Stem. 

The  liabilities  and  assets  of  the  Company, 
as  exhibited  in  the  Treasurer's  statement: 


LIABILITIES. 

Stock  held  by  individuals 85,027,100 

"     City  of  Wheeling 51)11,001) 

$5,027,1110 

Stock  held  by  City  of  Baltimore 3,5"  ,0011 

"  '•      State  of  Maryland 685,600; 

810,112,7110 

Scrip  not  funded 6,202 

Preferred  Stock  (State  five  per  cent.  Sterling 

Bonds,; 3,000,000 

Mortgage  Construction  Bonds,  paid  for  from 
revenue,  and  entire  amount  held  in  Sink- 
ing Fund  for  the  redemption  of  the  Mort- 

gege  debts 453,333  32 

Loan  redeemable  in   1867,   interest  payable 

quarterly 1,000,000 

Loan  redeemable  in  1875,  with  coupons  for 
interest  payable  semi-annually  1st  January 

and  1st  July 1,128,500 

Loan  redeemable  in  1880,  with  coupons  for 
interest  payable  semi-annually  1st  January 

and  1st  July 700,000 

Loan  redeemable  in  1855,  with  coupons  for 
interest  payable  semi  annually   1st  April 

and  1st  October 2.500,000 

City  Loan 5,000,110(1 

Open  Accounts 7,63-1  80 

Unclaimed  Dues 10,748  77 

■Washington  Branch  road 202,i62  20 

Profit  and  Loss 0,527,695  33 

$30,658,276  42 
ASSETS. 

Cost  of  road 818,51 1,012  29 

Second  Track 1,548.340  06 

Rolling  Power 3,583.227  03 

Real  estate 1.252,008,59 

$24,8110,448  87 
Conds  of  the   Central  Ohio  Railroad  Com- 
pany          400,000 

Central  Ohio  llailroad  Company 41.37148 

8441,371  48 

North-Western  Virginia  K.  R.  Company 1,479,278  1 1 

Bills  receivable  for  notes  of  the  North-West- 
ern Virginia  R.  R.  Co.  for  Loans,  &c 476,9-2  42 

81,956,260  53 
Stock  of  the  Pittsburg  and  Connellsville  R. 

R.  Company ..  35.000 

Wellersburg  and  West  Newton  Plank  Road 

Company 6,050 

"Western  Telegraph  Company 2,191  27 

Materials  on  hand  in  the  machinery  depart- 
ment   84,503  94 

Less  reservation  for  renewal  and  improve- 
ment of  machinery 47.022  29 

J  37,541  65 

Old  iron  rails  on  hand 38,029  87 

Outstanding  dues,   (including  sales  of  iron 

rails,  $38,943  12) 101,58233 

Sinking  Fund  to  redeem    the    five  million 

L'.an 692,114  30 

Sinking  Fund  to  redeem  the  mortgage  debts..  563,055  06 
Sinking  Fund  to  redeem  the  ground  rents  on 

Camden  Station ' 73,47108 

81,328,041  10 

Bills  receivable 5 1 ,973  03 

Post  Office  Department 31.59508. 

883,569  01 
Baring  Bros.  &  Co.  advance  remittance  for 

payment  of  interest  due  1st  July,  1860 24,166  67 

Stock  of  the  Washington  Branch  road 1.016.800 

Uncollected  revenue 364,201  26 

Treasurer — Balance  in  the  Treasury  after 
payment  of  $75,0110,  for  interest  on  the 
city  loan,  and  $90,000  for  interest  on  the 
mortgage  bonds  of  the  Company,  which 
matures  on  the  1st  proximo 325,522  38 

$30,658,276  42 

The  revenue  and  working  expenses  are  as 
follows : 

Revenue $1,840,798  45 

General  Expenses   $17,88261 

Losses  by  accidents,  fcc 3,440  61 

Expenses  of  transportation 232  873  05 

Fuel 1*8,831  91 


Preparing  fuel  and  filling  tenders 6,417  30 

Repairs  of  Railway* 238,104  33 

"     Water  Stations 2,695  24 

"      Depots 6,23558 

"      Bridges 7,330  18 

"     Telegraph 1,020  30 

*l     Stationary  Machinery 10,695  56 

"     Locomotives 120,398  22 

"     Dump  Cars 29155 

"      Passenger  Cars 16,573  42 

Burden  Cars 83.215  17 

Watching  Cuts 14,733  10 

"         Tunnels 81450 

"         Bridges 3,24G60 

Pumping  water 2,682  45 

Cleaning  engines  and  cars 16  722  18 

Contingent  expenses  of  the  mach.  depart 2,343  22 

829,697  53 

Net  Revenue $1,011,100  92 

Working  expenses  45  7-100  per  cent. 

The  gross  earnings  of  the  Main  Stem  have 
been  81,840,798  45,  being  an  increase  compared 
with  the  same  period  of  the  preceding  year  of 
$78,008  80. 

The  expenses  of  working  and  keeping  the 
road  and  machinery  in  repair  have  amounted 
to  $829,697  53,  being  45.07  per  cent,  upon  the 
revenue,  exhibiting  a  decrease  compared  with 
the  same  period  of  2  80-100  per  cent,  and  of 
1  49-100  per  cent,  ns  compared  with  the  last 
full  fiscal  year,  embracing  the  less  expensive 
period  of  the  summer  months. 

The  Company  has  continued  to  make  its  pur- 
chases for  cash,  and  is  entirely  free  from  float- 
ing debt. 

During  the  six  months  the  Company  has 

1st.  Advanced  additionally,  under  the  agree- 
ment which  terminates  at  the  close  of  the 
year  1801,  after  crediting  all  revenue  re- 
ceived to  the  North-Western  Virginia  Com- 
pany, for  the  payment  of  interest  (including 
$45,000  on  the  bonds  of  that  Company,  guar- 
anteed by  the  city  of  Baltimore.)  and  for 
expenditures  in  improving  the  condition  of 
the  ltoad,  &.c $160,934  24 

2d.  Paid  for  rolling  power,  (to  Ross  Winans  for 
locomotives  under  contract  assumed  for 
North  Western  Virginia  R.  R.  Co) 6,976  00 

3d.  Increased  the  several  sinking  funds,  exclu- 
sively by  investments  from  the  current  net 
earnings,  viz.  The  sinking  fund  for  the  re- 
demption ofthe  city  loan  to  $692,  11436 being 
an  ircrease  of 22,499  60 

For  redemption  of  mortgage  debts  to  $563,055  06, 
being  an  increase  of. 149,833  32 

For   redemption   of   ground  rents   on    Camden 

Station  to  $73,471  68,  being  an  increase  of...      12,751  75 

Aggregate  increase  of  sinking  funds 183,084  68 

4th.  Paid  the  semi-annual  cash  dividend  of  3  per 
cent,  on  the  9th  November  last,  on  the  capital 
stock 303,348  00 

Exhibiting  a  total  of S654,342  92 

The  Company  having  a  surplus  of  cash  be- 
yond its  requirements,  advanced  to  the  Trus- 
tees, who  invested  a  large  portion  of  the  inter- 
est due  on  1st  of  Jul}'  next,  on  the  mortgage 
and  ground  rent  sinking  funds,  which  accre- 
tions are  embraced  in  these  accounts. 
'  The  aggregate  of  the  sinking  funds  now  ex- 
hibits the  very  satisfactory  and  rapidly  increas- 
ing basis  of  $  1,32S,641  10. 

Although  two  per  cent,  per  annum  of  the 
net  earnings  are  absorbed  in  the  maintenance 
of  the  sinking  funds,  the  wisdom  of  the  policy 
is  palpable,  as  full  provision  is  thus  made  for 
the  payment  of  the  entire  funded  debt  of  the 
Company. 

The  balance  of  cash  in  the  treasury  on  the 
31st  March  was  §325,522  38,  which  was  in  ad- 
dition to  5165,000  00  deposited  for  the  payment 
of  interest  on  the  city  loan  and  the  bonds  of 
the  Company  which  matures  on  April  1st. 

The  bills  receivable  and  sum  due  from  the 
Post  Office  department  for  mail  service  amount 
to  §83,569  01.  The  uncollected  revenue  is 
8364,201  26.  In  anticipation  of  interest  due 
in  London  on  1st  July  next  on  bonds  of  State 
of  Maryland,  §24,166  67  have  been  remitted  to 
Messrs.  Baring  Bros.  &  Co. 

*  In  this  statement  is  embraced  the  cost  of  163,109  cross 
tics,  being  the  quantity  purchased  for  the  full  year.  The 
value  of  a  portion  of  old  rails,  etc.,  due  to  this  account 
will  be  adjusted  at  the  close  of  the  £:cal  year. 


The   following   statement   of   the   Treasurer 
exh'bits  the  account  of  pr&fit  and  loss: 

Db. 

To  divideBd  of  3  per  cent,  on  the  capital  stock  $303.34?  00 

Interest 357,387  74 

Ground  rents 12.697  13 

Compromise  of  suit  of  E.  Crown,  1856 2,000  Oft 

Balance  carried  down 6,527,605  33 


Ce. 


»7,2b3,128  29 


By  balan  ce  this  day  to  the  credit  of  this  ac- 
count  

Dividend  of  4£  per  cent,  for  the  six  months 
eiidiriu'  30th  Sept..  1859,  on  10,168  shares  of 
Washington  Branch  stock  owned  by  the 
Main  Stem  . . 

Increment  from  the  five  million  loan  sfniing 
fuud,  being  the  amount  gained  during  the 
fiscal  half  year  ending  this  day 

Increment  from  the  sinking  fund  to  redeem 
the  mortgage  debts,  being  the  gaia  during 

■   the  fiscal  half  year 

Increment  from  the  ground  rent  sinking  fund 
during  the  fiscal  half  year  ending  this  day. 

Rent  from  Washington  Branch  road,  use  of 
depot  at  Camden  Station,  shops  at  Mt.  Clare, 
&c,  for  the  fiscal  half  year 

House  reDts  received  during  the  fiscal  half 
year  ending  this  d-ty 

Revenue  for  the  six  months  end- 
ing this  day $' ,840,798  45 

Less  expenses  for  the  same  pe- 
riod       829.697  53 


$6,092,316  91 

45,756  00 

22,499  60 

12,700  00 
6,555  25 

12,123  67 
2,072  85 

1,071.100  92 


£7,203,12820 

By  balance  brought  down $6,527,695  33 

Add  dividend  of  3  per  cent,  paid  November, 

1859 303-348  00 


$6,831.043  33 
Deduct  balance  1st  Oct  1859,  as  above  stated..  6,092,3:6  91 


Total  increase  of  profit  and  loss  for  six  months 

(over  7{  per  cent.) $738,726  4J 

After  charging  §370,084  87  interest  and 
ground  rents,  $2,000  in  settlement  of  a  enit  of 
1856,  and  crediting  the  dividends  and  rents 
received  from  the  Washington  Branch,  the  in- 
crements of  the  sinking  funds  and  house  rents 
received,  the  net  gain  is  shown  for  the  fiscal 
half  year  of  8738,726  42,  being  upwards  of  ~\ 
per  cent,  on  the  capital  stock. 

Deducting  the  dividend  of  §303,348  00,  paid 
on  November  9th  last,  the  profit  and  loss  ac- 
count exhibits  a  surplus  of  §6,527,695  33,  be- 
ing an  increase  for  the  half  year  of  $435,378  42 

WASHINGTON    BRANCH. 

The  financial  condition  of  the  Washington 
Branch  is  exhibited  by  the  following  statements 
of  the  Treasurer: 

LIABILITIES. 

Stock 81,650.000  00 

Aunity  (principal) 25,000  i<0 

Due  other  roads  for  through  tickets 23.91]  0-2 

Profit  and  loss 187,*49  22 


$1,686,760  241 


Roar!  from  Washington  Junction  to  Washing- 
iugton  City,  with  real  estate  and  equip- 
ments   gl,650.f00  00 

Uncollected  revenue 23,324  14 

Amount  due  by  the  Baltimore  and  Ohio  Rail- 
road Co 202.462  20 

Old  iron  rails  on  hand 10,974  OO 


$1,886,760  24 
The  revenue  for  the  six  months  amounted  to 

§216,184   23,    and    the   working    expenses    to 

§80,405  44,  leaving  net  the  sum  of  $135,778  79. 
The  gross  revenue  shows  a  decrease  from  the 

corresponding  period  of  the  preceding  year  of 

§12,045  53,  and  a  decrease  of  working  expenses 

of  $11,725  88. 

The   ratio  of  working   expenses   for  the  six 

months  exhibits  a  reduction  from   40  37-100  to 

37  19-100  per  cent. 

OF    THE    NORTH  WESTERN    VIRGINIA    EOAD. 

The  Revenue  of  this  Road  for  the  fiscal  halt- 
year  has  amounted  to  $129,607  11,  and  the 
Working  Expenses  to  $90,445  70. 

Tbe  Gross  Revenue  is  $6,66S  13  less  than 
for  the  corresponding  period  of  the  preceding 
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year,  but  as  the  Comparative  Expenses  have 
been  reduced  !fll,266  47,  the  net  result  pre- 
sents an  increase  of  $4,598  34.  The  ratio 
of  Working  Expenses  to  Revenue  for  the  half 
year  exhibits  a  comparative  decrease  from  74 
63-100  to  69  78-100  per  cent. 

GENERAL      REMARKS. 

P  The  aggregate  Revenues,  Working  Expenses 
and  net  results  of  the  Main  Stem,  Washington 
Branch  and  North  Western  Virginia  Railroad 
for  the  fiscal  half  years,  terminating  respect- 
ively 31st  March,  1859  and  1860,  have  been, 
viz  : 

FEVENCE.               1859.  I860  INr-AND  D. 

Main  Stem 81.765,780  65  $1,840,798  45  $^8,1108  80 

"Wash.  Branch.        258.520  76  216,184  23  12.145  53 

N.W.Virginia.       136,275  24  129,607  11  6,668  13 


2.127,294  65      2,186.589  79 
T'.tal  increase  of  Revenue, $59,295  14 

EXPENSES. 

Main  Stem $843,943  70       $829,697  53     $14,340  17 

Wash  Branch 92,13132  80.405  44         11,725,88 

N.W.Virginia...    101,712  17  90,445  70        11,260  46 


1,037,787  19      1,000.548  67 

Total  Decrease  of  Workin?  Expenses $37,238  52 

Total  Increase  of  Gross  Revenue 59.595  t4 


Total  Increase  of  Net  Earnings 96,533  67 

The  condition  of  the  Road  and  Machinery 
has  not  only  been  fully  maintained  but  im- 
proved. 

The  large  traffic  of  the  Company  is  being 
transacted  with  great  safety  and  regularity ; 
the  general  exemption  from  accidents  continu- 
ing to  be,  as  compared  with  other  roads,  alike 
remarkable  and  gratifying. 

Indications  of  improvement  and  renewed 
prosperity  in  the  business  of  the  country  are 
becoming  general,  and  promise  still  more  fa- 
vorable results  for  the   remainder  of  the  year. 


JAPAN:  ITS  RESOURCES,  TRADE, 
AND  CURRENCY. ; 

The  arrival  of  the  Japanese  embassadors  in 
this  .  country  with  the  treaty  for  ratification 
marks  a  new  era  in  the  commerceof  the  world, 
and  one  which  may  be  productive  of  great  ad- 
vantages in  the  future.  In  the  rapid  progress 
of  modern  industry  it  has  been  the  case  that 
most  of  the  nations  of  Eastern  Europe  and  of 
North  America  have  come  to  rival  each  other 
in  almost  all  the  products  of  manufacturing 
skill,  and  while  communication  and  informa- 
tion are  prompt  and  free,  a  degree  of  perfect 
liberality  in  respect  of  new  inventions  and  pro- 
cesses has  taken  the  place  of  that  extreme 
jealousy  which  formerly  guarded  every  petty 
trade  secret  from  prying  eyes,  and  which 
caused  the  arts  to  languish  for  so  many  ages. 
Each  nation  is  able,  or  nearly  so,  to  supply 
itself  with  all  the  comforts  luxury  required  in 
the  way  of  manufactures.  The  common  want 
of  all  has  come  to  be  raw  materials  and  Taw 
produce,  which  the  prolific  soil  of  tropical  cli- 
mates gives  in  the  greatest  abundance.  Hence, 
intercouise  with  those  nations  has  become  of 
more  general  importance.  Chinese  exclusive- 
ness  has  been  partially  broken  down,  and 
events  have  now  brought  the  hitherto  little- 
known  empire  of  Japan  within  the  range  of 
commercial  intercourse,  and  European  nations 
flock  round  the  astonished  tycoon  in  increas- 
ing numbers.  The  Empire  Zipangu.,  or  sun- 
rise kingdom,  is  formed  of  a  group  of  islands, 
lving  between  lat,  31°  and  49°  N.,  and  long. 
129°  and  150°  E.  It  is  bounded  north  by  the 
Sea  of  Okhotsk,  east  by  the  Pacific,  south  by 
China  Sea,  and  west  by  the  Sea  of  Japan,  and 
is  distant  5,000  miles  from  California,  and  420 
from  China.  The  islands  were  discovered  in 
1542  by  the  Portuguese  Governor  of  Molacca, 
who  was  driven  thither  by  a  storm.     The  chief 


islands  are  Sikokf,  Kiusiu,  and  Niphon,  the 
last  named  being  the  largest  island  of  the 
world,  having  an  area  of  100,000  square 
miles,  and  being  j9.00  miles  in  lengh  by  100  in 
average  breadth.  The  whole  number  of  is- 
lands is  about  one  thousand,  and  the  area  of 
the  empire  170,000  square  miles,  or  nearly 
equal  to  the  New  England  States,  with  New 
York,  Pennsylvania,  and  New  Jersey.  The 
political  distribution  is,  8  divisions,  58  provin- 
ces, and  622  districts,  and  the  chief  cities  are 
Jeddo,  the  seat  of  goverment,  Miako,  and 
Osaka,  in  Niphon  ;  Nagasaki,  Saga,  Kokura, 
and  Toa  Kanabe,  in  Kiusiu;  Simoda,  Kotsi, 
Takamatsu,  and  Matsugama,  in  Yesso.  The 
people  are  Mongolian,  and  their  numbers  are 
estimated  at  40,000,000,  assuming  the  same 
density  as  China.  Nothing  is  known,  how- 
ever, upon  the  subject.  The  rocky  coast  is 
indented  with  bays,  and  subject  to  gales  and 
fogs.  The  face  of  the  country  is  mountain- 
ous, giving  birth  to  numerous  rapid  streams — ■ 
none  of  great  length.  Rain  is  abundant,  and 
is  aided  by  systematic  irrigation,  conferring 
great  fertility  upon  the  soil,  which  is  not  al- 
lowed much  rest,  since  a  law  exists  that  land 
remaining  unused  for  more  than  a  year  be- 
comes forfeited  to  the  public.  Under  such  a 
rule  the  land  is  put  to  its  proper  use,  and  hus- 
bandry occupies  all  the  valleys,  climbing  the 
ridges  of  the  hills,  until  the  useless  plow  is 
supplanted  by  hand  labor  on  terraced  slopes. 
The  summer  heats  rise  as  high  as  100°,  and 
the  cold  of  winter  is  frequently  lower  than 
the  freezing  point. 

The  intervals,  or  bottom  lands,  are  in  con- 
stant cultivation,  and  in  the  southern  portion 
of  the  empire  yield  two  crops  annually,  one  of 
summer  and  one  of  winter  grain  These  bot- 
toms are  naturally  level  planes,  or  made  so  ar- 
tificially. The  great  staple  of  the  empire  is 
rice,  and  wherever  irrigation  can  be  made 
available  the  land  is  planted  with  it.  The  ac- 
cessible portions  of  rising  ground  and  hills, 
as  they  recede  from  the  plane,  are  graded,  or 
if  possible  leveled,  and  planted  with  such 
vegetables  as  do  not  require  moisture  beyond 
what  is  usually  supplied  by  the  rains  alone. 
Next  to  rice,  tea  is  of  the  most  importance,  it 
being  the  almost  universal  beverage  of  the 
people. 

Each  family,  or  laborer,  seems  to  have  an 
allotment,  divided  from  those  adjoining  by 
only  a  furrow,  or  even  an  imaginary  line 
drawn  from  one  landmark  to  another  These 
are  all  very  small,  apparently  containing  from 
half  an  acre  up  to  two  acres.  The  prepara- 
tion of  the  land  for  the  crops  is  principally  by 
hand.  The  implements  are  nearly  all  of 
wood.  The  plow  has  the  point  shod  with  iron, 
but  hoes  and  harrows  are  entirely  made  of  the 
former  material.  The  plow  is  not  large,  and 
is  used  only  in  light  soil.  A  single  bullock  or 
horse  is  attached  and  driven  by  one  man, 
while  another  holds  the  plow.  The  same  is 
true  of  the  harrow,  which  is  used  to  reduce 
the  soil  to  a  perfect  pulp,  preparatory  to  trans- 
planting rice  shoots,  which  are  treated  in  the 
same  way  as  in  China  and  other  countries 
where  it  is  cultivated.  Ail  their  crops  appear 
to  be  planted  in  drills,  the  distance  between 
them  being  about  a  foot,  and  watered  with 
liquid  manure,  which  is  collected  in  vats  or 
pits,  dug  at  suitable  intervals  on  the  side  of 
paths  and  roads,  and  covered  by  light  thatched 
roofs,  which  exclude  too  much  heat  and  pre- 
vent excessive  evaporation.  In  the  region  of 
Simoda,  wheat  and  barley  reach  their  maturi- 
ty in  April,  and  are  harvested  in  June.  No 
cotton  or  sugar-cane  was  noticed,  but  nearly 
every  other  production  with  which  we  are 
familiar  in  our  climate  was  found,  including 


potatoes,  com,  fruits,  and  tobacco  of  a  mild 
quality. 

The  mulberry  tree  is  cultivated  in  great 
abundance,  both  for  the  purpose  of  rearing 
silk-worms  and  the  manufacture  of  paper. 
This  last  article  is  used  in  the  greatest  quanti- 
ty, and  made  available  for  innumerable  pur- 
poses. It  is  made  from  the  inner  bark  of  the 
tree,  and  is  of  every  degree  of  thickness  and 
fineness,  from  a  stout,  strong  article,  down  to 
a  delicate  S'lk-like  texture.  Much  of  the  finer 
kind  is  beautifully  stamped  with  figures,  and 
portions  with  colored  designs,  like  our  muslins. 
The  coarser  sort  serves  for  pocket  handker- 
chiefs, and  the  finer  is  pasted  npon  frames  to- 
make  light  shades.  It  enters  into  the  struc- 
ture of  every  house.  It  is  fixed  to  large,  light, 
sash-like  frames,  which  extend  from  the  ceiling 
to  the  floor.  These  are  placed  in  grooves, 
along  which  the  slide  upon  little  chinaware 
wheels.  In  many  houses  they  form  mostcf 
the  partitions,  and  by  removing  them,  or  re 
placing  them,  the  apartments  may  be  en'arged 
or  diminished  at  pleasure.  When  used  for  the 
outside  walls,  they  answer  for  windows,  and 
the  paper  is  protected  from  rain  by  the  roofs 
projecting  in  the  form  of  a  portico.  It  also 
answers  the  purpose  of  strings.  A  piece  of 
the  thicker  sort  is  cut  into  narrow  strips,  rolled 
once  or  twice  between  the  hands,  making  a 
stout,  and  strong  cord. 

The  products  of  the  soil,  as  well  as  other 
valuables,  are  kept  in  store-houses  built  of  a 
material  that  will  withstand  fire,  and  finished 
on  the  outside  to  a  hard  smooth  surface  like 
walls  made  of  plaster  of  Paris.  They  are  but 
one  story  in  height,  but  large  and  commodious; 
their  size  averaging  about  fifty  by  twenty-five 
feet,  with  a  fire-proof  top,  and  thewhole  covered 
from  the  weather  by  light  wooden  roofs 

The  mineral  wealth  of  the  empire  is  repre- 
sented as  very  great.  Gold,  silver,  copper, 
lead,  quicksilver,  coal,  sulphur,  salt,  and  iron 
to  some  extent.  Marco  Polo,  in  1298,  says 
the  Japanese  have  gold  in  the  greatest  abund- 
ance, its  sources  being  inexhaustible;  but  its 
export  is  prohibited. 

These  metals  arethe  material  of  many  manu- 
factures, but  the  relative  scarcity  of  iron  makes 
its  value  nearly  as  great  as  copper.  Many  of 
the  manufactures  of  the  country  are  carried  to 
great  perfection.  The  lacquering  of  wood  has 
long  been  famous,  as  excelling  all  other  na- 
tions; cotton  and  silk  goods  are  well  made, 
and  glass  in  all  its  branches  of  manufacture 
is  carried  to  a  great  perfection,  but  singularly 
has  never  been  applied  to  mirrors,  which  are 
of  polished  steel.  Their  swords  are  of  the 
same  material,  and  unequaled  in  quality. 
Paper  of  the  Mulberry  tree  is  used  for  all  puv- 
poses — writing  and  printing,  and  also  for 
wrappers,  and  as  handkerchiefs.  In  die  sink- 
ing and  carving,  they  are  very  proficient. 
There  exist  also  tobacco  factories,  distilleries, 
and  breweries  on  a  large  scale.  Miako  is  the 
chief  seat  of  manufactures  for  damasks,  satins, 
taffetas.f  and  other;textile  fabrics.  At  Osaka, 
cotton  goods  and  iron  ware  are  mostly  made. 
The  power  of  adaptation  is  great,  and  every 
species  of  European  product  is  speadily  repro- 
duced. A  native  factory  produces  Colt's  re- 
volvers and  Sharp's  rifles,  and  one  large  con- 
cern has  already  bnilt  a  screw  steamer,  which 
plies  between  jeddo  and  Nagasaki  without 
European  assistance.  The  internal  trade  of 
the  country  is  very  active.  Many  of  the  Mer- 
chants are  possessed  of  immense  capital,  and 
carry  on  the  most  extensive  trade.  A  silk 
mercer  of  Jeddo  was  described  in  1806  by  the 
president  of  the  Dutch  factory  as  follows: — 

"There  is  a  silk  mercerherenamed  Itsigoya, 
who  has  shops  in  all  the  gregti.  owes  through- 
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out  the  empire.  If  you  buy  anything  of  him  | 
here,  ami  tuke  it  away  to  any  other  town,  and  I 
no  longer  like  it,  you  may  return  it  if  undam- 
aged to  his  shop  there,  ami  receive  hack  the 
whole  sum  paid  for  il  at  Jeddo.  The  wealth 
of  this  man  astonishing.  During  my  stay  at 
Je  Ido  there  occurred  a  ttemenlous  (ire,  that 
laid  everything  in  ashes  over  an  era  of  3  by 
1J  leagues.  Itsigoya  lost  on  this  occasion, 
besides  his  shop,  a  warehouse  containing  up- 
wards of  100,000  lbs.  of  spun  silk,  which  loss 
fell  altogether  upon  himself,  the  Japanese 
knowing  nothing  of  insurance.  Notwithstand- 
ing this  he  sent  forty  of  his  servants  for  assis- 
tance during  the  lire.  The  second  day  after 
the  (ire  he  began  to  rebuild,  paying  every 
carpenter  ten  shillings  sterling  per  day." 

There  no  restrictions  upon  inland  commerce 
of  any  nature,  and  interchange  is  promoted  by 
great  fairs  held  at  Miako.  The  external  com- 
merce has  never  been  great.  It  has  been  eon 
fined  to  the  Chinese  and  Dutch.  After  the 
discovery  of  Japan  by  the  Portuguese,  but  little 
progress  was  made  in  intercourse  until  about 
1550,  when  great  efforts  were  made  by  the 
priests  to  convert  the  people,  and  with  such 
success  that  one-third  of  the  people  are  said  to 
have  become  Christians.  This  awakened  the 
ire  of  the  Government,  which  caused  all  the 
priests  and  their  converts  to  be  massacred. 
The  Dutch  were  accused  of  having  instigated 
the  murders;  at  all  events,  they  enjoyed  the 
fruits  of  it.  in  being  the  only  nation  subsequent- 
ly allowed  to  trade  tlieiein  In  1013,  the  first 
English  vessel  arrived  at  Japan.  It  was  in 
the  East  India  company's  service.  The  Cap- 
tain, Saris,  obtained  liberty  for  the  English  to 
trade,  but  the  results  were  not  important,  and 
they  were  again  subsequentlyexcluded  through 
the  opposition  of  the  Dutch.  In  1073,  the 
East  India  Company  made  an  effort  to  revive 
the  trade,  and  vainly  expended  £55,000  with 
that  object.  The  Dutch  enjoyed  for  two  cen- 
turies a  monopoly  of  the  trade  at  their  factory 
at  Firando. 

In  1852,  some  American  seamen  were  wreck- 
ed on  the  coast  of  Japan,  and  being  harshly 
treated,  Commodore  Perry  was  dispatched 
thither  to  demand  protection  for  the  distressed 
seamen,  and  to  negotiate,  if  possible,  a  treaty 
by  which  American  vessels  should  be  allowed 
to  enter  one  or  more  ports  to  obtain  supplies 
and  for  the  purposes  of  trade.  In  February, 
1854,  seven  American  ships  under  Perry  enter- 
ed the  bay  of  Jeddo,  and  March  31,  a  treaty 
was  agreed  upon,  dated  at  Kanagawa,  although 
signed  at  Yokohama,  a  neighboring  village. 
By  this  treaty  the  ports  of  Simoda  and  Hako- 
dadi were  appointed  for  the  reception  of  Ameri 
can  ships,  and  protection  and  assistance  were 
guaranteed  to  shipwrecked  seamen.  Liberty 
to  trade  under  certain  restrictions,  was  also 
granted,  and  American  consuls  permitted  to 
reside  at  Simoda  and  Hakodadi.  In  the  fol- 
lowing September  Sir  James  Stirling  with 
English  ships  entered  the  harbor  of  Nagasaki, 
and  concluded  a  treaty  between  Japan  and 
England,  by  which  Nagasaki  and  Hakodadi 
wore  were  opened  to  foreign  commerce.  The 
Russians  subsequently  made  a  treaty,  Novem- 
ber 9,  1855.  June  17,  1857,  a  new  treaty  was 
made  on  behalf  of  the  United  States  by  Town- 
send  Harris,  United  States  Consul-General 
for  Japan,  by  which  the  port  of  Nagasaki  was 
also  opened  to  American  trade,  and  additional 
privileges  granted  to  American  merchants. 
In  1858,  Mr.  Harris,  having  reached  Jeddo, 
negotiated  a  third  and  still  more  favorable 
treaty  on  behalf  of  the  United  States.  In  the 
same  year  the  Earl  of  Elgin,  British  embassa- 
dor, arrrived  at  Jeddo,  and,  August  26,  conclu- 
ded a  treaty,  by  which  the  ports  of  Hakodadi, 


Kanagawa,  and  Nagasaki  were  opened  to 
British  subjects  after  July  1,  1859;  Nee-e-gata, 
or  some  other  some  other  port  on  the  west 
coast  of  Niphnn,  after  Jan'ia.ry  1,  1800,  and 
H'hil'h  after  January  1,  M  03.  Various  com- 
mercial privileges  were  also  obtained.  Soon 
after,  the  reigning  Tycoon  suddenly  died  at 
the  age  of  31,  and  was  succeeded  by  the  pres- 
ent Emperor,  who  is  represented  as  of  very 
liberal  commercial  and  political  opinions. 
Pursuant  to  these  proceedings,  and  embassy 
from  Japan  was  dispatched  to  the  United 
Slates,  leaving  Jeddo,  February  22,  1860. 
Their  arrival  at  Washington,  with  the  ratified 
treaty,  was  marked  by  flattering  demonstra- 
tions. 

Under  the  stipulations  of  the  treaties  made 
by  Lord  Elgin  and  Mr.  Harris,  the  new  trade 
regulations  came  into  force  July  1,  1859,  at 
which  time  Mr.  Alcook  had  arrived  at  Nagasaki 
in  the  character  of  British  Consul-General  and 
Minister  Plenipotentiary,  and  established  Mr. 
Hodgson  as  Consul  at  Hakodadi.  Mr.  Alcock 
proceeded  to  Jeddo,  where  the  exchange  of 
treaties  took  place  in  an  impressive  manner. 
The  development  of  trade  under  the  force  of 
treaties  encountered  some  difficulties  from  the 
nature  of  the  Japan  government.  That  seems 
to  be  far  from  an  absolute  monarchy.  The 
management  of  foreign  affairs  in  Japan  is  in- 
trusted to  a.  sort  of  council,  composed  of  a 
minister  of  foreign  affairs  and  five  governors; 
tlie  minister  at  the  head  being  also  one  of  the 
highest  members  of  the  Council  of  State,  and, 
as  would  appear  to  be  invariably  the  custom 
in  Japan,  he  has  his  double  in  another  minis- 
ter, who,  on  all  public  occasions,  sits  by  his 
side  and  takes  part  in  the  business. 

Besides  this  council,  with  which  foreign  re- 
presentatives have  officially  to  transact  all 
their  business,  there  is  an  oligarchy  composed 
of  all  the  hereditary  Damios,  proprietors  of 
three-fourths  of  the  soil,  and  with  many  attri- 
butes of  sovereignty  attaching  to  their  fiefs, 
constituting  the  great  council  of  the  nation, 
en  permanence,  since  one-half  of  them  are 
always  at  Jeddo  The  tycoon,  or  monarch,  is 
little  more  than  their  nominee  and  executive, 
and  for  the  last  generation  or  two,  at  least,  the 
choice  has  always  fallen  on  the  candidate  re- 
lated to,  and  supported  by,  three  or  four  of  the 
most  influential  Damios.  While  thus  consti- 
tuting a  permanent  council,  and  wielding  a 
decisive  influence  over  the  action  and  policy 
of  the  tycoon's  government,  they  are  in  a  posi- 
tion to  exercise  an  independent  and,  to  a  great 
degree,  an  irresponsible  power  throughout  the 
empire,  each  in  thier  several  States  or  terri- 
tories. As  chief  proprietors  of  the  soil,  its 
products  and  the  various  channels  of  com- 
merce through  their  estates  are  subject  to  their 
control.  Jeddo  and  the  two  ports  of  Nagasaki 
and  Hakodadi  are  severally  in  the  Imperial 
domain,  but  the  domains  of  the  Damios  inter- 
cept all  the  lines  of  commerce  to  and  from  the 
interior  and  the  great  centers  of  trade  and 
produce.  No  trade,  therefore,  to  any  extent, 
can  take  development  without  their  consent. 
They  hold,  moreover,  a  power  of  life  and  death 
overall  within  their  territorial  jurisdiction ; 
and  the  administration  of  justice  is  equally  in 
their  hands,  uncontrolled,  except  in  so  far  as 
established  laws  and  customs  may  place  any 
check  on  the  arbitrary  will  of  the  lord  or  his 
delegates.  The  coal  mines  are  all  their  pro- 
perty; also  those  of  the  copper,  lead,  silver, 
and  all  the  other  sources  of  mineral  wealth  in 
which  the  country  is  said  to  abound.  It  should 
be  remarked,  en  passant,  that  the  importance 
of  the  Japan  commerce  to  the  maritime  nations 
would  principally  rest  on  the  coal  thence  to  be 
suppled,  and  generally  ou  the   export   of  its 


mineral  wealth.  But  throughout  the  empire 
their  prevails  a  settled  conviction  of  the  dan- 
ger of  exhausting  the  mineral  resources  of  tie 
country,  and  the  impolicy  and  injustice  of 
doing  so,  if  even  for  their  own  profit,  in  any 
one  generation.  All  mineral  products  are 
looked  upon  as  in  great  part  the  inheritance 
of  posterity,  being,  unlike  the  produce  of  the 
soil,  unsusceptible  of  reproduction;  and  there- 
fore, they  hold  them  not  to  be  at  the  disposal 
of  any  one  generation,  save  for  its  own  rea- 
sonable and  immediate  wants.  Now,  the 
Damios,  or  territorial  magnates,  the  proprie- 
tors of  the  land,  the  mines,  and  all  the  lines  of 
commerce,  form,  as  in  all  aristocratic-countries, 
a  powerful  center  of  the  so-called  national 
prejudice.  It  is  they  who  mainly  cling  to  the 
traditions  of  the  past,  and  represent  all  the 
hostile  and  antagonistic  tendencies  of  Japan 
to  all  extension  of  foreign  relations  or  coin- 
Da  irc-e. 

All  these  traditions  are  based  upon  non-in- 
tercourse with  foreigners.  The  memory  of  the 
dangers  that  two  centuries  since  attended  the 
intercourse  with  the  Dutch  and  others  dwells 
in  the  public  mind,  and  particularly  operates 
upon  the  conduct  of  these  powerful  feudal 
chiefs.  That  ancient  policy  was  suddenly  in- 
vaded by  the  rapid  arrival  of  foreigners,  de- 
manding treaties.  The  Americans,  Russians, 
Dutch,  English,  were  followed  by  Denmark, 
Sweden,  and  Belgium,  of  whose  commissions 
rumors  reached  Jeddo.  The  metals  are  all 
produced  in  Japan  in  abundance  fortheirown 
wants,  but  there  being  no  foreign  trade  the 
relative  value  of  the  metals  to  each  other  was 
governed  by  the  home  supply,  and  not  by  the 
value  of  those  metals  in  the  markets  of  the 
world.  Thus  iron  is  more  scarce  than  copper, 
and  it  is  held  at  about  the  same  value.  Cop- 
per is  overvalued  in  regard  to  silver,  and  that 
metal  again  in  respect  of  gold.  The  relative 
value  of  gold  to  silver  in  the  United  States  is 
nearly  16  to  1,  and  legally  in  France  and  Eng- 
land 15  to  1.  In  Japan  it  has  been  5  to  1,  and 
the  export  of  gold  has  been  prohibited.  Inas- 
much as  there  was  no  foreign  intercourse,  no 
inconvenience  arose  from  this  state  of  things. 
By  article  ten  of  Lord  Elgin's  treaty,  provismn 
is  made  that  all  foreign  coin  shall  pass  current 
in  Japan,  and  for  corresponding  weights  in 
Japanese  coin  of  the  same  diseription,  gold  for 
gold  and  silver  for  silver.  It  is  further  stipu- 
lated, that  for  the  period  of  one  year  after  the 
opening  of  the  ports  the  Japanese  Govern- 
ment willfurnish  British  subjects  with  Japanese 
coin  in  exchange  for  theirs,  equal  weights  be- 
ing given,  and  no  discount  taken  for  recoiuage; 
while  Japanese  coins  of  all  descriptions,  ex- 
cept copper  may,  be  exported.  The  de- 
scription of  foreign  money,  the  free  circulation 
of  which  throughout  the  couutry  was  actually 
contemplated,  was  the  dollar. 

A  gold  kobang,  intrinsically  worth  from 
$3  63  to  63  S7,  (there  being  some  variation  in 
the  alloy  between  new  and  old  coins,)  repre- 
sents four  silver  itzebous,  or  an  ounce  and  a 
third  of  silver.  When  the  treaty  was  made, 
the  silver  currency  consisted  of  itzebous.  half- 
itzebous,  and  quarter-itzebons;  three  itzebous 
being  equal  in  weight  to  a  dollar  and  the  rest 
in  proportion.  Copper  cash,  however,  formed 
the  base  of  the  monetary  system,  one  itzebou 
being  worth  1,800  cash.  It  appears  that,  as 
gold  is  undervalued  by  200  per  cent  as  against 
silver,  silver  is  undervalued  by  about  7  per 
cent,  as  against  copper.  This  s-  stem,  which 
gave  a  purely  fictitious  value  to  the  silver  coins 
in  relation  to  gold,  converting  them,  in  fact  into 
i  mere  silver  tokens  with  a  value  derived,  not 
i  from  their  weight,  but  from  the  government 
I  stamp  fixed  upon  them,  did  by  no  means  inter- 
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fere  with  the  Japan  foreign  trade,  since  the 
latter  was  only  a  barter  trade,  the  coins  being 
in  circulation  only  among  the  Japanese.  All 
this  was  now  suddenly  changed.  A  dollar  and 
a  third  would  now  have  been  exchanged  by 
wi  ight  four  silver  itzebous,  and  consequently 
have  bought  a  golden  kobang,  intrinsically 
worth  $3  63  @  $'A  87.  The  empire  would  have 
been  swindled  out  of  its  gold  in  no  time,  the 
operation  beina  facilitated  by  the  government 
itself,  being  bound  to  give  itzebous  for  dollars, 
weight  by  weight.  The  gold  once  carried  off. 
the  turn  of  silver  would  have  come,  because  of 
its  undervaluation  in  relation  to  copper. 

The  greatest  activity  in  exporting  the  gold 
at  once  commenced.  The  Japanese  Govern- 
ment consequently  adopted  the  expedient  of 
issuing  a  new  silver  coinage  of  larger  silver 
pieces,  called  half-ilzebous,  two  of  which  were 
equal  to  a  dollar  in  weight.  In  other  words, 
instead  of  directly  raising  the  value  of  gold, 
they  adjusted  the  relation  of  gold  to  silver,  by 
giving  to  a  larger  piece  of  silver,  to  be  used  in 
exchange  for  dollars,  a  lower  denomination. 
By  secret  understanding  with  their  subjects, 
and  some  bureaucratical  contrivances,  this 
currency  was  to  be  passed  only  in  exchange 
for  dollars,  and  then  to  be  returned  to  the 
treasury  at  the  rate  of  value  indicated,  not  by 
its  weight,  but  by  its  denomination. 

This  regulation  was  speedily  repealed,  and 
the  government  undertook  to  receive  from 
merchants  dollarsandrecoin  them  intoitzebous 
free  of  charge.  At  the  latest  dates,  the  Ja 
panese  were  exchanging  $10  to  $15  per  diem, 
into  itzebous  for  each  applicant,  which  was 
but  a  trifle  toward  supplying  the  wants  of  pur- 
chasers of  cargo.  Cargo  could  be  bought  for 
itzebous  15  to  25  per  cent  cheaper  than  for  dol- 
lars; $100  exchanged  at  the  customhouse 
produces  311  itzebous';  2li0  of  those  itzebous 
taken  into  the  street  will  buy  again  100  Mexi- 
can dollars.  Accordingly,  the  Ifative  mer- 
chant must,  if  he  is  to  receive  dollars  for  his 
goods,  make  his  price  to  suit.  At  the  request 
of  the  foreign  ministers  and  consuls,  the  Ja- 
panese Government  agreed  to  put  a  govern- 
ment mint  mark  on  all  foreign  dollars,  ex- 
pressing their  value  at  three  itzebous  each. 
This  stamping  of  dollars  was  expected  daily, 
but  without  much  hope  of  success. 

This  troublesome  currency  question  was 
succeeded  by  that  of  location  for  the  merchants. 
Article  three  of  Lord  Elgin's  treaty  had  pro- 
vided for  a  location  of  British  merchant  at 
Kanagawa.  This  town  lies  along  the  upper 
edge  of  the  bay,  and  consists  mainly  of  a  long 
line  of  houses  on  each  side  of  the  "tocada," 
or  road,  leading  from  the  capital,  and  forming 
communication  with  every  part  of  the  empire, 
and  constanly  used  by  the  Damios  in  journey- 
ing to  and  from  the  court.  These  princes 
never  stir  out  without  numerous  led  horses, 
grooms,  bands  of  officers  and  armed  retainers, 
his  progress  altogether  resembling  that  of  a 
lord  of  medieval  times.  The  Japanese  Gov- 
ernment, in  the  interest  of  conciliating  a 
powerful  party  among  the  Damios  or  feudal 
princes,  as  well  as  of  removing  constant  op- 
portunities for  bloody  quarrels  between  the 
natives  and  the  foreigners,  had  to  select  for 
fon-ign  settlements  sites  out  of  the  lines  of  the 
route  of  the  Damios  to  the  capital  in  their  fre- 
quent progress,  in  great  state,  to  and  from  the 
court  of  the  tycoon.  They  consequently  indi- 
cated a  site  opposite  to  the  town,  at  a  distance 
of  some  three  miles  from  Kanagawa,  on  the 
lower  or  southern  edge  of  the  Bay  of  Kana- 
gawa, (an  inlet  from  the  larger  Bay  of  Jeddo  ) 
as  a  new  settlement  for  the  occupation  of 
foreigners  and  native  traders.  It  consists  of 
wooden  huts  and  streets  of  shops,  extending 


three-quarters  of  a  mile,  with  a  custom-house 
or  oflicial  timber  house  of  larger  dimensions. 
The  approach  ivas  marked  by  two  really  im- 
posing and  beautifully  constructed  landing- 
places,  with  flights  of  well-laid  granite  steps  of 
great  extent.  .Passive  jetties  of  great  extent 
had  been  built,  and,  in  order  to  shorten  the 
access  to  Kanagawa,  three  miles  of  roads  con- 
nected with  the  opposite  site  by  several  bridges 
were  constructed.  This  new  settlement  for  the 
extensive  works  of  which  the  Japanese  Gov- 
ernment had  incurred  large  expenses,  was  call- 
ed Yokuhama.  This  site,  in  pointof  facility  of 
access  from  the  bay,  with  the  aid  of  the  tine 
jetties  built  and  the  dep'h  of  water,  the  free 
and  open  space  on  shore,  the  great  water 
frontage,  and  the  easier  approach  at  all  times 
of  the  tide,  was  unobjectionable.  Nevertheless, 
the  British  minister,  in  a  spirit  of  red  tapeism, 
complained  that  it  was  not  at  the  precise  spot 
pointed  out  by  the  treaty.  The  mercantile 
interest  recognized  the  advantages  at  once. 
An  American  schooner  discharged  her  cargo 
there ;  the  Dutch  merchants  rented  the  stores  ; 
a  branch  of  the  British  house  of  Jardine, 
Matthews  &  Co.  occupied  them,  and  the  rush 
and  whirl  of  trade  commenced.  A  correspond- 
ent, of  the  New  York  Tribune,  under  date  of 
Freb.  25th,  remarks: — 

"  Despite  all  the  remonstrances  and  protests 
of  the  foreign  representatives,  Yokuhama  will 
be  the  port  of  trade,  vice  Kanagawa,  omitted. 
In  vain  have  letters  been  writte:  ,  protests  made, 
threats  hinted  at ;  the  Japanese  have  quietly 
gone  on  putting  up  houses  and  stores,  at  Yo- 
kuhama, not  by  the  row  or  street,  but  by  the 
acre;  while  foreign  ministers,  hampered  by 
doubtful  powers,  have  been  writing  dispatches, 
they  have  been  building  houses.  The  foreign 
merchants  have  too  large  in  vestments  of  houses 
at  Yokuhama  to  so  much  as  raise  the  question 
of  leaving.  Since  the  mountain  will  not  come 
to  Mohammed,  Mohammed  must  iO'~e  to  the 
mountain.  The  foreign  representatives  are 
yielding  as  gracefully  as  possible  to  the  force 
of  circumstances;  protesting  on  paper  against 
the  occupation  of  Yokuhama,  and  tacitly  allow- 
ing it.  It  is  a  foregone  conclusion  ;  the  Ja- 
panese are  masters  of  the  field,  and  Yokuhama 
carries  the  day  against  Kanagawa. 

Trade  is  active.  A  dozen  vessels  are  in  the 
bay  receiving  cargo,  which  goes  mostly  to 
China,  with  an  occasional  venture  to  England 
and  the  United  States.  There  are  not  less 
than  thirty  foreign  houses  in  the  trade.  Japan 
has  lately  discovered  a  new  article  of  export. 
Maj.  Foublanquc,  of  the  British  service,  is  in 
the  market  purchasing  horses  for  the  great 
Chinese  campaign  of  1860.  His  wants  are 
3,000  horses,  which  he  obtains  through  the 
Japanese  Government  at  an  average  price  of 
$20  to  $25.  Several  hundred  have  already 
been  purchased,  and.  judging  from  their  looks, 
Japan  is  likely  to  be  rid  of  some  sorry  nags. 
But  we  need  not  be  scrupulous  about  the  looks 
of  pack-horses;  and  horse  flesh  for  the  cuisine, 
our  French  cousins  declare,  is  none  the  worse 
for  age.  The  horse  is  the  universal  beast  of 
burden  in  Japan,  and  a  demand  for  3,000  will 
make  no  serious  impression  on  the  market. 
Wheat  flour,  which  is  very  cheap,  is  going  for- 
ward in  large  quantities  also.  Bullock  are 
abundant,  and  cheap,  and  are  likely  to  be  nu- 
merously shipped  to  China.  The  Chinese  war 
will  make  a  great  demand  for  the  surplus 
chow  chow  af  Japan,  and  revive  the  drooping 
trade  of  the  foreign  merchant." 

Thus  commerce  has  fastened  its  civilizing 
hand  upon  that  coy  empire,  and  she  is  fairly 
introduced  into  the  great  family  of  nations. 
What  she  has  to  contribute  to  the  common 
weal  is  yet  undecided.     She  may  rival  China 


to  some  extent  in  supplying  tea  and  silk,  and 
may  be  a  customer  for  iron  in  return.  In  the 
process  her  scale  of  the  metals  must  undergo 
a  great  change.  It  is  quite  probable,  however, 
that  the  expectations  of  the  great  nations  now 
flocking  thither,  to  share  the  fancied  advan- 
tages, may  to  some  extent  be  disappointed. 
— Hunt's  Merchants'  Matjazinr. 


MONETARY  AND  COMMERCIAL. 

There  is  more  of  ease  and  quiet  in  the  money  market  {as 
was  naiurally  to  be  expected)  than  has  been  experienced  for 
some  months  past,  and  money  is  reported  easy.  There  is 
not,  however,  any  great  superabundance,  but  a  reasonable 
supply  for  this  peculiar  market  R.ttes  are  given  asP®  12, 
the  extra  gilt  beirg  taken  at  the  lower  rate. 

Exchange  is  without  any  modifications,  the  supply  and 
demand  being  equal.    Quotations  are  as  follows  : 

BUYING.  SKt.LlNO. 

New  York  sight 37®      prem.      f®i     prem, 

Boston 35  prem.      |®£    prem. 

Pbiladelphii 37         prem.      $®S    prem. 

Ba  timme 30  prem-       {@i     prem. 

New  Orleans }'s<&%    'lis       par  @*     dis. 

American  Gold 25®3U  prem.     4b®  45  prem. 

The  N.  Y.  Stock  Market  is  full  of  activity,  as  will  be  seen 
by  the  repoit  of  the  Tribune  of  Tuesday.  Mure  Attention 
is  being  paid  to  Western  Stock.  The  Tribune  sa>  s  :  In 
money  there  is  no  change  to  notice  excepting  perhaps,  in- 
creased abundance.,  Demand  loans  are  freely  made  at 
5®b"  $  cent,  and  occasionally  at  4@4jj  $>  cent-  on  State 
or  Government  Security.  In  the  discount  houses  lines  of 
fire  proof  paper  are  passed  at  5®'ii-  $  cent  for  short,  and 
amK@7  p  eent  for  long  dates. 

The  stock  market  was  very  much  excited  this  morning, 
and  prices  advanced,  with  a  rush  of  buyers.  The  dealingi 
were  larger  than  at  any  session  of  the  Board  for  soma 
months,  footing  up  an  aggregate  of  over  22,'|ti0  shares. 
The  current  of  the  market  is  all  in  one  direction  for  the 
time,  Hnd  in  the  eagerness  to  taken  hand  in  the  movements, 
there  is  little  or  no  hesitation  in  paying  the  advances  asked. 
The  most  attractive  stocks  were  those  of  the  Western  list, 
and  the  transactions  in  these  were  very  large.  Illinois  Cen- 
tral changed  hands  to  the  extent  of  more  than  '1,011''  shares, 
advancing  to  03  on  the  call,  but  closing  a  little  dull  at  the 
quotation,  tn  Galena,  Rock  Island,  and  Toledo  the  busi 
ness  was  quite  active  also,  and  there  was.  in  fact  a  general 
scramble  to  obtain  shares  as  they  came  up  for  consideration 
in  the  regular  order.  Burlington  and  Quincy  continues  to 
be  an  exception  to  the  general  buoyancy  in  Western  Stocks 
— a  fact  which  occasions  some  comment  in  view  of  the  fa 
vorable  traffic  returns  of  the  road  in  contrast  with  those  of 
other  lines  whose  Stocks  are  in  great  favor.  The  shares 
were  offered  fieely  at  76  during  the  day.  New  York  Cen- 
tral opened  in  active  demand  at  82£,  and,  advanced 
quickly  to  H3£,  with  sales  of  mure  than  2.flOH  shares.  Erie 
went  up  to  2i  I.  with  spirited  bidding,  and  Hudson  River, 
with  sales  of  ],5Uti  shares,  closed  at  19£  bid. 

At  the  Second  Board  the  tone  of  tl.e  market  was  th-it  of 
hesitation  at  the  start,  but  before  the  adjournment  the  fever 
raged  agMin  with  even  greater  heat  than  in  the  rooniinfj 
and  after  the  adjournment  there  was  a  further  advance  in 
prices.  The  sales  of  Rock  Island  were  in  excess  of  3,t)bO 
shares,  and  for  New  York  Central  »nd  Illinois  Central,  there 
was  an  active  demand.  The  last  sales  of  New  York  Central 
were  at  8-1;  Hudson  River  sold  at  5<',  aud  33y  was  bid  for 
guaranteed  Southern.  The  market  was  strong  at  the 
following  quotations :  New  York  Central  H33-@?4;  Erie 
Railroad  20£(g&lifc  Hudson  River  Railroad  5«  ©'><)*;  Har- 
lem Railroad  l2@I2£;  Harlem  Railroad  Preferred  3*J@39; 
Reading  Railroad  4H@4H;  Michigan  Central  Railroad  51 
@5J±;  Michigan  Southern  1^@15£;  Michigan  Soutl  era 
Guaranteed  33i'@53i;  Panama  Railroad  12"@  127£;  Illinois 
Central  Railroad  u'5@uf>£;  Galena  and  Chicago  Railroad 
6G£@u?i;  Cleveland  ai.d  Toledo  Railroad  32^®32g;  Chica- 
go and  Rock  Island  Railroad  72-£@75§;  Chicagc.Burling- 
ton  and  Quincy  Railroad  753@7G. 

Up  to  about  ten  days  ago  much  fear  was  entertained,  in 
this  neighborhood,  for  the  corn  crop,  in  consequence  of  the 
extreme  drouth.  This  has,  however,  wholly  vanished,  and 
corn  never  looked  belter  than  it  does  now.  The  Price  Cur* 
re nt,  says,  "We  learn  from  farmers,  it  is  thought  that  th\  ugh 
there  should  be  no  more  rain,  the  crop  would  be  a  large  one. 
All  concede  that  the  prospect  of  an  immensely  large  corn 
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crop  never  have  been  surpassed)  and  thN  applies  to  all  the 
Western  States.  It  was  feared  that  the  heavy  and  protract- 
ed rains  would  injure  the  wheat,  which  was  mostly  in  shocks 
in  the  field,  but  it  has  sustained  none  of  consequence;  and 
then  since  Sunday  the  weather  has  been  hot  and  dry,  and 
has  re.noved  all  the  moisture  from  the  sheaves,  Oats  and 
potatoes  are  doing  well,  and  the  crops  of  both  must  be  large; 
indeed  they  are  spoken  of  in  our  tetters  in  exiravagant 
terras.  We  publish  a  letter  (rem  our  intelligent  correspond- 
ent at  Muscatine,  Iowa  and  also  from  a  vei'V  observant  gen- 
tleman now  in  Minnesota.  The  crop  of  spring  wheat 
throughout  all  the  Northwest  is  represented  excellent,  and 
now  about  ripe.  The  great  excellence  of  the  crop  will  in 
part  make  up  for  the  partial  failure  of  the  winter  wheat  in 
Missouri  and  Illinois." 


LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 
CINCINNATI,  HAMILTON  &  DAYTON 

On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows : 

6:00  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot— For  Hamilton,  Richmond}  Indianapolis, 
Logans-port,  Dayton,  Greenville,  Union  &c. 

7:'M)  A.  M.  Express. — From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Bellair  and  Benwood;  and  via  Columbus,  rieliair 
and  Pittsburgh;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  JSxpress— From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urban  a  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellairand  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbaua  and  Belle- 
fontaine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De- 
pot; for  Hamilton  and  all  way  stations*,  connects  at  Ham- 
ilton fo>-  Oxford,  &c. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:'H)  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express— From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton.  Sprinsfield,  T'rbana  and  San- 
dusky ;  fur  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da; connects  via  Hamilton  for  Richmond   Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh ;  via 
Columbus,  Crestline  and  Pittsburg  ;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood,  and  via 
t-olumbus.  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Burnet  House  ;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time. 

P.  W.  STRADER, 

General  Ticket  Acrent. 

Omnibuses  call  for  passengers  by  leaving  directions  r.t 
tfce  Ticket  Oflices. 

IRONBQILBR  FLUES^ 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7incbesout3ide  diameter,  cut  to  definite  lcnj'.h 
as  required. 
WKUIICHTIROIV  WELDED   TUBES, 
From  H' to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T'b,  L's,  Stops,  Valves,  Flanges  ,  etc.,  etc., 
Warehouse,  200  South  Third  St., 
PHILADELPHIA,  Utg 

STEPHES  MOHRIS,  CnAS.WHEEI.EH-,  Jk. 

THOS.T.TAeKB8.,  JE. ,  E.  F.  M.  TASKER. 


RAILROAD  IRON. 

THE  undersigned.  Agents  for  the  Manufacturers,  are 
prepared  tu  contract  to  deliver  free  on  board,  at 
shipping  ports  in  England, or  at  ports  of  dischaarge  in 
theUnitedStatea.RailBfM'sunerioi quality, and  of  weight 
ofpattern  as  may  he  required. 

VOSE,  LIVINGSTON  &  CO. 


New  York,  Ap  3,  1850. 


9  South  Wlliam  Street 


INSTRUMENTS. 

CATALOGUE  CONTAINING  250  Illustrations  of  Ma- 
thematical, Optical  and  Philosophical  Instruments,  with 
attachment  of  a  large  sheet  representing  the  Swiss  Instru- 
ments in  their  actual  size  and  shape,  will  be  delivered,  on 
application,  to  all  parts  of  the  United  States,  by  sending 
la  cents  in  Postage  Stamps. 

C  T.  AMSLER, 

5eow.3m.  No.  635  Chestnut  St.,  Philadelphia 

WRIGHTSON  &  CO., 

mm  &  sm  mmmm9 

NO.  167  "WALNUT  STREET, 
CINCINNATI,  O, 

Public  attention  is  respectfully  directed  to  this  establish- 
ment, in  the  assurance  that  ample  satisfaction  wili  be  given 
as  regards  Typography,  Press  Work,  and  Charges,  to  those 
who  may  require  Ornamental,  Common,  or  Book  Printing, 
Printing  from  Stereotype  Plates.  We  are  better  prepared 
o  do  business  in  this  line  than  other  house  in  the  West. 

Drusgiyts    Labels, 
Are  printed  in  the  neatest  manner,  in  Gold  Silver,  or  Cop- 
per  Bronze,  on    Satin,  Splendid  Glazed  Colored   Papers, 
or  Cards,  unequalled  for  brilliancy,  at  very  low  prices. 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADEPHIA,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City* 


CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columhus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North.  West. 

Passengera  by  this  route  can  visit  Baltimore,  Philadel 
phia,New  York  and  Boston,  at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doublet-rack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Oflices  in  the  West, 

UTr*  Ask  for  tickets  via  Baltimore  andOrio  Rmlrjao. 
W    P.  SMITH. Master  Iransportation,  B.  <&  O.  R.  R. 

J.  H.  SULLIVAN,   Gen.  West.  Agt.,  B.S[  O  R.  R. 
L.  M.  COLE.  Gen.   Ticket  Jigt.,   B.  %  O.8.R. 
II.  ,T.  JEWETT;  Preset  C.   O.  R.  R. 
J.  W.  BROWN.  /?e».  *W«*  Jigt-^  O.   O.  R.  R. 


G.    W.    MORRILL. 


G-    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Ilaving  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurancetbat 
no  pains  will  be  spared  to  give  entire  satisfaction  it. 
al    Lt-<*-  g 


GEO.    H.   KNIGHT  &.    BROTHER, 

Patent   Attorneys, 


IV.  E.  Corner  Vine  0c  4th. 


T.  F.  RANDOLPH  &  BRQ. 

Mathematical    Instrument  Makers 

0.6T       est 4B til  St.  bet  Wa  nut  *  Vine 

CINCINNATI  O 

18G0.     Spring  Arrangement.     1860. 

VIA. 

CLEVELAND, 

COLUMBUS  &  CINCINNATI, 

—A  K  D— 

LAKE  SHORE 

RAILnOADS. 

FORKUGARi  FALLS,  WRITE 
Mountains,  Saratoga  Springs,  Montreal,  Canada  West, 
New  York,  and  Boston. 
Trains  leave  Cincinnati  as  follows  : 

6  A«  M.  Cincinnati  Express  from  Little  Miami  Depot, 
East  Front  Street — Arrives  at  Columbus  ]U.  la  a.  m.,  Cleve- 
land 2.50  p.  M-.  Dunkirk  8.25  p.  >i..  Buffalo  9.50  p.  m.,  New- 
York  next  day  at  2.15  p   M.,  and  Boston  4.01)  p.  m. 

JC73  This  train  runs  through  Cleveland  without  Change 
of  cars. 

10.10  A.  31  •  Day  Express  from  Cincinnati,  Hamil- 
ton and  Dayton  Depot,  West  Sixth  street — Via  Dayton, 
Xenia  and  Columbus — Arriving  at  Columbus  at  3.C6*  p.  m., 
Cleveland  8.55  p.  h..  Dunkirk  2.50  a.  M-,  Buffaln4.20  a-  m.. 
New  York  same  evening  at  9.JU  p.    m.,  and  Boston  11-30 

P.  M.  *■ 

XTj3  Sleeping  cars  attached  to  this  train  from  Cleve- 
land. 

1 1  .00  I*.  ITI ,  Night  Express  from  Little  Miami  Depot, 
East  Front  Street— •Arrives  at  Columbus  3.40  a.  h..  Cleve- 
land 9.5ii  a.  m  ,  Dunkirk  3.55  p.  m.,  Buffalo  5  25  p.  m.,  Ne*r 
York  nextmorning  at  9.45  a   m.,  and  Boston  1.00  p.  m. 

JT73  Sleeping  cars  attached  to  this  train  from  Cincinnati 
to  Cleveland 

TTTP  Quickest  route  to  New  York  and  shortest  route  Bos- 
ton, is  via  Cleveland. 

Passengers  arrive  io  Boston  from  5  to  12  hours  in  advance 
of  Southern  routes. 

ASK  FOR  TICKETS  VIA  COLTJMBCS  AND  CLEVE- 
LAND. 

Baggage  checked  from  Cincinnati  to  New  York  and 
Boston. 

TEE  OLD  RELIABLE  ROUTE  TO    PTTTSRVRGH 

A2TD  PHILADELPHIA,  IS  VIA  CRESTLIHE. 

6.00  A.  1*1.  Cincinnati  Express,  from  Little  Miami 
Depot.  East  Front  Street — Arrives  at  Columhus  at  JO.  15  a. 

..Crestline  12.40  p  si.,  connects  at  Pittsburgh  same  even- 
.ng  with  8.40  p.  >t.  Express  on  Pennsylvania"  Central  Rail- 
road, arriving  at  Philadelphia  next  morning  at  9.30  a.  m. 

10*  SO*  Ar  M.  Day  Express,  from  Cincinnati,  Ham- 
ilton and  Dayton  Depot,  West  Sixth  Street,  via  Dayton, 
Xenia  and  Columbus— Arriving  at  Columbus  at  3.06  p.  m  , 
Crestline  6  15  p.  m„  connects  at  Pittsburgh  next  morning 
with  3  a.  m  Express  on  Pennsylvania  Central  Railroad,  ar- 
riving at  Philadelphia  same  evening  at  4.30  p.  m. 

Sleeping  cars  attached  to  this  train  from  Crestline  to  Pitts- 
burgh. 

11.00  t*.  OT.  NightExpress.frora  Little  Miami  Depot, 
East  Front  Street— Arrives  at  Columbus  at  3.40  a.  m.,  Crest- 
line 0.45  a.  m.,  connects  at  Pittsburgh  with  4.00  p.  m.  Ex- 
press on  Pennsylvania  Railroad,  arriving  at  Philadelphia 
next  morning  at  ^  a.  m. 

Sleeping  cars  attached  to  this  train  from  Cincinnati. 

Ask  for  tickets  via  Columbus  and  Crestline. 

Baggage  checked  from  Cincinnati  to  Pittsburgh  and  Phila- 
delphia. 

For  through  tickets,  and  all  information,  call  at  Ticket 
Offices  of  the  Little  Miami  and  Cincinnati,  Hamilton  and 
Dayton  Railroads. 

P.  W.  STRADER,  General  Ticket  Agent, 

L-  M.  and  C-.  H-  &  D.  Railroads,  Cincinnati. 

H.  C-  MARSHALL,  General  Ticket  Acent. 

E.  S   FLINT.  3up*u 

N.  C  HARRIS  AE^ijt.Ciacij-St 
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W.  (I.  HYNDMAM'S 


Patent  Portable  Forge  and  JRpJlws, 

THESE  FORGES  are  superior  to  all  nilaninT  build 
ers  of  railroads,  mines,  quarries,  gu»*m.tth«,  Iock- 
saiiths,  machine  shops,  boiler  makers,  0as  fitters  and 
mathematical  and  optical  instrument  makers.  Thejr 
are  the  only  forge  made  that  can  oe  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  tothefiue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
Forces  willaddress  VV.G.  HYNDMAN, 

ap23  41  East  Second  street.  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHOKTEST  ROUTE  BY  THIETY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN«--SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Pront 
Streets. 


5.40  A.  SI.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:4/  A.  M.,. Chicago  at  8  P.  SI. 

II. SO  P.  SI— TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N—  Arrives  at  Indianapolis  at 
4:511  P.M. 

6.00  P.  SI.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  1U:45  P   M.;  Chicago  at  ~t  :30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Ciiicago  without  change  of 
cars. 


~iCg*  Be  sure  you  are  io  the  rightTicket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawreuceburg  &  Indianapolis* 

DOT  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIlKOUG-**  TTCK.ET3, 
Good  until  used,  can  be  obtiined  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-w est  corner  Broadway  and 
Front  Streets;  No.  I  Burnet  House.  Corner;  at  the  Wal- 
nut Street  House,  and  at  ihe  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  Nil  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 


CINCINNATI,   WILMINGTON, 

AND  ZANESVILLE 
RAIIjB  O.A.33. 

Two  daily  trains,  at  6  A.  SI  .and  6  P.  M.,  from  Little  Sli 
ami  Depot.  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  EASt. 

Reti-knino  Trains — Arrive  at  Cincinnati  at  8  A.  SI.  and 
4.40  P.  SI. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offigcs  of  Little  Miami  Road.  m 

W  OND,  B»eiv*» 


APPLEGATE  &  CO., 


APHIiEGATE   &  CO.,  Book- 
Kellers,  Stationers  and    Blank-book 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invite  the  attention    of  Booksellers, 
Cuimtry  merch  ants,   Teachers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal,Theological,  Scientific,    Stan- 

dard, and  miscellaneous    Books,  Paper, 
Blink-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble   arrange  ments    with    the 
leading  publish  ers,  as  well  as 
the  p  r  i  n  eipal                 m  a  n  u  f  a  c  t  urers 
and    importers               of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of  stock  and  prices 
with  any    other  house    in  the  West. 

EOOKSELLEUS, 

Our   Stock    <jf    Stationery 

is  very  complete,     embracing 

in    part    all    the    varieties    of  Cap, 

Letter,   Packet,    Commercial,   Bath 

and   Note  papers,  together  u  ith  Blotting, 


Tissue,  Drawing 
and  Tea  w  ra  p- 
hoardt,  Env  el- 
Pens,  Penhold- 
racks,  Copying 
Books,  Ink  and 
sit  res,  Sealing 
Slates,  Mucilage, 
Book  rests.  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers.  Pencils,  Pen- 
prcfses,  and 
Iukatand*! ;  Kra- 
vax,  AY  a  fe  rs, 
Banker's    cases, 

head    boxes,  En- 


velop? and    Card  cases,  Cash    and    Post 

OlTiri;  boxes.  Rulers,  Letter  scales.  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  wTfh  all  other  articles 

used  in  the  counting-house. 

Stationers, 

To  our  Blank   Books  wo 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  beat  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  memo- 
t  h  e  large  Super 
rial  Ledger,  and 
variety  of  styles 
wnrkm  anship, 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  of  pa. 


random  book  to 
Royal  and  Impe- 
bound  in  a  great 
an  d  of  superior 
Books  made  to 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


ruling    and   durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.    We  challenge  a  compa- 
rison with  any  other  house, 

BLANK   BOOK    MANUFACTURERS 


Wc  a.  re  prepared   Io 

Print  and  Bind  boJk.3 

tion  and  in  any  stylo 

sired,  «...  rates  as  low 

quality  of  work 

c  u  t  c  d  in  this 

where.      Our 

executing  these 


Stereotype- 
of  any  descrip- 
that  may  be  de- 
cs  tho    sama 

can  be  oxe- 
city  or  olso- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  r-onVs  published  in  the  best 
style   and  on       short   notice. 
PT<*rcbanf=i   and  others  wishing 

Bills  of  Lading, 
Kailro;id     a  n  d 

Cards,   Circulars,  or 

tion  of  priming,  will 

that  we  do  such    libs 

desi'atc'u-     Order-     re- 


Bill     Heads, 

Dray    receipts, 
any  other  descrip- 
please  bear  in  mini 
with   neatness   arrl 
spectfuTiy  solicited. 


Publishers 


Our  own  publications        are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  more  prominent,  which  are, 
C  1  a  r  k  e  s'   Com-  m  e  n  t  a  - 

ties, Dick's  Works.  it  o  U 

lin's  Anciant  History,  Plutarch's 
Lives,  Josephus,  Spectator,  Chain  of 
Sacred   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery In  endless  variety,  make  our  stock 
compl     ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

MA.IJ*  fcXilEiiiT,  CIN, 


W.  HARVEY'S  SAFETY  JOINT 


For    Coupling    the    Ends    of   "  T} 
ZPATElfTED,  2?0V.  2,  1858. 


Rail 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  pla^e  C,  whit  h  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremities  of  the  rails. 
This  plate  may  be  of  such  form  as  to*  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  luaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3, 


Fig.  2  is  a  view  of  Inside  plate  T>,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  protect 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ai.d  its  lower  part,  like  tho 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  Joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
bise  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  fcr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  theirplace. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamning  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rail3,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
lor  expansion  arikl  contraction  between  the  tongues  and 
slot-  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  sent  mode  of  fastening  them — each  joint  actiug  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
1«  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  thebreakingof  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  least  fifty  percent,  on  the  wear  o 
the  rolling  stock  of  the  road. 

W.  HARVEY,  Inventoe  audPatbn  tbb.     * 
41  Jefferson  street,  Albany, 
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THE    RAILROAD    RECORD. 


PROSSBR'JS   PVTENT 

ORIGINAL    LAP-WELDED 

IKON  AND  STEEL  BOILER  TU1ES, 

SAFE  HtU.M    EM)  TO  HAD. 

r'-A.nis'  PATENT 

ENAMELED    IKUN    PIPES    AND    PUMPS, 

FOB    WATKR    SUPPLY,    ACIDS,    ETC. 

S  < )  [imV:    I  M  lJ  O  R  T  E  R  S  . 

PltVSSKKWPjl  t  KIM 'I'  SCBi'ACH  COM. 
!>*■  IXSEIt.*  for  high  pressure  steam,  witli  sea  or 
other  bail  boiler  water,  gauges.  3  cutter  drills,  coun'er- 
Sinfcs,  tube  end  cutting  bars,  expanders,  tabe  settlers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrenches, 
tabes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hullow  Slabs  for  various  purposes,  Steel  for 
Pollers.  TIIOS.   PKOSSKK  &  SON, 

«jan.  28  Putt  Street,  New  York 

It.  G.  LOBDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 

BDSH&  LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS  OF 

(isaiL&iiiicj  ^y  ai  is  2E  a  © 


For  fi.K.Cafs&  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Extmt 

F    n   THEIR 

CELEBRATED    WHEELS, 

EITHER   SINGLE  OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT     AXLES 

WHEELS  FITTED 

To    IKainiuei'ctL   or    ISolli'tl    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 

ana 

A  JBo'/k  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

J.  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Office* ;  Jiates 
ot  Loreion  and  Domestic  Letter  Postage ;  Hates  of 
Printed  Matter,  Transient  and  Hegular;  Abstract 
of  the  Laws  and  Regulations  of  t7ie  Post-Ojflce  De- 
partment, «fee.,  t£c« 

COMPILE!)    BY    E.   PENKOSE   JONES, 

Lata  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office, | 
January,  1H59.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
&  .   Penrose  Joneb,  Esq.,  late  Assistant  Post-Blaster  of  the 
ncinnati  P.  0.,frora  the  Records  in  this  Department,  and 
Iter  sources,  and  contains  the  most  complete  list  of  Pnst- 
©"uices    especially  of   the    Western,    North  Western,  and 
South-Western  Sta:es,  yet  published. 

MAHLuN  H    MEDARY, 
A&mi  and  Inspector  of  Blanks ,  &c.,for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  abont  lf)()  pages. 
True  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  alUVcM.'  Offices,  Changes  ar a 
Regulations  of  th e  Department,  the  information  is  corractad 
op  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Conn 
ie$,  making  it  especially  valuable  to  business  men.  No 
limilar  airaugement  has  been  published  sinre  1850.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  The  Price  is  one-hall  that  of  any  work  of  the  kind 
now  published. 

IT  •  Single  copies  sent  by  mail  (pastag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Centi  in  Silver  or 
Poitage  Stamps  Five  Copies  sent  for  !£J  10,  or  Twelve 
Copies  for  $2.00. 

Addresi.  C  S.  W1LLHAM8 

£  iu4  Waini  t  Street, 

■  >Ur.tt  19         _  Cj  a<  nun,  Ohio* 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WJI.  MfTHINRR  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 
BRANCH    OFFICES: 
Louisville,  Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  O., 

Indianapolis,  Tnd.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  noon,  low-mucko  Familv 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished-  at- 

V%fty-Tiv.e   Dollars* 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  thelienuiy  and  strencth  of  stitch,  being  al.kk  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridtre  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  ihinesl  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  ii  structions.  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem.  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  fur  three 
years. 

IHPSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehi-j.  WM.  SUMNER  &  CO. 

Of^O  Ke2B  N~°-  '  Kailvoad  Spikes,  H  by  D-lolh 
&\J\J    Corby,  Gossin  &  Oorts  make,  for  sale  very 


low  by 


TRABKK & AUBERY, 

7  Public  Landine 


GEO.  D.  WINCHELL  &  BRO., 

172  Elm  Street,  bet.  4th  and  f)ih, 
CINCINNATI,  0. 

SoleManufacturers  ol  McGowan'  s  IJduble  Actios 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine. 

WOULD  respectfully  invite 
the  attention  of  KAILKOaD 
Companies.,      Manufacturer 
Wis  tillers,  Miners,  and  the  put: 
lie  generally  to  these  Pumps 
as  the  best  Pump  now  in  beu 
and  acknowledged  by  all  wt.c 
have  used  theurto  be  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  to  get  out  of  order;  wef 
adapted  for  Steanmoats,  Rail 
road  Water  Stations  Distiltt 
ries.     Breweries,     Kurnacee 
Mines,  Rolling  Mills,  Pape 
Mills,  Factories,  Wells,  CD 
terns.?     tionaiy  b'nt  Engines, Garden  Engines  and  K 
all  purposes  whore  a  Hump  can  be  used.    Also,  for  for- 
cing a  large  body  of  water  to  a  great  heigh  tor  distance 
rapidly. 

Al*o,  McGowan  sPatent  Ball  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &  c  tioseCouplins 
L^ad  Coppei  and  GaB  Pipefurnished  atthe  a  west  ma- 
ke! prices. 

Full»ud  perfect  atisfactionguaranteed  in  allcases, 
when  properly  put  upaccordins;  to  directions. 

Orders  th&nktull v  received andpromptly  filledat the 

shortest  i  otice. 

SILVER    AIUDAj      (The  highest   prize)  awarded 

ese  punipKandHieflm  1  uu.ping  imgii.e  ai  th    lnte  Fa 

Ctoio  Mechatica'  Ji-slitute  jw<',  18,  I8i5  ~i 


Street  and  Other  Kailroad  Iron. 

WOOD,  MORRELL  &  CO..  Johnstown.  Cambria  Co., 
Pennsy  Ivania,  are  prepared  to  execute  orders  for  Street  and 
other  Ralls  on  terms  favorable  to  parties  «  anting  to  pur- 
chase Ag  4,m.C. 

"  FREEDOM  IRON  iOMPAMT 

MAXUFACTUTERS    OF 

LOCOMOTIVE    TYEE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all    Forgings  for  Bailroad  Slachinery. 

Lewistown,  Milflia  Co.,  Peiin, 

JOHN  A.  WBMiHT,  MipU. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  okl-fashione< 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  ifl 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 

OF    THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Altinny. 
Steamboat  Exp..  7  U)  a.  >. 

Mail O.HI  a.m. 

New  York  Exp. .11   15  a.  «. 

Night  Exp 5.0B  r.  M. 

Utica  Accom'rj..  6  »U  p.  M.    4 

N.  V.SIail 11.15 p.  M. 

Leave  HuQalo. 
New  York  Exp. .  5.15  a.m. 
Steamboat  txp..  S.M>  a.  m. 

Mail 

Cleveland  Exp. .  6.CH  p.  m. 
Cincinnati  Exp .  11.WI  p.  B. 
Utica  Accom'u.. 


Arr.  Buffalo. 

'  I.U  p.  H. 

1-J.5U  A    M. 

9.I.U  p.  M 

4.m-  a.  u. 
.  TJ.  10.110  p.  M 

in.o  a.  m. 

Leave  Bridge. 
5.15  a.  K. 
8.10  a.  M. 


Arr.  S.  Br. 
7  CO  P.  K. 


9.00  P.  M. 
4. Oil  A.  H. 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiencj  and  durability  totheoer,*  taste 
manufacture     .Also,  Shaping  and  Slotting  .Nlacr.ires 
Huitaolefoi  railroad  shops.     Also,  all  kinds  of  hen x 
forjringanucasttngdoneat  short  notice    Also,  bolts  to 
bridge;  tu    withiispatch . 
£  MOORE  &  RICHARDSON- 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  oTVlsitors appointed  by  the 
State,  is  under  the  superintendence  ol  Col.  V. .  \>  , 
l?JOK<xAl\f  a  distinguished  graduate  01  V\  est  Point 

and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
hut  more  extended  in   Mathematics,  Mechanics,  Ma 
chines, C'onsti uct ion.  Agricultural  t'hemistry  and  Mining 
Geology  ;  also  in  English  Literaiure,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of    Architecture,  Eugineering,  Commerce, 
Medicine, and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  of  Professionalpreparation,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges. $10*3 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  fc*  Military  Institute 
Franklin  Spriugs,K.y.  "or,  the  undersigned. 

P.  DUDLEY. 
Proaldentoith   Boar 
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E.  D   MANSFIELD,  -    j    M(fii_ 

T- WEIGHTSOJM.        -  -       (   Editors. 

CINCINNATI: 
Thursday  Morning,    July  Ig.  1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE -No.  167   Walnut   Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  (id.  ($3)  payablein 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, ©1  00 

'*        "        per  month, 3  00 

"       "        six  months, 12  00 

"      "       per  annum, 2(100 

*'    column,  single  insertion, 5  00 

"        '■        per  month, 10  00 

"        "        six  months, 40  00 

»•       "        perannum, 80  00 

"    page,  single  insertion, 15  00 

"        >          permonth, 25  00 

"       •'        sixmonths, 110  00 

•S        "        perannum 200  00 

Cards  notexceeding  four  lines,  $5,00  per  annum. 

THE  LAW  OP  NEWSPAPERS. 
If  subscribers  order  the  discontinuauce  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  suhsi'ribersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible uutilthey  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  otherplaces  without  informing  the 
publisher,  and  the  newspapers  are  senttothe  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WHIGI1TS0N  b.  CO., 

Publishers  and  Proprietors. 


Acknowledgements. — During  a  recent  visit 
to  the  West  we  were  the  recipient  of  so  many 
favors  and  courtesies,  from  gentlemen  con- 
nected with  the  Railroad  interest  of  the  West, 
and  others,  that  to  particularize,  would  occupy 
too  much  of  our  space;  we  must,  however, 
return  especial  thanks  to  our  friends  S.  W. 
Chapman,  Esq.,  General  Freight  Agent  of  the 
Cincinnati  and  Chicago;  Messrs.  CaEiGERand 
Smythe,  of  the  Logansport,  Peoria  and  Bur- 
lington ;  Messrs.  Williams,  Kellogg  and 
Walklet,  of  Peoria,  Oquaka  and  Burlington 
Railroads.  To  the  editorial  fraternity  of  Peo- 
ria, Burlington,  Keokuk,  Warsaw,  &c,  we  are 
under  many  obligations  for  kindnesses  ex- 
tended. 


Cincinnati  and  Chicago  R.  R. — The  work 
on  this  road,  between  Valparaiso  and  Logans- 
port  is  progressing  rapidly.  The  distance  be- 
tween the  two  points  is  about  62  miles,  which 
we  are  informed  will  be  completed  early  the 
coming  Autumn,  18  miles  of  iron  having  al- 
ready been  laid.  From  Valparaiso  the  trains 
will  enter  Chicago  over  the  Pittsburgh,  Fort 
Wayne  and  Chicago  Road. 


— During  the  absence  of  Mr.  J.  R.  Waring, 
President  of  the  Cleveland  and  Toledo  Rail- 
road, in  Europe,  Mr.  John  Gardiner,  of  Nor- 
walk,  Ohio,  will  fill  the  place  of  President 
pro  tern. 


GOLEiMINING  AND  AUSTRALIA- 
VICTORIA,    AND   ITS   DEVELOP- 
MENTS. 

The  wealth  of  Mexico  and  Peru,  developed 
by  the  discoveries  and  conquests  of  Cortcz 
and  Pizarro  astonished  the  world,  and  carried 
tens  of  thousands  to  seek  gold  and  silver 
where  those  metals  were  supposed  to  be  inex. 
haustible.  In  a  few  years,  the  quantity  of 
precious  metals  increased  enormously  in  Eu- 
rope, and  speculation  of  the  wildest  character 
pervaded  all  classes  of  society.  This  resulted 
in  much  mischief  on  one  hand;  but,  undoubt- 
edly in  much  good  on  the  other.  The  value  of 
labor  rose  comparatively;  a  great  variety  of 
enterprise  was  stimulated,  and  commerce  began 
to  grow,  in  Europe  and  to  extend  to  distant 
countries  unknown  before.  Taken  as  a  whole, 
we  consider  that  the  introduction  of  increased 
quantities  of  precious  metals,  as  well  as  the  ex- 
tension of  commerce  and  territory  by  the  con- 
quest of  America.  Butthe  introduction  of  gold 
and  silver  then  was  small,  compared  with  their 
increase  now.  There  may  have  been  particu- 
lar years,  in  which  the  introduction  of  the 
precious*  metals  then  was  greater  than  it  is 
now.  But  there  was  nothing  like  the  extent 
of  gold  deposits- known  then,  and  nothing  like 
the  continuous  stream  which  is  poured  into 
the  commercial  countries.  The  production  of 
the  gold  mines  of  California  and  Australia,  is 
now  considerably  more  than  one  hundred  mil- 
lions of  dollars  per  annum.  And  these  coun- 
sries  have  in  ten  years  produced  a  thousand 
millions  of  dollars.  This  is  enormous  for  a 
year  or  ten  years  ;  but  as  the  stream  seems  to 
be  permanent,  what  will  it  be  in  fifty  years? 
Two  results  seem  to  us  inevitable,  in  the  com- 
mercial world.  First,  there  must  be  (becaue 
arising  out  of  the  principles  of  human  nature,) 
a  great  increase  of  luxury,  and  a  large  con" 
sumption  of  gold  in  matters  of  ornament. 
We  apprehend  this  has  alieady  taken  place  to 
a  considerable  extent.  Secondly,  there  must 
be  such  an  increase  of  commercial  funds  as 
will  raise  prices.  Taken  on  an  average  ir.  Eu- 
rope and  America,  we  think  this  has  already 
taken  place.  Ten  years  more  will  make  it 
palpable. 

That  we  may  see  the  rapid  rise  of  Australia 
and  especially  Victoria,  we  state  the  following 
brief  facts: 

The  Gold  produce  of  Victoria  is  exhibited 
in  the  foltowing  Table,  compiled  from  official 
returns: — 

Quantity. 


Year. 


Value. 


Oz 

£. 

1851 

1-15,137 

438,777 

18.i2 

1.998,526 

6,135,728 

1853 

2.497.723 

8.644.529 

1M54 

2,144,699 

8,255,550 

1855 

2,751,535 

10,904,1511 

185(> 

2.9f5,991 

11.943.458 

1857 

2,732,460 

10,907.591 

1638  to  3(Jth  June 

1,279,;  07 

5,1  19,069 

U2.428.S5-.! 

The   estimated   net  quantity  and   value  of 
gold  exported  from  tie  two  colonies  of  Victo- 


ria and  New  South  Wales  from  May,  1851,  to 
31st  December,  1857,  is  as  follows: 

Quantity.  Value. 


Oz.  Dwts. 

17,023,413     11 


£ 
64,122,360 


To  show  the  change  that  has  taken  place  in 
the  method  of  mining  from  the  first  rude  pro- 
cess to  the  present  scientific  system,  we  give 
from  official  returns,  the  statistics  of  the  ma- 
chinery employed  in  the  gold  fields  in  the 
month  of  May,  1859,  viz;  282  steam  engines, 
4250  puddling  machines,  135  quartz-crushing 
machines,  906  toms,  sluices  and  dams,  508 
whims  and  whips,  66  horse  machines,  200 
water-wheels,  13  boring  machines,  1  smelting 
machine. 

There  was  then  an  average  of  £10,000,000, 
(i.  e.  $50,000,000,)  taken  out  per  annum  ; 
and  if  this  is  so,  (since  California  yields  even 
more,)  the  aggregate  exceeds  for  those  coun- 
tries, $100,000,000  per  annum.  The  largest 
part  of  the  Victoria  gold  is  now  crushed  by 
mills,  from  quartz  rock,  taken  from  below  the 
surface  of  the  earth. 

The  rise  of  the  colony  of  Victoria,  and  its 
progress  is  thus  noted  : 

But  the  province  of  New  South  Wales  has 
been  thrown  into  comparative  shade  by  her 
brilliant  daughter  Victoria.  Before  the  year 
1851,  Melbourne  was  an  inconsiderable  place, 
not  much  larger  than  a  small  English  market 
town.  It  had  been  chosen  as  a  site  for  an  en- 
campment in  1835.  In  1837,  Sir  Richard 
Bourke,  then  Governor  of  New  South  Wales, 
paid  it  a  visit,  and  found  it  rising  into  a  pros- 
perous community.  The  district  possessed 
some  pastoral  advantages  and  a  good  soil,  and 
he  named  the  town  Melbourne,  in  honor  of 
the  English  premier.  The  infant  city  contin- 
ued in  a  state  of  sluggish  life  until  1851,  when 
it  awoke  to  sudden  animation  on  the  astound- 
ing discovery  that  it  was  planted  in  a  region 
thickly  sown  with  gold,  and  in  which  fortunes 
might  be  realized  in  a  few  weeks  by  picking 
up  the  riches  profusely  scattered  in  many  pla- 
ces even  on  the  surface  of  the  earth.  The 
great  discovery  of  1851  was  nearly  anticipated 
in  1804  at  a  spot  not  far  from  where  the  city  of 
Melbourne  now  stands.  H.  M.  S.  'Calcutta' 
was  employed  on  surveying  duties  in  that  year 
on  the  coasts  of  New  Holland,  and,  in  the 
course  of  a  walk  by  the  officers  and  some  of 
the  crew  round  the  harbor  of  Port  Philip,  a 
stream  was  discovered,  where  'the  hopes  of 
the  seamen  were  excited  by  the  sight  of  spark- 
ling sand  which  they  took  for  gold,  but  of 
course,'  the  writer  adds,  'it  was  only  mica.' 
The  shining  spangles  which  Lieut.  Tucker  took 
for  granted  were  only  mica  weie  in  all  proba- 
bility the  first  flakes  of  Australian  gold  pre- 
sented to  the  eyes  of  Europeans. 

Had  geologists  known  as  much  in  those 
days  as  they  do  now,  they  would  have  searched 
for  gold.  For  that  country,  is  marked  geologi- 
cally by  the  gold  bearing  quartz,  as  California 
was  first  noticed  to  be  by  Professor  Dana.  We 
can  not  note  the  progress  of  Victoria,  more 
graphically,  than  by  a  paragraph  taken  from 
the  London  Quarterly  Review. 

We  know  not  how  its  amazing  growth  and 
rapid  prosperity  can  be  better  realized  than  by 
the  simple  statement  that  the  province  of  Vic- 
toria now  contains  211   post  towns,  tb«  most 
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distant  of  which  is  270  miles  from  the  capital 
In  the  year  1851,  the  population  of  the  prov- 
ince was  77,345  persons,  of  whom  28,143  were 
congregated  in  the  city  of  Melbourne.  In 
March,  1857,  the  population  numbered  410,766, 
of  whom  99,355  were  located  in  Melbourne. 
In  June,  1858,  the  population  of  the  province 
had  increased  to  477,345,  and  it  now  probably 
exceeds  500,000.  In  an  excellent  periodical, 
edited  at  Melbourne  by  the  Assistant  Registrar 
General,  and  entitled  '  Facts  and  Figures  ;  or 
Note3  of  Progress,  Statistical  and  General  for 
Australian  Circulation,'  are  the  following  re- 
marks : 

"This  is  an  age  of  marvels;  and  of  all  the 
marvellous  facts  of  the  nineteenth  century, 
the  rapid  and  solid  growth  of  the  colony  of 
Victoria  is  not  the  least  marvellous.  The  me- 
tropolis is  a  fair  index  of  her  extraordinary 
development.  Two-and  twenty  years  since 
this  city  had  no  existence  ;  and  today  its  in- 
habitants are  ten-fold  more  numerous  than  the 
forest  trees  they  have  supplanted.  The  green 
sward,  that  was  wont  to  be  pressed  by  the  in- 
dolent foot  of  the  wild  man,  has  disappeared 
beneath  the  steady,  active,  ceaseless  tread  of 
the  white;  and  the  birds  and  the  beasts  that 
afforded  the  aborigines  a  precarious  existence 
have  fled  from  the  bustle  and  hum  of  some 
hundred  thousand  workers,  who  have  swarmed 
from  the  old  hives  of  civilization." 

It  is  not  to  the  material  greatness  and  opu- 
lence of  this  city  which  has  risen,  as  it  were, 
by  enchantment  on  the  banks  of  the  Yarra 
Yarra,  which  lately  rolled  its  turbid  waters 
through  sedgy  banks  and  an  unpeopled  wil- 
derness, that  we  are  able  to  point  with  the 
greatest  satisfaction,  but  to  its  intellectual  and 
moral  development,  which  appears  now  to 
proceed  pari  passu  with  its  commercial  im- 
portance. Melbourne  is  well  provided  with 
Episcopal  churches  and  an  effective  working 
clergy;  but,  from  the  manner  in  which  it  was 
populated,  and  the  unexampled  eagerness 
with  which  persons  of  all  classes  and  denomi- 
nations rushed  to  its  locality,  it  may  be  sup- 
posed that  almost  every  form  of  religious  be- 
lief has  its  representatives. 

Such  is  one  of  the  wonderful  results  of  mod- 
ern mining,  of  which  California  is  another, 
and  it  is  not  unlikely  New  Mexico  and  Arizo- 
na will  prove  others. 


Germany   takes   the 
the  following    statis- 


TOBACCO  ;    ITS  COMMERCE  AND 
STATISTICS. 

The  Secretary  of  State  has  recently  made  a 
report  on  the  American  commerce  in  tobacco. 
We  are  much  interested  in  this  article,  as  it  is 
one  of  the  leading  products  of  the  country. 
In  1850,  we  raised  200,000,000  lbs.  equivalent 
to  nearly  400,000  hhds.  Half  of  our  tobacco 
is  exported ;  of  which 
largest  share.  We  find 
tics. 

Great  Britain. — The  total  amount  of  un- 
manufactured, stemmed  or  stripped  tobacco 
imported  into  Great  Britain  in  1857,  was  11,- 
408,605  pounds,  of  which  10,918,604  pounds 
were  from  tl'C  United  States.  Of  unst.emmed 
30,640,223  pounds  were  imported  ;  and  of  this 
amount  the  United  States  contributed  14,401,- 
097  pounds.  Of  manufactured  tobacco  and 
cigars  1,696,628  pounds  were  imported,  of 
which  the  United  States  sent  1,143,136  pounds. 


Of  snuff  2,503  pounds  were  imported,  the  pro- 
portion of  this  country,  if  itsentany  not  being 
named. 

Great  Britain  exported  during  the  same 
year  10,577,372  pounds  of  unstemmed  tobacco, 
56,607  pounds  of  stemmed,  998,009  pounds  of 
manufactured  and  cigars,  together  with  18,780 
pounds  of  snuff.  Of  this  aggregate  the  Uni- 
ted States  took  only  11,882  pounds  of  the 
"  manufactured  and  cigars." 

Spain. — The  exportation  of  tobacco  from 
this  country  to  Spain  in  hogsheads,  and  of 
course  unmanufactured,  was,  in  1857,  7,722, 
as  we  find  by  the  report  of  the  Secretary  of  the 
Treasury. 

Germany. — Denmark  imports  between  seven 
and  eight  millions  pounds  unmanufactured 
tobacco.  It  goes  indirectly  to  her  from  this 
country  through  Bremen.  That  city  in  1857 
took  46,045  hogsheads  tobacco  from  this  coun- 
try, which  is  more  than  England  and  France 
combined  imported;  but,  of  course,  that  city 
passes  it  on  to  Germany,  Denmark  aud  Russia. 
Holland  also  took  27,758  hogshead. 

France. — In  tabular  statements  from  the 
consuls  at  Havre  and  Marseilles,  that  27,034 
hogsheads  were  imported  at  those  two  points. 
Other  Consuls  at  Bordeaux,  Nantes,  &c,  fail 
tospecifythe  amounts  imported.  Wefindin  the 
list  of  exports  to  France  during  the  fiscal 
year  which  terminated  June  30, 1857,  embraced 
in  the  report  of  the  Secretary  of  the  Treasury, 
that  only  12,694  hogsheads  of  tobacco  were 
sent  to  that  country.  It  would  seem,  there- 
fore, that  France  imports  less  than  half  the 
tobacco  consumed  by  her  from  the  United 
States. 


June.  185U 
$447,113 
145,825 
119,7711 
22,654 
52,382 
M.453 
711.992 
111.668 
12:l,3Sl 
40  462 
115,444 
87,458 


RAILROAD  BUSINESS. 

RAILWAY   TRAFFIC   IN   JUNE. 
June,  Win. 

New  York  Central Swlu,G5l 

Illinois  Central 189,547 

Michigan  Central 123,1195 

Macon  and  Western 25,359 

i\1  ilwuukee  and  Mississippi 49,le6 

Chicago,  St.  Louis  and  Alton 76.699 

Chicago  and  Rock  Island 97,359 

Galena  and  Chicago 89,3113 

Burlington  and  Quincy 163,613 

Buffalo  and  Coming 45.1^33 

Hudson  Kivor 129.996 

Little  Miami  and  Xenia 84,21)0 

Total SI,5;4,224  J]  ,393,091) 

It  appears,  that  on  the  twelve  roads,  the  ad- 
vance in  receipts  has  been  about  10  per  cent. 
If  we  suppose  this  to  continue,  (and  there  can 
be  no  doubt  from  the  state  of  the  crops  that 
it  will  be  increased,)  the  increased  receipts 
on  these  roads  alone  will  be  tico  millions  of 
dollars.  If  we  apply  this  ratio  to  the  whole 
country,  and  we  think  it  will  be  greater,  the 
amount  received  by  Railroads  in  1860,  will 
be  eight  millions  greater  than  in  1859.  Such 
an  additional  income  will  raise  the  stock  of 
three  fourths  of  all  the  roads  in  the  country. 


RAILROADS  IN  NEW  YORK. 

We  are  under  renewed  obligations  to  John 
D.  Parsons,  Esq,,  of  Albany,  for  advance 
sheets  of  the  Annual  Report  of  the  State  En- 
gineer and  Surveyor  of  the  State  of  New  York, 
on  the  Railroad  Corporations  of  the  State. 
We  give  a  brief  abstract: 

During  the  year  twelve  companies  have  been 

organized,   aud   their   articles   of  association 

filed  in  the  office  of  that  Secretary  of  State  as 

required  by  law. 

Abstract  of  lite  He-ports  of  Mte  Bailroad  Corporation* 
for  tlie  year  ending  September  3  MU  1859. 


Amount 

acts 

Amount 

Amount 

repn 

Amount 

Amount 

Amount 

Amount 

Amount 

Total  an 

debt 


STOCK   AND   DEBTS. 

of  capita)  stock  per  charter  and 

of  the  Legislature, 

f  capital  st,ck  subscrilied  for... . 
of  capita)  stock  paid  in  as  per  last 

it 

of  capiUI  stoek  now  paid  in 

of  fuoded  debt  as  by  Jast  report,.. 

now  of  funded  debt 

of  floating  debt  as  by  last  report,, 
now  of  floating  debt 

ount  now  of  funded  and  floating 


t89,f6t<,2«"  00 
77,168,481  98 

72,9MI,91|  79 
74.761  £34  79 
7  MSH.ati3  !I8 
7(1,977,723  10 
2.748.533  66 
2.I4V44  32 

73,1 18,507  42 


5,134,029  20 


),9P?,r*7  87 
9,246.650  64 


— The  City  of  Erie  and  the  County  of  Erie, 
Penn.,  are  paying  the  interest  on  half  a  mil- 
lion of  their  bonds,  issued  in  favor  of  the  Sun- 
bury  and  Erie  Railroad  Company. 


COST    OF  CONSTRUCTION    AND    OF  EQriP.MENT. 

For  graduation  and  masonry $31.1"  2  1=53  T3 

bridges B.171.128  48 

superstructure,  including  iron 28,139,140  66 

passenger  and  freight  stations,   bnild- 

ings  and  fixtures, 

engine  and  car  houses,  machine  shops, 

machinery  and  fixtures, 

land,  land  damages  and  fences, 

locomotives  and  fixtures  and    snow- 
plows 7,080,741  5<1 

passenger  and  baggage  cars 2,768 .258  93 

freight  and  other  cars, 5.508,557  10 

engineering  ami  agencies, 12,76  ,3*49  80 

Total  cost  of  construction  and  equipment,  $129 
Total  cost  or  same, excluding  cfty  roads,. .      123 

CHARACTERISTICS. 

Length  of  roads,  in  miles 

Length  of  roads  hud 

Length    of  roads   in  operation,  excluding  city 

roads ...... 

Length  of  double  track  including  sidings 

Length  of   branches  owned  by  company  and 

laid 

Length  of  double  track  on  same, 

Length  of  equivalent  single  track ,  exclusive  of 

city  roads    

Number  of  engine  houses  and  shops, 

Numher  of  engines 

Number  of  first  class  passenger  ears,  rated  as 

eight  wheeled, _. 

Number  of  second  class  and  emigrant  cars 

Number  of  baggage,  mail  and  express  cars 

Number  of  freight  cars, 

Excluding  City  Road: 

Average  rate  of  speed  of  ordinary  passenger 
trains,  including  stops .,  . 

Average  rate  of  same  when  in  motion.......... 

Average  rate  ef  speed  of  express  passenger 
trains  including  stops, 

Average  rate  of  same  when  in  motion 

Average  rate  of  speed  of  height  trains  inclu- 
ding stops,  

Average  rates  of  same  when  in  motion, 

Average  weight  in  tons  of  passengertrains,  ex- 
clusive of  passengers  and  baggage, 

Average  weight  in  tons  of  freight  trains,  exclu- 
sive of  freight, 

BUSINESS    OF    THE    YEAR. 
Passenger  Transportation  : 

Miles  run  by  passenger  trains, 

The  same  excluding  cily  roads, 

Number  of  passengers  of  all  classes  carried  in 

cars 

The  same,  excluding  city  roads 

Number  of  miles  traveled  by  passengers,  or 

number  of  passengers  carried  one  mile, 

city  roads  not  included 

Freight  Transpoitation: 

Miles  run  by  freight  trains. 

Number  of  tons  earned  in  freight  trains 

Total  movement  of  freight  or  number  of  tons 

carried  one  mile, 

Classification  of  Freight: 

Products  of  the  forest 

Products  of  animals, , 

Vegetable  food,    

Other  agricultural  products, 


433.049  81 
608,826  96 

3.175  17 
2,569  75 

2.SS7  St* 
1,156  66 

492  93 

22  87 

4,15"  30 
181 
74* 

1,135 
223 
234 

9,243 

Miles. 

20  5? 

24  78 

25  27 
3D  41 

11  33 
14  54 

Tons. 

70  18 

135  05 


13.481.817 
6,285,665 

51.386.998 
12,138,059 

370,9S9.4S6 


5,584,113 
3,839,283 

433.425,441 


Tons. 
364.150 
796,938 
7C6.417 

1117,693 
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Manufactures, . 
Merchandise, . 
Other  articles,. 


4I'6,931 
'  741.-133 
t.  75,722 


Total  tonnage 3.859,283 

COST   OF    MAINTENANCE    OF    ROADWAY. 
Jilloted  to  Passenger  Transportation  : 
Repairs  of  road  bed  and  way,  exclusive  of 

iron. • 

Cost  of  iron  for  repairs, ... 

Repairs  of  buildings, 

Repairs  of  fences  and  gates,  


Taxes  on  real  estate, . 


$1,029,384  66 

219,281  "2 

109,410  00 

20.992  61 

156,898  41 


Total 1,5  8,967  40 

Allotted  to  Freight  Transportation: 

Repairs  of  road-bed  and  way,  exclusive  of 

jrnn, $1,187,960  09 

Cosl  of  iron  for  repairs, 265.363  07 

Repairs  of  buildinirs 126.004  09 

Repairs  of  fences  and  gates 

Taxes  on  real  estate 


26,749  21 
178,699  79 


Total, 


31,784,770  25 


Allotted  to  passenger  transportation, 1.52B.9B7  40 

Allotted  to  freight  transportation, 1.784  776  25 

Other  cost  notalMed, 314/88  27 

Total  cost  of  maintenance  of  roadway,...  3,628,631  92 

Total  cost,  excluding  city  roads,  3,534.822  88 

COST   OF    REPAIRS   OF    MACHINERY. 
Allotted  to  Passenger  Transportation: 

Repairs  of  engines, $367,704  19 

Repairsof  cars 390,374  27 

Repairs  of  tools,  &c, 29,028  52 

Incidental  expenses,  oils,  fuel,  &c 42,634  79 

$829,741  77 
Allotted  to  Freight  Transportation  : 

Repairs  of  engines, $421,588  56 

Repairs  of  cars £42.746  77 

Repairs  of  tools,  &c, 33,3M3  26 

Incidental  expenses,  oil,  fuel,  &c 55,051  58 

$1,053,3811   17 

Allotted  to  passenger  transportation, 829.741  77 

Allotted  to  freighttransportation 1,053.220  17 

Other  costs,  not  slloted 51.3.11  42 

Total  cost  of  repairs  of  machinery,   1,934,273  35 

Total  cost,  excluding  city  roads ],9l.2,92G  07 

COST   OF    OPERATING    THE    ROAD. 
Allotted  to  Passenger  Transportation: 

Office  expense*,  stationery,  &c  , $  52,152  09 

Asentsand  clerks 281.916  74 

Labor,  loading  and  unloading  freight. 21,930  37 

Attendance  of  porters,  watchmen  and  switch- 
men,   196,254  78 

Wood  and  waterstalion  attendance, 49,822  09 

Conductors,  baggagemen  and  brakemen, 286.498  60 

Enginemen  and  firemen, 244,U9S  80 

Fuel,  and  cost  of  labor  in  preparing  for  use. .  670,821  23 

Oil  and  waste  for  engines  and  tenders 75,954  23 

Oiland  waste  for  cars 15, 581  33 

Loss  and  damage  of  goods  and  baggage 16,115  84 

Damages  for  iniuries  to  persons, 89.463  *1 

Damages  for  property,  and  for  cattle  killed,..  14,475  34 

General  superintendence 91.495  80 

Contingenceies, 333,726  45 


$2,440,207  50 
Allotted  to  Freight  Transportation  : 

Office  expenses,  stationery,  &c $  49,614  38 

Agents  and  clerks 384.:  99  60 

Labor,  loading  and  unloading  freight 482.493  66 

Attendance  of  porters,  watchmen  and  switch- 
men   213.453  60 

Wood  and  water  station  attendance, 48, l'6h  82 

Conductors,  baggagemen  and  brakemen, 252.313  72 

Euginemen  and  firemen, 292,769  47 

Fuel,  and  cost  of  labor  in  preparing  for  use,-.  710.450  04 

Oil  and  waste  for  engines  and  tenders, 90.947  26 

Oil  and  waste  for  cars 40.922  1 1 

Loss  and  damage  for  goods  and  baggage 43.316  97 

Damages  for  injuries  to  persons, 9,176  00 

Damages  for  property  aod  for  cattle  killed,. .  18,923  70 

General  superintendence, 96.797  16 

Contingencies, 414.673  40 

$3,094,3  8  94 

Allotted  to  passenger  transportation 2.440.207  50 

Allotted  to  freight  transportation, 3,094,318  94 

Other  cosis,  not  allotted, 1,134.648  88 

Total  cost  of  operating  roads.. 6,669,165  31 

Tola!  cost,  excluding  city  roads, 5,590,920  87 

EARNINGS    AND    PAYMENTS. 
Earnings  : 

From  passenger  business % 9,581,232  76 

The  same,  excluding  city  roads 7.6 lw. 785  69 

From  freight  business,  city  roads  excluded.. .  9.997,216  62 

rrom  other  sources,  782,028  24 

The  same,  excluding  city  roods, 767.032  27 

Total  earnings  for  all  roads 20341.377  62 

The  Bame,  exel  ;dingcity  roads, 18,363,034  58 

Payments  other  than  for  Construction  : 

For  transportation  expenses $12,549,162  5fl 

The  same,  excluding  city  roads, 11089.550  91 

For  interest 3,824,938  87 

The  sains,  excluding  city  roads, 3,794,445  14 

lor  dividends  on  stock 3,586,713  0" 


The  same,  excluding  city  roads 2,144,169  Oo 

Amount  carried  to  surplus  fund, 342.006  36 

The  same,  excluding  city  roads, 292,149  99 

Total  payments  for  all  roads 19,303,830  92 

The  same,  excluding  ci'y  roads 17,320,315  04 

ACCIDENTS. 

Number  of  passengers  killed 10 

Number  of  passengers  injured ?3 

Number  of  employees  killed 28 

Number  of  employees  injured, 24 

Number  of  others  killed 82 

Number  of  others  injured, 47 

Total  number  killed, 120 

Total  numherinjured, 104 

Total  number  killed,  excluding  city  roads, 112 

Total  number  injured,  excluding  city  roads, 77 

DEDUCTIONS  FROM  THE  FOREGOING  RESULTS. 

Amount  of  stock  paid  in S74.761.834  79 

Amount  of  funded  and  floating  debts 73,118.567  42 

Total  amount  of  stock  and  debts 147,1-80,402  21 

Excess  of  stock  above  debts, 1,643,267  37 

This  sum.  $147,880,402  21,  of  total  stock  and  dehts  of  all 
railroad  companies,  is  10.44  percent,  of  $1,416,290,837,  the 
total  assessed  valuation  of  all  real  and  personal  property  of 
the  State  That  is,  more  than  one-tenth  of  the  whole  valu- 
ation of  the  property  of  this  State  has  been  invested  in  her 
railroads. 
If  us  exclude  the  city  roads,  we  have  as  fallows  : 

Average  cost  permile  of  road $48,903  63 

Average  cost  per  mile  of  single  track, 30,518  44 

Average  number  of  miles  traveled  by  each  pas- 
senger    ." 30.57 

Average  number  of  passengers  in  each  train.. .  59.02 

Average  number  of  miles  each  ton  of  freight 

was  transported, 112.31 

Average  number  of  tuns  in  each  freight  train,.  77.61 

Aggregate  movement  of   passenger  trains  is 
equivalent  to  passing  over  the  entire  single 

track, 1 ,552 times. 

Aggregate  movement  of  freight  trains  is  equiv- 
alent t«  passingoverthe  enlire  single  track  2,931  times. 
Average  number  of  trains   passing  daily  over 

the  track,  ab-.ut 6J 

Average  cost  per  mile  of  road,  for  maintaining 

roadway,.. $1,^98  49 

Average  cost  per  mile  of  road  for  repairs  of  ma- 
chinery,   752  85 

Average  cost  permile  of  road  for  operating 

road 2,211  55 

Average  cost  per  mile  of  single  Irack  f>o- main- 
taining roadway 872  73 

Average  cost  per  mile  of  single  track  for  repairs 

of  machinery 469  82 

Average  cost  per  mile  of  single  track  for  opera- 
road 1,380  37 

Average  sum  received  for  carrying  onepasscn- 

geronemile 2.05  cents. 

Average  sum  received  for  transporting  one  ton 

of  freight  one  mile, 2.30  cents. 

Average  number  of  miles  of  travel  for  each  pas- 

Benger  killed, 37,098,948 

Average  number  of  miles  of  travel  for  each  pas- 
senger either  killed  or  injured, 8,627,662 

Average  number  of  passengers  carried  for  each 

one  killed...., 1,213,180 

Average  amount  of  dead  weight  moved  for 

each  passenger  carried, 1 .  19  tons. 

Average  amount  of  deadweight  moved  for  each 

ton  of  freight  transported, 1.74  tons 

Average  expense  is  68.44  per  cent  of  all  the  earings. 

The  State  engineer  urges  upon  the  Legisla- 
ture the  modification  of  the  Kailroad  Act  of 
1850,  so  as  to  compel  Railroad  Corporations 
to  make  more  full  and  elaborate  reports.  He 
also  suggests  that  a  distinct  and  special  form 
of  Report  be  adopted  for  City  Railroads,  all 
of  which  we  consider  well  timed  and  sensi- 
ble. 


Cedar  Rapids  and  Missouri  Railroad. — 
The  work  on  this  road,  west  of  Cedar  Rapids, 
is  about  being  prosecuted  with  great  rapidity. 
The  Cedar  Valley  Times  says,  "  the  primary 
and  great  object  of  the  Company  is  to  make 
this  the  road  from  Chicago  direct  to  the  gold 
regions,  and  the  Pacific.  Low  grade  and  the 
directness  of  the  line  will  determine  the  route. 
And  no  further  favor  will  be  shown  to  special 
localities  than  the  interests  of  the  company 
demand.  Their  interests  will  in  the  most  part 
be  determined  by  the  lowness  of  the  grade  and 
directness  of  the  route.  But  subsidiary  con- 
siderations may  influence  the  company  in  the. 
location.  Local  subscriptions,  grading,  fur- 
nishing ties,  &c,  may  materially  cheapen  the 
constrction,  to  the  company,  and  will  therefore, 
in  some  sort,  control  its  action. 

In  this  view  of  the  case,  there  is  scarcely 
a  citizen  at  a  respectable  distance  on  either 
side  of  the  line,  who  is  not  interested  in  be- 
coming a  stockholder.  The  citizens  of  our 
neighboring  town,  Vinton,  it  may  be,  have  it 
in  their  power  to  possess  themselves  of  this 
road.  And  the  same  is  true  of  other  towns 
more  directly  west." 


— The  Directors  of  the  Southern  Michigan 
Road  have  adjourned,  after  a  thorough  exam, 
ination  of  the  financial  condition,  and  full  dis- 
cussion of  the  future  policy  of  the  Company. 
They  express  themselves  much  pleased  with 
the  result  of  the  investigation,  and  have  full 
faith  in  the  ability  of  the  road  to  earn  interest 
and  sinking  fund  with  a  large  surplus  for 
dividends.  The  floating  debt  which  has  been 
the  great  embarrassment  of  the  Company  is 
being  arranged  on  satisfactory  terms  as  rapidly 
as  possible.  We  presume  a  proposition  will  be 
made  to  fund  the  overdue  coupons  on  the  Se- 
cond Mortgage  Bonds,  and  then  to  resume  the 
payment  of  interest. 


Grand  Trunk  Excursion. — Tickets  for  the 
excursion  and  celebration  in  honor  of  opening 
the  Grand  Trunk  and  Dayton  and  Michigan 
roads,  may  be  obtained  at  all  the  ofBces  of  the 
two  Miami  Companies  on  and  after  the  25th 
inst.  Tickets  to  Portland  and  return,  good 
from  August  1st  till  September  10th,  twenty- 
four  dollars.  This  period  will  be  the  time  set 
for  the  formal  opening  of  the  great  Victoria 
Bridge,  at  the  celebration  of  which  the  Prince 
of  Wales  will  assist.  It  is  stated  that  arrange- 
ments are  in  progress,  which,  if  successful,  will 
result  in  the  making  of  a  round  trip  ticket  from 
Portland  to  New  York  and  return,  at  six  dol- 
lars. This  would  enable  passengers  from  this 
city  to  see  Detroit,  Lake  Huron,  Montreal, 
Victoria  Bridge,  Quebec,  Portland,  Boston, 
New  York,  and  the  Great  Eastern  steamship, 
at  a  total  cost  of  thirty  dollars  for  railway 
fares. 


— The  thirteenth  monthly  report  of  the  Re- 
ceiver of  the  Central  Ohio  Road,  H.  J.  Jewett, 
Esq.,  for  the  month  of  May,  is  as  follows: 

From  Passengers $19,960  91 

Express 1,?46  21 

"       Mails 2.378  70 

"      Freight 23,61128 

Total $47,297  10 

The  expenditures  were  : — 

For  PassengerTransportation $  3.384  15 

Freight  Transportation 5.836  09 

Machinery  Department 11,359  64 

Fuel  ........  ...  046  20 

General  Expenses 1.228  11 

Road  Department 14,080  81 

Total $40,235  00 

During  the  month  the  damages  from  floods 
caused  an  expenditure  of  $3,192  92  on  bridges 
and  the  Cambridge  Tunnel,  and  swelled  the 
expenses  of  the  Road  Department  far  beyond 
the  ordinary  figures. 


Q56 


THE    RAILROAD    RECORD. 


RAILROAD  MISCELLANY. 

In  all  the  stock  markets,  western  shares  still 
take  the  lead  in  all  movements,  and  dealings 
are  very  large  both  for  cash  and  on  time.  This 
is  the  legitimate  result  of  the  steady  increase 
of  business  and  earnings  during  the  past  few 
months.  In  Toledo  and  Illinois  Central,  opera- 
tions have  been  large,  for  permanent  invest- 
ment, and  at  steady  and  advancing  prices. 
Toledo  seems  to  have  received  an  impetus  from 
the  discussion  of  the  annual  report  which  was 
published  last  week,  and  has  attracted  the 
attention  of  new  buyers.  The  stock  stands  bet- 
ter now,  than  for  several  years.  In  the  stocks 
of  our  local  roads,  movements  are  less  violenti 
but  prices  have  been  fully  sustained.  The 
bond  market  has  been  very  active,  and  has  ex- 
hibited much  strength,  nearly  all  Western 
varieties  having  advanced. 

The  receipts  of  the  Erie  road  thns  far  in 
July  show  an  increase  of  about  $50,000. 

— The  receipts  of  the  Chicago  and  North- 
western Railroad  Company  for  the  first  week 
in  July  were  : 

Passengers $4,435  92 

Freight,  &c 4,446  82 


Total $8,88274 

Same  week  in  1859: 

Passengers $2,867  01 — 

Freights,  &c ,...    2,299  511— $5,166  51 

Increase  in  I860 $3,71ti  23 

— The  earnings  of  the  Toledo  and  Wabash 

Boad  for  the  first  week  of  July  were 813,(151 

1859 .' 12,4'G 

Increase $575 

— The    Norwich   and    Worcester   Railroad 
earned  in  June : 


18.-.S. 

Passengers 810,558  47 

Freight 19,059  51 


1860. 
$10,185  86 
21,025  57 


Total $29,627  98  $31,811  43 

Increase 32,183  45 

— The  earnings  of  the  Michigan  Southern 
Road,  for  the  first  week  in  July  were : 

1859. 

Passengers $14,129  02 

Freight 8,9i7  8(1 

Mails 1.034  96 


I860. 
615,202  33 
13,1-4  73 
1,1134  49 

$29,481  55 

Total $24,1191  78 

Increase $5,389  77 

A  favorable  feature  of  the  above  statement 
is  the  increase  of  §1,100  in  passenger  receipts, 
which  is  a  new  evidence  of  the  improvement 
of  Western  business. 

— The  following  is  the  June  statement  of  the 
Baltimore  and  Ohio  Railroad: 

Main  Stem.        Wash'n  Br.        N.  W.  Va. 


Jane,  1860 $315936  45 

June,  1859 30U.473  50 


$38,392  63 
34,625  59 


620,108  51 
15,345  07 


Total $15,462  95  $3,707  04  $4,763  44 

The  above  exhibits  an  increase  on  every 
branch  of  the  road,  over  the  corresponding 
month  of  last  year,  amounting  in  the  aggre- 
gate to  §23,993  43.  The  financial  year  of  the 
company  commences  with  October.  Compar- 
ing the  revenue,  so  far,  of  the  present  with  that 


of  the  past  fiscal  year,  the  following  result  is 

shown : 

1859.  1858. 

October $416,929  01  $391,395  10 

November 431.287  56  380,879  75 

December 355,602  13  :i3li,2()2  25 

1860.  1859. 

January $282,070  04  8314,2(11  00 

February 332,743  77  303.1,3178 

jfta'rcll 425,487  08  400.984  07 

April 4(16,428  36  300,701  15 

Slay 435.133  28  301.O19  17 

June 374,437  59  350,444  16 


Total $3,460,180  02 


93.229.319  04 
3.460,180  02 


Increase  present  fiscal  year $230,000  98 

— During  the  first  week  in  July  the  passen- 
ger earnings  of  the  Indianapolis  and  Cincin- 
nati Road  were  $1,500  in  excess  of  those  for 
the  corresponding  week  last  year. 

— Farm  Mortgage  Bonds,  issued  by  Rail- 
roads which,  a  short  time  since,  were  a  drug 
at  10@12  per  cent,  are  now  songth  for  at  from 
20  to  40  per  cent.,  but  we  hear  of  few  sales, 
most  of  the  issues  having  cost  present  holders 
between  50  per  cent,  and  par.  The  enhanced 
price  may  be  regarded,  however,  as  another  of 
the  indications  of  an  improved  state  of  things 
in  the  West,  and  a  growing  faith  in  her  recu- 
perative powers.  There  is  also  a  confidence 
felt  in  the  fairness  of  Western  Courts  and 
Judges  toward  the  holders  of  dishonored  Rail- 
way Securities  which  is  producing  a  salutary 
eifect  in  spile  of  the  exhibition  of  a  contrary 
disposition  on  the  part  of  the  managers  of 
some  of  the  shorter  and  less  known  roads.  In 
the  case  of  the  Milwaukee  and  Horicon  Rail- 
road which  is  nearly  two  years  in  arrears  for 
interest  on  first  mortgage  bonds  it  will  be  re- 
membered that  the  Sheriff  found  $20,400  lying 
idle  at  the  private  residence  of  the  Superin- 
tendent, and  the  question  arose,  naturally,  as 
to  what  amount  should  be  in  the  possession  of 
each  of  the  other  officers,  if  one  occupying  an 
inferior  position  could  retain  so  large  a  sum. 
The  decisions  of  the  judges  on  minor  points 
involved  in  the  proceedings  against  this  road, 
have,  we  understand,  been  invariably  in  favor 
of  the  bondholders. 

— The  Illinois  Central  Railroad  has  earned, 
for  the  first  six  months  of  this  year,  $1,174,- 
508  88,  against  $857,425  51  for  the  same  period 
last  year.  The  gain  of  $317, 0S3  37  previous 
to  the  wheat  harvest,  now  close  at  hand, 
promises  well  for  the  estimate  of  $700,000  in- 
crease for  the  year.  In  the  Land  Department 
the  turn  in  the  affairs  of  the  Company  is  equally 
decided;  $193,805  91  worth  of  land  were  sold 
in  the  first  five  months,  and  in  June  the  sales 
ran  up  to  $71,280  02,  and  the  collections  to 
$90;905  82:  The  Commissioner  reports  that 
the  inquiries  for  land  are  daily  increasing,  and 
that  quite  a  colony  of  farmers  from  Canada 
are  settling  on  the  branch  from  175  to  200 
miles  south  of  Chicago.  The  sub-division  of 
the  tracts  sold  in  1855  to  1856  to  new  pur- 
chasers, while  it  does  not  add  to  the  aggregate 
of  sales,  which  is  now  $16,000,922  95,  is  the 
most  healthy  part  of  the  business.  These  re- 
sales will  exceed  half  a  million  of  dollars  this 


season,  and  are  all  to  parties  who  will  enter 
npon  the  lands.  The  Company  has  canceled 
$1,484,000  of  the  Construction  Bonds,  and 
$205,000  of  the  Freeland  Bonds,  from  the  col- 
lections at  the  Land  Office.  The  total  of  cash 
and  bonds  received  at  the  Land  Office  is 
$3,579,906  17,  upward  of  20  per  cent  upon  the 
amount  of  sales.  This  large  amount  has  been 
collected  from  new  settlers,  who  have  suffered 
from  several  bad  harvests,  and  hare  been  crip- 
pled from  the  inevitable  wants  incident  to  tbe 
settlement  of  a  new  country.  The  census  of 
Illinois  is  now  being  taken,  and  it  is  supposed 
will  exceed  1,800,000,  asainst 855,384 in  1850. 
The  value  of  Illinois  lands,  of  which  the  Central 
Company  has  still  on  hand  for  sale  nearly 
1,3.50,000  acres,  will  surely  be  enhanced  dur- 
ing the  next  five  years,  and,  after  the  present 
harvest  of  wheat  is  sold,  there  will  be  a  great 
increase  of  the  demand  for  land.  This  is  the 
best  guaranty  for  the  payment  of  the 
land  notes  held  by  the  Illinois  Central 
— upward  of  $12,000,000,  and  only  three  and 
a  In  If  millions  short  of  their  Construction 
Mortgage,  originally  $17,000,000,  and  now  re- 
duced to  $15,515,090  by  the  bonds  canceled, 
and  delivered  to  the  Trustees. 

— The  Milwaukee  and  Mississippi  road  re- 
ceived in  June,  1860,  $48,166  79.  1859,  $52,- 
582  84.     Decrease,  $3,216  05. 

The  plan  for  reorganizing  this  road  under 
preferred  stock  of  several  classes,  has  fallen 
through,  and  an  attempt  is  now  making  to 
reorganize  under  a  new  mortgage,  to  be  given 
to  the  creditors,  in  a  proportion  to  be  made 
satisfactory  to  those  holding  junior  claims — 
the  rate  of  interest  to  be  reduced,  as  one  stipu- 
lation in  the  contract.  The  crops  along  the 
line  are  spoken  of  as  promising  an  abundant 
harvest. 

— The  following  are  the  approximate  earn- 
ings of  the  Little  Miami  road  during  the 
month  of  June,  compared  with  the  period  last 
year: — 

June,  1859 $87,458  04 

June,  1860 84,206  15 

Decrease 33,251  89 

As  an  offset  to  this  decrease  in  the  earnings 
of  the  road  for  the  month,  it  should  be  remem- 
bered that  nearly  all  the  passenger  and  freight 
business  received  from  the  Ohio  and  Mississip. 
pi  road,  or  transferred  to  it,  is  transferred  to 
the  Cincinnati,  Hamilton  and  Dayton  road, 
and  goes  via  Dayton  and  5enia,  under  an  ar- 
rangement between  the  two  Companies,  whose 
interests  were  consolidated  some  months 
since. 

— The  Macon  and  Western  Railroad  earn- 
ings in  June,  1860,  were  $25,359  90;  June, 
1859,  $22,654  75.  Increase,  $2,705  21.  This 
Company  has  declared  a  quarterly  dividend 
of  3  per  cent.,  payable  on  the  16th  iust,  at 
New  York. 

— The  name  of  the  Fort  Wayne  and  Western 
Railroad  Company  has  been  changed  to  that 
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of  the  American  Central.  Railway  Company, 
so  as  to  conform  to  the  name  by  which 
the  corporations  in  the  States  of  Indiana,  Ohio 
and  Illinois  are  known,  which  corporations  are 
constructing  the  line  eastward  and  west- 
Ward. 

—The  annexed  statement  3hows  the  earn- 
ings of  the  Illinois  Central  Railroad  for  each 
six  months  since  January,  1856% 

]*£.  6  months.     2<£.  6  months. 

$ I  .-IBS  5-19  (19 

J. '226  155  97 

1.1170,925  43 

1, 240,956  41 


Year. 

J2.434.878  59 

2.393,964  57 

1,976,578  52 

2,107,381  92 


1856 S    972,328  6(1 

!S57 1,067,808  60 

1858 905,653  09 

1859 857,425  51 

I860 1,171,508  88 

— The  receipts  of  the  Michigan  Central  Road 
for  the  month  past  are: — 

I860 $123,095  39 

1859 119,770  60 

Increase S3,324  79 

— The  June  earnings  of  the  Toledo  and  Wa- 
bash Road  were: — 

June,  1°60 $67,427  37 

June,  1859 58,357  49 


Increase $9,070  88 

— The  earning  of  the  St.   Louis,    Alton  & 
Chicago  Railroad  for 

June,  I860 876,699  68 

June,  1  59 56,453  00 

Increase $20,246  68 

— Chicago,  Burlington  and  Quincy: — 

June,  1859 $193,381  91 

June.1860 16:1,013  10 


Increase 539,431  11 

be  annual  meeting  of  the  stockhold- 
ers of  the  Atlantic  and  Great  Western   Rail- 
road Company  was  held  at  Ravenna,  Ohio,  on 
•the  10th  inst.     The  Board  of  Directors  elected 
are  as  follows: 

Daniel  Marsh,  New  York  City;  John  Dick,  Gaylor, 
Church;  William  Reynolds,  Meaiisville  Penn  ;  Seth  H  iyes 
Har.ford,  Trumbull  County,  Ohio;  i\  W.  Seymour,  Ezra 
B.  Taylor.  Ravenna,  Ohio;  Marvin  Kent,  Franklin  Mills, 
Ohio,  Peter  Thatcher,  jr..  Jas  M.  Coflinberry,  Cleveland, 
Ohio;  J.  H.  Chamberlin,  Akron,  Ohio;  Jacob  Hiblet,  G  illion, 
Ohio;  Tlios.  J.S.  Smith,  Dayton.  Ohio;  only  one  change 
from  the  board  of  last  year.  And  the  officers;  President, 
Marvin  Rent;  Secretary,  F.  W.  Seymour;  Ireaaurer,  E.  P. 
Bainerd. 

The  progress  of  the  work  is  thus  noticed,  in 
the  report  of  Mr.  Streator,  one  of  the  con- 
tractors; 

"Mr.  Streator,  in  his  report,  said  the  work  was  progress- 
ing as  fast  aa  it  was  possible,  there  now  being  16,000  men 
actively  employed  in  the  construction  of  the  road  Eigh 
tieen  miles  are  now  completed  and  in  running  order  from  the 
New  York  alSti  Erie  Railroad  to  Randolph,  New  York.  Thir- 
ty-three miles  will  be  finished  to  Jamestown,  New  York,  by 
the  1st  of  August,  and  sixty-three  miles  to  the  Sunbury  and 
Erie  Railroad  by  the  middle  of  October. 

"Orders  have  been  issued  to  have  1,000  more  hands  placed 
upon  the  work  westof  Jamestown  immediately,  and  it  is  the 
determination  to  have  the  road  open  from  the  New  Vork  and 
Krie  Railroad  to  Akron,  Ohio,  by  early  Spring.  The  con- 
tractors are  now  laying  down  the  rail  at  the  rate  of  one  mile 
per  day,  and  to  sh  >w  with  what  energy  the  work  is  progress- 
ing we  are  privileged  to  say  that  the  bridge  across  the  Con- 
awaga  River,  in  New  y/ork,  was  erected  in  the  short  space 
of  forty-days.  The  bridge  is  160  feet  span,  of  Howe'spatent 
truss,  contains  over  fifteen  tons  of  iron  and  400  perch  of 
stone  masonry.  The  masonry  was  completed  in  nine  days 
from  the  commencement.  Forty  days  since  the  timber  in 
the  bridge  was  growing  in  the  woods.  The  contract  for  the 
rolling  stock  has  been  made  sufficient  to  run  the  road  from 
the  New  York  and  Erie  Railroad  to  the  Sunbury  and  Erie 
Railroad  63  mile,  which  is  expected  to  be  ready  for  business 
by  the  1st  of  November. 


THE  LACROSSE  AND  MILWAUKEE  RAILROAD 
To  the  Editor  of  the  Jf.  Y.   Tribute. 

Sir  :  The  Receiver  of  this  road  has  issued  acircularshow- 
ing  the  position  of  the  affairs  of  the  Corporation,  and  ending 
with  a  strong  recommendation  to  the  parties  in  interest  to 
come  together  in  a  spirit  of  compromise,  and  close  up  all 
litigation  by  agreeing  upon  some  programme  through  which 
the  road  may  pass  into  the  hands  of  its  owners.  Now,  for 
one,  I  most  heartily  indorse  the  advice  of  the  Receiver,  and 
1  find  many  who  agree  with  me.  I  therefore  suggest  that  a 
meeting  of  the  holders  ot  all  the  differentclasses  of  the  secu- 
rities be  called.  Let  each  class  appoint  a  Committee,  which 
Committees  Shalt  meet  and  agree  upon  a  plan  which  they 
wiltjointly  recommend  for  adoption  to  all.  In  this  way,  and 
Id  this  way  alone,  can  an  eternal  litigation  be  avoided,  and 
the  whole  matters  in  controversy,  lam  confident,  be  sat- 
isfactorily adjusted  in  60  days1  time. 

Jul!/  9,  1360.  A  BONDHOLDER. 


CLEVELAND  AND  TOLEDO  R.  E 

The  stockholders'  meeting  of  the  Cleveland 
and  Toledo  Railway,  was  heid  at  Cleveland  on 
Thursday.  The  Board  of  Directors,  which 
last  year  was  increased  to  thirteen,  has  been 
reduced  to  nine  members.  President  Waring 
retains  the  management  of  the  Road.  From 
the  annual  report  submitted  at  the  meeting, 
we  take  the  following  statement  of  the  earn- 
ings and  expenditures  for  the  year: 

Gross  earnings  for  the  year  ending  May  1 ,  I860. $838,271   56 
Gross  earnings  for  the  yeareuding  May  1,  1859.  798,1  5  65 

Increase $35,1 15  71 

Running  expenses  for  the  year  ending  May  1, 

1860 $367,736  51 

Running  expenses  for  the  year  ending  May  1, 

1859 383.699  92 

Decrease 5 15,963  iB 

Showing  a  net  increase  for  the  year  of 
$51,078  93.  During  the  year  the  floatinV 
debt  has  also  been  decreased,  the  amount  of 
bills  payable  outstanding  June  1,  1800,  being 
less  than  on  June  1,  1859,  by  $72,524  01.  If 
from  the  expenses  of  the  last  six  months  the 
payments  were  deducted  that  are  not  properly 
chargeable  to  that  period  of  time,  and  which 
will  not  probably  again  occur,  the  net  earnings 
would  be  nearly  5  per  cent  per  annum  on  the 
capital  stock  of  the  Company. 

While  the  earnings  of  the  road  have  largely 
increased,  there  has  been  an  important  de- 
crease in  the  working  expenses.  The  follow- 
ing is  a  synopsis  of  expense  account  for  the 
past  three  years  : 

1857-8.  1828-9.  18.19-60. 

Fuel ? 31,36 1  48  $34,461   16  £28,467  .'.2 

Oiland  waste 13,176   15  7,764  94  7,633  59 

Employees 1:10,126  82  17.809   53  llO.e.iiili 

Loss  and  damage 11,128  65  6,215  50  5,681  06 

Bridge      road,    and 

building  repairs...  116,192  13  85,999  88  89,499  62 
Locomotive,   car,    k. 

mach'y  repairs-...  84,921  33  64.062  f>5  51,342  46 

Other  expenses 81,100  59  47.6.10  61  52.552  05 

Total $496,402  01      5383,699  77  $307,736  51 

The  cost  of  running  the  road  during  the 
past  year  has  been  44  per  cent,  of  the  gross 
earnings,  being  4  per  cent.Jess  than  the  pre 
vious  year. 

During  the  year  the  number  of  tons  of 
freight  carried  was  221,013,  being  an  increase 
of  76,125  tons  over  the  previous  year.  The 
average  price  per  ton  per  mile  was  2  12  100 
cents.  The  number  of  passengers  was  246,- 
478,  at  an  average  receipt  from  each  passen- 
ger of  $1  70  1-5.  The  average  distance  trav- 
eled by  each  passenger  was  $60  1-10  miles. 
The  passenger  receipts  have  decreased  from 
last  year,  principally  during  the  first  six 
months.  This  fact  is  owing  partly  to  the  low 
fare  ruling  at  the  time,  and  partly  to  the  steam- 
boat opposition  at  that  time  between  the  Buf- 
falo and  Toledo.  The  freight  receipts  have 
increased  $96,429  29. 

During  the  year  four  new  Howe  bridges  have 
been  built,  and  several  smaller  ones  repaired. 
The  repairs  to  the  track  have  required  34,500 
new  cross  ties,  575  tons  new  rolled  iron,  17 
tons  spike,  and  6,798  new  chairs;  6,464  rails 
have  been  repaired.  The  road  repairs  have 
cost  $71,606  20,  of  which  $23,133  82  was  paid 
to  the  Cleveland,  Columbus  and  Cincinnati 
Railway  for  repairs  on  the  joint  track  between 
Cleveland  and  Grafton,  leaving  only  $48,- 
472  38  chargeable  on  the  Cleveland  and  To- 
ledo Road  proper.  The  track  is  now  in  good 
order  and  proved  condition.  The  rolling 
stock  is  also  in  excellent  order,  and  increased 
in  value  since  the  last  annual  report.  The 
rolling  stock  now  on  the  road  consists  of  32 
locomotives,  35  passenger  coaches,  10  second 
class  cars,  4  mail   cars,  12  baggage   cars,  246 


box  and  freight  cars,  110  platform  cars,  and  3 
boarding  cars 

When  the  Northern  division  of  the  Cleve- 
land and  Toledo  Railway  was  in  operation, 
about  two  miles  of  the  Sandusky,  Dayton  and 
Cincinnati  Railway  track,  west  of  Sandusky, 
was  occupied  by  the  Cleveland  and  Toledo 
Railway  at  an  annual  rent.  On  the  abandon- 
ment of  that  division  the  Cleveland  and  Tola- 
do  Company  ceased  paying  the  rent.  Tin 
Sandusky,  Dayton  and  Cincinnati  brought  sui; 
in  the  Court  of  Common  Pleas  at  Sandusky  to 
compel  the  continued  payment  of  rent,  or  to 
make  the  Cleveland  and  Toledo  Company  bear 
a  proportion  of  the  expenses  of  originally 
constructing  the  track.  The  case  was  given 
to  the  Jury  on  the  20th,  and  decided  in  favor 
of  the  Cleveland  and  Toledo  Railway  Compa- 
ny. The  suit  of  the  Port  Clinton  Railway 
Company  against  the  Cleveland  and  Toledo 
Railway  Company,  to  compel  the  running  of 
trains  on  the  western  part  of  the  Northern  Di- 
vision, and  that  of  Penvsburgh  Ton  nship  to 
compel  the  construction  of  the  Cleveland  and 
Toledo  road  through  that  Township,  huve  been 
carried  up  to  the  Supreme  Court.  The  first  of 
these  cases  had  been  decided  in  Sandusky, 
in  favor  of  the  Cleveland  and  Toledo,  and  the 
latter  against  the  Cleveland  and  Toledo. 

It  is  stated  that  the  Company  have  been  of- 
fered 85  for  a  sufficient  amount  o)  honds  to 
pay  off  the  floating  debt. — N.    Y.   Tribune. 


EASTERNRAILWAY 

The  receipts  from  passengers  for  the  year 
ending  Mav  31st,  1860,  were  $516,870,  freight 
$140,609,  other  sources  $41,673;  total,  $699,- 
152.  Expenses,  $344,237.  Balance,  $354,914. 
Rent  of  Grand  Junction  road  and  interest, 
$125,271.  Net  earnings,  $229,643,  being 
$34,368  larger  than  the  net  of  the  previous 
year.  This  gain  has  come  from  increase  of 
business;  from  diminished  expenses  for  fuel 
in  the  use  of  coal,  although  the  miles  run  by 
trains  have  greatly  increased;  and  from  the 
constant  reduction  of  the  interest  account. 

Under  a  vote  of  the  Stockholders,  at  their 
Annual  Meeting  in  July,  1857,  it  is  made  the 
duty  of  the  Directors,  after  the  payment  of 
the  floating  debt,  to  provide  $75,000  out  of  the 
earnings  and  other  revenue  of  the  Company, 
to  pay  that  amount  of  funded  debt  due  each 
year,  and  then  to  declare  dividends  to  the 
Stockholders  from  the  remaining  balance  of 
net  income  The  floating  debt  is  now  fully 
paid;  all  bills  for  daily  working  expenses,  up 
to  the  31st  ult ,  the  time  of  making  up  the 
year's  accounts,  so  far  as  they  could  be  got 
in,  have  been  paid;  and  the  Corporation  has 
been  placed  in  a  condition  of  freedom  from 
the  embarrassment  of  floating  liabilities,  such 
as  it  has  not  experienced  for  many  years.  In 
addition  there  is  on  hand  available  cash  assets 
from  the  current  earnings  of  the  year,  the 
sum  of  $54,980  93. 

There  is,  in  addition,  notes,  not  immediately 
available,  but  well  secured  by  mortgage,  chief- 
ly on  lands  in  East  Boston,  to  the  amount  of 
$31,128  59;  and  also,  on  hand  and  paid  for, 
the  usual  supply  of  stock  in  the  repair  shops, 
fuel  and  materials  for  the  use  of  the  Road. 

In  the  Report  of  last  year  it  was  stated  that 
the  outstanding  bonds  c  f  the  Corporation  and 
its  other  liabilities,  excepting  the  income 
bonds  and  interest,  were  properly  to  be  con- 
sidered and  treated,  not  as  a  charge  upon  the 
ann"al  earnings  of  the  Road,  but  as  so  much, 
invested  as  permanent  capital,  to  be  funded 
anew  at  maturity  and  ultimately  converted 
into  stock,  inasmuch  as  stock  has  not  been 
issued  to  the  amount  of  the  cost  of  the  Road. 
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In  accordance  with  the  policy  therein  indi- 
cated, negotiations  have  been  entered  into  for 
the  renewal  of  the  bonds  due  in  1802,  amount- 
in"  to  $710,000,  which  were  issued  in  lieu  of 
stock  during  the  construction  of  the  newroiitb 
into  Boston,  and  an  arrangement  has  been 
made  on  satisfactory  terms,  by  which  the  prin- 
cipal holders  of  those  bonds  have  agreed  to 
exchange  them  for  similar  bonds  at  six  per 
cent,  payable  in  1872,  and  authority  will  ac- 
cordingly" be  asked  of  the  Stockholders  to  carry 
out  that  arrangement. 

The  following  table  shows  the  details  of  the 
annual  operation  : 

Passenger  earnings- $516,870 

Freight  earnings 1411,-609 

Miscellaneous  earnings 41.073 

Total  revenue- 609,152 

Total  expense 344,23-^ 

Net  revenue 324,1)15 

Percentage  of  expense  to  income 49.3 

Expenses  per  mile  run SI  .5 

Net  income  per  mile  run 84.  I 

Maintenance  of  way 894.530 

Expenses  per  mile 22.4 

Engine  repairs $29  497 

Itepairs  per  mile 0.97 

Engine  fuel $47,73-( 

Fuel  per  mile 1 1.30 

Car  repairs §32,09] 

Same  per  mile,  cents 7  7f 

Miles  run  by  by  pasileiiger  trains 2-6, 22j 

Miles  run  by  freight  trains 79,^lfo 

Miles  run  by  other  trains 56>1  '7 

Total  miles  run 422.3.'  I 

Passengers  carried  in  the  cars 1,459,842 

Tons  of  freight  carried 362,656 

The  following  figures  show  the  comparative 
operation  for  the  five  years  past: 

-Cost  miles  per  run  in  cents  for—, 


ill  I 


1856 
1857. 
1858. 
1859. 
186(1 . 


Miles 
run. 

360.5.1 

380,4'3 

300,532 

4111,997 

422.321 


Road 
repairs. 
18.70 
111.30 
16.32 
16.211 
16.88 


Eogine 
repairs. 
9  55 
9.  2 
7.34 
C.31 
6.1,6 


Car 
repairs. 
8.13 
7.14 
7.03 
6.74 
7.72 


Averages 338,171  13.39  7.84  7  35 

Earnings,  expenses  and  net  on  the  several 
internal  roads  for  the  year  : 

Earnings.  Expenses.  Net  inc. 

S'.uth  Blading $18,829  $22,625  loss. 

Essex  Railway 63,477  43,491  $14,982 

Gloucester  Branch 63,286  

Marblehead  Branch 21,727  

Salisbury  Branch   13,914  

SaugusBranch 12  350  

Total $327,805  

The  President  observes  :  "The  experiment 
of  burning  coal  in  our  engines  continues  suc- 
cessful, as  the  reduction  in  our  fuel  account, 
on  a  largely  increased  service,  makes  evident. 
We  have  now  thirteen  engines  running  with 
coal,  and  are  converting  the  remainder  into 
coal  burners  as  fast  as  they  come  in  for  re- 
pairs." The  Company  has  28  locomotives 
rated  as  worth  $6,030  each.  47  passenger 
cars  containing  2834  seats  and  having  440 
wheels,  valued  at  an  average  of  $1,132.  13 
baggage  cars  rated  at  $650  each,  and  416 
freight  cars  rated  at  $231  each.  Of  the  26 
engines,  13  are  coal  burners. 

The  Treasurer's  books  show  the  following 
financial  state : 

LIABILITIES. 
Capital  Stock,  28,534  shares $2,853,400 

71, null 

445,5110 

75,000 

75,000 

75(190 

75,000 

75,0^0 

75,0110 

75,00 

75.WI0 

75,0f0 

75X00 

75,000 

50.000 

3,577 

53,445 

75710 

93,000 

Total $5,028,581 


Bonds  due  in  1863 

Bonds  due  in  in  lo74 

Income  Bonds  due  I860.... 

Samejn  1-61 

Same  in  1362 

Batne  in  1833 

Same  In  1864 

Mass.  State  Bonds  due  1865 

Same  in  1866 

Samein   1867 

Same  in  1868 

Same  in  1869 

Same  in  1870 

Samein  1371 

Dividends 

Balances  due  other  Rosds. .. 

Front  and  Loss 

Interest  accrued 


ASSETS. 

Cost  of  Road  and  Branches $4,134,752 

Cost  of  Equipment 315,165 

Due  from  E-s~x  Railway •■ 264  102 

i'orUmouth  Bridge  Stock 32,1,00 

Materials  on  hand 36.131 

Real  Estate 84,375 

Notes  receivable 40,128 

Stocksand  Bonds 51,036 

Cash - 6.387 

Uncollected  Freight 64,5110 

Total $c,028,531 


The    "  Construction  ''  above,  is  made  up  as 
follows  : 

44.3  miles  Main  Line $3,125,131  77 


3.0 
13.1 

3.8 
8.4 

8.1 

80.6 
16.6 


Marb'ehead  Branch. 

Gloucester 

S  ilisbury 

S.iugus 

South  Reading...... 


55.843  05 
338.879  71 

79.1r9  38 
236.246  82 
299  4(id  36 


Cost  of  Mass.  Road  and  Branches.  .$4,134,752  09 
in  New  Hampshire 510,779  09 


97.3  miles.    Total  cost  of  Road... 


...44,645,531  50 


The  officers  of  the  Company  are  :  President, 
George  M.  Browne ;  Secretary  and  Treasurer, 
J  B.  Parker;  Superintendent,  J.  Prescott; 
Master  of  Machinery,  J.  Thompson. 


l!t\Y.  AND  NEW  HAVEN  RAILE0AD. 
SCHUYLER  FRAUDS. 

From  the  New  Vork  Railroad  Journal. 

There  appears  to  be  no  end  to  the  litigation, 
consequent  upon  the  fraud  of  Robert  Schuyler 
in  over-issuing  the  stock  of  the  New  York  and 
New  Haven  Railroad  Co.  The  case  now 
comes  before  the  courts  in  the  shape  of  a  suit 
brought  by  the  Railroad  Companv  in  the  Su- 
preme Court  of  New  York  to  cancel  the  stock 
over-issued  by  Schuyler  and  to  enjoin  the  hold- 
ers of  it  from  setting  up  any  claims  or  bring- 
ing any  suits  upon  it.  The  case  was  on  trial 
during  the  months  of  March,  April  and  May 
last,  at  a  special  term  of  the  New  York  Su- 
preme Court,  held  by  Justice  Ingraham,  who 
has  now  rendered  the  decision  of  the  Court. 

The  gist  of  the  decision,  as  understood  by 
us,  is  that  the  stock  over-issued  by  Schuyler, 
although  void  as  stock,  yet  that  those  who  paid 
money  on  the  faith  of  the  certificates  issued 
by  Schuyler,  or  upon  transfers  made  by  the 
officers  of  the  company,  have  a  right  to  re- 
cover damages  against  the  company  for  their 
losses.  The  reasons  upon  which  such  a  recov- 
ery may  be  sustained,  as  held  by  Justice  In- 
graham are,  the  acts  of  the  transfer  agent  in 
issuing  false  certificates,  and  allowing  false 
transfers,  and  for  negligence  of  the  company 
in  permitting  transfers  of  spurious  stocks  on 
the  books  oi  the  Company,  by  their  agents; 
permitting  the  books  of  the  Company  to  be 
used  for  the  purpose  of  committing  fraud  on 
others  who  were  desirous  of  purchasing  stock  ; 
informing  buyers,  who  applied  for  information 
in  regard  to  stock  before  they  paid  for  it,  that 
stock  had  been  transferred  on  the  books.  It 
will  thus  be  perceived  that  the  ground  of  ac- 
tion is  not  the  stock  per  se,  but  the  injury  re- 
sulting to  the  purchaser  of  the  stock,  who 
was  led  to  buy  through  negligence  of  the  com- 
pany; where  the  State  of  facts  exists,  his 
Honor  decides,  that  the  purchaser  of  the 
spurious  stock  has  a  remedy  in  damages 
against  the  company.  The  following  is  the 
decision : 

DECISION   OF   THE   SUPREME   COURT. 

Ingraham,  J. — This  action  was  brought  by 
the  plaintiffs  for  the  purpose  of  ascertaining 
whether  the  stock  held  by  the  defendants, 
either  in  whole  or  in  part,  was  spurious,  and 
if  so,  to  have  the  same  declared  void,  aud 
ordered  to  be  cancelled ;  and  also  that  the  de- 
fendants should  be  enjoined  from  prosecuting 


any  actions  then  pending  against  the  company, 
or  bringing  actions  to  enforce  same.  Such  of 
the  defendants  as  have  answered,  deny  that 
their  stock  is  spurious,  and  set  up  the  various  . 
grounds  on  which  they  claim  their  stock  to  ue 
valid,  and  in  many  instances  have  set  up 
counter  claims  for  damages  against  the  com- 
pany. In  disposing  of  this  case  the  main 
question  arises  as  to  the  proper  rules  to  be 
adopted,  in  order  to  ascertain  which  stock  is 
valid  and  which  is  spurious.  On  the  part  of 
the  plaintiffs,  it  is  claimed  that  no  transfers 
are  to  be  recognized  but  such  as  are  entered 
on  the  books  of  the  company;  that  the  issue 
of  a  certificate  of  stock,  or  an  assignment 
thereof,  did  not  vest  in  any  person  other  than 
the  holder  on  the  books  of  the  company,  any 
tilie  to  such  stock,  until  the  same  was  trans- 
ferred on  the  books  of  the  company;  that  all 
transfers  made  in  excess  of  stock  owned  by 
the  transferror,  and  all  certificates  of  shares 
not  held  by  the  party  named,  were  void;  that 
the  outstanding  certificates  did  not  prevent 
the  transfer  of  the  stock  represented  by  it, 
and  that  the  holder,  without  notice  to  the 
company,  obtained  no  rights  against  the  com- 
pany, until  such  notice  was  given ;  that  the 
company  might  waive  the  requirement  of  the 
by-law  calling  for  the  surrender  of  the  certifi- 
cate before  transfer ;  and  that  the  company 
are  in  no  respect  liable  for  the  acts  of  Schuy- 
ler or  his  representatives,  when  done  or  made 
in  transactions  not  authorized  by  the  company. 
On  the  part  of  the  defendants,  the  grounds  of 
the  defense  vary  according  to  the  particular 
interests  of  the  several  defendants,  which  it 
is  unnecessary  here  to  recapitulate.  The  first 
inquiry  is  as  to  the  effect  of  the  over-issue  by 
the  Schuylers  in  their  transfers  prior  to  Octo-« 
ber,  1853.  It  must  be  remembered  that  there 
was  uo  over-issue  of  capital  stock  at  any  time 
prior  to  that  date,  so  far  as  related  to  the 
whole  amount  of  stock  outstanding  on  the 
books  of  the  company.  The  excess  was 
in  the  account  of  Schuylers  alone.  If  there 
had  been  such  an  over-issue  at  that  time,  be- 
yond the  capital  of  the  company,  and  that  had 
not  been  remedied  by  calling  in  and  cancell- 
ing sufficient  stock  to  reduce  the  amount  down 
to  the  actual  capital,  such  false  stock  remain- 
ing on  the  books  would  undoubtedly  effect  the 
title  of  all  persons  to  whom  such  shares 
should  subsequently  be  transferred;  but  if  the 
whole  capital  of  the  company  was  nat  at  that 
time  exceeded  by  such  over-issues,  there 
would  be  nothing  to  prevent  the  company  from 
receiving  from  the  Schuylers  payment  for 
such  over-issued  shares,  or  a  satisfaction 
therefor,  either  by  a  retransfer  from  them  to 
to  the  company,  or  in  some  other  manner, 
by  which  the  company  could  recognize  such 
shares  as  valid,  and  treat  the  holders  thereof 
as  stockholders  of  the  company.  After  a  full 
review  of  the  case  the  Judge  considers  the 
following  facts  established : 

That  the  company  was  duly  incorporated  by 
the  Legislature  of  Connecticut  iu  1844.  That 
in  1846  the  Legislature  of  New  York  author- 
ized the  company  to  extend  their  road  to,  and 
unite  with,  the  Harlem  Railroad  Company  at 
Williamsbridge,  and  such  act  was  assented  to 
by  the  Legislature  of  Connecticut  the  same 
year.  That  in  pursuance  of  the  charter,  the 
Board  of  Directors  attempted  to  obtain  sub- 
scriptions for  the  capital  stock  of  the  compa- 
ny, which  attempt  failed.  That  afterward, 
about  October,  1846,  a  formal  subscription 
was  made  by  certain  persons  to  the  capital 
stock  of  the  company,',  amounting  to  24,400 
shares,  exclusive  of  the  subsequent  increase, 
o  nwhich  a  payment  of  one  dollar  per  share 
was  made.     That  a  Board   of  Directors   was 
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elected  on  the  19th  May,  1846,  and  the  com- 
pany was  then  duly  organized.  That  on  the 
same  day,  the  Directors  organized  their  body 
by  electing  Robert  Schuyler,  President.  That 
on  the  10th  November,  1846,  the  Board  re- 
solved to  make  up  the  capital  stock  to  25,000 
shares,  anil  passed  a  resolvtion  providing  for 
a  further  subscription  and  distribution  thereof, 
together  with  9,680  shares  placed  by  the  former 
subscribers  with  the  President  of  the  company 
for  distribution,  and  directing  the  same  to  be 
offered  for  sale  and  distribution  on  terms  pre- 
scribed by  them  in  the  resolution.  That  vari- 
ous subscriptions  were  afterwards  obtained, 
by  which  the  whole  of  such  stock  was  sub- 
scribed for.  That  such  subscriptions  were  re- 
cognized by  the  company,  although  not  ob- 
tained in  the  mode  specified  in  the  act  of  in- 
corporation, by  the  resolutions  passed  Dec.  31, 
1846.  That  subsequently,  in  August,  1851, 
the  Board  of  Directors  agreed  to  increase  the 
capital  stock  to  30,000  shares,  and  directed 
the  same  to  be  apportioned  among  the  then 
existing  stockholders,  as  standing  on  the  stock 
ledger  for  the  dividend  payable  on  15th  Au- 
gust, 1851,  a  dividend  was  declared  and  paid 
to  the  stockholders  on  the  books  of  the  com- 
pany, according  to  the  stock  ledger,  which 
comprised  all  the  stockholders  then  holding 
stock  on  the  books  of  the  company,  as  per  ex- 
hibit No.  29,  at  which  time  R.  &  G.  L.  Schuy- 
ler were  recognized  as  holders  of  854  shares. 
That  such  distribution  was  accordingly  made, 
and  the  5,000  shares  were  so  distributed  and 
taken  by  such  stockholders,  except  sixty-eight 
shares,  which  were  fractions  of  shares,  not 
taken  by  those  who  were  entitled  thereto,  and 
which  remained  undisposed  of.  That  Robert 
Schuyler  was  appointed  transfer  agent  at  New 
York,  J.  G.  Sheffield,  at  New  Haven,  and  J. 
E.  Thayer  &  Brothers,  at  Boston,  by  resolu- 
tions of  the  Board  of  Directors  on  3d  Febru- 
ary, 1847.  That  the  stock  so  subscribed  for 
and  distributed,  appears  to  have  been,  in  most, 
if  not  all  cases,  transferred  by  one  of  the 
transfer  agents,  on  behalf  of  the  company,  to 
the  subscribers.  That  there  were,  at  all  times, 
transfers  made  to  the  transfer  agents  on  the 
books  of  the  company,  for  the  account  of  the 
company,  and  the  stock  so  transferred  was  af- 
terwards disposed  of  by  such  agents.  That 
ten  shares  of  stock  taken  by  George  Peck 
were  declared  forfeited  on  4th  May,  1853,  and 
a  resolution  then  passed  authorizing  the  Pres- 
ident to  sell  the  same,  and  also  the  68  shares 
of  the  stock  not  taken  in  fractional  shares,  by 
the  subscribers,  so  as  to  make  the  whole  capi- 
tal stock  30,000  shares.  That  George  W. 
Whistler  was  appointed  Vice  President  on  10th 
August,  1853,  and  resigned  31st  May,  1854. 
That  prior  to  the  distribution  of  5,000  shares 
in  August,  1851,  the  farm  of  R.  &  G.  L.  Schuy- 
ler, by  transfer,  had  caused  an  over-issue  of 
stock  in  their  stock  account  to  a  large  amount, 
and  exceeding  1,000  shares  above  the  number 
of  shares  that  had  been  transferred  to  them 
previous  to  such  overissue.  That  it  does  not 
appear  in  what  manner  such  over-issues  were 
remedied,  but  that  on  the  17th  of  October, 
1853,  Schuyler's  stock  account  balanced  with 
four  shares  to  their  credit.  That  at  all  times 
previous  thereto,  the  stock  ledger  account  al- 
ways balanced  with  the  stock  issue  by  the 
company,  so  that  at  no  time  previous  thereto 
was  there  an  issue  by  the  company  or  its  agent 
of  more  stock  in  the  aggregate  than  thirty 
thousand  shares,  That  at  that  date  R.  &  G. 
L.  Schuyler  had  outstanding  certificates  signed 
by  R.  Schuyler,  transfer  agent,  for  7,042  spu 
rious  shares  of  stock  for  which  no  transfer 
had  been  made  to  them  on  the  books  of  the 
company.     That  in  October,  1853,  R.  &  G.  L. 


Schuyler  commenced  an  over-issue  of  shares 
by  transfer,  and  between  that  time  and  the  4th 
of  July,  1854,  there  were  transfers  of  spurious 
shares  made  by  them  up  to  that  date  on  the 
transfer  books  of  the  company  amounting  to 
17,497  shares,  and  certificates  also  outstand- 
ing in  their  name  for  shares  for  which  no 
transfers  existed  on  the  books  to  1,648  shares, 
making  the  whole  amount  of  ove-issued  stock 
by  transfer  and  by  certificate  19,145  shares. 
That  these  shares  and  certificates  are  claimed 
by  the  defendants  in  part,  and  by  others,  as 
will  appear  by  the  statement  hereto  annexed. 
That  the  over-issue  of  stock  was  originally 
made  in  some  cases  by  transfers,  when  there 
was  no  stock  standing  to  the  credit  of  the 
Schuylers,  and  in  ether  cases  by  the  issue  of 
certificates  for  stock  when  no  such  stock 
was  owned  by  them,  accompanied  with  an  as- 
signment and  power  of  attorney,  authorizing 
a  transfer,  and  then  in  most  cases  such  stock 
was  subsequently  transferred  on  the  books  of 
the  company  by  the  attorney,  excepting  in  the 
cases  of  1,648  shares  pledged  by  tH>  parties 
to  whom  the  certificates  were  issued  as  secur- 
ity and  not  transferred  on  the  company.  That 
in  some  cases  the  certificate  when  issued  was 
a  certificate  for  valid  stock  held  by  R.  &  G.  L. 
Schuyler  at  the  date  of  its  issue;  and  after 
the  same  was  issued  that  R.  &  G.  L.  Schuyler 
transferred  on  the  books  of  the  company  such 
shares  without  surrendering  the  certificates. 
That  the  transfers  were  all  made  in  books  kept 
by  the  company,  which  were  regularly  num- 
bered prior  to  the  book  being  used  for  the  pur- 
pose of  transferring,  and  in  some  cases  trans- 
fers were  made  by  the  Schuylers  as  well  as 
others  of  shares  which  were  transferred  to 
them  either  on  the  same  or  subsequent  day — 
such  transfers  in  some  cases  being  for  the 
same  number  of  shares,  and  in  others  for 
amounts  of  different  quantities,  and  the  trans- 
fers made  by  them  were  sometimes  numbered 
of  a  later  number  than  that  by  which  they  re- 
ceived the  stock.  That  the  company  provided 
rules  for  transferring  stock,  as  set  out  in  the 
complaint,  by  which  rules  it  was  provided  that 
all  transfers  should  be  made  in  the  books  of 
the  company,  and  that,  all  certificates  of  stock, 
which  should  have  been  issued,  must  be  sur- 
rendered prior  to  a  transfer  of  such  stock 
beiug  allowed  on  the  books  of  the  company. 
That  in  most  of  the  cases  in  which  th<?  defend- 
ants have  appeared  and  answered,  proof  has 
been  furnished  to  show  that  such  defendants, 
on  receiving  the  transfers  and  certificates, 
either  paid  value  for  the  stock,  if  purchased, 
or  made  loans  thereon,  in  good  faith,  and 
without  knowledge  of  the  frauds  or  over  issues 
of  Schuyler,  and  without  any  grounds  sufficient 
to  cause  suspicion  thereof.  That  in  the  case 
of  Kyle,  it  does  not  appear  that  he  had  paid 
any  value  to  Schuyler  ibr  the  stock  issued  to 
him,  but  it  is  shown  that  the  Mechanics'  Bank 
loaned  money  to  Kyle  upon  the  said  certifi- 
cates, and  had  a  transfer  to  them  of  part  of 
the  stock.  That  in  many  of  the  cases  the  de- 
fendants, before  paying  for  their  stock,  or  ad- 
vancing money  thereon,  made  or  caused  to 
be  made  application  to  the  officers  or  clerks 
in  the  employ  of  the  company  to  know  if 
stock  had  been  transferred  to  them,  and  were 
informed  that  such  transfers  had  been  made, 
and  that  they  then  paid  or  advanced  money, 
relying  on  such  information  from  the  agents 
of  the  company.  That  in  all  such  cases  the 
defendants  have  sustained  damage  from  the 
acts  of  the  officers,  clerks,  or  agents  of  the 
plaintiffs.  .  That  Robert  Schuyler  failed  on  or 
about  the  3d  day  of  July,  1854,  and  then  com- 
municated to  the  Board  of  Directors  that  diffi- 
culties  existed  as  to  the   stock,  and  referred 


them  to  the  stock  ledger  as  containing  much 
that  was  wrong.  That  up  to  that  time  there 
is  no  evidence  of  any  actual  knowledge  by 
any  of  the  Directors  of  any  fraudulents  acts 
on  the  part  of  Schuyler  in  the  performance  of 
his  duties  as  transfer  agent.  That  such  frauds 
were  committed  both  as  transfer  agent  of  the 
company,  in  giving  false  certificates,  and  per- 
mitting false  transfers  on  the  books  of  the 
company,  as  well  as  a  stockholder  of  the  com- 
pany, as  one  of  the  firm  of  R.  &  G.  L.  Schuy- 
lar,  in  making  transfers  and  obtaining  certifi- 
cates from  the  company  for  more  shares  than 
they  held  on  the  books  of  the  company.  That 
a  proper  examination  of  the  books  by  the  Di- 
rectors would  have  enabled  them  to  discover 
the  frauds  which  were  perpetrated  by  Schuyler, 
and  that  the  Board  of  Directors  were  guilty 
of  negligence  in  not  making  such  examina- 
tions, and  in  leaving  the  entire  charge  and 
control  of  the  transfer  of  shares,  and  giving 
certificates,  with  Schuyler,  without  making 
such  examination.  The  law,  as  applicable  to 
these  facts,  I  find  as  follows,  viz: 

1.  The  stock  of  the  company  being  limited 
to  30,000  shares  by  the  charter  of  the  com- 
pany, it  was  not  in  the  power  of  the  Board  of 
Directors,  by  any  resolution  or  act  of  such 
Board,  to  increase  the  number  of  shares  be- 
yond that  amount. 

2.  If  the  directors  could  not,  by  their  own 
act,  increase  the  number  of  shares  beyond 
30,000,  they  could  not  delegate  to  their  agent, 
either  directly  or  indirectly,  authority  to  make 
such  increase. 

3.  If  neither  the  Board,  nor  its  agents  act- 
ing under  its  authority,  could  do  an  act  by 
which  the  capital  stock  could  be  increased,  no 
act  of  negligence  or  misconduct  on  the  part 
of  such  agent  could  effect,  by  any  liability  for 
such  acts,  what  the  company  could  not  do  di- 
rectly. 

4.  Consequently  the  doctrine  of  estoppel 
can  not  be  applied  to  give  validity  to  what 
would  be  an  illegal  act,  or  to  prevent  the  com- 
pany from  setting  up,  in  answer  to  a  claim  to 
such  stock,  that  the  same  is  void,  being  issued 
in  excess  of  capital. 

5.  By  this  I  mean  that  no  one  can  be 
estopped  from  refusing  to  do  an  illegal  act; 
but  that  an  estoppel  can  only  operate  in  favor 
of  a  party  injured,  where  there  is  no  provis- 
ion of  law  forbidding  the  party  against  whom 
the  estoppel  is  to  operate  from  doing  the  act 
which  is  sought  to  be  carried  out  through  its 
operation. 

6.  The  doctrine  of  estoppel  is  only  availa- 
ble to  the  party  for  whom  it  was  designed,  and 
does  not  operate  in  favor  of  a  stranger  to 
whom  the  representation  was  not  made,  and 
is  not  applicable  to  this  case  excepting  as 
hereafter  stated. 

7.  That  no  legal  title  passed  to  any  one  who 
received  from  the  owner  a  certificate  of  shares 
of  stock,  issued  by  the  company,  with  a  trans- 
fer endorsed  thereon,  even  though  the  person 
to  whom  such  stock  was  delivered  advanced 
money  on  the  receipt  thereof,  but  the  party 
receiving  the  same  only  acquired  an  equita- 
ble title,  valid  against  the  party  named  in  the 
certificate  to  compel  a  transfer  of  such  shares 
on  the  books  of  the  company,  while  the  same 
remained  in  his  name  thereon. 

8.  By  the  law,  and  by  the  statute  of  Con- 
necticut passed  1849,  such  an  assignment  is 
not  valid  against  any  but  those  making  it  and 
their  representatives,  and  such  law  operates 
upon  all  transfers  of  the  stock  of  the  company 
whether  in  Connecticut  or  New  York. 

9.  A  transfer  on  the  books  of  the  company 
for  value,  to  a  bonu  fide  holder,  would  pass  to 
him  the  shares  so  transferred,  although  at  the 
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time  the  transferror  had  a  certificate  in  his 
name  outstanding  for  the  same,  which  he  did 
not  surrender  at  the  time  of"  transfer. 

10.  The  fact,  that  the  owner  had  pledged 
the  certificate  to  a  third  party,  aa  security  for 
money  borrowed,  without  notice  to  the  com- 
pany thereof,  would  not  affect  such  transfer, 
or  the  title  of  the  transferree,  to  the  stock  so 
transferred. 

11.  A  transfer  by  a  person,  who  at  the  time 
held  no  shares  on  the  books  of  the  company, 
passed  no  title  to  any  shares  of  stock  in  the 
company. 

12.  Such  a  transfer  conveys  no  title  to 
stock  subsequently  acquired,  and  could  not.be 
made  good  by  a  transfer  to  the  person  making 
the  same  of  subsequently  acquired  stock. 

13.  Stock  received  and  transferred  on  the 
same  day,  should  in  equity,  be  considered  as 
received  before  it  was  transferred,  although 
the  numbers  of  the  transfer  may  be  such  as  to 
make  the  transfer  to  him,  unless  t  was  proven 
that  such  transfer  was  made  prior  to  the  one 
by  which  the  stock  was  assigned  to  the  trans- 
ferror. 

14.  The  by-laws  of  the  company,  requiring 
a  surrender  of  the  certificate  before  making  a 
transfer,  is  not  binding  on  third  persons  so  as 
to  affect  their  rights  or  deprive  them  of  their 
property. 

15.  Stock  transferred  under  a  power  of  at- 
torney attached  to  a  certificate,  which  power 
also  contained  an  assignment  of  the  shares, 
and  authority  to  transfer  the  said  shares,  did 
not  authorize  the  transfer  of  any  shares  ac- 
quired after  the  date  of  the  power. 

16.  Such  transfer  could  only  operate  to 
transfer  stock  held  by  the  person  named  in 
the  certificate,  and  power  at  the  date  of  the 
power;  and  if  such  stock  was  previously  trans- 
ferred by  him,  no  title  would  pass  under  the 
transfer  of  the  attorney  to  any  stock  subse- 
quently acquired  by  such  person. 

17.  In  the  case  of  a  certificate  and  power  of 
attorney,  held  by  the  party  to  whom  it  was 
pledged  without  making  a  transfer  on  the 
books  of  the  company,  the  same  rule  should 
be  applied.  Such  certificate  and  power  would 
entitle  the  holder  to  an  equitable  title  to  any 
valid  stock  held  by  the  person  named  therein 
of  the  date  of  the  power,  if  he  continues  to 
hold  such  stock  to  the  present  time;  but  if  all 
the  stock  held  by  the  party  at  the  date  thereof 
has  been  sold  by  him,  then  the  certificate  has 
ceased  to  be  of  any  value  and  should  be  can- 
celled. 

18.  That  the  company  having  permitted  R. 
&  G.  L.  Schuyler  to  sell  stock  covered  by  cer- 
tificates when  there  was  stock  standing  to 
their  credit  sufficient  to  cover  such  certificates, 
is  bound  to  make  good  such  certificates  to  the 
extent  of  any  shares  owned  by  the  company, 
within  the  capital  stock  of  the  company,  and 
that  the  seventy-eight  shares  of  the  company 
unsold  should  be  applied  to  the  satisfaction  of 
the  oldest  outstanding  certificate  of  that  char 
acter. 

19.  That  the  defendants  who  have  received 
transfers  of  spurious  stock  by  the  acts  of  the 
transfer  agent,  or  certificates  of  spurious  stock 
from  the  transfer  agent  of  the  company,  with- 
out knowledge  or  ground  of  suspicion  of  fraud 
or  irregularity,  and  have  advanced  money 
thereon,  are  entitled  to  recover  damages 
against  the  company  in  a  proper  action. 

20.  That  the  defendants,  who  have  been  mis- 
led by  the  acts  or  negligence  of  the  officers  of 
the  company,  and  have  advanced  money  in 
consequence  thereof,  are  entitled  to  recover 
damages  against  the  company  in  a  proper  ac- 
tion. 

2 1.  That  persons  holding  certificates  of  stock, 


valid  when  they  were  issued,  accompanied  by 
an  assignment  and  power,  on  which  they  have 
advanced  money,  may  recover  damages  against 
the  company  when  such  certificates  have  been 
rendered  of  no  value  by  the  allowance  of 
transfers  on  the  books  of  the  company, 
without  requiring  the  surrender  of  the  certifi- 
cates. 

22.  That  such  damage  can  not  be  recovered 
in  this  action  by  way  of  counter  claim. 

That  the  following  rules  must  be  adopted,  aa 
to  the  separation  of  the  stock  : — 

1.  The  certificates  are  to  be  rejected  where 
a  transfer  of  the  stock  or  shares  ,  mentioned 
therein  has  been  made  on  the  books,  and  the 
certificates,  with  power  attached,  have  ceased 
to  be  of  value,  where  all  the  stock  held  by 
the  party  at  the  date  thereof  has  been  trans- 
ferred. 

2.  That  the  tranfers  on  the  books  of  the 
company  are  to  be  held  valid,  even  without  the 
surrender  of  the  certificate  at  the  time  of  the 
transfer. 

3.  Ths#trantfers  only  convey  the  legal  title 
to  stock  held  by  the  party  at  the  time  of  ma- 
king the  transfer. 

4.  That  transfers  made  on  the  same  day  on 
which  the  stock  is  received  are  valid  and  con- 
vey the  title,  although  the  transfer  to  the  party 
is  entered  in  the  transfer  book,  on  a  transfer 
of  a  prior  number  than  that  by  which  he  re- 
ceived the  stock,  provided  the  date  of  both 
transfers  is  the  same. 

5.  That  transfers  by  power  of  attorney  can 
only  convey  stock  held  by  the  party  executing 
the  power  of  attorney  at  the  time  of  its  execu- 
tion, and  in  the  absence  of  any  other  proof  the 
date  of  the  power  must  be  taken  at  such  time. 
If  there  is  no  date  to  the  power  and  no  proof 
of  its  execution,  the  date  of  the  transfer  by  the 
attorney  must  govern. 

6.  If  all  the  stock  held  at  the  date  of  the 
power  has  been  transferred  by  the  party  giving 
the  power,  before  the  attorney  makes  the 
transfer,  no  stock  would  pass  under  such  trans- 
fer, and  the  same  is  to  be  disregarded. 

7.  The  same  rule  must  be  applied  to  out- 
standing certificates  and  powers,  where  no 
transfer  has  been  made  by  the  attorney,  and 
where  an  equitable  title  exists  in  the  holder 
of  the  same,  and  if  all  stock  held  by  the  party 
giving  the  power  at  the  date  thereof  has  been 
transferred,  such  power  and  certificate  cease 
to  be  of  any  value,  and  no  stock  can  be  trans- 
ferred thereby. 

Here  follows  a  list  of  the  names  of  persons 
claiming  stock,  by  transfers  or  otherwise, 
which  is  declared  to  be  spurious,  and  amounts 
to  17,752  shares. 

The  following  certificates  of  stock  held  by 
defendants,  which  were  issued  byR.  Schuyler, 
transfer  agent,  in  the  na.ne  of  R.  &  G.  Schuy- 
ler, subsequent  to  October  IS,  1853,  aud  which 
were  so  issued  fraudulently,  there  being  no 
stock  held  by  them  at  the  time  of  giving  such 
certificates,  are  declared  to  be  void,  and  are 
ordered  to  be  cancelled,  and  the  holders  there- 
of to  be  restrained  by  injunction  in  like  man- 
ner as  before  directed,  viz  : — 

Certificate  No.  4,110,  for  one  hundred  aud 
twelve  shares,  claimed  by  C.  Sagory  &  Co., 
dated  10th  November,  1853 

Certificate  No.  4,163,  for  seventy-five  shares, 
claimed  *by  Jacob  Surget,*  of  November  10, 
1853. 

Certificate  No.  4,448,  for  lOOshares,  claimed 
by  C.  Sagory  &  Co.,  of  27th  March,  1854. 

Certificate  No.  4,563,  for  65  shares,  claimed 
by  Jas.  G.  King's  Sons,  of  19th  April,  1854. 
'Certificate  No.  4,936,  for  20  shares,  claimed 
by  Jas.  G.  King's  Sons,  of  4th  May,  1854 


Certificate  No.  4,693,  for  125  shares,  claimed 
by  Jas.  G.  King's  Sons,  of  16th  May,  1854. 

And  the  following  certificates  cf  stock, 
issued  prior  to  October  18,  1853,  for  stock 
which  was  then  held  by  R.  &  G.  L.  Schuyler, 
and  were  at  the  time  certificates  of  good  stock, 
and  which  were  afterwards  rendered  of  no 
value  by  the  transfer  of  the  same  stock  on  the 
books  of  the  company  by  R.  &  G.  L.  Schuyler, 
are  declared  to  be  of  no  value,  and  are  order- 
ed to  be  cancelled,  and  the  holders  thereof  are 
to  be  restrained  by  injunction  in  like  manner 
as  before  directed,  viz: 

Certificate  No.  2,106,  claimed  by  Carpenter 
&  Vermilyea,  for  50  shares,  of  the  date  of  2d 
April,  18  il. 

Certificate  No.  2,737,  claimed  by  Jacob  Sur- 
get,  for  110  shares,  of  the  dateof  18th  October, 
1851. 

Certificate  No.  3,447,  claimed  by  Jas  G. 
King's  Sons,  for  100  shares,  of  the  date  of  Oct. 
7,  1852. 

Certificate  No.  3,534,  claimed  by  Jacob 
Surget,  for  110  shares,  of  the  date  of  Dec.  11, 
1852. 

Certificate  No.  3,724,  claimed  by  C.  Sagory 
&  Co.,  for  160  shares,  of  the  date  of  13th  Mav, 
1853. 

The  following  defendants  who  have  appear- 
ed and  answered,  have  not  been  shown  to  be 
the  holders  of  spurious  stock.  On  the  con- 
trary, the  stock  held  by  them  has  been  found 
good,  according  to  the  rules  adopted  by  the 
court,  and  as  to  them  judgment  must  be  ren- 
dered in  their  favor,  with  costs; — R.  H.  Ar- 
kenburgh,  Anna  Maria  Clarkson,  A.  B.  Davis, 
John  H.  Dykers,  Alfred  S.  Fraser,  Lorenzo 
Hull,  William  H.  King,  John  M.  Knox,  George 
M.  Mead,  Wm.  H  Rogers,  A.  D.  Wyckoff, 
Rush  Tuller,  J.  H.  Whitson,  and  Charles 
Wright. 

The  defendants,  Duncan.  Sherman  &  Co., 
having  disclaimed  any  title  to  the  stock  stand- 
ing in  their  name,  and  disclosed  the  name  of 
the  owner,  no  judgment  can  be  rendered  as  to 
them,  and  the  complaint  against  them  is  dis- 
missed with  costs. 

As  to  the  costs  of  the  other  parties,  plain- 
tiffs and  defendants,  no  costs  are  awarded  to 
either  but  the  judgment,  as  far  as  rendered  in 
favor  of  the  plaintiffs,  is  without  costs. 


BRIDGES  IN  PHILADELPHIA. 

THE    PENNSYLVANIA    RAILROAD    BRIDGE     ACROSS 
TEE   SCHUTLK.ILL   RIVER. 

Contracts  for  the  masonry  in  the  abutments 
and  piers  of  the  Pennsylvania  Railroad 
bridge  which  is  to  cross  the  Schuylkill  river 
between  the  U.  S.  Arsenal  and  the  U.  S.  Naval 
Asylum,  about  one  mile  from  Market  street, 
have  been  entered  into,  and  the  work  will  be 
prosecuted  with  vigor  to  completion. 

There  will  be  three  spans  over  the  water-wav 
of  the  river,  of  180  feet  each,  in  clear  between 
the  masonry;  the  middle  span  will  turn  on  a 
pivot  or  center-piece,  and  therefore  afford  two 
open  passages  for  vessels ;  in  the  eastern 
abutment  there  will  be  an  arched  way  over  a 
street  which  winds  along  the  river  front;  from 
hard  bottom  in  the  river  channel,  to  high  wa- 
ter mark,  the  distance  is  35  feet;  between  low 
water  mark  and  the  hard  bottom  upon  which 
the  foundation  of  the  masonry  will  be  laid,  by 
means  of  ooffer  dams,  there  are  16  feet  of 
water  comprising  the  navigable  stream,  upon 
13  ft.  of  loose  gravel,  sand  and  mud,  compos- 
ing the  river  bed. 

There  will  be  5,600  cubic  yards  of  masonry, 
of  which  a  large  portion  will  be  below  the 
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Water  surface ;  the  stone  selected  is  granite, 
from  Cape  Ann,  for  furnishing  which  the  con- 
tract has  been  allotted  to  Barker,  Wright  & 
Co. ;  for  the  construction  of  the  masonry,  in- 
cluding preparation  of  foundations,  the  con- 
tract has  been  allotted  to  Chapman,  Simpson 
&  Wilhelm,  of  Maueh  Chunk. 

The  masonry,  or  work  of  preparation  for 
the  superstructure,  will  be  commenced  imme- 
diately. 

Of  the  superstructure  the  details  have  not 
been  fully  arranged;  the  material,  however, 
will  be  iron. 

The  river  bridges  across  the  Schuylkill, 
within  the  consolidated  city,  will  soon,  in 
number  and  variety,  be  sufficient  to  constitute 
a  gallery  of  bridge  views,  for  some  of  the 
structures  are  attractions  in  themselves,  whilst 
the  scenery  near  them  is  unsurpassed  in  com- 
binations of  urban  and  rural  objects. 

Of  all  the  bridges  in  the  United  States  that 
we  have  ever  seen — and  we  have  seen  many — 
there  is  not  one  that,  in  our  eyes,  combines  so 
much  of  the  solid,  the  durable,  and  the  pic- 
turesque, as  the  askew-bridge  of  six  or  seven 
arches  (we  forget  which)  built  of  stone  by  the 
Philadelphia  and  Reading  Railroad  Company, 
across  the  Schuylkill  at  Laurel  Hill,  and 
forming  a  veritable  permanent  way  across  the 
river,  for  their  coal  trains. 

Concerning  the  two  river  bridges  across  the 
Schuylkill  above  Laurel  Hill — one  at  the 
Falls,  the  other  at  Manayunk — there  is  little 
to  be  said,  except  that  the  latter  has  on  one 
side  a  towing  path  which  is  indispensable  to 
the  Schuylkill  canal,  whose  first  lock  is  at  that 
place. 

Below  Laurel  Hill,  first  in  order,  is  the  long 
and  wide  covered  bridge  at  the  foot  of  the 
abandoned  inclined  plane,  built  by  the  State, 
and  now  owned  by  the  Philadelphia  .and 
Reading  Railroad  Company,  who,  over  it, 
have  a  most  convenient  entrance  into  the  cen- 
ter of  the  city,  at  Broad  and  Callowhill  streets. 
This  bridge  has  two  compartments,  one  occu- 
pied by  two  tracks  of  the  Philadelphia  and 
Reading  Railroad,  the  other  being  used  for 
common  travel.  It  is  a  massive  and  imposing 
structure,  the  masonry  particularly  being  of 
the  first  class. 

Next,  we  come  to  the  Girard  Avenue 
bridge,  which,  upon  a  most  beautiful  site,  and 
where,  too,  taste  should  have  been  displayed, 
it  is  most  remarkable  for  its  ugliness  and  for 
the  rascalities  perpetrated  in  its  erection. 
This  is  a  free  bridge,  but  an  eye-sore. 

Below  Fairmount  Dam,  the  Wire  Bridge 
spans  the  tidal  channel,  the  light  structure  of 
its  foot  and  wagon  way,  and  its  curving  cables 
sweeping  down  in  a  semi-circle  from  the  stone 
towers  upon  its  abutments,  presenting  the  ap- 
pearance of  gracefulness  and  beauty,  and 
imparting  pleasure  to  the  many  strangers  who 
daily  see  it  for  the  first  time. 

At  Market  street,  the  Pennsylvania  Rail- 
road crosses  the  Schuylkill  on  a  substantial 
structure,  with  two  tracks;  upon  it,  also,  the 
West  Philadelphia  Passenger  Railroad  crosses 
with  two  tracks,  on  which  vehicles  have  a  free 
passage,  in  addition  to  which  there  is  a  free 
footway  on  either  side  of  the  bridge. 

At  Gray's  Ferry  the  Schuylkill  is  crossed 
hy  the  Philadelphia,  Wilmington  and  Balti- 
more Railroad,  on  a  bridge  which  has  a  draw, 
and  over  which,  in  a  separate  compartment, 
the  public  have  a  free  right  of  way,  purchased 
from  the  R  R.  Co. 

At  Penrose  Ferry,  near  the  mouth  of  the 
Schuylkill,  a  new  toll  bridge  is  about  being 
completed. 

Here  are  nine  bridges  across  the  Schuylkill, 
in  the  city  of  Philadelphia;  and  to  this  num- 


ber the  city  is  about  to  add  a  permanent  cast- 
iron  bridge  at  Chestnut  street;  and  the  Penn- 
sylvania Railroad  Company  an  iron  draw- 
bridge at  a  point  further  south,  to  carry  a  lo- 
comotive line  to  the  Delaware  river  wharves. — 
Register. 


English  Care  to  Protect  Passengers. — 
The  English  certainly  show  an  affectionate 
care  for  the  safety  and  convenience  of  railway 
passengers,  and  they  sometimes  carry  this  to 
a  point  which  is  quite  surprising.  The  records 
of  the  courts  show  a  variety  of  these  cases.  A 
gentleman,  by  a  mistake  in  the  time-table, 
missed  a  connecting  t<ain  to  a  town  where  he 
had  important  business.  He  brought  a  suit 
against  the  company  for  the  detention,  and  re- 
covered damages,  the  Court,  (Lord  Campbell 
on  the  bench). holding  the  railroad  responsible, 
although  the  time-table  contained  a  disclaimer 
of  any  guaranty  against  delay,  or  the  unpunc- 
tual  arrival  or  departure  of  the  train.  The 
English  Courts  have  also  substantially  decided 
that  in  actions  for  the  recovery  of  lost  or  mis- 
carried luggage  or  baggage,  every  article  lost 
may  be  included  in  the  estimate  of  the  damage, 
excepting  merchandise,  or  materials,  bought 
for  the  purpose  of  being  manufactured  or  sold 
at  profit. 

Railroads  have  been  held  responsible,  also, 
for  parcels  received  by  them  to  be  carried  be- 
yond the  limits  of  their  lines.  If  they  book  or 
enter  the  parcels  to  a  particular  place,  not  on 
their  line,  or  with  which  they  do  not  connect, 
they  are  liable  for  losses  or  injuries.  Another 
decision  is  still  more  amiable  to  the  traveler, 
for  he  can  not  be  made  to  pay,  when  he  has 
no  ticket,  any  more  than  he  has  actually  tra- 
veled, instead,  as  is  commonly  supposed,  for 
the  whole  length  of  the  route. 

These  discisions,  of  which  we  have  made  a 
summary  from  an  English  source,  whether  ap- 
plicable or  not  to  this  country,  as  our  courts 
shall  decide,  show  a  proper  spirit  on  the  part 
of  the  British  Government,  and  a  commendable 
disposition  to  protect  railway  travelers.  This 
can  only  be  done  by  a  rigid  system  of  laws, 
enforced  ridgidly  as  to  the  minutest  particulars. 
Of  all  despotisms  none  more  needs  constant 
supervision,  or  can  make  itself  more  generally 
inconvenient,  than  a  railway  corporation  un- 
principled enough  to  maltreat,  misuse  and  take 
advantage  of  the  helplessness  of  those  who 
choose  that  mode  of  travel. —  Oin.  Enq. 


A  City  Railroad  to  be  Constructed  Under 
Ground  in  London. — A  London  paper  contains 
a  description  of  the  tunnel  now  building  under 
the  streets  of  London,  for  the  purpose  of  con- 
necting the  city  with  a  series  of  railways  at 
the  north  of  the  Thames.  To  have  a  railway, 
after  the  American  fashion,  passing  through  a 
densely  populous  district,  and  crossing  on  a 
level  and  over-crowded  thoroughfare,  was  con- 
sidered utterly  out  of  the  question.  Therefore, 
the  plan  was  resorted  to  of  avoiding-  the  sur- 
face altogether,  leaving  that  to  the  ordinary 
local  traffic  and  travel,  and  going  entirely  un- 
der the  city  with  all  the  passenger  and  freight 
trains.  The  tunnel  was  constructed  by  making 
an  open  cut  from  the  surface  of  the  street  down 
the  distance  required,  building  the  archway, 
and  then  replacing  the  surface — a  cheaper 
mode  than  tunneling.  The  work  has  been 
contracted  for,  and  is  now  in  progress.  The 
company  engaged  in  it  have  a  capital  of 
$4,250,000,  in  shares  of  $50  each. 
,  To  avoid  any  annoyance  from  smoke,  or  the 
combustion  of  fuel  in  the  tunnel,  the  traffic  is 
to  be  worked  by  light  locomotives  of  a  novel 
and  ingenious  construction.      They  have  no 


fire-box,  but  will  be  charged  with  hot  water 
and  steam  at  a  certain  pressure,  to  be  supplied 
by  fixed  boilers  at  the  termini,  and  will  be  fur- 
nished with  a  large  heater  to  assist  in  main- 
taining the  required  temperature.  It  is  be- 
lieved that  each  locomotive  can  be  supplied 
with  power  sufficient  to  run  the  whole  tunnel 
distance.  The  tunnel  is  expected  to  be  fiuished 
and  in  working  order  by  1802. — Enq. 


Southwest  Branch. — We  learn  that  the 
track  is  laid  down  and  cars  running  on  the 
Southwest  Branch  to  St.  James,  fromerly  call- 
ed Jamestown.  The  road  is  not  yet  open  for 
travel  to  that  point,  but  will  be  in  a  few  days. 
It  is  thought  the  track  will  not  be  laid  to  Dil- 
lon before  the  10th  or  15th  of  August.  This 
will  be  in  time,  however,  for  the  merchants  of 
the  southwest  to  ship  their  fall  goods  by  this 
road,  and  from  what  we  can  learn,  they  intend 
doing  so.  There  will  be  ample  accommoda- 
tion at  Dillon  for  storing  goods;  and  we  are 
assured  that  the  want  of  storage  at  Knob  View 
has  prevented  many  merchants  from  shipping 
on  this  line. 

The  whole  line  from  Dillon  to  the  crossing 
of  the  Big  Piney,  thirty  miles  is  under  contract, 
and  hands  are  at  work  on  the  whole  route,  but 
the  work  that  is  being  pushed  to  completion 
with  the  greatest  speed,  stops  at  the  mouth  of 
Little  Pines.  A  friend  estimates  the  whole 
number  of  laborers  employed  at  from  one 
thousand  to  one  thousand  two  hundred. 
This  force  is  constantly  increasing,  and  new 
contractors  are  making  ready  to  commence 
their  work  between  Little  Piney  and  the  valley 
of  the  Roubidoux.  The  tunnel  contractors 
are  on  the  ground  and  will  commence  in  a  few 
days.  Messrs.  Denton  and  Gullett,  who  have 
a  contract  for  four  miles  running  up  Big  Piney, 
are  working  about  one  hundred  hands  at  pres- 
ent, and  intend  increasing  their  force  a3  fast 
as  the  work  is  laid  out. 

Every  one  connected  with  the  road  speaks 
with  certainty  of  its  completion  to  Little  Piney 
within  the  next  twelve  months,  and  the  pros- 
pect is  fair  that  it  will  cross  Big  Piney  in  a 
short  time  thereafter. — Springfield  (Mo.,)  Ad- 
vertiser. 


B@f  The  fifth  mortgage  bonds  of  the  Erie 
Railroad  Company  have  been  foreclosed  and 
the  sale  will  take  place  November  20th,  at  the 
Merchants' Exchange.  This  foreclosure,  which 
is  probably  the  final  step  in  the  reorganization 
of  the  Company,  authorized  by  acts  of  the  New 
York,  New  Jersey  and  Pennsylvania  Legisla- 
ture, is  rendered  easy  and  agreeable  to  all  the 
interests  involved,  inasmuch  as  arrangements 
are  understood  to  have  been  made  for  the  final 
redemption  of  that  part  of  the  past  due  second 
mortgage  bonds  amounting  to  about  $2, 000, 000, 
the  holders  of  which  have  insisted  upon  prompt 
payment  in  cash  of  principal  and  interest.  It 
is  understood  that  the  Company  under  the  new 
organization,  is  to  be  known  as  the  Erie  Rail* 
road  Company. 


The  Pittsburg  Bonds — A  New  Proposi- 
TI0N  __We  are  reliably  informed  that  the  last 
grand  jury,  during  its  session,  had  under  con- 
sideration, two  propositions,  or  resolutions — 
first,  to  raise  by  subscription  a  sum  sufficient 
to  pay  the  incidental  expenses  of  the  County 
Commissioners  during  their  incarceration,  and 
second,  to  make  the  limits  of  the  jail,  so  far 
as  they  (the  Commissioners)  were  concerned 
co-extensive  with  the  boundaries  of  the  county' 
provided  the  Sheriff  would  consider  them  in 
his  custody.  The  first  proposition  did  not 
meet,  with  much  favor,  but  the  second  was 
adopted  unanimously. — Pittsburg  Dispatch. 
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MONETAEY  AND  COMMERCIAL- 

No  new  feature  hag  been  presented  in  the  mon^y  market 
during  the  week  past,  and  the  quiet  state  of  thinps  hereto- 
fore noticed  still  continues.  The  demand  is  moderate  and 
the  supply  of  capital  amply  sufficient  to  meet  the  wants  of 
the  present  dull  slate  of  trade.  First  class  paper  having 
now  more  than  60  days  to  run  is  done  for  customers,  at8@ 
0,  and  9(i  day  paper  at  I0@12.  Should  the  foreign  demand 
for  bread  stulTs  prove  to  he  a  real  want,  there  will  no  doubt 
be  full  employment  for  all  the  capital  that  this  market  can 
furnish,  to  aid  in  moving  produce  to  the  sea-board.  Two  or 
three  weeks  will  settle  this  question. 

Eastern  Exchange  is  in  full  supply,  but  without  any 
change  in  rates. 

Bt'YINO.  SKLLTNO 

New  York  si^ht STjSj,      prem.      f@4    prem. 

Boston 35  prem.      -jl@i    prem. 

Philadelphia 37  prem.      #@s    prem. 

Bil'-timor'e 30@3o  prem.      \®\    prem. 

New  Orleans >i@l    dis       par  @-i     dis. 

American  Guld '-'5  prem.     40@45  prem. 

Missouri  funds  are  bought  at  1  per  cent.  dis.  and  Illinois 
and  Wisconsin  at  1£. 

The  N.  Y  Stock  Market  is  shown  by  the  following  re- 
marks of  the  Commercial  Advertiser  of  Saturday,  it  says, 
'■The  rise  in  stocks  throughout  the  week  now  closing  has 
been  both  decided  and  general,  and  the  actual  transactions 
of  the  last  three  or  four  days  reflect  a  degree  of  confident 
speculation  which  gons  ahead  of  the  sprinsr  movement  of 
April  and  May,  and  nearly  equals,  in  the  prices  obtained, 
the  revival  in  Sfepieuibtff  of  last  year.  The  following  is  a 
fair  Index  of  the  fluctuations  since  this  day  week  : 
Last  High-  Low- 
Saturday,    est.  est.    To-day 

New  York  Central «>}  8-f*  8;  84 

R-ading 'iH  43£  4H  4f>| 

Brie 10*  2.*  19$  2»J 

Hudson  River 4Pj  fit)  40  4uJ 

Michigan   Central 49  54  49i  52* 

Michigan  Southern 14  IK  14 J  18 

Michigan  S.  guaranteed. .    3nfr  3F-i  32  !  7i 

Illinois  Central  Scrip 01$  (>i  $  (>3i  GGfr 

Galena  and  Clicapro 66*  (>?*  (St;  G7* 

Cleveland  and  Toledo 3[:f  35f  32}  3fi* 

Chicajrot  Hock  Island...  ?U  "3J  ?l|  73f 

Panama 126*  127*  1  G£  127J 

■Pacific    Mail QHJ  9  *  91  91} 

Delaware  and  Hudson 97  97  Odi  96* 

Harlem 12*  14*  12*  14* 

Harlem  preferred ^\  42  39*  41* 

Chicago.  Hurl.  &  Quin...  75*  70  70*  76* 

Milwaukee  &  Miss 6  7  G  7 

Our  domestic  produce  markets  are  thus  commented  upon 
by  the -Pr/cc  Current^:  "Flour  has  *  broken  down  ?  badly 
during  the  week,  and  the  market  has  ruled,  as  usual,  quite 
Irregular.  There  has  been  little  or  no  demand,  and  toward5 
the  close  the  receipts  of  new  being  rapidly  increasing,  hold" 
ers  let  prices  down  fully  59c  per  brl.  to  induce  buyers  to 
come  fonvard,  but  they  did  not.  showing  that  faith  in  this 
article,  as  an  investment,  is  lost  at  anything  like  present 
prices,  and  it  is  clear  that  further  material  concessions  must 
be  made  before  there  will  be  courage  to  buy  freely.  Super- 
fine is  saleable  for  CK'tober  delivery  at  $4,50;  but  in  view 
of  the  present  state  of  affairs  regarding  the  crops  iu  England, 
speculators  are  afraid  to  enter  into  contracts  at  this  rate. 
Extra  family,  made  out  of  new  white  wheat,  was  offered  at 
$5 last  evening,  without  sales.  Wheat  has  been  quite  un- 
settled also.  Millers  were  holding  back  and  not  willing  to 
pay  $1@J,05  for  the  best  red  and  white,  which-are  below 
the  views  of  holders  fully  5  cents.  At  the  close  a  demand 
sprung  up  from  millers  in  the  northern  portion  of  this 
State,  and  they  took  choice  samples  at  $1,05@$],10.  The 
market,  however,  is  in  a  mo3t  unsettled  state,  and  can  not  be 
depended  on  for  more  than  a  day,  just  now.  Corn  has  been 
offered  more  freely,  and  declined  to  43c.  We  understand 
that  old  corn  is  selling  on  the  Wabash  at  25@30c.  Oats  de- 
clined to 33c,  under  large  receipt*,  in  the  beginning  of  the 
week,  but  again  advanced  to  37c.  Rye  7.5c.  Barley  nomi- 
nal, nothing  doing,  and  no  demand  sufficient  to  establish 
prices.  Whisky  steady  at  17c  all  the  week,  but  closed  dull. 
The  receipts  are  light,  but  fully  equal  to  the  demand." 

Cincinnati  Stock  Market.— Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  [his  city  at  the 
following  rates : 

BONDS. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  6  per 
cent 86* 

Covington  and  Lexington  R.  R  Co.  First  Mort- 
gage Bonds,  7  per  cent 83 

ovington  <fc  Lexington  R.   R.  First  Mortgage 
Bo  ads,  0  per  cent 72* 

Covington  &  Lexington   R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent. 73 


Indianapolis  Sc  Cincinnati  R.   R.  first  Mort- 
gage Bonds   7  per  cent 85 

Indianapolis  &  Cincinnati    R.   R.  Co.,  Second 

Mnrtgasre,  7  per  cent.  Bonds 75 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 

Mortgage,  7  per  cent.  Bonds 98 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds.  7  per  cent 85  and  int. 

Ohio   &    Mississippi   R.  R.  Co  ,  Construction 

Bonds,?  per  cent 16 

Dayton   and   Western   R.    R.,  First   Mortgage 

Bonds,  7  p-r  cent 60 

Dayton  and  Western  R.   R.   Second  Mortgage 

Bonds.  7  per  cent 45 

Citv   of  Cincinnati,  Municipal  Bonds,  G  per 

cent ...  94 

City  of  Cincinnati.  Railroad  Bonds.  6  per  cent.  S5 
City  of  Cincinnati,  Wharf  Bonds,  6  per  cent..  82* 
STOCKS* 

Cincinnati,  Hamilton  At  Dayton  R.  R 75 

Little  Miami  K.  R -     ^3* 

Columbus  &  Xenia  R.   R S3 

Indianapolis  &  Cincinnati  R.  R 42 

Ohio  &  Mississippi  R.  It '* 

Farmer's  Bank  of  Kentucky,  Kx.  Div 120 

Northern  Bank  of  Kentucky.  Ex.  Div 125 

Ohio  Life  Insurance  &  Trust  Co/s  Certificates.    15 
Ohio  &  Mississippi,  Trustees  Scrip 12 

The  London  Times  of  the  4th,  thus  notices  American  se- 
curities : 

In  the  Colonial  market  there  has  been  a  reaction  of  GraDd 
Trunk  of  Canada  to  2P@24£.  The  ordinary  bonds  closed  at 
5ti@(i0,  and  the  preferences  to  9i  @.02.  Great  Western 
share?  declined  to  W*@.]  i*.  In  American  Railway  Securi- 
ties the  shares  of  the  New  York  and  Erie  improved.  Cana- 
dian Loan  HHI  bonds  and    £@3  p.  m.  scrip. 

American  Railways,  &.c.  Closing  Priceb. 

Maryland5s 93^@  9> 

United  States  5s,  1874 92i@9:-»* 

Virginia  5s 79  &  81 

Virginia  6s 81  @  83 

Illinois  Central  0s,  IP75 77  @  79 

Illinois  Central  7s,  187-j 82  @  31 

Illinois  Central  Frecland 91  @  93 

Illinois  Central  SHU)  shares,  §70  paid dis.  42  @.  4ll 

Illinois  Central  all  paid 55  @  60 

Michigan  Central  3s,  186' 90  @  92 

Michigan  Central  Convertible,  1869 37  @  89 

Michigan  Con.  $H»»  shares 46  @  50 

Michigan  Central  Sinking  Fund  8s   18H2 87  @  89 

Michigan  So.  and  N.  Indiana's,  1885 63  @  65 

Michigan  So.  and  N.  Indiana  $100  shares 9  @  13 

New  York  Central  Gs,  1883 84  @  86 

New  York  Central  7s,  1864 92  ®  94 

New  York  Central  7s.  1876 94  @  96 

New  York  Central  $100  shares 74   @  76 

New  York  and  Erie  7s,  1?G7 89  @  91 

New  York  and  Erie  2d  Mtg.,  1859 84  @  86 

New  York  and  Krie  3d  Mtg.,  1883.  assented 74  @  76 

New  York  and  Erie  Bonds,  1852.  '71,  '75 42  @  78 

New  York  and  Erie  shares,  assented 17  @  18 

Pennsylvania  Central  Gs 87  @  89 

Pennsylvania  Central  2d  Mtg 91  @  93 

Philadelphia  Central  $50 shares 36  @  38 

Philadelphia  and  Reading  6s,  I860 78  @  80 

Philadelphia  and  Reading  6s.  ISt'0 70  @  75 

Philadelphia  and  Reading  S5U  shares 18  ©  22 


Jg^*  The  Lebanon  Springs  Railroad  Com- 
pany obtained  an  act  from  our  State  Legisla- 
ture, passed  on  the  12th  of  April,  1860,  ex-' 
tending  the  time  for  completing  their  railroad 
under  their  charter  two  years  from  the  pas- 
sage of  the  act.  The  original  charter  author- 
izing the  construction  of  the  road  was  passed 
8th  March,  1853.  and  amended  24th  June,  of 
the  same  year.  The  Company  was  thereupon 
organized,  and  proceeded  to  buy  the  rights  of 
way,  &c,  and  about.  20  miles  of  the  grading  is 
done,  leaving  32  miles  yet  to  be  completed 
(the  road  being  altogether  52  miles  in  length). 
This  road  commences  and  connects  with  the 
New  York  and  Harlem  Railroad  at  Chatham 
Four  Corners,  and  runs  north  52  miles  through 
a  most  beautiful,  rich  and  populous  country, 
until  it  connects  at  Benningtou  with  the  Wes- 
tern Vermont  Railroad  and  other  roads  in  a 
direct  line  to  Montreal,  Canada.  The  impor- 
tance of  this  railroad  is  clearly  manifest,  con- 
necting the  trade  from  the  City  of  New  York 
over  the  New  York  and  Harlem  Railroad  with 
Canada  by  a  straight  line  of  railroad  commu- 
nication all  the  way.  It  is  surprising  that  this 
road  has  not  long  since  been  completed,  con- 
sidering the  great  advantages  it  possesses  by 
its  connection  with  two  such  important  rail- 
way lines,  which  will  give  to  it  a  fruitful 
source  rf  revenue  from  those  roads  in  freight 
and  passengers,  beside  its  own  local  travel. 


Eastern  Texas  Railroad. — The  organiza- 
tion of  this  road  took  place  at  Woodville,  Ty- 
ler county,  on  the  18th  inst.  The  following  Di- 
rectory was  chosen: 

For  Rusk  county,  Wiley  Harris,  Allen  Bird- 
well  and  W.  W.  Morris.  For  Nacogdoches 
county,  H.  H.  Edwards  and  James  R,  Arnold; 
for  Tyler  county,  R.  R.  Neyland;  for  Jefferson 
county,  Chas.  H.  Alexander,  and  Samuel  H. 
Witmer  and  Geo.  W.  Cochran,  residents  of 
Cincinnati,  Ohio. 

The  following  officers  were  elected  by  the 
Board  of  Directors : 

H.  H.  Edwards,  President;  W.  W.  Morris, 
Vice  President;  J.  H.  Muckelroy,  Treasurer; 
John  Forbes,  Secretary ;  Sam.  H.  Witmer, 
General  Superintendent;  Benjamin  F.  Marsh, 
Chief  Engineer. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 


nAILROAI5S. 


On  and  after  MONDAY,  June  11,  I860,  Trains  will  de- 
part as  fallows : 

6:<>0  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Lojransport,  Dayton,  Greenville,  Union  &,c. 

7:;iU  A.  M.  Express.—  From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot— Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittshurg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Be'lair  and  Bcnwood;  and  via  Columbus,  del  air 
and   Pittsburgh  ;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney.  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accnmmo  ation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

]0:iiO  A.  M.  Express.— From  Little  Miami  Depot— 
Connects  via  Columbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express-Frora  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield.  Urbaua  and  Belle- 
fontiine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  ali  poiuU 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De- 
pot;  for  Hamilton  and  all  way  stations;  connects  at  Ham- 
ilton fo<-  Oxford,  <fcc. 

4:0(1  P-  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  "Way  Stations ;  also  for 
Springfield. 

6:<U1  p.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express— From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton,  Sprinsrfield.  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Siduey,  Lima.  Fort  Wayne  and 
Chicago ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond   Logaosport,  etc. 

11:00  P.M.  Express-— From  Little  Miami  ""Depot— Con- 
nects via  Columbus.  Steubenville  and  Pittsburgh;  Tia 
Columbus,  Crestline  and  Pittshurg ;  via  Columbus  and 
Cleveland,  via  Columbus.  Bellair  and  Benwoodf  and  via 
Lolumbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Burnet  House  ;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices. 

GEO.    H.    KNIGHT  &    BROTHER, 

Patent   Attorneys, 

N.  E    Corner  Vine  &  4th. 
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W,  G.  HYNBMAN'S 


Patent  Portable  Forge  and  Pdl'jws, 

TH  ESE  FORGES  are  superior  to  all  (\\>w*tuT  lrnild 
ers  of  railroads,  mines,  quarries,  gunamitfas,  Iock- 
smiths,  machine  shops,  boiler  makers,  0'aa  filters  and 
mathematical  and  opiical  insirument  makers.  Tney 
are  the  only  forge  made  that  can  De  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cyli filler,  under  the  fire  bed.  They  can  he  put  up  In  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
Forces  will  address  VV.G.  HYNOMAN, 

ap^3  41  East  Second  street.  Cincinnati, O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 

ins 


SHORTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets'. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:4?  A.  M.,  Chicago  at  8  P.  M. 

11-50  P.  M.— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.M. 

6.00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  changeof 
cars. 


~tEJF"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Laurenceburg  &  Indianapolis* 

DCS"  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TH^OUG^  TTCKETS. 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner.  North-west  corner  Broadway  and 
Front  Streets;  No.  J  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  :»ll  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 


CINCINNATI,   WILMINGTON, 

AND   ZANESVILLE 
371  -A.  I  X_»  DE^    <Z»  _A_  X>  . 

Two  daily  trains,  at  6  A.  M  .".nd  6  P.  M.,  from  Little  Mi- 
ami Depot,  Kast  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains— Arrive  at  Cincinnati  at  8  A.  M.  and 
*An  1>.  M. 

Through  and  Local  Tickets  for  sale  at  DepoUi  \  Ticket 
Offices  of  Little  Miami  JRoad. 

W  O.YD,         eiTe> 


RAILROAD  IRON. 

THE  undersigned.  A  gents  for  the  Manufacturers,  are 
prepared  to  contract  to  deliver  free  on  board,  at 
shipping  portsin  England, or  at  ports  of  dischaarge  in 
theUnitedstates.Rai1s"fsuperioiqualUy,and  of  weight 
ofpattern  as  may  be  required. 

VOSE, LIVINGSTON  <fc  CO. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street. 

T,  F.  RANDOLPH  &,  BRO, 

Mathematical    Instrument  Makers 

o.liT       est  Gtl»  St.  bet  Wa.  nut  &   Vine 

CINCINNATI  O 

G RE 'AT  NATIONAL  ROUTE  TO 


BALTIMORK.rHILADKIMIIA,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City. 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columhus  on  the  West. 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South.- West   and   North  "West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.New  York  and  Boston. at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLKEPJNG  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points.  • 

Business  Mtn  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  iis  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusiveTelegraph  lines;  its  large  amount  of  Double  track; 
its  fine  Hotels,  (under  the  surveillance  of  the  Company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

UTP  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P    SMITH,  Master  'transportation,  B.  £  O.  R.  R. 

J.  II.  SULLIVAN,   Gen.  West.  A?t..B.%  O  R   II. 
L.  M.  COLE.   Gen.   Ticket  Ant.*   B.  &■  0.  R.  R 
H.  J.  .1EWETT.  Preset  C.   O.  R.  R. 
J.  W.  BROWN.  Oev    7fc-ft#i \  Jigf..,  G.   0.  R.  R. 


G.    W.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description, 

WITH    PROMPTNESS    AND    FIDELITY. 
Having  bad  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad    men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
bestquality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurancetnat 
no  pains  will  be  spared  to  ffive  entire  satisfaction  ir. 
al   ase*.  6 


IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7inches  outside  diameter,  cut  to  definite  length 
as  required . 
WllOUGHTIKOJI   WELDED   TUBES, 
From  %  to  5  inches  bore,  with  Screw  and  SocketCon- 
■cctions.    T'u.L's,  Stops,  V«lves,  Flanges,  etc.,  etc 
AVurekounc,  209  South  Third.  St., 
PHILADELPHIA,  |  ».ug 

Stephen  morris,  chah.  wheeler,  jr. 

tu08.  t.  tasker,  jr. ,  a.  p.  m.  task£r. 


W.  HARVEY'S  SATETY  JOINT 

For    Coupling    the    Ends    of  "  T'     Bail 

IPATEUTSD,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rnil.  Fig-  1  Is  a 
view  of  outside  plaie  0,  whn  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  thfl  rails,  so  that  it  may  form  an  unbroken  healing  for  the 
wheels,  as  they  pass  the  square  extremities  of  the  rails. 
This  plate  may  be  of  such  form  us  to]  fill  up  the  recess  in 
tfce  side  of  the  rail,  between  the  head  and  base,  or  only  to 
benratrainst  the  hnad  and  upon  the  base,  leaving;  an  oppn 
space  between  it  and  the  neck  of  the  rail.  The  list  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  the  chair,  as  shown 
in  Fig.  3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  protect 
laterally  beyond  the  head  of  the  rails,  jr  it  would  interfere 
withte  shegeHanof  the  wheels.  Ai.tl  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  railB, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C.  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  toneues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  to  cenfine  the  plate  0.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  thfl 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  T).  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails;, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cnn  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues^ 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  h>ck  the  plates  firmly  together,  so  that  " 
her  can  move  without  the  other. 


Anothergreatadvantageia,  the  allowance  which  iemade 
for  expansion  and  contraction  between  the  tongues  and 
slot:  :n  the  rails,  so  t  hat  they  can  not  shove  together,  as  in 
the  sentmode  of  fastening  them — each  joint  acting  in« 
dependent  of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of.  rails,  wheels 
and  axles,  preventing  the  loss  of  life  and  destruction  of 
property,  and  saving  at  ieast  fifty  percent,  onthewearo 
the  rolling  stock  of  the  road. 

W.    HARVEY,    INVEKTOB    AJfD  PilRKTEB 

41  Jefferson -street,  Albany, 
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THE    RAILROAD    RECORD. 


PKOSSER'6   PATENT 

OR  J  GIN  A  L    LA  P-  WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROA1   KIVD  TO  BAD. 


FATEKTT 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATER    SUPPLY,    ACIDS,    ETC. 

SOI-.K    IMl'ORTKRS. 

Pkosskiom  pa'«  isnrr  suiti-Acr:  con- 
DFWMIU^  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauges, 3-cutter  drills,  courser- 
sinks,  txibz  end  cutting  bare,  expanders,  tube  scalers, 
elect  wireand  w/iulebonebruslies,  pall  lever  wrenches, 
t'vbes — plain  or  enameled,  Bcreweil  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes.  Slcel  for 
Pollers.  TIIOS.   PKOSSKK  &   SON, 

__  S7jan.  28  Piatt  Street,  New  York 

It.  a.  LOBDELL.        H.  S.  M'COMBS.       Ti.  P.  BUSH. 

BUSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  B.  K.  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Extent 

F    tt  THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR     WITHOUT     AXLES 

WHEELS  FITTED 

To   Hammered  or    Rolled    Axles, 

In  the  best  manner,  ulthe  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


an2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  fiUIOEI 

For  Post-Masters  and  Business  Men. 

CONTAINING 

J.  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post-  Offices;  Rates 
ef  foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, <fec.,  dtc» 

COMPILED  BY  ~E.  PENROSE  JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE   FOLLOWING  CERTIFICATE. 
U.  S.  Blank  Agency,  Cincinnati  Post-Office, J 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
i3  .   Penrose  Jones,  Esq-,  late  Assistant  Post-Master  of  the 
i     ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
nVr  sources,  and  contains  the  most  complete  list  of  Post- 
tfnees.  especially  of  the    Western,   North* Western,  and 
Bouth-Western  Sta:es,  yet  published. 

MAHLON  H    MEDARY, 
Ajj&ni  and  Inspector  of  Planks,  &c.,for  P.  O.  Depart. 

The  book  makes  an  aciavo  pamphlet  of  abont  100  pages. 
Th£  entire  matter  is  kept  standing  in  type,  and  as  the  com 

5 iter  is  promptly  advised  of  '&\\  Sew  Offices,  Ghangesar.it 
Regulations  of the  Department,  the  information  is  corrocted 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Odsekvk,  That  this  list  is  arranged  by  States  and  Coun 
»es,  making  it  especially  valuable  to  business  men.  No 
Ifmilar  arraugement  has  been  published  sinne  1856.  There 
are  3UU0  mure  ofbees  in  this  thai  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

]Tr  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty -five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $].00,  or  Twelve 
Copies  for  $2.i)G» 

Address,  C  S.  WILLI TAMB 

^    ,  1U4  Walnut  Street, 

Kttar.ttlQ  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


WM,  NITITINEK  <V  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati, Ohio, 
BRANCH   OFFICES: 
Louisville,  Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  0., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  price*  ; 
and  to  meet  the  demand  for  a  oood.  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

fifty-Fire   Dollars. 

The  elegance,  speed,  noiselessness  nnd  simplicity  of  the 
Machine,  the  beauty  and  strencth  of  stitch,  heing  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
h~ow  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  8am  machine,  and  warrant  it  for  three 
years. 

JO3  Send  or  call  for  a  circular,  containing  all  particu- 
larsrprices,  testimonials,  etc. 

fehl2.  WM.  SUMNER  fc  CO. 

1~~~OSini  ^csrs  No*  '   Knilvoad  Spikes,  5}  by  i»-16th 
,  &\J\J    Corby,  Gossin  &  Co.'s  make,  for  sale  very 
tow  by  TRACER  &  MJBERY, 

7  Public  Landing 

GEO.  D.  WINCHELL  &  BRO., 

172  Elm  Street,  bet.  4th  and  hth, 
CINCINNATI,  O. 
Sole  Manufacturers  of  McOowan'  e  double  Actios 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners,  and  the  put } 
licgenera.lj'  to  these  Pumps 
as  the  best  Hump  now  in  u»e 
and  acknowledged  by  all  wi.c 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion.  compact, durable  and  not 
likely  to  get  out  of  order;  wef 
adapted  for  StcaniDoats,  Kail 
road  Water  Stations  Distille 
riea,     Breweries,    Furnace* 
j  Mines,  Rolling  Mills,  Pape 
Mills,  Factories,  Wells,  CU 
terns,£'  p.tionary  Kite  Engines, Garden  Engines  and  l\ 
all  purposes  whore  a  Pump  can  be  used.   Also,  for  for- 
cing a  large  body  of  water  to  a  groat  height  or  distance 
rapidly. 

Also.McGowan  sPatentBall  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c,  HoseCouplins 
Lead  Copperand  Gas  Pipef  urnished  atthe  leweetma  * 
kel  prices. 

Full'Mul  perfect  atisfactionguaranteed in  allcases, 
wheu  properly  put  up  according  to  directions. 

Orders  than  kfu  I)  >■  received  andpronjpUyfiUedat  the 

Bhorteet  nonce. 

SILVER    AlEDAij      (The  highest   prize)  awarded 

eee  pumpsandSteam  *"UDtPing  Engine  at  tb    late  Fa 

Ooio  iivciiuuics'  Institute  Juuf^ld,  IBM  — .j 


Street  and  Other  Kailroad  Iron. 

WOOD,  MORRELL  &  CO..  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
oth^r  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag-4,  m.0. 

*  FREEDOM  IRON  COMPANY, 

MAXTTFACTUTERS   OF 

LOCOMOTIVE    TYEE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Miiflin  Co.,  Penn, 

JOHX  A.  WRIGHT,  Snp»t, 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal. Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  .  June9. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


Leave  Albany.  Arr.  Buffalo.   An-.  S.  Br* 

Steamboat  Exp..  7t0i.  M.  1  00  p.  m.      7  (in  p.  m- 

Wail O.OOa.b.  1-J.50  a.  M. 

New  York  Exp. .1115  a.  M.  9.00  p.  M 

Night  Exp 5.0H  p.  M.  4.00  a.  M. 

UticaAccom'n..  6  nil  p.  m.    Ar.  V.  10.00  p.  h 

N.Y.Mail 11.15p.m.  lfl.0"  a.  m.    10.00  a, 

Leave  Buffalo.  Leave  Bridge.    Ar.  .*  lb 
New  York  Exp..  5.15 


9.00  r. 

4.1)1)  A. 


Steamboat  Kxp..  6.00  a.  m. 

Wail 

Cle\  eland  Exp..  6.PH  P.M. 
Cincinnati  Exp. 11.110  p.  K. 
UticaAccom'n.. 


5.15 

8.WI  A. 


6.00  p. 
ll.uup. 


3-3U  p. 
8  00  p. 
2.30  p. 
4.40  a. 
P.30  a. 
10.00  A. 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Lor omotiv 
equal  in  efficiency  and  durability  to  the  Des>  Easte 
manufacture.   Also,  Shaping  and  Slotting  Machine* 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
foT^ingand  casting  done  at  short  notice  .  Also,  bolts  fo 
bridges  cu    with  dispatch. 
h  °  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  ot  Col.  E.  W, 
ITIOK.GAIV9  a  distinguished  graduate  oi  West  Point 

and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  o  I  study  is  that  taught  in  the  best  Colleges 
hut  more  extended  in   Matbemalics,  Mechanics,   Ma 
chines, Construction, .Agriculturalt'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accoropaniedby  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Eugineering.  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means, and  objectofProfessioiialpreparation.  both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges., $10J 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  **  Military  Institute 
Franklin  Spriug6.K.y.  "or  theundersigned. 

*      6  '  P.  DUDLEY. 

Freeldentofti   Boar 
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OINOIN  NATI; 
TTJiursetay  Morning-,    July  2G,  1860. 

THE  RAILROAD  RECORD, 

PVBL1SBED  EVERY  THURSDAY  MO R2TI KG, 

BY  "WRIGHTSOTT  &  CO. 
OFFICE -No.  16V   "Walnut   Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  I3s.  6d.  ($3)  payable  in 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, §1  00 

"        "        per  month, 3  00 

"        "        six  months, 12  00 

"       "        per  annum, 20  00 

"'    column,  single  insertion, 5  00 

"        '•        per  month, 10  00 

"        "        six  months, 40  00 

'•       "        perannum, 80  00 

"    page,  single  insertion, 15  00 

"        »■■        per  month, 25  00 

"        •'         sutmonths, 110  00 

«'       "        perannum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS; 

If  suhscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
oponsihle  until  they  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible, 

Subscriptions  and  Communications  addressed  to 
WEIGIITSON  &  CO., 

Publishers  and  Proprietors. 

JIT?3  The  European  Agent  for  the  Railroad  Record 
s  Mr..  Frederic  Algar  of  the  London  Provincial  and 
Colonial  Newspaper  Advertisement  Office,  No.  11  Cle- 
ments Lane,  London,  England 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

Railroad  Map. — The  new  edition  of  the 
Railroad  Map,  published  by  Sage  &  Sons,  of 
Buffalo,  N.  Y.,  has  just  made  its  appearance. 
The  publishers  of  this  work  exhibit  praisewor- 
thy energy  in  their  efforts  to  furnish  the  public 
with  a  reliable  Railroad  Map  of  the  country 
fully  up  to  the  demand  of  the  times.  It  being 
published  in  small  editions,  they  have  the  op. 
portunity  of  revising  it,  making  additions  as 
new  roads  are  opened  or  new  stations  made  on 
old  routes. 

The  last  edition  has  the  important  improve- 
ment of  showing  the  counties  of  all  the  States 
in  the  Union,  with  the  names  of  the  counties 
printed  in  red  so  as  not  in  any  way  to  obscure 
the  face  of  the  map. 

■  m  • . 

Cincinnati,  Wilmington  &  ZANEsviLLE.-Wm. 
Key  Bond  filed  his  monthly  report.  From  it 
we  learn  that  the  gross  earning  of  all  passen- 
ger trains  during  June  was  $5,898  22;  of  this 
the  earnings  on  through  business  was  $110  76, 
local  $4,418  86,  mails  $828  10.  Expresses 
$540  50. 

The  freight  earnings  were  $8,121  08,  of 
which  the  through  traffic  amounted  to  $806  30 
only.      Total  gross  earnings  $14,019  30. 

The  total  ordinary  and  extraordinary  ex- 
penses for  June  were  $14,467  88. 


THE  PRECIOUS  METALS, 

THEIR  PROPORTION  AND  USE. 

We  find  the  following  statement  in  the  U. 
S.  Economist: 

A.    D.                            GOLD.  SILVER.  TOTAL- 

14 $800,000  4,200,000  5,000,000 

500 2li0,000  2,800,000  3,000,000 

1000 120,0110  880,000  1,000,000 

1492 100,000  150,000  250,000 

1600 2.000.000  9.000,000  11,0"0,000 

1700 5,000,000  18,0011,000  23,000.0(0 

1800 15,11-3,024  37,158,390  52,342.260 

1843 34,2C.2.290  38,776,453  72.078,743 

1850 88,241,168  47,105,439  135,4(16,607 

1853 236,183,875  49,613.056  284,796,931 

The  following  statement  will  exhibit  the 
quantity  of  precious  metals  estimated  to  be  in 
existence  at  different  periods: 

A.    D.                 SILVER.  GOLD.  TOTAL. 

1859 6.152,000/00  4,436,000,000  10,588,1100,000 

14 900,0110,000  427,000,000  1,327,000,000 

500 400,000,000  100,000,000  500.000,000 

1000 2(10,000,000  65,000,000  265,000,000 

1492 135,(100,000  57,OCO,000  192,000,000 

1600 629,000,000  200,000,000  829,000.000 

1700 2,215,000,000  400,000,000  2,615,000,000 

1800 4,294,000,000  1,260,000,000  3,554,1100,000 

18-13 6,571,000,000  2,196,0i:0,')00  7,767,00,000 

185" 5,805,000.000  2,149,000,000  8,254,000,000 

1853 5,917,000,000  3,142,000,000  9,189,000,000 

1839 6,152,000,000  4,436,000,000  10,588,000,000 

The  amount  of  the  precious  metals,  which 
have  been  obtained  from  the  surface  and  bow" 
els  of  the  earth,  from  the  commencement  of 
the  Christian  era  to  the  close  of  1859,  is  esti- 
mated to  be  sixteen  millions  of  dollars,  of  which 
nine  thousand  consisted  of  gold,  and  the  re- 
meainder  of  silver.  The  loss  by  wear  and  tear 
of  coin  is  estimated  to  be  a  tenth  of  one  per 
cent,  per  annum.  From  five  to  seven  millions 
of  dollars  per  annum  is  estimated  to  be  con- 
sumbed  in  the  arts,  and  loss  by  fire  and  ship- 
wreck. 

These  are  the  facts,  upon  which  an  estimate 
of  proportions,  in  the  use  of  precious  metals 
must  depend. 

1st,  What  is  the  'amount  consumed  in  the 
Arts?  2nd,  What  is  the  increased  population 
of  the  world?  3d,  What  is  the  rise  of  prices? 
If  the  population  should  double,  in  a  given 
period,  and  the  prices  should  also  double,  it  is 
quite  obvious,  that  twenty  millions  could  only 
do  the  work  of  five  previously. 

1st,  What  is  the  amount  consumed,  in  the  Arts? 
We  are  fully  persuaded,  that  the  amount  is 
fivefold  what  is  estimated  in  the  above  para- 
graph; seven  millions  is  only  three  per  cent,  on 
the  annual  production.  An  estimate  of  this 
kind  leaves  out  of  view  two  great  facts;  that 
for  two  hundreds  years,  India  and  China  has 
caused  an  annual  drain  on  the  specie  of  Eu- 
rope; and  that  in  Europe  and  America,  the 
use  of  silver  ware,  and  gold  and  silver  orna- 
ments and  gilding  constantly  increase  in  the 
same  ratio  as  that  of  wealth.  In  this,  where 
do  the  precious  metals  go  ?  A  large  portion 
of  them — a  very  large  portion— go  to  make 
ornaments  for  Idol-Worship,  in  temples  and 
dress.  This  drain  is  much  larger  than  per- 
sons imagine;  for,  in  that  way  only  can  we 
account  for  the  enormous  drain  on  the  Euro- 
pean txnd   American   deposits.     We  have   no 


doubt  that  the  present  demand  for  the  purposes 
of  currency  and  ornament  is  equivalent  to  full 
ten  per  cent,  on  the  production  of  the  mines. 
The  amount  per  annum  would  then  be  $28,- 
000,000.  Take  that  amount  out  aud  we 
shall  still  have  $230,000  for  1859.  But,  we 
find  that  in  1800  it  was  but  a  little  more  than 
one  fourth  of  that,  and  in  1600,  only  one  twen- 
tieth. 

Secondly',  How  has  the  population  increased 
which  is  to  use  this  immense  supply?  After 
giving  full  credit  to  the  rapid  increase  of  the 
Chinese  Empire  as  well  as  of  America  and  Eu- 
rope, we  cannot  estimate  the  increase  of  peo- 
ple in  the  earth  at  more  than  50  per  cent,  since 
1800.  Assuming  the  present  population,  as 
estimated  by  the  best  geographers, — at  twelve 
hundred  millions — that  of  1600  would  be  eight 
hundred  millions.  The  increase  of  five  hun- 
dred millions  of  people  would  require,  but 
half  as  much  more  coin,  for  the  purposes  of 
exchange,  as  was  then  in  use.  According  to 
the  above  table,  $829,000,000  was  the  whole 
quantity  then  in  existence,  and  $1,650,000,000 
would  be  enough  to  make  the  same  relative 
number  of  exchanges,  at  the  same  price. 

But,  thirdly,  the  prices  are  not  the  same 
The  least  estimate  we  can  make  of  the  in 
crease  of  prices  is  double.  We  have  then  $3,- 
300,000,000  as  the  amount  necessary  now,  to 
perform  the  same  exchange,  but,  what  is  the 
fact?  If  the  above  table  be  correct,  there  is 
ten  thousand  million  in  existence,  or  three 
times  the  amount  supposed  to  be  necessary  ! 
How  is  this  to  be  accounted  for?  We  have  no 
difficulty  in  accounting  for  it  thus  far,  but  time 
must  determine  whether  we  have  judged  correct- 
ly. We  suppose,  as  said  above,  that  the  demand 
for  the  arts  is  very  much  beyond  what  is  gen- 
erally supposed.  In  the  second  place,  the  de- 
mand for  this  purpose,  with  the  diminution  of 
the  products  (till  recently)  from  America,  had 
together  caused  a  great  scarcity  of  the  pre- 
cious metals,  the  great  banks  and  depositories 
of  the  world  had  to  be  filled  before  coin  came 
to  be  drawn  out  in  ordinary  channels.  This 
process  has  been  going  on  for  several  years, 
and  is  now  about  accomplished.  This  fact  is 
proved,  by  the  great  issue  of  paper  money  a 
few  years  since,  and  its  gradual  withdrawal 
since. 

But,  beyond  doubt  there  is  one  other  cause, 
which  presents  the  appearance  of  super-abund- 
ant coin,  and  which  has  not  been  generally 
taken  into  account.  This  is  the  multiplicity 
of  new  enterprises.  We  have  all  around  us 
the  evidences  of  this  fact,  in  America  and 
Europe.  Take  Railroads  as  a  single  example. 
The  use  of  six  hundred  millions  of  dollars  for 
railroads  here,  in  ten  years,  and  as  much 
more  in  Europe,  has  caused  the  demand  for 
money  circulating  from  hand  to  hand,  in  much 
greater  quentities  than  any  one  has  believed. 
This  species  of  enterprise  has  entered  into  all 
classes  ef  works,  and  all  kinds  of  enterprise. 
We  can  imagine  something   of   the    change 
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■which  has  gone  on  in  currency,  as  well  as  in 
invention  and  discoveries,  when  we  see  on  all 
hands  the  multitude  of  new  objects  which  en- 
gage the  attention  of  the  commercial  world, 
and  the  multitudes  of  new  men  who  engage  in 
commercial  and  manufacturing  enterprises. 
As  this  element  is,  however,  an  immeasurable 
quantity,  we  are  obliged  to  leave  it   with  this 


RAILROAD  MISCELLANY. 

The  railroads  throughout  the  country  have 
exhibited  the  usual  increase  of  receipts  over 
the  corresponding  weeks  of  last  year,  more 
especially  in  Western  roads  is  this  increase 
apparent,  in  many  cases  having  been  nearly 
double. 

— The  stockholders  of  the  Chicago,  Iowa  and 
Nebraska  Railroad  held  their  annual  meeting 
at  Clinton,  Iowa.  The  following  gentlemen 
were  elected  Directors  for  the  coming  year: 
Chas.  "Walker,  Chicago ;  L.  B.  Crocker,  Os- 
wego, N.  T.;  C.  A.  Lambard  and  A.  H. 
Twombly,  Boston,  Mass.;  Jno.  Bertram,  Salem, 
Mass.;  L.  M.  Flournoy,  Padueah,  Ivy.;  T.  T. 
Davis,  Syracuse,  N.  Y.;  Oaks  Ames,  North 
Baston,  Mass.;  J.  C.  Backer,  Clinton,  Iowa; 
James  Purdy,  Mansfield,  Ohio  ;  George  Green, 
S.  C.  Bover  and  S.  D.  Carpenter,  Cedar  Rapids, 
Iowa.  The  excellent  President,  John  Bertram, 
Esq.,  and  the  other  officers,  were  all  returned. 

— At  a  meeting  of  the  stockholders  of  the 
Chicago  and  North-Western  Road,  a  few  days 
ago,  the  following  gentlemen  were  elected 
Directors  for  the  ensuing  year  :  Wm.  B.  Og- 
den,  Chicago ;  W.  A.  Booth,  John  Maxwell, 
H.  H.  Boody,  Chas.  Butler,  New  York ;  T.  H. 
Perkins,  Boston ;  George  M.  Bartholomew, 
Hartford  ;  M.  C.  Darling,  P.  H.  Smith,  J.  J.  R 
Pease,  A.  Wmslow,  L.  M  Miller,  A.  L.  Pritchard, 
Wisconsin.  The  new  Board  organized,  and 
appointed  Wm.  B.  Ogden,  President ;  Perry 
H  Smith,  Acting  President;  George  L.  Dun- 
lap,  General  Superintendent;  George  P.  Lee, 
Treasurer;  and  B.  De  Witt  Robinson,  General 
Ticket  Agent.  These  appointments  are  all  old 
officers  of  the  Road. 

— At  the  annual  meeting  of  the  Cleveland 
and  Toledo  Railroad  at  Cleveland,  the  20th 
June,  the  following  Board  of  Directors  was 
elected,  new  members  being  marked  with 
a*:  J.  B.  Waring,  Joseph  Lyman,*  Cleveland; 
Samuel  M.  Young,  Toledo  ;  John  Gardiner 
Norwalk ;  J.  W.  Sprague,*  Huron ;  Wm.  H. 
Vermyle,  New  York ;  A.  N.  Ramsdell,  New 
London,  Ct.;  George  P.  Oliphant,  Joseph 
Benjamin,*  New  York.  The  retiring  mem- 
bers of  the  Board  were,  T.  P.  Handy,  Amasa 
Stone,  Jr.,  Cleveland  ;  Dean  Richmond,  W. 
Williams,  Buffalo ;  Wm.  Durbin,  Sandusky; 
Warren  Colburn,  Toledo ;  Henry  Keep,  New 
York. 

— At  the  annual  meeting  of  stockholders  of 
the  Chicago,  Burlington  and  Quincy  Railroad 
Company,  held  June,  22d,  1860,  the  following 


persons  were  elected  as  Directors  for  the  en- 
suing year:  John  Van  Nortwick,  Batavia, 
111.;  Chauncy  S.  Colton,  Galesburg,  111.;  James 
F.  Joy,  Detroit,  Mich.;  Brastus  Corning,  Al- 
bany, N.  Y;  John  M.  Forbes,  John  W.  Brooks, 
Samuel  R.  Spinney,  R.  S.  Watson,  Wm.  Boatt, 
and  Henry  P.  Kidder,  Boston,  and  Edward  L. 
Baker,  New  Bedford,  Mass.  This  is  the  same 
as  the  Board  of  last  year,  with  the  exception 
of  Mr.  Kidder,  elected  in  the  place  of  I.  H. 
Burch,  Esq  ,  who  having  some  time  previously 
tendered  his  resignation,  peremptorily  declined 
a  re-election. 

— The  annual  election  of  officers  of  the 
Buffalo  and  State  Line  Railroad  was  held  on 
the  3d  inst.,  at  Buffalo.  The  officers  of  last 
year  were  re-elected.  They  are  as  follows : 
George  Palmer,  President;  Dean  Richmond, 
Vice  President;  R.  N.  Brown,  Superintendent. 
Directors:  Geo.  Palmer,  Jas.  S.  Wodsworth, 
Joseph  Field,  Daniel  Drew,  Dean  Richmond, 
John  Wilkinson,  Chas.  H.  Lee,  Henry  L.  Lan- 
sing, Hamilton  White,  Alanson  Robinson,  Geo. 
W.  Patterson,  Charles  Moran,  and  Wm. 
Kasson. 

— John  Broadhead,  President,  of  the  Cam- 
den and  Atlantic  R.  R.,  has  been  elected  Presi- 
dent of  Cape  May  and  Atlantic  R.  R.  This 
election  promises  a  speedy  railroad  connec- 
tion with  Cape  May. 

— A  decision  was  recently  given  by  the 
Supreme  Court  of  Maine,  to  the  effect  that  the 
Legislature  has  no  right  to  enact  laws  regula- 
ting the  running  of  railroad  trains  where  that 
power  by  the  charter  is  given  to  directors.  The 
Legislature  has  control  of  all  that  relates  to 
the  safety'of  passengers,  but  none  which  ap- 
pertains merely  to  the  convenience  of  the  tra- 
veling public.  The  question  came  up  in  an 
action  against  the  Androscoggin  and  Kenebec 
Railroad  Company  for  not  detaining  their  train 
twenty  minutes,  according  to  the  act  of  1858, 
in  order  to  connect  with  another  road. 

— The  earnings  of  the  Hannibal  and  St. 
Joseph  Road  for  June  were: 

June, I860 SS1.102  15 

June.  1859 55,262  95 

Increase S25,839  20 

■ — The  annexed  statement  shows  the  amount 

of  Erie  bonds  outstanding,  when  payable  and 

when  the  interest  is  due,  as  per  the  Receiver's 

book,  August  15,  1859: 

May  1  and  Nov.  1. 
Mch.  1  and  Sept.  I. 
Mch.l  and  Sept.  1. 
April  1  and  Oct.  1. 
June  1  and  Dec.  1. 

— The  earnings  of  the  Illinois  Central  Rail- 
road for  the  second  week  in  June  show  an  in- 
crease of  $13,404  over  the  same  period  last 
year. 

— The  Connecticut  River  Railroad  has  de- 
clared a  dividend  of  four  per  cent,  on  the  pre- 
ferred stock,  and  two  and  a  half  per  cent,  extra 
on  the  common  stock,  payable  on  the  1st  of 
August. 


1st. 

Mortgage. 

.  S3,l  00,000 

1867 

2d. 

Mortgage.. 

.    4.('()0,UO0 

1869 

3d. 

Mortgage. . 

.    6.01)0,000 

1883 

4th 

Mortgage.. 

.    3,7<I3,0U0 

1880 

5th 

Mortgage.. 

.    1,253,000 

1888 

S  17,958,500 

— The  City  of  Baltimore,  it  is  said,  will  re- 
call the  injunction  to  resist  the  payment  of 
the  extra  dividend  by  the  Baltimore  and  Ohio 
Railroad  Company.  By  this  movement  the 
City  Treasury  will  receive  over  $200,000  in 
cash,  and  over  a  million  of  dividend  scrip, 
bearing  interest,  to  be  exchanged  for  new  stock 
in  the  Company  at  the  end  of  two  years. 

—Of  the  $200,000  new  bonds,  of  the  Provi- 
dence and  Worcester  Railroad  Company,  bear- 
ing six  per  cent,  interest,  $75,000  of  the 
amount  was  taken  on  Tuesday,  by  parties  in 
Providence  and  '  Worcester,  at  a  premium 
ranging  from  J  to  1£  per  cent.,  and  the  re- 
maining $125,000,  payable  at  the  pleasure  of 
the -corporation,  were  taken  at  par. 

— The  Fayette  (Pa.)  Patriot  says: — Nego- 
tiations have  for  some  weeks  been  pending 
between  the  borough  authorities  and  the  hold- 
ers of  the  borough  bonds  issued  to  the  Pitts- 
burg and  Connellsville  Railroad,  and  on  Thurs- 
day of  last  week  arrangements  were  comple- 
ted and  the  bonds  redeemed.  It  will  be  recol- 
lected that  our  borough  subscribed  $100,000 
for  which  her  bonds  were  issued.  The  bond- 
holders and  the  railroad  company  finally 
agreed  to  return  the  bonds  on  the  payment  of 
about  $15,000.  The  proposition  was  accepted 
by  the  borough  authorities,  and  an  assessment 
made  on  all  taxables  at  the  rate  of  sixteen 
cents  on  the  dollar. 

— The  case  of  the  heirs  of  the  Connecticut 
Land  Company  against  the  Cleveland  and  Co- 
lumbus and  Lake  Shore  Railroads,  involving 
the  title  to  the  lands  now  occupied  by  these 
companies  as  depot  grounds  at  Cleveland, 
which  has  been  pending  in  the  United  States 
District  Court  for  several  years,  has  just  been 
decided  by  Judge  McLean,  in  favor  of  the  rail- 
road companies. 

— The  La  Crosse  and  Milwaukee  Railroad 
earned  in  June, 

I860 S50.780  03 

1859 49,999  67 

— The  earnings  of  the  Central   Railroad  of 

New  Jersey  for  the  month  of  June,  1860,  were 

as  follows : 

June,  I860 S105.SO2  06 

June,  1859 80,665  41 

Increase,  21  per  cent $23,116  65 

— Mr.  Marsh,  the  Receiver  of  the  Erie  Rail- 
road, has  filed  a  report,  showing  the  receipts 
and  disbursements  on  account  of  the  company, 
from  January  1  to  June  1,  1S60,  The  follow- 
ing table  shows  the  monthly  Teceipts  and  ex- 
penses : 

Jleceipte.  Disbursements. 

January S494.499  97    $520.032  87 

February 461.84166       443.7o9  99 

March.i 448.045  14       414.645  43 

April 510.273  29       464,599  26 

May 555,680  00       632,097  88 

Total S2,479,339  05  $2,473,634  S3 

The  payments  on  account  of  interest  in 
March,  April  and  May,  were  over  $300,000. 
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what  will  be  required  to  pay  interest  on  the 
Funded  Debt,  will  be  sufficient  to  discharge  in 
full  the  present  Floating  Debt  of  the  Company, 
and  such  additions  thereto  as  may  become 
necessary  for  additional  equipments,  build- 
ings aud  permanent  repairs. 

The  Report  of  Wm.  F.  Mason,  Esq.,  the 
Treasurer  of  the  Company,  exhibits  the 
amount  of  receipts  and  disbursements  for  the 
past  fiscal  year. 

The  amount  of  Assets  in  the  hands  of  the 
Treasurer,  at  the  date  of  his  last  Auuual  Re- 
port was $209,291  05 

The  amount  paid  into  the  Treasury,  from  all 
sources  during  the  fiscal  year,  ending  30th 
April  last',  was 1,436,921  IS 

Total.. 81,046,212  21 

The  disbursement  from  the  Treasury,  during 
the  same  period  of  time,  on  all  accounts,  has 
amounted  to 1,450,179  70 

Remaining  in  the  Treasurer's  hands $196,032  51 

The  Superintendent  of  the  Northern  Divis- 
ion reports  the  earnings  of  that  part  of  the 
Road  at  $407,332  46,  derived  from  the  follow- 
ing sources,  viz : 

From  Passengers $207,93:;  02 

"     02.1 12  tons  of  Freight 167.302  27 

"    United  States  Mail 29,275  34 

"    Express  and  News  Agents 2,819  73 

Total  Earnings $407,332  36 

The  Expenditures  for  Materials,  Labor,  Sala- 
ries, Repairs  of  Engine,  Cars  and  Mainte- 
nance of  Way,  have  amounted  to 193,706  33 

Net   Earnings  for  the  year $213,626  03 

Mr.  E.  D.  Frost  the  Superintendent  of  the 
Southern  Division,  reports  the  gross  earnings 
of  that  portion  of  the  Road  for  the  fiscal  year, 
at  $177,009  87. 

From  Passengers $80,877  37 

"    29,914  tons  Freight 79.786  62 

"    United  States  Mail 10,483  32 

*'    Express  and  Incidentals 5,862  36 

S  177,000  00 

The  Expenditures  for  Conducting  Transporta- 
tion, Repairs  of  Engine,  Cars,  and  Mainte- 
nance of  Way,  amounted  to 62,543  44 

Net  Earnings $114,466  43 

The  receipts  of  both  divisions  of  the  Road 
during  the  fiscal  year,  has  been — 

From  Passengers $288,812  39 

"     92,024  tons  Freight 847,089  0!) 

"     United  Stales  Mail..   39.758  66 

Expre-s   and  Incidentals. 8,682  f  9 

Total   Earnings $5*4,342  23 

The  Operating  Expenses   have  amounted  to. ...    256,249  77 

Net  Earnings $328,092  46 

There  is  an  apparent  discrepancy  in  the  ag- 
gregate amount  of  operating  expenses  reported 
by  the  Secretary,  and  the  sums  reported  by  the 
Superintendents,  amounting  to  .  $5,334  01. 
This  originates  by  the  payment  for  materials 
and  fuel  now  on  hand,  and  included  in  the 
amount  reported  by  the  Secretary,  but  de- 
ducted from  the  amount  of  the  Superintend- 
ents' expenditures. 

The  proportion  of  expenses  is  45}  per  cent, 
of  the  earnings  of  the  Road. 

The  earnings  and  expenses  per  mile  of 
Road  in  operation,  during  the  fiscal  year,  are 
as  follows  : 

Earnings  from  all  sources $3,027  70 

Expenses 1,327  70 

NetEarnin  gs $  $  1 ,700  00 

The  receipts,  expenses,  and  net  income  per 
mile,  run  by  trains,  have  been  as  follows: 

Earnings,  per  mile,  run  by  Passenger  and  Freight 
Trains -« $1,60 

Net  earnings,  per  mile,  run  by  Passenger  and  Freight 
Trains 0  90 

Expenses,  per  mile,  run  by  all  Trains ,   0  59 

The  net  earnings  have  been  5J  per  centum 
on  the  cost  of  the  Road  and  its  equipments — 
a  result  that  should  be  satisfactory  to  the  stock- 
holders, when   it  is  remembered  it  has  been 


—The  following  notice  has  been  issued  by 
the  Illinois  Central  Company : 

New  York,  July,  21,  1860. 

The  Illinois  Central  Railroad  Company  is 
prepared  to  pay  $400,000  of  its  Freeland  bonds, 
with  the  accrued  interest  to  the  date  of  presen- 
tation. E.  A.  Btjrkside,  Treas. 

— The  earnings  of  the  Michigan  Central  Rail- 
road for  the  second  week  cf  July  were: 

I860 $2587854 

1859 23,159  39 

Increase S2.719  24 

— The  earnings  of  the  Chicago  and  North- 
western Railroad  for  the  second  week  of  July 
were: 

From  passengers,  mails,  &c $4,934  29 

Eromfreight 4,608  38 


Total $9,542  08 

Same  week  last  year 5,519  3a 

Increase $4  023  30 

— Weekly  statement  of  tho  St.  Louis,  Alton 
and  Chicago  Railroad  for  the  week  ending  16th 
inst. 


li 


Present 
week. 

Passengers $  8,399  09 

Freight 13,260  04 

Maiis  and  Express-...  853  05 


Total  this  Month 

to  16th  inst, 

$16,"G9  58 

20,795  77 

1,653  39 


Total $22,511   18 

Cor'dg  period  in  1859..       15,139  50 
Increase  in  1860 7,07168 


$39,218  74 

29,400  00 

9,818  74 


— Annexed  are  the  details  of  the  earnings  by 
the  Chicago,  Burlington  and  Quincy  Railroad 
line  for  the  second  week  in  July: 
1859.  I860. 

Freight $15801  62     $25,475  00     Inc. .$9,673  35 

Passengers...     7,884  63         8,063  68     Dec...        43  54 

$9,629  84 


523,911  34     $33,541  68 

MISSISSIPPI  CENTRAL  RAILROAD- 

We  are  in  receipt  of  t'-e  7th  Annual  Report 
of  the  Mississippi  Central  Railroad  from  which 
we  learn  that  the  consolidation  of  the  Missis- 
sippi Central  and  Tennessee  Road  with  the 
Mississippi  Central,  was  consummated  in  June 
last,  by  the  approval  of  the  stockholders  then 
present,  of  the  agreement  of  the  Board  of  Di- 
rectors of  the  two  companies. 

It  appears,  from  the  Report,  that  the  aggre- 
gate receipts  of  the  consolidated  Company, 
from  all  sources,  have  been  $6,331,899  53,  and 
the  aggregate  disbursements  on  all  accounts, 
have  amounted  to  $6,135,867  02,  leaving  $196,- 
032  51  in  the  hands  of  the  Treasurer,  applica- 
ble to  the  liquidation  of  the  indebtedness  of 
the  Company. 

There  is  included  in  the  disbursements  the 
sum  of  $86,835  31  not  chargeable  to  the  cost 
of  the  Road.  The  amount  has  been  expended 
in  the  purchase  of  about  2,800  acres  of  land, 
valuable  for  its  timber,  in  immediate  proxim 
ity  to  the  Road,  and  fifty-four  negroes — some 
of  whom  are  valuable  mechanics.  It  was  believ- 
ed, that  in  consequence  of  the  difficulty  in  pro" 
curingthat  description  of  labor  best  adapted  to 
climate  and  section  of  country,  and  the  high 
price  demanded  for  it,  tho  interest  of  the  stock- 
holders would  be  promoted  by  the  purchase  of 


negroes  to  keep  the  road  in  repair,  and  thus 
placing  at  the  command  of  the  Company  a 
certain  amount  of  labor  that  could  at  a-11  times 
be  controlled  and  concentrated  whenever  an 
emergency  may  demand. 

Those  purchased  form  but  a  small  portion 
of  the  number  of  laborers  required  by  the 
Company;  but  if  this  experiment  proves  an 
advantageous  and  economical  method  of  main- 
tenance of  roadway,  the  number  may  from 
time  to  time  be  increased,  until  the  Company 
becomes  the  owner  of  all  the  labor  that  may 
be  required  for  the  repairs  of  their  Road. 

The  notes  of  the  Company  were  given  in 
payment  of  these  negroes,  and  are  included 
in  the  present  floating  debt.  This  portion  of 
the  indebtedness  of  the  Company  has  been 
largely  increased  during  the  past  year,  by  the 
purchase  of  additional  equipments,  rendered 
necessary  by  the  opening  of  the  entire  Roadi 
and  the  increase  of  traffic  thereby  anticipated. 

There  has  been  placed  on  the  Road  during 
the  past  year  ten  locomotives,  one  hundred 
and  twenty-five  freight,  ten  passenger,  six 
post-office  and  baggage  cars.  An  increase  ol 
the  present  number  of  locomotive  engines, 
freight  and  passenger  cars  will  be  necessary 
during  the  present  year,  to  enable  the  Compa- 
ny to  facilitate  the  movement  of  the  future 
probable  increase  of  traffic. 

The  inability  of  the  Company  to  pay  at  the 
time  of  delivery  for  the  equipments  required 
for  the  movement  of  passengers  and  freight, 
and  the  necessity  of  erecting  buildings  for  the 
accommodation  of  passengers  and  the  secu 
rity  of  property  intrusted  to  them,  has  com 
pelled  the  Directory  to  resort  to  credit  to  meet 
this  demand.  The  business  of  the  Road  has 
been  frequently  incommoded  and  lessened  in 
amount  for  the  want  of  a  much  larger  sup- 
ply than  has  at  any  time  been  on  the  Road. 

The  assets,  now  in  the  hands  of  the  Treas- 
urer, amounting  to  $196,032  51,  is  applicable 
to  the  payment  of  the  Floating  Debt.  The 
proceeds  of  the  unsold  income  bonds  of  (he 
Company,  amounting  to  about  $30,000,  when 
disposed  of  will  be  applied  in  the  some  way. 

The  present  Floating  Debt  amounts  to $895,992  42 

Assets  in  hands  of  Treasurer $196/32  51 

Income  Bonds  unsold 30,000  00 

220,032  51 


To  he  provided  for $669,059  91 

The  receipts  of  the  Road  during  the  past 
fiscal  year,  were  $584,342  23,  with  all  the  dis- 
advantages of  operating  only  portions  of  the 
Northern  and  Southern  Divisions,  and  with  but 
partial  equipments. 

Now  that  the  Road  track  is  completed,  and 
with  increased  equipments  and  contracts  made 
for  ail  additional  supply,  the  gross  receipts  of 
the  Road  for  the  present  fiscal  year  are  esti- 
mated at  $1,200,000  aud  its  net  revenue  at 
$660,000. 

If  the  income  of  the  Road  for  the  present 
fiscal  year  is  not  over  estimated  it  will  provide 
for  the  interest  on  the  Funded  Debt — payment 
to  the  Sinking  Fund,  and  liquidate  $450,000 
of  the  present  Floating  Debt.  There  will  re- 
main $219,959  91  to  be  provided  for  out  of 
the  next  year's  revenues.  The  income,  from 
two  years'  operation  of  the  Road,  exclusive  of 
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produced  on  a  broken  and  incomplete  line  of 
road,  and  with  equipments  inadequate  to  the 
expeditious  movement  of  traffic  offered  for 
transportation. 

The  equipments  now  upon  the  Road  consist 
of  25  locomotive  engines,  19  first  class  pas- 
senger cars,  3  second  class  passenger  cars,  11 
post-office  and  baggage  cars,  124  platform 
freight  cars,  157  box  freight  cars,  31  hand  cars, 
13  hurdle  cars. 

RECEIPTS. 

To  cash  in  my  hands  as  per  last  Annual  Report 

of  3Uth  April,  18.11) $21.9,591  0.1 

To  amount  received  from  Collection,  on  Ac- 
count Capital  Stock  49,402  89 

To  Nett  Proceeds  of  Company's  First  Mortgage 

Bonds  sold 125,331  15 

To  Sales  of  Company's  Ten  Per  Cent.  Income 

Bonds 382,750  00 

To  Amount  received  from  State  of  Mississippi 

on  Account  Chickasaw  School  Fond 4,150  00 

To  Amount  received  for  bills  payable  of  Compa- 
ny, discounted   290,984  89 

To  amountreceivedfromTi-ansportation  Depart- 
ment—say  for  Freights,  Passengers,  Mail  and 
Express 54S.342  23 

Total $1,640,212  21 

DISBURSEMENTS.  j 

By  payments  on  the  following  accounts — say 
Bills  Payable 230,412  37 

By  Graduation,  Giuhbing,  Clearing,  Right  of 
Way,  Masonry,  Track  Laying,  Superstruct- 
ure, Engineering,  Iron  Hails  and  Fastenings, 
Bridges,  Water  Stations,  and  other  Construc- 
tion Accounts 002,000  61 

By  Salaries  to  Officers,  Attorneys,  and  Legal 
Fees 11,049  39 

By  Printing  and  Stationary 5,347  42 

By  Office  and  General  ExpeDse  Account 2,835  06 

By  Interest  and  Exchange,  Interest  on  Funded 
and  Floating  Debt  and  Commissions 137,598  44 

By  Equipment  for  Locomotives,  Passenger, 
Freight,  and  other  Cars,  Depots,  Section  Hou- 
ses, Machine  Shops,  Engine  Houses,  Iron 
Safes,  &c 76,245  50 

Conducting  Transportation,  Motive  Power, 
Fuel,  Maintenance  of  Way,  Cars,  Engines, 
Loss  and  Damage  to  Freights,  and  Stock 
Killed 261,583  78 

Payments  made  on  Account  of  Liabilities  of 
Miss.  C.  &  Tenn.  R.  R.  contracted  prior  to 
Consolidation 53,040  53 

Cash  on  hand  and  on  deposit  in  sundry  Banks, 
Bills  Receivable,  and  other  available  Assets. .    196,032  51 

President,  W.  Goodman  ;  Secretary,  A.  J. 
McConnico;  Treasurer,  Wm.  P.  Mason ;  Chief 
Engineer,  Robert  Sterling ;  Superintendent 
Northern  Division,  E.  G.  Barney ;  Superin- 
tendent Southern  Division,  E.  D.  Frost,  Hol- 
ly Springs. 

Directors,  W.  Goodman,  A.  M.  Clayton, 
Marshall  County,  Mississippi ;  M.  M.  Pegues, 
James  Brown,  Lafayette  County  Mississippi ; 
Hugh  Torrence,  Yallobusha,  County,  Missis- 
sippi; C.  M.  Vaiden,  G.  F.  Neill,  Wm.  Booth, 
Carroll  County,  Mississippi ;  A.  M.  West, 
Holmes  County,  Mississippi ;  Jas.  R.  Davis, 
Madison  County,  Mississippi;  R.  P.  Neely, 
Hardeman  County,  Tennessee ;  Alex.  Jackson, 
Madison  County,  Tennessee. 


New  Railway  Connection. — -A.  H.  Cole, 
superintendent  of  the  Florida  Railroad,  writes 
from  Fernandina,  under  date  June  16th,  that 
the  track  of  that  railroad  reached  the  waters 
of  the  Gulf  on  the  13th  of  that  month.  The 
road  has  its  eastern  terminus  at  Fernandina, 
and  its  western  terminus  at  Cedar  Keys,  thus 
connecting  the  Atlantic  ocean  with  the  Gulf  of 
Mexico.'  It  is  154  miles  in  length,  and  cost 
three  millions  and  a  half  of  dollars. 


New  York  Central  Railroad. — The  June 
earnings  of  the  New  York  Central  Railroad 
for  the  past  four  years  have  been  as  follows  : 

June,  1857 £571.536 

"      ]858 432,195 

"       1859 447  813 

"       I960 510,051 

June,  I860,  it  will  be  seen,  approximates 
very  closely  to  the  large  earnings  of  June, 
1857,  the  year  the  road  earned  $8,027,251,  the 
heaviest  in  the  history  of  the  line. 


[Correspondence  of  the  Railroad  Record.] 

BARS   AT    THE    MOUTHS    OF    THE 
MISSISSIPPI. 

Washington,  D.  C. 
July  16,  1860. 

Messrs.  Editors  : — The  last  communica- 
tion of  Capt.  Humphreys,  closes  with  these 
words : 

"  The  facts  which  I  have  presented,  prove 
my  accuser  reckless  and  his  accusations  false. 
In  conclusion,  I  have  to  say  that  the  neics- 
paper  controversy  with  Mr.  Ellet  is  closed  on 
my  pari." 

This  language,  when  uttered  by  a  military 
man,  is  not  to  be  misunderstood,  and  I  shall 
not  affect  to  misunderstand  it.  But  I  will  not 
be  provoked  to  retort  insult  for  insult,  or  to 
engage  in  any  personal  altercation  whatever, 
with  Captain  Humphreys.  I  have,  indeed,  no 
longer  any  motive  to  notice  him  further.  In 
a  previous  paper  he  admitted  the  correctness 
of  all  the  facts  submitted  in  my  report  on  the 
bars;  and  in  his  last  communication  he  ad- 
mits that  my  exposition  of  the  eddy  current, 
which  has  been  so  long  denied  on  the 
strength  of  his  own  experiments,  is  "  theoret- 
ically true." 

I  shall  only  continue  the  discussion  now  for 
the  purpose  of  showing  that  I  did  not  charge 
Captain  Humphreys  with  misleading  or  de- 
ceiving his  aged  colleague,  or  any  of  his 
brother  officers,  or  with  any  of  those  impro- 
prieties which  he  has  enumerated  in  so  much 
detail  and  denied  with  so  much  energy.  These 
are  all  fictitious  charges  against  himself,  in- 
vented by  himself,  in  order  to  have  an  oppor- 
tunity to  deny  them,  and  thus  escape,  under 
the  cover  of  a  spurious  issue,  from  the  charge 
which  I  really  did  make,  and  which  he  could 
not  deny. 

What  I  charged  was,  that  the  facts  stated 
in  my  Report  of  1851,  demonstrating  the  ex- 
istence of  a  sub-current  of  salt  water  flowing 
invariably,  beneath  the  column  of  fresh  water 
flowing  out  from  the  Mississippi  into  the  Gulf 
of  Mexico,  was  new  to  Captain  Humphreys  at 
the  time  my  report  was  made.  In  support  of 
this  fact,  I  stated  that  Captain  Humphreys, 
engaged  as  he  was  in  the  survey  of  the  Delta, 
could  not  have  known  of  the  existence  of  this 
under  current,  which  was  broadly  denied  by 
his  colleague  and  successor,  and  by  his  own 
assistant;  for,  if  he  had  knowu  of  it,  he  cer- 
tainly would  not  have  allowed  his  aged  col- 
league and  his  own  brother  officers  to  be  de- 
ceived and  misled  on  that  point  for  so  many 
years.  This  was  my  charge,  and  it  was  strict- 
ly true. 

The  charges  which  Captain  Humphreys  de- 
nies, were  never  made  by  me,  but  were  inven- 
ted by  himself.     He  is  his  own  accuser. 

I  do  not  pretend  to  deny  that  the  accusation 
which  he  has  made  against  himself,  may  be,  as 
he  alleges,  entirely  false.  That  is  a  matter 
altogether  personal  to  Captain  Humphreys, 
and  with  which  I  have  nothing  whatever  to 
do. 


I  do  not  object  to  Captain  Humphreys'  de- 
termination to  bring  this  newspaper  controv- 
ersy to  a  close.  He  was  an  uninvited,  uncalled 
for,  and  unprovoked  volunteer  in  the  discus- 
sion, which  he  chose  to  undertake  on  his  own 
account,  for  his  own  purposes,  and  in  the  news- 
papers. 

If  he  has  won  fewer  honors  in  the  enterprise 
than  he  counted  on,  and  the  prospects  before 
him  are  less  flattering  than  he  would  wish,  he 
is  at  liberty  to  withdraw.  I  shall  not  trouble 
myself  to  hold  him  before  the  public;  for  in 
truth,  it  has  been  my  aim  and  desire  to  spare 
him. 

Before  I  finally  dismiss  the  subject,  however, 
I  think  it  is  right,  and  due  to  myself  as  well  as 
to  strict  justice,  so  point  out  the  discrepancies 
between  the  language  of  the  last  paper  by 
Capt.  Humphreys,  and  of  those  which  pre- 
cee'ded  it. 

But,  before  I  do  this,  it  is  proper  to  call  at 
tention  to  a  statement  in  this  last  communica- 
tion, which  is  calculated  to  mislead  the  public, 
by  producing  the  impression  that  the  plans 
adopted  by  the  War  Department,  for  deepening 
the  channels  across  the  bars,  were  entirely 
successful.  His  statement  is,  that  under  the 
contracts  of  1856,  u1he  two  channels  were 
opened  to  the  required  depth."  This  is  an  er- 
ror. The  depth  required  by  the  contracts  was 
twenty  feet.  The  officer  in  charge  reported 
that  18  feet  was,  in  his  opinion,  the  greatest 
depth  which  it  would  be  practicable  to  obtain, 
and  this  under  the  plans  that  were  pursued, 
was  probably  true.  The  consequence  was  that, 
although  a  depth  of  20  feet  might  readily  be 
obtained  by  a  system  of  improvement  properly 
adapted  to  the  condition  of  the  currents  on 
the  bars,  the  present  Secretary  of  War  was 
prevailed  on  to  abate  the  demands  of  the  con- 
tract, and  accept  what  was  represented  to  him 
to  be  a  channel  18  feet  deep,  as  a  fulfillment  of 
the  stipulations  of  the  contract. 

In  a  former  communication  touching  the 
state  of  things  on  the  bars  at  the  months  of 
the  Mississippi,  Captain  Humphreys  uses  this 
language: — "CoL  Long  is  not  and  was  not  my 
colleague  and  superior  officer  in  tbe  survey  of 
the  Delta,  and  Professor  Forshey  was  not  our 
mutual  assistant."  *  *  *  "  Those  surreys  and 
investigations  have  been  carried  on  almost  en- 
tirely under  my  direction,  and  I  alone  am  re- 
sponsible for  them."  *  *  *  "The  observations 
on  the  bars  made  by  Professor  Forshey  were 
made  under  my  direction;  they  were  in  perfect 
accordance  with  the  conditions  I  have  des- 
cribed as  existing  on  the  bars  of  the  South- 
West  Pass." 

This  was  his  first  version  of  the  fact;  and  it 
will  be  observed  that  these  experiments,  which 
he  here  indorses,  and  the  results  of  which  he 
confines,  were  the  identical  experiments  which 
it  has  been  maintained,  over  and  over  again, 
more  that  there  is  no  inward  current  on  the 
bars,  and  that  my  views  on  that  subject  were 
mere  "theory." 

There  was,  it  will  be  observed,  no  intimation 
by  Captain  Humphreys  in  this  first  paper,  that 
he  was  sick  when  these  experiments  were  made; 
that  he  never  saw  the  report  of  Professor  For- 
shey, until  long  afterward;  that  he  did  not  know 
what  were  l  he  results  of  the  experiments  for  ma- 
ny years  after  they  were  made;  or  that  Col.  Long 
had  any  part  or  participation  in  the  business. 
Now  to  exhibit  the  facts  in  a  fair  light,  and 
to  show  the  difficulty  one  encounters  in  avoid- 
ing the  use  of  some  harsh  expressions  in  deal- 
ing with  such  an  adversary,  let  us  compare 
this  language  with  that  of  his  last  paper: — 
"Illness"  he  says,  "prevented  me  from  being 
present  at  these  experiments,  and  also  from 
learning  fully  what  they  had   demonstrated 
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and  finally  obliged  me,  when  they  were  finish- 
ed, to  direct  Prof.  Forshey  to  turn,  the  results 
over  to  Col  Long,  who  had  been  directed  to 
relieve  me  from  the  charge  of  the  Delta  sur- 
vey, upon  my  reporting  myself  unable  to  do 
duty." 

There  is,  it  will  be  pereeived,  no  suehdicided 
■ambition  exhibited  here  to  appropriate  to  him- 
self the  credit  aad  responsibility  of  these  ex- 
perhaents,  or  to  demy  the  participation  of  Col. 
Long  in  the  matter. 

But  let  Captain  Humphreys  continue,  and 
explain  his  present  position  in  his  own  lan- 
guage: He  says,  u  The  report  of  Prof.  Eor- 
shey  teas  made  to  Col  Long — not  to  me" — an 
explanation  which  he  places  in  italics. 

Continuiag  his  defense,  he  adds:  "These 
are  the  facts  of  the  case,  and  yet  I  am  charged 
with  cruelly  deceiving  and  misleading  Coi. 
Long  for  a  period  of  seven  years  in  regard  to 
these  experiments,  and  in  equally  misleading 
other  officers  in  regard  to  them,  when  in  reali- 
ty, I  first  became  fully  acquainted  with  these 
•experiments  myself  from  ike  account  -of  them 
contained  in  the  report  transmitted  by  Col. 
hony  to  the  Topographical  Bureau,  wlicre 
they  were  as  accessible  to  other  officers  as  to 
myself."  The  copy  of  this  report  he  adds, 
was  not  turned  over  to  him  until  the  year 
1856, 

The  italics  which  mark  this  passage  are  his 
own — not  mine.  He  now  wishes  to  call  special 
attention  to  the  fact  that  these  experiments, 
which  in  a  former  paper,  lie  claimed  were  al- 
together his  own — which  were  made  under  his 
direction  and  for  which  no  one  but  himself 
was  responsible,  and  which  demonstrated  that 
there  is  no  undertow  "in  any  condition  of  flood 
or  tide,"- — that  these  very  experiments  were 
made  while  he  was  sick,  and  reported  to  Col. 
Long  and  by  that  oificer  to  the  Department, 
and  were  never  seen  by  himself  until  1856. 

I  have  no  epithets  with  which  it  would  be 
agreeable  to  me,  or  in  accordance  with  my 
taste,  to  characterize  this  style  of  discussion. 
I  submit  the  facts  merely  for  the  private  re- 
flection of  Captain  Humphreys  himself. 

We  have  here,  at  last,  a  direct  admission  by 
Captain  Humphreys,  that  he  did  not  know  the 
condition  of  the  currents  on  the  bar,  and  did 
not  even  know  what  the  experiments  which  he 
claimed  as  his  own,  had  demonstrated,  until 
after  he  had  received  Prof.  Forshey's  report  to 
Col.  Long,  in  1856,  more  than  five  years  sub- 
sequent to  the  dale  of  my  report.  After  this, 
having  cause,  I  dare  say,  to  inspect  some  er- 
rors in  these  experiments,  of  which  the  result 
differed  so  essentially  from  mine,  he  concluded 
that  it  was  necessary  to  institute  a  new  series, 
which  he  undertook  in  1857.  It  was  then,  I 
have  ao  doubt,  that  he  first  ascertained  that 
there  is  and  undertow  of  salt  water,  and  that 
all  the  facts  submitted  in  my  report  were  as 
he  subsequently  acknowledged,  correctly 
stated.  His  errors, — the  moral  cause  of  which 
I  need  not  speculate  upon, — consisted  in  set- 
ting up  the  claim,  after  discovering  that  I  was 
right,  that  all  my  facts  were  known  before. 
This  is  the  fundamental  error  and  the  origin 
of  all  his  present  embarrassments. 

But  Captain  Humphreys,  in  his  last  paper, 
denies  that  he  ever  admitted  the  correctness 
of  more  than  one  of  these  facts  submitted  in 
my  report  Truth  and  character  require  that 
I  should  examine  this  declaration,  by  submit- 
ting his  two  statements,  side  by  side,  in  his  own 
language. 

In  his  last  communication,  he  says: — "How 
then  can  it  be  said  that  I  have  endorsed  the 
views  of  Mr.Ellet,  &c."  **"\VhatI  have  really 
admitted  is  that  Mr.  Eliot  found  an  inward 
current  at  the  bottom  at  the  time  of  his  exper- 


iment; and  that,  theoretically,  an  eddy  current 
should  exist,  &c.'' 

Now  compare  this  with  the  language  of  his 
preceediug  essay:  "The  existence  of  an  in- 
ward sub-current  of  salt  water  in  some  condi- 
tions of  the  river,  was,  therefore,  neither  new 
nor  at  variance  with  the  views  of  the  officers  of 
the  War  Department  when  Mr.  Ellet  reported 
that  fact," — and  then  he  adds,  in  italics — in 
order  that  his  meaning  should  not  be  by  any 
possibility  misunderstood, — a  Nor  ivas  any  one, 
nor  were  all  the  facts  reported  by  lam  at  vari- 
ance with  their  previous  knowledge  or  views." 

How  are  these  assertions  to  bo  reconciled 
with  his  endorsement  of  the  experiments  of 
his  own  assistant,  which  demonstrated  thai 
there  is  no  inward  under-cwrent  of  salt-water 
"ill  any  condition  of  flood  or  tide."  Or,  how 
are  they  to  be  reconciled  with  his  last  asser- 
tion, that  he  had  endorsed  not  one  single  fact 
in  my  report? 

I  am  done  with  Capt.  Humphreys,  I  am  wil- 
ling that  he  shall  enjoy,  as  he  best  can,  the 
credit  he  has  labored  so  hard  to  obtain,  of 
having  known  the  important  facts  demonstra- 
ted in  my  report  before  that  report  was  sub- 
mitted.    Let  him  enjoy  it,  then. 

The  existence  of  the  inward  current  of  salt 
water,  it  will  be  recollected,  was  utterly,  and 
without  and  qualification,  denied  by  Col.  Long, 
on  the  strength  of  the  experiments  made  by 
Prof.  Forshey,  under  the  instructions  of  Capt. 
Humphreys.  It  remains  for  me  to  add  that 
these  gentlemen  probably  erred  in  their  repre- 
sentation by  overlooking  oaeof  the  facts  which 
are  shown  in  my  report — viz:  that  this  inward 
is  a  shifting  current,  getting  sometimes  all  the 
way  across  the  crest  of  the  bar,  and  driven 
back,  at  other  times  quite  with  the  Gulf  — 
Though  always  necessarily  there,  oscillating 
across  the  bar,  and  maintianing  the  bar,  it  is 
continually  varying  in  position  and  in 
strength. 

In  conclusion,  I  pass  by,  as  unworthy,  all  the 
personalities  of  Capt.    Humphreys,  and   shall 
henceforth  leave  him  in  the  quiet  enjoyment  of 
all  the  honors  he  has  won  by  his  enterprise. 
CHARLES  ELLET,  JR. 


In  Second  Mortgage  Bonds, $258,000 

Surrendered, 45,010 


EASTERN  DIVISION  OF  OHIO   AND 
MISSISSIPPI. 

We  are  indebted  to  Edwin  Bartlett,  Esq.,  for 
an  early  copy  of  the  following  full  and  unex- 
pectedly satisfactory  exhibit  of  the  aftairs  of 
this  Company.  The  report  was  made  New 
York  on  Monday  of  last  week. 

The  Trustees  of  Creditors  and  Stockholders 
of  the  Ohio  and  Mississippi  Railroad  Company, 
(Eastern  Division,)  submit  the  following  report 
to  parties  in  interest,  showing  the  assests alrea- 
dy surrendered  to  the  Trust  created  under  the 
agreement  of  15th  of  December,  1858,  as  well 
as  the  amounts  still  held  outside  of  the  Trust, 
in  such  Bonds,  Stock  and  Claims  as  the  hold- 
ers were  invited  to  surrender. 

Under  the  agreement  of  15th  of  December, 
1858,  it  was  proposed  to  reduce  the  bonded 
debt  of  the  Company  to  $5,000,000,  but  it  was 
subsequently  deemed  best  for  the  interest  of 
all  parties,  to  invite  a  further  conversion  of 
all  the  Construction  Bondrc  into  Trustees  Cer- 
tificates; and  on  the  25th  of  February  last, 
proposals  to  that  effect  were  made,  in  a  circu- 
lar addressed  to  the  holders  of  such  bonds. 
This  proposal  has  been  promptly,  and  general- 
ly complied  with. 

The  total  amounts  of  Bonds,  Stock  and 
Claims  thus  contemplated  to  be  surrendered 
for  Certificates,  and  eventually  converted  into 
Stock  were  as  follows,  viz: 


Outstanding 213,000 

In  Construction  Bonds, 4,042,000 

Surrendered, 3,918,000 

Outstanding 304,0110 

In  Income  Bonds 3  300,000 

Surrendered, 3,201,000 


Outstanding, 99,000 

Capital  Stock, 6,100,000 

Surrendered,.    4,648,000 


Outstanding 1,552,000 

Sundry  Claims  estimated  at- - 570,00  0 

Surrendered, 364,500 


Outstanding, 205,500 

Of  the  outstanding  Construction  and  Income 
Bonds,  about  530,000  of  the  former,  and  $25,- 
000,  of  the  latter,  are  reported  to  be  surren- 
dered, bat  not  yet  in  Trust. 

The  following  statement  shows  the  amounts 
actually  surrendered  to  the  trust,  to  the  1st  of 
July,  instant,  of  all  classes  of  claims,  including 
past  due  Coupons  and  interest,  as  well  as  pre- 
miums on  a  portion  of  Construction  Bonds.- — 
It  also  shows  the  mode  of  payment  for  the 
same  by  the  Trustees. 

In  First  MortgaEe  Coupons $ 40 ,000  09 

Second  Mortgage  Bonds, 45,000  09 

"  "        Coupons, 11,700  Oil 

Construction  Bonds  and  Scrip, 3,918,084  "3 

*l  Coupons, 590,765  00 

Income  Bonds  and  Scrip 3,221,286  82 

"     Coupons 340,287  50 

Claims  Jigainst  O.  &  M.  It.K.  Co.,  {principally 

notes, 3C4,'39  9R 

Accrued  Interest  Allowed, 94,524  80 

Capital  Stock,  {representing  84.548,60(1.) 454,860  06 

Premiums  allowed  on  two-<hird  Construction 

Bonds, 1,384,479  26 

810,406,788  IS 

Paid  for  in  Ca.<h,furrjisn- 
ed  oy  iDconve  Bond 
holders ,....      $183,05902 

Paid  far  i«  Trust  Certifi- 
cates ,  representing 
above  assets, 810,283,729  13        810,466,788  15 

No  settlement  has  been  made  with  the  City 
of  Cincinnati  for  its  claims  against  the  road; 
negotiations  to  that  effect  having  thus  far 
failed. 

A  suit  has  been  commenced  to  collect  the 
past  due  coupons,  by  a  portion  of  the  Second 
Mortgage  Bond  holders,  who  declined  coming 
into  the  Trust.  Joseph  W.  Alsop,  Esq.,  the 
President  of  the  Road,  and  one  of  the  Trus- 
tees, has  been  appointed  Receiver.  The  road 
is  now  managed  by  him,  under  an  order  of  the 
Court.  As  yet,  no  decree  of  sale  has  been 
made;  but  in  the  present  inability  of  the  road 
to  quash  the  suit  by  paying  the  arrears  of  in- 
terest on  the  Second  Mortgage  Bonds,  such  or- 
der will,  in  all  probability,  be  obtained. 

At  the  time  this  Trust  was  created,  there 
were  due  by  the  road  for  interest,  on 

First  Mortgage  Bonds, $215,250 

Second  Mortgage  Bvnds, 54,180 

Construction  Bonds, 445,419 

Income  Bonds, 348,600 

since  which,  nearly  all  the  back  interest  on  the 
First  Mortgage  Bonds  has  been  provided  for,  by 
the  road,  or  by  the  Trustees;  and  the  interest 
since  due  on  the  same,  has  been  paid  by  the 
road;  that  due  1st  inst.  by  making  a  tempora- 
ry loan  against  accruing  receipts. 

The  interest  on  the  Second  Mortgage  Bonds 
is  still  due.  That  on  the  Construction  and  In- 
come Bonds  has  been  provided  for  by  the 
Trustees,  as  stated  in  the  foregoing  report;  so 
that  the  road  has  already,  by  the  action  of  the 
Trust  been  relieved  of  the  immediate  payment 
of  interest  to  the  amount  of  upwards  of  One 
Million  of  Dollars,  most  of  which  will  be  con- 
verted into  stock,  if  the  plan  of  capitalization 
be  consummated. 

To  accomplish  the  objects  for  which  the 
Trust  was  created,  some  further  delay  must  be 
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submitted  to,  that  the  road  may  recover  from 
its  Ions;  embarrassments  and   be  placed  in  a 
condition  to  be  worked  with  economy  and  pro- 
fit.    All  of  which  is  respectfully  submitted. 
By  order  of  the  Trustees, 

■    EDWIN  BART  LETT,  Chairman. 


RAILWAY  LEGAL  DECISIONS. 

Westchester  County  Court. — Before  Judge 
W.  H.  Robertson. — John  Shanahan,  respon- 
dent, vs.  the  New  York  and  New  Haven  Rail- 
road Company,  appellants — By  the  Court — 
Robertson,  J. — This  was  an  action  for  an  in- 
jury occasioned  to  plaintiff's  cow,  in  July, 
1858,  hy  the  defendant's  engine,  while  passing 
over  the  track  of  the  New  York  and  Harlem 
Railroad  Company.  The  track  was  unfenced 
at  the  place  where  the  injury  occurred.  The 
cow  had  been  accustomed  to  run  at  large,  and 
was  wrongfully  upon  the  track.  The  jury  ren- 
dered a  verdict  for  the  plaintiff,  and,  from  the 
judgment  entered  thereon,  the  defendant  ap- 
pealed. The  defendant  was  a  foreign  corpora- 
tion, and  was  not  bound  to  fence  the  track  in 
question.  The  act  of  1850  imposed  that  duty 
upon  another.  That  aet  does  not  apply  to  the 
defendant.  The  plaintiff  could  only  recover 
at  common  law,  and  as  his  negligence  con- 
tributed to  the  injury,  he  was  not  entitled  to 
recover.  Judgment,  reversed,  with  costs.  The 
above  decision  is  the  reverse  of  the  ruling  of 
the. General  Term  of  the  New  York  Common 
Pleas  at  the  April  Term,  1860. 

Hoboken  R.  R  against  Passaic  and  Hack- 
ensack  Bridge  Co. — A  very  important  argu- 
ment was  lately  heard  before  the  Chancellor 
of  New  Jersey  at  the  beginning  of  the  present 
week.  The  suit  is  ostensibly  between  the 
Hoboken  Railroad  Company  and  the  Passaic 
and  Hackensaek  Bridge  Company,  but  it  is 
known  to  interest  much  more  prominent  par- 
ties— namely,  the  Camden  and  Amboy  Rail- 
road and  the  New  Jersey  Railroad  companies. 
The  Hoboken  Railroad  Company  was  charter- 
ed at  the  last  session  of  the  New  Jersey  Leg- 
islature, the  application  having,  as  was  alleg- 
ed, the  sympathy  of  the  Camden  and  Amboy 
Railroad  Company,  and  was  openly  and  deter 
minedly  opposed  by  the  New  Jersey  Railroad 
Company.  The  Passaic  and  Hackensaek 
Bridge  Company  filed  a  bill  in  chancery  on 
the  27th  ult.,  for  an  injunction  to  prevent  the 
erection  of  a  bridge  by  the  Hoboken  Improve- 
_  ment  Company.  The  Bridge  Company  set  up 
the  monopoly  under  which  the  turnpike  bridges 
were,  constructed,  and  by  which  it  is  enacted 
that  no  person  should  erect  any  other  bridge 
within  certain  prescribed  limits.  The  Bridge 
Company  were  not  incorporated  by  the  act  of 
1790,  but  were  a  subsequent  organization,  and 
took  a  lease  of  the  bridge  for  ninety-nine 
years,  from  Commissioners  named  in  the  act. 
By  this  lease,  which  was  made  in  1793,  the 
Bridge  Company  were  to  build  the  bridges 
and  keep  them  in  repair  for  the  tolls.  They 
allege  in  their  bill  that  they  are  entitled  to  all 
the  privileges  of  the  act.  The  Hoboken 
Company,  in  answer,  allege  that  the  enact- 
ment in  the  act  of  1790  was  never  intended 
to  create  a  monopoly,  but  was  simply  a  law 
subject  to  repeal.  Among-  the  acts  referred 
to  as  extinguishing  the  monopoly,  if  any  ever 
existed,  was  their  granting  consent  to  the 
erection  of  the  New  Jersey  Railroad  and  oth- 
er bridges,  which  was  a  waiver  and  abandon- 
ment of  their  monopoly;  and  the  fact  that 
they  had  no  bridge  suitable  for  the  transpor- 
tation of  railroad  cars  and  locomotives,  and 
not  having  furnished  the  public  with  facilities 
for  crossing  the  river  by  the  new  and  improved 


vehicles  of  travel  and  transportation,  they  can 
not  complain  if  the  public  erect  proper  bridges 
for  themselves.  Besides,  it  was  urged  that  a 
railroad  viaduct  is  a  very  different  thing, 
though  called  by  the  name  of  a  bridge,  from 
what  was  intended  as  a  bridge  in  the  act  of 
1790.  The  argument  was  by  Messrs.  Zabris- 
kie  and  Dayton  for  the  Bridge  Company,  and 
Messrs.  Gilchrist  and  Bradley  for  the  Hobo- 
ken Company.  Chancellor  Green  said  he 
would  give  his  opinion  on  the  80th  inst. 

Richard  Canovan  vs.  The  New  York  and 
New  Haven  Railroad  Company. — This  was 
an  action  before  Judge  McCarthy,  in  the  Ma- 
rine Court,  brought  by  the  plaintiff  against 
the  defendants  to  recover  the  value  of  a  horse 
killed,  and  a  wagon  broken  to  pieces  by  de- 
fendants' cars. 

The  plaintiff  alleged  that  the  negligence  of 
the  defendants,  in  not  fencing  the  track  on 
the  Harlem  road,  was  the  cause  of  the  loss  of 
his  horse  and  wagon,  and  insisted  that,  for 
that  reason,  they  were  liable  for  the  damages 
he  had  sustained.  The  defense  was  that  the 
defendants,  by  a  special  contract  with  the 
Harlem  Company,  ran  over  that  track,  and 
that  the  Harlem  Company  were  bound  to  fence 
their  own  track,  the  defendants  not  having 
stipulated  to  keep  the  fences  in  repair;  also, 
that  the  plaintiff  was  himself  negligent  in  the 
matter.  After  hearing  the  case,  Judge  Mc- 
Carthy held  that  the  plaintiff  contributed  to- 
wards the  accident  by  his  own  negligence,  and 
the  New  Haven  Company  were  not  bound  to 
keep  the  fences  of  the  Harlem  track  in  repair. 
Complaint  dismissed,  and  judgment  for  defen 
dants.  This  decision,  as  to  the  second  point, 
differs  with  a  recent  judgment  of  the  Common 
Pleas,  in  a  case  the  facts  of  which  were  iden- 
tical, and  against  the  same  Company,  for  an 
accident  by  which  a  cow  was  killed  on  the 
same  track.  In  that  case  it  was  held  that  any 
Company  who  ran  cars  over  the  Harlem  track, 
entered  into  an  implied  contract  with  the 
public  to  keep  the  .fences  in  repair,  just  as 
much  as  if  it  were  their  own  road;  that,  in 
fact,  for  all  purposes  of  that  action,  the  Har- 
lem track  became  the  defendants'. 

Le  Rey  agt.  N  Y.  and  Washington  Telegraph 
Co. — A  late  decision  in  the  Supreme  Court, 
where  the  operator  of  the  New  York  and 
Washington  Telegraph  Company,  not  under- 
standing the  written  message  given  him,  un- 
dertook to  make  it  correct  by  adding  "some 
few  letters,  gives  the  following:  "The  duty 
and  responsibility  of  Telegraph  companies 
are  defined  by  their  relations  to  the  commu- 
nity as  corporations,  or  public  institutions, 
and  by  their  relationship  to  the  sender  and 
receiver  of  messages,  as  the  agent  of  both. 
They  are,  therefore,  responsible  to  the  receiver 
of  a  message  for  any  injury  that  he  may  have 
sustained  by  reason  of  its  erroneous,  untrue, 
and  careless  transmission,  through  the  im- 
proper liberties  taken  by  their  operators  with 
the  text  before  them."  The  telegraph  com- 
pany did  not  send  Le  Rev's  message  as  he 
wrote  it.  If  written  as  the  Company's  agent 
read  it,  the  word  hand  was  written  hund,  and 
if  the  company  had  sent  the  word  hund  to 
Dryberg  they  would  have  been  in  no  fault. 
Their  agent,  however,  assumed  that  hundred 
was  meant,  and  accordingly  added  the  three 
letters  r  e  d,  which  did  all  the  mischief. 

City  of  Cleveland  vs.  Zanesville  a7id  Cincin- 
nati Railway. — This  suit,  which  was  to  be 
tried  at  Cleveland  on  Tuesday,  has  been  post- 
poned until  the  31st  inst.  The  circumstances 
of  the  case  are :  The  city  of  Cleveland  held 
$100,000  stock  in  the  Cleveland,  Painsville 
and  Ashtabula  Company,  which  was  loaned  to 
the    Cleveland,    Zanesville,  and     Cincinnati 


Railway  Company,  and  by  that  company 
pledged  to  the  Akron  Branch  Bank.  When 
the  latter  institution  became  involved  in  diffi- 
culties, this  stock  was  taken  possession  of  by 
the  State  Bank  of  Ohio,  as  part  of  the  assets 
of  the  Akron  Branch.  The  city  sues  to  re- 
cover, and  the  action  is,  therefore,  in  reality 
between  the  city  and  the  State  Bank. 

The  following,  although  not  strictly  a  Rail- 
way case,  is  of  great  interest:  The  Cincinnati 
Gazette  calls  attention  to  an  important  deci- 
sion by  Judge  Leavitt,  of  the  United  States 
District  Court  of  Ohio  (concurred  in  by  Judge 
McLean  )  The  Chillicothe  Branch  of  the 
State  Bank  of  Ohio  sent  §50,000  in  commer- 
cial bills  to  Ludlow,  cashier  of  the  Ohio 
Life  and  Trust  Company  Bank  at  New  York 
for  collection.  Ludlow,  instead  of  holding  the 
paper  till  maturity,  as  was  his  duty,  sold  it 
and  used  the  proceeds.  Before  the  bills  fell 
due,  the  Trust  Company  failed,  and  subse- 
quently the  holders  of  the  paper,  who  bought 
it  from  Ludlow,  sued  the  Chillicothe  Bank,  as 
indorser,  the  makers  of  the  bills  having  been 
enjoined  by  the  Ohio  Bank  from  paying  the 
same.  The  bills  were  indorsed  by  the  cashier 
of  the  Chillicothe  Bank,  "  Credit  my  account — 
/.  B.  Scott,  Cashier."  This  the  court  decided 
was  sufficient  notice  to  third  parties  that 
Ludlow  had  no  authority  to  negotiate  *he  pa- 
per, and  upon  this  ground  the  plaintiffs  were 
nonsuited.  Had  it  been  endorsed  in  the  usual 
way,  as  negotiable  paper,  the  defendants  would 
have  lost  their  case.  Mr.  Scott's  caution,  in 
this  particular,  saved  his  bank  $50,000,  and 
the  establishmsnt  of  the  principle  may  pre- 
vent in  the  future,  a  great  deal  of  rascality 
similar  to  that.practiced  by  the  bold  and  reck- 
less Ludlow. 

A  case  has  recently  been  decided  in  the 
Fifth  District  Court  of  New  Orleans,  in  which 
cotton  dealers  are  interested.  It  was  shown 
that  Buckner,  Stanton  &  Newman  sold  to 
Delany,  Rice  &  Co.,  on  the  6th  of  March, 
1860,  nine  hundred  and  eighty  bales  of  cotton, 
at  nine  and  a  half  cents  per  pound.  When 
the  cotton  was  inspected,  one  hundred  and 
eightv-eight  bales  were  rejected  as  mixed  and 
unmerchantable,  according  to  the  samples  by 
which  the  lot  was  purchased.  The  plaintiffs 
took  back  the  mixed  bales  and  substituted 
merchantable  cotton  of  as  good  quality  as  the 
original  samples  called  for.  The  defendants 
refused  the  entire  lot,  so  made  up,  and  the 
plaintiffs  sold  it  to  other  parties  for  less  than 
the  first  sale  to  defendants,  and  then  brought 
a  suit  to  recover  the  deficiency.  Judge  Eg- 
gleston  decided  that  the  plaintiffs  could  not 
sustain  an  action  against  the  defendants,  be- 
cause the  first  sale  was  tinctured  with  fraud, 
aud  the  offer  to  substitute  good  cotton  for 
the  mixed  could  not  be  binding  on  the  defen- 
dants, unless  they  had  agreed  to  it;  that  the 
plaintiffs,  when  they  took  back  the.  one  hun- 
dred and  eighty-three  bales  of  mixed  cotton, 
legally  removed  all  obligations  on  the  part  of 
the  defendants  to  retain  the  other  portion. 
The  sale  consisted  of  nine  hundred  and  eighty 
bales,  and  the  lot  delivered  must  be  consider- 
ed the  lot  first  agreed  upon  and  sold.  "  The 
original  and  substituted  cotton  established 
one  of  two  things — either  that  there  origi- 
nally was  no  sale  to  the  defendants,  or,  if 
there  had  been  one,  the  plaintiffs  had  subse- 
quently annulled  the  sale  and  resumed  the 
title  to  the  possession  of  the  cotton."  The 
Judge,  in  conclusion,  said:  "The  plaintiffs,  in 
my  opinion,  have  failed  in  making  out  a  legal 
demand  against  the  defendants,  aud  must  pay 
the  costs  of  their  suit" 

The  Supreme  Court  of  Illinois  has  decided 
that  an  express   company  is  still  liable  for 
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packages  until  an  offer  to  deliver  is  made  at 
the  place  of  busines  of  the  consignee,  an  offer 
to  deliver  at  the  express  office  not  being  a 
sufficient  release  except  under  peculiar  cir- 
cumstances. The  case  was  of  a  package  of 
money  sent  from  Chicago  to  Madison,  Wis.,  to 
D.  J.  Baldwin,  whose  authorized  agent  was 
the  cashier  of  the  Dane  County  Bank.  The 
bank  and  express  office  are  substantially  in 
the  same  room ;  and  an  offer  was  made  to  de- 
liver by  the  express  messenger,  at  its  counter, 
("asking  if  he  wanted  it?');  but  the  bank 
clerk  replied,  from  his  counter,  that  he  did 
not  —  not  feeling  authorized  to  receive  it. 
That  night  the  express  office  was  robbed,  and 
the  above  facts  were  put  in,  unsuccessfully,  as 
defense,against  payment. 

Important  Decision. — The  Court  of  Queen's 
Bench,  in  England,  has  decided,  in  the  case 
of  Smith  vs.  Munday,  that  if  a  man  sends 
half  a  bank  note  to  another  man,  the  latter 
acquires  no  property  in  the  half,  and  no  one 
has  power  to  enforce  the  giving  up  of  the 
other  half;  but  that,  on  the  contrary,  till  the 
transmission  is  complete,  both  halves  remain 
the  property  of  the  sender. 


SOUTH  CAROLINA  AND  HER  RAIL- 
ROADS. 

Correspondence  of  the  Cincinnati  Gazette  dated  Charleston* 
June  3D,  18G0. 

The  principal  road  leading  out  of  Charleston 
is  the  South  Carolina  Railroad,  and  this  is  the 
prominent  railroad  of  the  State.  The  main 
track  runs  west  to  Augusta,  137  miles,  where 
it  connects  with  the  Georgia  roads.  A  branch 
leads  off  at  Branchville,  62  miles  from  Charles- 
ton, and  runs  north  68  miles  to  Columbia,  con- 
necting with  the  Charlotte  Railroad  and  with 
the  railroad  to  Greenville.  A  branch  also 
leads  off  from  the  Columbia  branch  at  Kings- 
ville,  and  runs  east  38  miles  to  Camden. 

This  is  a  well  conducted  road,  as  are  most 
of  the  Carolina  railroads;  the  speed  of  trains 
is  about  14  miles  an  hour,  which  is  about  the 
average  rate  of  speed,  on  the  railroads  of  this 
section  of  the  South,  excepting  the  morning 
express  train  to  the  west ;  that  train  makes  19 
miles  an  hour.  The  road-bed  is  firm,  hard  and 
clean,  and  trains  might  be  run  at  a  high  speed, 
but  no  one  is  in  a  hurry,  and  there  is  less  dan- 
ger and  less  expense  in  running  slow.  The 
trains  run  to  accommodate  the  passengers,  but 
the  passengers  never  run  to  accomodate  the 
trains.  People  get  on  and  off  anywhere  be- 
tween stations.  A  man  comes  out  of  the  woods, 
waves  his  handkerchief,  and  the  train  stops, 
backs  up,  and  he  leisurely  gets  aboard.  There 
is  time  enough,  and  what  is  the  use  of  getting 
in  a  sweat?     Sure  enough,  what  is  the  use  ? 

This  is  the  oldest  railroad  of  any  length  in 
this  country;  it  was  commenced  in  1828,  and 
was  built  and  equipped — a  portion  of  it  at 
least  was — in  1830  ;  it  was  completed  to  Ham- 
burg, 136  miles,  in  1832,  and  was  then -the 
longest  railroad  in  the  world.  This  is  the  first 
railroad  that  introduced  steam  as  a  propelling 
power,  though  there  is  a  dispute  between  the 
South  Carolina  Railroad  and  the  Liverpool 
and  Manchester  Railroad,  which  is  less  than 
70  miles  long,  about  the  first  use  of  steam. 

At  the  time  when  the  South  Carolina  Rail- 
road was  projected,  it  was  considered  an  ex- 
periment, and  a  charter  could  r.ot  be  obtained 
to  be  worked  by  steam ;  but  a  charter  was 
finally  passed  through  the  Legislature  for  "A 
railroad  or  a  canal  from  Charleston  to  Hamburg, 
on  the  Savannah  river,  to  be  worked  by  mules," 
which  was  amended  by  inserting  "  steam  or 
mules,"  but  not  without  some  of  the  richest 
legislative  debating  on  record.      One   of  the 


enthusiastic  advocates  of  the  road  said  "  The 
railroad  could  be  built  and  worked  by  steam, 
and  that  it  would  carry,  when  completed,  an 
average  of  ten  passengers  per  day."  Where- 
upon, a  motion  was  made  and  seconded  to  send 
him  to  the  Insane  Asylum,  then  just  completed. 
A  few  leading  men,  some  half  a  dozen  in  num- 
ber, carried  out  their  project  and  built  the  rail- 
road, and  they  are  entiled  to  the  eternal  grati- 
tude of  this  universal  Yankee  Nation,  for  tak- 
ing the  lead  in  an  enterprise  that  has  resulted 
in  such  incalculable  benefits. 

The  South  Carolina  Railroad  and  its  branches 
are  242  miles  long,  and  cost  over  $8, 000, 000, 
which  has,  however,  been  reduced  by  earnings 
to  $7,000,000.  But  it  was  built  when  it  was 
not  known  how  to  construct  a  railroad  cheaply. 
It  cost  double  what  it  would  to  build  and  equip 
it  now;  and  yet  this  has  been  a  paying  road 
for  the  last  twenty  years.  It  pays  a  net  in- 
come of  over  ten  per  cent,  and  its  stock  can- 
not be  bought  for  fifteen  per  cent,  premium. 

The  South  Carolina  Railroad  runs  through 
the  poorest  places  in  the  State,  but  it  has  some 
great  advantages — advantages  that  no  other 
road  in  this  State  ever  can  have.  It  reaches 
the  most  important  points,  and  connects  with 
the  most  important  roads.  Its  charter  is  a 
liberal  one.  The  Legislature  granted  at  length 
all  that  the  Company  asked  for  in  their  char- 
ter. One  of  the  provisions  of  its  charter  is, 
that  no  other  road  shall  ever  be  built  running 
parallel  within  thirty  miles  of  it. 

The  cost  of  constructing  a  railroad  in  the 
southern  half  of  this  State  is  probably  less  than 
any  place  in  the  Union,  unless  it  be  Florida. 
The  grading,  ties  and  timber  are  items  of  com- 
paratively small  amount:  and  yet,'  only  two 
roads  in  the  State,  the  South  Carolina  and  the 
Charlotte  and  South  Carolina  Railroads,  both 
of  which  are  partially  controlled  by^the  same 
Company,  have  ever  declared  a  dividend;  but 
the  railroad  business  is  improving,  and  most 
of  the  roads  will  eventually  pay. 

The  Charleston  and  Savannah  Railroad, 
connecting  Charleston  and  Savannah,  is  113 
miles  long.  It  was  completed  about  100  miles 
to  the  Savannah  river  last  April.  It  strikes 
the  river  13  miles  above  Savannah,  and  pas- 
sengers over  this  road  are,  at  the  present  time 
conveyed  between  this  point  and  Savannah  by 
steamboat.  The  road  will  be  finished  on  the 
other  side  of  the  river,  down  to  Savannah,  in 
August,  and  the  bridge  in  February  next. 
This  road  will,  when  completed,  cost  about 
$2,000,000.  This  will  be  the  first  railroad  in 
this  State  built  exclusively  by  slave  labor. 

A  few  railroad  items  have  been  furnished 
me  by  Colonel  John  Caldwell,  President  of  the 
South  Carolina  Railroad.  He  is  as  much  the 
Railroad  King  of  this  State  as  Erastus  Corning 
is  of  New  York.  There  are  in  the  State  of 
South  Carolina  S79  miles  of  railroad  in  opera- 
tion, which  have  been  built  and  equipped  at  a 
cost  of  $18,665,000. 

The  Northeastern  Railroad,  running  from 
Charleston  to  Florence,  was  completed  in  1857. 
It  is  108  miles  long,  and  cost  $1,600,000 

The  Greenville  Railroad,  running  from  Co- 
lumbia to  Greenville,  143  miles,  with  a  branch 
from  Cokesbury  to  Abbeville,  11  miles,  and  a 
branch  from  Belton  to  Anderson,  9  miles. 
This  road  was  completed  in  1854.  Capital 
stock,  $1,429,000.  Cost  of  construction  and 
equipment,  $2,800,000.  This  road  has  never 
paid  a  dividend  ;  but  it  is  improving.  Much 
of  its  construction  has  been  from  earnings. 

The  Wilmington  and  Manchester  Railroad, 
running  from  KingsvilletoWilmingtonin  North 
Carolina,  is  171  miles  long,  about  one  half  of 
which  is  in  North  Carolina,  was  completed  in 
1854,  and  cost  $2,500,000. 


The  Charlotte  and  South  Carolina  Railroad) 
running  from  Columbia  to  Charlotte,  108  milesr 
was  completed  in  1S5-2,  and  cost  $2,000,000. 

The  Cheraw  and  Darlington  Railroad,  con- 
necting Florence  and  Cheraw,  is  40  miies 
long.  This  road  was  completed  in  1855,  and 
cost  $2,600,000. 

The  King's  Mountain  Railroad,  running 
from  Chesterville  to  Yorkville,  32  miles,  was 
completed  in  1833,  and  it  cost  $221,000. 

T.  H.  TJ. 


RAILROAD  DECISION. 

Important  Decision  in  the  United  States  Cir- 
cuit Court  at  Cleveland — the  Lake  Shore  De- 
pots.— In  the  United  States  Court,  silting  at 
Cleveland,  on  the  day  before  yesterday,  an  im- 
portant opinion  was  delivered  in  the  Chancery 
case  of  Henry  Holmes  and  others  against  the 
Cleveland,  Columbus  &  Cincinnati,  Cleveland 
&  Erie,  and  other  Railroad  Companies  whose 
lines  terminate  in  Cleveland,  for  rents  and 
profits  of  the  large  tract  of  land  in  that  city, 
lying  under  the  bluff,  and  now  covered  with  a 
score  or  more  of  depots,  shops,  freight  houses, 
etc.,  etc.,  among  which  is  the  Union  Depot, 
the  peculiar  location  of  which  is  so  well  remem- 
bered by  every  traveler  The  decision  con- 
firms the  title  of  the  Railroad  Companies. 
The  suit  was  brought  several  years  since,  and 
was  argued  in  this  city  before  Judge  McLean, 
last  October;  it  was  brought  by  the  complain- 
ants, who  represent  in  part  the  heirs  of  the 
Connecticut  Land  Company — employed  Judge 
Burehard  and  Hon.  Samuel  F.  Vinton.  In 
this  decision  many  historical  facts  of  great  in- 
terest are  detailed,  touching  the  conduct  of 
the  Connecticut  Land  Company  and  of  the 
city  of  Cleveland,  regarding  the  land  in  ques- 
tion. This  great  land  Company  received  its 
title  to  the  Western  Reserve,  about  three  mil- 
lions of  acres,  from  Connecticut,  in  1795,  when 
it  organized  for  the  purpose  of  extinguishing 
the  Indian  title  to  the  lands,  causing  a  com- 
plete survey  of  them,  and  a  division  among 
the  shareholders. 

From  the  Cleveland  Plaindealer  of  yester- 
day morning,  we  obtain  the  following  addi- 
tional facts  in  relation  to  this  property,  now 
worth  several  millions  of  dollars: 

The  Connecticut  Land  Company  com- 
menced the  surveys  in  1794,  and  the  plat  of 
the  village  of  Cleveland  was  made  by  Seth 
Pease  and  Augustus  Porter,  in  1796.  This 
plat  was  retraced  in  1802,  Ijy  Amos  Spafford. 
The  south  line  of  Bath  street,  running  from 
Water  street  to  the  river,  was  clearly  shown  on 
their  maps.  The  dedication  of  the  street  to 
public  use  is  undoubted.  The  original  map, 
which  by  the  territorial  laws  of  Ohio,  passed 
in  1802,  was  required  to  be  filed  and  recorded, 
was  lost.  The  Connecticut  Land  Company, 
having  completed  the  work  for  which  it  was 
organized,  and  divided  all  its  lands,  closed  its 
affairs  in  1809.  It  divided  all  the  property 
known  to  be  owned  by  it,  and  abandoned  fur- 
ther ownership  and  control  as  a  company,  of 
the  lands  in  dispute.  Bath  street  was  a  nar- 
row strip  of  beach  sand  in  that  day.  The 
opening  of  the  harbor,  and  the  building  of  the 
government  piers  have  caused  a  large  accre- 
tion to^that  and  adjacent  lands.  In  1842,  the 
city,  by  authority  of  State  statute,  leased  lands 
and  wharves  lying  on  the  river  and  lake,  where 
streets  came  to  the  water  edge.  In  1845  they 
laid  cut  and  leased  lands  on  the  beach  of  the 
lake  north  of  the  north  line  of  Bath  street.  In 
1849  the  city  gave  the  C,  C.  &  C.  R.  R.  Co.  a 
conveyance  of  the  lands  in  dispute  to  be  used 
for  railroad  purposes,  and  by  piling  and  filling 
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up  these  lands  they  have  been  largely  in  creased, 
not  less  than  half  a  million  of  dollars  having 
been  expended  in  improvements  upon  the  piers 
and  depots. 

More  than  half  a  century  has  elapsed  since 
the  abandonment,  by  the  Connecticut  Land 
Company,  of  its  rights  to  these  lands.  Its  ar- 
ticles of  association  were  for  temporary  pur- 
poses only,  and  when  it  closed  its  affairs  in 
1809,  the  Court  believes  that,  from  the  accu- 
racy with  which  its  business  was  conducted, 
and  the  exactness  with  which  the  remnants 
of  its  property  were  divided,  that  it  was  no 
careless  or  ignorant  omission  by  which  the 
land  in  dispute  was  not  disposed  of,  except  by 
dedication  to  the  public.  If  it  had  any  exis- 
tence, it  was  deemed  worthless,  and  was  aban- 
doned totally  to  any  one  who  might  appropri- 
ate it. 

The  time  which  has  elapsed  renders  the 
claim  of  the  complainants  a  stale  one,  under 
all  the  circumstances  of  tire  case,  a  claim  not 
to  be  encouraged  by  a  Court  of  Equity.  The 
Court,  therefore,  dismissed  the  bill. 

This  case  brings  to  mind  the  collateral  one 
of  Bates  et  al  against  the  Illinois  Central  Rail- 
road Co.,  decided  in  the  U.  S.  Court  at  Chicago 
last  year.  The  entire  erea  of  land,  or  rather 
"foundation,"  reclaimed  from  Lake  Michigan 
by  the  Illinois  Central  Co.  was  claimed  by  one 
Bates,  who  claimed  under  a  deed  to  adjacent 
property  which  some  fifty  years  ago  was  then 
regarded  as  the  Shore  Line.  That  case  was 
also  tried  before  Judge  McLean,  who  pro- 
nounced the  opinion  against  the  adventurers, 
and  confinied  the  title  of  the  Railroad  Com- 
pany. 

THIRD  ANNUAL  MEETING  OF  THE 
HOUSTON  TAP  AND  BRAZORIA 
RAILWAY  COMPANY. 

To  the  Stockholders  : — The  close  of  the 
last  fiscal  year,  ending  April  30th,  1859,  ex- 
hibited a  gloomy  and  uncertain  condition  of 
our  enterprise,  produced  from  the  withholding 
of  the  State  loan  by  the  Comptroller  and  Trea- 
surer of  the  State,  and  though  your  Board  of 
Directors  felt  an  abiding  confidence  in  the 
ultimate  possession  of  this  fund,  yet  its  non- 
receipt  on  the  completion  of  the  first  section 
of  the  road,  predicated  upon  which  purchasers 
of  iron,  chairs,  spikes,  &c,  had  been  made, 
the  obligations  for  which  were  maturing,  pro- 
duced a  degree  of  embarrassment  and  financial 
distress  that  for  a  moment  we  found  it  impos- 
sible to  overcome ;  causing  an  entire  suspen- 
sion of  work  on  the  second  section  of  the  road. 
In  the  months  of  "June  and  July  the=e  difficul 
ties  were  very  seriously  aggravated  by  the  ar- 
rival of  2,000  tons  of  rails  purchased  for 
the  completion  of  the  road  to  Columbia,  upon 
which  the  duties  and  freights,  amounting  to 
above  510,000,  must  be  promptly  met  or  the 
iron  must  go  into  bond  at  Galveston,  attendant 
upon  which  the  expense  to  the  Company  would 
be  largely  increased. 

In  this  emergency,  funds  were  procured 
through  the  individual  liberality  of  the  Direc- 
tors and  a  few  others  friendly  to  the  enter- 
prise, the  duties  and  freights  at  Galveston  were 
paid  and  the  rails  landed  in  Houston,  at  which 
time  track  laying  was  resumed  on  the  second 
section  of  the  road,  but  for  want  of  means 
progressed  very  slowly. 

In  June  mandamus  suit  was  brought  against 
the  Treasurer  of  the  State  to  compel  the  pay- 
ment of  a  warrant  drawn  by  a  majority  of  the 
Board  of  School  Commissioners  for  $150,000, 
od  the  completion  of  the  first  25  miles  of  road. 
The  case  was  tried  in  the  District  Court  of 
Travis  count}',  before  Judge  Terrril  in  July, 
and  a  decision  upon  demurrer  given   against 


your  Company.  An  appeal  was  taken  to  the 
Supreme  Court,  and  in  December  a  decision 
was  had,  sustaining  the  action  of  the  lower 
Court.  The  Legislature  being  in  session,  a 
bill  was  immediately  introduced  for  relief, 
which  was,  in  a  few  days,  almost  unanimously 
passed,  placing  us  in  as  good  condition  as  the 
most  favored  road  in  the  State.  Your  Board 
of  Directors  now  being  able  to  avail  them- 
selves of  the  State  loan  on  35  miles  of  com- 
pleted road,  amounting  to  $210,000,  reeeieed 
the  same  on  the  22d  December  last,  $42,000 
of  which  was  paid  to  the  city  of  Houston  as  a 
loan,  in  accordance  with  the  contract  made  in 
the  purchase  of  the  Tap  road,  May  29th,  1858, 
and  the  balance  appropriated  in  liquidating 
the  debts  of  the  Company  incurred  for  iron, 
rolling  stock,  &e.  The  failure  to  get  the  loan 
on  the  completion  of  25  miles  of  road,  was 
attended  with  a  loss  to  the  Company  of  not 
less  than  $25,000,  together  with  the  earnings 
of  the  second  section  of  the  road  during  the 
whole  business  season  of  the  year. 

Active  operations  were  immediately  com- 
menced and  the  work  rapidly  pushed  forward 
so  that  the  track-laying  was  completed  to  Co- 
lumbia early  in  March,  during  which  month 
an  effective  force  of  men  were  employed  in 
ballasting  the  road,  building  turn-tables,  &c, 
so  that  on  the  first  of  April  daily  trips  were 
commenced,  and  have,  up  to  this  time,  been 
regularly  continued. 

The  liabilities  incurred  in  the  construction 
of  the  last  15  miles  of  road,  with  the  balance 
of  the  old  bills,  are  pressing  heavily  upon  the 
Board  of  Directors;  caused  by  the  failure  to 
get  the  State  loan  on  the  last  10  miles  of  com- 
pleted road,  in  consequence  of  the  fund  hav- 
ing been  exhausted  west  of  the  Trinity  river. 
The  close  of  the  year  asrain  finds  us  still  suffer- 
ing from  financial  embarrassments. 

In  addition  to  the  completion  of  the  road  to 
Columbia,  there  has  been  built  two  turntables, 
one  at  each  end  of  the  road.  A  station  house 
at  Areola  ;  a  depot  and  station  house  at  San- 
dy Point,  with  wind-mills  at  both  places  for 
pumping  water.  Similar  improvements  are 
now  required  at  Oyster  Creek  and  Columbia, 
and  depot  buildings  at  Areola  and  at  the  junc- 
tion of  the  Harrisburg  road.  When  these  im- 
provements are  completed  and  the  entire  road 
ballasted  with  sand,  which  is  found  at  conve- 
nient points  on  the  line  of  the  road,  the  work 
on  which  has  been  rapidly  progressing,  the  en- 
tire distance  to  Columbia  will  be  in  good  con- 
dition for  the  next  fall  business. 

The  continuation  of  the  road  to  Wharton, 
now  nearly  all  graded  and  cross-tied,  with  the 
probable  construction  of  the  Matagorda  Tap 
will  add  greatly  to  the  traffic  of  the  road  and 
secure  a  large  passenger  trade  from  the  coast 
counties. 

The  report  of  the  Chief  Engineer  and  Su- 
perintendent, will  show. the  present  condition 
of  the  Wharton  extension. 

The  machinery  and  rolling  stock  of  the  road, 
consisting  of  two  locomotives,  one  six-horse 
engine,  one  passenger  car,  one  second  class 
do ,  seven  box  and  eighteen  platform  cars 
have,  to  this  time,  been  sufficient  for  the  busi- 
ness of  the  road  ;  but  now,  with  trains  running 
daily  to  Columbia  it  will  be  necessary  to  in- 
crease the  amount  of  rolling  stock  by  the  addi- 
tion of  another  locomotive,  five  box  and  ten 
platform  cars,  to  make  it  adequate  to  the  busi- 
ness of  next  fall.  It  will  also  be  necessary, 
during  the  coming  year,  to  erect  a  suitable 
machine  shop  with  the  necessary  machinery 
to  be  able  to  meet  the  increased  business  of 
the  road. 

There  has  been  charged  to  construction  ac- 
count on  the  43J  miles  of  road  to  Columbia, 


up  to  this  date,  :j  120,401  55  and  522,025  93 
to  equipment  account,  showing  the  cost  of  the 
road,  with  rolling  stock  included,  less  than 
$11,000  per  mile,  which  is  by  far  the  cheapest 
road  ever  built  of  the  same  distance  in  the 
world. 

It  has  been  the  policy  of  your  Board  to 
keep  the  road  and  machinery  in  as  good  order 
as  possible,  with  careful  engine  drivers  and 
other  operatives,  the  result  of  which  has  been 
great  regularity  in  the  running  of  the  trains 
with  almost  an  entire  exemption  from  acci- 
dents. The  connection  with  the  Harrisburg 
road  has  been  and  still  is  a  fruitful  source  of 
difficulty.  No  permanent  arrangement  has 
yet  been  made  for  transportation  of  freight 
irom  this  point  over  that  road.  The  erection 
of  a  depot  at  the  junction  of  the  two  roads 
where  freight  can  be  transhipped  now  seems  to 
be  the  only  plan  that  can  be  advantageously 
pursued  by  your  road. 

The  reports  of  the  Secretary  and  Treasu- 
rer, and  Superintendent  and  Engineer  of  the 
road  will  be  submitted  with  this,  exhibiting  in 
detail  the  amount  of  disbursements,  cost  of 
road,  &c. 

For  the  construction  of  the  road  from  Co- 
lumbia to  Wharton,  arrangements  are  now 
being  made  for  funds  to  purchase  iron,  rolling 
stock,  &c,  with  the  expectation  that  the  iron 
will  be  laid  in  time  to  take  off  the  growing 
crop.  Of  the  land  bonus  granted  by  this 
State,  400  sections  have  been  drawn,  a  few 
onlv  of  which  have  been  sold. 

The  accumulation  of  the  School  Fund  in 
the  State  Treasury,  it  is  expected,  will  be  suf- 
ficient during  the  year  to  enable  the  Company 
to  draw  the  loan  of  $60,000  on  the  last  ten 
miles  of  completed  road.  All  of  which  is 
respectfully  submitted, 

E.  W.  TAYLOR,  President. 

Houston,  May  1,  1860. 


OBSTRUCTING  THE  TRACES   OF 
STREET  PASSENGER  ROADS. 

We  reproduce  from  the  Boston  Journal  the 
following  clear  and  conclusive  syllabus  of  a 
recent  decision  in  Massachusetts  as  to  the 
rights  of  Boston  and,  by  parity  of  reason,  all 
other  street  railroads  as  compared  with  those 
of  other  vehicles.  Onelra  Temple  was  indict- 
ed for  obstructing  a  street  railway,  car  by  re- 
maining with  his  heavily  loaded  wagon  on  the 
track  in  front  of  a  car  after  being  requested 
to  "turn  out,"  and  thereby  forcing  the  car  to 
adopt  the  slowest  rate  of  travel: 

The  defendant  contended  that  proof  of  mal- 
ice was  necessary,  and  prayed  for  certain  in- 
structions to  the  jury,  which  the  Court  ruled 
out.  Upon  the  exceptions  the  Supreme  Court 
decide  the  following  points  : 

The  cars  could  only  move  on  one  precise 
line  ;  the  public,  by  the  grant  of  the  frauchise 
had  granted  the  right  to  move  in  that  precise 
line,  and  had  given  all  the  passengers  a  right 
to  be  carried  on  that  precise  line  at  the  usual 
rate  of  speed  at  which  passengers  are  carried 
by  horses,  subject  only  to  occasional  necessary 
impediments.  It  is  not  shown  that  there  was 
any  impediment  preventing  the  wagon  from 
turning  out;  the  wagon,  therefore,  for  the 
time  being,  was  an  unnecessary  obstruction  of 
the  public  travel,  and  therefore  unlawful. 

It  is  ststed  in  the  bill  of  exceptions,  as  if  the 
two  vehicles  were  upon  an  equality  in  this  re- 
spect, that  there  was  room  on  either  side  for 
either  vehicle  to  turn  out  But  this  is  a  mere 
illusion;  the  wagon  could  turn  out;  the  car 
could  not.  It  is  sail  fcat  it  is  usual  for  those 
in  charge  of  heavy  and  slow  teams  to  drive 
them  with  one  wheel  on  the  track,  and   that 
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they  can  bo  drawn  much  more  easily  there 
than  in  any  other  part  of  the  street.  This  is 
no  justification.  While  the  track  is  not  in  use 
by  the  car,  perhaps  the  teamster  had  a  right  so 
to  use  it.  But  when  required  for  the  cars, 
which  could  pass  in  no  other  mode,  he  had  no 
right  to  consult  his  own  convenience  to  the 
great  inconvenience  of,  or  the  actual  injury  of 
the  equal  rights  of  another. 

It  is  no  excuse  that  the  defendant  did  not 
get  upon  the  track  in  the  first  instance  with 
the  intention  of  creating  an  obstruction,  or 
that  he  did  not  slacken  his  speed  upon  the  ap- 
proach of  the  car.  It  is  a  nuisance  if  for 
his  own  benefit  he  violates  the  rights  of  oth- 
ers, and  if  this  consists  in  the  violation  of  a 
public  right,  indictment  is  the  appropriate 
remedy  for  its.  vindication  and  redress.  It  is 
a  nuisance  if  one  wilfully  seeks  and  pursues 
his  own  private  advantage,  regardless  of  the 
rights  of  others,  and  in  plain  violation  of 
them;  it  is  a  wrong  done.  And  as  every  man 
must  be  presumed  to  intend  all  the  necessary, 
natural,  and  ordinary  consequences  of  his 
own  acts,  it  is  a  wilful  and  intended  wrong ; 
it  is  malice — a  thing  done  malo  animo — 
in  the  sense  of  the  law;  and  no  other 
malice  need  be  proved,  to  show  the  act  to  be  a 
nuisance. 

The  Court  further  decide  that  the  corpora- 
ton  had  a  right,  and  in  reference  to  passen- 
gers, were  bound  to  move  at  the  rate  of  speed 
usual  for  vehicles  for  the  carriage  of  passen- 
gers, drawn  by  horses ;  provided  this  right 
could  be  enjoyed  without  preventing  the  load- 
ed team  from  moving  at  its  usual  and  proper 
speed ;  and  both  could  be  done  by  the  team 
ahead  turning  off  the  track,  which  the  car 
in  the  rear  could  not  do.  It  was,  therefore, 
the  duty  of  the  team,  in  the  reasonable  use  of 
the  public  right,  to  do  it.  What  was  the  usual 
and  proper  rate  of  speed  of  the  one,  was  not 
that  of  the  other. 

By  the  defendant  it  was  contended  that  the 
right  of  the  Horse  Railroad  Company  to  use 
the  highways  is  subject  to  the  right  of  the 
public  to  use  such  highways  as  they  have  pre- 
viously done. 

This  position  the  Court  hold  to  be  manifest- 
ly unsound.  The  Legislature  having  granted 
a  new  and  peculiar  use  of  the  highways,  the 
right  of  the  public  to  use  them  as  they  have 
done  is  thereby  qualified,  and  must  be  adapted 
to  such  use.     Judgment  on  verdict. 


THE  RAILROAD  MEETING  IN  SUM- 
TER. 

The  following  resolutions,  amongst  others, 
were  adopted  at  the  Railroad  meeting  held  in 
Sumter,  S.  C,  on  the  Fourth  : 

Resolved,  That,  in  the  judgment  of  this 
Convention,  a  railroad  should  be  constructed 
from  Charlotte  to  Gourdin's  Depot,  on  the 
North-eastern  Railroad,  by  way  of  Lancaster, 
Bishopville,  Sumter  and  Manning. 

Resolced,  That  the  extension  of  the  said 
railroad  from  Lancaster  to  Charlotte,  North 
Carolina,  would  give  to  Charlotte  a  new  and 
more  direct  route  to  Charleston,  and  thus 
open  to  that  favorite  Southern  sea-port  the 
trade  of  North  Carolina  and  Tennessee;  and 
the  extension  of  the  Wilmington  and  Man- 
chester Railroad  to  Columbia  would  give  to 
Columbia,  and  the  whole  up  country  of  South 
Carolina,  a  new  and  eligible  route  to  the  city 
of  Charleston. 

Resolved,  That  a  Committee  of  two  for  each 
District,  through  which  said  railroad  is  to 
pass,  be  appointed,  who  shall  be  charged  with 
the  duty  of  having  a  survey  made  of  the  route 
of  the   railroad  this  day  agreed  upon  by  this 


Convention,  and  procuring  the  right  of  way 
for  the  same,  and  that  any  money  paid  by  sub- 
scribers for  that  purpose  be  regarded  as  so 
so  much  paid  on  stock  in  the  company,  with 
the  interest  on  the  same. 

Resolved,  That  the  contemplated  railroad 
be  christened  and  hereafter  known  as  the 
"  Central  Railroad  of  South  Carolina." 

A  number  of  delegates  were  in  attendance, 
and  great  enthusiasm  was  manifested. 


OUR  STREET  POST  ROUTES. 

ORDERS   FROM   THE    POST   MASTER    CENERAL. 

Post  Office  Department,         ) 
Appointment  Office,  July  14,  1860.    ( 

Sir  : — I  am  directed  by  the  Postmaster  Gen- 
eral to  transmit  to  you  the  enclosed  copy  of 
an  order,  made  this  day,  declaring  the  streets 
in  New  York  city  post  routes,  and  to  request 
you  to  have  the  same  published  for  the  infor- 
mation of  all  concerned. 

As  the  act  of  15th  June,  1860,  limits  the 
carrier's  fee  for  the  delivery  of  letters  to  one 
cent,  it  becomes  necessary,  independently  of 
other  considerations,  for  the  Department,  in 
order  to  sustain  the  carrier  system,  to  take 
charge  of  the  whole  business  of  letter  carry- 
ing in  New  York.  Therefore,  in  promulgat- 
ing the  order  of  the  Postmaster  General,  you 
will  at  the  same  time  give  notice  of  his  deter- 
mination rigidly  to  enforce  the  laws  against 
any  and  all  private  carriers  or  expresses  in 
the  city  from  and  after  the  1st  proximo. 

Horatio  King. 

Hon.  John  A.  Dix,  Postmaster,  New  York. 

Post  Office  Department,  July  14,  18G0. 
NOTICE  TO  NEW  YORK  LETTER  CARRIERS. 

Agreeably  to  the  authority  conferred  by  the 
tenth  section  of  the  act  of  Congress'  of  3d 
March,  1851,  entitled  "An  act  to  reduce  and 
modify  the  rates  of  postage  in  the  United 
States,  and  for  other  purposes,"  it  is  hereby 
ordered  that  all  the  avenues,  streets,  lanes, 
alleys,  roads  and  highways,  in  all  that  part  of 
the  city  of  New  York  lying  south  of  and  be- 
low 55th  (Fifty-fifth)  street,  including  that 
street,  be  and  the  same  are  hereby  established 
as  post  roads.  This  order  to  take  effect  1st 
August,  1860. 

J.  Holt.  Postmaster  General. 


JStiF"  The  Railroad  Convention,  in  session  in 
this  city  during  the  present  week  has  adjourn- 
ed to  meet  at  Saratoga  on  Friday  week.  The 
report  of  the  Committee  made  to  the  Conven- 
tion makes  the  following  recommendations: 

"That  having  fully  considered  the  question, 
they  are  of  opinion  that  the  rates  of  freight 
can,  with  a  proper  regard  of  the  interests  of 
the  public. "be  materially  increased  from  their 
present  standard.  That  the  rates  should  be 
made  to  rise  gradually  on  and  after  the  15th 
of  August,  1860.  That  it  is  in  the  power  of 
the  five  Eastern  trunk  lines  to  make  such  ar- 
rangements with  the  other  lines  as  will  secure 
such  changes  of  the  rates  from  time  to  time 
as  shall  be  agreed  upon,  and  prevent  those  re- 
ductions from  which  the  railroad  interests  of 
country  have  so  seriously  suffered  during  the 
last  three  or  four  years.  They  further  recom- 
mond  that  the  Presidents  of  the  following 
roads  hold  monthly  meeting  alternately  at 
Buffalo  and  New  York  :  Pennsylvania  Central, 
Baltimore  of  Ohio,  Grand  Trunk  of  Canada, 
New  York  Central,  and  New  York  and  Erie. 
At  those  meetings  such  other  lines  as  shall 
please  may  send  representatives.  That  at 
1  those  meetings  the  rates  will  be  arranged  and 


be  put  in  force  from  the  first  day  of  every 
month.  All  ticket  offices  in  the  large  cities  to 
be  abolished,  as  long  as  unnecessary  and  ex- 
pensive, and  that  the  usual  free  passes  given 
to  shippers  of  wheat  to  be  also  done  away  with. 
That  any  person  in  the  employ  of  the  various 
roads  who  shall  bo  discovered  taking  freight 
at  lower  rates  than  those  fixed  by  the  Conven- 
tion shall  be  immediately  discharged.  That 
all  contracts  with  Express  Companies  end  on 
the  1st  of  January,  1861,  and  that  all  agents 
in  future  be  paid  a  regular  salary  instead  of  a 
commission.  The  present  rate  of  freights  to 
remain  the  same  until  otherwise  ordered  by  the 
Convention. — N.    Y.    Tribune.  ,-, 

-. J-V^ 

COAL  BURNING   ENGINES  ON  THE 
NEW  YORK  CENTRAL  R.  R. 

Statement  of  six  months'  operations  with 
five  coal  burning  engines  upon  the  Albany 
and  Schenectady  division  of  the  New  York 
Central  Railroad. 

DESCRIPTION   OF   ENGINES. 

No.  18,  built  on  the  road,  for  coal  burning, 
in  1859;  has  a  combustion  chamber  4  feet 
long,  with  176,  1  5-8th  inch  tubes  8  feet  long. 
Fire-box  of  Low  Moor  iron  5-16  inch  thick, 
with  3.5  inch  water-space.  Cylinders  14X24 
inches,  driving  wheels  56  inches. 

No.  199,  built  at  the  Schenectady  Locomo- 
tive- Works-,  for  wood  burning,  cylinders 
16X22  inches,  diameter  of  driving  wheels  56 
inches. 

No.  56,  built  at  the  Schenectady  Locomo- 
tive Works,  for  wood  burning,  cylinders  16X22 
inches,  diameter  of  driving  wheels  50  inches. 

No.  20,  built  on  the  road  in  1859,  for  wood 
burning,  and  as  a  helper  up  the  grade  in  con- 
nection with  engine  No.  67,  cylinders  14X24 
inches,  diameter  of  driving  wheels  42  inches. 

No.  67,  altered  from  a  wood  burner  to  a 
coaler,  the  alterations  are  the  Hopper  grate 
with  brick  arch  in  the  furnace.  Single  exhaust 
pipe  4  inches  diameter,  with  an  open  stack 
similar  to  the  English. 

Number  of  Engines  as  above  described, 
18.  19!1.  56.  20.  07. 


Miles  run. . 

13.9JG 

10  561 

13,614 

14,800 

9,050 

Cars  drawn 

3,067 

2,026 

3,165 

Coal    used, 

pounds. . 

578,900 

2G4,4tO 

Wood  used, 

cords ... . 

367 

571.5 

555 

Costofco'l.$J,418  30 

618  13 

Cost    of 

Wood.  ... 

213  95 

1,3S5  91 

3.U1S5 

2,048  16 

200  79 

Cost  \>  e  r 

mile  for 

all  fuel.. 

12.09 

13.50 

15.55 

13.84 

9.38 

Cost  per 

mile  for 

repairs. . 

3.61 

9.84 

2.95 

1.27 

5.32 

Wood  rated  at  $3  84  per  cord,  and  coal  at 
$5  00  per  ton.  Taking  the  cost  as  wood  as  on 
the  division  above  only,  would  give  about  fifty 
per  cent,  of  fuel  saving  in  favor  of  coal;  and 
taking  the  lowest  rate  of  wood,  twenty-five  per 
cent,  in  favor  coal ;  and  this  is  the  comparison 
with  freight  engines. 

As  to  the  comparison  of  wood  and  coal  in 
the  same  engine,  we  have  the  following :  No. 
67,  with  the  common  grate,  and  burning  wood 
at  $5  00  per  cord,  ran  from  August  to  Septem- 
ber, 1858,  9,700  miles  with  250  cords  of  wood, 
costing  $1,750,  or  18  04  cents  per  mile.  After 
being  fitted  with  Jones  and  Stevenson's  hoppe  i 
grate,  with  coal  84  90  per  ton,  the  engine  ran 
in  the  same  months  as  above,  in  1859,  8,88 
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miles,  using  224,550  lbs.  of  coal,  costing  $599 
15,  or  6.87  cents  per  mile.  The  wood  used 
for  kindling  during  the  same  time  cost  $197  50, 
or  2.22  cents  per  mile;  making  the  total  fuel 
cost  per  mile  9.09  cents.  This  engine  is  used 
as  a  helper  upon  the  steep  grades;  its  dimen- 
sions are:  Cylinders  17X20,  six  4  feet  driving 
wheels  and  four  26  inch  truck  wheels;  furnace, 
48X39X60  inches;  148  two  inch  copper  flues 
12.5  feet  long;  weight  of  engine  62,000  lbs., 
tender  40,000  lbs.,  total  102,000  lbs  The  ex- 
periments made  in  January  showed  the  aver- 
age evaporation  to  be  9.25  lbs.  The  hopper 
grate  as  applied  to  these  engines  has  been 
made  to  burn  Anthracite  coal;  with  what  suc- 
cess is  not  reported. 


MONETARY  AND  COMMERCIAL- 


We  have  little  change  to  note  since  our  last.  Banker3 
have  more  money  than  they  can  satisfactorily  dispose  of  for 
good  short  paper,  still  the  street  rales  continue  to  range  from 
10  to  18  per  cent,  per  annum. 

Exchange  on  the  East  has  not  changed  in  value,  but  is  in 
better  supply  than  it  was  a  waek  ago,  so  that  the  market  may 
be  called  easier.    "We quote: 

BUYING.  SELLING, 

New  York  sight ...37®.      prem.      £©&    prem. 

Boston 30@35  prem.      \®,\    prem. 

Philadelphia 37  prem.       j!@i    prem. 

Baltimore 30®      prem.      f@*    prem. 

New  Orleans M@5    dis       par  @£     dis. 

American  Gold 20  prem.     35@40  prem. 

Our  New  York  advices  quote  Stock  Sales  as  slightly  inac- 
tive, but  by  no  means  exhibiting  a  downward  tendency.  In 
the  Bond  market  there  was  not  a  large  business,  but  prices 
are  well  sustained,  and  do  not  appear  to  sympathize  with 
the  fluctuations  of  the  Share  market.  The  only  important 
transaction  was  sales  of  $22,000  North-Western  First  Mort* 
gage,  at  GO.  The  closing  prices  were:  Tennessee  6s,90@9O, 
sales;  Virginia  Gs,  D1{-@9H;  North  Carolina  Gs,  07,  sales, 
Missouri  6s,  82@82-J;  California  7s,  new  issue,  89£@805:; 
Cumberland  Coal,  14i@15  ;  Pacific  Mail,  sales  at  85@U4£, 
buyer  thirty  days;  New  York  Central  Railroad,  82@82|; 
Erie  Railroad,  2U@22|;  Hudson  River  Railroad,  53$@54; 
Harlem  Railroad,  153®15$;  Harlem  preferred,  42J®43;  Mi- 
chigan Central  Railroad,  52®.52$;  Michigan  Southern  and 
Northern  Indiana  Railroad,  1G@1G£;  Michigan  Southern 
Guaranteed,  35£(5J36;  Panama  Railroad,  124®125;  Illinois 
Central  Railroad,  71£@7l£j  Cleveland,  Columbus  and  Cin- 
cinnati Railroad.  94J;  Galena  and  Chichago  Railroad,  6S@ 
68£;  Cleueland  and  Toledo  Railroad,  35£@35f;  Chicago  and 
Rock  Island  Ratlroad,  74£@74J;  Chicago,  Burlington  and 
Quincy  Railroad,  7P£@78i. 

The  changes  of  the  St.  Louis  Banks  for  the  week  ending 
July  14,  are  as  shown  below  : 

Banks.  Ex.  HatHvff.     Circulation.        Specie. 

Merchants $52,328  dec.        2375  dec.        320S  jnc 

St.  Louis 11063  inc.         1S20  inc.         2118  inc! 

Southern 18  791  dec.        1915  dec.        4814  dec! 

Exchange 8,273  inc.        1245  dec.  372  dec 

State 48,442  dec.  450  dec.  831  inc. 

Union 11,118  inc.         3225  dec.    .'    2045  dec! 

As  the  Mechanics'  Bank  has  not  published  its  statement 
for  the  week,  in  the  usual  season,  the  items  of  that  statement 
are  omi:ted.  The  total  of  the  aggregates  below,  aud  the 
differences,  apply,  of  course,  to  all  the  Banks,  the  Mechanics' 
excepted : 

July  14.         July  7.      Inc.  Dec. 

Exchange $3,280,813     S3.392.09G     $111,083 

Circulation 144,685  152,075     7,390 

Coin 683,244  684,358     1,074 

The  following  will  show  the  condition  of  the  banks  in  the 
four  leading  cities,  according  to  the  statements  made  to 
July  14th:— 

N  Orleans  $  15.945,420     9.545.553    10,310.825     15,800,808 
N.York...    127,123,166  23,641.357      8.965.528    82,748231 

Phila 27,878,435     4,403.157       2,859.852     15.796.205 

Boston..  ..      05,153,413    5,685,020      7,560,636    20,312,321 

Total.- ..$235, 100,44(1  4:1,275,087  27.716-841  134.657,675 
Last  week.    235,915,405  42,838  732    30,052,050    134,242,505 

Adding  to  the  above  the  long  loans  of  the  New  Orleans 
Banks  (313,517,046),  and  we  have  $248,617,486. 

The  following  is  a  statement  of  the  condition  of  the  banks 
f  Kentucky : — 


Bank  of  Kentucky. ...  £1,512.274  $1,022,246  £402,774 

Northern  Bank 1,821,203  871,535  406,431 

Bank  of  Louisville....  1.245,257  526,013  not  r'd 

Farmers'  Bank 1 .687,691  772,002  not  r'd 

Southern  Bank 1,548,721  093,277  330.246 

Commercial  Bank 1,433,819  481,314  185,363 

Bank  of  Ashland 350,550  148,705  6,874 

People's  Ban k 239,090  1 1 3 ,615  31 .456 


July  1,1860 9,829.205        4.632,327 

July    1,1859 10,514,512        4,522,759 


1,493,143 

1,320,336 


Cincinnati  Stock  Market.— Reported  by  Kirk  &  Chee- 
ver,  Stock  Brokers,  No.  57  West  Thitd  Street.  July  23dt 
1860: 

BONDS. 

Little  Miami  R.  R.  1st.  Mortgage  Bond?,  G  per 
cent . , 85  and  int. 

Covington  and  Lexington  II.  R  Co.  First  Mort- 
gage Bonds,  7  per  cent 83 

Covington  &  Lexington  R.  R.  First  Mortgage 
Bonds,  G  per  cent 72$- 

Covington   &.  Lexington   R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent. 72  and  int. 

Indianapolis  &.  Cincinnati  R.    R.  First  Mort- 
gage Bonds  7  per  cent ■ 85 

Indianapolis  &  Cincinnati   R.  R.  Co.,  Second  ___ 
Mortgage,  7  per  cent.  Bonds 75 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 
Mortgage,  7  per  cent.  Bonds •"■  98 

Cincinnati,  Hamilton  Sc  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds,  7  per  cent 83  and  int. 

Ohio   &   Mississippi  R.  R.  Co.,  Construction 
Bonds,  7  per  cent • 16 

Dayton   and   Western  R.    R.,  First   Mortgage 
Bonds,  7  per  cent 60 

Dayton  and  Western  R.   R.   Second  Mortgage 
Bonds.  7  per  cent 45 

City   of  Cincinnati,   Municipal  Bonds,  6  per 
cent ■ ...95 

City  of  Cincinnati,  Railroad  Bonds,  6  per  cent.  85  @  87£ 

City  of  Cincinnati,  Wharf  Bonds,  6  per  cent..  83 

STOCKS. 

Cincinnati,  Hamilton  At  Dayton  R.  R *5£ 

Little  Miami  R.  R *..H 

Columbus  &  Xenia  R.  R -*>.  83* 

Indianapolis  &  Cincinnati  R.  R ,...*■..   41 

Farmer's  Bank  of  Kentucky,  bx.  Div 122£ 

Northern  Bank  of  Kentucky,  Ex.  Div 127|- 

Southern  Bank  of  Kentucky,  Ex.  Div 120 

Ohio  Life  Insurance  &.  Trust  Co.'s  Certificates.  14 
Ohio  &  Mississippi,  Trustees  Scrip 12 

The  last  comparative  statements  cf  the  Boston  Banks  are 
as  follows : — 

July  16f»,  July  9tli, 

Capital  Stock $36,681,700        $36,581,7(10 

Loans  acd  Discounts 65  1;  3.413  65,039,459 

Specie 6,685,020  6,087.718 

Due  from  other  Banks, 7,995.222  9,105,876 

Due  to  other  Banks 1 1 ,098,3i  6  ]1.3l-4^  93 

Deposits 20,312,421  21,133,175 

Circulation 7.5Gu,u3G  7,932,653 

The  ahove  exhibits  an  increase  of  §113,954  in  loans,  a  de- 
crease of  $820,754  in  deposits,  $372,517  in  circulation  and 
$452,693  in  specie. 

The  following  is  a  comparative  statement  of  the  New  Or- 
leans Banks,  according  to  the  last  returns  : — 

July  \4.th.  July"it7i 

Specie 9,545  553  0,693,454-  -Dec.  147,901 

Deposits 14,800,818  15,953,019. -Dec.  152,801 

Circulation 10.310,825  10,695,889.. Dec  385,064 

Short  Loans 15,945,426  16,795,837.  .Dec.  850,411 

Exchange   4,713.790  3,123.283. .  Dec.-  409.493 

Due  Distant  Banks.  1.510,220  1,4(11.805. -Inc.  108,415 

LongLoans 13,517,046  12,861,636.  .Inc.  (55,410 

The  most  notable  chance,  says  the  Picayune,  is  an  increase 
of  $655,000,000  in  long  loans,  which  is  offset  by  a  reduction 
of  $850,  in  the  short  loan  column.  The  specie  drain  still 
continues  and  the  Exchange  Balances  at  Bank  are  fa;t  run- 
ning down. 

Mr.  E.  F.  Satterthwaite  writes  as  follows  : 

We  have  to  report  a  more  stringent  market  for  money  du- 
ring the  past  week,  considerable  confusion  having  been  oc- 
casioned by  the  numerous  and  large  failures  jn  the  hide  and 
leather  trade  to  an  extent  altogether  unprecedented  in  that 
branch  of  commerce. 

Consols  have  remained  very  steady,  closing  at93-*©93&ex 
dividend  for  account  10th  July. 

Business  in  American  securities  continues  very  limited; 
it  is  confined  chiefly  to  moderate  investments  in  States' 
stocks  and  sound  railroad  bonds.  In  shares  the  only  de- 
mand is  forEries,  which  are  wanted  at  from  17£  to  18. 

Messrs  D.  Bell,  Son  &  Co.,  notice  and  quote  the  market 
for  American  securities  as  follows: 

We  have  no  change  to  report  in  the  market  for  American 
securities;  it  still  continues  inactive,  and  prices  are  gener- 
ally without  alteration. 

American  Railways,  &c.  Closing  Prices. 

United  States  6  #>  cent  Bonds,  1868 96  @  08 

United  States  5  $  cent  Bonds,  1874 92£@  93 

Kentucky  G  $  cent  Bonds,  1868-72 90  ©  92 

Maryland  5  $>  centBonds 93  @  95 

Massachusetts  5  $>  cent  Stg.  Bonds 102  @I03 

Pennsylvania  5  $p  cent  Stock 84  @  86 

Pennsylvania5  #>  cent  Bonds,  1S77 P6£tsS.87i 

Virginia  6  $>  centBonds,  1886 81  ®  ^3 

Virginia  5  $>  cent  Stg.  Bonds,  1888 80  @.  S2 

Illinois  Central  7  $  cent 82  ®  83 


Illinois  Central  6   f  cent 77  @  79 

Illinois  (Freelands,)  7  p  cent 91   ®  92 

Michigan  Central  *  9  cent,  1809 '.  87   a    -- 

New  York  Centra! 6  p  cent 84  @  55 

New  York  Central  7  %>  cent 92  ^  93 

New  York  and  Erie  7  $  cent,  ]?67 90  @  91 

New  York  and  Erie  7  $  cent,  1859 64    2    fifi 

New  York  and  Erie  7  V  cent  1883 76  @  78 

New  York  and  Erie  7  $>  cent,  1862 45  ^  48 

Panama?  $>  cent  Stg-  Bonds,  1865 ]<  n  @,K2 

Pennsylvania  Central  6  p  cent 87  'fj,  P9 

Annexed  is  the  latest  statement  uf  the  Bank  at  England. 
It  gives  the  following  results  when  compared  with  the  pre- 
vious week: 

Public  deposits .£P  .209,369 Increase £1,117.944 

Other  deposits 13.743.^27 Increase 394.426 

Rest 3,300,175 Increase. .  ..         47,667 

On  the  other  side  of  the  account: 

Government  securities,  .£9.317.333.  -Increase £3,777 

Other  securities 21,670470..  Increase 1.4<6.635 

Notes  unemployed.-..      8,2C5,485.  .Decrease l,02U,'-2y 

The  amount  of  notes  in  circulation  is  £21.96'  ,665,  being 
an  increase  of  £1,(10 1.FP5.  and  the  stock  of  bullion  in  both 
departments  is  £16,496,930,  showing  a  decrease  of  £55,100 
when  compared  with  the  preceeding  report. 


LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  BAYTON 


^L^^IIjX1LO-^-X>S. 


On  and  after  MONDAY,  JuDe  11,1860,  Trains  will  de- 
part as  follows  : 

6:00  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot— For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  UDion  &c. 

7:30  A.  M.  Express.— From  Little  Miami  Depot,  and 
from  Cincinnati,  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  BellairandBenwoorl;  and  via  Columbus,  ilel  air 
and  Pittsburgh:  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express— From  "Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  R  »ad  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield.  Urbana  and  Belle- 
fontaine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.M. — From  Cincinnati,  Hamilton  and  Dayton  De- 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham- 
ilton for  Oxford,  &c. 

4:00  P.  M.— From  Little  Miami  Depot— Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:00  P.M. — From  Little  Miami  Depot— Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express— From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield,  Urbana  and  San- 
dusky ;  for  Troy.  Piqua,  Sidney,  Lima.  Fori  Wayne  and 
Chicago  ;  also  for  Toledo,  Detroit,  and  all  points  "in  Cana- 
da ;  connects  via  Hamilton  for  Richmond.  Loiransport.  etc. 

11:00  P.M.  Express.— From  Little  Miami  "Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood  and  via 
L'olumbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  cornerV  Front  and  Broadway"; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  J  Burnet  House;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  W.  STRADER, 

General  Ticket  A  cent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices. 


GEO.    H.    KNIGHT  &    BROTHER, 

Patent   Attorneys, 


JV.  E    Corner  Vine  Jt  4th. 
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Patent  Portable  Forge  aud  Bellows, 

THESE  FORGES  are  superior  to  all  nUj^Mfsr  build- 
ers of  railroads,  mines,  quarries,  gunwflltho,  Iock- 
smiths,  machine  shops,  boiler  makers,  Q'as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
bj  ipe. 
K.Yilroad  companies  and  others  in  want  of  Portable 
or&es  willaddress  W.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  ROUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  N  orth-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  SA.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

6.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at?:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


~K3r*  Be  sure  you  are  in  the  right  Ticket  Office  hefore  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawreneeburg  &  Indianapolis* 

03- FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TUR-OUG  TT.CKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  I  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 

CINCINNATI,   WILMINGTON, 

AND   ZANESVILLE 
H.  AZIiB   O  -A.  33. 

Two  daily  trains,  at  0  A.  M  .and  6  P.  M.,  from  Little  Mi 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Ki:  i '  i'.n-im;  Trains— Arrive  at  Cincinnati  at  8  A.  M.  and 
4.411  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  Ticket 

Offices  of  Little  Miami  Road. 

W  OND         eivoo. 


RAILROAD  IRON. 

HE  undersigned,  Agentsfor  the  Manufacturers,  are 
~  prepared  to~contract  to  deliver  free  on  board,  at 
shipping  portsin  England,  or  at  ports  of  dischaarge  in 
theUnitedStates.Ruilsofsuperioi  quality, and  of  weight 
ofpattern  as  may  be  required. 

VORE, LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street. 

T.  F. 

Mathematical 

O.C7       est  6tt»  St.  \>et  Wa  nut  *  Viae 

CINCINNATI  0 

GREAT  NATIONAL  ROUTE  TO 

BALTIMORE,  PHI  LADEPHIA,  NEW  YORK  &B0ST0N 
And  only  Road  to  Washington  City. 


Instrument  Makers 


CENTRAL 

AND 


OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South-West  and  North  West. 

Passengers  by  this  route  con  visit  Baltimore,  PhUadel 
phia,  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through,  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or.information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  it3 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletiack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

3X~^  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH, Master  Transportation,  B.  &  O.  Ii.  R. 

J.  II.  SULLIVAN,   Gen.  West.  Agt.,  B.%  O  R.  Ii. 
L.  M.  COLE,  Gen.  Ticket  Ast.,  R.  $  0.  Ii.  Ii. 
H.  J.  JEWETT    Pves't  O.  0.  Ii.  R. 
J.  W.  BROWN,   Oen.  TfrfeCty*.,  O.   0.  Ii.  Ii. 


G.    \V.    MORRILL,, 


G.    B.    BOWERS 


Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  tor 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  he  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  that 
no  pains  will  be  spared  to  give  entire  satisfaction  in 
al   ases.  6 


IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

LAP=WiL©£§>  IQILSR  FMB&3, 

7 inches  outside  diameter,  cut  to  definite  length 
as  required. 
Ul£«tTGHTIRON  WELDED   TUBES, 
From  %  to  5  inches  bore,  with  Screw  and  SocketCon- 
oections.    T's,  L's,  Stops,  Valves,  FlangeB,  etc.,  etc 
Warehouse,  209  South  Third.  St., 
PHILADELPHIA*  [».ug 

Stephen  morris,  ciias.  wheeler,  jr. 

tuos.  t.  tasker,  jr.,  b.  p.  ri.tasker. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T'     Bail 

~ PATENTED,  NOV.  2,  1358. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  which  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  mils. 
This  plate  may  be  of  such  form  as  tojflll  up  the  recess  in 
tbe  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  the  chair,  as  shown 
in  Pig.  3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  there- 
cess  in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegetlanof  the  wheels.  ALd  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  tocenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them*  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  For  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  tho  places 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Another  great  advantagcis,  the  allowance  which  ismade 
for  expansion  ami  contraction  between  the  tongues  and 
slotc  :n  the  rails,  so  t  hat  they  can  not  shove  together,  as  in 
the  ;      sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss   of  life  and  destructioncC 
property,  and  saving  at  ienst  fifty  per  cent,  on  the  wearo 
the  rolling  stock  of  the  road. 

W.  HARVEK,  Inventoe  akd  Patents 
41  Jefferson  street,  Albany, 
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PROSSER'S  PA.TENT 

ORIGINAL    LAP-WELDED 

IRON  ANB  STEEL  BOILER  TUBES, 

8AFE  FROM  END  TO  END. 
ENAMELED    IRON    PIPES    AND   PUMPS, 

FOR    WATER    SUPPLY,    ACIDS,    ETC. 

S  O  r ,  JS    I  M  PORTERS. 

PKOSSKlt'S  PA'I'ENT  SBKl'ACU 'CON- 
H>EiNSK!itt*  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauges,  3-cutter  drills,  coun'er- 
eillks,  tubs  end  cutting  bare,  expanders,  lube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrenches, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes.  Steel  for 
Pollers.  THOS.    l'KOSSRR,  &   SON, 

B7jan.  28  Piatt  Street,  New  York 

tf.  Of.  LOBDELL.        H.  S.  M'COMBS.        I>.  P.  BUSH. 


Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  B.R.Cars&  Locomotive  Engines, 

AKE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    It  THKIR 

CZLEBF.ATED     WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH     OR    WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    Rolled    Axles, 

In  the  best  man  net',  at  the  shortest  notice,  and  on     the 


Most  Reasonable  Terms. 


BBS 


h  Book  for  Ever]  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

Tor  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post- Offices  in  the  United  States 
and  Territories,  arranged  Oy  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Hates 
of  foreign  and  Domestic  Letter  Postage;  Mates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  t/te  Post-OJJlce  De~ 
partm-entf  <£*c,  dte, 

COMPILED  BY  E.  PENROSE  JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     ) 
This  work  has  been  carefully  compiled  and  corrected  by 
E  .   Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
i     ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
l?er  sources,  and  contains  tlie  most  complete  list  of  Post- 
©ttices,   especially  of   the    Western,   North- Western,  and 
South-Western  Stu:es,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &c.,f'or  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  about  100  pages. 
The  entire  mutter  is  kept  standing  in  type,  and  as  the  com 
niler  is  promptly  advised  of  all  Mew  Offices,  Changes  ar.d 
"Regulations  of  the  Department, the  information  is  curractsd 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  tins  list  is  arranged  by  States  and  Coun 
»e«,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  185G.  There 
arc  3000  more  offices  in  this  thai  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

I£jr  Single  copies  sent  by  mail  (paslag  prepaid)  to  any 
address,  upon  receiving  Twenty-rive  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $3.00,  or  Twelve 
Copies  for  $3.00. 

Address.  C.  S.  W1LLIIAMSJ 

.    194  Walnut  Strest, 
I  llar.ti  10  Cincinnati,  Ohio. 


SON'S 


SEWING  MACHINES. 


WBI.  SUTIrlrVER  &  CO..  cor.  Fourth  and  Wal- 
nut Streets,  second  flour,  Cincinnati,  Ohio, 
BRANCH   OFFICES: 
Louisville,  Ky.,  Columbus,  0., 

Lafayette,  lnd.,  Dayton,  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  nnew  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   IfioUars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  alike  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

J£7=Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

(ehT2.  WM.  SUMNER  &  CO. 

"1    9  fin  KeKs  No.  1  Railroad  Spikes,  SJ  by  9-16lh 


low  by 


Corby,  Gossin  &  Co.'s  make,  for  sale  very 
TRABER  &  AUBERT, 

7  Public  Landing 


GEO.  D.  WINCHELL&  BRO., 

172  Mm  Street,  let.  ith  and  hth, 
CINCINNATI,  O. 

SoleManufacturers  of  MoGowan's  double  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine, 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,  Manufacturer 
Distillers,  Miners,  and  the  pub  \ 
He  generally  to  these  Pumps- 
as  the  best  Pump  now  in  u&e' 
and  acknowledged  by  all  wuo 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion,  compact, durable  and  not 
likely  to  get  out  of  order;  wel' 
adapted  for  Steamboats,  Rail 
road  Water  Stations  Distille 
ries.  Breweries,  Furnacet 
Mines,  Rollins  Mills,  Pape* 
[  Mills,  Factories,  Wells,  Cia 
terns, Stationary  File  Engines, Garden  Engines  andf% 
all  purposes  where  a  Pump  can  be  used.  Also,  for  for- 
cing a  large  body  of  water  to  a  great  heigh  tor  distance 
rapidly. 

Also,  McGowan  sPatentBall  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c.  HoseCouplins 
Lead  CopperandGasPipefurnished  althetcwestma- 
feel  prices. 

Full  «nd  perfect  atisfactionguarariteed  in  allcases, 
when  properly  put  up  according1  to  directions. 

Orders  thankfully  received  andpromptly  filledat the 
shortest  notice. 
SILfKR    MKDAjj      (The  highest   prize)  awarded 


Street  and  Other  Railroad  Iron. 

WOOD.  M0RRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Raild  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.C. 

FREEDOM  IRON  COMPANYT 

MANDTACTCTEES   OF 

LOCOMOTIVE    TYEE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Le wistown,  Mifflin  Co,,  Penn. 

JOHN  A.  WRIGHT,  Sap't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  U 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 

OF    THE 

SEW  YORE  CENTRAL  R.  K. 


Leave  Albany. 
Steamboat  Exp..  7  HO  ±.  m. 

Mail 0.i:ll  a.  m. 

New  Y6rk  Exp. .11-15  a.  h. 
Night  Exp 5.00p.m. 


Arr.  Buffalo. 

7  00  p.  M. 

12.50  a.  H. 

9.1)0  p.  H 

4.01>  a.  M. 


Arr.  S.  Er. 
7  00  p.  M. 


9.00  p.m. 
4.00  a.  M. 


Utica  Accom'n..  GOO  p.  M.    Ar.  II.  10.00  p.  a 


N.Y.Mai! 11.15p.M. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 
Mail 


M.Oi  a.  M.    10.00  a,  m 

Leave  Bridge.    Ar.  A  Ib'y 
5.15  a.  h. 

e.oo  a. h. 


Cleveland  Exp. .6.CHP.  m 
Cincinnati  Exp.  11.  OOp.  B 
Utica  Accom'n..  «^— — 


CINCINNATI 

L0C0M0TIYE  WORKS. 


eee  puinpsandSteam  dumping  Engine  at  th    late  Fa 
MeohanicB' Institute  June  18,1855—: 


Ohio 


Theundersiguedare  prepared  to  furnish  Locomotiv 
equal  iu  efficiency  and  durability  to  the  bes/Easte 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  binds  of  heav 
forging  and  casting  done  at  short  notice.  Also.boltsfo 
bridgescu   withdispatch. 

ap  iu  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  underthe  superintendence  ol  Col.  E.  "W  » 
1?IORGAj\»  a  distinguished  graduate  01  West  Point 

and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  .Mechanics,   Ma 
chines, Construction,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read* 
ings.and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means,  and  object  of  Profession  alpreparatiou,  both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  »  Military  Institute 
Franklin  Springs, K.y.  ''or  thenndersigued. 

&  P.  DUDLEY, 

Presidentoftfa   Boar 
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T.  WEIGHTSOM,        -  -       i   Editors. 

CIN(!IMNATI: 
Thursday  IVlorningr,    Aug-.  2,  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WBIGHTSON  &  CO. 

OFFICE-No.167   "Walnut   Street. 

SUBSCRIPTIONS — $i  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, $100 

"        *l        per  month, , 3  00 

"        "        six  months, 12  00 

**       "        per  annum, 20  00 

**    column,  single  insertion, 5  00 

!*        **        per  month, 10  00 

"        "        six  months, 40  00 

*■        "        per  annum, 80  00 

"    page,  single  insertion, 15  00 

*'       4-        permonth, 25  00 

*'       •*        slx  months, 110  00 

**        "        per  annum 200  00 

Cards  not  exceeding  four  lines,  ffi5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS. 
If  subscribers  order  the  discontinuance  of  their  news- 
papers,the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  have  settled  the  bills  and  ordered  them 
liscontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sentto  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGIITSON  &.  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Kailroad  supplies 
to  the  advertising  pages  of  the  Record. 

HOW  IT_IS  DONE. 

We  can  Dot  allow  a  personal  friend  of  twen- 
ty-five years'  standing  to  be  placed  in  a  singu- 
larly false  position  before  the  world,  even  at 
the  expense  of  our  modesty.  In  our  issue  of 
last  week  we  gave  "Abstracts  of  the  Reports 
of  the  Railroad  Corporations"  of  New  York, 
obtained  from  the  advance  sheets  of  the  An_ 
nual  Report  of  the  State  Engineer  and  Sur- 
veyor, which  we  received  through  the  courtesy 
of  our  old  friend  and  fellow  craftsman,  John 
D.  Parsons,  Esq.,  who  singularly  enough  is 
made  by  the  U.  8.  Railroad  and  Mining 
Register,  of  July  28th,  to  be  the  "Engineer  and 
Surveyor  of  the  State  of  New  York."  The 
Register,  contrary  to  their  usual  custom  of 
giving  due  credit  to  their  cotemporaries  for 
valuable  articles,  wished  to  make  an  original 
one,  and  were  thus  led  to  make  an  appointment 
to  an  office  not  vacant,  and  which  the  people 
of  New  York  ordinarily  fill  by  election.  Mr. 
Parsons  is  a  good,  clever  fellow,  and  has  made 
a  competency  by  attending  to  his  own  business, 
and  is  not  a  candidate  for  any  office  in  the  gift 
of  the  people,  neither  will  he  regard  it  as  any 
compliment  to  be  placed  in  the  list  of  public 
aspirants.  He  is  in  fact  (like  ourselves)  a 
member  of  a  much  more  honorable  profes- 
sion— a  printer.  Will  the  Register  please  do 
the  amende  honorable. 


THE   COMING   CENSUS;  AND   SOME 
OF  ITS  RESULTS. 

The  coming  Census  Statistics  of  the  United 
States  will  be  one  of  the  most  valuable,  and 
interesting  documents  ever  presented,  upon 
the  growth  and  features  of  a  great  country.- — 
The  questions  have  been  well  arranged  to  bring 
out  all  the  important  facts;  and  the  number 
of  census  takers  has  been  so  increased,  that 
the  work  will  on  the  whole  be  well  done,  and 
its  results  may  he  depended  upon  for  accuracy 
We  know  that  the  Marshal  for  the  Southern 
District  of  Ohio,  Mb.  Siffobi),  has  taken  great 
care  in  selecting  and  instructing  his  assistants, 
so  that  the  work  will  be  accurately  done.  We 
shall  have  great  confidence  in  it.  In  the 
meanwhile  there  are  some  general  facts,  which 
are  foreshadowed  by  what  we  now  know,  and 
what  we  may  assume  in  advance.  Let  us  no. 
tice  them,  as  they  are  also  connected  with 
railroad  and  manufacturing  interests: 

I.  It  will  probably  appear  that  scarcely  any 
of  the  large  cities  and  towns,  especially  those 
connected  with  manufactures,  have  increased 
as  much  as  has  been  anticipated.  There  will 
be  many  disappointments.  The  cause  of  this 
is  threefold.  1st.  We  have  noticed  in  this 
journal,  in  former  articles,  that  the  tendency 
of  modern  civilization  was  to  increase  the  civic 
population  at  the  expense  of  the  agricultural. 
Rural  townships,  in  some  cases,  actually  di- 
minished, while  the  large  towns  rapidly  increas- 
ed prior  to  1810.  Perhaps  this  process  has 
been  carried  too  far,  and  there  has  been  a  ma- 
terial reaction  so  far  as  the  towns  were  con- 
cerned, which  makes  their  progress  now  slow- 
er. But  this  cause  has  acted  with  much  less 
force  than  another,  viz :  2d.  The  policy  of  the 
United  States  Government  in  regard  to  manu 
factures  was  changed,  by  the  Tariff  Act  of 
1846,  which  took  off  the  specific  duties  from 
foreign  manufactured  goods,  and  placed  all 
articles  under  horizontal  lines.  The  effect  of 
this  was  greatly  to  increase  foreign  commerce; 
but  it  was  directly  the  reverse  with  American 
manufactures  of  all  kins.  The  woolen  manu- 
factures almost  perished;  the  iron  interests 
drooped;  the  cotton  manufactures  were  barely 
sustained;  and  while  exterior  commerce  flour" 
ished,  the  manufacturing  town  and  domestic 
industry  of  the  country  dwindled.  Of  these 
fects,  the  Census  tables  will  show  the  unques- 
tionable evidence.  The  policy  of  the  Govern- 
ment, under  the  Tariff  of  1842,  was  to  encour- 
age home  industry;  while  the  policy  of  the 
Government  in  184G  was  to  encourage  foreign 
commerce.  It  is  evident  enough  that  foreign 
commerce  has  flourished ;  the  navigating  in- 
terests have  flourished,  and  such  places  as 
New  York  and  New  Orleans  have  been  great- 
ly benefited.  But,  it  is  just  as  evident  that 
the  towns,  villages,  inhabitants,  merchants, 
miners  and  manufacturers,  must  be  depressed 
by  a  policy  which  diverted  the  capital  and  la- 
'  bor   of   the   country  from    these   pursuits   to 


build  up  navigation  and  foreign  commerce. 
The  effect  will  be  seen  in  the  Census  of  the 
manufacturing  and  interior  town,  which  will 
appear  to  be  languishing,  depressed,  or  at  best 
retarded  in  growth.  3d.  Another  cause  will 
be  found  in  the  great  immigration  to  the  West, 
which  has  been  greater  than  usual;  partly  for 
the  reason  above  stated,  and  partly  from  the 
great  quantity  of  land  put  in  market,  and  the 
mining  fever  on  the  Western  frontier. 

II.  It  will,  also,  probably  appear,  that  the 
new  Territories  and  States  have  increased, 
with  a  rapidity  even  surpassing  anything  here- 
tofore known.  This  is  occasioned  by  two 
causes:  1.  Everything  which  (as  above  stated) 
causes  a  depression  of  the  manufacturing  and 
industrial  interest,  causes  a  greater  immigra- 
tion to  the  new  territories;  but:  2.  There  was 
from  1849  to  1857  a  much  greater  foreign  em- 
gration  to  this  country  than  was  ever  before 
known.  This  emigration  for  seven  years, 
stood  as  follows: 

In  1351 40R.82S 

1853 397,343 

1C53 400,982 

18D4 41)0,470 

1855 230,475 

1856 about  300,1  00 

1857 250,000 

Aggregate 2,1)48,103 

The  number  of  foreign  emigrants  in  these 
seven  years  were  three  times  that  of  the  emi- 
grants from  1841  to  1847,  (inclusive);  and 
hence,  they  not  only  added  more  to  the  popu- 
lation of  the  United  States,  but  especially  to 
the  stream  of  population  pouring  to  the  ex- 
treme Western  Territory;  which,  in  the  coming 
Census,  will  be  found  to  have  increased  far  be- 
yond any  portion  of  the  United  States.  As  an 
example  of  this,  take  the  States  and  Territo- 
ries beyond  the  Mississippi,  which  relatively 
with  1850  will  stand  about  thus: 

1850.  I860. 

Arkansas 209,897  300,000 

Missouri 682,044  1,100,000 

loua 192,210  000,000 

Minnesota 6,077  300,000 

Kansas 100,000 

Nebraska 75,000 

New  Mexico 61,000  75,000 


Aggregate 1,151 ,228  2,550,000 

Thus  we  see  that  the  new  States  and  Terri- 
tories beyond  the  Mississippi  must  have  in- 
creased 130  per  cent. — with  a  strong  prospect 
of  continuing  at  the  same  rate.  They  will 
contain,  at  least,  five  millions  in  1870.  This 
vast  growth  will  soon  fill  up  the  Valley  of  the 
Mississippi,  whatever  may  become  of  manu- 
facturing towns. 

III.  The  Census  will  show  that  the  potitical 
power  of  the  Government  has  crossed  the 
mountains  long  since,  and  is  now  rapidly  tend- 
ing to  the  Mississippi.  The  centre  of  repre- 
sentative population  is  now  in  Eastern  Ohio, 
not  far  west  of  Marietta.  Its  course  is  toward 
Dayton,  and  it  will  probably  meet  the  Missis- 
sippi not  far  from  Burlington,  Iowa. 

IV.  The  Census  facts  will  show  that  half 
the  grain  of  the  United  States  is  produced  in 
the   Ohio  Valley,  and   as  population  must   go 
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where  there  is  the  largest  amount  of  food,  so 
eventually  the  largest,  or  densest  population 
of  the  the  United  States  will  be  in  the  Ohio 
Valley.  It  is  from  this  faet  mainly,  that  the 
rapid  growth  of  Cincinnati  has  risen;  and  on 
this,  depends  largely  its  future  prosperity. — 
Great  cities  must  have  great  interior  commerce 
and  a  grain  growing  country  to  sustain  them. 
V.  The  Census  facts  will  probably  show  also, 
that  no  part  of  the  world  produces  an  average 
per  acre  of  grain  equal  to  some  parts  of  the 
Ohio  Valley,  Its  capacity  for  sustaining  pop- 
ulation will  also  be  shown,  and  will  probably 
appear  that  such  States  as  Ohio,  Kentucky  and 
Illinois  have  greater  and  more  various  re- 
sources for  the  employment  and  sustenance  of 
population  than  any  part  of  the  United  States. 


HANNIBAL  AND  ST.  JOSEPH  SAIL- 
WAY- 

St.  Joseph,  July  18th,  1860. 

Messrs.  Editors  : — - 

The  completion  of  the  Han- 
nibal and  St.  Joseph  Railway,  has  decided,  I 
think,  the  eastern  terminus  of  the  Central  Pa- 
cific Line,  as  well  as  opened  up  for  settlement 
the  immense  and  fertile  territory  of  NotUi 
Missouri,  Southern  Iowa,  Nebraska,  and  North- 
ern Kansas,  which  before  were  almost  inacces- 
sible, except  during  a  small  portion  of  the 
year.  This  road  consequently  is  destined  to 
work  a  great  revolution  in  all  the  territory 
named;  and  will  furnish  an  immense  outlet  for 
the  manufactures  of  Cincinnati,  Pittsburgh 
and  St.  Louis.  Indeed  its  importance  can 
hardly  be  estimated,  for  it  is  the  last  and  great- 
est link  connecting  the  Bast  with  the  West 
If  you  glance  at  the  map  of  the  whole  United 
States,  you  will  see  that  its  western  terminus 
is  nearly  in  the  center,  where  the  east  and  west 
meet,  while  its  eastern  termini  at  Quincy  and 
Hannibal,  grasp  in  their  iron  fingers  the  great 
arteries  of  trade  and  travel  leading  North,  East 
and  South. 

.  But  like  most  other  American  enterprises, 
it  has  much  to  contend  with,  before  it  gets  in- 
to a  sound  financial  condition;  for  although 
magnificently  endowed  with  government  lands, 
it  has  a  debt  of  nine  millions  or  thereabouts, 
two-thirds  of  which  is  bearing  seven  per  cent, 
interest,  and  the  remainder  six,  and  which,  like 
interest  everywhere,  is  eating  up  the  substance. 
To  meet  these  liabilities,  the  company  has, 
however,  besides  the  road  and  its  appurten- 
ances, which  cost  seven  and  a  half  millions, 
600,000  acres  of  as  fine  farming  prairie  and 
woodland,  as  is  to  be  found  between  sunrise 
and  sunset,  and  which  is  estimated  to  be  worth 
at  least  seven  millions  of  dollars.  But  at 
present  this  land  is  producing  nothing — while 
the  interest  on  the  debt  goes  steadily  on  like 
the  hands  on  the  face  of  the  dial. 

To  shew  how   rapidly  this  interest   account 
accumulates,  I  will  give  a  sino/J.,  example  from 


the  general  account  of  this  road   for  Septem- 
ber, 1859: 

Construction  and  Engineering, $6,160,017  28 

Interest  and  Discount, 3,544,400  IB 

This  is  enough  more  than  one-half  the  en- 
tire cost  of  construction,  to  completely  equip 
the  road,  build  depots,  &c,  &c!  But  this  road 
is  not  alone  in  this  particular,  for  almost  every 
road  in  the  country  is  in  the  same  fix.  It  is 
here  where  our  railway  system  is  at  fault,  and 
here  where  we  must  commence  re-building  if 
we  would  rescue  our  roads  from  total  bank- 
ruptcy. 

This  road  cost  about  $37,000  per  mile  to 
build  and  equip,  or  say  $7,650,000  in  round 
numbers,  which  is  not  excessive,  upon  which 
a  fair  dividend  could  be  paid,  were  it  not  for 
the  interest  account  which  is  eating  it.  Its 
earnings  from  the  1st  July,  1858,  to  September, 
1859,  are  within  a  fraction  of  $500,000,  and 
its  operating  expenses  8262,000,  leaving  $238,- 
000  as  net  earnings.  A  very  satisfactory  re- 
sult for  a  road  completed  only  about  six 
months.  Since  that  time  the  showing  is  still 
moro  encouraging — giving  better  evidence 
that  this  line  is  destined  to  be  one  of  the  best 
paying  routes  in  the  West,  where  its  lands 
shall  have  been  brought  into  cultivation  and 
its  broad  prairies  team  with  a  thrifty  and  in* 
dustrkms  population.  But  when  will  that  be? 
Very  speedily  if  the  Trustees  of  the  land  will 
take  a  few  grains  of  common  sens«  for  their 
guide,  and  put  their  lands  into  market  at  prices 
that  will  command  purchasers  from  among  ac- 
tual settlers — even  though  it  be  at  government 
price — for  every  acre  brought  under  cultiva- 
tion will  yield  a  large  revenue  to  the  road,  for 
all  time  to  come.  But  if  the  policy  which  has 
governed  other  land-grant  roads,  and  has  here- 
tofore governed  this,  of  charging  fancy  prices 
for  their  lands,  continues  to  prevail,  it  will  be 
a  long  time  before  the  full  advantages  of  the 
road  is  developed.  Indeed,  perhaps  not  until 
the  lands  have  been  eaten  up  by  accruing  in- 
terest and  sold  out  at  their  true  value  by  the 
hands  of  the  Sheriff,  by  a  foreclosure  of  mort- 
gages. It  is  strange  that  practical  business 
men  will  not  see  things  in  their  true  light.  It 
is  all  nonsense  to  talk  about  $20  to  $50  per 
acre  for  lands  lying  out  in  the  boundless  prai- 
ries of  the  West,  when  millions  of  acres  just 
as  good  are  lying  idle  in  every  State  west  of 
the  Alleghanies.  Get  your  lands  under  culti- 
vation, gentlemen,  even  though  you  have  to 
give  away  every  alternate  quarter  section. 
Then  every  acre  will  bring  you  in  a  revenue 
equivalent  to  the  imaginary  interest  on  any 
number  of  acres  held  at  fancy  prices,  and  ly- 
ing waste,  and  aid  you  not  only  to  pay  your  in- 
terest, but  the  principal  of  your  debt,  which 
now  press  so  heavily  upon  you. 

Already  this  road  is  beginning  to  produce 
fruits  at  its  Western  terminus.  St.  Joseph, 
which  a  few  years  ago  was  a  frontier  trading 
post,  has  grown  into  a  fine  city,  with  13,200 
inhabitants,  with  all  the  appliances  of  civili- 
zation and  refinement,  and  with  a  trade  unsur- 


passed by  no  other  city  of  its  class  in  the 
country.  It  has  also  called  into  existence  the 
Platte  Country  Railway,  which  is  designed  to 
connect  Council  Bluffs,  in  Iowa,  with  Kansas 
City,  along  the  eastern  shore  of  the  Missouri. 
This  road  is  now  open  to  the  north  of  St.  Jo- 
seph some  12  or  15  miles,  and  south  20  miles, 
to  Atchison,  and  will,  during  the  summer,  be 
opened  to  Weston,  some  15  miles  further  south. 
Operations  have  also  begun  at  Council  Bluffs, 
south,  and  before  the  close  of  1861  we  shall  be 
able  to  go  all  the  way  by  rail  from  Portland, 
Maine,  via.  St.  Louis  and  Kansas  City,  or  via. 
Hannibal  and  St.  Joseph,  to  Council  Bluffs* 
Iowa. 

But  it  is  west  of  the  Missouri  where  we  are 
to  look  for  tie  grandest  results.  Already  the 
iron  horse  has  crossed  that  once  formidable 
stream,  and  is  now  coursing  out  a  dozen  miles 
or  so,  on  the  plains  in  the  direction  of  the 
gold  mines,  on  the  "St.  Joseph,  Marysville  and 
Pike's  Peak  Railroad,"  which  I  have  little 
doubt,  will  form  a  link  of  the  first  great  chain 
of  railway  to  connect  the  Atlantic  with  the 
Pacfic. 

Politicians  and  land  speculators  may  do 
what  they  can  to  push  forward  other  routes; 
but  I  think  there  is  nothing  that  can  prevent 
this  line  from  becoming  the  route  to  California. 
It  has  the  start  of  all  others,  and  they  will  have 
to  be  very  smart  if  they  catch  her. 

Tours  Truly,  D. 


EAILKOAD  MISCELLANY. 

The  New  York  stock  market,  a  tolerably 
good  criterion  of  the  value  of  Western  Railroad 
shares,  shows  a  fair  degree  of  activity  and  firm- 
ness. Nearly  all  on  the  list  have  advanced 
slightly.  The  most  important  rise  was  in  Chi- 
cago, Burlington  and  Quincy,  which  sold  at  82, 
and  after  the  Board  at  83  J.  Michigan  Central 
and  Galena  also  advanced  decidedly,  although 
hardly  sustained  at  the  highest  points  touched 
in  closing  transactions.  Illinois  Central  and 
Rock  Island  were  also  steady  at  a  moderate 
advance.  Indianapolis  and  Cincinnati  sold 
at  42J,  which  is  a  material  improvement  over 
prices  recently  quoted.  The  Bond  market 
was  animated,  and  in  State  Stocks  the  trans- 
actions are  larger. 

— The  earnings  of  the  St  Louis,  Alton  and 
Chicago  Railroad  for  the  third  week  in  July, 
were : 

Present  Total  this  Month 

week.  to  24th  inst. 

Passeneers 3  6,829  96  $23.599  54 

Freight 14,503  37  :- 5. 299  14 

Maifs  and  Express-...             853  05  5,506  44 

Total §22  186  38         561,405  12 

Cor'dg  period  in  1859..       15,700  50  45,100  50 

Increase  in  1880 56,485  88         516,304  62 

— The  earnings  of  the  Chicago,  Burlington 
and  Quincy  Railroad  line,  for  the  third  week 
in  July,  were : 

1859.  I860. 

Freight $15.918  13     S29.3T6  00    Inc..gl3,957  87 

Passengers...     9,569  48        9,202  88    Dec.        366  60 

£25,487  61     S39,078  S3  513,591  27 
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— The  Chicago   and   North- Western   Road 
earned  the  third  week  in  July: 


Passengers  and  mails $4,383  29 

Freight ■ ,    -(,243  55 


$2,924  50 
2,550  CO 


Total $8,02064        $5,475  10 

Increase ■■■•• $3, 155  74 

— The  receipts  of  the  Grapd  Trunk  Railway 
for  the  week  ending 

July  14th,  were $55,393  00 

Corresponding  week  last  year 39,401  .8 

Increase 15,99122 

— The  report  of  the  Receiver  of  the  Cincin- 
nati, Wilmington  and  Zanesville  Railroad  for 
June  shows  as  follows : 

EARNINGS. 

Through  Passengers $11°  76 

Local  "  ..4.418  66 

Mail KM   IU 

Evnresq  540  50 

*xPress  $5,698  22 

Through  Freight $306  30 

Local  Freight If!LL%M2108 


Gross  Earnings $14,019  30 

DISBURSEMENTS. 

Ordinary  Expenses 812,351  22 

Extraordinary  Expenses 2,116  66 

Total $14,467  88 

The  cash  receipts  .of  the  road,  from  all 
sources,  during  the  month  were  $17,062  73. 

— The  shareholders  of  the  Marietta  and  Cin. 
cinnati  Company  met  in  this  city  on  Tuesday, 
for  the  purpose  of  perfecting  a  reorganization. 
An  election  for  Directors  was  held  by  the 
Trustees,  and  149,133  shares  were  voted.  The 
entire  interest  of  $7,800,000  was  represented, 
with  the  exception  of  $200,000.  Most  of  the 
shares  were  represented  by  proxies.  The  fol- 
lowing gentlemen  were  chosen  Directors: — 
E.  W.  Fernie,  T.  W.  Powell,  Wm.  Ferguson, 
London ;  Noah  L.  Wilson,  John  Madeira,  Chil- 
licothe;  David  Gibson,  William  F.  Roelofson, 
Wm.  P.  Hurlburt,  S.  B.  Keyes,  William  Glenn, 
Cincinnati;  Douglas  Putnam,  Wm,  P.  Cutter, 
Marietta;  F.  J.  Haseltine,  Zeleskie.  Noah  L- 
Wilton,  Esq.,  has  accepted  the  Presidency, 
temporarialy  and  John  Brough,  Esq.,  has  been 
tendered  the  position  of  Gen.  Superintendaut 

— Mr.  Kinnard,  the  English  engineer  of  the 
Atlantic  and  Western  Road,  says: 

"I  expect  within  a  few  days  to  receive  or- 
ders to  start  the  work  on  the  Ohio  portion  of 
the  line.  I  have  the  satisfaction  to  state,  from 
practical  experience,  that  the  estimates  I  have 
made  are  sufficient,  both  as  to  amount  and 
time,  and  should  the  instructions  to  which  I 
refer  arrive  as  expected,  I  see  no  reason  why 
the  Atlantic  and  Great  Western  Railway  may 
not  reach  Akron  early  in  1861,  and  Dayton 
within  the  same  year." 

— The  earnings  of  the  Toledo  and  Wabash 
Road  the  third  week  of  July  were: 

1859.  I860. 

Passengers $3,5119  90        $5,167  75 

Freight 9  357  00        17,858  21 

Total $12,866  00      $23,020  96 

Increase $10,154  96 

— The  following  are  the  earnings  in  detail 
of  the  Galena  and  Chicago  Union  Railroad 
Company  from  July  16  to  22,  inclusive,  in 
1859  and  1860: 


1859.  1860.  Decrease. 

Freight £13,716  61  $11,487  21  $3,229  40 

Passengers 6,92181  6,025  37         699  44 

Mails. &c 1,600  00  1.000  00         6011  00 

Total $22,24142    $18,512  58    $3,728  64 

— The  earnings  of  the  Michigan  Central 
Railroad  for  the  third  week  in  July  were : 

Third  week  I860 $27,868  34 

Third  week  1859 23,033  40 

Increase 4,884  94 

— The  third  week  on  the  Michigan  Southern 

shows  about  $4,700  or  $4,800  increase. 

—The  increase   receipts   of  the  Erie  Road 

thus  far  in  July  are  $114,000. 

— The  business  of  the  Harlem  Road  shows 
a  fair  gain  in  July  on  the  same  month  last 
year.  The  Great  Eastern  excursion  trains 
bring  in  crowds  of  passengers.  The  Sunday 
Central  Park  trains  are  very  successful. 

— The  receipts  of  the  Memphis  and  Charles- 
ton Railroad  for  the  year  ending  June  30th, 
1860,  were: 

From  Passenger $975,259  33 

Freight 582,573  26 

Mail 55,175  00 

Express 17,438  38 

Privileges 430  0(1 

Rentsand  Tolls 4,220  70 

$1,6^5,096  67 
Total  Expenditures, 761,500  00 

NettEarnings $873,596  67 

— On  Wednesday,  the  Potsdam  and  Water- 
town  Railroad  was  sold  under  foreclosure  of 
the  second  mortgage  by  the  SherifFof  Jefferson 
County,  for  the  sum  of  $100,000.  The  pur- 
chaser was  the  Watertown  and  Rome  Railroad 
Company,  who  had  already  become  the  owners 
of  the  second  mortgage  bonds,  on  account  of 
which  the  sale  was  made.  The  road  is  sold 
subject  to  the  first  mortgage  of  $800,000,  which 
is  guaranteed  by  the  purchaser.  The  Albany 
Atlas  says : 

"The  Watertown  and  Rome  Company  is  now 
the  owner  of  a  line  of  173  miles  of  road,  ex- 
tending from  Rome  to  Cape  Vincent,  and  from 
Watertown  to  the  Junction  with  the  Northern 
Road,  near  Potsdam.  By  the  construction  of 
17  miles  of  road  which,  by  an  act  of  the  pres- 
ent Legislature,  it  is  authorized  to  build,  it  can 
make  a  direct  connection  with  with  Ogdens- 
burgh.  This  would  bring,  by  way  of  this  road 
and  the  New  York  Central  nearly  all  the  travel 
from  Ogdensburg  and  from  the  line  of  road 
leading  from  Prescott,  opposite  Ogdensburg, 
to  Ottawa,  the  capital  of  the  Canadas,  thus 
constituting  an  important  line.  We  hear  it 
stated  that  the  interests  to  be  benefited  by  the 
construction  of  this  short  link  are  likely  to 
co-operate  to  build  it  an  early  day." 

— A  firm  in  Massillon  have  now  in  course  of 
construction,  for  the  Pittsburg,  Ft.  Wayne  and 
Chicago  Railroad,  an  iron  steam  passenger 
car,  to  be  run  as  an  accommodation  line.  The 
entire  length  of  the  car  is  seventy-six  feet,  six- 
teen feet  of  which,  in  the  front  end  of  the  car, 
will  be  taken  up  by  the  boiler,  engine,  baggage 
room,  &c.  It  is  designed  to  carry  about  one 
hundred  passengers.     Should  this  enterprise 


prove  a  success,  the  manufacturers  will  do  a 
heavy  business  in  constructing  this  class  of 
cars,  some  half  dozen  |j£en  already  engaged. 
The  cost  of  a  car  of  this  decryption  is  about 
$6,000. 


NATIONAL    INCOMES    AND    TAXA- 
TION. 


Professor  Levi,  in  a  paper  read  before  the 
London  Statistical  Society,  gives  the  follow- 
ing estimate  of  the  annual  incomes  of  the 
four  leading  countries  of  Europe— Great  Bri- 
tain, France,  Russia  and  Austria: 


Population. 

United  Kingdom 29 ,000,000 

France ?6,(i00,000 

Russia 60,000,000 

Austria 38,000,000 


Income. 
£ 
600,0110.000 
450,000,000 
400,(10(1,0110 
250,000,000 


Per  head. 
£  s.  d. 
21  0  0 
11  10  O 
6  13  0 
6  10    0 


These  figures  present  such  a  striking  view 
of  the  ascendency  of  Great  Britain  as  regards 
the  income  of  her  population,  that  one's  first 
thought  is  to  question  the  correctness  of  the 
statement.  The  emineuce  of  the  gentleman 
who  gives  the  statistics,  however,  as  well  as 
their  endorsement  by  the  Statistical  Society, 
are  a  sufficient  guarantee  of  the  correctness 
of  these  remarkable  figures.  Whilst  the  peo- 
ple of  Great  Britain  are  favored  with  such  a 
handsome  annual  income,  they  are  not  now, 
as  formerly,  burthened  with  oppression  and 
unequal  taxation.  England  has  always  had 
the  reputation  of  being  a  heavily  taxed  nation, 
and  until  recent  years  this  charge  upon  her 
government  has  been  fully  sustained  by  the 
facts  of  the  case.  The  gradual  tendency, 
however,  for  the  last  half  century  has  been 
towards  a  reduction  in  the  amount  of  taxation 
as  compared  with  income,  until  at  last  the 
burthens  of  the  people  may  be  regarded  as 
comparatively  easy. 

The  following  statement  will  show  the  course 
of  taxation  in  that  country,  as  compared  with 
income,  since  the  commencement  of  the  pres- 
ent century: 

1801  to  1810. ..£230,000,000    £57,000.000  or  £25  per  cent. 

1841 4>O,000,0OO        53,000.000  or  £12  percent. 

159 600,000,000        60,000,000  or  jEIO  per  cent. 

The  present  rate  of  British  taxation  is  10 
per  cent,  upon  the  income  of  the  people. 
Considering  the  vastness  of  the  governmental 
machinery,  the  care  bestowed  upon  its  opera- 
tions, the  perfection,  of  its  kind,  to  which  it 
has  attained,  and  the  liberal  support  which  it 
renders  to  commercial  enterprises  and  to  Col- 
onial possessions, — considering  these  things 
and  the  amount  of  work  done  for  the  money 
collected,  it  must  be  acknowledged  that  the 
surprise  is  that  a  much  heavier  rate  of  taxa- 
tion is  not  levied.  Viewing  the  taxation  of 
the  people  of  England  per  se,  and  apart  from 
the  amount  of  their  income,  they  would  ap- 
pear to  be  more  heavily  taxed  than  any  other 
nation.  The  average  amount  per  head  of  gov- 
ernmental taxes  in  the  United  Kingdom  is 
about  $10  per  annum;  in  France,  $7.50;  in 
Sardinia,  $5;  in  Prussia,  $4.80;  in  Spain,  $4.80; 
in  Austria,  $3.2,0;  and  in  Russia,  $2.25. 

In  estimating,  however,  the  amount  of  tax- 
ation, it  is  only  just  to  take  into  account  the 
amount  also  of  increase.  The  two  are  insep- 
arably connected,  and  arise  from  the  same 
cause  to  a  very  considerable  extent.  It  is  the 
great  commercial  activity  of  Great  Britain 
that  creates  her  immense  income;  and  it  is 
the  same  fact  that  creates  the  necessity  for  an 
elaborate  and  costly  governmental  machinery. 
Commerce  produces  taxes,  whilst  it  yet  more 
abundantly  confers  the  ability  to  pay  them  ; 
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and  it  is  just  this  fact  that  makes  England  at 
once  the  most  wealthy  and  the  most  heavily 
taxed  country  in  Europe. 

Estimating  the  taxation  of  the  United 
Kingdom  then  according  to  its  income,  we 
shall  lind  that  the  government  imposts  amount 
to  10  per  cent,  on  the  income,  whilst  in  France 
the  proportion  is  14  per  cent.,  and  in  Austria 
but  6  per  cent.  In  making  these  comparisons 
it  is  to  be  considered  that  the  different  gov- 
ernmental systems  of  the  several  countries 
renders  it  exceedingly  difficult  to  make  any 
comparative  estimate  which  will  fairly  repre- 
sent the  real  amount  of  taxation  paid  by  any 
given  country.  In  some  countries  certain  tax- 
es are  collected  by  the  government,  which  in 
other  States  are  simply  local,  and  therefore 
unenumerated  as  public  revenue.  In  some 
cases,  the  police,  for  instance,  are  maintained 
by  the  municipalities;  and  in  others  by  the 
State.  The  division  of  our  own  taxation  into 
Federal  and  State  renders  it  exceedingly  diffi- 
cult to  form  any  reliable  estimate  of  the  gen- 
eral taxation  of  the  country.  Last  year  the 
amount  of  Federal  taxation  paid  per  head  of 
the  population  was  about  $2.25; — what  was 
the  average  amount  paid  under  State  assess- 
ments, it  is  impossible  reliably  to  estimate  ;  — 
■we  have  no  doubt,  however,  that  if  the  true 
state  of  the  case  were  ascertained,  it  would 
be  found  that  our  burdens  are  but  little  more 
than  half  those  of  Great  Britain.  As  to  the 
question  whether  we  are  as  well  governed  as 
the  English,  at  this  half  cost, — we  leave  the 
general  condition  of  the  country  to  give  its 
own  answer,  showing,  as  it  does,  a  ratio  of 
material  progress  far  outstripping  even  the 
giant  strides  of  Great  Britain. — Economist. 


GERMAN   RAILWAYS. 

In  the  "  Journal  of  the  Statistical  Society  of 
London,"  for  the  present  month,  appears  a 
highly  interesting  and  valuable  paper  on  Ger- 
man Bailways,  by  Mr.  Wilhelm  Lazarus,  Ham- 
burg, presented  to  Mr.  Samuel  Brown,  from 
which  we  collect  the  following  statistics  ;  add- 
ing a  few  of  our  own  by  way  of  comparison  with 
British  railways. 

In  Germany  (composed  of  39  different  Gov- 
ernments, having  different  laws,  different 
money,  and  different  weights  and  measures,) 
there  are  three  classes  of  railways  : 

1st,  Government  railways — ('.  e.,  constructed 
and  worked  by  the  Government. 

2d.  Shareholders'  Government  railways — i. 
«.,  constructed  by  Shareholders,  but  worked  by 
Government. 

3d.  The  Shareholders'  railways-'-i.  e.,  con- 
structed and  worked  by  shareholders. 

The  German  railways  here  mentioned  are 
all  the  railways  of  the  countries  belonging  to 
the  German  Diet 

The  author  remarks  :  "  There  is  great  simi- 
larity between  the  German  and  English 
railways  as  to  their  unsatisfactory  finan- 
cial state."  From  the  facts  which  will  be 
preseutly  mentioned,  it  will  be  seen  what  this 
"unsatisfactory  financial  state"  is.  It  may  be 
unsatisfactory  to  the  Germans,  but  we  rather 
think  if  British  railways  paid  as  well  as  Ger- 
man, railway  proprietors  in  this  country  would 
be  rejoicing  as  a  prosperous  body. 

The  author  quaintly  adds:  "But  they  (rail- 
ways in  Germany)  pay  better  than  in  Eng- 
land." 

We  should  think  they  did,  indeed! — nearly 
double  as  well;  but  of  this,  hereafter. 

The  total  length  of  German  railways  opened 
at  the  end  of  1857  was  6,708  miles. 

There  were   then  also   authorized   but   not 


opened,  2,060  miles  making  a  total  of  8,768 
miles  opened  and  authorized. 

The  capital  raised  for  the  lines  by  shares, 
and  loans  up  to  the  end  of  1857,  was,  in  Prus- 
sia : 

Government  railways,  7  lines .£9,726,133 

Shareholders'  railways,  (government  manage- 
ment) 10  lines 9,493,855 

Shareholders'  railways,  ill  lines 24,859,110 

In  other  German  Countries  : 

Government  railways,  8  lines 39,608.990 

Shareholders' railways,  17  lines 8,903,509 

In  Austria  : 

All  rail  ways 29,158.650 

Total £112,752,297 

"  The  capital  raised  for  the  lines  in  the 
course  of  construction  was  at  the  end  of  1858  : 

Shareholders'  railways,  new  lines,  7  lines £  8,712,860 

Shareholders'  extensions  and  branch  lines,  9 

lines 11,290,716 

Government  railways,  4  lines notstated. 

"The  capital  to  be  raised  for  shareholders' 
railways  (government  management)and  share- 
holders' railways  up  to  the  end  of  1858,  (Aus- 
trian railways  excluded), 

Was £63,252,100 

Of     which    had     been     raised     on     original 

shares £33.375,1*00 

On  loans  and  debentures 22,800,(100 

56,175  000 

Leaving  amount  to  be  raised ....      £7,087,1011 

"Of  the  new  lines  in  the  course  of  construc- 
tion at  the  end  of  1857,  (2,060  miles,)  95  miles 
had  been  opened  in  1858,  leaving  1,965  miles 
in  the  course  of  construction  at  the  end  of 
1858." 

The  revenue  receipts  from  the  6,708  miles 
in  1857  were  £12,875,913. 

Here  the  annual  revenue  is  about  Hi  per 
cent,  of  the  capital.  How  happy  we  should  be 
with  such  a  traffic  in  relation  to  our  capital! 

As  in  England,  the  traffic  of  German  rail- 
ways has  much  increased  in  the  course  of  years. 
The  length  of  the  railways  also  increased,  but 
the  increase  in  the  traffic  has  been  greater  than 
the  increase  in  the  length  of  line,  which  is  well 
shown  by  the  following  little  table: 

German  Railways,  1834-1857.  Comparative 
results  at  intervals  of  four  years. 

«.«  .  <e  ».s 

~  1>  fc.  £^ 

V  So?  *  c.  *- 

Year.                                            (S^  g,  ft;  §,           K 

1834 £2  £125  £133 

1838 183  220             418 

1842 553  257             831 

lv46 591  390  1,016 

1S50 460  485  1,028 

1851 567  763  1,604 

1857 643  1,170  1,919 

The  ratio  of  the  total  receipts  per  mile  be- 
tween England  and   Germany  is  as  100:   71. 

The  average  cost  of  (capital  raised  for)  Ger- 
man railways  on  the  31st  of  December,  1857, 
was  £16,980  per  mile  opened,  which  is  a  little 
less  than  half  that  of  our  railways,  the  ratio 
being  as  48  to  100. 

In  1857,  the  Prussian  railways  carried  1S,- 
414,094  passengers,  and  killed  only  one  pas- 
senger and  injured  but  one.  What  did  we  do 
in  the  same  time?  According  to  Captain  Gal- 
ton's  report  (Board  of  Trade)  we  killed  25  pas- 
sengers on  our  railways  from  causes  beyond 
their  own  control,  and  wounded  no  less  than 
631  passengers.  It  is  true  we  carried  139,- 
008,887  passengers  in  that  year,  (1857,)  but 
the  number  of  killed  to  carried  is  one  to  5,560,- 
355,  the  Prussian  being   one   to   18,414,094. 

*  In  the  total  veceipts  are  included  Sunday  receipts,  most 
railway  companies  having  some  other  receipt!  besides  those 
from  passenger  and  goods  traffic. 


The  greater  safety  of  the  German  railways 
may,  we  think,  be  traced  to  their  more  moder- 
ate speed  and  careful  working. 

The  working  expenses  of  German  railways 
in  1857,  were  48.5  of  the  receipts,  about  the 
same  as  ours,  notwithstanding  that  our  traffic 
per  mile  is  much  larger. 

The  per  centage  of  working  expenses  to  re- 
ceipts on  German  railways  has  greatly  fallen 
in  thecourseof  years,  but ownig  to  the  increase 
of  the  traffic  the  cost  per  mile  per  annum  has 
enlarged.  The  great  fall  in  the  per  centage 
of  expenses  has  of  course  benefited  the  owners 
of  the  German  railways.  The  following  table 
exhibits  these  interesting  facts  clearly: 


=  2  ~ 

£  <  - '  -,  c  ; 

aj-       si,         is 

Tear.  J>er  cent.  £ 

1834 79 

1^35 60  75.0  281 

1836 115  62.5  261 

1837 Ml  6i.d  252 

1838 188  68.9  28S 

1839 295  73.3  421 

1S40 392  51.5  41-i 

1841 560  59.2  53 1 

1-  43 793  57.6  48a 

1843 980  51.8  971 

1844 1,214  60.8  475 

1845 1,587  52.9  475 

1846 2,100  52.7  535 

1847 2,893  53.9  555 

1848 3519  58.3  525 

1849 3944  53.8  510 

1850 4.387  51.1  525 

1851 4,620  48.4  546 

1852 4,839  52.2  794 

1853 5,101  52.4  750 

1854 5,323  51.5  811 

1855 5,754  48  0  869 

1S56 6  529  4e.9.  8,5 

1857 6708  48.5  931 

The  per  centage  of  profits  on  capital  of  the 
German  railways  in  1857  appears  to  have  been 
7.05  per  cent.  According  to  Capt.  Gallon,  in 
our  case,  in  1857  it  was  only  4.06  per  cent., 
and  less  than  4  per  cent,  dividend.  We  are  not 
quite  clear  whether  the  German  7.05  percent, 
is  profit  or  dividend.  If  it  be  profit  on  the 
whole  capital  the  dividend  would  no  crrynbt  be 
much  larger  than  7  per  cent,  since  the  prefer- 
red part  of  the  German  railway  capital  (£22.- 
800,000  up  to  1858)  pays  about  4J  per  cent. 
interest,  which  would  raise  the  dividend,  the 
profits  od  the  total  capital  being  in  excess  of 
4i  per  cent  With  us  the  case  is  at  present 
different,  for  although  the  rate  of  interest  on 
our  preferred  railwaycapit.il  (including  loans) 
is  about  4|  per  cent,  on  the  average — not  quite 
4 J — -namely,  4.67  on  the  average,  yet  the  pro- 
fits on  the  whole  capital  being  less  than  the 
rate  of  interest  on  the  preferred  capiial,  the 
dividend  is  crushed  down  below  the  per  cent- 
age  of  profits.  Every  year,  however,  is  better- 
ing our  condition  in  this  respect,  since  our  rate 
of  interest  does  not  increase  while  our  profits 
do.  Soon — perhaps  in  this  year  1860 — the  per- 
centage of  profits  on  the  whole  capital  will  be 
in  the  United  Kingdom,  as  in  Germany,  above 
the  rate  of  interest  paid  011  the  preferred  portion 
of  the  capital,  and  then  having  preferred  capi- 
tal will  be  an  advantage  to  dividend  instead  of 
disadvantage  as  at  present. 

If  the  German  7.05  per  cent,  be  only  divi- 
dend— if  it  were  profits  on  capital  the  dividend 
would  be,  as  explained,  more  than  7.05  per  cent., 
it  is  very  good  compared  with  with  ours.  In 
1S57  our  dividend — taking  Capt.  Galton  as  au- 
thority— was  only  3.60  per  cent  7.05  is  not 
very  far  short  of  double  3.60. 

We  have  no  doubt  that  iu  time  our  railways 
will  pay  like  the  German,  7  per  cent,  per  an- 
num, but  by  that  time  the  German  will  doubt- 
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less  yield  much  more  than  1  per  cent.  The 
following  table  shows  the  progress  they  have 
made  in  this  respect,  so  interesting  in  the  eyes 
of  thfe  shareholders  whatever  it  may  be  in  those 
of  the  public.  . 

On  an  average  the  capital  invested  in  Ger- 
man railways  realized, 


Percent. 


In  1834 

1835  .... 

]8:'6 

J837 

1838 

18S9 

1841) 

1841 


2  36 
3.154 
2.69 
1.95 
2.2~ 
3.(30 
3.65 
3.88 


3843.. 
1844. 
3843. 
1846. 
1847. 
1848. 
3849. 
3850. 
1853- 
1852. 
3353. . 
3854.. 
3855. 
1856.. 
1857.. 


4.71 
4.37 
3.S4 
3.61) 
3.39 
2  67 
3.12 
S.07 
4.45 
4.87 
4.74 
4.25 
5.11 
6.CI7 
7.05 


Time  was,  therefore,  when  even  the  German 
railways,  now  paying  upwards  of  1  per  cent, 
per  aanum,  paid  under  2J.  The  steady  pro- 
gress of  the  railway  dividends  even  in  so  com- 
paratively poor  a  country  as  Germany  must 
afford  additional  evidence,  if  any  were  wanting, 
to  suffering  British  shareholders,  that  there  is 
a  good  time  coming,  if  they  will  only  wait  a 
little  longer. — Herapalh.  .         / 

FREIGHT  CONVENTION,    f 

On  the  18th  inst,  a  Convention  of  Railroad 
Managers  and  Directors,  representing  a  dozen 
or  more  different  roads,  was  organized  at  the 
St.  Nicholas  Hotel,  in  this  city,  to  agree  upon 
the  best  manner  of  getting  up  and  maintaining 
passenger  rates  between  the  West  and  the  At- 
lantic seaboard,  and  examining  the  question 
of  increasing  freights  and  fares  to  a  remunera- 
tive standard  for  the  fall. 

Mr.  Brydges  was  appointed  President,  and 
Mr.  Vibbard,  Secretary;  after  which  Messrs. 
J.  Edgar  Thomson,  T.  E.  Blackwell.  Nathaniel 
Marsh,  Dean  Richmond,  A.  Stone,  Jr.,  and 
Mr.  Brydges,  were  appointed  a  committee  to 
bring  business  before  the  meeting.  The  fol- 
lowing are  the  names  of  the  officers  attending 
the  Convention,  and  the  roads  represented  by 
them : 

New  York  Central — Dean  Richmond,  Vice  President;  C. 
Edgar.  General  Superintendent;  C.  Drullard,  General 
1'reight  Agent. 

Pennsylvania  Railroad — J.  Edgar  Thomson,  President. 

Hudson  Ilizer—  Samuel  Sloan,  President. 

Cleveland  and  Erie — A.  Stone,  Jr.,  President. 

Cleveland,  Columbus  and  Cincinnati—  L.  M.  Wil- 
loushliy,  President. 

Michigan  Southern — E.  M.  Gilbert,  President. 

Boston  and   Worcester — E.  B.  Phillips.  Superintendent. 

Toledo*  Wabash  and  Western — A.  Boody,  President; 
Warren  Colhurn.  Vice  President. 

Buffalo  and  Erie — Dean  Richmond,  Vice  President. 

Chicago,  Pittsburg  and  Ft.  Wayne — G.  W.  Cass,  Presi- 
dent; J.  J.  Houston,  General  Freight  Agent. 

After  the  usual  preliminary  adjournment, 
the  Convention  re-assembled  and  proceeded 
to  transact  the  business  of  the  day,  in  the 
order  presented  by  the  committee.  Relative 
to  the  increasing  of  the  rates  of  freight,  they 
reported  that  the  charges  for  the  transportation 
of  freight  could,  with  a  proper  regard  to  the 
public  interest,  be  materially  increased  from 
the  present  standard,  and  that  such  increase 
should  be  made  gradual  in  its  operation,  and 
commence  to  rise,  dating  from  the  15th  of 
August  next,  and  that  it  was  in  the  power  of 
the  five  eastern  trunk  lines  to  make  such  ar- 
rangements and  regulations,  with  the  co-opera- 


tion of  connecting  lines,  as  well  as  to  secure 
the  changing  of  the  rates  from  time  to  time. 
To  this  end  they  recommended  that  monthly 
meetings  be  held  in  New  York  and  Buffalo, 
alternately,  the  Presidents  of  the  roads,  or  such 
other  persons  as  they  may  designate,  to  con- 
stitute the  conventions.  Also,  that  no  reduc- 
tion from  the  rates  established  at  these  monthly 
meetings  be  permitted  without  the  consent  of 
four  of  the  committee. 

In  order  to  prevent  reductions  of  rates  being 
accomplished  by  allowing  drawbacks,  or  by 
any  other  process,  the  committee  are  instruct- 
ed to  appoint  a  competent  person,  with  power 
to  employ  a  sufficient  number  of  assistants, 
who  shall  devote  their  whole  time  and  atten- 
tion to  the  investigation  of  complaints  of  re- 
ductions or  evasions  of  rates,  no  matter  how 
effected. 

With  a  view  of  reducing  expenses,  it  was 
suggested  that  the  different  lines  owning  or 
controlling  ticket'offices  or  agencies  in  New 
York,  Boston,  and  other  large  cities,  be  aban- 
doned as  soon  as  the  present  engagements  ex- 
pire, and  unite  in  establishing  a  union  agency 
in  their  stead,  where  each  line  will  be  im- 
partially represented. 

Also,  that  the  issuing  of  free  passes  to  ship- 
pers of  freight  be  absolutely  abolished  by  all 
lines.  As  the  five  trunk  lines  were  present, 
they  were  requested  to  meet  and  decide  upon 
the  rates  to  be  put  in  force  the  first  of  Septem- 
ber next.  The  committee,  in  conclusion,  sug- 
gested that  all  existing  contracts  with  freight 
express  lines  be  ended  on  the  first  of  January 
next,  at  the  latest,  or  earlier,  in  cases  where 
auy  reduction  of  rates  is  proved  to  be  made  by 
such  lines,  and  that  each  road  advertises  and 
does  its  business  in  its  own  name,  without  the 
introduction  or  addition  of  any  named  asent, 
and  that  all  agents  be  paid  by  fixed  salary,  and 
not  by  commission.  The  report  was  adopted, 
and  the  secretary  was  authorized  to  have  the 
report  printed  and  distributed  to  all  parties  in- 
terested. In  order  to  carry  out  the  details 
more  fully,  the  convention  then  adjourned  to 
meet  at  Saratoga  on  Friday,  27th  inst. — Am. 
Railway  Review. 


BRAKES  FOR  RAILWAY  CARS. 

The  London  Engineer,  speaking  of  brakes, 
gives  the  following: 

Ninety-two  per  cent,  of  the  whole  number  of 
railway  accidents  in  the  year  1858  were  attri- 
butable to  removable  causes.  Of  this  propor- 
tion, constituting  above  nine-tenths  of  the 
whole  number,  more  than  one-third  are  ascribed 
by  Captain  Galton  to  neglect  or  defective  con- 
struction of  road  and  rolling  stock,  insufficient 
means  for  securing  safety,  and  insufficient  es- 
tablishment. The  want  of  sufficient  brake 
power,  no  doubt,  directly  or  indirectly  leads  to 
very  many  accidents  which  had  been  avoida- 
ble had  there  been  more  powerful  brakes  in 
operation.  The  insufficiency  of  the  brake 
power  was  the  cause  of  19  accidents  that  hap- 
pened in  1858.  Those  accidents,  which,  says 
Captain  Galton,  occasioned  the  death  of  19 
passengers  and  injured  144  passengers,  would, 
in  almost  all  cases,  have  been  avoided  had  the 
engine  drivers  possessed  the  means  of  stopping 
the  traius  in  a  distance  of  200  or  300  yards 
after  receiving  notice  of  the  danger  in  front 
of  them.  Of  these  accidents,  a  few  of  the 
more  prominent  may  be  instanced.  The  acci- 
dent by  which  an  express  train  on  the  London 
and  North-Western  Railway,  near  Nuneaton, 
was  thrown  of  the  line  by  a  cow,  would  have 
occurred  had  the  engine  driver  possessed  ade- 
quate means  of  stopping   his  train.     The  col- 


lision on  the  Edinburgh  and  Glasgow  Railway 
at  Riddrig,  between  an  excursion  iraiu  and 
some  empty  wagons,  was  due  to  the  absence 
of  sufficient  brake  power  on  the  train.  Simi- 
larly the  accident  which  occurred  on  the  Lon- 
don and  North-Western  Railway,  at  Blisworlh, 
from  a  mail  train  coming  into  collision  with 
a  goods  train  from  the  Northampton  branch, 
could  have  been  averted  had  the  engine  driver 
possessed  the  means  of  stopping  bis  train  in 
400  yards.  Also  the  collision  which  occurred 
on  the  Birkenhead  Railway,  between  an  ex- 
press train  at  Molligton,  would  have  been  pre- 
veoted  had  the  express  train  been  provided 
with  brake  power  sufficient  to  enable  it  to  be 
stopped  in  400  yards,  at  the  speed  at  which  it 
was  traveling.  These  are  examples  of  acci- 
dents that  arose  from  collision  or  obstruction 
on  the  line.  Many  others  arise  from  excessive 
speed  as  the  direct  occasion — in  entering  sta- 
tions, for  instance.  But  as  we  have  already 
suggested,  by  far  the  greater  number  of  acci- 
dents, though  not  directly  referable  to  exces- 
sive speed  and  the  want  of  brake  power  other- 
wise sufficient  under  ordinary  circumstances, 
might,  nevertheless,  have  been  avoided  or  mit- 
igated in  their  consequences,  by  the  interven- 
tion of  more  prompt  and  available  means  of 
stopping  trains.  Such  accidents  arising  from 
engines  or  carriages  leaving  the  rails,  fractures 
of  axels,  tyres,  or  machinery  of  trains,  and 
collissions  of  every  description.  It  will  be 
shown  by  the  folloning  summary  of  the  num- 
ber and  causes  of  accidents  reported  on  to  the 
Board  of  Trade  for  the  five  years,  1854-58, 
that  collisions  furnish  by  far  the  largest  num- 
ber of  accidents,  and,  unfortunately,  also  the 
greatest  number  of  sufferers : 


waj         <n  5  z 

•=  £  "  S  ™ 
B  a  la  c  o 
5.  3         3  «> 

Leaving  the  rails, 8a  175 

Fractures, 12  39 

Explosions, - 17  7 

At  facing  points 29  105 

At  level  crossings 1"  11 

Collisions 203  1,641 

Entering  stations  at  high  speeds 13  42 

Trains  on  fire, 2  — 

Persons  in  trains   struck  against  standing 

works, 15  7 

Miscellaneous 22  41 

408        2,068 

Showing  that  of  all  varieties  of  accidents,  col- 
lisions have  contributed  one-half  of  the  whole 
number,  and  have  incurred  four  fifths  of  the 
number  of  sufferers;  and  that,  whereas  all 
other  descriptions  of  accident,  collisions  in- 
cur an  average  of  eight  sufferers  for  each  col- 
lision. There  is  no  room  for  doubt,  then,  that 
the  due  supply  of  brake  power  in  trains  is  of 
the  very  greatest  importance  in  promoting  the 
safe  working  of  railways,  and  inducing  their 
immunity  from  accident.  Of  the  varieties  of 
brakes  that  have  within  the  last  few  years  been 
practiced  or  proposed  for  general  use,  they  ap- 
pear to  belong  to  two  classes, — these  which 
operate  on  the  carriages  of  the  train,  and  those 
which  operate  on  the  locomotive  engine. — 
There  is  no  doubt  of  the  importance  of  both 
in  principle,  and  expediency  of  working  the 
systems  in  co-operation.  Though  a  tender  is, 
in  a  simple  sense,  a  carriage  or  vehicle,  it  be- 
longs technically  to  the  engine,  and  is  con- 
structed on  the  same  style  and  system  of  de- 
la.il.  We  are,  therefore,  disposed  to  class  the 
tender  with  the  engine  on  the  one  part,  and 
the  train  by  itself  on  the  other.  Few  travel- 
ers, perhaps,  are  aware  of  the  large  proportion 
of  the  gross  weight  of  an  engine  and  train — 
on  which  we  have  to  rely  for  the   fulcrum  or 
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basis  of  our  brake  action — contributed  by  the 
engine  and  tender.  A  Great  Western  passen- 
ger locomotive  and  tender  weigb  upwards  of 
50  tons  in  running  order,  and  a  train  of  ten 
carriages  behind  it  amount  to  another  100 
tons;  so  that,  in  this  case,  the  engine  and  ten- 
der constitute  one  third  of  the  whole  weight. 
Similarly,  a  modern  narrow  gauge  passenger 
engine  and  tender  weigh  together  35  to  40 
tons,  or  more;  of  which  the  engine  alone 
■weighs  from  25  to  30  tons,  whilst  an  ordinary 
express  train  of  eight  vehicles,  weighs  45  or  50 
tons.  In  this  case,  the  engine  and  tender  to- 
gether weigh  four  fifths  as  much  as  the  train, 
and  the  engine  alone  weighs  about  a  third  of 
the  gross  total  mass.  It  is,  therefore,  appar- 
ent that  whilst  the  simultaneous  application  of 
the  brake  power  to  the  carriages  of  a  train  in- 
dividually and  severally  is  of  unquestionable 
efficiency,  its  application  to  the  engine  as  well 
as  the  tender  ought  not  to  be  neglected.  As 
a  mechanical  problem,  the  brakeing  of  the  en 
gine  is  much  the  simpler  process,  for  the  effi- 
cient brakeing  of  an  engine  as  one  vehicle  or 
structure  is  worth  as  a  retarding  agency,  the 
brakeing  of  four,  five,  o'r  six  carriages;  and 
the  superior  qualifications  of  the  engine  as  a 
structure  for  sustaining  the  application  of 
brakeing  force  must  be  admitted.  The  strength 
of  a  carriage  is  not  to  be  compared  with  that 
of  a  locomotive,  and  there  is  no  doubt  that 
much  of  the  difficulty  in  successfully  working 
a  universal  train  brake  is  caused  by  the  want 
of  absolute  rigidity  of  structure,  independent- 
ly of  the  considerable  number  of  parts  in  the 
apparatus.  We  have  already  alluded  to  Cham- 
bers' Brake,  which  is  probably  the  simplest 
form  of  connected  train  brake  worked  by  screw 
power  from  guard's  van,  and  it  is  no  doubt 
well  adapted  for  frequently  stopping  trains. 
When  prompt  action  is  required,  however— 
when  a  few  seconds  of  time  are  invaluable,  an 
instantaneous  brake  is  indispensable.  The 
steam  pressure  of  the  engine  has  frequently 
been  proposed  as  an  actuating  power,  in  vari- 
ous forms,  of  which  McConnell's  steam  sledge 
brake,  and  Allen's  steam  wheel  brake,  appear 
to  have  been  the  only  ones  introduced.  There 
is  considerab.e  uncertainty,  however,  in  the 
action  of  sledge  brakes.  Colonel  Yollar.d 
shows,  in  his  report  on  McConnell's  Brake, 
that  with  the  same  indicated  pressure  in  the 
boiler,  the  pressure  of  the  steam  sledges  on 
the  rails  varied  unaccountably  from  5  tons  8 
cwt.  to  9  tons  3  cwt. — a  variation  which  intro- 
duces an  element  of  great  uncertainty.  The 
appliance  is  further  objectionable  in  relieving 
to  a  considerable  extent  the  weight  from  the 
leading  wheels,  which  incurs  a  tendency  to  get 
off  the  rails.  An  engine  brake  is  best  when 
applied  to  the  peripheries  of  the  wheels  with- 
out affecting  the  load  imposed  on  them;  and 
in  this  respect  Allan's  Brake  offers  advantages. 
This  brake  consists  of  two  distinct  parts;  first 
the  insertion  of  a  throttle  valve  in  the  exhaust 
pipe  of  the  engine,  by  paeans  of  which  the  en- 
gineman  can  at  once,  by  partially  or  wholly 
closing  the  valve,  the  regulator  being  at  the 
time  open,  oppose  a  retarding  force  to  the  dri- 
ving wheels  of  the  engine  of  equal  or  nearly 
equal  power  with  the  tender  brake.  There  is 
further  provided  a  steam  connection  from  the 
exhaust  pipe  to  work  in  conjunction  with  the 
driving  wheel  brake,  which  introduces  the 
throttled  steam  on  small  pistons  connected 
with  brake  blocks,  applied  to  the  ordinary 
wheels  of  the  engine.  The  severe  strain  on 
the  machinery  caused  by  the  ordinary  process 
of  reversing  an  engine  in  cases  of  emergency 
is  well  understood :  Mr.  Allen's  process  appears 
to  effect  the  same  object  by  a  very  simple  and 
harmless  application 


With  respect  to  simultaneous  train  brakes, 
Newall's  and  Fay's,  which  are  worked  by  the 
guards,  have  been  proved  to  be  useful  and  effi- 
cient, and  no  doubt  their  employment  has 
been  the  means  of  averting  many  accidents. 
Guerin's  Brake,  which  is  self-acting  and  ope- 
rates by  the  compression  of  the  buffers  conse- 
quent on  the  turning  of  the  tender  brake,  is 
complicated  and  weighty,  and  has  not,  accord- 
ing to  Colonel  Yolland.  been  found  to  possess 
any  material  degree  of  efficiency. 

It  must  not,  in  conclusion,  be  overlooked 
that  the  safety  of  a  train  is  to  be  secured,  not 
only  by  providing  quick  stopping  brakes,  but 
also  by  working  under  ordinary  circumstances 
within  the  limits  of  the  ordinary  conditions  of 
safety,  in  order  that  their  shall  at  all  times  be 
at  hand  a  means  of  turning  on  extra  stopping 
power,  to  be  used  on  extra  occasions  only. 
A  power  of  promptly  stopping  a  train  would 
greatly  facilitate  the  extension  of  traffic  con- 
sistently with  safety.  On  the  London  and 
North-Western  Railway  no  two  trains  on  the 
same  line  of  rails  are  allowed  to  approach 
within  three  miles  of  each  other;  in  the  crowd 
ed  streets  of  London  fast  vehicles  may  run 
within  a  dozen  yards  clear,  and  that  is  because 
they  can  stop  within  the  distance. 


ERIE  RAILROAD. 

SOPREME  COURT,  COUNTY  OF  NEW  YORK. 

James  Brown  and  J.  C.  Bancroft  Davis,  Trus- 
tees, and  another,  Plaintiff's,  against  the 
New  York  and  Erie  Railroad  Company, 
and  Joseph  Walker,  Uriah  J.  Smith  and 
William  T.  Hooker,  Trustees,  Defendants, 
Fifth  Mortgage  Suit. 

Notice  is  hereby  given  that  the  undersigned, 
as  Referee,  and  pursuant  to  a  final  judgment 
of  foreclosure  and  sale,  entered  in  said  suit 
known  as  the  Fifth  Mortgage  Forclosure  Suit, 
on  the  9th  day  of  Juue,  1860,  will,  on  the  20th 
day  of  November,  I860,  at  12  o'clock,  noon, 
on  that  day,  at  the  Merchants'  Exchange,  in 
the  City  of  New  York,  (and  through  A.  J. 
Bleecker,  Auctioneer,)  sell  at  public  auction 
the  real  and  personal  property,  rights  and 
franchises  directed  by  said  judgment  to  he  sold, 
and  which  are  therein  described  and  referred 
to  as  follows: 

All  and  singular  the  railroad  of  the  said  New 
York  and  Erie  Railroad  Company,  and  now  in 
the  possession  of  the  receiver,  from  and  inclu- 
ding Piermont,  on  the  Hudson  River,  to  and 
including  the  final  terminus  of  said  Railroad 
on  Lake  Erie,  and  that  part  of  said  road  known 
as  the  Newburgh  Branch,  from  Newburgh  to 
the  main  line,  together  with  the  lands,  tracks, 
lines,  rails,  bridges,  ways,  buildings,  piers-  aud 
wharves,  erections  fences,  walls,  fixtures,  priv- 
ileges, franchises,  rights  and  all  the  real  estate 
and  leasehold  property  which  were  of  the  said 
Company,  of  every  kind,  in  the  States  of  New 
York,  Pennsylvania  and  New  Jersey,  on  the 
first  day  of  June,  A.D.  1858,  and  all  the  tolls, 
incomes,  issues  and  profits  tc  be  had  from  the 
same,  and  all  rights  to  receive  or  recover  the 
same,  and  all  railway  stations  and  depots 
with  the  appurtenances  necessary  for  the  com- 
plete use  of  the  road.  Also,  all  the  locomo- 
tives, engines,  tenders,  cars,  carriages,  tools 
and  machinery  belonging  or  appertaining  to 
said  railroad.  Also,  all  the  estate,  right  and 
property,  terms  and  remainders  of  terms, 
franchises  and  privileges,  and  rights  of  action 
of  whatsoever  name  or  nature  in  law  or  in  equi- 
ty conveyed  or  assigned  unto  the  New  York 
and   Erie   Railroad   Company   by   the   Union 


Railroad  Company,  by  an  indenture  bearing 
date  September  10th,  1852,  being  the  railroad 
of  the  Union  Railroad  Company,  as  it  then  ex- 
isted, and  all  the  land  and  real  property  farm- 
ing or  connected  with  or  appurtenant  thereto, 
and  all  the  rails,  tracks,  bridges,  culverts,  via- 
ducts, turn  outs,  switches,  fixtures  and  super- 
structures of  every  kind  connected  therewith; 
and  all  their  buildings,  erections,  depots,  sta- 
tions, station  houses,  offices,  factory  shops, 
and  edifices  on  or  adjacent  to  or  connected 
with  or  appurtenant  to  said  road:  and  all  the 
estate,  right,  title,  interest,  possession  and  de- 
mand of  the  said  Lnion  Railroad  Company  of 
and  to  the  premises,  and  every  part  and  parcel 
thereof,  the  rights,  privileges,  franchises,  titles, 
power  and  properties  of  the  said  Union  Rail- 
road Company,  with  the  right  to  transport  nel- 
sons, mails  and  property  over  the  said  Union 
Railroad  and  charge,  demand,  collect  and  re- 
ceive tolls  for  the  transportation  of  persons, 
mails  and  merchandise,  and  other  estates  aud 
rights,  all  of  which  are  fully  described  in  said 
indenture.  Also,  an  indenture  of  lease,  bearj 
ing  date  the  ninth  day  of  September,  A.  D. 
1852,  made  by  and  between  the  President  and 
Directors  of  the  Paterson  and  Hudson  River 
Railroad  Company  and  the  Union  Railroad 
Company;  and  also,  an  indenture  of  lease, 
bearing  date  the  ninth  day  of  September,  A. 
D.  1852,  made  between  the  Paterson  and  Ra- 
mapo  Railroad  Company  and  the  Union  Rail- 
road Company,  together  with  all  and  singular 
the  premises  therein  mentioned  and  described, 
and  the  buildings  tl  ereon,  and  the  property, 
real  aud  personal,  with  the  appurtenances,  in 
the  said  two  indentures,  and  each  of  them, 
demised,  conveyed  and  transferred  for  and  du- 
ring all  the  rest,  residue  and  remainder  then 
to  come  of,  and  in  the  terms  respectively  men- 
tioned in  the  said  indenture  of  lease,  subject 
to  the  conditions,  rents,  covenants,  provisions, 
and  agreements  in  the  said  indentures  respec- 
tively contained.  Also,  all  the  estate,  rights, 
interest,  title  and  property,  in  law  and  equity, 
of  the  New  York  and  Erie  Railroad  Company, 
or  in  the  possession  of  the  receiver  under  the 
fifth  mortgage  in  and  to  every  matter  and  thing 
estate,  and  property,  terms  and  remainders  of 
terms,  franchises,  privileges  and  apputenances 
of  whatsoever  name  and  nature,  conveyed  by 
the  several  aforesaid  indentures  of  lease  to  the 
Union  Railroad  Company,  or  any  of  them,  being: 
1st.  An  indenture  made  on  or  about  the  9th 
day  of  September,  A  D.  1852,  between  the 
President  and  Directors  of  the  Paterson  and 
Hudson  River  Railroad  Company,  of  the  State 
of  New  Jersey,  parties  of  the  first  part,  and 
the  Union  Railroad  Company,  parties  of  the 
second  part,  whereby  the  railroad  of  the  Pres- 
ident and  Directors  of  the  Paterson  and  Hud- 
son River  Railroad  Company,  as  it  then  exist- 
ed, with  all  the  lands  and  real  property  form- 
ing or  connected  with  or  appurtenant  thereto, 
from  and  including  its  terminus  and  station  at 
and  in  the  City  of  Paterson  and  County  of 
Passaic  and  State  of  New  Jersey,  to  and  in- 
cluding its  terminus  and  station  at  and  on  Ber- 
gen Hill,  in  the  County  of  Hudson  and  State 
of  New  Jersey,  at  the  junction  of  the  railroad 
of  the  New  Jersey  Railroad  and  Transporta- 
tion Company,  and  the  rails,  bridges,  culverts, 
viaducts,  turnouts,  switches,  fixtures  and  su- 
perstructures on,  adjacent  to,  connected  with 
or  appurtenant  thereto,  and  all  its  buildings, 
erections,  depots,  stations,  station-houses,  offi- 
ces, shops,  and  superstructures  on  or  adjacent 
to  the  said  road,  and  all  the  estate,  right  title, 
claim  and  demand  of  the  said  Paterson  and 
Hudson  River  Railroad  Company  of,  in  and  to 
the  same  and  every  part  and  parcel  thereof, 
and  all  its  rights,  privileges,  franchises,  titles. 
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power,  property  and  claim  and  tolls  and  right 
to  receive  the  same,  and  all  its  cars,  engines, 
tolls,  and  all  its  rights  and  pretentions  to 
charge,  demand  collect  and  receive  tolls  for 
the  transportation  of  property,  persons  and 
merchandise,  were  granted,  bargained,  sold, 
demised  and  to  farm  let  unto  the  said  Union 
Railroad  Company,  their  successors  and  as- 
signs for  and  during  the  continuance  of  the 
charter  of  the  said,  the  President  and  Direct- 
ors of  the  Paterson  and  Hudson  River  Rail- 
road Company,  with  covenants  for  renewal, 
and  certain  agreements  and  covenants  by  the 
New  Jersey  Railroad  and  Transportation  Com- 
pany, were,  by  the  same  instrument,  assigned 
to  the  said  Union  Railroad  Company,  as  will 
more  fully  appear  by  reference  to  said  last 
named  indenture,  upon  certain  terms  therein 
more  fully  set  forth,  which  said  lease  was,  on 
or  about  the  10th  day  of  September,  A.  D. 
1852,  assigned  by  the  said  Union  Railroad 
Company  to  the  said  New  York  and  Erie  Rail- 
road Company,  with  the  assent  of  the  said 
President  and  Directors  of  the  Paterson  and 
Hudson  River  Railroad  Company. 

2d.  Another  indenture  entered  into  on  or 
about  the  ninth  day  of  September,  A.  D.  1852, 
whereby  the  said  President  and  Directors  of 
the  Paterson  and  Hudson  River  Railroad 
Company  made  certain  agreements  with  the 
said  Union  Railroad  Company  for  laying  down 
a  third  rail  upon  the  road-bed  of  the  New  Jer- 
sey Railroad  and  Transportation  Company  for 
the  use  of  the  New  York  and  Erie  Railroad 
Company,  as  will  more  fully  appear  by  refer- 
ence thereto,  which  said  last  named  indenture 
was  assigned  to  the  New  York  and  Erie  Rail- 
road Company,  with  the  assent  of  the  said  the 
President  and  Directors  of  the  Paterson  and 
Hudson  River  Railroad  Company. 

3d.  A  certain  other  indenture,  made  on  or 
about  the  9th  day  of  September,  1852,  for  cer- 
tain considerations  and  on  certain  terms  there- 
in fully  set  forth,  whereby  the  said  Paterson 
and  Hudson  River  Railroad  Company  granted, 
bargained,  sold  and  demised,  and  to  farm  let, 
unto  the  said  Union  Railroad  Company,  their 
successors  and  assigns  all  and  singular  the  de- 
pots, lands  and  real  estate  of  the  said  the 
President  and  Directors  of  the  Paterson  and 
Hudson  River  Railroad  Company,  in  Jersey 
City,  with  the  appurtenances  for  the  term  of 
two  years  from  September  15,  1852,  with  cov- 
enants for  renewal,  which  said  lease  was  after- 
ward assigned  to  the  said  New  York  and  Erie 
Railroad  Company,  with  the  assent  of  the  said 
the  President  and  Directors  of  the  Paterson 
and  Hudson  River  Railroad  Company,  and 
hath  since  been  renewed. 

4th.  A  certain  other  indenture,  made  on  or 
about  the  ninth  day  of  September,  A.  D.  1852, 
between  the  Paterson  and  Ramapo  Railroad 
Company  of  the  State  of  New  Jersey  of  the 
first  part,  and  the  said  Unson  Railroad  Com- 
pany parties  of  the  second  part,  whereby  the 
said  Paterson  and  Ramapo  Railroad  Company 
granted,  bargained,  sold,  demised,  and  to  farm 
let  unto  the  said  Union  Railroad  Company, 
their  successors  and  assigns,  for  and  during 
the  continuance  of  the  charter  of  the  said  the 
Paterson  and  Ramapo  Railroad  Company,  with 
covenants  for  renewal — the  railroad  of  the 
said  lessors  and  all  the  land  or  real  property 
forming  or  coming  therewith,  or  appurtenant 
thereto,  and  their  rails,  track,  bridges,  culverts, 
viaducts,  turnouts,  switches,  fixtures  and  su- 
perstructures, on,  adjacent  to,  connected  with, 
or  appurtenant  to  their  said  road;  and  all  their 
buildings,  erections,  depots,  stations,  offices, 
factories,  shops,  and  edifices  on  or  adjacent  to 
or  connected  with  or  appurtenant  to  the  said 
road;  and   all   the  right,  title,  interest,  claim 


and  demand  of  the  said  Patterson  and  Rama- 
po Railroad  Company  of,  in  and  to  the  same, 
and  all  their  rights,  claims,  privileges,  fran- 
chises, titles,  powers,  property,  claim  and  pre- 
tensions to  transport  persons,  mails  and  pro- 
perty of  every  description.  Also,  all  the  im- 
provements made  by  the  said  New  York  and 
Erie  Railroad  Company  to  any  and  all  of  the 
said  properties  or  estates;  also,  the  depot 
grounds  upon  the  land  of  the  Long  Dock  Com- 
pany, being  all  the  lands  of  the  said  Long 
Dock  Company  which  lie  east  of  Provost  street, 
in  Jersey  City,  and  north  of  a  line  drawn  along 
the  center  of  Pavonia  avenue,  from  Provost 
street  to  the  east  of  Hudson  street  and  of  a 
line  sixty  feet  south  of  a  parallel  to  the  center 
of  Pavonia  avenue,  on  the  east  of  the  east 
side  of  Hudson  street,  and  the  rights  which  the 
New  York  and  Erie  Railroad  Company  have, 
or  hereafter  may  have  or  acquire,  or  which  are 
in  the  possession  of  the  receiver  under  the 
fifth  mortgage,  in  the  piers  or  wharves  to  be 
constructed  north  of  Pavonia  aveuue,  upon  or 
against  the  lands  of  the  said  Long  Dock  Com- 
pany, and  in  any  ferries  which  may  be  main- 
tained therefrom  to  the  City  of  New  York; 
also,  the  right  forever  to  use  the  road  bed, 
tracks,  sidings,  turnouts,  and  switches,  to  be 
constructed  from  the  present  line  of  the  New 
York  and  Erie  Railroad,  unto  the  said  depots, 
on  the  lands  of  the  Long  Dock  Company  (but 
no  other  lands  of  the  Long  Dock  Company  are 
included  in  the  sale,  nor  is  the  fee  in  the  said 
road-bed  or  track  included,  it  being  provided 
by  the  mortgage  that  all  the  lands  of  the  Long 
Dock  Company  not  therein  specially  included 
thall  be  unincumbered  thereby,  and  that  the 
lands  over  the  tunnel  through  which  the  track 
is  laid  shall  also  be  unincumbered,  except  as 
to  right  to  maintain  and  use  such  track).  Al- 
so, a  certain  agreement  made  between  the 
Long  Dock  Company  and  the  New  York  and 
Erie  Railroad  Company,  by  indenture,  dated 
July  1st,  1856,  relative  to  the  construction  of 
docks,  piers,  wharves,  railway  tracks,  cuts,  tun- 
nels, switches,  depots,  storehouses,  and  other 
structures,  buildings  and  machinery  upon  the 
land  of  the  Long  Dock  Company.  Also,  all 
and  singular  all  the  estate,  fixtures,  privileges, 
franchises,  easements,  rights,  leases,  terms, 
and  parts  of  terms,  agreements,  covenants  and 
property  of  every  kind,  conveyed  to  or  intend- 
ed to  be  conveyed  to  James  Brown  and  J.  C. 
Bancroft  Davis,  by  an  indenture  dated  August 
15th,  185Y;  together  with  all  property  and  es- 
tate of  every  kind,  on  the  first  day  of  June, 
1858,  by  the  New  York  and  Erie  Railroad 
Company  possessed,  or  thereafter  to  be  ac- 
quired by  them. 

Also,  all  and  singular  all  the  estate,  fixtures, 
privileges,  franchises,  easements,  rights,  leas- 
es, terms,  and  parts  of  terms,  agreements  cov- 
enants and  property  of  every  kind,  conveyed 
or  intended  to  be  conveyed  by  the  said  inden- 
ture, dated  Agust  14,  1857,  unto  the  said  Brown 
and  Davis,  together  with  all  property  and  es- 
tate of  every  kind,  on  the  12th  day  of  August, 
1858,  possessed  or  thereafter  to  be  acquired  by 
the  said  New  York  and  Erie  Railroad  Compa- 
ny, and  also,  all  the  property,  choses  in  action, 
rents,  profits  and  income,  conveyed  or  intend- 
ed to  be  conveyed  or  mortgaged  by  the  mort- 
gage made  by  said  Company  to  said  Brown 
and  Dav.s,  dated  June  1st  1858. 

Also,  all  the  personal  property  and  chattels 
belonging  to  the  said  New  York  and  Erie  Rail- 
road Company,  or  in  the  possession  of  the  re- 
ceiver, under  the  fifth  mortgage,  including  the 
following,  namely:  162  passenger  cars  (first 
class),  numbered  1  to  115;  52  emigrant  cars, 
numbered  1  to  77;  51  baggage  cars,  numbered 
1  to  76;  all  the  caboose,  smooking,  express  and 


milk  cars;  1,281  box  cars,  numbered  1  to  2,- 
854;  1,086  platform  cars,  numbrred  61  to  2,- 
980;  357  cattle  cars,  numbered  10  to  2,853; 
21  six-wheel  cars;  13  four  wheel  cars;  15 
eight-wheel  cabooses;  219  locomotives,  num- 
bered 1  to  225,  which  is  the  rolling  stock  of 
the  New  York  and  Erie  Railroad  Company 
now  in  use  on  said  road,  branches,  connecting 
roads,  and  the  roads  leased  to  said  Company, 
including  in  each  case  the  numbers  above 
given,  and  all  existing  numbers  between;  also, 
the  steamboats  New  Haven  and  Erie,  .with 
their  respective  engines,  boilers,  machinery, 
boats  and  appurtenances;  and  barges  Samuel 
Marsh,  Henry  Suydam,  Junior,  Dunkirk,  Rock- 
land, Canisteo,  Chemung,  Buffalo,  Eastern 
Ohio,  and  Splendid,  with  their  respective  ap- 
purtenances; also,  all  the  passenger  cars,  box 
cars,  cattle  cars,  flat  cars,  baggage  and  mail 
cars,  second-class  passenger  cars,  dumping 
cars,  grampus  cars,  and  locomotives  named  in 
schedule  C,  attached  to  a  chattel  mortgage 
from  the  said  The  New  York  and  Erie  Railroad 
Company  to  Daniel  Drew,  dated  June  27,  1857; 
also,  all  the  benches,  lathes,  anvils,  forges, 
hammers,  planing  machines,  tires,  axles, 
wheels,  steel,  iron  copper,  tin,  hose,  lumber, 
springs,  chairs,  frogs,  car-castings,  babbit  me- 
tal, spelter,  antimony,  coal,  sand,  iron  pipe, 
brass,  and  engine  and  other  castings,  and  all 
other  tools,  materials  and  machinery  now  in 
or  about  the  machine  shops  of  the  said  New 
York  and  Erie  Railroad  Company  at  Peirmont, 
Paterson,  Port  Jervis,  Susquehanna,  Elmira, 
Oswego,  Hornellsville,  Deposit,  Dunkirk,  and 
Newburgh,  and  the  other  shops  of  said  Com- 
pany along  the  line  of  said  road  and  the  roads 
leased  to  said  Company;  also,  all  the  wood 
and  coal  belonging  to  the  said  The  New  York 
and  Erie  Railroad  Company,  on  the  12th  day 
of  August.  1859,  at  the  several  stations  at  the 
ends  and  along  the  line  of  said  roads  leased 
to  said  Company,  and  along  the  lines  of  said 
roads,  and  in  the  yards  and  about  the  shops 
and  elsewhere,  belonging  to  said  Railroad 
Company  on  the  12th  day  of  August,  1859,  in 
the  States  of  New  York,  New  Jersey,  Pennsyl- 
vania, or  elsewhere;  also,  all  the  ties,  chairs, 
spikes,  hand-cars,  rails  lumber,  and  other  im- 
plements and  materials  belonging  to  the  said 
The  New  York  and  Erie  Railroad  Company, 
en  the  12th  day  of  August,  1859,  and  now  sit- 
uate along  the  line  of  said  road  and  the  roads 
leased  to  it;  also,  all  the  furniture,  paper,  sta- 
tionery, wood,  coal,  timber,  printing  presses, 
types  and  printing  materials,  telegraphic  ap- 
paratus, wire*  and  fixtures  belonging  to  said 
Company  on  the  12th  day  of  August,  1859, 
and  situate  in  the  said  city  of  New  York,  and 
at  the  several  stations  and  along  the  line  of 
said  roads;  also,  all  the  stock,  implements, 
tools  and  other  goods  and  chattels  whatsoever 
of  the  New  York  and  Erie  Railroad  Company, 
or  in  the  possession  of  the  receiver  under  the 
fifth  mortgage  in  the  States  of  New  York,  New 
Jersey,  and  Pennsylvania — New  York,  July 
13th,  1860. 

PHILO  T.  RUGGLES,  Refekee. 


N.  B. — As  the  judgment  authorizes  a  sepa- 
rate sale  of  property  covered  only  by  the  fifth 
and  supplemental  mortgages  before  the  sale 
of  the  franchises,  and  real  estate  above  men- 
tioned, due  notice  of  such  separate  sale  (if  to 
take  place)  will  be  given.  The  franchises  and 
real  estate,  and  all  other  property  covered  by 
the  prior  mortgages,  as  well  as  by  the  fifth 
mortgage,  will  be  sold  subject  to  said  mort- 
gages; and  inasmuch  as  said  judgment  and 
the  act  of  the  Legislature  passed  in  1860,  au- 
thorize the  extension  of  the  time  of  payment 
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of  the  entire  issue  of  bonds  secured  by  the 
second  mortgage  the  purchasers  under  the  fi- 
nal sale  above  noticed  will  take  the  franchises 
and  property  subject  to  the  said  second  mort- 
gage remaining  as  a  security  for  said  bonds, 
as  the  same  may  be  extended. 

PMILO  T.  BUGGLES,  Referee. 


IRON    PRODUCTION    FOR    1859 
EASTERN  PENNSYLVANIA. 


IN 


The  following  statements,  made  up  by  the 
Secretary  of  the  Board  of  Trade,  will  show  the 
extent  of  the  iron  production  of  Eastern 
Pennsylvania: 

The  proprietors  of  works  in  the  Schuylkill 
and  Lehigh  regions  have,  in  most  cases,  been 
personally  consulted  for  the  results  given  be- 
low for  1859,  and  they  are  very  near  to  abso- 
lute accuracy.  For  the  Susquehanna  regions, 
upper  and  lower,  this  accuracy  was  naturally 
unattainable,  and  the  statistics  are  made  up 
from  the  best  judgment  of  such  proprietors  as 
have  their  head-quarters  in  this  city. 

In  the  Schuylkill  region  nearest  this  city, 
there  were  nineteen  steam  anthracite  blast 
furnaces,  out  of  a  total  of  twenty-eight  exist- 
ing there,  in  blast  during  1859.  This  includes 
five  furnaces  at  Lebanon,  the  location  of  which 
is  somewhat  nearer  the  Schuylkill  than  the 
Susquehanna,  and  of  which  the  production  is 
divided  in  seeking  a  market — part  going  to 
Pittsburg.  There  were  also  five  charcoal  fur- 
naces in  blast  in  the  same  district,  producing 
about  1,000  tons  of  iron  each.  Several  estab- 
lishments, embracing  two  or  more  furnaces, 
had  but  one  continuously  in  blast,  so  that 
nearly  all  the  separate  proprietary  interests 
were  more  or  less  active. 

The  following  was  the  production  of  this 
district  in  1859 : 

Anthracite  furnaces  of  the  Schuylkill  proper. ..tons    48,50(1 

>•  "         at  Lebanon 25,000 

Charcoal  "         of  the  Schuylkill 5,5110 


Total - ',9,000 

For  1858  the  exact  production  could  not  be 
obtained,  but  it  was  variously  estimated  at 
38,000  to  45,000,  and  was  probably  about  half 
that  obtained  in  1859.  During  the  former 
year  most  of  the  furnaces  going  out  of  blast 
in  1857  remained  idle,  and  did  not  resume  un- 
til late  in  that  year,  or  early  in  1859. 

In  the  Lehigh  region  the  anthracite  steam 
furnaces  were  unusually  active  in  1859,  pro- 
ducing an  aggregate  of  nearly  135,000  tons  of 
pig  iron.  The  stacks  here  built  are  the  largest 
in  use,  several  being  more  than  18  feet  across 
the  bosh,  and  producing  proportionally  more 
iron  than  the  furnaces  of  the  Schuylkill,  which 
last  do  not  exceed  14  feet,  and  are  geuerally 
but  twelve. 

But  three  or  four  furnaces  remained  idle  in 
the  Lehigh  region  during  1859,  and  one  new 
rolling  mill  was  built  for  the  business  of  1860. 
Several  of  these  furnaces  produced  the  enor- 
mous quantity  of  10,000  tons  each  during  the 
year — a  considerable  excess  over  any  previous 
production.  The  Thomas  furnaces,  and  part 
of  the  Lehigh  Crane  Company's  works,  pro- 
duced at  the  rate  here  named,  and  the  works 
last  mentioned  made  up  a  total  of  nearly  42,- 
000  tons  as  its  aggregate  for  the  year. 

From  the  Susquehanna  iron-making  region 
we  have  less  definite  information.  Many  fur- 
naces were  put  in  blast  in  1S59  which  had 
been  out  for  1858,  and  the  general  testimony 
is  that  the  aggregate  of  anthracite  iron  made 
was  about  the  same  as  in  1857.  As  near  as 
may  be  estimated  for  furnaces  for  which  posi- 
tive information  is  not  attainable,  the  anthra- 
cite production  of  the  vicinity  of  the  Susque- 


hanna was  about  75,000  tons  for  1859.  The 
charcoal  iron  made  in  this  district  is  much 
more  difficult  of  access  for  the  last  year;  but 
as  the  area  is  large,  and  timber  often  abun- 
dant, it  was  probably  20,000  tons.  Taking 
this  estimate,  with  the  better  known  produc- 
tion of  the  Schuylkill  and  Lehigh,  we  roughly 
state  the  total  of  charcoal  iron  for  Eastern 
Pennsylvania  at  39,000  tons. 

The  following  is  a  tabular  statement  of  the 
iron  production  for  1859  and  previous  years: 

ANTHRACITE   IRON. 

1850.  1857.  1858.  1859. 

Tons.  Tons.  TonB.  Tons. 

Lehigh  region 121,1121  113,299  100,000  1:17,822 

Schuylkill  region 43.275  4-'.:'.10  35,000  73,500 

Main  Susquehanna 39,704  35,267  25,000  37,000 

N.  W.  branches  Susque- 
hanna  39,484  40,502  25,000  37,500 

Total 243,484    237,308    185,000    280,333 

CHARCOAL   IRON. 

Lehigh  region tons    5,000 

Schuylkill  region   5,500 

Susquehanna  region 20,000 

Total 30,500 

PRODUCTION  NEAR  PHILADELPHIA  FOR  1859. 

Anthracite.  Charcoal.    Total. 

Lehigh tons      137,r32        5,000      140,832 

Schuylkill 73,500        5,000        79,000 

Total 211,332       10,500      221,833 

Te  value  of  this  quality  of  iron,  at  the  low 
average  price  for  anthracite  of  §22  per  ton, 
which  was  the  ruling  quotation  for  the  year,  is 
$4,649,304,  to  which  the  value  of  the  charcoal 
iron  produced  would  add  enough  to  make  up 
the  sum  of  $5,000,000. — Hants  Magazine. 

nB»i ■ 

COAL-BURNING  BOILERS. 

Ten  years  ago,  it  was  held  that  any  changes 
would  be  justifiable,  in  the  construction 
of  locomotive  boilers  which  would  permit 
the  proper  combustion  of  coal.  Plans  of  the 
most  ultra  design,  and  details  of  marvelous 
originality  and  ingenuity,  were  accordingly 
brought  forward,  and  there  is  no  doubt  that 
they  received  considerable  encouragement. 
Whilst,  however,  these  contrivances  did  not, 
in  all  cases,  attain  the  most  complete  success, 
it  was  at  last  found  that  it  was  not  of  the  ques- 
tion to  apply  any  one  of  them  to  the  thousands 
of  locomotives  in  this  country,  in  which  the 
adoption  of  raw  coal  was  desirable.  We  are 
at  last  adopting  the  belief  that  the  proper  com- 
bustion of  coal  can  be  effected  without  auy 
structural  modification  of  the  ordinary  boiler, 
and,  beyond  a  few  air-holes,  a  hod-full  of  fire- 
bricks, or  a  different  form  of  grate,  we  are  in- 
sisting upon  the  retention  of  the  locomotive 
boiler,  as  it  is,  and  upon  its  proper  behavior 
under  the  discipline  of  coal-burniug.  It  is 
m  uch  the  same  in  Europe.  McConnell's  boiler, 
with  its  long  combustion  chamber  and  "mid- 
feather,"  has  never  made  headway  beyond  the 
line  controlled  by  the  pateutee.  Beattie's  still 
more  complicated  arrangement  has  been 
adopted  on  but  very  few  lines  ;  and  the  Lon- 
don and  Southwestern  Company  have  decided 
to  build  no  more  new  engines  for  themselves, 
a  resolution  which  is  understood  to  be  equival- 
ent to  a  denial  of  the  alleged  advantages  of 
Mr.  tieattie's  system.  It  is  now  ascertained, 
too,  that  the  later  boilers,  on  this  system,  with 
very  long  combustion  chambers  and  very  short 
tubes,  are  burning  very  much  more  coal  per 
mile  than  the  ordinary  class  of  engines.  As 
for  the  heating  surface  supplied  by  the  com- 
bustion chamber,  it  is  doubtful  if  it  is  as  effec- 
tive as  the  tube  surface  which  it  displaces; 
whilst,  as  for  the  space  which  it  affords  for  the 


mixture  and  inflammation  of  the  gas  distilled 
from  the  coal,  it  is  tolerably  well  ascertained 
that  these  processes  can  as  well  be  affected  in 
the  upper  part  of  the  ordinary  fire-box.  In 
many  of  the  English  Engines,  Mr.  Clark's 
steam-jets  are  in  successful  use,  effecting  an 
intimate  mixture,  and  an  apparently  complete 
combustion  of  the  coal  gas  in  the  ordinary 
fire-box.  In  other  engines,  simple  sheet-iron 
deflectors  are  employed  to  direct  the  air,  ad- 
mitted through  the  door,  downward  upon  the 
fire,  and  this  plan  also  accomplishes  excellent 
results.  The  adoption  of  small  grate-openings, 
with  a  large  dead-plate  area  around  them,  is 
also  a  virtual  addition  of  combustion  space  to 
the  common  fire-box,  since  the  combustion  is 
localized,  and  a  large  part  of  the  surrounding 
space  is  left  unoccupied  for  intermixture  and 
inflammation.  It  is  ascertained  that,  with  a 
reduced  grate-opening,  and  with  an  equally  ac- 
tive fire,  the  fuel  may  be  carried  very  much 
lower  than  where  the  entire  horizontal  section 
of  the  fire-box  is  occupied  as  grate  area. 
— Amer.  Railway  Review. 


Western  Maryland  Bailroad. — On  the 
11th  inst.  a  large  meeting  of  the  substantial 
citizens  of  Carroll  county  was  held  in  West- 
minster to  approve  the  course  of  the  City 
Council  of  Baltimore  in  the  passage  of  an  or- 
dinance granting  the^city's  endorsement  of  the 
bonds  of  the  Western  Maryland  Bailroad,  and 
to  urge  upon  the  Mayor  the  propriety  of  ap- 
proving it.  The  resolutions  are  indicted  in  a 
most  respectful  manner,  and  tender  the  thanks 
of  the  citizens  of  Carroll  to  the  Councils  for 
their  generous  assistance  in  forwarding  so 
great  a  work,  which  will  tend  to  develop  the 
resources  of  the  most  beautiful  and  fertile 
section  of  the  State,  as  well  as  insure  to  the 
emporium  of  Maryland  a  vast  and  profitable 
trade,  now  enriching  Philadelphia  ^and  other 
foreign  rival  markets.  A  committee  to  wait 
upon  the  Mayor  was  appointed,  consisting  of 
the  following  gentlemen  :  Hon.  Madison  Nel- 
son, Hon.  John  E.  Smith,  Geo.  Edward  Wamp- 
ler,  John  Smith,  Augustus  Shriver,  David  H. 
Shriver  and  David  Boot. 

A  similar  meeting  was  also  held  in  Hagers- 
town,  Washington  county,  atwhich  resolutions 
to  the  above  effect  were  passed,  and  Messrs. 
James  Dixon  Roman,  A.  K.  Seyster,  W.  B. 
McAtee,  B.  A.  Gailinger,  F.  K.  Zeigler,  A.  J. 
B.  Magruder,  Joseph  P.  Mong,  Isaac  Nesbitt, 
Bichard  Sheckles,  appointed  to  wait  upon 
Mayor  Swann  and  urge  the  signing  of  the  or- 
dinance. 


BO?"  The  Railway  Annual  for  1859  states, 
that  in  nine  years,  or  from  1S50  to  1S59,  the 
railways  of  the  United  States  have  increased 
from  7,335  to  27,944  miles  in  length.  In  this 
period,  the  increase  in  the  New  England  States 
amounted  to  62.74  per  cent,  while  in  eight  of 
the  Western  States  the  increase  was  1,201.41 
per  cent.  At  the  same  time  the  former  gained 
in  population  16.12  per  cent,  and  the  latter 
46.22.  The  total  cost  of  the  roads,  up  to  1859, 
amounted  to  $365,451,070,  of  which  large  sum 
it  is  supposed  one-third  has  been  wasted  in 
construction.  There  are  at  this  time  28,000 
miles  finished  roads  in  the  United  States,  aud 
about  16,000  either  under  construction  or  pro- 
jected, requiring  $100,000,000  for  their  com- 
pletion. It  is  estimated,  however,  that  many 
years  must  elapse  before  sufficient  capital  can 
be  diverted  from  other  objects  to  carry  them 
through.  In  the  meantime,  many,  projected 
in  a  spirit  of  rivalry  to  other  roads,  will  be 
abaudoned.  It  is  calculated  that  20,000  miles 
of  railway  are  sufficient  to  do  all  the  business 
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of  the  country  at  the  present  time,  and  that 
8,000  miles  been  constructed  in  part  in  rival- 
ry to  other  roads,  which  have  proved  a  dead 
loss  to  stockholders,  and  in  the  main  will  pass 
into  the  hands  of  the  bondholders.  The  aver- 
age cost  of  railways  per  mile,  in  the  New  Eng- 
land States  has  been  $36,328 ;  in  the  the  Mid- 
dle States,  40,919;  in  the  Southern  States, 
$22,906 ;  and  in  the  Western  States,  §36,333. 
The  reason  assigned  for  the  cheapness  of  con- 
struction of  railroads  at  the  South  is  that  they 
were  built  on  the  cash  plan.  Among  the  net 
earnings,  the  Panama  shows  the  largest  re- 
turns, being  $29,564  per  mile ;  and  those  earn- 
ing the  least,  or  nothing  to  stockholders,  are 
found  in  Maine,  Vermont,  Mississippi,  Mis- 
souri, Iowa,  Illinois,  New  York,  &c.  The  list 
of  dividend  paying  roads  comprises  78 — among 
which  two  pay  an  annual  dividend  of  12  per 
cent;  nine,  10  per  cent;  two,  9  per  cent;  ten, 
8  per  cent;  six,  7  per  cent;  thirty,  6  per  cent ; 
five,  5  per  cent;  one,  4  per  cent;  one,  2}  per 
cent;  and  one,  2  per  cent.  The  list  of  delin- 
quent companies  on  stock  or  bonds  amounts 
to  33.  The  total  bonded  debts  of  the  Ameri- 
can railways,  all  of  which  mature  between 
1859  and  1874,  amount  to  $411,199,702.  The 
Pennsylvania  Railroad  Company  and  the  Read- 
ing Railroad  Company  are  having  made,  each 
300  coal  cars,  to  carry  coal  from  the  Broad- 
Top  Mountain  Mine,  by  way  of  the  Lebanon 
Valley  Railroad,  to  tidewater.  In  the  Lehigh 
coal  region  the  coal  trade  is  active,  and  la- 
borers in  several  of  the  departments  engaged 
in  the  production  of  coal  and  iron  are  in  de- 
mand. 


The  Western  Maryland  Railroad. — The 
Western  Maryland  Railroad  ordinance,  recent- 
ly passed  by  the  Council,  endorsing  the  bonds 
of  said  company  to  the  amount  of  $500,000, 
has  received  the  approval  of  Mayor  Swann. — 
It  will  be  recollected  that  the  ordinance  pro- 
vides that  five  hundred  thousand  dollars  of  the 
dividend  bonds  of  the  Baltimore  and  Ohio 
Railroad  be  set  aside  to  meet  any  contingency 
which  may^irise  in  the  prompt  payment  of  the 
interest  bonds  endorsed  for  the  Western  Mary- 
land Railroad. 


Plan-  to  Re-organize  the  La  Crosse  and 
Milwaukee  Railroad. — Sell  the  whole  proper- 
ty under  the  foreclosure  of  land  grant  and 
second  mortgages.  Elect  one  of  the  Trustees 
of  these  mortgages  to  buy  the  whole  line  of 
road  and  franchises,  for  all  the  parties  in  in 
terest  who  will  sign  the  agreement  to  reorgan- 
ize on  the  following  basis: 

1st.  Execute  a  second  7  per  cent,  mortgage, 
having  twenty  years  to  run,  on  the  Eastern 
Division  for  $1,000,000,  to  be  exchanged  for 
the  present  Second  Mortgage  Bonds. 

2d.  Execute  a  7  per  cent.  Mortgage  (having 
thirty  years  to  run),  on  the  whole  line  of  road 
and  lands,  making  it  the  Third  Mortgage  on 
the  Eastern  Division,  and  First  on  the  West- 
ern, for  $3,000,000,  with  this  pay  off  75  per 
cent,  of  the  face  of  the  Land  Grant  Mortgage. 

3d.  Issue  all  8  per  cent,  preferred  stock 
notes,  not  exceeding  in  amount  $1,500,000,  to 
to  pay  off  the  balance  of  the  face  of  the  Land 
Grant  Mortgage;  and  any  just  claims  of  judg- 
ment creditors  prior  to  the  Third  Mortgage, 
which  has  been  foreclosed. 

4th.  Issue  common  stock  in  payment  of  the 
past-due  coupons  up  and  inclusive  of  those  to 
mature  February  1st,  1861,  on  the  Land  Grant 
Bonds  and  Second  of  Eastern  Division ;  also 
in  exchange  for  Milwaukee  and  Minnesota 
Railroad  stock  and  second  Land  Grant  Bonds 
of  Western  Division,  receiving  the  same  at  25 
per  cent. 


The  first  coupons  of  the  new  bonds,  to  be 
paid  August,  1861.  Receipts  of  road  in  mean- 
time to  be  applied  in  putting  it  in  perfect  or- 
der. 

At  the  next  session  of  the  Wisconsin  Legis- 
lature get  a  charter  for  the  Milwaukee,  Portage 
and  LaCrosse  Railroad  Company,  authorizing 
a  Board  of  Directors  to  be  elected  by  the  bond 
and  stockholders,  each  interest  separately 
electing  a  Director  for  each  $750,000  repre- 
sented by  the  several  different  interests. 

This  arragement  reduces  the  bonded  debt 
within  paying  ability  of  the  road.  It  concedes 
to  junior  claimants,  and  gives  them  all  the 
road  can  earn,  after  paying  mortgage  debtors, 
and  partly  on  equality  with  them,  and  keeps 
the  two  divisions  together. 

ONE  OF  ITS  VICTIMS. 


Correction.— In  the  twenty-second  line  from 
the  conclusion  of  the  article  on  the  Mosely 
Bridge  on  page  271  of  the  Railway  Times,  in 
place  of  $233  00  per  foot,  read  $101  00  per 
foot  or  $134  00  per  foot  or  $193  per  foot;  which 
prices  are  got  up  as  follows: 

First— 

10  inch  to  66  inch  as  26  inch  to  171  inch. 

66  inch  to  171  inch  as  $39  to  $IU1  10. 
Second — 

$7  00  to  39  00  as  S34  no  to  S134  00. 

These  prices  are  from  Mr.  Moseley's  revised 
tables.  But  if  regard  is  paid  to  the  amount  of 
iron  demanded  by  the  simple  compression,  the 
price  becomes  $193  per  foot  fer  the  300  feet 
span,  in  place  of  $233  00  as  at  first  given.  In 
getting  that  $233,  to  Mr.  Moseley's  rate  of  in- 
crease in  his  first,  table,  we  added  the  price 
due  the  excess  of  sectional  area  in  column  5 
of  our  table;  while  the  rate  of  increase  given 
is  his  first  table  would  itself  give  a  large  por- 
tion of  that  excess.  Thus  the  cost  of  his  300 
feet  span,  according  to  the  compression,  would 
be  $193  per  lineal  foot 

It  is  true  that  the  price  per  pound  for  iron 
work  decreases  when  the  amount  of  work  is 
great;  but  so  also  does  the  counterbracing  in 
large  spans:  and  the  amount  of  counterbracing 
needed  for  one  of  Mr.  Moseley's  300  feet  spans 
(33  feet  high),  to  say  nothing  of  the  sway  bra- 
cing needed  for  such  large  arches  in  unstable 
equilibrium,  would  itself  be  a  very  large 
item. — The  American  Railway  Times. 


nished  with  a  large  heater  to  assist  in  main- 
taining the  required  temperature.  It  is  be- 
lieved that  each  locomotive  can  be  supplied 
with  power  sufficient  to  run  the  whole  tunnel 
distance.  The  tunnel  is  expected  to  be  fin- 
ished and  in  working  order  by  1862. 


A  City  Railroad  to  he  Constructed  Un- 
der Ground  in  London. — A  London  paper 
contains  a  description  of  the  tunnel  now  build- 
ing under  the  streets  of  London,  for  the  pur- 
pose of  connecting  the  city  with  a  series  of 
railways  at  the  north  of  the  Thames.  To  have 
a  railway  after  the  American  fashion,  passing 
through  a  densely  populous  district,  and  cross- 
ing on  a  level  and  over  crowded  thoroughfares, 
was  considered  utterly  out  of  the  question. 
Therefore  the  plan  was  resorted  to  of  avoiding 
the  surface  altogether,  leaving  that  to  the  or- 
dinary local  traffic  and  travel,  and  going  en- 
tirely under  the  city  with  all  the  passenger  and 
freight  trains.  The  tunnel  was  constructed  by 
making  an  open  cut  from  the  surface  of  th.e 
street  down  the  distance  required,  building  the 
archway,  and  then  replacing  the  surface — a 
cheaper  mode  than  tunneling.  The  work  has 
been  contracted  for,  and  is  now  in  progress. 
The  company  engaged  in  it  have  a  capital  of 
$42,250,000,  in  shares  of  $50  each. 

To  avoid  any  annoyance  from  smoke,  or 
combustion  of  fuel  in  the  tunnel,  the  traffic  is 
to  be  worked  by  light  locomotives  of  a  novel 
and  ingenious  construction.  They  have  no 
fire-box,  but  will  be  charged  with  hot  water 
and  steam  at  a  certain  pressure,  to  be  supplied 
by  fixed  boilers  at  the  termini,  and  will  be  fur- 


gSTThe  Newark  Mercury,  of  this  morning, 
says: 

The  project  of  building  a  railroad  between 
the  village  of  Haekensack  and  some  point  on 
the  line  of  the  New  York  and  Erie  Road,  has 
been  agitated  for  several  years.  Last  winter 
some  amendments  were  obtained  to  the  char- 
ter, after  which  the  stock  ($70,000)  was  sub- 
scribed by  residents  along  the  line.  The  work 
has  been  let  to  contractors,  who  are  now  ener- 
getically at  work  on  different  points  of  the 
route,  and  expect  to  have  the  grading  comple- 
ted by  September  next.  The  road  will  unite 
with  Erie  near  Boiling  Spring,  about  eight 
mile  from  Jersey  City,  proceeding  along  the 
base  of  Berry's  Hill  to  its  terminus,  five  miles, 
with  a  branch  to  the  village  of  Lodi,  one  mile 
in  length. 


IMPORTANT  T0_  FREIGHTERS. 

Below  we  give  the  circular  and  dispatch  is- 
sued yesterday  by  the  Presidents  of  the  two 
Miami  Roads.  These  roads  will  hereafter 
charge  the  regular  Freight  Rates.  This  is 
right. 

Office  L.  M.,  C.  &  X.,  k  C.  H.  &  D.  Co's,  \ 
Cincinnati,  August  1st,  1860.  ) 
Sir: — The  current  rates  on  freights  from 
Boston,  New  York,  Philadelphia,  Baltimore, 
etc.,  to  Cincinnati  and  other  western  cities,  are 
so  ruinously  low  at  this  time,  that  if  carried  by 
our  roads  for  the  U3ual  pro  rata  proportion  of 
the  throagh  freight,  we  should  not  receive  more 
than  cost  of  handling,  to  say  nothing  of  tsans- 
portation  and  other  expenses.  We  are  there- 
fore compelled,  and  do  hereby  notify  your 
Company,  that  on  and  after  this  day  we  charge 
no  less  than  our  full  pro  rata  proportion  of  the 
rate  established  on  westward  bound  freights, 
at  the  meeting  of  the  four  eastern  lines  in  New 
York,  which  took  effect  on  the  10th  of  April 
last. 

W.  H.  Clemenm,  Pres't, 
S.  S.  L'Ho.mmedieu,  Pres't 

[Copy  of  despatch  sent  to  officers  of  conneciini*  roads. J 

Cincinnati,  August  1st,  1860. 
Sir: — The  Executive  Committee  have  deter- 
mined to  charge,  on  and  after  to  day,  not  less 
than  their  pro  rata  of  the  rates  established  in 
New  York  on  the  10th  of  April  last,  on  west- 
ward bound  freights  from  Boston,  New  York, 
Philadelphia  and  Baltimore. 

S.  S.  L'Hommedieu,  Chairman  I 


The  Grand  Tp.uxk  Railroad. — The  Boston 
Post  says  it  is  now  intimated  that  the  mana- 
gers of  the  Grand  Trunk  Railway  intend  to 
eventually  extend  that  road  to  the  Pacific. 
Such,  at  any  rate,  is  the  talk  in  Canada,  where 
it  is  stated  that  a  portion  of  the  direction  is 
now  earnestly  engaged  in  soliciting  further  aid 
from  the  English  stockholders,  if  not  from  the 
English  Government.  The  idea  is  to  have  a 
through  route  to  the  Pacific  entirely  on  British 
around.  The  China  mails  can  be  taken  from 
shore  to  shore  in  four  or  five  days.  The  story 
may  be  all  nonsense,  but  it  has  an  air  of  pro- 
bability. The  Grand  Trunk  can  never  amount 
to  much  unless  some  such  grand  terminus  is 
reached;  when,  with  a  higer  tariff  and  heavy 
government  assistance,  it  may  do  well  enough 
to  suit  English  owners. 
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MONETAKY  AND  COMMERCIAL. 

The  quiet  heretoforenoticed  in  the  money  market  still  con- 
tinues, and  nothing  of  importance  has  transpired  to  effect 
any  change  of  tone  since  our  last.  The  demand  is  moderate 
and  mostly  from  manufacturers  and  mechanics,  and  such  as 
are  acceptable  are  freely  met,  at  fair  rates.  To  customers 
]0@12  per  cent,  are  the  ruling  terms,  while  outsiders  are 
dickered  with  for  larger  figures. 

There  is  a  fair  demand  for  Eastern  Exchange,  but  the  sup- 
ply s  fully  equal  to  it.  Rates  are  without  change  as  fol- 
lows: 

BUYING.  SELLING, 

New  York  sight 37©      prem.       |@&  prem. 

Boston 3D®35  prem.      $@>h  prem. 

Philadelphia ,37  prem.      %@>\  prem. 

Baltimore 3<)@      prem.      \@\  prem. 

New  Orleans >a@£    dis        par  @£  dis. 


American  Gold 20 


prem.     35@10  prem. 


The  quotation  of  Railroad  Bonds  in  N.  Y. 


are  as 

Bid. 

94 

tl"l£ 

J04£ 

.    102J 

■  tl'01 

11)1 

97 


follows: 
Asked. 
95 

104* 
103 

1U2 

98 
85 


86 
81 


—  97 

+&* 
64J 

81 
811 
72 
t— 

81  ,- 

83 
9> 
103 
183 

98  i 


73 
784 

40 
1118 
103 


New  York  Central  6s 

New  York  Central  7s,  1864 

New  YoJk  Central's,  1876 -'.,. 

Erie  First  Mortgage 

Erie  Second  M  ortgage 

Krie  Second  Mortgage,  extended 

Eire  Third  Mortgage 

Erie  Fourth  Mortgage - 

Erie  Fifth  Mortgage 724 

Erie  Sinking  Fund.. 49  50 

Erie  Convertible,  ISfil 49  50 

Erie  Convertible.  18G2 49*         — 

Hudson  First  Mortgage 107  — 

Hudson  Second  Mortgage +  101  — 

Hudson  Seconri  Mortgage.  Sinking  Fund. ..  .+101  — 

Hudson  Third  Mortgage 92  92£ 

Hudson  Convertible.   87  88 

Harlem  First  Mortgage 99J         100 

Harlem  Second  Mortgage 109  — 

Harlem  Third  Mortgage +63  84 

Michig.m  Central,  new  8  per  cents 

Michigan  Southern  First  Mortgage 

Michigan  Southern  Second  Mortgage 

Michigan  Southern,  Sinking  Fund 

Michigan  Southern,  Jackson  Branch 

D'troit,  Monroe  &  Toledo.  First  Mortgage 

Northern  Indiana,  First  Mortgage 

Northern  Indiana,  Goshen  1868 

Pacific  Railroad  7s,  Missouri  St  guar - 

Illinois  Central  Construction 94| 

Illinois  Central  Freeland — 

LaCrosse  and  Milwaukee  Land  Grants \?\ 

LaCrosse  and  Milwaukee  Second  Mortgage. . .  40 
Chicago  and  Rnck  Island  First  Mortgage....  +93 

Galena  and  Chicago  First  Mortgage — 

Galena  and  Chicago  Second  Mortgage 924 

Hannibal  and  St.  Joseph  Bonds 72£ 

Cleveland  and  Toledo  Sin  kin  c  Fund 78 

Lake  Krie  and  Wabash  FirstMortgage *734 

Lake  Krie  and  Wabash  Second  Mortgage 39$ 

New  Jersey  Central  First  Mortgage 106 

New  Jersey  Central  Second  Mortgage •  102 

Milwaukee  and  Mississippi  First  Mortgage....  55 
Milwaukee  and  Mississippi  Second  Mortgage.  41 
Delaware,   Lackawanna    and    Western    First 

Mortgage 100 

Delaware.  Lackawanna  and  Was  tern  Second 

Mortgage 101 

Terre  Haute  and  Alton  FirstMortgage 79 

Terre  Haute  and  Alton  Second  Mortgage — 

Chicago  and  North-Wesiern  First  Mortgage..     6l£ 
Chieago  and  North- Western  Sinking  Fund.. .    85 
Chicago  and  North-Western  Second  Mortgage    31 

*Including  February,  I860,  coupon  only. 

+Ex  interest. 

In  regard  to  American  Securities  in  Europe,  Brown  Bro 
thers  says: 

In  American  Stocks  no  change,  nor  any  renewed  activity, 
the  5  $  cent  Bonds  of  the  United  States  being  alone  in- 
quired for  at  92@93.  The  new  Loan  of  Canada  in  demand 
at  100^100$. 

Messrs.  D.Bell,  Son  &  Co.,  give  the  following  quota- 
tions: 

American  Railways,  &x.  Closing  Prices. 

United  States  fi  #  cent  Bonds,  1P68 ro  @  98 

United  States  5  $>  cent  Bonds,  1874 9'2£@  93 

Kentucky  6  $>  cent  Bono's,  1868-72 90  @  92 

Maryland  5  £>  cent  Bonds, 93  ®  94 

Massachusetts  5  <tP  cent  Stg.  Bonds, 102  @103 

Pennsylvania  5  $  cent  Stock 84  @  86 

Pennsylvania  5  <tf>  cent  Bonds,  1877 86-J-@87£ 

VirginiaG  <p  cent  Bonds,  1886 81  &  H3 

Virginia  5  $>  cent  Stg.  Bonds,  1888 80  ©  82 

Illinois  Central  "  $>  cent 82  @  83 

Illinois  Central  6   #  cent 77  @  79 

Illinois  (Freelands)  7  $>  cent 92  @  94 

Michigan  Central  8  £>  cent,  18G9 87  ®  88 

New  York  Central  6   £>  cent- 84  @,  85 

New  York  Central  7  $  cent 92  @  93 

New  York  and  Erie  7  £>  cent,  1867 89  @  90 

New  York  and  Erie  7  $  cent,  1859 85  @  88 

New  York  and  Erie  7  $>  cent  1883 78  @  80 

New  York  and  Erie  7  ty  cent,  1862 45  @  48 

Panama?  $>  cent  Stg.  Bonds,  1865 190  @K2 

Pennsylvania  Central  6  $>  cent 87  @.  89 
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Cincinnati  Stock  Market. — Reported  by  Kirk  &.  Chee- 
ver,  Stock  Brokers,  No.  57  WestThitd  Street.  July  30th, 
1860: 

BONDS. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  6  per 
cent. , 86* 

Covington  and  Lexington  R.R  Co.  FirstMort- 
gage Bonds,  7  per  cent 83 

Covington  &  Lexington  R.  R.  FirstMortgage 
B'inria,  6  per  cent 73 

Covington  &c  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent. 74 

Indianapolis  &  Cincinnati  R.    R.  First  Mort- 

■  gage  Bonds  7  per  cent , 85 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 75 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 
Mortgage,  7  per  cent.  Bonds 98 

Cincinnati,  Hamilton  &c  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds,  7  per  cent 85  and  int. 

Ohio  &  Mississippi  R.  R.  Co  ,  Second  Mort- 
gage Bonds.  7  per  cent 75 

Dayton  and  Western  R.  R.,  First  Mortgage 
Bonds,  7  per  cent 65 

Dayton  and  Western  R.  R.  Second  Mortgage 
Bonds.  7  per  cent 45 

Indiana  Central  R.  R.  Co.,  First  Mortgage 
Bonds,  7  per  ce.it 75 

Indiana  Central  R.  R.  Co.,  Second  Mortgage 
Bonds,  in  per  cent 70 

Dayton  &  Michigan  R.  R.  Co.,  endorsed  Mort- 
gage 81,7  percent 85 

City  of  Cincinnati,  Municipal  Bonds,  6  per 
cent 95 

City  of  Cincinnati,  Railroad  Bonds,  6  per  cent.  85 

City  of  Cincinnati,  Wharf  Bonds,  6  per  cent..  83 

STOCKS. 

Cincinnati,  Hamilton  &z.  Dayton  R.  R 75£ 

Little  Miami  R.  R ,.84 

Columbus  &.  Xenia  R.  R 83$ 

Indianapolis  &  Cincinnati  R.  R...   ,,. 41 

Ohio  &  Mississippi  R.  R 14 

Farmer's  Bank  of  Kentucky,  Ex.  Div 121 

Northern  Bank  of  Kentucky,  Ex.  Div 128 

Ohio  Life  Insurance  &  Trust  Co.'s  Certificates.  15 

Ohio  &  Mississippi,  Trustees  Scrip 12 

Bank  of  Kentucky :22 

Third    Monthly    Report  of   the   Receiver   of   the 
Ohio  and  Mississippi  Railroad   Company. — Joseph  W. 
Alsop,  Receiver  of  the  Ohio  and  Mississippi  Railroad  Com- 
pany, makes  his  Third  Monthly  Report,  as  follows: 
Receipts  and  Disbursements  for  June,  1860. 

To  Balance  on  hand  from  May  account §21.048  65 

RECEIPTS. 

From  United  States  Mail  Service  to  31 

March $9,C01  85 

From  Passengerand  Freight 

earnings  in  May $18,036  96 

From  Adams  Express 3,')37  50 

21.074  46 


From   Passengers   of   June 

earnings 32,331  28 

From  Freight  of  June  earn- 
ings    18,740  05 

From  other  sources 


30,376  31 


51,071  33 
5,697  33 


Total  Funds. S108.393  62 

DISBURSEMENTS. 

Paid  on  acct.  of  First  Mortgage  Bonds 

coupons  of  January  1st,  1860 $5,005  00 

Paid  Interest  and  Discounts 567  46 

Paid  Office  and  other  expenses 666  29 

Paid  Charges  advanced   on  acct.   with 

other  roads 3,519  48 

Paid  on  account  of  current  operating 

expenses  and  construction  in  May  63,111  22 

Paid  on   account  of  former  arrearages 

prior  to  May  1st 630  35 

Paid  on  account  of  June  current  ex- 
penses     1,869  31 

75,389  11 

Balance  on  hand,  carried  to  July  account $33,004  51 

Bank  of  the  State  of  Indiana  — The  following  is  a 
statement  of  the  Bank  of  the  State  of  Indiana,  June  30th, 
1360: 

MEANS. 

Bills  Discounted $1,058,319  04 

Bills  of  Exchange 5,223,096  20 


Banking  Houses... 
Other  Real  Estate. 


§6,281,415  24 


Due  from  Eastern  B^nks 728,213  03 

Due  from  other  B:inks 371,788  28 

Branch  Balances 2-1,431  76 

Remittances  and  other  Items. ..  142,623  72 


Other  Bank  Notes 222,904  00 

Gold  and  Silver 1,667,262  81 


1,264,061  79 


1.890,166  81 

$9,662,186  94 


LIABILITIES. 

Capital  Stock 

Surplus  Fund 

Profit  and  Loss 

Unclaimed  Dividends 24,028  63 

Other  Items 53,019  54 

Due  to  other  Banks 38,103  18 

Individual  Deposits 

Circulation 4,689,968  00 

Less  Notes  on  hand  in  Branches     103.915  "0 


$3,127,850  TO 

643.517  58 
247,111  42 


115,151  45 
942,503  69 


4.588,053  00 


39,662,166  94 

fii^  The  earnings  of  the  Cleveland  and  To- 
ledo Road 

For  the  third  week  in  July  were $11.6*3  Oo 

1859 10,295  00 

Increase ^353  yy 


LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 


CINCINNATI,  HAMILTON  &  DAYTON 

El; 


:fl  --a.iXai^to-A.iDss . 


On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows : 

6:00  A.  31.  Express— From  Cincinnati.  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:30  A.  M.  Express-— From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Bellair  and  Benwood;  and  via  Columbus,  Bellair 
and   Pittsburgh  ;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express— From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  wiLh  D.  and  M.  Road  for  Troy,' 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot — 
Connects  via  Columbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M-  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbana  and  Belle- 
fontaine;  also  at  Dai-ton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De- 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham- 
ilton for  Oxford,  6:0. 

4:00  P.  M.— From  Little  Miami  Depot— Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:00  p.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima.  Fori  Wayne  and 
Chicago  ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond-  Logansport.  etc. 

11:00  P.M.  Express. — From  Little  Miami  "Depot — Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh ;  via 
Columbus,  Crestline  and  Pittsburg ;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood  and  via 
Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway*; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Burnet  House  ;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minntes 
faster  than  Cincinnati  time. 

P.  TT.  STRADER, 

General  Ticket  A^ent. 

Omnibuses  call  for  passengers  by  leaving  directions  fit 
the  Ticket  Offices. 


GEO.    H.    KNIGHT   &    BROTHER, 

Patent   Attorneys, 

IV.  E    Corner  Vine  &  4tn. 
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W.  (f.  HYNDMAN'S 


Patent  Portable  Forge  and  JRdlows. 

THESE  FORGES  are  superior  to  all  nUwvfftZ  build 
ers  ol  railroads,  mines,  quarries,  gunsmiths,  Iock- 
smilhs,  machine  shops,  boiler  makers,  to'as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  totheflue 
by  a  pipe, 
ti-ailroad  companies  and  others  in  want  of  Portable 
orf.es  willaddress  VV.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


■il-  r-'^'-i v""'':'-'   ■"'"rVV "-'-*■'■•*£?>  --'->V.;'-'' 


SHORTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  aud  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEJv^SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.M. 

11.50    P.  M-— TERRE  HAUTE   AND  LAFAYETTE 

ACCOM  MODAXIO  N.— Arrives  at  Indianapolis  at 
4:5(1  P.M. 

6.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^ECi"  Be  sure  you  are  in  the  rightTicket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis 

03*  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

THB-OUG  TTCKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No-  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

II.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON, 

AND   ZANESVILLE 

hailr  o  .^  id  . 

Two  daily  trains,  at6  A.  M  .and  G  P.  M.,from  Little  Mi- 
ami Depot,  East  Front  Street.  Morning  trainmakes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive  at  Cincinnati  at  8  A,  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  Ticket 

Offices  of  Little  Miami  Road. 

W  OND         eiver 


RAILROAD  IRON. 

THE  undersigned,  Agentsfor  the  Manufacturers,  are 
prepared  tu  contract  to  deliver  free  on  board,  at 
shipping  ports  in  England,  or  at  ports  of  dischaarge  in 
theUnitedStates.Railsofsuperioi quality, and  of  weight 
ofpattem  as  may  be  required. 

VOSE,  LIVINGSTON  &  00. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street 


T.  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

o.eT       est  6tli  St.  bet  W»  nut  *   Vine 

CINCINNATI  0 

GREAT  NATIONAL  ROUTE  TO 


BALTIMO RE,  PHILADEPHI  A,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City. 

CENTRAL     OHIO, 

AND 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South-West   and   North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Pliiladel 
phia,  New  York  and  Boston,  at  the  cost  of  a  ticket  to  New 
Ynrk  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or.inforraation, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  suhlimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

JJZr>  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH, Master  Iraaaportation,  £.  &  O.  R.  R. 

J.  H.  SULLIVAN,   Gen.  West.  Jl<rt.,  B.%  6  R.  R. 
L.  M.  COLE,  Gen.   Ticket  Jifft.,  Ft.  &■  0.  R,  R. 
H.  J.  JEWETT-  PresH  C.   0.  R.  R. 
J.  W.  BROWN.   Oe*.  WrJcel  Jigt.^  C.    0.  R.  R. 


G.    W.    MORRILL., 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description, 

WITH    PROMPTNESS    AND    FIDELITY. 

Haviug  bad  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance4.Lat 
no  pains  will  be  spared  to  give  entire  satisfaction  it 
at    aeee.  6 

IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7inches  outside  diameter,  cut  to  definite  length 
as  required. 
WKOUGHT  IRON   WELDED   TUBES, 

From  %  to  .I  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T's,  L'a,  Stops,  Valves,  Flanges,  etc.,  etc 
Warehouse)  209  South  Third.  St., 

PH  ILADKLPH  I A  *  |*u)g 

Stephen  morris,  chas.  wheeler,  jr. 

tuos.  t.tasker,  jr.,  8.  p.m.tabker. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T'     Bail 
1PATEHTTED,  NOV.  2,  185S. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  whith  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  maybe  of  such  form  as  tojfillup  the  recess  in 
tlte  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  p<.irtcan  not  pro|ect 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ar.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projeclions,  which  are 
provided  on  the  chair  to  stand  up  outside,  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  tJiem^  and  correspondingvertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spike3  passing  through  the  chair  and  clown  the  edges  of  the 
hase  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  theirplace. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontaltongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  an^)  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Anothergreatadvantagcis,  the  allowance  which  iemarJe 
Sor  expansion  and  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  ,  sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  saf« 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheeli, 
and  axles,  preventing  the  loss  of  life  and  destruction 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear 
the  rolling  stock  of  the  road. 

W.  IIARVEV,  Inventoe  and  Patents 
41  Jefferson  street,  Albany, 
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THE    RAILROAD    RECORD. 


PROSSER'S  PATENT 

OKI  GIN  A  L    LA  P-  WEL  DED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FHOM  END  TO  EKD. 

FA.R.IS'    I:,,^l.■^E!3^^r■a?, 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATER    SUPPLY,   ACIDS,    ETC. 

SOLI?    IMPORTERS. 

PBOSRKK'S  PAiBB'r  SCJBFACS3'  CON- 
DEWSSiKS  for  high  pressure  ste:im,with  sea  or 
otlier  bad  boiler  water,  gauges, 3-cutter  drills,  counter- 
sinks, tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrenches, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Boilers.  THOS.   PROSSKB,  &  SON, 

S7jan.  28  Piatt  Street,  New  York 

<&.  G.  LOBDELL.        1.  S.  M'cOMBS.        I>.  P.  BUSH. 

BDSH&LOBBELL, 

Wiltniugtoit  -------  Delaware 

MANUFACTURERS   OP 


For  R.  K.  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    It  THEIR 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  FITTED 
To   Ilauiinerccl  ©»•    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  an  don    the 

Most  Reasonable  Terms. 

apg 

A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
A  Complete  List  of  Post- Offices  in  the  United  States 
and  Tei'Htories,  arranged  by  states  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Hates 
of  Foreign  and  Domestic  Letter  Postage;  Bates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, <£c.,  <JbQ, 

COMPILED    BY    E.   PENROSE   JONES, 
Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-office, ) 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
iS  .  Pknrose  Jonks,  Esq.,  late  Assistant  Post-Master  of  the 
'•     Bcinnati  P.  0., front  the  Records  in  this  Department,  and 
Hjer  sources,  and  contains  the  moat  complete  list  of  Post- 
G.rtices,  especially  of  the    Western,   North-Western,  and 
South-Western  States,  yet  published. 

MAI1L0N  H    MEDART, 
Agent  and  Inspector  of  Planks,  dec,  for  P.  0. Popart. 

The  book  makes  an  actavo  pamphlet  of  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
oiler  is  promptly  advised  of  alUVew  Offices,  Changes  and 
Regulations  oi  the  Department,  the  information  is  corroded 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Goun 
««8,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  185o.  There 
are  300U  more  offices  in  this  than  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  ofthe  kind 
now  published. 

JC_r  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $].00,  or  Twelve 
CopiesforS2.D0. 

Addresa,  C.  S.  "WILLIIAMS? 

194  Walnut  Street, 
.    M*r-tf  10  -  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


W 


M.  ftXTITIlVKIE.  &  CO.,  cor.  Fourth  and  "Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 

BRANCH  OFFICES: 


Louisville,  Ky., 

Lafayette,  lnd., 

Indianapolis,  lnd., 


Columbus,  0., 
Dayton,  O., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
Important  improvements,  at  a  reduction  on  former  prices  ; 
ar.d  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars. 

The  elegance,  speed,  noisclessDess  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
doth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  rconomy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

Jt^pSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fthlS.  WM.  SUMNER  &  CO- 


GEO.  D.  WINCHELL  &  BRO., 

172  Mm  Street,  bet.  4th  and  hth, 
CINCINNATI,  0. 
SoleManufacturers  of  McGowan'  s  Utfuble  Action 

SUCTION  &  FORCE  PUMP 

AND 

Compound  Steam  Pumping  Engine, 

WOULD  respettfullyinvite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners,  and  thepubg 
lie  generally  to  these  Pumps* 
as  the  best  Pump  now  in  uaeS 
and  acknowledged  by  all  woo 
have  used  them  to  be  perfect- 
are  simple  iu  their  construe 
tion.  compact, durable  and  not 
likely  toget  out  of  order;  wel" 
adapted  forStearuboats,  Rail 
road  Water  Stations  Distille 
ries,     Breweries,    Furnaces 
Mines,  Rolling  Mills,  Pope* 
Mills,  Factories,  Wells,  Cia 
terns ,  Stationary  Fiie  Engines, Garden  Enginesandf^ 
allpurposes  whorea  Pump  can  be  used.   Also, for  for- 
cing a  large  bod  v  of  water  to  a  great  heigh  tordistance 
rapidly. 

Also,  McG-owau  sPatentBall  ValvePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c.  Hose  Couplins 
Lead  CopperandGasPipefurnished  attheUwestma- 
kel  prices. 

Fullnnd  perfect  atisfactionguaranteedin  allcases, 
when  properly  put  up  according  to  directions. 

Orders  than  kfully  received  andpromptlyfilledat  the 

shortest  notice. 

SILVER    MKDAii      (The  highest    prize)  awarded 

eee  pumpsandSteam  Pumping  Engine  atth    late  Fa 

Obio  Mechanics' Institute  June  18,  1865  — j 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,ra.6. 

~  FREEDOM  IRON  COMPANY, " 

MAKUFACTUTEP.S   OF 

LOCOMOTIVE    TYRE, 
Engine  and  Car  Axles,  Pump  and  Piston  Bods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Leuistovn,  Mifflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  SnpH. 

This  Iron  is  all  made  from  best  JuDiata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 

OF    THE 

KEW  YORK  GEHTML  R.  R. 


Leave  Albany.  Arr.  Buffalo.  Arr.  S.  Br. 

SteamboatExp..  7  00  a.  m.  7  00  p.m.  7  fid  p.  a.. 

Mail O.eO  a.  m.  1-J. 50a.m.    

New  York  Exp. .)]-1Sa.m.  0.00  p.  m  0.00  p.m. 

NightExp 5.00p.m.  4.00a.m.  4.00  a.m. 

Utlca  Accom'n..  6  00  p.  m.    At.  V.  10.00  p.  u  - 

N.Y.Mail 11.15p.m.  10.0<  a.  m.  IO.OOa.H: 

Leave  Buffalo.  Leave  Bridge.  Ar.  A  Ib'y 

New  York  Exp..  5.15  a.  H.  5.15  a.m.  3.31)  P.  M. 

Steamboat  Exp..  S.OO  a.  m.  8.00  a.  m.  8.00  p.  m. 

Mail 2.30p.m.; 

Cleveland  Exp. .  6.M  p.  m. 
Cincinnati  Exp. 11.00  f.  B. 
UticaAccom'n.. 


6.00  p.  m.  4.JU  a.  M, 
11.00  p.  m  P.30  a.  x, 
10.00  a.     , 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  lo  furnish  Locomotiv 
equal  iu  efficiency  and  durability  to  the  bes>  Easte 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.    Also,  all  kinds  of  heav 
forgingandcastingdoneat  short  notice.  Also,  bolts  fo 
bridge!; cu   withdispatcb. 
ai  ~l  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  ot  Col.  E.  W  t 
llIOKGAN,  a  distinguished  graduate  01  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,   Ma 
chines,  Construction,  Agricultural  Chemistry  and  Mining 
Geology;  also  iu  English  Literature,  Historical  Read- 
ings, and  Modern  Languages,  accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means, and  object  ofProfessionalpreparalion,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs, Ky.  ""or  theundersiened. 

P.  DODLEF. 
President  of  th   Boar 
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THE  QUINTUPLE  TREATY. 


JS.  D    MANSFIELD,  -    )   -p^,t„„ 

T.  WBIGHTSON,        -  -       !   -kaitors. 

CINCINNATI: 
Thursday  Morning,    Aug:,  if    I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE -No.  167   Walnut   Street. 

SUBSCRIPTIONS—^  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payableln 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, SI  00 

ifc        '■'        per  month, 3  00 

"        "        six  months, 12  00 

««      **       per  annum, 20  00 

**    column,  single  insertion, 5  00 

"        »■        per  month, 10  00 

«        **        six  months 40  00 

*■        «•        perannum, 80  00 

"    page,  single  insertion, 15  00 

"        k         permonth, 25  00 

"        •*        six  months, J 10  00 

41       "       perannum 200  00 

Cards  not  exceeding  four  lines,  $5 ,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  tho  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sentto  the  former  direc- 
tion, they  are  held  responsible 

Subscriptions  and  communications  addressed  to 
WRIGE1TS0N  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

REFRIGERATION— THE  RAILROAD 
RECORD. 

The  Railroad,  Record  has  a  very  cool  way  of  ita  own. 
In  its  issue  of  July  26,  it  copies,  with  a  slight  transposition 
of  a  single  sentence,  the  full  account  we  gave  in  the  Rail- 
way Times  of  July  ?th.  of  the  coal  burning  operations 
on  the  New  York  Censral  Railway,  without  credit  to  us 
That  was  neither  just  or  gentlemanly. — flm.  Railway 
Times,  Aug.  4th. 

The  intense  heat  of  the  dog  days  has  a  mar- 
velous effect  on  the  Times  man.  He  appears  to 
have  been  almost  overcome  by  it.  It  is  an  old 
adage,  "make  hay  when  the  sun  shines,"  and 
we  fear  he  has  been  overtaxing  his  mental  as 
well  as  his  physical  energies,  as  bottler-in-chief 
of  the  sun's  rays,  in  the  production  of  anthra- 
cite and  bituminous  for  the  use  of  future  gen- 
erations, the  peculiar  process  of  which  is  only 
known  to  the  Times  man.  We  never  copy  from 
the  Times  (or  fear  of  giving  the  wrong  credit. 
The  article  alluded  to  in  the  above  paragraph 
is  placed  among  our  selected  articles,  and  was 
taken  from  the  American  Railroad  Journal  of 
July  14,  to  which  we  refer  the  Editor  of  the 
Times.  We  had  always  supposed  the  Journal 
safe  to  copy  from,  and  marked  the  article  to 
be  credited  to  that  paper,  but  if  it  has  been 
guilty  of  trying  to  steal  the  juvenile  thunder  of 
the  Times,  we  call  upon  it  to  make  the  amende 
honorable,  which  we  will  cheerfully  transfer  to 
our  columns.  We  however  suspect  the  Journal 
extracted  the  article  by  the  same  instrument, 
and  from  the  same  source  as  the  Times  man 
obtained  his,  viz  :  scissors  and  a  printed  cir- 
cular. 


ADVANCE    OF    RATES. 


Railroad  managers,  stockholders,  hangers- 
on,  editors,  etc.,  have  been  much  exercised 
within  the  past  few  years  on  the  subject  of 
freight  tariffs.  But  we  do  not  see  that  rates 
have  been  advanced  to  a  paying  standard,  or 
that  they  are  in  a  fair  way  of  becoming  so  for 
some  time  to  come. 

The  recent  quintuple  treaty,  a  compact  be- 
tween the  five  great  east  and  west  lines,  made 
at  the  St.  Nicholas  a  week  or  so  ago,  particu- 
lars of  which  are  given  in  another  column,  is, 
however  a  step  in  the  right  direction,  and  if 
carried  out  faithfully,  will  do  much  toward  ac 
complishing  the  desired  object.  But  will  it  be 
carried  out?  That's  a  question  that  admits  of 
many  doubts.  Judging  by  the  past,  we  should 
say  not.  Yet  we  hope  that  it  may,  for  we  see 
in  it  the  dawn  of  a  better  day,  and  the  el" 
evation  of  the  railway  interests  to  a  fair  divi- 
dend paying  position. 

The  difficulties  in  the  way  of  carrying  out 
this  compact,  however,  are  very  great,  and  un 
less  very  skillfully  managed,  it  will  fall  through 
as  everything  else  of  the  kind  has  done. 

Among  the  most  formidable  obstacles  to  b<? 
overcome  is  the  opposition  of  the  large  num- 
ber of  managers,  officers,  and  attacheesof  the 
different  roads,  who  are  vitally  interested  in 
keeping  things  precisely  where  they  are;  for 
by  this  state  of  things  they  are  being  maintain- 
ed, or  enriched,  at  the  expense  of  the  railways. 
This  under-current  of  personal  interest  is 
much  stronger  than  the  public  even  dreamed 
of — or  was  ever  suspected  by  shareholders  and 
creditors.  Its  ramifications  prevade  every  de- 
partment, and  its  influence  is  felt  from  the 
Board  of  Directors,  down  through  all  depart- 
ments, to  the  Train  Boys  who  peddle  pea-nuts 
and  candy  on  the  cars. 

Another  great  obstacle  in  the  way,  is  the 
army  of  runners,  freight  agents,  bill  posters, 
ticket  agents,  drummers,  etc.,  that  swarm 
around  every  railway  in  the  country,  eating  up 
its  substance — "as  if  it  were  bread  " — while 
not  one  in  a  hundred  are  of  any  more  use  to 
the  company  than  the  fifth  wheel  to  a  coach. 
These  men  have  the  ear  of  the  officers  of  the 
road;  are  the  first  to  discover  any  movement 
that  is  likely  to  displace  them;  and  are  the 
first  to  oppose  all  reformatory  movements. 
And,  although  they  have  no  votes  in  the  man- 
agement, they  as  effectually  control  the  move- 
ments of  the  Board  of  Directors,  as  far  as  their 
interests  are  concerned,  as  the  firemen  do  the 
City  Council  of  our  large  seabord  cities.  Un- 
til this  army  of  leeches  is  choked  off,  we 
cannot  expect  any  reforms  that  will  avail  in 
the  payment  of  dividends. 

Another  great  obstacle  in  the  way,  and  per- 
haps the  most  formidable,  is  the  express  com- 
panies and  fast  treight  lines.  These  estab- 
lishments  draw  a  vast   income  from  the  rail- 


ways for  doing  precisely  what  the  roads  ought 
to  do  themselves.  But  that  is  not  the  worst. 
They  have  bitter  rivalries  among  themselves, 
and  are  a  powerful  check  on  any  advance  in 
freights,  unless  the  advance  goes  into  their  own 
pockets. 

In  one  sense  these  companies  are  paid  com- 
mission by  the  railways  for  absorbing  all  the 
profits  of  the  roads.  Consequently  the  Expres3 
Companies  get  rich,  while  the  railways  grow 
poorer  every  day.  But  to  get  rid  of  these  com- 
panies will  be  no  easy  matter,  for  they  are  a 
part  of  the  growth  of  the  railroads,  and  most 
of  them  it  is  alleged  are  owned  if  not  control- 
ed  by  the  very  men  who  manage,  directly  or  in- 
directly the  railways  over  which  they  pass. 
Under  this  state  of  things,  of  course  it  will  be 
difficult  to  bring  about  a  reform.  Those  rail- 
way managers  who  are  interested  for  "Self  & 
Co."  in  the  Expresses,  will  not  very  likely  vote 
for  their  extinction,  when,  by  so  doing,  they 
cutt  off  half  their  income.  The  only  way  these 
Expresses  and  fast  freight  lines  can  be  reached, 
is  by  the  stockholders  themselves  to  prhibit 
them — if  they  can  so  far  throw  off  the  thral- 
dom of  the  men  who  seek  their  proxies — which 
is  very  doubtful. 

There  is  yet  another  obstacle  that  is  almost 
as  formidable  as  the  last — namely  the  vast 
army  of  freight  and  ticket  agents  scattered 
throughout  the  country,  who  are  paid  a  com- 
mission on  the  business  that  may  be  shipped 
from  their  neighborhood — provided  they  can 
get  sight  of  it,  so  as  to  give  bills  of  lading  for 
it.  It  is  said,  and  no  doubt  truly,  that  the  in- 
come of  some  of  those  agents  is  equal  to  that 
of  the  President  of  the  United  States,  and  if 
they  had  not  to  share  their  profits  with  those 
who  keep  them  in  office,  they  would  soon  be  in 
a  condition  to  buy  out  the  roads,  which  they 
are  helping  to  beggar,  cutting  down  rates,  and 
by  taking  large  commissions  for  business — 
which  in  nine  cases  out  of  ten,  would  go  over 
the  road  any  way.  These  men  like  the  Ex- 
presses, and  for  the  same  reason,  will  be  diffi- 
cult to  reach.  But  no  permanent  reform  will 
be  accomplished  while  they  have  the  control  of 
freight  as  at  present.  It  is  more  than  human 
to  expect  a  man  to  refuse  to  pocket  a  hundred 
dollars,  if  he  can  do  so,  by  relinquishing,  in 
the  form  of  "drawbacks,"  "bonuses,"  "premi- 
ums," "half-commission" — or  what  not,  an- 
other hundred  that  he  never  expects  to  get.  So 
long  therefore,  as  freight  agents  are  allowed 
commission  on  business  passing  over  a  road, 
so  long  the  rates  of  freight,  whether  high  or 
low,  cannot  be  maintained. 

There  are  other  difficulties  in  the  way 
of  the  adoption  and  maintenance  of  reform- 
atory measures  for  our  railway  companies. 
But  those  mentiyned  are  the  principal.  Take 
these  away,  and  all  will  be  well.  We  doubt, 
however,  whether  so  desirable  a  result  can  be 
accomplished  without  the  consolidation  of  the 
earnings,  or  through  business,  of  the  five  great 
trunk  lines.     The  latter  would  be  an   easier 
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achievement,  than  the  removal  of  the  obstacles 
that  have  so  long  kept  the  railway  interests  in 
the  dust.  And  when  it  was  consumated,  the 
objectionable  features  of  the  latter  almost 
wholly  disappear  of  themselves,  and  we  should 
see  our  railways  released  from  a  thraldom  that 
has  rendered  (hem  worse  than  useless. 


a  very  few,  and  then  only  on   the  principle   of 

slavery. 

The  while   population  of  the  United  States 

were  thus  divided  in  1850,  by  the  sexes: 

Males in,oi9.249 

Females 9-5'J3.5l!s 

Difference 495,737 


CENSUS  STATISTICS. 

LAWS    OF  POPULATION. 

There  is  going  the  rounds  of  the  Eastern 
newspapers,  a  statement  in  regard  to  the  Cen- 
sus, which  is  wholly  incorrect.  Not  a  single 
full  return  has  been  made  to  the  Census  De- 
partment; and  a  few  scattering  returns  only 
are  made  to  the  Marshals.  In  the  mean  while 
we  know  the  law  of  growth  and  population 
well  enough  to  know  very  nearly  the  relative 
magnitude  of  towns  and  states.  The  only 
great  uncertainty  is  in  regard  to  the  new  and 
and  border  States,  where  the  growth  depends 
wholly  upon  immigration;  and  hence  can  not 
be  exactly  known.  And,  from  a  particular 
Census  the  laws  of  population  are  fixed  in 
regard  to  age,  sex,  birth,  etc.,  etc. 

To  illustrate  these  laws,  let  us  take  an  ex" 
ample,  in  the  State  of  Massachusetts,  one  of 
the  oldest  and  most  homogeneous  States  in  the 
Union.  We  have  before  us  'Abstract  of  the 
Census"  of  Massachusetts,  taken  on  the  1st 
day  of  June,  1855.  It  has  been  said,  that 
Massachusetts  would  not  show  as  much  popu- 
lation, as  was  expected.  This  so  is  far  from  be- 
ing the  cast,  that  this  State,  the  oldest  in  the 
Union,  will  have  increased  from  1850  to  I860 
full  25  per  cent.  This  is  evident  from  the  fol- 
lowing facts,  viz: 

In  1850 973,654 

In  1855 1,132,369 


Increase  (1G  percent.) 158,715 

If  Massachusetts  has  increased  at  a  much 
less  rate  since,  it  will  still  have  in  1860,  1,250,- 
000  inhabitants. 

Let  us  now  look  a  little  into  the  laws  of  pop- 
ulation. 

1 — Of  Sexes.  It  is  one  the  laws  of  natu- 
ral growth,  that  the  sexes  are,  always,  in  the 
long  run,  very  nearly  equal;  but,  in  order  to 
keep  up  this  equality,  under  the  different  kinds 
and  degrees  of  hazards  which  either  sex  has  to 
encounter,  the  births  and  the  deaths,  vary  rela 
tively,  in  the  beginning  and  close  of  life.  For 
example,  the  following  simple  table  will  show 
the  ratio  of  the  sexes  to  each  other,  at  differ- 
ent ages.  Thus: — at  one  year  more  males,  at 
twenty  years  more  females,  at  forty  years  more 
male,  at  seventy  years  more  females.  At  birth 
there  are  more  males  than  females,  past  seventy 
more  females  than  males.  These  alternations 
are  caused  by  the  different  hazards  to  which 
the  sexes  are  exposed  at  different  periods. 
On  the  whole,  the  sexes  are  apportioned  very 
evenly,  the  males  rather  predominating,  a  fact 
which  renders  polygamy  impossible,  except  to 


Which  Is 5  per  cent. 

In  Massachusetts,  the  case  is  different,  the 
females  exceeding,  by  5  per  cent.  The  partic- 
ular reason  of  this  is  quite  obvious.  In  Mas. 
sachusetts,  there  is  a  continual  migration  of 
males  from  the  State  to  the  West,  and  an  im- 
migration of  females  to  supply  the  factories. 
The  Western  border  States  all  show  a  great 
preponderance  of  males.  The  law  of  popula 
tion  gives  on  the  whole  a  small  excess  of 
males. 

2 — Qf  Ages.  The  law  of  ages  is  a  very  cu- 
rious one.  It  is  said,  that  man  is  limited  to 
seventy  years;  but  to  attain  that  for  a  genra- 
tion  of  people,  the  adults  should  live  to  be  an 
hundred  years  old.  For  otherwise,  the  great 
mortality  of  infants  will  so  far  reduce  the  age 
of  adults,  that  the  average  life  of  men  will  not 
be  over  half  of  seventy.  Such  is  the  fact;  for 
the  average  life  of  a  generation  is  not  more 
|  than  thirty-five  years.  The  ages  of  twenty 
I  millions  of  white  people  in  the  United  States 
were  thus  distributed : 

Under  Five  Years 14.81  per  cent. 

From  FivetoTen  Years 13.82  •' 

Ten  to  Fifteen  ■■  12.88  •' 

Fifteen  to  Twenty  Years 10>9  " 

Twenty  to  Thirty        '• 18.55  " 

Thirty  to  Forty           •■ 12-36  " 

Forty  to  Fifty              •■ 8.13  " 

Filty  to  Sixty               « 4.90  " 

Sixty  to  Seventy         " 2.67  " 

Seventy  to  Eighty      " 1.15  •• 

Above  Eighty  Years 40  *' 

To  show  that  old  age  is  not  an  uncommon 
thing,  nor  by  the  laws  of  population,  extraor- 
dinary, we  may  say  that  there  were  in  the 
United  States  in  1S50,  three  hundred  thousand 
persons  over  seventy  years  of  age — and  nearly 
o  thousand  over  one  hundred  years.  On  the 
other  hand,  one  half  of  the  entire  population 
is  under  twenty  years. 

3 — Laws  of  Mortality.  These  go  on  with 
great  regularity.  The  Registration  Reports  of 
Massachusetts  show  that  from  1852  to  1855, 
inclusive,  (four  years)  there  died  SO. 995  from 
which  (as  the  average  population  was  1,000,- 
000)  is  an  average  of  1  in  50.  There  are 
parts  of  the  U.  S.  (as  New  Orleans)  where 
the  deaths  are  1  in  20;  and  there  are  other 
parts,  in  the  interior  of  New  England,  where 
they  are  only  1  to  TO.  Upon  the  whole  the  aver- 
age of  Massachusetts  (1  in  50)  is  not  far  from 
the  average  of  the  United  States.  But,  when 
we  examine  the  ages  at  which  death  took  place 
we  are  startled  at  the  result.  The  sacrifice  of 
infantile  life  is  prodigous. 

In  20,543,  who  died  in  1855  (in  Massachu 
setts)  38  per  cent,  died  under  Jive  years,  and 
half  the  whole  number  under  twenty.  The 
operation  of  this  law  maybe  shown:  Take 
1,000,000  as  the  population.     Then   forty  per 


cent,  or  400,000  are  under  twenty.     Then  we 

have : 

1'nder  Twenty  years 400,000. . . .  10,0fO  deaths 

Over        "  *'    600.01,0.  ...]0,t)(J0      " 

I'liiier      "  "    the  ratio  is 1  in  40 

Over        "  "        ••         "  Iin60 

but  takiDg  the  population  under  five  years,  and 

we  have  this  result,  viz: 

Population  under  five  years 132.944 

Deaths  under  five  vearb ?.(;i  0 

Eatio ' lin  19 

The  mortality  under^re  years  is  three  fold 
that  of  the  average;  and  more  than  four  fold 
the  average  of  the  population  above  five 
years 

In  Massachusetts,  there  were  634  persons 
over  ninety  years  of  age,  and  19  over  one  hun- 
dred years.  The  number  of  old  persons  in  the 
United  States  is  much  greater  than  is  general- 
ly supposed.  On  this  subject  we  shall  have 
more  to  say  hereafter,  as  the  Census  facts  for 
1860  are  returned. 


THE   STATE  VS.   THE  NEW   YORK 
CENTRAL  RAILROAD. 

A  suit  has  been  commenced  in  Orange  Coun- 
ty, New  York,  against  the  New  York  Central 
for  §5,000,000  for  tolls,  claimed  to  be  due  to 
the  State. 

It  may  be  remembered  by  our  readers,  that 
originally  the  roads  running  parallel  with  the 
Erie  canals  were  prohibited,  by  their  charters, 
from  carrying  freight  during  the  season  of 
navigation.  By  the  act  of  1847  this  restric- 
tion was  removed,  on  condition  that  the  roads 
now  composing  the  New  York  Central,  should 
pay  to  the  State  the  same  rate  of  tolls  as  was 
then  paid  on  the  canals.  In  1S51  the  Legis- 
lature passed  an  act  abolishing  those  tolls  on 
the  railroads  after  the  1st  of  Dec,  1851. 

This  last  act,  it  is  claimed,  is  unconstitu- 
tional, and  suit  is  now  brought  to  recover  tolls 
on  all  property  transported  over  these  roads 
since  Dec,  1851 — amounting  it  is  alleged  to 
15,000,000. 

This  suit  is  probably  the  result  of  the  violent 
antagonism,  existing  in  that  State,  between  the- 
railway  and  canal  interests.  Party  polities 
mav  have  something  to  do  with  it,  as  the  man- 
agers of  the  New  York  Central  have  for  some- 
time past  been  figuring  pretty  extensively  in 
the  partisan  movements  of  the  day.  It  is  not 
expected,  however,  that  anything  will  come  of 
it,  except  the  temporary  annoyance  of  the  Rail- 
way Company,  and, — which  is  probably  the 
main  incentive  to  action, — a  large  bill  of  costs 
to  be  put  into  the  pockets  of  certain  ''leaders 
in  the  body  politic." 

The  following  are  the  points  of  the  com- 
plainat  as  filed  by  the  Attorney  General: 

1.  The  complaint  rehearses  the  existence  of 
the  Company,  by  virtue  of  the  act  of  April  2, 
1853,  that  it  is  a  corporation  subject  to  all  tbe 
provisions  of  the  act  of  1850,  requiring  any 
railroad  running  parallel  to  the  Canal  to  pay 
tolls  to  the  Canal  Fund  on  property  transported 
over  said  road,  and  that  it  is  composed  of  roads 
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forming  a  continuousline  parallel  with  the  Erie 
Canal  from  the  Hudson  River  to  Lake  Erie. 

2.  That  by  the  terms  of  the  original  char- 
ters of  the  several  roads  forming  the  said  line, 
the  provisions  of  1  heir  charters  might  he  altered 
or  amended  at  will  by  the  Legislature  of  the 
State. 

3.  That  by  the  act  of  May,  1844,  several  of 
the  companies  forming  the  Central  Railroad 
were  required  to  pay  tolls  on  freight  trans- 
ported. 

4.  That  these  Companies  accepted  the  pro- 
visions and  requirements  of  their  charters, 
and  complied  therewith;  that  on  the  1st  day 
of  January,  1847,  when  the  constitution  of  the 
State  went  into  effect,  they  were  paying  to  the 
Canal  Fund  tolls  on  all  freight  transported; 
that  by  the  provisions  of  the  said  constitution 
these  tolls  constituted  a  part  of  the  revenue  of 
the  State  Canals. 

5.  That  by  the  provisions  of  the  constitution 
all  the  revenues  of  the  State  Canals  were 
pledged  to  the  payment  of  the  State  debt,  and 
to  the  completion  of  the  enlargement  of  the 
Erie,  Genesee  Valley  and  Black  River  Canals; 
that  at  the  time  when  the  act  of  1851  went  in- 
to effect,  pretending  to  release  the  several 
roads  from  the  payment  of  tolls,  the  enlarge- 
ment of  the  Erie,  Genesee  Valley  and  Black 
River  Canals  had  not  been  completed,  nor  had 
the  principal  of  the  State  debt  been  redeemed ; 
and  that  by  the  provisions  of  the  constitution 
the  Legislature  are  prohibited  from  selling, 
leasing  or  disposing  of  any  of  the  Canals  of 
the  State. 

6.  That  by  act  of  May  12,  1847,  the  several 
railroads  now  constituting  the  Central  Rail- 
road were  authorized  to  carry  freight  upon 
paying  to  the  Canal  Fund  the  same  rates  of 
toll  which  the  said  freight  would  have  paid 
had  it  been  carried  on  the  Canal,  and  that  the 
tolls  so  paid  should  be  deemed  a  part  of  the 
Canal  Fund. 

7.  That  the  tolls  collected  from  the  railroads 
under  the  several  provisions  of  the  acts  refer- 
red to  were  a  part  of  the  revenues  of  the  State 
Canals. 

8.  That  afterwards,  and  while  the  said  tolls 
constituted  a  part  of  the  revenues  of  the  State, 
and  that  on  the  10th  day  of  July,  1851,  the 
Legislature  of  the  State  of  New  York  passed 
a  certain  pretended  act,  entitled  an  act  to 
abolish  tolls  on  railroads,  whereby  it  was  pre- 
tended and  attempted  to  be  enacted  and  pro- 
vided, that  all  acts  requiring  the  payment  of 
State  tolls  by  any  railroad  company,  for  the 
transportation  of  property  on  any  railroad, 
were,  after  the  1st  day  of  December  then  next, 
so  far  as  they  conflicted  with  that  act,  thereby 
repealed. 

9.  Wherefore  the  complaint  prays  the  Court 
to  adjudge  the  said  last  mentioned  pretended 
act  was  and  is  unconstitutional  and  void,  inas- 
much as  the  same  disposed  of  the  Canals  and 
their  freight  and  revenues  in  a  manner  incon- 
sistent with  the  provisions  of  the  constitu- 
tion. 

10.  And  that  the  Central  Company,  notwith- 
standing said  pretended  act,  is  bound  in  law 
to  pay  to  the  Canal  Fund,  as  a  part  of  the 
revenues  of  the  State  Canals,  the  same  rates 
of  toll  for  property  transported  thereon  as  if 
the  act  of  1851  had  never  been  attempted  to 
be  enacted. 

The  complaint  further  alleges  that  the 
amount  of  tolls  now  due  from  the  Central  Com- 
pany to  the  State  exceeds  the  sum  of  five  mil- 
lion of  dollars,  and  of  course  asks  for  a  judg- 
ment to  that  amount. 

The  venue  is  laid  in  Orange  County,  and 
the  Company  have  the  usual  time  (20  days)  in 
which  to  make  answer. 


RAILKOAD  MISCELLANY. 

— The  Saratoga  Railroad  Convention  closed 
its  session  on  Tuesday  of  last  week,  and  was  j 
without  doubt  the  most  important  Railway  Con- 
gress ever  held  upon  this  continent,  its  action 
being  perfectly  harmonious,  to  the  smallest  de- 
tail, nor  were  the  debates  throughout  the  pro- 
tracted  session  interrupted    by  an  unpleasant 
word.     The  Convention  was  composed  of  Mr. 
Thompson,  of  the  Pennsylvania  Central,  who 
acted  as  President,  Mr.  Shanley,  General  Man- 
ager of  the  Grand  Trunk  Canada,  Mr.  Vibbard, 
of  the  New  York  Central,   Mr.  Marsh,  of  the 
Erie,  and   Mr.  Garret   of  the    Baltimore   and 
Ohio.     There  was  also  a   large  attendance   of 
Railway  men,  but   the  five  gentlemen  named 
were  alone  in  session,  and  laid  down  the  laws 
for  Railway  management  in  future.     A  perma- 
nent  association   has  been    formed,  of  which 
Mr.  Thompson  will   be  the  Executive   for  the 
next  three  months,  and  be  succeeded  in  turn  by 
his  four  associates.     Stated  meetings  are  to  be 
held,  and  hereafter  no  rates  made  by  the  asso- 
ciation can   be   changed   without   unanimous 
consent.     Hereafter  to  common  points  beyond 
each  other's  line,  fare  and  freight  are  to  be  uni- 
form, thus  leaving  to  each  road  its  natural  bus- 
iness, while  along  their  own  lines,  each    Com- 
pany will   manage  as  its   interests   demand. 
The  various  Transportation  and  Express  Com- 
panies  are  to  stand   with  the  roads   the  same 
as  the   public,  and  rates   will  not   in  future  be 
"cut"  under  the  cloak  of  an  Express  contract. 
Cattle  are  hereafter   to  be  carried   by  weight, 
and  not  per  car — a  very  just  change  to  all  par- 
ties— and  excursion-trains  over  long  routes  at. 
reduced  cost  abandoned.     No  drawbacks,  com- 
missions, or   abatement  of  any  kind   is   to  be 
made  by  either  Company,  and  at  an  early  day 
a  whole   army  of  expensive  agents  who  have 
fattened   upon   the  roads,  is   to  be  dispensed 
with. 

— The  earnings  of  the  Troy  and  Boston 
Railroad  Company  for  June,  I860,  as  compar- 
ed with  June,  1859,  are  as  follows: 

June,  I860 $-27,446  86 

June,  1850 21,956  44 


— The  Indianapolis  Journal  says  that  the 
grading  of  the  Evansville  and  Crawfordsville 
Railroad  extension  northward  from  Terre 
Haute  is  progressing  rapidly.  In  fact  it  is 
nearly  all  done. 

The  Council  Of  Evansville,  Ind.,  has  levied 
a  special  tax  to  pay  interest  on  its  subscription 
of  $100,000  to  the  Evansville  and  Crawfords- 
ville Railroad,  and  to  pay  one-third  the  princi- 
pal— $33,333  50— now  due.  The  principal,  in- 
terest, and  exchange  will  amount  to  about 
$37,000.  The  special  levy  of  40  cents  on  the 
$100  of  taxables  will  yield  a  revenue  of  some 
$8,000.  The  remaining  $19,000  will  be  provi- 
ded for  by  an  appropriation  from  a  sinking 
fund  and  by  a  small  loan.  In  a  few  years 
Evansville  will  have  its  railroad  debt  paid. 
The  investment,  while  it  has  yielded  the  city 
nothing  in  the  way  of  dividends,  has  been  of 
immense  benefit  to  it  in  the  way  of  an  increase 
in  the  value  of  property. 

— The  earnings  of  the  Illinois  Central  Road 
for  the  fourth  week  of  July 

Were 855,0(10 

1859 38,000 

Increase 17,000 

The  earnings  of  the  month  add  up 196,000 

1(59 138,907 

Increase 57,093 

The  Superintendent  of  the  road  writes  that 

he  could   find    employment   for    1,000    more 

freight  cars,  if  they  were  at  his  command. 

— From  a  pamphlet   recently  published   by 

the  Louisville  and  Nashville  Railroad,  we  learn 

that  the  indebtedness  of  the  main  line  of  this 

road  is  as  follows: 

Hirst  Mortgage  7  per  ceni  Bonds $2,000,000 

Tennessee  State  Aid,  9  per  centBonds...      555,500 
Last  Sub.   Louisville,  fi  per  cent  Bonds, 

the  Company  agree  to  pay 1,000,000 

Louisville  city  6  percent  Bonds  for  Leb- 
anon Brunch,  Company  agree  to  pay..      225,000 
Lebanon    Branch   income  7   per   cent. 

Bonds 175,000 

Floating  and  postponed  deht 400,000 

Mortgage  7  per  cent.  Bonds  for  Memphis 

Branch 300,000 


Increase 5,490  42 

The  increase  on  the  May  earnings  was  as  fol- 
lows: 

May  1S60 $25,845  20 

May, 1859 23,181  93 


Increase 3,660  22 

The  increase  for  the  last  quarter,  over  the  same 
time  last  year,  will  not  vary  much  from  the 
following: 

April  (about) $3,000 

Msy 3.660 

June 5,490 

Increase. ..  ....... ..12,1-0 

— The  earnings  of  the  Debuque  and  Pacific 
Railroad  for  the  month  of  June  were  $10,387 
84,  and  the  current  expenses  $4,503  34.  Net 
profit  for  the  month,  $5,884  31. 


Total 84,655,500 

— The  gross  earnings  of  the  Panama  Rail- 
road Company  in  June,  I860,  were: — 

From  passengers $50,943  00 

From  freight  merchandise 42.245  51 

From  freight  treasure 11.623  01 

From  mail  transportation 8,333  34 

Total $113,134  86 

Gross  receipts  for  six  months  ending 

aothJune  1860 $860,845 

Gross  receipts  for  six  months  ending 

30th  June,  1859 873,795 

— The  shipments  of  coal  over  the  Hunting- 
don and  Broad  Top  Mountain  Railroad  forths 
week  ending  July  25th,  1860  are  as  follows: 


Shipped  for  the  week. 
Previously  this  year. . 


Total 

Same  date  last  year 


Tons. 
..  3,729 
.99,435 


.103,164 
.  68,380 


Increase . 34,734 

—  The  Albany  Journal  of  last  evening 
says: 

"  There  was  an  adjourned  meeting  of  rail- 
road officers  at  Saratoga  Springs  on  Saturday. 
Among  those  present  we  noticed  Mr.  Garritt 
of  the  Baltimore  and  Ohio ;  Mr.  Thompson  of 
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the  Pennsylvania  Central;  Mr.  Brydges  of  the 
Canada  and  Great  Western;  Mr.  Chapin  of 
the  Massachusetts  Western;  Mr.  Rice  of  the 
Michigan  Central;  Mr.  Osborne  of  the  Illinois 
Central ;  Mr.  Marsh  of  the  New  York  and  Erie; 
Mr.  Vibbard  of  the  New  York  Central,  etc. 
The  Convention  resumed  the  question  of 
freights,  and  occupied  the  day  in  revising  their 
tariffs,  reaching  finally  a  result  satisfactory  to 
all.  Freight  upon  all  these  trunk  lines  will  be 
immediately  raised  and  maintained.  The 
rates  fixed  are  remunerative.  Working,  as  it 
is  reasonable  to  expect,  up  to  these  rates  du- 
ring the  year,  railroad  property  will  prove  a 
less  ruinous  investment  than  it  has  been  for 
three  or  four  years  past.  Western  roads,  if 
honestly  managed,  may  now  hope  to  resume 
the  payment  of  dividends." 

We  understand  that  every  point  before  this 
Convention  has  been  harmoniously  settled,  ex- 
cepting the  question  of  Boston  through  freights, 
about  which  there  is  still  some  difference  of 
opinion  between  the  Pennsylvania  Central  and 
the  New  York  Roads. 

— From  the  advance  copy  of  the  statement 
of  the  Central  Railroad  of  New  Jersey  for  the 
six  months  ending  July  31st,  1860  we  extract 
the  following: 

I860.  1859.  Increase. 

Receipts  for  six 

months  ..... 8568,837  03  9148,174  80  812".662  14 
Expenses  for 

six  months..    235,356  06       17e,236  66         47,119  40 


Net   earnings 
for  6  months    343,480  96       269,938  23        73,542  74 

1860.        1859.        Inc. 
Luckawanna  coal  tonnage 

for  six  months  (tons). .  .274.259    200.284     73.974 
Lehigh,  (tons) 132,234      70.642     01,592 


Total(tons) 496,492    270,926    135  566 

CONDENSED  BALANCE  SHEET,  JULY  1,  1860. 

Or. 
Bailroad  sixtvfonr  miles,  (forty-eight 

being  doable  track $4,482,311  55 

Land  of  wharves  at  Elizabethpor;....      288,548  32 

Station-houses, shops,  &c 134.018  78 

Engines  and  cars 462.500  00 

Ferry  interest  and  boats 246,65'  00 

Property  accounts 132,332  30 

Cash  balances,  &C $268,849  07 

Less  accounts  payable.     44,532  61 — 224,317  06 


Total- 


.$5,270,673  01 


Dr. 

Capital  stock 33,630,000  00 

Less 80  4P  cent,  on  375 

scrip  shares 30,000  00— $3,600,00o  00 

Bonds,  First  Mortgage 1,500,000  00 

Bonds,  Second  Mortgage 6U0,000  00 

Interest  fund — interest  accrued    not 

yetpavable 50,750  00 

Dividend  No.  12,  payable  July  12th. .       180,000  00 

Act  earnings $343,480  97 

Less  ini  act.-S12l.552  56 

Dess  div  fund  180,1100  00-303,552  86         39,928  01 

Total S5 .970,678  01 

The  net  earnings  for  six  months  are  thus 
shown  to  be  $343,480  97.  After  deducting 
the  balance  of  the  interest  account  including 
the  interest  accrued  on  the  bonded  debt,  but 
not  yet  payable,  there  remains  as  a  dividend 
fund  $219,  528  01,  equal  to  6  per  cent,  on  the 
increased  stock.  Out  of  those  earnings  the 
Board  declared  and  have  since  paid  a  dividend 
of  5  per  cent,  for  the  six  months  ending  June 
30th.  The  dividends  will  hereafter  be  made 
quarterly,  on  or  about  the  15th  day  of  Octo- 
ber, January,  April,  and  July. 

Since  the  annual  report  of  January  1st,  the 
bonded  debt  has  been  reduced  to  $900,000  by 
the  direct  conversion  into  stock  of  that  amount 
of  second  mortgage  bonds,  under  the  privilege 


which  expired  June  30th.  All  other  debts, 
$245,000;  outside  of  the  first  and  second 
mortgage  bonds  and  the  ordinary  accounts 
current,  were  extinguished  by  an  arrangement 
with  the  holders  of  second  mortgage  bondsj 
which  otherwise  would  have  been  presented  for 
conversion,  by  which  such  bonds  were  ex- 
changed for  these  debts,  and  the  latter  were 
presented  for  stock  and  extinguished  in  place 
of  the  former,  the  interest  being  so  adjusted  as 
to  make  the  result  to  the  Company  in  every 
respect  precisely  the  same.  In  this  way  a 
large  bonded  debt  was  left  in  existence,  but 
all  other  liabilities  were  extinguished,  and  any 
necessity  for  a  further  issue  of  stock  obviated. 
By  these  operations,  and  by  the  receipt  of  $28,- 
000  on  the  scrip  stock,  the  capital  stock  has 
been  increased  $1,188,000.  The  debt  has  been 
reduced  $1,145,000,  and  will  be  further  dimin- 
ished $100,000  on  the  1st  of  August,  by  pay- 
ing off  that  amount  of  first  mortgage  bonds, 
leaving  the  debt  $2,000,000. 

— The  earning  of  the  Hudson  River  Road 
continue  to  show  a  large  increase  on  last  year. 
The  figures  for  July 

Are $140,865  92 

1859 125,3114  57 


Increase 15,561  35 

— The  earnings  of  the  Great  Western  Rail- 
way for  the  week  ending  27th  July,  I860,  were 
as  follows : 

Passengers $16,973  35 

Freight  and  live  stock 10,4'W  20 

Mails  and  sundries 1,301  67 

Total 28.688  82 

Corresponding  week  of  last  year 26,636  68 

Increase 2.046  54 

— The    earnings    of    the    Burlington    and 

Quincy  Railroad  show  a  large  gain  for  the  later 

end  of  July. 

— The  receipts  of  the  Morris  Canal  were: 

Total  to  July  21st,  I860.. ..$152. 352  55 
Weekending  July  28  I860..     11,46106 

$163,813  61 

Total  to  July  23d,  1859 135.723  76 

Week  ending  July  30,  1859.      8,583  54 

144,307  30 


Increase  in  1860 $19,506  31 

— From  the  Girard  (Erie  County)  Republi- 
can we  learn  that  the  freight  and  travel  over 
the  Pittsburg  and  Erie  Railrod  route  is  steadi- 
ly increasing,  and  sufficient  to  authorize  the 
utmost  effort  to  prosecute  the  route  through  to 
Pittsburg.  The  American  Express  Company 
have  transferred  the  Meadville  route,  via  the 
Edenboro',  to  this  road,  and  are  sending  goods 
via  the  new  route  to  Conneautville,  and  thence 
by  wagon  to  Meadville. 

— It  is  said  that  the  Detroit  and  Milwaukee 
Railway  Company  will  be  able  to  obtain  fuel 
for  their  locomotives  and  steamships  from  coal 
beds  on  the  line  of  the  road,  in  Michigan,  at  a 
great  reduction  from  the  present  cost  of  that 
article  to  them.  The  steamship  Milwaukee 
has  made  a  trial  of  the  qualities  of  this  coal 
with  great  success.  The  coal  can  be  laid  down 
at  the  steamships  for  $2.50  per  ton.  Erie  or 
Cleveland  costs  $4. 


— The  Milwaukee  Sentinel  says  the  rolling 
stock  of  the  La  Crosse  road  has  been  increas- 
ed fifty  per  cent,  over  last  year,  and  all  the 
facilities  of  their  extensive  shops  in  Milwaukee 
are  now  in  active  operation,  turning  out  new 
freight  cars  at  the  rate  of  four  per  week,  aDd 
putting  old  ones  in  good  order.  They  have 
recently  purchased  three  locomotives  and  fifty 
freight  cars,  and  have  already  built  twenty-five 
cars  at  their  own  shops. 

— The  Ottumwa  Courier  says  that  the  gra 
ding  on  the  Keokuk,  Fort  Des  Moines  and 
Minnesota  Railroad  is  nearly  completed  below 
that  place,  and  that  under  a  favorable  state  of 
affairs  the  cars  will  be  running  into  town  by 
lhe  15th  of  September. 


LEAVENWORTH,  DELAWARE  AND 
LAWRENCE  RAILWAY- 

This  road,  designed  to  connect  the  two  prin- 
cipal points  in  Kansas,  is  in  a  fair  way  of  be- 
ing speedily  commenced. 

By  the  recent  treaty  with  the  Indians,  the 
Delaware  Reservation,  lying  between  Leaven- 
worth and  Lawrence,  has  been  ceeded  to  the 
United  States,  and  two  hundred  thousand 
acres  of  the  best  lands  in  the  Territory,  have 
been  granted  to  the  Railway  Company,  which 
with  reasonable  local  subscription,  will  be  suf- 
ficient to  construct  the  entire  line  of  30  to  35 
miles. 

The  completion  of  this  road  will  be  a  great 
thing  for  the  two  places  it  is  designed  to  con- 
nect, as  it  will  open  up  to  the  one  the  trade  of 
the  best  peopled  portion  of  the  Territory,  and 
furnish  the  other  with  a  direct  communication 
by  rail  with  all  the  eastern  markets. 

Negotiations  for  commencing  the  work  are 
already  in  progress,  with  a  view  of  putting  the 
line  immediately  under  contract 


DeBow's  Review  for  August,  1860. — A 
new  volume  of  this  veteran  Southern  Monthly 
having  just  commenced,  it  is  a  fair  time  for 
new  subscribers  to  record  their  names.  The 
editor  embraces  within  the  scope  of  the  publi- 
cation a  mnch  wider  range  of  topics  than  at 
any  previous  period,  and  has  secured  many 
new  and  very  able  contributors.  The  work 
assumes  the  character  of  the  Quarterlies 
in  size  and  substance.  Terms,  $5  per  annum. 
Offices,  New  Orleans  and  Washington  City. 

Abticles. — Unity  of  the  Human  Race,  etc.; 
Cotton  and  Negroes;  Frederick  the  Great  and 
Carlyle;  The  Ruler  and  the  Ruled;  Declara- 
tion of  Independence  and  Republican  Party; 
Southern  Wealth  aud  Northern  Profits;  The 
Prairies;  Public  Amusements;  Seige  of  Is- 
mael;  Southern  Patronage  to  Southern  Im- 
ports, The  Soul;  Mining  and  Internal  Im" 
provements;  Commerce;  Agriculture;  Bio- 
graphy; Miscellaneous  Statistics;  Editorial; 
Etc.,  Etc. 
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J3@"Ure  give  on  the  first  page  of  this  issue 
as  complet  a  list  of  the  locations  of  the  Ticket 
aud  Freight  offices  in  this  city,  as  we  have 
been  able  to  compile.  Should  any  errors  or 
omissions  have  occnred,  we  hope  our  friends 
will  make  the  necessary  corrections. 


"Will  our  Railroad  friends  forward  us 
Reports  as  soon  as  issued,  together  with  any 
other  documents  of  interst  they  may  wish,  to 
see  in  print?  By  so  doing  they  will  confer  an 
obligation  upon,  and  perhaps  do  themselves 
some  good. 


BUEIINGTOH  AND  aUINCY  R.  R. 

We  have  the  annual  report  of  the  Burling- 
ton and  Quincy  Road  from  which  we  learn 
that  the  income  for  the  fiscal  year,  ending  on 
the  30th  day  of  April,  1860,  embracing  the 
earnings  of  the  138  miles  of  road  owned  by 
the  Company,  and  their  portion,  being  73  per 
cent  of  the  earnings  on  the  30  miles  of  the 
road  leased  of  the  Galena  and  Chicago  Union 
Railroad  Company,  has  been  as  follows: 

For  transportation  of  Freight $828,482  21 

"  "  "    Passeneers 333,42199 

«  "  "    Mail  and  Miscel'ous...         53,408  51 

Total  earnings 81,215,312  72 

Balance  to  the  credit  of  interest  and  exchange 
account 18,395  11 

Aggregate  income 51,933,707  83 

The  expenditures  chargeable  to  income  account  have 

been  for: 

Operating  expenses $678,159  43 

Interest  on  bonds 327,739  57 

Taxes 31,176  92 

Transfer  office  expenses  (in  part 
for  past  years) 5,158  00 

Rentof  the  Illinois  Central  Depot.     40,000  01 

Excess  of  rent  and  operating  ex- 
penses over  earnings  on  the 
Peoria  and  Oquawka  Kailroad.     26,072  03 

Total SI.008,305  66 

Balance  of  income  for  the  year $225,401  87 

Add  balance  of  May  1,  1859 613,561  77 

Add  to  over-credit  to  dividend  of  July,  1857.  750  00 

Total  to  May  1,  1859 $839,713  63 

Deducting  from  the  above  the  amount  charged 
to  improvement  account,  as  stated  in  the  last 

annual  report $68,325  26 

And  for  the  same  account  the  past 
year 38,164  82      1C6.490  08 

Leaving  a  balance  of $733,223  56 

If  from  this  balance  the  payments  into  the 
SinkingFundfor$236,000ofbondsbetaken      208,279  65 

There  will  remain  a  net  surplus  of $524,943  91 

The  bills  and  accounts  receivable,  as  shown 
by  the  Treasurer's  report,  amount  to $101,998  52 

Balance  of  accounts  due  from  agents  and  con- 
necting roads 7 43,052  72 

Due  from  the  Post-Office  Department  for  mail 
service 7,033  33 

Deposits  in  New  York  and  Boston,  and  in  the 

Treasury 15,463  54 

Total  of  cash  assets $167,543  11 

Value  of  materials  on  hand  for  the  future  use 

of  the  operating  department $99,110  72 

Present  cost  and  value  of  steamboats 

for    ferries    at   Burlington    and 

Quincy 16,079  32      115,790  04 

Total  assets $283,338  15 

LIABILITIES. 

Bills  outstanding  on  1st  of  May, 

I860 $131,850  79 

Unclaimed  dividends,  accounts, 
and  pay  rolls 21,087  71 

Balances  due  agents  and  connect- 
ing roads 36.131  92 

Total  liabilities J  179,059  92 

Excess  over  liabilities $104,278  29 

The  preceding  statements  show  that  the  Company  wa3, 
on  the  1st  day  of  May,  I80U,  practically  clear  from  what  is 
usually  considered  a  floating  debt. 


The  Treasurer's  report  shows  the  several 
amounts  charged  as  cost  of  the  road,  equip- 
ment, and  appendages  to  have  been  as  follows : 

For  Construction $5,790,129  02 

Ko.uipment 1,400,998  47 

Depot  Grounds  at  Chicago  201,739  05 

Depot  Gruunds  at  East  Burlington 37,399  47 

Union  Track  at  Chicago 38,659  91 


Total $7,408,925  92 

The  advances  to  the  Peoria  and 
Oquawka  Railroad  Company, 
including  bonds  purchased  un- 
der agreement  with  that  Com 
pany,  have  been. S5 15,359  41 

Bonds  of  the  Northern  Cross  (now 
Quincy  and  Chicago)  Railroad 
Company,  purchased  under 
agreement  with  that  Company, 
being  the  same  as  reported  last 
year 189,000  00 

Quincy  and  Chicago  Railroad 
Bonds  received  in  settlement  of 
accounts 7,000  00      711,359  41 

Aggregate  of  construction  accounts,  including 
advances  to  connecting  roads $8,180,285  33 

The  items  in  the  accounts  of  cost  of  the  road, 
equipment  and  appendages  have  been  slightly 
changed,  but  the  aggregate  cost  remains  the 
same  as  reported  last  year. 

It  will  be  observed  that  the  advances  to  the 
Peoria  and  Oquawka  Hailroad  Company  have 
been  increased  during  the  past  year  $31,200  92. 
This  amount  is  mainly  for  interest  accruing  on 
their  account  in  that  time. 

The  capital  stock  of  the  Company  on  the  30th 
day  of  April,  1860,  exclusive  of  that  owned  by 
the  Company,  $4,629,340. 

The  funded  debt,  at  same  date,  exclusive  of 
bonds  canceled  by  the  Sinking  Funds,  was 
as  follows : 

Chicago  and  Aurora  First  Mortgage 
Bonds  7  per  cent,  payable  July 
1,1867 $399,000 

Chicago  and  Aurora  Second  Mort- 
gage Bonds  7  per  cent,  payable 
Oct.  ],  1869 131.0C0 

Central  Military  Tract  First  Mort- 
gage Bonds  7  per  cent,  payable 
July  1,  1864 392,000 

Central  Military  Tract  Second 
Mortgage  Bonds  8  per  cent,  pay- 
able May  I,  1868 2-15,000 

Central  Military  Tract  Bonds  April 
1 ,  1854,  8  per  cent,  payable  April 
1,1868 7,000 

Central  Military  Tract  Bonds  March 
1 ,  J856. 8  per  cent,  payable  March 
1.  1878 51,000 

Chicago,  Burlington  and  Quincy 
Consolidated  Bonds,  8  per  cent, 
payable  Jan.  1,  1883 1,697,000      $2,922,000 


Aggregate  Stock  3nd  Bonds $7,551,840 

The  amount  of  capital  stock  remains  the 
same  as  at  the  date  of  our  last  annual  report. 
The  funded  debt  has  been  reduced  by  the  pur- 
chase and  canceling  of  sixty-eight  bonds  for 
sinking  fund  amounting  to  $68,000.  The 
whole  amount  of  bonds  purchased  and  can- 
celed for  sinking  fund  to  the  present  time  has 
been  $226,000. 

The  preceding  statements  show  the  excess 
of  investments,  for  construction  and  advances 
to  connecting  roads,  over  amount  of  capital 
stock  and  funded  debt  of  $628,045  33. 

The  charges  made  to  improvement  account 
in  the  past  year   have   been  for   twenty-three 
coal  cars  added  to  the  rolling  stock,  $10,300 
steam   excavator   and  dumper  cars,  $7,900 
ballasting  road-bed  with  gravel,  $10,817  43 
additional  payments  on  account  of  union  tracts 
and  lands,  $5,111;  new  levee   and  protection 
for  East  Burlington  depot  grounds,  $4,036  39 
—making  in  all,  $38,164  82. 

The  road  equipment  and  appendages  have 
been  maintained  the  past  year,  and  are  now 
in  as  good  or  better  condition  than  at  any 
former  period.  A  larger  than  usual  outlay 
has  been  incurred  upon  engines,  in  improving 
some,  and  fitting  others  for  efficient  coal-bur- 
ners. The  repairs  and  improvements  of  track 
and  bridgcB  have  also  been  large.     About  fif- 


teen miles  of  track  have  been  relaid  with  iron 
re-rolled  part  new,  at  a  cost  of  about  $40,000, 
and  new  ties  equal  to  about  eleven  miles  have 
been  purchased  and  laid  down. 

The  C?Ucago,  Burlington  and  Quincy  Railroad  in  67fin- 
erai  Account,  April  3U,  I860. 

CAPITAL   STOCK.  DEBIT. 

46.315  Shares,  at  SlOOper  share.  $4,631,500  00 

Fractional  Stock  Scrip 40  0U 

$4,631,540 

BONDED    DEBT. 

Chicago  and  Aurora  1st  Mort- 
gage inconvertible  7  per  cent 
Bonds,  payable  July  1,  1867..    $399,000  00 

Chicago  and  Aurora  2d  Mort- 
gage inconvertible  7  per  cent 
Sinking  Fund  Bonds,  payable 
Oct.  1,  1869 303,000  0(1 

Central  Military  Tract  1st  Mort- 
gage inconvertible  7  per  cent 
Bonds,  payable  July  1.  1864.      392i000  00 

Central  Military  Tract  2d  Mort- 
gage convertible  6  per  cent 
Bonds,  payable  May  1,  1868..       245,000  00 

Central  Military  Tract  of  April 
1  1854,  convertible  P  per  cent 
Bonds,  payable  April  1,  1868.  7,000  90 

Central  Military  Tract  of  March 
1,  1856,  convertible  8  per  cent 
Bonds,  payable  March  1,  1876        51,000  09 

Chicago,  Burlington  and  Quincy 
Mortgage  inconvertible  8  per 
cent  Sinking  Fund  Bonds, 
payable  Jan.  1,  1883 1,509,000  00 

Chicago,  Burlington  and  Quincy 
Mortgage  convertible  8  per 
cent    Sinking    Fund    Bonds, 

PayableJan.  1,  1883 252JV0  00 

$3,158,CC0  00 

UNFUNDED   DEBT. 

Unclaimed  Dividends,  Accounts 

and  Pay  Rolls 21,067  21 

Due    Agents    and    Connecting 

Roads 26,131  02 

Bills  Payable 131,860  79 

— 179,059  02 

Due  Income  Account 733,223  56 

Total $8,601,823  48 

CREDIT. 

Construction  Accounts $6,067,927  45 

Equipment  Accounts 1,400,998  47 

$7,468,925  93 

Peoria  and  Oquawka  Railroad 
Company  Second  Mortgage 
Bonds $50,000  00 

Peoria  and  Oquawka  Railroad 
Company  Construction  Acc't. 
adjusted 415,359  41 

Peoria  and  Oquawka  Railroad 
Company  Construction  Acc't. 

special 50,000  00 

1  515,359  41 

Northern  Cross  Railroad  Com- 
pany Second  Mortgage  Bonds.      189,000  00 

Quincy  and  Chicago  Railroad 
Company     Third      Mortgage 

Bonds 7,000  00 

196,000  00 

Materials  for  future  use  in  oper- 
ating in  Car  Shop  at  Aurora..        31,153  77 

Materials  for  future  use  in  oper- 
ating in  Locomotive  Shop  at 
Aurora 30,331  27 

Materials  for  future  use  in  oper- 
atGalesburg 9,893  84 

Materials  for  future  use  in  oper- 
ating fuel  on  the  line .....         27,731  84 

99,110  73 

Capital  Stock  of  the  Company, 
22  shares 3,300  00 

Trustees  of  the  Sinking  Fund. 
172  Chicago  and  Aurora  Se- 
cond Mortgage  Bonds  can- 
celed        172,000  0U 

Trustees  of  the  Sinking  Fund, 
58  Chicago,  Burlington  and 
Quincy  Inconvertible  Bonds 
canceled 58,000  00 

Trustees  of  the  Sinking  Fund, 
6  Chicago,  Burlington  and 
Quincy     Convertible     Bonds 

canceled 6,000  00 

288,000 

Steam  Ferry  Boat  Fanny 8,634  79 

Steam  Ferry  Boat  Lady  Pik6 . . .  8,044  52 

, ,        16,673  35 

Accounts  and  Bills  receivable. .      101,998  52 

Due  from  Agents  and  Connect- 
ing Roads 43,053  72 

Due  from  Post  Office  Depart- 
ment   7,033  33 

Deposits  in  New  York,  Boston 

and  in  the  Treasury 15,462  54      167,54811 

$8,701,823  48 
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The  Chicago,  Burlington  and   Qumry  Railroad  Com- 
pany ill  account  with,  Income  Account. 

DEBIT, 

May  I,  1859— For  balance  of  old 

account 8543.230  51 

or  over  credit  to  dividend  ac- 
count   "50  00 

8545,980  51 

April  30,  ieCn_For  balance  In- 
terest and  Exchange  account.  16,395  11 

For  earnings  from  the  transpor- 
tation of  freight  for  12  mon  ths.      828,482  21 

For  earnings  from  the  transpor 
tation  of  passengers  for  12 
months 333,421  99 

For  earnings  from  1  tie  transpor- 
tation of  mails  and  miscellane- 
ous for  12  months 53,408  52 

81,215,312  72 

$1,779,694  34 
CREDIT. 

April30. 1 850—  By  operating  ex- 
penses for  12  months $078,158  43 

B»  rent  III.  Central  depot  for  12 

months 40,()liO  (ll 

Bv  transfer  office  expenses 5,15^  00 

By  taxes  of  1^5!) 31,176  92 

Bv  expenditures  for  improve- 
ments         38,154  82 

By    interest  on    bonds  for    ]2 

months 227,739  57 

By  excess  of  rent  and  operating 
expenses  on  the  Peoria  and 
Oquawka  Railroad  over  earn- 
ings         26,072  04 

81,046,470  83 

May  1.  1860 — For  the  balance  to  credit  of  In- 
terest Account 8733.223  5G 


ON  COAL-BURNING  AND  FEED-WA- 
TEE  HEATING  IN  LOCOMOTIVE 
ENGINES. 

BY  MR.    B.    K.    CLARK,    ASSOC.    INST.    C.    E 

The  object  of  the  paper  was  stated  to  be,  to 
discuss  and  compare  the  existing  practice  of 
coal-burning  on  railways.  In  burning  coal,  it 
■was  necessary  to  introduce  air  in  such  quanti- 
ty as  to  maintain  a  sufficiently  high  tempera- 
ture in  the  furnace,  and  so  to  distribute  it 
among  the  solid  and  the  gaseous  portions  of 
the  fuel,  as  to  effect  the  thorough  mixture  of 
air  and  the  gasses.  After  noticing  the  insuffi- 
ciency of  the  ordinary  locomotive  boiler  in  its 
ncrmal  condition  for  the  proper  combustion  of 
coal,  the  author  described  the  methods  intro- 
duced within  the  last  two  years  for  admitting 
air  above  the  fuel,  amongst  the  combustible 
gases.  They  were  classed  as,  first,  acting  by 
currents  of  air,  introduced  through  tubular  or 
other  openings  in  the  sides  of  the  fire  box,  uni- 
formly distributed  over  the  surface  of  the  fuel; 
secondly,  by  deflection  of  a  body  of  air,  intro- 
duced through  the  doorway,  or  elsewhere,  upon 
and  over  the  surface  of  the  fuel;  and  thirdly 
by  constructing  large  and  spacious  fire-boxes, 
with  large  grates  and  long  runs.  The  third 
class,  which  was  first  in  chronological  order, 
was  represented  by  the  systems  of  Mr.  M'Con- 
nell,  Mr.  Beattie,  and  Mr.  Cudworth.  Of  these, 
the  first  and  second  were  made  with  combus- 
tion chambers  projected  into  the  barrel  of  the 
boiler,  and  the  second  had,  in  addition,  trans- 
verse midfeathers,  and  brick  arches  and  tiles, 
for  the  better  mixture  of  the  elements,  and 
the  maintenance  of  the  temperature;  whilst 
the  third  consisted  of  an  elongated  fire-box, 
with  an  inclined  fire-grate  sloping  towards  the 
tube-plate.  In  the  application  of  the  first  and 
second  classes  of  some-burners,  the  problem 
resolved  itself  into  the  following  conditions: 
The  immediate  and  thorough  intermixture  of 
a  plentiful  but  regulated  supply  of  air,  with 
the  ascending  smoke  or  combustible  gases  at 
or  near  to  the  surface  of  the  fuel.  Practical- 
ly, it  was  found  necessary  for  this  object  to 
operate  from  both  the  front  and  the  back  of 
the  fire-box,  with   air-entrances,  arches,  and 


deflectors  at  the  doorway,  in  various  combina- 
tions. But  such  contrivances  as  dealt  with  air 
in  bulk,  though  generally  effective  in  prevent 
ing  smoke,  were  stated  to  be  usually  attended 
by  the  escape  of  a  considerable  quantity  of 
unconsumed  air,  through  the  flue-tubes,  and  a 
difficulty  in  keeping  up  steam  at  high  speeds. 
The  various  forms  of  doorway  deflectors  were 
also  stated  to  be  objectionable,  in  facilitating, 
by  their  mode  of  action,  the  suction  of  parti- 
cles of  coal  through  the  tubes,  and  the  burning 
of  the  smoke-box,  unless  counteracted  by  an 
internal  arch.  The  author  had  found  by  expe- 
rience, that  to  burn  smoke  when  the  engine 
was  working,  was  sufficient  that  the  air  should 
be  admitted  at  or  near  the  surface  of  the  fuel, 
by  air-tubes  distributed  over  the  width  of  the 
fire-box,  the  front  and  the  back,  without  the 
aid  of  internal  arches  or  deflectors.  The  draft 
of  air  through  the  front  tubes  was  very  strong 
when  the  engines  ran  ahead,  carrying  the  cur- 
rents into  the  middle  of  the  fire-box,  where 
they  met  the  counter-currents  from  the  back, 
effecting  the  mixture  of  air  and  smoke,  and 
preventing  the  suction  of  small  coal  through 
the  tubes.  But.  in  all  systems  applied  to  ordi- 
nary fire-boxes  operating  by  means  of  the 
draft  available  in  a  locomotive  engine,  aided, 
when  the  blast  was  off,  by  the  steam-jet  in  the 
chimney,  range  of  power  was  wanting  to  over- 
take the  extremes  of  intense  ignition  and  ra- 
pid generation  of  smoke-making  gases,  imme- 
diately after  the  steam  was  shut  off,  or  when 
fresh  fuel  was  added;  and  to  suit  itself  to  t'e 
fire,  when  the  glow  and  excitement  subsided, 
as  well  as  to  all  the  varying  conditions  of  a 
locomotive  furnace.  The  means  of  extending 
the  range,  volume,  and  power  of  the  air-cur- 
rents, and  of  adjusting  them  to  the  wants  of 
the  furnace,  were  supplied  by  the  instrumen- 
tality of  jets  of  steam,  employed  by  the  author 
as  means  of  inducting  and  accelerating  cur- 
rents of  air.  The  steam  nozzles,  with  the  air- 
tubes  towards  which  they  were  pointed,  were 
like  so  many  minature  blast  pipes  and  chim- 
neys turned  into  the  fire-box;  and  they  posses- 
sed, relatively,  the  same  power  of  urging  and 
creating  draft.  By  this  method  of  steam  in- 
duction, the  air  currents  were  delivered  with 
such  precision  and  velocity,  as  to  sweep  the 
whole  surface  of  the  fuel,  and  forcibly  to  dis- 
tribute the  air  among  the  gases. 

In  practice,  it  was  only  occasionally  neces- 
sary to  put  the  steam  jets  in  action  when  the 
engine  was  at  work  if  the  air-openings  were 
sufficiently  numerous,  as  the  action  of  the  blast 
alone  drew  a  large  supply  of  air  through  them  in- 
to the  fire-box.  The  time  when  the  full  induct- 
ing power  of  the  jets  of  steam  was  in  demand, 
was  immediately  on  the  steam  being  shut  off 
from  the  engine,  on  drawing  up  to  a  station, 
or  otherwise.  Then,  the  heat  in  the  fire-box 
was  fierce,  and  there  was  an  extensive  distil  la. 
tion  of  combustible  gases,  which  were  dis- 
charged as  smoke  from  the  chimney,  unless 
met  and  consumed  by  the  inducted  curreuts 
above  the  fuel.  The  intenseness  of  the  heat 
subsided  rapidly,  and  the  jets  could  be  mode- 
rated as  desired,  and  continued  in  action  until 
eugine  was  again  in  motion.  The  indraft  of 
air  into  the  fire-box  could  be  regulated  by  the 
use  of  slides  or  dampers  over  the  air-openings. 
But,  by  so  limiting  the  number  of  air-openings, 
and  consequently  the  supply  of  air,  as  to  pre- 
vent any  material  excess  of  supply  when  the 
fire  was  in  ordinary  condition,  the  dampers 
might  be  dispensed  with  in  practice,  without 
prejudice  to  the  economy  of  fuel. 

In  making  a  general  comparison  between 
the  various  methods  of  coal  burning  without 
smoke,  there  was  the  difficulty  of  the  diversity 
of  circumstances  as  to  time,  fuel,  engine,  and 


duty  to  contend  with.  The  performances  of 
several  engines  burning  coal,  on  different  sys- 
tems,  and  the  same  or  similar  engines  using 
coke,  had,  however,  been  tabulated.  It  thus 
appeared  that,  of  the  three  systems  of  extend- 
ed fire-boxes,  by  Mr.  M'Connell,  Mr.  Beattie, 
and  Mr.  Cudworth,  with  nearly  equal  gross 
weights  of  engine,  tender,  and  train — 100  to 
11C  tons — and  at  about  the  same  speed,  the 
consumption  of  coal  was  as  follows: 

Mr.  M'Connell's,  35£  pounds  Hawkesbury  coal  permile* 
or  31  pounds  per  ton  gross. 

Mr.  Beattie's  (with  cold  water)  24  pounds  Griff  &  Stavely 
coal  per  mile,  or  225  pounds  per  tons  gross. 

Mr  Cudworth'S,  26  pounds  coking  coal  per  mile,  or  225 
pounds  per  ton  gross. 

Of  the  systems  of  coal-burning  grafted  on 
the  common  fire-box,  with  passenger  trains, 
comparative  results  were  given  of  Mr.  Dou- 
glas' with  a  doorway  deflector  on  the  Birken- 
head Railway;  Mr.  Yarrow's  with  a  brick  arch 
and  air-bars  on  the  Scottish  North-Eastern 
Railway;  Mr.  Connor's  with  a  brick  arch  and 
door  deflector  on  the  Caledonian  Railway ;  Mr. 
Frodsham's  with  a  doorway  deflector  and  steam 
roses  in  the  in  the  fire-box.  used  by  Mr.  Sin- 
clair on  the  Eastern  Counties  Railway;  and 
the  author's  with  air  tubes  and  steam  inducted 
currents,  used  by  Mr.  Cowan  on  the  Great. 
Xorth  of  Scotland  Railway.  It  appeared  that 
with  eight  to  ten  carriages,  the  following  were 
the  performances: 

Gross  Gross  Coal  Per  ton 

Weight  per  mila.  gross. 

Tons.  lbs.  lbs. 

Mr.  Douglas 90  28.4        or        -32        Welsh. 

Mr.  Yarrow >6  25.7        or       *32       Fifeshire. 

Mr.  Connor 88  22.2        or        -26        Lanarkshire. 

Mr.i'nrdsbam 93  23.3        or        .25        Stavely. 

Mr.  Clark 110  21.0        or        -19        Fifeshire. 

Showing  that  with  the  author's  system,  less 
coal  was  used  with  a  heavier  train  than  with 
any  of  the  others.  Similarly  favorable  com- 
parisons were  made  in  the  working  of  goods 
engines. 

The  Great  Korth  of  Scotland  Railway,  on 
which  the  author's  system  was  in  full  opera- 
tion, was  stated  to  contain  long  gradients,  sev- 
eral of  which  varied  from  1  to  100  to  1  150, 
with  frequent  curves;  and  the  goods  engines 
could  take  up  these  inclines  35  fully  loaded 
wagons,  460  tons  gross  train  weight,  at  10 
miles  per  hour. 

In  conclusion,  it  was  stated  that  the  author's 
system  of  smokeless  coal-burning  was  distin- 
guished from  others  by  its  simplicity,  durabili- 
ty, efficiency  and  simple  management.  There 
was  no  construction  of  any  kind  within  the 
fire-box,  and,  consequently,  no  wear  and  tear 
by  exposure  to  intense  heat.  At  the  same 
time  that  it  commanded  the  entire  range  of 
the  fire-box,  it  did  not  interfere  with  or  impose 
labor  in  the  management  of  the  fire.  The 
manipulation  was  simple;  the  air-tubes  being 
placed  at  a  sufficiently  high  level  to  command 
the  surface  of  the  fire  at  all  times.  The  whole 
business  of  smoke-prevention  was  comprised 
in  the  occasional  operation  of  the  induction- 
jets,  by  means  of  a  tap  under  the  hand  of  the 
engine-driver,  and  the  occasional  aid  of  the 
chimney  blower,  to  carry  off  the  products  of 
combustion.  By  the  proper  use  of  this  system, 
the  fire  might  be  "dampened,"  or  kept  dull 
when  desired,  where  an  engine  had  to  wait  at 
a  station,  without  raising  the  pressure  of  the 
steam;  as  the  forcible  indraft  above  the  fire 
might  be  made  to  prevent  a  draft  through  the 
fire,  and  consequently  to  check  or  to  suspend 
the  combustion  of  the  fuel;  conducting  both  to 
safety  and  economy,  and  favorably  contrasting 
with  other  systems,  in  all  of  which  a  powerful 
blower  in  the  chimney  was  needed,  when  stand- 
ing, incurring  dangerous  pressures  aud  waste 
of  steam. 
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In  feed-water  heaters,  it  was  stated  that  lit" 
tie  had  as  yet  been  done,  except  by  Mr.  Beat- 
tie,  whose  apparatus,  though  efficient  as  a 
heater,  was  found,  it  was  believed,  to  be  too 
complicated  for  general  use,  and  difficult  to 
keep  in  order.  The  author  had  recently  in- 
troduced a  simple  and  compact  heater,  in 
■which  the  steam  from  the  blast-pipe  was  pro- 
jected into  a  short  tube,  in  conjunction  with 
feed-water,  which  was  delivered  in  a  thin  an- 
nular sheet  around  the  steam-nozzle.  In  this 
short  tube  or  chamber,  the  water  was  broken 
into  spray  by  the  steam;  the  steam  was  instantly 
condensed,  at.d  the  water  was  raised  to  high  tem- 
perature, at  or  near  the  boiling  point.  It  had 
given  satisfactory  results  in  a  20  H.  p.  station- 
ary engine,  and  would  shortly  be  applied  to  a 
locomotive  engine.  It  was  said  to  be  well 
adapted  for  agricultural  and  other  engines  on 
wheels,  where  lightness  and  compactness  were 
considerations  of  importance. 

In  the  course  of  the  discussion  upon  Mr.  D. 
K.  Clark's  paper,  uO?i  coal-burning  and  feed- 
water  heating  in  locomotive  engines"  it  was  re- 
marked, that  the  plan  of  coal-burning  advoca- 
ted by  the  author  seemed  to  be  similar  to  that 
adopted  by  Mr.  Jenkins,  and  which  had  been 
some  time  in  use  on  the  Lancashire  and  York- 
shire Railway,  except  that  in  the  former  jets 
of  steam  were  employed  to  accelerate  the  cur- 
rents of  air.  Mr.  Jenkins'  system  consisted 
simply  in  making  a  certain  number  of  the 
stays  hollow  instead  of  solid,  through  which 
the  air  was  allowed  to  pass,  and,  mixing  with 
the  products  of  combustion,  effected  the  pre- 
vention of  smoke.  Movable  slides  were  fixed 
on  the  outside,  so  that  the  apertures  could  be 
opened  or  closed  at  pleasure;  and  thus  either 
coal  or  coke  could  be  burned  in  the  same  en- 
gine. The  system  could  be  applied  to  old  en- 
gines, at  an  expense  of  a  few  pounds  per  en- 
gine, and  was  said  to  be  simple  and  effective. 

It  was  stated  that  the  use  of  tubes  through 
the  sides,  and  in  some  cases  the  front,  of  the 
fire-box,  for  preventing  smoke,  had  been  tried 
nineteen  years  ago  by  Mr.  Samuel  Hall,  the 
pioneer  of  surfuce  condensation,  on  the  Mid- 
land Railway,  and  the  same  system  was  now 
practiced  on  the  Great  Western  Railway.  The 
smoke,  though  then  not  entirely  consumed,  was 
believed  to  have  been  as  effectually  got  rid  of 
as  at  the  present  day.  Formerly  the  defect  was, 
that  the  tubes  were  burned;  but  where  coai 
could  be  obtained  at  much  less  cost  than  coke, 
a  want  of  simplicity,  or  the  necessity  of  slight 
additional  repairs,  might  be  overlooked.  When 
first  brought  forward,  an  objection  was  taken 
to  Mr.  Hall's  plan,  that  when  an  engine  was 
standing  at  a  station,  black  smoke  was  emit- 
ted. This  was  remedied  by  the  introduction 
of  of  a  small  jet  of  steam  in  the  chimney, 
for  creating  a  draft  when  the  engine  was  at 
rest;  but  the  noise  thus  produced  caused  the 
plan  to  be  laid  asid.e 

In  regard  to  the  general  question  of  smoke- 
prevention,  it  was  argued  that  neither  deflect- 
ing plates  nor  brick  arches  were  needed;  but 
only  the  introduction  of  a  sufficient  quantity 
of  air,  moderately  diffused  over  the  fuel.  In 
1856,  the  use  of  hollow  stays  and  small  jets  of 
steam  had  been  suggested  by  Mr  Robert  Long- 
ridge,  particularly  for  marine  engine  boilers, 
where  there  was  a  difficulty  in  getting  the  pro- 
per quantity  of  air  through  the  tubes;  but  it 
was  thought  that,  in  a  locomotive,  the  requi- 
site quantity  of  air  to  consume  the  hydro-car- 
bons might  be  introduced  by  the  hollow  stays, 
without  resorting  to  steam  jets. 

As  to  the  comparative  heating  power  of  coal 
and  coke,  it  was  sometimes  asserted  that  the 
same  evaporative  effect  would  be  obtained  from 
the  original  ton  of  coal  itself.     This  view  was 


dissented  from,  and  it  was  stated  that  careful 
experiments  with  Garesfield  coal  and  coke 
showed  the  evaporative  power  to  be  as  100  to 
89,  respectively,  weight  for  weight.  In  other 
words,  1  lb.  of  coal  evaporated  12-54  lbs.  of 
water,  whilst  1  lb.  of  coke  evaporated  only 
11-16  lbs.  water.  But,  inasmuch  as  100  tons 
of  coal  produced  only  66  tons  of  coke,  it  was 
evident  that  while  1  lb.  of  coal  would  evapo- 
rate 12-54  lbs.  of  water,  the  same  weight  of 
coal,  converted  into  coke,  would  only  evapo- 
rate 11-16X'66  =  Y'44  lbs.  of  water;  so  that 
the  true  proportion  was  as  100  to  58. 

On  the  other  hand,  it  was  stated  that,  with 
Midland  coal,  20  cwt.  of  coal  produced  11J 
cwt.  of  coke,  besides  other  products,  and  6  cwt. 
of  coke  evaporated  exactly  the  same  quantity 
of  water  as  7  cwt.  of  coal:  consequently  there 
was  a  loss  in  converting  coal  into  coke,  for  the 
purpose  of  producing  steam;  but  considered 
only  in  reference  to  weight,  coke  had  an  ad- 
vantage over  coal  in  the  proportion  of  seven 
to  six. 

It  was  contended  that  in  order  to  anable  a 
proper  comparison  to  be  made  between  the 
amount  of  fuel  used  per  mile  and  the  gross 
load  carried,  the  paper  should  have  showed 
■ — 1st.  What  was  the  greatest  altitude  sur- 
mounted in  each  case,  the  total  length  of  the 
line,  the  ruling  gradient  and  its  length.  2d. 
What  was  the  average  speed  per  mile  for  the 
whole  distance  run.  And,  3d.  How  many  lbs. 
of  water  were  evaporated  by  1  pound  of  coal. 

It  was  observed  that,  in  attempting  the  gen- 
eral introduction  of  anthracite  coal  in  locomo- 
tive engines  in  the  United  States  for  long  and 
heavy  traffic,  it  was  found  that;  although  there 
was  no  smoke,  it  was  difficult  to  keep  up  the 
steam,  and  the  fire-box  and  fire  bars  were 
quickly  burnt  out.  Notwithstanding  these  ob- 
jections to  its  use,  anthracite  was  in  some 
cases  a  cheaper  fuel  than  wood.  Anthracite 
coal  was  burned  on  the  Reading  Railroad  at 
the  rate  of  120  lbs.  per  mile,  in  engines  weigh 
ing  28  tons,  and  carrying  a  gross  load  of  750 
tons,  at  from  ten  to  twelve  miles  an  hour,  on 
a  level.  The  evaporation  of  water  was  from 
5£  pounds  to  6  pounds  only  per  pound  of  coal. 
A  brief  description  was  given  of  Phleger's, 
Dimpfel's,  and  Boardman's  boilers,  which  had 
been  made  to  burn  bituminous  as  well  as  an- 
thracite coal,  and  were  used  as  passenger  as 
well  as  goods  trains.  Each  furnished  consid- 
erable space  for  combustion,  and  air  was  ad- 
mitted in  numerous  fine  streams  over  the  fire. 
They  were  all,  however,  heavy  and  complica- 
ted, and  inapplicable  to  existing  stock.  With 
in  the  last  three  or  four  years,  renewed  at- 
tempts had  been  made  to  adapt  the  existing 
stock  engines  to  the  use  of  bituminous  coal. 
The  difficulties  consisted  in  the  large  quantity 
of  coal  required  to  be  burned  in  a  given  time, 
under  an  intense  draft  and  in  the  clinkery 
character  of  the  coal  itself.  The  engines  were 
not  heavier,  on  the  average,  than  in  England, 
nor  had  they  more  heating  surface;  but  they 
burned  more  fuel  and  evaporated  one-fourth 
more  water  in  a  given  time.  In  December, 
1856,  Mr.  G.  S.  Griggs,  of  the  Boston  and  Pro- 
vidence Railroad,  introduced  a  fire-brick  arch, 
below  the  tubes,  in  the  fire  boxes  of  some  of 
some  of  the  engines  of  that  line.  With  a  few 
holes  for  the  admission  of  air  above  the  f  re, 
this  arch  was  found  to  improve  the  working  of 
the  fire-box  when  burning  coal.  On  the  Iowa 
Central  Railroad,  the  grates  of  the  coal-burn- 
ing engines  were  at  one  time  covered  with  fire- 
brick, so  as  to  leave  only  about  two  square 
feet  of  the  original  surface  of  the  bars  ex- 
posed; and  of  this  area,  less  than  one  square 
foot  was  air-opening.  More  recently,  perfora- 
ted door-plates  and  air-distributors  (the  latter 


set  up  within  the  fire-box)  had  been  extensive- 
ly adopted. 

It  was  stated,  in  reply  to  the  observations 
which  had  been  made,  that  in  a  comparative 
trial  of  the  author's  system  and  Mr.  Jenkins', 
on  a  metropolitan  railway,  on  the  same  pas- 
senger engine,  and  on  the  same  duty,  the  for 
mer  consumed  4  pounds  per  mile,  or  12  per 
cent,  less  coal  than  the  latter;  that  the  saving 
of  coal  by  smoke-prevention  in  loci- motives 
had  been  found  to  be  at  least  18  per  cent.; 
that  the  information  demanded,  for  the  pur- 
sose  of  making  a  proper  comparison,  was  giv- 
en hi  the  paper;  that  it  was  of  no  use  to  state 
altitudes  simply,  unless  particulars  of  inclines 
and  length  of  trip  were  also  given. — New- 
tons  London  Journal. 


BUFFALO  AND  LAKE  HURON  RAIL- 
ROAD. 

We  have  received  a  copy  of  a  printed  report, 
made  by  the  Directors,  for  the  half  year  end- 
ing July  31,  1859,  from  which  we  have  taken 
as  follows: 

CAPITAL. 

The  amount  of  share  capital  sanctioned  by 
the  act  of  incorporation  of  the  company  is 
£1,600,000,  sterling.  Of  this  amount  the  to- 
tal up  to  the  present  date,  authorized  by  the 
votes  of  the  proprietors,  is  £1,430,000  consist- 
ing of  the  following  issues: 

Authorized.  Collected. 
First  and  Second  issue  of  shares 

of  £20  ]('s  each £015,000  £1115,000  no 

Preference  shares  of  £10  each..  150,010  ]3:t,960  00 

Temporary  raortpratre  loan 50,000  3^,500  0  0 

April  1st,  1859,  £20  Ids.  shares 

at£52s.6d 615.000  20,606  17  6 

£1,430,000      £8(8,(166  17  6 

Collections  yet  to  be  made 53,0C1  37  6 

14,650  shares  of  the  issue  of  April,  1859  in 

the  hand  of  the  Company 75,081  5  0 

Preference  shares  in  the  hands  of  the  Com- 
pany   16.040  0  0 

Unsubscribed  on  mortgage  loan 11,500    0  0 

Difference  hetween  nominal  and  actual  value 

of  le59  issue 461,250  0  0 

£1,430,000    0  0 

CONSTRUCTION. 

During  the  half  year  the  expenditure  on 
capital  account,  and  in  payment  of  the  bond- 
ed interest  amounted  to  $124,563  66jk  The 
subjoined  tables  will  show  the  relative  distri- 
bution of  the  items. 

No  new  works  have  been  undertaken  since 
the  last  report,  every  attention  having  been 
bestowed  upon  the  proper  finish  and  comple- 
tion of  those  under  contract.  The  result  as 
to  cost  is  less  favorable  than  was  anticipated, 
but  since  the  31st  of  July  the  payment  for  all 
outstanding  under  this  head  has  been  made. 
In  the  suit  of  Whitehead  vs.  The  Company, 
judgment  has  not  yet  been  given,  but  your  Di- 
rectors receive  every  assurance  that  the  result 
will  be  favorable  to  the  Company. 

The  report  of  the  newly  appointed  consult- 
ing engineer  indicates  a  series  of  requirements, 
partly  by  way  of  improvement  and  partly  of 
absolute  necessity  to  the  road,  which  will  de- 
mand an  outlay  rather  in  excess  of  that  esti- 
mated by  the  general  manager,  but  the  total 
will  not  exceed  £14,000,  half  of  which  outlay 
will  extend  over  a  period  of  two  or  three 
years. 

The  legal  conveyance  of  the  harbor  and 
lands  at  Goderich  has  been  perfected.  Plans 
for  the  extension  to  the  harbor  and  the  repairs 
of  the  pier  and  wharf,  together  with  the  dredg 
ing  to  be  undertaken,  have  been  laid  before 
and  approved  by  your  Directors;  but  as  the 
proprietors  have  not  taken  up  the  new  shares 
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so  freely  as  was  hoped,  it  has  not  been  deemed 
advisable  to  enter  into  exclusive  works,  or 
pledge  the  Company's  resources  to  any  great 
extent. 

TRAFFIC   AND    REVENUE. 

The  regularity  of  the  train  service  has  been 
fairly  maintained  in  face  of  difficulties,  arising 
from  the  hindrance  of  the  through  traffic  at 
Paris,  and  the  inconvenience  and  loss  to  which 
the  Company  was  subjected  through  the  seizure 
at  Buffalo  of  the  steamer  International,  at  the 
suit  of  Mr.  Whitehead.  The  attachment  was 
successfully  resisted,  and  it  is  believed  that 
every  possible  legal  means  have  been  adopted 
to  secure  this  and  all  other  property  of  the 
Company  from  unjust  and  injurious  attacks. 
Still  the  Directors  can  not  dismiss  the  subject 
without  the  expression  of  their  opinion  that 
this  and  all  other  kindred  matters  should  nev- 
er have  been  allowed  to  remain  open  questions, 
but  have  received  the  earliest  and  most  care- 
ful attention  of  those  who  previously  repre- 
sented the  Company  in  Canada.  No  accident 
has  happened  during  the  half  year,  and  the 
claims  on  the  Company  in  connection  with  the 
freight  and  traffic  have  been  very  insignifi- 
cant. 

The  unsatisfactory  result  of  the  half  year 
business  is  a  source  of  groat  disappointment 
to  the  London  Board,  who  could  not  have  cal- 
culated on  so  prolonged  and  severe  a  depres- 
sion of  trade.  The  loss  sustained  has  further 
tended  to  baffle  the  Directors  in  thetr  financial 
estimates.  The  Board  are  fully  aware  of  the 
efforts  made  by  the  officers  in  charge  to  pro- 
mote the  business  of  the  line,  and  to  raise  the 
route  of  this  road  in  the  estimation  of  the 
public,  and  are  confident  that  the  utmost  ex- 
ertions have  been  used  to  this  end.  The  par- 
tial failure  of  their  efforts,  therefore,  can  only 
be  attributed  to  the  unprecedented  state  of  the 
Province,  of  which  the  low  receipts  on  the 
neighboring  railways  in  Canada  and  the  Uni- 
ted States  give  ample  evidences.  Competition 
has  also  added  to  diminish  profits,  for  although 
as  compared  with  the  corresponding  half  year 
of  1858  there  has  been  an  increase  in  the  ton- 
nage of  goods,  the  receipts  have  not  been 
quite  disproportionate. 

The  gross  revenue  from  all  sources  for  the  six 
months  ending  31st  July,  amounts  to  ihe 
sum  of  $ll«,8»5  14,  or £21,740  15  7 

The  gross  expenditures  for  the  same  period 

atnountsto  the  sum  of  $131,916  6!>,  or...    27,1(16    3  5 

Leaving  a  deficiency  of 15,365    7  10 

To  which  is  added  the  sum  of  $5.1)00,  estima- 
ted as  due  from  the  United  States  post  of- 
fice for  conveyance  of  mails  to  3 1st  Decem- 
ber, 1858,  hut  which  claim  is  repudiated  by 
the  government 1,027    7  11 

Leaving  a  total  deficiency  of £6,392  15    9 

RELATIONS   WITH   OTHER    COMPANIES. 

The  Board  regret  that  they  can  not  as  yet  re- 
port any  real  progress  towards  that  friendly 
and  intimate  understanding  which  they  con- 
ceive should  exist  between  this  and  other  neigh- 
boring Canadian  companies.  There  can  be, 
on  the  part  of  this  Company,  no  desire  to  throw 
obstacles  in  the  way  of  traffic,  neither  can 
there  be  any  advantage  in  carrying  it  at  a  too 
low  rate;  ihe  latter  evil  has  been,  as  far  as 
possible,  guarded  against,  and  on  the  first  point 
there  would  appear  to  be  no  ground  of  re- 
proach attaching  to  your  executive.  Your 
Board  gladly  see  a  proper  feeling  established 
on  this  important  subject,  and  no  efforts  has 
been  or  will  be  wanting  on  their  part  to  secure 
it. 

The  Board  has  pleasure,  on  the  other  hand, 
in  communicating  to  the  shareholders  that  in- 
formation has  just  been  received  from  the  gen- 
eral manager  of  an  agreement  having  been 
entered  into  with  the  Buffalo,  New  York  and 


Erie  Railroad,  from  which  he  anticipates  very 
important  results  to  the  interests  of  this  Com- 
pany. 

The  Directors  view  with  some  satisfaction 
the  gradual  increase  in  the  traffic,  presented 
by  the  late  weekly  returns,  as  confirming  the 
truth  of  the  last  report,  relative  to  the  internal 
condition  of  Canada.  The  information  from 
the  Province  tends  to  show  that  a  good  har- 
vest has  been  gathered,  and  also  the  reaction 
may  not  be  as  great  as  some  anticipate,  still 
there  is  every  ground  for  hope  that  the  exhaus- 
tion and  misery  which  resulted  from  the  failure 
of  last  year's  crops,  bid  fair  to  be  succeeded 
by  comparative  abundance,  and  consequent 
prosperity. 

It  must,  however,  be  borne  in  mind  that,  as 
yet,  disadvantages  with  which  this  line  has  to 
contend,  arising  out  of  its  incompleteness.  So 
long  as  the  termini  are  not  secured,  the  under 
taking  can  not  be  said  to  have  attained  the 
position  which  it  has  always  been  intended  to 
occupy,  and  the  board  feel  the  necessity  of 
drawing  the  attention  of  the  proprietors  to  this 
essentail  point,  in  the  hope  that  they  will  them- 
selves recognize  its  importance  and  further  its 
attainment. 

INTERNATIONAL  BRIDGE. 

The  committee,  appointed  by  the  municipal- 
ity of  Buffalo,  have  selected  a  site  advantage- 
ous to  this  Company,  and  have  fixed  upon  a 
plan  of  the  bridge  which  has  been  approved 
by  the  Canadian  Commissioners.  They  have 
also  entered  into  an  agreement  for  its  erection; 
the  arrangements  for  the  requisite  funds  are 
not,  however,  yet  completed. 

The  Directors,  in  conclusion,  ask  for  a  pa- 
tient consideration  of  the  many  difficulties 
which  have  and  still  continue  to  beset  an  un- 
dertaking, in  many  respects  offering  very  sat- 
isfactory features,  and  which  might,  under 
more  favorable  circumstances,  have  already 
been  prosecuted  to  a  prosperous  issue. 

REVENUE  ACCOUNT  FOR  THE  HALF  TEAR  ENDING 
31ST  JULY,  1859. 

Passengers, S^'.Bl-l  54 

Freight 52.836  90 

Mails 2  413  00 

American  Express 1,084  09 

Demurrage 395  00 

Storage,. 84  87 

Special  trains 284  00 

Telegraph 103  44 

Rjnt  of  Station,  &.c 777  30 

Newsvending  in  cars, 65  83 

Transfer  fees 144  17 

S  105,805   14 
Balauce, 26,11155 

$131,916  69 

EXPENSES. 

Slaintenance  of  way  and  buildings S31.433  21 

Locomotive  expenses, 27.224  88 

Transportation  expenses, 1 9  299  89 

General  charges 19.924  89 

Compensation  claims  paid, 2.879  54 

Freight,  drawbacks,  returns  and  allowances, 1,778  50 

Direction,  being  proportion  of  compensatian  to 

Canadian  Board, 1,304  44 

Lawexpenses 942  57 

Taxes, 101  27 

$104,889  19 
Expenses  of  agencies  in  TJ.  States. . .  $8,1 02  ^2 

Steamboat  expenses 10,3t2  24 

Transportation  of    Passengers  and 

Freight 8,542  44 

27,097  50 

$131.916  69 

By  Bilance, $26,111  55 

Amount  of  eslimate  forUnited  States  mail,  ser- 
vice, credited  to  revenue  last  half  year,  not 
realized 5,000  00 

$31,111  55 

Signed  on  behalf  of  the  Board  of  Directors 
in  England. 

HARMON  GRISEWOOD,  Chairman. 
London,  September  30th  1859. 


RAILROAD  DECISIONS. 

Where  a  trust  is  created  by  a  mortgage,  the  Supreme  Court, 
under  Chancry  powers,  has  jurisdiction  of  ic;  bat  Eta 
power  is  not  an  inherent  and  essential  pow-r,  t'.  be  exer- 
cised according  to  an  undefined  discretion,  but  h  a  statu- 
tory one,  to  be  exercised  in  aid  of  the  express  purpose^ 
and  objects  of  the  contract  of  the  partieslo  themongage# 

The  grants  by  the  Legislature,  since  1^33.  of  equity  juris- 
diction to  the  Courts,  do  not  embrace  the  the  subject  of 
mortgages. 

"Where  there  is  a  stipulation  in  a  corporation  mortgage,  that, 
for  default  of  payment  of  principal  or  interest,  the  Trus- 
tees should  have  power  to  enter  and  lake  possession  of  the 
road,  and  work  it  forthe  benefit  of  creditors;  although  the 
Court  will  compel  the  Trustees  to  perform  fully  the  dutie3 
of  the  Trust,  yet  it  has  not  the  power,  either  under  the  in- 
strument or  the  Act  of  Assembly,  to  decree  a  foreclosure 
or  sale  of  the  equity  of  redemption.  The  mortgage  must 
be  left  to  their  common  law  and  statutory  remedies. 

Bradley  agt.  The  Chester  Valley  (Pa.) 
Railway  Company. — The  following  case  was 
decided  in  the  Supreme  Court  of  Pennsylva- 
nia, by  Judge  Woodward,  where  John  Bradley 
is  plaintiff  and  the  Chester  Valley  Railway 
Company  is  defendant.  Certificate  to  Nisi 
Prius  of  Philadelphia.  Tue  securities  of  a 
mortgagee  against  his  mortgagor,  as  in  com- 
mon law  modified  in  equity,  are  the  right  to 
take  and  use  the  premises,  but  to  account  for 
the  profits  and  to  restore  possession  when  the 
debt  was  paid,  the  right  of  foreclosure,  and 
after  final  decree  of  same,  of  sale.  Such  are 
the  recognized  legal  remedies  of  mortgages 
where  the  common  law  and  chancery  jurisdic- 
tion have  not  been  restrained  and  regulated 
by  statute.  But  we  have  grown  unfamiliar 
with  them,  chiefly  because  we  have  never  had 
a  distinct  chancery  tribunal,  and  because  our 
old  Act  of  1705  prescribed  an  easy  and  satis- 
factory course  for  foreclosing  the  equity  of  re- 
demption, and  bringing  the  mortgaged  estate 
to  a  fair  public  sale.  But  the  scire  facias  given 
by  that  statute  does  not  lie  until  a  year  after 
the  last  installment  of  the  mortgage  debt  falls 
due,  and  hence  the  courts  have  felt  obliged  to 
give  liberal  construction  to  the  remedies  of 
the  creditor  on  his  bond  for  non-payment  of 
interest  and  installments  of  the  principal 
debt.  It  is  manifest,  however,  that  neither 
the  remedy  under  the  statute  nor  under  the 
bond  accompanying  the  mortgage,  is  adapt- 
ed to  the  large  securities  which  corporations 
are  in  the  habit  of  creating  for  loans 
which  are  to  be  negotiated  in  the  money 
markets  of  the  country.  They  postpone  the 
principal  debt  much  beyond  the  ordinary  race 
of  debts.  Their  draft  upon  the  future  is  sel- 
dom less  than  twenty  years,  and  if  a  capitalist 
were  told  that  his  only  remedy  on  such  a  mort- 
gage would  be  the  privilege  of  issuing  &  scire  fa- 
cias twenty-one  years  after  date,  he  would  not 
be  very  likely  to  give  the  corporation  the  use 
of  his  money.  Or,  if  he  should  be  pointed  to 
our  judicial  decisions,  which  enable  a  mort- 
gagee to  sue  his  bond  for  unpaid  interest,  and 
to  sell  the  mortgaged  premises,  with  the  same 
effect  as  a  sale  upon  scire  focias  under  the 
statute,  he  would  reflect  that  a  great  number 
of  bonds  similar  to  his  own  were  issued,  or  to 
be  issued;  that  they  were  broadcast  over  the 
land;  that  any  one  of  the  holders  would  have 
the  same  right  as  himself  to  proceed  to  sell 
mortgaged  premises — and  that,  bef  re  he  could 
know  of  such  a  proceeding,  his  entire  security 
might  be  swept  beyond  his  reach.  This  view 
of  his  remedies  would  not  be  likely  to  prove 
much  more  satisfactory  than  the  other.  The 
borrowing  corporations  understand  this.  They 
know  money  can  not  be  obtained  on  securities 
whose  legal  remedies  are  so  remote,  precari- 
ous and  unsatisfactory.  They  judge  rightly, 
that  a  mortgage  is  a  mere  contract,  and  when 
devising  a  security  to  win  public  confidence, 
they  rememoer  that  the  more  facilities  it  af- 
fords for  redress  of  possible  breaches,  the  more 
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will  it  command  itself  to  public  favor.  Ac 
cordingly,  instead  of  leaving  their  prospective 
creditors  to  the  remedies  of  our  common  Penn- 
sylvania mortgage,  they  always  stipulate  that 
the  trustees  shall  have  power  to  enter  for 
breach  of  any  condition,  and  exercise  the  cor- 
porate franchise  for  the  benefit  of  creditors, 
or,  shall  have  power  to  sell  the  premises  after 
due  notice,  or  to  declare  the  principal  debt 
overdue,  and  to  proceed  by  scire  facias  to  fore- 
close the  mortgage.  The  mortgage  before  us 
is  fashioned  upon  this  model.  It  provides  that, 
if  the  company  shall  fail  to  pay  principal  or 
interest  of  their  debt,  the  trustees  may  take 
rjossession  of  the  road,  receive  the  tolls,  rents, 
iisues  and  profits,  and,  after  defraying  neces- 
sary charges  and  expenses,  apply  the  balance 
to  the  principal  and  interest  of  all  bonds  un- 
paid. Moreover,  after  the  principal  debt  of 
the  bonds  fall  due,  the  trustees  may,  on  re 
quest  of  bondholders,  cause  the  premises  to  be 
sold  at  auction,  after  specified  notices.  This  is 
a  bill  on  behalf  of  one  of  the  bondholders,  to 
compel  the  trustees  to  sell  under  the  mortgage. 
The  plaintiff  is  admitted  to  be  a  lawlul  holder 
of  one  or  more  bonds  secured  by  the  mortgage 
and  the  failure  to  pay  the  interest  since  May, 
1854,  and  the  insolvency  of  the  company  are 
admitted.  No  part  of  the  principal  debt  is 
due,  before  the  1st  of  May  1872.  The  breach 
complained  of  is  non-payment  of  interest. 
The  stipulated  remedy  for  that  is  possession 
of  the  road  and  receipt  of  the  profits.  No 
power  of  sale  is  conferred  for  such  a  cause. 
If  it  were,  the  trustees  might  execute  it  with- 
out our  help,  as  we  decided  in  the  case  of  As- 
hurst  vs.  The  Montour  Iron  Company:  if  it 
were,  we  would  compel  the  trustees  to  execute 
it  upon  a  proper  showing,  but  as  no  such  pow- 
er is  conferred  by  the  instrument,  the  only 
question  is,  whether  we  can  confer  it.  The 
parties  have  made  their  contract  in  their  own 
way— have  anticipated  the  very  contingency 
which  has  happened,  and  have  provided  for  it 
by  a  remedy  which  they  deemed  adequte  and 
fair.  Now  it  is  our  appropriate  duty  to  hold 
them  to  their  bargain,  but  it  is  not  our  duty, 
nor  have  we  the  power,  to  interpolate  a  new 
condition,  and  to  say  what  they  did  not  say, 
that  a  sale  shall  take  place  because  interest 
was  not  paid.  If  ws  possess  any  such  power, 
it  must  be  found  in  the  acts  of  Assembly,  en- 
larging our  chancery  powers;  but  itwrs  shown 
in  the  Montour  case  that  no  pawer  to  decree  a 
sale  for  breach  of  mortgage  conditions  had 
been  conferred  upon  us  by  that  legislation. 
This  mortgage,  like  all  of  its  sort,  establishes 
the  double  relation  of  mortgagor  and  mortga- 
gee, and  of  trustee  and  cestui  que  trust.  We 
declined  in  the  Montour  case  to  exercise  juris- 
diction at  the  suit  of  the  mortgagee  against 
the  mortgagor,  because  as  between  them  there 
was  no  trust,  and  over  them,  as  mortgagor  and 
mortgagee,  tl:  e  Legislature  had  given  us  no 
chancery  powers.  But  we  would  take  juris- 
diction at  the  suit  of  a  cestui  que  trust  to  com- 
pel the  trustee  to  execute  the  trusts  of  the 
mortgage.  We  repeat  it  here.  Jurisdiction 
of  the  trusts  of  the  mortgage  is  conferred  by 
the  acts  of  Assembly,  and  it  is  to  be  exercised 
in  proper  cases  by  holding  the  trustees  to  the 
faithful  discharge  of  the  powers  which  have 
been  lodged  with  them  for  the  benefit  of  the 
creditors.  It  is  not  an  inherent  and  essential 
power  of  this  Court,  to  be  exercised  according 
to  an  undefined  discretion,  but  it  is  a  statutory 
power,  to  be  exercised  in  aid  of  the  express 
purposes  and  objects  of  the  contract  of  the 
parties.  It  is  material  to  observe  that  in  all 
cases  where  a  sale  is  decreed  in  pursuance  of 
a  power  contained  in  the  mortgage,  it  results 
from  that  power  rather  than  from  the  equity 
power  of  this  Court.     We  compel   trustees,  in 


proper  cases,  to  exercise  the  power  lodged  with 
them  by  the  mortgagor,  but  the  power  exer- 
cised is  that  of  the  mortgagor,  not  ours.  With 
this  distinction  borne  iu  mind,  it  will  be  readi- 
ly understood  how,  whilst  disclaiming  the  gen- 
eral chancery  jurisdiction  to  decree  a  foreclo- 
sure, or  sale  of  the  equity  of  redemption,  we 
nevertheless  take  jurisdiction  of  the  trusts  cre- 
ated in  the  mortgage,  and  compel  trustees  to 
execute  whatever  trusts  have  been  vested  in 
them  for  the  benefit  of  creditors,  even  to  the 
sale  of  the  mortgaged  premises.  The  sum  of 
the  whole  matter  is: 

1st — That  we  recognize  the  power  of  sale 
for  breach  of  any  condition  of  a  mortgage  as 
a  legitimate  part  of  the  instrument,  and  it  ia 
to  be  executed  according  to  the  terms  of  the 
appointment. 

2nd — -If  the  mortgage  create  a  trust,  and 
provide  that  the  power  of  sale  is  to  be  exe- 
cuted by  the  trustee  in  certain  contingenceies, 
he  may  be  controlled,  restrained  and  directed 
by  a  Court  of  Equity,  at  the  suit  of  a  party 
standing  in  the  relation  of  a  cestui  que  trust, 
the  rule  for  his  guidance  being  derived  from 
the  instrument  itself. 

3d — But  where  there  is  no  trust  to  be  ad- 
ministered as  the  immediate  object  of  the  suit, 
or  the  contingency  has  not  happened  which 
was  to  bring  it  into  exercise,  Courts  of  Equi- 
ty have  no  jurisdiction  in  Pennsylvania  over 
mortgagees.  Mortgagees  are  left  to  their  com- 
mon law  and  statutory  remedies.  As  these 
views  result  in  an  affirmance  of  the  decree 
dismissing  the  plaintiff's  bill  it  is  not  necessa- 
ry to  consider  the  other  grounds  urged.  The 
decree  is  affirmed. — Legal  Intelligencer. 

— The  Toledo  and  wabash  Railroad  shows  a  large  gain  en 
the  fourth  week  of  July.    The  figures  are: 

From  Passengers $5,276  55 

From  Freight 25,04:i  80 

From  Mails  and  Express Po5  78 

Total 831,2:6  22 

Same  week  last  year 18  579  98 

Increase $12,595  19 

The  whole  month  of  July  compares  us  follows  : 

From  passengers $19,410  56 

From  freight 61.320  86 

From  express 1.3IIO  00 

Frommals 2,"15  66 

From  other  sources 841  10 

Total $84,R79  17 

July,  1859 59,141  28 

Gain  in  July  1860 825,727  89 


MONETARY  AND  COMMERCIAL- 

The  condition  of  the  money  market  is  without  change 
since  our  last.  Indeed  the  intense  heat  of  the  past  week 
has  been  such  that  it  is  easier  to  keep  quiet  than  cool,  which 
first  feature  has  been  the  ruling  one  in  business  as  well  as 
financial  circles.  All  our  bankers  are  anticipating  more 
active  times  at  an  early  day,  and  hence  prefer  as  short  date 
paper  as  possible,  8@9  ia  the  rate  charged  for  gilt  edge  30 
days,  and  in@12  for  longer  dates. 

Exchange  has  not  vnried  any  since  our  last  issue.  The 
demand  is  quite  moderate,  and  the  supply  ample,  with  ac- 
cumulating balances  at  the  east.    Quotations  are 

Buying.  Selling. 

New  York  Sight -37©        prem    £@£    prem 

Boston    3ii@35    prem    f@,£    prem 

Philadelphia 37@        prem    l@-k    prem 

Baltimore 3d®        prem    £@£    prem 

New  Orleans i-©£        dis    par@£     dis 

American  Gold -0  prem  35@40  dis 

The  New  York  Economist^   of  August  4th  says: 

"In  the  market  fur  money  the  rate  on  call  for  the  brokers 
seems  to  have  settled  down  again  at  5  per  cent,  the  offering 
by  lenders  yesterday  and  to-day  being  quite  large.  The 
Stock  Exchange  people  are  thus  abundantly  supplied, 
while  the  present  speculation  for  the  rise  in  Western  and 
State  stocks  is  affording  them  large  differences  on  30@G0 
day  contracts.  In  discounts  the  terms  favor  the  shortest 
date  paper,  which  is  quoted  at5@5>£c  for  prime  and  6  per 
cent,  for  fair  names.    The  4@6  month  lists  are  in  moderate 


request,  where  the  makers  and  endorsers  stand  No.  tat 
6£@7  per  cent. 

The  New  York  Tribuna  of  Tuesday  says  :  This  has  been 
one  of  the  most  excited  and  rampant  days  in  the  Stock  mar- 
ket which  has  been  experienced  during  the  present  move- 
ment. The  tone  of  the  foreign  advices  in  regard  to  the  har- 
vest and  breadstuff's,  together  with  the  activity  in  the  traffic 
at  the  West,  gave  an  impetus  to  the  market  which  curried 
the  Western  shares  generally  from  2  to  5  per  cent,  over 
Saturday's  rates.  Theordersto  buy  were  very  large,  especi- 
ally on  time,  and  time  orders  were  never  more  difficult  to 
execute. 

The  largest  advances  of  the  day  was  in  Michigan  Central, 
which  from  62  on  Saturday,  advanced  on  very  small  pur- 
chases to  67.  It  was  lower  in  the  afternoon,  closing  at  66. 
Toledo  was  also  very  bouyant,  and  retained  its  firmness  at 
the  closo.  it  opened  at  42  and  left  off  at  4H  bid,  under  large 
purchases.  Uuder  able  management  this  road  is  taking  a 
sound  financial  position,  and  after  the  adoption  of  a  scheme 
which  is  under  consideration  for  the  funding  of  its  moderate 
floating  debt,  will  again  become  a  dividend-paying  Stock. 
Rock  Island  advanced  to  82#;  Galena  to  75£,  and  Southern 
Guaranteed  to  47£.  Burlington  and  Quincy  sold  as  high 
as  86  under  accounts  of  large  traffic  and  the  expectation  of  a 
dividend  in  October.  The  officers  state  that  the  Company 
has  earned  it,  but  the  policy  of  the  road  in  regard  to  a  divi- 
dend is  not  yet  decided  upon. 

In  the  bond  list  State  stocks  are  neglected,  but  there  is  a 
good  investment  and  speculative  demand  for  railroad  de- 
posits, especially  those  descriptions  which  have  been  depress- 
ed. The  market  at  the  close  was  :  Tennessee  6s,  89$@90j 
Virginia  6s,  9H@9H;  Missouri  6s,  81@S1±;  Pacific  Mai* 
77®77£;  New  York  Central  Railroad,  P6ft@R6i;  Erie  Rail- 
road 24£@25;  Hudson  River  Railroad  59i®.">9£;  Harlem 
Railroad,  lGg@16fc;  Harlem  Railroad,  preferred,  49@49i; 
Reading  Railroad,  47£@47$;  Michigan  Central  Railroad, 
653@G6 ;  Michigan  Southern  and  Northern  Indiana  Rail- 
road, lc"l@18$. 

The  August  number  of  the  Bankers'  Magazine  contains 
(in  advance  of  the  official  list  from  Albany)  a  condensed 
statement  of  the  liabilities  and  resources  of  each  of  the  55 
banks  of  the  city  of  New  York.  The  date  when  each  com- 
menced business  is  stated,  and  the  percentage  of  net  profits 
to  capital  of  each. 

Of  the  capitnl  it  appears  that  1  exceeds  80,000,000,  3  of 
§■* ,000,01111,  3i  of  $],0o0,r0o  or  more, 4  of  $5un,i  00  or  more 

1  of  $5,000,000,  6  of  $2,000,000  or  more,  3  of  $750,000  or 
more,  5  of  $-100.01:0  or  more,  1  of  §4,1,00,000,  5  of  $1,500,- 
000  or  more,  5  of  $600,000  or  more,  10  under  $400,000, 

Circulation. — The  largest  bank  circulation  in  this  city  ia 
that  of  the  Bank  of  New  York,  $407.000 :  ooly  two  exceed 
$300,00(1,  viz.,  Tradesmen's  $312,000,  Chemical  $327,000. 
Fifteen  banks  have  a  circulation  exceeding  §200,001)  each; 
twenty-lour  from  $100,000  to  $20ii,00n;  ten  over  $5",000  ; 
one  over  $25,000,  and  two  on'.y  wi  hout  bills.  The  Bank  of 
Commerce  has  retired  its  circulation,  having  only  $1,975 
reported,  which  is  probably  the  amount  lott  or  destroyed  by 
accident,  and  the  City  Bank  reports  none  outstanding. 

Of  the  profits  undivided,  the  Chemical  Bank  reports  the 
largest,  $663,000  (.thus  paying  tax  upon  a  capital  of  300,- 
000,  but  having  a  working  capital  of  963,000.)  The  next 
has  627,000  (Manhattan  Company  ;)  two  others  have  over 
500,000,  viz.,  Bank  of  Commerce,  529,000,  Metropolitan, 
595,000.  Two  over  400,000,  viz.,  Republic,  414,000  ;  Broad- 
way, 457, OHO.  Two  over  300,000,  viz.,  America,  39S,oi  0  ; 
Mechanic's  333,000.  Five  over  200,000  ;  fifteen  over  100,- 
000  ;  twenty-seven  under  100,000  Of  pro  rata  profits  to 
capital,  the  Chemical  had219  $>  cent.;  Broadway,  44  ;  Ful- 
ton, 35  ;  Manhattan,  28;  Seventh  Ward,  28.  Thelastfour 
divide  10  $>  cent,  annually. 

Of  balances  due  to  county  banks  amounting  in  gross  to 
26,000,000,  the  largest  is  the  Bank  of  Commerce,  2,979,000. 
Three  others  have  over  2,000.000,  viz., Metropolitan,  2,747,- 

000  ;  Park,  2,883.000  ,  America,  2,400,000.  Six  others  have 
over  100,000  of  bank  deposits,  viz.,  American  Exchange, 
1,980,000;  Manhattan,  1.155,000;  Republic,  1,389,000; 
Mercantile,  1,183.0  0;  Continental,  1  094.000  ;  Merchants, 
1,986,000  :  no  other  has  over  1,010,010.  Four  report  over 
500,000  :  three  over  4i:0,l  00  ;   three  over  200,000 ;   sever 

over  10i  ,000  ;  fourteen  have  none  at  all,  or  under  10,000 
Of  the  individual  deposits  (amounting  in  gross  to  $79 
716,000)  the  Bank  of  Commerce  had  5,334,000  :  American 
Exchange,  4,521,000;  four  over  3,000,000  each,  viz,  1. 
America;  2.  New  York  ;  3.  Manhattan;  4.  State  of  New- 
York.    Seven  over  2,000,000  each,  viz..  1.  Metropolitan; 

2  Republic  ;  3.  Mechanics'  ;  4.  Park  ;  5.  Union  ;  6.  City  ; 
7.  Merchants'.  Of  the  public  deposits  the  Manhattan  Com- 
pany has  796,010  J  Shoe  and  Leather,  11,000;  Atlantic, 
11,000. 

Of  the  total  liabilities,  three  exceed  $10,000,000,  viz.. 
Bank  of  Commerce,  11,937,000;  American  Exchange,  II, 
926,000;  Metropolitan  10,217,000  ;  one  over9,000, 000  ;  one 
over  H, 000,0o0  ;  three  over  7,000,000  ;  two  over  6,000,000  ; 
two  over  5,000,000  each. 

Of  the  over  drafts  reported  (in  the  aggregate  $69,000) 
one  has  over  16,000  ;  two  over  5,000  each  ;  nine  over  2,000 
each;  fourteen  not  one  dollar. 

The  five  chartered  banks  of  New  York  City,  are;  Bank 
of  the  State  of  New    York,  1863 ;    Seventh  Ward  Bank, 

1  63;  Leather  Manufacturers',  1863;  Manhattan,  unlimited, 
Dry  Dock  Bank,  unlimited. 

Of  the  existing  banki  of  New  York  City,  the  first  bank 
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established  under  the  peneral  law  of  1P38,  was  the  Ameri- 
can Exchange  Bank,  with  a  capital  of  1,511(1, IK'll.  The  nest 
vas  the  Mechanics'  Banking  Association,  In  August.  1838. 
The  third  was  the  Bank  of  Commerce,  which  commenced 
operations  in  Janua'y,  1839^ 

The  balances  due  country  banks  have  increased  from 
twelve  millions  in  1849,  to  twenty  eight  millions  iu  the  year 
18(jh. 

Since  September  1851,  the  bank  capital  of  New  York  City 
has  doubled.  The  most  marked  increase  was  in  the  yeara 
1852-53,  about  eight  millions  of  dollars,  and  between  Sep- 
tember. 1855,  and  March.  1*57,  eleven  millions  more.- 

Prnftn. — An  examination  of  tile  quarterly  returns  of  the 
banks  of  this  cily,  as  published  in  this  number,  shows  that 
the  profits  of  one  are  219  per  cent,  two  above  4b  per  cent, 
and  one  ahove  35  per  cent.  Of  the  whole  the  following  is 
the  general  result  as  to  the  fifty-five  banks,  on  the  30th  of 
June,  18G0.  The  average  exceeds  1 1  K  per  cent  or  $-,055,- 
1)00  net  profits,  against  a  capital  of  8(19,758.0(111. 

1  above  2 19  per  cent ;  2  above  40  per  cent  ;  1  above  35 
per  cent ;  2  above28  per  cent  ;  1  above  22  per  cent  ;  1  above 
21  per  cent ;  1  above  19  per  cent ;  1  above  10  per  cent ;  2 
above  15  per  cent ',  2  above  14  per  cent :  two  above  13  per 
cent;  7  ahove  12  per  cent;  2  above  11  per  cent;  3  above 
3  above  10  per  cent .  5  above  9  per  cent ;  1  ahove  8  per 
cent ;  5  above  7  per  cent ;  I  above  6  per  cent  ;  5  above  5 
per  cent ;  5  above  4  per  cent ;  3  above  3  per  cent ;  2  above 
2  per  cent. 

The  present  fifty  five  banks  in  operation  were  established 
in  the  following  years  ;  1  in  1784  ;  I  in  1799  ;  1  in  I8H5  ;  1 
in  181(1  ;  1  in  1811  ;  3  in  1812  ;  1  in  1-23  ;  2  iu  1824  ;  1  in 
1825;  1  in  IM8;  1  in  1829;  3  in  183(1;  1  in  183.';  1  in 
1833;  1  in  1830;  2  in  1838;  I  in  1839;  1  in  '849; 
1850  ;  10  in  J8M  ;  6  in  1852  ;  1  in  1854  ;  1  in  1655  ; 
J850  ;    1  in  1859.     Total  55. 
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NEW  ORLEANS  TO  NEW  YORK  VIA 
CINCINNATI. 

We  cut  the  subjoined  from  the  New  Orleans 
Delia  of  July  3,  under  the  editorial  head: 

"Among  the  numerous  routes  to  New  York 
which  are  now  presented  to  the  choice  of  the 
traveler,  none  is  pleasanter  or  more  expedi- 
tions than  that  via  Cincinnati,  Crestline,  Pitts- 
burg and  Philadelphia.  Of  course  in  men- 
tioning this  route  it  is  taken  for  granted  that 
the  tourist,  on  leaving  this  city  has  taken  the 
Jackson,  Mississippi  Central,  Mobile  and  Ohio, 
Ohio  and  Mississipp  Railroad  as  far  as  Cincin- 
nati. Of  our  Southern  roads,  between  here 
and  Cairo,  it  is  needless  to  say  anything  in 
praise.  They  are  well  constructed,  easy  run- 
ning roads.  The  cars  are  comfortable,  espe- 
cially the  sleeping  cars,  and  the  conductors 
polite  and  attentive.  Indeed,  the  same  may 
be  said  of  almost  all  railroad  conductors 
They  are,  with  rare  exceptions,  affable,  cour- 
teous and  gentlemanly  in  their  demeanor. 
The  twenty  miles  between  Columbus,  the  ter- 
minus of  the  Mobile  and  Ohio  road,  which 
connects  with  the  Mississippi  Central  at  Jack- 
son, Tennessee,  are  passed  by  means  of  a  fine 
Bteamer,  under  command  of  Captain  Latimer. 

This  is  an  agreeable  variation  in  the  mo- 
notony of  the  journey,  and  affords  an  excel- 
lent opportunity  for  change  of  garments,  etc. 
At  Cairo  the  traveler  takes  the  Illinois  Cen- 
tral as  far  as  Odin,  where  it  connects  with  the 
Mississippi  and  Ohio.  This  road  is  four  hun- 
dred miles  long,  and  runs  from  St.  Louis  to 
Cincinnati  on  nearly  an  air  line.  It  is  a  broad 
gauge  road,  the  cars  are  spacious  and  elegant- 
ly fitted  up,  and  some  of  them  are  furnished 
with  the  patent  contrivance  for  excluding  dust. 
At  Cincinnati  you  take  the  Little  Miami  road, 
the  great  connecting  link  between  Cincinnati 
and  all  the  Northern  and  Eastern  routes  as  far 
as  Columbus,  and  thence  to  Crestline,  where 
you  take  the  Pittsburg,  Fort  Wayne  and  Chica- 
go Railroad,  another  magnificent  line  of  rail- 
way, which  connects  Chicago  with  Pittsburg 
by  a  direct  road  more  than  four  hundred  miles 
in  length.  Between  Pittsburg  and  Philadel- 
phia you  pass  over  the  Pennsylvania  Central — 
one  of  the  finest,  fastest  and  best  constructed 
roads  in  the  country.  It  runs  for  356  miles 
through  a  charming  and  picturesque  country, 
crossing  the  Allegheuies  by  a  series  of  bold 
grades,  and  traveling   portions   of  the  lovely 


valleys  of  the  Juniata  and  Susquehanna. 
From  Philadelphia  to  New  Fork  the  traveller 
is  compelled  to  take  one  of  the  roads  of  the 
Camden  and  Amboy  Company,  but  we  are  in- 
formed that  there  will  soon  be  a  direct  con- 
nection between  Harrisburg  and  New  York  by 
the  Allentown  road,  which  will  shorten  the 
distance  and  reduce  the  time  several  hours. 
At  present  the  journey  between  New  Orleans 
and  New  York  is  made,  by  this  route,  in  80 
hours,  or  something  less  than  three  and  a  half 
days.  There  are  close  connections  at  all  points, 
there  being  no  delay  at  Grand  Junction,  or 
any  other  place,  and  altogether  this  j-oute 
offers  great  inducements  to  the  traveler." 


i^pril  ItJ,  I860, 

Cincinnati,  Hamilton   and  Dayton 
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SIX    DAILY    TRAINS 

LEAVE    THE    SIXTH   STREET   DEPOT 
(Sohdavs  Excepted). 


All  Traiks  run   by  CocnMBrs  Im,  which  is  Sever 
Minutes  faster  than  Cincinnati  Time. 

XHKOCGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 

0  A.  W.-EXPRESS  TRAIN— For  Hamilton, 
Ric'  mnnd.  Indian  ipolis,  Logansport.  Dayton,  Spring/field, 
Urbana  and  Sandusky.  For  Troy-  Piqua.  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

8  A.  IU.— ACCOITBIWOHATION  TRAIN— 
For  Ilaamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.— COtlMBUS  EXPRESS-For 
Cleveland  Dunkirk,  Buffalo,  NewYork.  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2.30  P.  M.  TKA'N- For  Dayton,  Springfield.  Ur- 
bana  and  Bellef.iutaine.  Connects  at  Hamilton  for  Rich- 
mond, Indiaoapolis,  and  all  points  West. 

3.50  V.  HI.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield.  Urhana  and  Sandusky.  For  Troy,  Piqna.  Sid- 
ney, Lima.  Fort  Wayne  and  Chicago.  Atso,  for  Toledo, 
Detroit,  and  all  points  in  Canada  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

Jt^For  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:—  No.  169  Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

D.  McLAREN,  Superintendent 

Tiailrcad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia, 

Ju  24.  6m. 

JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 

AL  INSTRUMENT  MAKEES, 

S.W.CORUEK  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 

Drawing  Instruments,  Scales  of  all  Kinds,  Earome- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
aysonhand.    impairing  attended  to. 


IML  O  JS  ES  X_.  ES  "5T » JS 
WROUGHT   IRON 

ARCH  BRIDGES 

—AND 

Corrugated   Iron    Roofs 

AECHED   AND   FLAT. 


H.  TWITCBELL, 


JAMES  F0STKR,  Jk. 


CORRUGATED  SHEETS,  OP  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  ordera  at 
No.  BO  West  Third  Street,  Cincinnati.  Ohio. 

Sot.  2.  M08ELET  Sc  CO. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AMD 

CINCINNAT^HAMILTON^  DAYTON 


On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows : 

C:"0  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7::U)  A.  M.  Express.— From  Little  Miami  Depot,  and 
from  Cincinnati-  Hami:tou  and  Dayton  Depot— Connects 
via  Columbus  and  Cleveland  *,  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Sieubenville  and  Pittsburg;  via 
Columbus,  Bei lair  and  Benwood;  and  via  Columbus,  Bel  air 
and   Pittsburgh  ;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express— From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Tr<>y, 
Piqua.  Sidney.  Lima,  Fnrt  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Acc^mmo  ation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford-  etc. 

10:00  A.  M-  Express.—  From  Little  Miami  Depot— 
Connects  via  Columbus,  Beliair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columhus,  Crestline  and 
Pittshurg,  via  Columbus  and  Cleveland. 

2:30  P  M.  Express  -  From  Cincinnati  Hamilton  and 
Dayton  Depot— Fur  Dayton.  Springfield,  Urbaua  and  Belle- 
fontune",  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.M. — From  Cincinnati,  Hamilton  and  Dayton  De- 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham- 
ilton fo>-  Oxford,  &c. 

4:00P  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  "Way  Stations;  atso  for 
Sprint:  field. 

6:'iu  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M-  Express— From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield.  Urbana  and  San- 
dusky ;  for  Troy,  Piqna,  SidDey,  Lima.  Fort  Wayne  and 
Chicago  ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  vi*  Hamilton  for  Richmond   Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  ^Depot— Con- 
nects via  Columbus,  Sleubpnville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus.  Bellair  and  Benwood,  and  via 
t.  olumbus  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  JN'o.  I  Burnet  House;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time. 

F.  W.  STRADER, 

General  Ticket  Acent. 

Omnibuses  cal!  for  passengers  by  leaving  directions  at 
the  Ticket  Offices. 


GEO.    H.   KNIGHT  &    BROTHER, 

Patent   Attorneys, 

tf.  E    Corner  Vine  &  4th. 
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W.  G. 


Patent  Portable  Forge  and  Pdlows. 


malhf  mauc-ai  anu  upuccii  uisuuuiciil  i;i  ■■■ .-.  ei  a.  nicy 
ure  the  only  forge  made  that  can  ne  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fjrecannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 
Kailroad  companies  andothers  in  want  of  Portable 
fees  willaddress  VV.  G.  HYSUMAN, 


orfe 

ap-J3 


L  ceo  «  ,  u.    u  i.iLi.'iflii, 

41  East  Second  street,  Cincinnati,  O. 


Indianapolis  and  Cincinnati 

SHORT    LINE 


SHOKTEST  HOUTE  BY  THIETY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN"-SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P-  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

G.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at 7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  nn 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


"  OS"  Be  sure  you  are  in  the  rightTicket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis* 

03"  FARE  TIIE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

tii&oug""  tickets. 

Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  comer,  North-west  corner  Broadway  and 
Front  Streets;  No.  ]  Burnet  House,  Corner;  at  the  Wal- 
nut Street  Hnuae,  and  at  the  Depot  Office,  foot  of  Mill,  on 
front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  Ml  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON^ 

AND   ZANESVILLE 
in  -A-  X  Xj  2FS    OAD. 

Two  daily  trains,  at  fi  A.  M  .-.nd  0  P.M.,  from  Little  Mi 
ami  Depot.  East  From  Street.  Morning  traio  makes  close 
connections  for  all  point.-*  Baat. 

Rlti'kning  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  p.  U 

Through  and  Local  Tickets  for  sale  at  Depot  Ticket 

Offices  of  Little  .Miami  Road. 

W  OND  eiver 


RAILROAD  IRON. 

THE  undersigned.  Agents  for  the  Manufacturers,  are 
prepared  to  contract  to  deliver  free  ou  board,  at 
Bhtppinj  ports  in  England,  or  at  ports  of  dtschaarge  in 
theUmtedstates.Raiis^fsuperioi  quality, and  ot  weight 
ofpattern  as  may  he  required. 

VOSE,  LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street 

T.  F,  RANDOLPH  &  BHO. 

Mathematical    Instrument  Makers 

o.GT       est  6II1  St.  bet  Wa  nut  *   Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


B  ALT1MO  KE,  PHI  LADE  PHI  A,  MEWY0RK&  BOSTON 
And  only  Iload  to  Washington  City. 


CENTRAL 

AND 


OHIO, 


BALTIMORE  AND  OHIO 

HAIljROAr>. 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South-West   and   North.  "West. 

Passengers  by  this  route  can  visit  Baltimore,  Philndel 
phia.  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLKEPING  CARS  ATTACHED  TO  ATX  NIGHTTilAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or. information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Double  track; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

UTf3  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    p    SMITH,  Master  'iran.Hvort.aUon,  B.&O.R.  R. 

J.  H.  SULLIVAN,   Gen.  West.  A«t.,  B.%  O  R.  R, 
L.  M.  COLE.  Gen.  Ticket  Ast.,   B.  $•  0.  R.  R. 
H.  J.  JEWETT    Preset  0.  0.  R.  R. 
J.  W.   BROWN.   Oen     Tfrfet  Agt.,  O.   0.  R.  R. 


Q.    W.    MORRILL* 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO,) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wagon,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited  ,  with  the  assuranceinat 
no  pains  will  be  spared  to  give  entire  satisfaction  ir, 
al   jmfp  G 


IRON  BOILER  FLUBS 
PASCAL  IRON  WORKS. 

ESTABLISHED  1821* 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

UtP-WSLBiEB  IQitLSR  FLUES, 

7  inches  outside  diameter,  cuL  to  definite  lens*ii 
as  required . 
WICOIGHTIROIV    WELDED    TUBES, 

From  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T's,  L's,  stops.  Valves,  Flanges  .  etc.,  etc 
WurelHHisr,  209  SoulJa  Tliird  St.. 

PHILADELPHIA.  Uog 


Stephen  morris, 

TlIOS.  T.  TASKER,  JR. 


CHAS.  WHEELER,  JR. 
S.  P.  M.TASKEH. 


W.  IIABVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of  "  T'     Bail 

•^PATENTED,  K0Y.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Bail.  Fir.  1  is  a 
view°of  outside  plate  C,  whuh  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  maybe  of  such  form  as  tojfillup  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  bist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
in  Fig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  sine  oi  the  joint  Tins  plate  wudi  tit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  pro|ect 
laterally  bey  end  the  head  of  the  rails,  jr  it  would  interfere 
withte  shegeQanof  the  wheels.  And  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  tocenfinethe  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  aryj  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Anothergreatarlvantagcis,  the  allowance  which  ismade 
for  expansion  arwl  contraction  between  the  tongues  and 
slot:  "In  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  weur  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and   axles,  preventing  the  loss   of  life  and   destruction 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear 
the  rolling  stock  of  the  road. 

"W.  0ARV13V,  Inventor,  and  Patent* 
41  Jefferson  street,  Albany, 
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PROSSER'S  PiTENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUEES, 

SAFE  FROM  Kft'D  TO  END. 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOR    WATER    SUPPLY,    ACID8,    ETC. 

S  <>  I ,  K    I  M  FJ  O  R  T  E  R  S  . 

PKOSSKIt'SPA'lEN'l-  MDKt'ACK'GON- 
DIHNSER*  for  high  pressure  Bteam,  with  sea  or 
other  bad  boiler  water,  ffau(/es,3-cutter  drills,  counter- 
sink/}, tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  2ja^  lever  wrenches, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Boilers.  THOS.  PKOSSER  &  SON, 
97jan.  28  Piatt  Street,  New  York 

U.  G.  LOBDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 


Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  R.  ft  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    R   THEIR 

CELEBRATED     WHEELS, 

EITHER   SINGLE  OR   DOUBLE   PLATE, 

WITH     OR    WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    ESoIlecI    Axles, 

In  the  beat  manner,  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 

apg 

A  Book  for  Evert  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

"For  Post-Masters  and  Business  Men. 

CONTAINING 

J.  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post-Offices;  Pates 
of  foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  a?id  Pegular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post- Office  De- 
partment, &c,  <£c. 

COMPILED  BY  E.  PENROSE  JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE   FOLLOWING  CERTIFICATE. 
U.  S.  Blame  Agency,  Cincinnati  Post-Office,) 
January,  1S59.     { 
This  work  has  been  carefully  compiled  and  corrected  by 
13  .  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
;     ncinnati  P.  O.,irom  the  Records  in  this  Department,  and 
Her  sources,  and  contains  the  most  complete  list  of  Pnst- 
©Sices.  especially  of  the    Western,   North-Western,  and 
South-Western  States,  yet  published. 

MAHLON  II    MEDARY, 
Agem  and  Inspector  of  Planks,  <£x.,for  P.  O.Dc-part. 

The  book  makes  an  actavo  pamphlet  of  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
oiler  is  promptly  advised  of  all  New  Offices,  Changes  and 
"Regulations  of  the  Department,  the  information  is  eorractsd 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
«e)8,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  1856.  There 
are  30C0  more  offices  in  this  than  in  any  book  heretofore 
issued.  T7te  Price  is  one-half  that  of  any  work  of  the  kind 
now  published' 

itj-  Single  copies  sent  by  mai](postag  prepaid)  to  any 
address,  upon  receiving  Twenty-tive  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  Twelve 
Copies  for  $2.00 

Addreai.  C  S.  W1LL1IAWS. 

•^.104  Walnut  Street, 
t_»Ur.H  10  ;        -  Cincinuoti,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


W 


M.  KTJrttNER  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 

BRANCn  OFFICES: 


Louisville,  Ky., 
Lafayette,  lnd., 

Indianapolis,  Ind., 


Columbus,  0., 
Dayton,  0., 

Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
importantimproveroents.  at  a  reduction  on  former  prices ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
Bame  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty'Five   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

][^pSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febia.  WM.  SUMNER  &.  CO. 

GEO.  D.  WINCHELL  &  BRO., 

172  Mm  Street,  bet.  Ath  and  5*A, 
CINCINNATI,  0. 
Sole  Manufacturers  o  i  McGowan'  0  Double  Action 

SUCTION  &  FORCE  PUMP 


Compound  Steam  Pumping  Engine, 

WOULD  respectfully  invite 
the  attention  of  RAILROAD 
Companies,      Manufacturer 
Distillers,  Miners,  and  the  put  J 
lie  generally  to  these  Pumps 
as  the  best  Pump  now  in  use* 
and  acknowledged  by  allwLO 
have  used  them  to  be  perfect- 
are  simple  iu  their  construe 
tion,  compact, durable  and  not 
likely  to  get  out  of  order;  weP 
adapted  for  Steamttoats,  Rail 
road  Water  Stations  Distille 
ries.     Breweries,     Furnaces 
Mines,  Rolling  Mills,  Papc 
-  w     1,-1.1         Mills,  Factories,  Wells,  CU 
.    itiouary  Pile  Kngines, Garden  Knginesandl*, 
all  purposes  where  a  Pump  can  be  used.    Also,  for  for- 
cing a  large  body  of  water  to  a  great  heigh  lor  distance 
rapidly. 

Also,  McGowan  s  Patent  Ball  ValyePump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c.  Hose  Couplins 
Lead  Copper  and  Gas  Pipe  furnished  at  the  u  we  6t  ma* 
feel  prices. 

Full«nd  perfect  atisfactionguaranteed  in  allcases, 
when  properly  put  up  according  to  directions. 

0  rders  thankfully  received  and  promptly  fill  edat  the 

shortest  notice. 

S1LVKK    WKDAj      (The  highest    prize)  awarded 

epe  punipBandSteam  dumping  Engine  atth    Ute  Pa 

Oo.o  fc'Of  In  Dies'  JiiBtitule,  J»*'**»  1S»  1855—  1 


terns, 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  <fe  CO.,  Johnstown,  Cambria  Co., 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,  m.6. 

"FREEDOM  iron  (MpasyT 

MANUFACTCTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Pi4on  Rods, 

Bur  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Milflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashionei! 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  JuneQ. 

New  Time  Table 

OF    THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp..  7  HO  a.  m. 

Mail 9.H0  a.  M. 

New  York  Exp. .  11.15  a.  m. 

Night  Exp 5.00  P.M. 

Utica  Accom'n..  6  oo  p.  m. 

N.  Y.Mail I1.I5P.  m. 

Leave  Buffalo, 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 

Mail 

Cleveland  Exp..  6.00  p.  m. 


Arc  Buffalo. 

7  IB)  p.  m. 

12.50  a.  M. 

H-CU  p.  M 

4.00  a.  II. 

Ar.  TJ.  10.(10  p.  u 

10.0  a.  «. 

Leave  Bridge. 

5.15  a.  u. 

8.00  a.  M. 


Cincinnati  Exp.  11.00  p. 
TJtica  Accom'n.. 


K. 


Ait.  S.  Br. 

7  00  p.  K. 

9.00  p.  M. 
4.00  a.  m. 

10.00  a,  h 
Ar.  Alb'y 
3  30  p.  «. 

8  00  p.  v, 
2.30  p.  u 
4. JO  a.  H. 
8.30  a.  K, 

10.00  a.     , 


CINCINNATI 

LOCOMOTIVE  WORKS, 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  iu  efficiency  and  durability  to  the  befi>  Paste 
manufacture.   Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  .shops.     Also,  all  kinds  of  heav 
forgingandcastingdoneatshortnotice.  Aleo.boltsfo 
bridges  cu    with  dispatch. 
b  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  underthe  superintendence  01  Col-  E.  \Y  % 
MORGAN;  a  distinguished  greduate  01  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  iu  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chines, Construction, Agriculturalc'hetnistry  and  Mining 
Geology  ;  also  iu  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studiesto  sni 
time  means, and  objectofProfessioiiaIpreparauon,both 
betore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  $102 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  **  Military  Institute 
Franklin  Springs,  Ky,  **or  the  undersigned. 

P.  DUDLEY. 
Presldentoftb   Boar 
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E.  D    MANSFIELD,  -        -    )    _... 

T.  WRIGHTSOJU.        -  -       (   Editors. 

CINCINNATI: 
Thursday   Morning,    Aug.  1G,  18G0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERT  TBU&&DAX  HORNING, 

BY  WSIGHTSON  &  CO. 
OFFICE -No.  167    "Walnut    Street. 

SUBSCRIPTIONS — $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  ]3s.  (id.  (33)  payablein 
advance. 

'  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

Onesquare,.-,ingleinsertion, $1  00 

"        "        per  month, 3  00 

"        "        six  months, 12(1(1 

"       "        per  annum, 2(100 

"    column,  single  insertion 5  (K1 

"       '■        per  month, 10  00 

"       "       six  months, 40  00 

S"        *'        perannum, 80  00 

•'    page,  single  insertion, 15  00 

"        *'         per  month, 25  00 

"        •'         sixmonths, 110  00 

"       "        perannum 200  00 

Cards  notexceeding  four  lines,  g5, 00  perannum. 

SHE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subseribersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled  the  bills  and  ordered  them 
liscontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

Advance  on  the  Freight  Rates  for  Flour 
and  Fodrth  Class. — On  after  to  day  the  ad- 
vance agreed  upon  last  week  in  rates  from  Cin- 
cinnati to  the  Eastern  cities,  on  flour  and 
fourth  class  freight,  will  be  observed  by  the 
several  roads.  The  following  is  the  schedule 
of  rates  to  the  principal  points  east  and  west, 
as  established  by  the  freight  agents. 

Cincinnati  to —  1st         2d       3d     4th  Flour 

New  York,  all  rail $135  105  85  55  110 

"           rail  and  water. .    1  37  97  6(1  50  1  00 

Boston,  all  rail 145  113  90  60  120 

"            rail  and  water-.    1  37  1  05  85  55  1   10 

Philadelphia,  all  rail 120  95  fr'O  50  100 

"           rail  and  water. .    1  12  87  75  45  90 

Baltimore,  all  rail 1    10  85  70  45  90 

rail  and  water. .    1  (1-2  77  65  40  80 

■Buffalo,  all  rail fili  55  45  30  55 

"            rail  and  water. .       58  47  40  25  45 
Dunkirk,  rail  and  water....      58  47  40  25  45 
Albany,  Troy  and  Schenec- 
tady, all  rail 135  103  f8  55  110 

Albany,  Troy  anil  Schenec- 
tady, rail  and  water 123  98  83  50  100 

Detroit 40  35  25  20  40 

Clevtland 40  S5  25  20  40 

Toledo 40  35  25  20  411 

Chicago,  Rll  rail 75  00  50  35 

Milwaukee,  all  rail 75  60  50  40 

Sandusky,  all  rail  40  35  25  20  40 

The  above  rates  were  yesterday  concurred 
in  by  the  Committee  of  five  Presidents,  who 
also  established  the  following  prices  to  South- 
ern points,  being  an  advance  of  about  five  cents 
per  cwt.  on  previous  rates : 

Cincinnati  to —                    4th  class  Pork  Whiskey 

Richmond,  Va 53  184            187 

Petersburg,  Va 60  195 

Charleston,  S.  C 70  2  17 

The  rate  for  flour  to  Charleston  was  fixed 
at  §1  35. 


THE  NEW  CHOP  AND  ITS  EFFECTS 
ON  EAILK0AD  STOCKS- 

Two  facts  are  already  apparent  in  Railroad 
operations.  One  is,  that  already  the  receipts 
of  all  the  roads,  running  through  the  produc- 
ing districts,  are  enlarged.  The  roads  of  Illi- 
nois, Michigan,  Iowa,  Ohio  and  New  York,  are 
nearly  all  doing  a  much  larger  business,  and 
increasing  their  monthly  receipts  from  5  to  30 
per  cent.  This  is  a  state  of  things  we  antici- 
pated, when  in  times  past  we  stated  our  firm 
conviction,  that  the  greater  part  of  Railroads 
in  this  country  would  eventually  be  good  stock. 
The  period  of  adversity  through  which  they 
have  passed,  however  discouraging  to  the 
proprietors,  will  be  of  most  invaluable  service 
in  the  future  management  of  the  roads.  It 
has  compelled  them  to  economise,  and  taught 
them  how  to  do  it.  The  roads  are  all  managed 
at  fourth  less  cost  now,  than  they  would  have 
been,  if  their  early  prosperity  had  continued. 
It  was  only  by  going  through  such  a  season  of 
trial,  that  the  English  roads  have  been  made 
profitable,  and  yet  they  are,  in  spite  of  all  opera- 
tions to  the  contrary.  Some  of  the  worst,  and 
least  promising  roads  in  England  are  now 
prosperous.  The  secret  consists  in  learning 
the  art  of  good  management.  Debts  must  be 
funded,  cost  of  running  must  be  reduced,  and 
leeches  must  be  cut  off 

The  present  change  for  the  better  in  the 
Western  and  Central  Roads,  is  no  doubt,  owing 
largely  to  the  increase  of  profits  from  the  in- 
crease of  crops.  The  crop  of  1860  is  an 
enormous  one,  but  this  did  not  begin  to  be 
felt  till  the  1st  of  July,  and  is  only  now  begin- 
ning to  show  its  effects  on  Railroads.  Few 
persons,  we  imagine,  understand  what  an  im- 
mense influence  the  crops  of  1860,  will  have 
on  Railroads.  Some  idea  of  it  may  be  formed 
from  the  consideration  of  the  fact,  that  it  is 
not  the  whole  crop  but  the  surplus,  which 
creates  freight  for  railroads.  Hence,  if  (for 
example)  10  represents  the  consumption  of  the 
given  region,  and  the  whole  crop  be  15,  18  or 
20,  it  is  plain,  that  5,  8,  10  will  represent  the 
amount  to  be  carried,  that  in  other  words,  if 
the  crop  be  15,  the  amount  to  be  carried  will 
be  represented  by  5,  but  if  the  crop  be  20,  the 
carriage  will  be  10.  In  other  words,  an  in- 
crease of  thirty-three  per  cent  in  the  crop,  will 
increase  the  surplusto  be  carried  100  per  cent. 
Hence,  we  estimate  the  grain  to  be  carried  in 
1860-61  over  the  Western,  and  Central  Rail- 
roads at  threefold  what  it  was  in  1858-59.  If 
we  are  correct  in  this,  th?  effect  on  railroads 
will  be  very  great,  and  very  favorable.  For 
there  is  another  thing  also  to  be  considered. 
The  cost  of  carrying  this  additional  freight 
will  be  far  less  proportionally  than  the  cost  of 
carrying  a  smaller  quantity.  Thus  the  roads 
will  gain  both  ways,  by  the  greater  quantity 
and  the  less  relative  cost. 

Some  estimate  of  this  effect  on  railroad 
stocks  may  be   gathered   from   the   following 


statement  of  relative  crops,  in  1840,  1850, 
and  1860.  It  will  be  observed  that  the  crop 
of  1849,  (which  was  in  the  census  of  1850)  was 
a  poor  one.  So  was  that  of  1859  ;  but  we  are 
now  speaking  of  1860,  the  present  year,  but 
which  of  course,  must  be  estimated  only,  but 
for  this  estimate  we  have  very  good  data.  The 
Statistical  Office  of  Ohio  shows  the  crops  of 
this  State  for  every  year,  while  we  have  those 
of  New  York  and  Massachusetts  for  1855,  and 
we  have  general  accounts  from  all  parts  of  the 
country,  we  have,  then,  this  result: 

Grain  Crops  of  1840 615,000,000 

"  "      1H50 867,1  Ul),000 

"  "      180(1 1.3110,000,000 

It  will  be  observed,  that  the  increase  of  crops 
from  1840  to  1850  was  40  per  cent.,  aud  that 
from  1850  to  1860,  50  per  cent.  There  is 
probably  a  greater  difference  than  that  (10 
per  cent)  for  all  accounts  agree  that  the  crops 
of  1860  are  in  all  grains  remarkably  good. 
The  increase  of  population  is  35  per  cent.  If 
then  we  take  35  per  cent  of  the  grain  of  1850, 
we  find  it  would  give  1,150,000  bushels,  or  one 
hundred  and  fifty  millions  less  than  the  actual 
crop.  Now  this  150,000,000  bushels  is  all  a 
surplus  beyond  a  surplus,  that  is  above  the  or- 
dinary proportion  of  surplus.  If  we  suppose 
it  costs  an  average  of  5  cents  per  bushel  to 
carry  this  grain,  it  wil  amount  to  seven  millions 
five  hundred  thousand  dollars.  We  have 
made  this  estimate,  in  a  very  general  way,  but 
we  venture  to  say,  that  the  additional  freights 
of  grain,  on  the  Western  and  Central  Roads, 
for  the  current  year,  will  amount  to  this  sum, 
and  probably  more. 

If  we  are  correct  in  this,  and  we  think  there 
is  no  doubt  of  it,  then  (taking  into  considera- 
tion also  the  necessary  increase  of  passengers, 
and  the  greater  activity  of  general  commerce) 
the  increase  of  railroad  profits  must  be  great. 
Indeed,  we  should  not  be  surprised  to  find  both 
the  public,  and  the  proprietors  of  the  roads 
startled,  by  results  which  were  beyond  their 
anticipations.  It  must  be  recollected,  bythose 
who  would  judge  our  Railroads  fairly,  that 
most  of  them  have  labored  under  great  disad- 
vantages. We  may  mention  three.  1.  Since 
1855,  the  West  has  really  not  had  one  full  crop 
of  grain.  2.  The  roads  generally  created  a 
loose  unfunded  debt,  which  greatly  embarrassed 
them.  3.  That,  at  this  very  time,  they  had  to 
finish  the  roads,  in  parts,  which  had  not  been 
estimated.  The  cost  was  much  greater,  tha 
roads  were  clogged  in  their  busines,  and  that 
business  diminished.  Fairer  times  are  now 
opening  upon  them,  and  for  those,  who  have 
had  faith  and  patience,  there  will  be  a  reward. 


Mr.  E.  W.  Fernie,  one  of  the  English  Direc- 
tors in  the  Marietta  &  Cincinnati  Railroad,  was 
to  sail  from  New  York  for  Europe  yesterday, 
for  the  purpose  of  making  a  report  to  the  Eng- 
lish bond-holders  of  matters  connected  with 
the  recent  sale  of  the  road  and  the  new  organ- 
ization sf  the  Company.  He  also  expects  to 
make  an  arrangement  for  the  advance  of 
$1,000,000,  to  be  used  in  putting  the  road  in 
thorough  condition  for  business. 
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THE  CE3SWS. 

Several  paragraphs  are  going  the  rounds  of 
the  in. ivi  -papers,  stating  that  the  census  of  cer- 
tain States,  anr]  places  had  been  returned,  and 
established  so  and  so.  This  is  all  incorrect. 
Scarcely  any  returns  have  been  made  to  the 
Census  Department,  and  those  only  scattering; 
nothing  is  yet  known  determinatcly,  and  can 
not  be  till  October.  In  the  meanwhile,  we  un- 
dertake to  say,  that  we  can  give  the  results  of 
the  Census  by  sections,  with  so  much  accuracy, 
that  the  actual  Census  will  vary  but  little  from 
it.  In  order  to  test  this,  we  will  put  on  record 
the  following  results,  as  determined  by  our 
calculation.  It  will  be  curious  to  see  how 
near  a  calculation  may  be  made. 
New  England. 


Massachusetts. . . 

Connecticut 

Maine 

New  Hampshire-. 

"Vermont 

Khode  Island.... 


]  ,250,000 
4V1I.IIHU 
600,000 
330,0110 
3U>.  1100 

iso.ooo 


Aggregate 3,181'.  (1(1(1 

In  1850. 2,730,1  CO 

Increase IJnerct. 

CENT11AL   STATES. 

New  York 3.900,000 

NewJersey 650,1)0 

Pennsylvania S,9O0,OO0 

Maryland 700.(1(10 

Delaware 1(10,0110 


Aggregate  ... 

In  1850 

Increase.. 


SOUTHERN   ATLANTIC. 


Virginia 

Georgia 

North  Carolina. 
South  Carolina. 
Florida 


8,55(1,000 
6,572,000 

25  per  ct. 

1,700.000 

I,tl"0,000 

000,01:0 

750,000 

151 ,000 

Aggregate 4,500,0(10 

In  1850 3,753,000 

Increase 20  per  ct. 

NORTH   WEST. 

Ohio 2,400,000 

Indiana 1,200,000 

Illinois 1,800,000 


Michigan. 

Wisconsin. 

Minnesota. 

Iowa 

Missouri... 
Nebraska. . 

Kansas 

Dakota 


600,(100 

600,000 

300,000 

500,1  00 

1,100,000 

40,0110 

100,100 

6.000 


Aggregate 8,646,000 

In  1850 5.410,010 

Increase 60  per  ct. 


SOUTH   WEST. 


Alabama  — 
Mississippi. 
Louisiana. . 

Texas 

Arkansas... 
Tennessee. 


1 ,000,000 

800,000 

6011,1101) 

6U  ,0,.C 

300,000 

1,200,000 

Kentucky 1,100,000 


Aggregate 5,600  000 

In  If 50 4,300,000 

Increase 30  per  ct. 


The  aggregate  may  be  slightly  under  the 
fact,  but  not  very  much  The  immigration  to 
the  United  States,  in  the  last  ten  years,  has 
been  very  great,  and  unquestionably  has  run 
up  the  population  of  some  of  the  new  States, 
beyond  the  common  estimate. 

The  North  West  has  increased  much  the 
most  rapidly,  and  will  continue  to  do  so,  for 
many  years  to  come.  The  South  West  has 
also  increased  immensely,  The  Pacific  has  of 
course  come  forward  rapidly,  but  as  its  agri- 
cultural advantages  are  not  great,  it  will  not 
probably  grow  very  fast,  in  the  end.  Its  mines 
and  ports  are  the  only  great  temptations  to 
population. 


PACIFIC. 


California- .. 

Utah 

Oregon 

Washington. 


400,000 
50,000 

100.000 
10.01)0 


Aggregate 560.000 

In  I85( 120,000 

Increase 350  per  ct. 

We  have  omitted  New  Mexico,  whose  popu- 
lation is  about  50,000. 

The  aggregate  stands  thus : 

New  England 3.180,000 

Central  States 8,250,000 

Southern  Atlantic 4,500,1:00 

North  West 8.646.0I  0 

SouthW'es; 5,6011,000 

Pacific 560.0110 

Aggregate 30,736,000 


NATIONAL  AGSICULTUEAL  FAIR. 

The  Eighth  Annual  Exhibition  of  the  U.  S. 
Agricultural  Society,  is  to  be  held  in  Cincinnati 
on  the  12th  proximo,  and  will  continue  until 
the  20th. 

We  learn  from  the  Journal  of  Agriculture, 
that  the  arrangements  are  on  a  scale  of  liber- 
ality hitherto  unequalled.  Premiums  to  the 
large  amount  of  §20,000  are  to  be  distributed, 
and,  in  addition  to  all  the  departments,  many 
branches  of  mechanical  industry  are  invited  to 
compete.  With  premiums  as  high  as  five  hun- 
dred dollars  for  the  best  horses  in  different 
classes  are  others  equally  liberal  for  steam 
ploughs,  stationary  and  portable  steam  en- 
gines, and  other  modern  farm  implements. 
The  grand  gold  medal  of  honor  is  this  year  to 
be  awarded  to  the  best  threshing  machine. 

This  exhibition,  no  doubt  will  draw  together 
large  delegations  from  all  parts  of  the  U.  S.  and 
Canada,  as  the  agriculturists,  stock-raisers  and 
mechanics  of  all  the  States  and  the  adjacent 
British  Provinces,  are  invited  to  participate  in 
the  exhibition,  and  from  the  extensive  arrange- 
ments on  foot  it  is  likely  to  prove  of  ver}'  great 
interest.  The  grounds  will  be  fitted  up  in  the 
best  manner,  and  there  will  be  a  track,  one  mile 
in  length  and  forty  feet  in  width,  for  the  exhi- 
tion  of  horses.  Every  facility  will  be  offered 
for  the  exhibition  and  trial  of  implements  and 
machines;  and  as  the  exhibition  will  be  open 
eight  days,  it  is  hoped  that  there  can  be 
those  "tests"  so  necessary  to  give  value  to 
awards. 

The  delay  which  has  heretofore  attended  the 
distribution  of  medals  will  be  avoided,  as  they 
have  already  been  ordered  at  the  United  States 
Mint. 

The  present  officers  of  the  society  are,  Hon. 
Henry  Wager,  President,  who  is  ably  seconded 
by  the  Executive  Committee,  who  are  also 
working  members  of  prominent  State  agri- 
cultural organizations,  viz:  Mr.  Huntington, 
President  of  the  New  York  State  Society  ;  Mr, 
Wilder,  President  of  the  Massachusetts  State 
Board  of  Agriculture;  Mr.  McGowan,  Librarian 
of  the  Philadelphia  Society  for  promoting  Agri- 
culture; Mr.  Merryman,  President  of  the 
Maryland  State  Agricultural  Society;  Mr. 
Smith,  Treasurer  of  the  New  Hampshire  State 
Agricultural  Society ;  Mr.  Ware,  President  of 


the  Virginia  Agricultural  Society;  Mr.  Can- 
non, of  the  Iowa  State  Agricultural  Society 
and  Mr.  Poore,  (the  indefatigable  Secretary,) 
who  is  an  experk-nced  farmer  and  formerly  a 
member  of  the  Massachusetts  Board  of  Agri- 
culture. These  gentlemen,  with  a  Vice  Presi- 
dent from  each  State  anl  Territory,  form  a 
truly  national  organization,  which  is  doing 
much  to  promote  the  prosperity  of  the  agricul- 
ture of  the  United  States. 

The  Society  is  supported  by  fees  for  mem- 
bership, and  by  proceeds  of  its  exhibitions. 
At  these,  upwards  of  3150,090  have  been  dis- 
tributed in  premiums,  and  nearly  £100,000 
have  been  expended  in  preparing  the  grounds 
and  meeting  the  necessary  outlays,  leaving 
barely  enough  in  its  treasury  to  pay  current 
expenses.  The  total  amount  of  salaries  paid  to 
its  officers  is  SHOO  per  annum.  A  knowledge 
of  these  facts  induced  Congress,  at  its  recent- 
session,  to  incorporate  the  Society,  after  a 
thorough  scrutiny  of  its  objects  and  operations 
by  committees  of  the  Senate  and  of  the  House. 


The  following  is  an  approximate  state- 
ment of  the  earnings  of  the  Pittsburg,  Fort 
Wayne  and  Chicago  Railroad  Company  for  the 
month  of  July,  1860,  compared  with  the  same 
period  of  last  year,  viz: 

I860.  1859.  Inc.  Dec. 

Freight S78.1I8C0    56.93127!    21.186  77     

Passengers 56,018  93    54.36129      1,657  64     

Express 2.600  10      3.250  CO     650  00 

Ma.ls 7,825  00      7,825  00     

KoadRent 7,083  33      5,500  00       1.5-3  33     

Kents.Mis 883  75         314  91  568  84    


Total §152,529  01  128;1S2  43     24,340  58 

Ear'ngs,  Jan. 

1,  to  July  3 1.51, 174,6 15  52  958,871  86  215.743  66 


Cleveland  and  Mahoning  Railroad  Com- 
pany.— Editors  R.  R.  Record.  The  earnings 
and  expenses  of  this  road  for  July,  were  as 
follows : 

1859.  1860.  Increase. 


Passengers. 

Freight 

Coal 

Mail 


$4,521  01 
9.116  56 

8.591  82 
262  50 


S  4.870  63  S    319  62 

11,031  51  1.914  95 

17,929  71  9,337  89 

418  75  156  :5 


Gross  Earnings..    522,491  S9        §31.250  60       §11."5S71 
Expenses fc.056   13  11,709  95  3,653  82 


Net  Earnings....    $14,435  76        J22.540  65  8,104  89 

Chas,  L.  Rhodes, 
Tire  Pres't.  and  Supt 


Street  Railways  in  New  York. — The  an- 
nual report  of  the  City  Railsoads  to  the  Secre- 
tary of  State,  furnishes  the  following  figures: 

Number  passengers  carried.         P.eceipts. 

1858.  1S59.  1S58.  1859. 

Third  Avenue 7,915.462  9,974.. 01    §1(8.055  $5"5.95 

Eighth  Avenue... 6,i 68,2a3  7.589,917  338,410       379.500 

Sixth  Avenue 5.6(1.357  6,479,129  230.618       323.956 

Second  Avenue.  .4,504.645  5,1*2,011  227,457       £62.166 

Harlem 3,069,721  3,498,113  153,486       261,983 

Expenses.  NetEamin?s. 

1858.  1859.  1858.  18.59. 

Third  ATenue §242,8(1  $307,185  §16  '.-.44  $195,763 

Kighth  Avenue 177,753  252,972  160.657  126,631 

Sixth  Avenue 17S.216  216.685  183,391  107.271 

Second  Avenue...    19,704  180,614  K  7,753  81,522 

Harlem 82,882  130,190  70,604  131,803 

The  increase  of  passengers  on  the  Third 
Avenue  is  the  largest,  being  over  26  per  cent.; 
that  of  the  Eighth  is  11  per  cent.:  Sixth,  16 
per  cent.:  Second,  15  per  cent.;  and  Harlem, 
14  per  cent  The  average  is  15  J  per  cent.  At 
this  rate   of  increase  we  shall  soon  require 
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double  he  quantity  of  street  railway  accom- 
modations to  do  the  passenger  business  be- 
tween the  two  ends  of  the  island.  The  Har- 
lem has  everything  to  hope  for  in  extension 
through  Madison  Avenue,  and  could  be  made 
one  of  the  most  popular  routes  of  any. 

**&*t 

WILLIAMSPORT    AND    ELMIRA 
RAILROAD. 

FROM   THE    REPORT  OF    THE    MANAGERS. 

During  the  past  year  a  most  valuable  con- 
tract has  been  signed  between  this  company 
.and  the  Buffalo,  New  York  and  Erie  Compa- 
ny, by  which  that  road  will  probably  hereafter 
constitute  our  principal  connection  with  Buffa- 
lo and  the  Northwest. 

Its  able  President,  Mr.  Patchin,  appreciating 
the  present  and  growing  importance  of  the 
Southern  trade  and  travel,  has  contracted,  in 
consideration  of  securing  to  him  that  traffic, 
to  take  all  coal  and  pig  iron  for  us,  from  Elmi- 
ra  to  Buffalo  and  Rochester,  at  very  low  rates, 
on  their  return  cars  from  New  York  city. 
These  run  under  the  trestle  work  of  this  com- 
pany at  Elmira,  and  loading  with  coal  and  iron 
from  our  cars,  pass  on  to  Buffalo,  furnishing  a 
return  freight  to  them  at  low  rates,  and  open- 
ing facilities  to  us  for  reaching  the  lakes  at 
prices  otherwise  impossible. 

Among  the  various  difficulties  the  Managers 
have  had  to  contend  with  in  organizing  the 
business  of  our  road,  not  the  least  has  been 
the  failure  of  so  many  of  its  established  con- 
nections. 

Two  years  ago  the  regular  line  between 
Philadelphia  and  the  Lakes  was  by  the  Canan- 
daigua  and  Elmira  and  Canandaigua  and  Ni- 
agara Falls  Railroads.  This  last  named  road, 
after  innumerable  struggles,  has  literally  pass- 
ed out  of  existence,  having  been  taken  charge 
of  by  the  New  York  Central  Company,  its 
guage  altered  and  its  track  partially  taken  up. 

This  leaves  a  wide  gauge  link  from  Elmira 
to  Canandaigua,  between  two  narrow  gauge 
roads,  the  New  York  Central  and  our  own. 

This  wide  gauge  link  is  owned  by  two  sepa- 
rate and  distinct  corporations,  the  Chemung 
Railroad,  a  solvent  company  owning  its  road 
free  from  debt,  from  Elmira  to  Jefferson,  at  the 
head  of  Canandaigua  Lake,  and  the  Canan- 
daigua and  Elmira  Company,  the  last  remnant 
of  the  old  ownership  of  the  line  from  Jeffer- 
son to  Canandaigua,  an  unfortunate  road, 
which  after  five  separate  foreclosures,  in  the 
past  two  years,  has  finally  passed  into  the 
hands  of  its  first  mortgage  bondholders;  and 
so,  at  length,  apparently  reached  the  end  of 
its  financial  difficulties. 

In  the  lease  of  these  roads  to  the  New  York 
and  Erie  Company,  provision  is  made  for  the 
narrowing  of  the  guage,  or  the  laying  of  an 
inner  rail,  whenever  the  business  will  justify 
the  expenditure. 

When  this  shall  have  been  accomplished,  a  di- 
rect connection  of  uniform  gauge  will  exist 
from  Philadelphia,  New  York  and  Baltimore, 
over  the  Williamsport  and  Elmira  road,  to  the 
lakes,  by  the  New  York  Central  road,  a  power 
ful  corporation,  whose  officers  thoroughly  ap- 
preciate the  importance  of  our  trade  and  tra- 
vel, and  tender  us  a  cordial  alliance  and  am- 
ple pecuniary  assistance  in  the  completion  of 
this  narrow  gauge,  whenever  it  is  decided  upon 
and  arranged  with  the  present  lessees. 

Much  has  also  been  accomplished  the  past 
■  year,  in    establishing  and    consolidating   our 
connections  with  other  roads. 

In  conclusion,  the  Managers  would  call  the 


attention  of  the  stokholders  to  the  annual  ac- 
counts appended,  as  also  to  the  report  of  the 
Superintendent  of  the  road,  detailing  its  vari- 
ous operations. 

By  order  of  the  Managers. 
(Signed) 

THOS.  KIMBER,  Jr.,  President. 


SUPERINTENDENT'S  REPORT. 

Wilt  iamsport  and  Et.mira  Railroad,  1 
Superintendent's  Office.  Elmira,  185D.  j 
Thomas  Kimber,  Jr.,  Esq.,  Prest. 

Pear  Sir: — You  will  please  find  herewith 
the  annual  statement  of  the  business  of  the 
Williamsport  and  Elmira  Railroad  for  the  year 
ending  March  31st,  1859. 

1st.  The  operating  expenses  havebeen  some- 
what reduced  from  the  previous  year,  notwith- 
standing we  placed  22,300  ties  in  the  track, 
and  140  tons  of  new  iron  in  the  place  of  old 

2d.  The  earnings  have  fallen  considerably 
short  of  the  amount  for  the  previous  year, 
which  is  attributable,  in  a  great  degree,  to  the 
competition  and  low  rates  charged  by  the  va- 
rious railroads  for  freight  and  passengers,  also 
from  the  fact  that  very  few  furnaces  and  man- 
ufacturing establishments  have  been  in  opera- 
tion in  western  New  York,  which  receive  their 
supplies  of  coal  and  iron  very  largely  from 
Pennsylvania,  via  Williamsport  and  Elmira 
Railroad,  thereby  cansing  a  diminution  of  ton- 
nage of  coal.  Still  there  are  some  features  of 
the  year's  business  that  are  promising  for  the 
future;  for  instance,  the  tonnage  of  products 
of  the  forest  exceeds  last  year's  by  9,188,747 
pounds;  the  products  of  animals  exceed  those 
of  last  year  1,324,265  pounds;  the  tonnage  of 
vegetable  productions  is  somewhat  less  than  for 
last  year,  owing,  in  part,  to  the  strong  competi- 
tion for  freights,  and  the  failure  of  crops.  The 
tonnage  of  other  agricultural  products  exceed 
the  last  year  85,123  pounds.  There  is  a  de- 
crease in  merchandise  tonnage  of  3,301,140 
pounds.  The  tonnage  of  other  articles,  which 
consists  of  stone,  lime,  sand,  gypsum,  coal  and 
sundries  have  fallen  short  of  last  year  35,104,- 
607  pounds,  or  17,552  tons,  while  the  entire 
tonnage  of  this  year  only  fallsshort  of  last  year 
12,867  tons,  by  which  it  will  be  seen  that,  had 
there  been  the  usual  demand  for  coal  and  iron, 
our  tonnage  would  have  been  in  excess  of  last 
year;  or  rather  that  our  miscellaneous  freight 
has  really  increased,  notwithstanding  the  gen- 
eral depression  in  all  business.  The  amount 
received  per  mile  per  ton  this  year,  is  2.28 
cents;  last  year  2.32.  The  number  of  passen- 
gers carried  this  year  falls  short  of  last  year 
571.  The  rate  received  per  mile  for  passen- 
gers last  years  was  2.66  while  this  year  it  is 
2.56.  I  wish  to  call  your  attention  particular- 
ly to  the  running  expenses,  by  which  you  will 
see  that  the  expenses  for  road-bed,  &c,  are  in 
excess  of  last  year  $4,780  50,  while  every 
other  expense  is  less;  the  expenses  for  road- 
bed repairs  consist  in  the  purchase  of  ties  and 
re-rolling  iron. 

I  have  the  pleasure  of  saying  that  we  have 
had  no  accident  on  the  road  during  the  year, 
by  which  any  damage  has  been  done.  But 
once  during  the  year  have  we  bad  a  passenger 
train  off  the  track,  and  then  it  was  thrown  off 
in  the  night  by  running  over  an  animal.  Both 
passenger  and  freight  trains  have  been  run 
with  great  regularity,  and  much  credit  is  due 
to  the  operatives  for  the  care  and  vigilance 
exercised  by  them  in  the  discharge  of  their  re- 
spective duties.  Our  motive  power,  cars  and 
track  are  in  good  order,  and  I  am  happy  to  say 
the  present  prospect  for  business  is  quite  flat- 
tering.        Yours  Respectfully, 

(Signed)        J.  A.  RED  FIELD,  Supt. 


abstract  running  expenses,  from  april  1st, 
1858,  to  march  31st,  1859. 

Maintaining  road-bed  and  real  estate: 

Repairs  road-lied §24.2-9  60 

Repair  truss  bridges 1,481  II 

Repairs  building 123  74 

Repairs  fences  and  gates "62  19 

Tuxes 1.C93  30 

Repairs  of  machinery. 

Passenger  engines  and  tenders 3,259  27 

Freight  engines  and  tenders 3,399  69 

Passenger  and  baggage  cars 1.994  83 

Freight  cars   3,366  90 

Tools  and  machinery  in  shops 3f7  32 

Incidentals  and  salaries 2,550  CG 

Operating  road: 

Office  expenses  and  stationery 874  72 

Ageuts 1,63(1  (JO 

Cierks 1,132  15 

Labor,  loading  and  unloading 3,390  08 

Porters,  watchmen  and  switcNmen 4,616  lb 

Wood  and  water  station  attendance 83"  76 

Passenger  conductors  andbaggagemen 3.420  00 

Passengerbraketnen 938  10 

Freigbt'conductois - 1,449  99 

Freight  brakenien 1,815  43 

Passenger  enginemen  and  firemen 3,414  34 

Freight  enginemen  and  firemen 3, 1 48  72 

Fuel,  cost  and  labor 11,200  00 

Oil,  10  ate  and  tallow: 

For  passenger  engines 1/97  43 

For  freight  engines 1,192  81 

For  freight  and  coal  cars -  9i'.8  10 

Kor  passenger  cars 374  78 

Forporters,  watchmen  and  switchmen 8  00 

For  shops 203  52 

For  truck 58  40 

Foroffices 22  40 

Loss  and  damage: 

On  goods  end  baggage 227  63 

On  propei  ty  (cattle  killed  and  by  fire) £4  19 

General  Superintendent 

Salary 1,099  99 

Incidentals  and  contingencies 560  20 

Miscellaneous: 

Repairs  of  waterworks 4  28 

Telegraph  expenses *.  1,580  49 

Switching  with  engines 1.066  (12 

Through  line  expenses 6,0^5  41 

$.95,662  25 

TRANSPORTATION    ACCOUNT,    1858-59. 

1859,  4th  month,  1st  Dr. 

To  running  expenses  for  current  year,  viz: 

M.iint  lining  road-bed  and  real  estate $27,318  91 

Repairs  of  machinery 14,967  07 

Operating  road 37,869  50 

Oil  and  waste 3.8b'8  53 

Loss  and  damage 311  82 

Contingencies,  incidentals  and  superintendent's 

Salary 2,5Sn  13 

Miscellaneous, , 8." 36  20 

Bulunoe  to  credit  of  proflt  and  loss <J6,3<!8  33 

8191,970  68 

1859,  4th  month,  1st  Cr. 

By  amount  passenger  receipts ,  ,,.S6 1,788  37 

Freight  receipts 112,741   12 

Sundry  receipts,  including  mail  pay,  express,  &c  17,441  19 

191,976  58 

PROFIT  AND  LOSS  ACCOUNT,  1858  AND  1859. 

1859,  4th  month,  1st,  Dr, 

To  sundries $697  7" 

To  coupons,  first  mortgage  bonds,  paid  this  year, 

unfunded 37,730  00 

To  coupons,  second  mortgage  bonds,  paid   this 

year,  unfunded 700  00 

To    coupons,  chattle  mortgage  bonds,  paid   this 

year, 12,041  66 

To  interest  account  forb.ilance  of  interest  un- 
funded paid  this  year 12,599  18 

To  expense  account,  including  expenses  of  Phil- 
adelphia office  and  salaries,  counsel  fees,  sta- 
toinery,  advertising  publishing,  &c ,...   10,937  06 

To  insurance   account,  on   buildings,  machinery 

and  rolling  stook 2,109  32 

To  balance  to  credit  of  construction  account- —   25,878  09 

8102,793  17 

1859, 4th  month,  1st.  Cr. 

By  profit  on  repairs  done  at  Williamsport  shop 

for  other  companies $3,884  74 

By  transportation  account,  profit  of  running  the 

road 96,3118  33 

By  one-half  of  President's  salary  paid  by  Catawis- 

sa,  Williamsport  and  Erie  Railroad  Co -.    2,500  00 

102,693  07 
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Fr.EIOBT   CLASSIFIED. 

Tons. 

Products  of  the  forest 19,302 

Products  of  animals, J ,1115 

"Vegetables  products 9,776 

Other  agricultural  products 437 

Manufactures 19,53:1 

Merchandise 2.1)20 

Other  articles 29,47-1 

£2,047 

GENERAL    ACCOUNT. 
Dr. 

Construction  nceonnt $3,482,374  12 

Elmiia  basin  property H0.370  15 

VVilliamsport  bisin  property 44,520  32 

"Williamsportshop 43.4'iO  91 

Locomotive  engines 150,315  84 

Cars, 230,531  59 

$4,031,581  93 
Assets. 

Cash  on  hand 2,512  S3 

Freight  and  toll  bills  due  the  Company 3,980  CI 

Stock  and  bonds  held  by  the  Company 4i,OI5  23 

Telegraph  and  patent  rights 9.210  51 

Materials  on  hand 21,410  115 

Debts  due  the  Company 32,551  75 

Discount  on  sale  of  bonds  held  by  Company. .  5,300  91 

Philadelphia  office  furniture, OS!   37 

$1,148,920  11 
Cr. 

Capital  stock $1,500,000  CO 

First  mortgage  bonds 1,000,000  00 

Second  mortgage  bonds 700,100  00 

Chattel  mortgage  bonds 495,000  00 

Ten  per  cent  bonds 11,000  00 

First  mortgage  scrip 00,715  13 

Second  mortgage  scrip 45.805  33 

Chattle  mortgage  scrip 49,452  27 

Liabilities. 

Bills  payable 101,273  19 

Due  bills  for  labor  17,572  85 

Loans ....  78,245  ',7 

Pay  rolls  and  vouchers 21044  00 

Debts  due  by  the  Company 7  91 1  97 

$4,148,920  11 

Officers  of  the  Company. — Thomas  Kira- 
ber,  Jr.,  President;  Thomas  lumber  Jr.,  Sam- 
uel V.  Merrick,  Israel  Morris,  William  D  Lew- 
is, Robert  J.  Mercer,  Joseph  S.  Perot,  Alexan- 
der S  Diven,  Managers;  ffm.  C.  Longstreth, 
Secretary  and  Treasurer;  J.  A.  Redfield,  Su- 

■nntendent. 
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THE  SARATOGA  COMPACT. 

The  Arrangement  between  the  five  Atlantic  Trunk  Lines — 
Proceedings  of  the  Railroad  Convention  held  at  the  Uni- 
ted States  Hotel,  Saratoga,  July  28,  1800. 

At  a  meeting  of  the  Presidents  of  the  five 
Atlantic  Trunk  Lines,  held  at  Saratoga,  on 
Saturday  the  28th  July,  1860, 

Present:  W.  Shanley,  General  Manager 
Grand  Trunk  Railroad. 

C.  Vibbard,  General  Superintendent  New 
York  Central  Railroad. 

N.  Marsh,  Receiver  New  York  and  Erie 
Railroad. 

J.  Edgar  Thomson,  President  Pennsylvania 
Railroad. 

J.  W.  Garrett,  President  Baltimore  and  Ohio 
Railroad. 

Representatives  of  several  of  the  connect- 
ing lines  were  present,  also  the  general  freight 
agents  of  the  five  trunk  lines. 

Ou  motion  of  Mr.  Vibbard,  J.  Edgar  Thom- 
son was  appointed  Chairman. 

On  motion  of  Mr.  Garrett,  C.  Vibbard  was 
appointed  Secretary. 

For  the  purpose  of  facilitating  the  business 
of  the  Convention,  Mr.  Garrett  proposed  the 
following  resolutions,  which  were  unanimous- 
ly adopted : 

Resolved,  That  the  freight  agents  of  the  five  trunk  lines 
be  instructed  to  confer  regarding  rates  to  be  charged  on  anil 
after  August  1st,  next,  between  New  York  and  Boston,  and 
all  competing  points,  and  to  report  to  this  Convention. 

Resolved,  That  the  chief  officers  representing  each  of  the 
five  trunk  lines,  constitute  a  committee  to  arrange  an  agree- 
ment for  the  equitable  government  of  their  business,  and 
he  promotion  of  their  interests  generally. 


On  motion,  the  Convention  adjourned  to 
to  meet  at  4J  o'clock. 

On  motion  of  Mr.  Thomson,  the  Committee 
of  Presidents  immediately  organized  by  thr.- 
appointment  of  Mr.  Garrett,  Chairman,  and 
Mr.  Vibbard  Secretary. 

A  proposition  was  then  submitted  and  adop- 
ted to  take  up  the  printed  copy  of  the  proceed- 
ings of  the  St.  Nicholas  Convention,  nnder 
date  of  25th  of  September,  1858;  and  read  it 
section  by  section,  and  adopt  such  portions 
and  modifications  as  may  be  found  judicious. 
The  following  agreement  was  then  unan- 
imously adopted: 

agreement. 

Section  1.  Neither  party  shall,  after  the  1st 
October  next,  directly  or  indirectly,  employ 
runners  or  agents  of  any  description,  or  re- 
tain those  now  in  their  service,  for  the  pur- 
pose of  soliciting  passengers,  or  allow  any 
compensation  by  way  of  commission,  draw- 
back, or  otherwise,  for  procuring  passengers 
for  their  respective  roads;  but  each  party 
shall  be  at  liberty  to  employ  one  person  as  a 
traveling  agent,  to  inquire  into  the  sale  of 
tickets  by  connecting  roads,  and  whether  the 
Company  such  agent  represents  is  fairly  treat- 
ed by  other  roads  as  to  its  passenger  business 
at  competing  points:  and  that  each  party  will 
refuse  to  sell  through  tickets  over  any  con- 
necting line,  that  shall  not  withdraw  snch 
agents  on  or  before  the  first  day  of  October 
next,  or  conform  to  the  above  stipulation  in 
relation  to  commissions  for  procuring  pas- 
sengers. 

Sec.  2.  Neither  company  shall  in  any  way, 
directly  or  indirectly,  procure  any  other  com- 
pany, its  officers  or  agents,  to  exercise  any  in- 
fluence to  favor  the  traffic  over  its  road  in 
preference  to  those  of  the  other  parties  hereto. 
It  being  intended  that  business  shall  be  left  to 
take  its  own  course  and  its  most  convenient 
channel. 

Sec.  3.  The  parties  hereto  will  not  employ 
freight  agents  at  the  West,  except  at  lake  and 
river  ports,  nor  at  any  other  points  not  on 
their  respective  roads  proper,  except  at  Bos- 
ton, New  York,  Philadelphia  and  Baltimore. 
No  ao-ents  for  soliciting  freights  shall  be  em- 
ployed by  either  company,  directly  or  indi- 
rectly, at  any  points  not  on  their  respective 
roads  proper,  other  than  those  above  men- 
tioned, and  no  contract  shall  be  made  for  the 
transportation  of  freight  except  from  day  to 
day  at  the  current  rates  for  the  time  being. 

Ssc.  4.  All  freight,  including  live  stock, 
shall,  after  1st  September  next,  be  carried  by 
actual  weight,  except  flour,  which  shall  be 
charged  by  the  barrel,  and  no  car  load  of  cat- 
tle is  to  be  charged  for  as  less  than  18,000  lbs, 
and  all  excess  of  weight  to  be  charged  in  same 
proportion. : 

Resolved,  That  all  live  stock  shall  be  weighed  at  the 
western  termini  of  each  road,  and  that  each  dayrs  shipments 
shall  be  accompanied  by  certificate  of  weight  of  each  car 
load,  and  that  said  certificates  shall,  on  the  request  of  the 
President  of  either  road,  be  submitted  to  the  Board  of  Presi- 
dents. That  said  weighmaster  shall  be  sworn  to  weigh  ac- 
curately and  justly,  and  shall  accompany  each  certificate 
with  the  engagement  to  verify  by  oath,  when  required,  the 
accuracy  of  said  weights. 

The  annexed  form  of  certificate  is  adopted 
for  the  government  of  each  company: 

CERTIFICATE   OF   WEIGHT. 

J  hereby  certify,  that  I  have  weighed  the  live  stock  this 

day  shipped   in  cars  No. ,  from to  ,  that 

the  weight  specified  in  this  bill  is  correct  and  true,  which  I 
will  verify  by  special  affidavit  if  required. 

,  Sworn  Weighmaster. 

Sec.  5.  A  tariff  on  all  freights  from  New 
York  and  to  and  from  all  competing  points 
east  and  west,  shall  be  fixed  and  agreed  upon 
by  the  parlies  hereto,  without  power  or  discre- 
tion to  agents  of  any  grade  to  reduce  the 
same,  and  no  drawback,  drayage  or  commis- 


sion shall  hereafter  be  allowed,  directly  or  in- 
directly, to  any  shipper  of  goods.  In  fixing 
the  tariff  of  rates,  the  same  rates  shall  be 
charged  east  and  west,  on  first,  second  and 
third  classes. 

The  partial  report  of  the  freight  agents  was 
received : 

The  Westward  bonnd  rates  proposed  in  the 
reprrt  of  the  freight  agents,  to  take  effect  on 
the  first  day  of  August,  was  adopted,  and  the 
following  instructions  were  given  to  the  agents 
in  New  York  and  Boston : 

To    .7.  C  Oat.Man.  241   Broadway, 
John  II.  Moore,  2:-9  Broadway, 
Leech  &  Co.,  1  Astor  House, 
M.  B.  S^acld  kg.  2  Astor  House, 
C.  W.  Pervail,  229  Broadway, 

You  are  hereby  instructed  to  adopt  classifi- 
cations and  rates  in  use,  according  to  tariff  of 
New  York  Central  Company,  date  of  April 
28ib,  last,  to  take  effect  August  1st,  next 
Notify  promptly  all  parties  interested,  main- 
taining absolutely  and  fully  said  rates.  Make 
no  agreements  for  any  shipments  beyond  July 
31st,  exeept  at  advanced  prices. 

J.  EDGAR  THOMSON. 
President  Pennsylvania  Central. 

NATHANIEL  MARSH, 
President  New  York  &  Erie. 

C.  YIBEARD. 
General  Sup't  New  York  Central. 

W.  SHANLEY, 
Manager  Grand  Tmnk. 

JOHN"  W.  GARRET. 
President  Baltimore  &.  Ohio. 

To   E.  B.  Phillips.  Snp"t  Boston  &  Wor.  P..  R., 
II.  D.  Mears.  Agent  B.  &  O.  K.  R. 
C.  E.  Evans,  Agent  Pennsylvania  R.  R., 
J.  S.  DonLap,  Auent  New  York  &.  Erie, 
tYM.  Smith,  Agent  New  York  Central, 
Jos.  Brook,  Agant  Grand  Trunk, 
In  the  absence  of  other  instructions,  restore 
rates,  August  1st  from  Boston  to  all  poiDts,  as 
published  on  Tariff  No.  25,  B.  and  Worcester 
road.     The  Southern  lines  to  make  water  dif- 
ferences of  10.  8,  5,  5,  until  further  advised. 
The   Convention   will   probably  fix  new  rates 
and  water  differences  on  Monday. 

Allow  no  contracts  to  be  made  beyond  July 
31st  by  any  party.  Notify  all  parties  shipping 
over  our  lines  to  conform. 

J.  EDGAR  THOMSON, 
C.  TIBBABD. 
J.  W.  GARRETT, 
~W.  SnAXLEY, 
N.  MARSH. 
G,  TWITCHELL. 
Saratoga,  July  28,  1800. 

Committee  met  Monday,  July  30. 

Resolved,  That  the  instructions  in  the  annexed  dispatch 
as  to  Boston  rates  be  withdrawn,  and  the  temporary  agree- 
ment regarding  Boston  business  be  rescinded. 

Sec.  6.  That  without  the  joint  assent  of  the 
Pennsylvania  and  Baltimore  &  Ohio  roads, 
the  New  York  Central,  New  York  &  Erie,  and 
Grand  Trunk  companies  shall  not  hereafter 
make  the  rates  on  merchandise  and  live  stock, 
between  New  York  and  Columbus,  or  points 
west,  south  or  southwest  of  Columbus,  less  per 
ton  per  mile  than  the  rate  charged  for  the 
same  between  Cleveland  and  New  York  by 
all  rail. 

Sec.  7.  The  differences  herein  agreed  to  be- 
tween all  rail  and  water  and  rail  rates,  are  to 
cover  the  water  communication  by  lake  and 
river  as  well  as  by  Atlantic  ocean;  but  when- 
ever the  local  rates  of  any  of  the  four  roads 
and  their  connecting  lines,  joined  to  water 
rates,  shall  reduce  the  through  rate  to  any 
point,  the  competing  roads  shall  have  the  right 
to  reduce  their  through  rates  to  such  point,  so 
as  to  leave  only  the  above  mentioned  differ- 
ences between  the  water  and  rail  and  the  all 
rail  rates. 

Sec.  8.  No  bills  as  to  trains,  fares  or  freights, 
except  such  as  are  posted  in  suitable  frames, 
either  at  offices  or  hotels,  or  other  public 
places,  shall  hereafter  be  used  or  circulated 
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by  either  company.  No  advertisement  or  bill 
of  either  company  shall  in  any  way  depreciate 
the  line,  route  or  accommodations  of  the  oth- 
ers; but  all  such  bills  and  advertisements 
shall  be  confined  to  the  statement  of  the  times 
of  departure  and  arrival  of  the  connections 
with  other  routes  of  travel,  and  the  rates  and 
conditions  of  fares  and  freights,  and  that  all 
connecting  roads  be  required  to  conform  to 
this  system. 

Sec.  9.  The  classification  of  freights  east- 
ward and  westward  shall  be  uniform  in  all  re- 
spects on  the  five  lines,  and  shall  be  according 
to  the  schedules  of  classifications  hereto  an- 
nexed. 

Sec.  ZO.  Each  party  shall  protect  the  others 
from  any  variation  from  the  said  classifica- 
tion, or  of  rates  of  freight  by  any  express  or 
transportation  company  (by  contracts  in  any 
form,  either  by  car-load  or  otherwise)  which 
may  use  said  roads,  respectively,  on  all  freights 
destined  to  any  competing  point:  and  further 
to  insure  such  protection,  no  freights  shall  be 
carried  or  advertised  on  time  by  either  of  the 
five  Companies,  or  by  any  Express  Company 
in  any  form,  over  the  roads  of  either  of  the 
five  Companies;  and  that  all  existing  con- 
tracts with  Freight  Express  Lines  be  ended  on 
1st  January  next,  at  latest,  or  earlier,  in  cases 
where  any  reduction  of  rates  is  proved  to  be 
made  by  any  Express  Line;  and  that  each 
road  advertise  and  do  its  business  in  the  name 
of  its  authorized  agents;  and  that  all  agents 
shall  be  paid  by  fixed  salary  and  not  by  com- 
missions. If  it  be  found  that  any  agent,  offi- 
cer or  other  party  connected  with  either  of 
the  roads  or  connecting  lines  shall  by  any 
means,  direct  or  indirect,  by  drawbacks,  free 
delivery,  presentation  of  tickets  or  any  other 
form,  take  freight  or  passengers  for  lower 
rates  than  those  established  for  the  time  be- 
ing by  the  said  Trunk  Lines,  such  agent  shall 
be  discharged  from  the  service  of  his  company, 
and  not  employed  by  any  connecting  line,  and 
until  such  discharge,  the  said  five  Trunk  Lines 
and  all  others  co-operating  with  them,  will  not 
send  any  freight  or  passengers  over  the  road 
of  such  company  which  they  can  send  to  des- 
tination by  any  other  route. 

Sec.  11.  In  case  of  doubt  by  an  agent  of 
either  of  the  companies,  as  to  the  classifica- 
tion of  any  article  of  freight,  he  shall,  if  there 
be  agents  of  the  other  companies,  or  either  of 
them  at  such  place,  consult  such  agent  or 
agents  in  regard  thereto;  and  if  they  do  not 
agree,  the  question  shall  be  referred  by  them, 
without  delay,  to  the  proper  officers  of  their 
respective  roads. 

Sec.  12.  The  rates  of  passenger  fares  and 
extra  baggage,  and  the  rates  and  charges  on 
freights  to  and  from  all  common  points,  shall 
be  the  same  by  each  of  the  five  lines;  and 
any  agreement  which  has  heretofore  been 
made  with  other  persons  or  corporations  for 
the  reduction  of  the  rates,  or  for  the  payment 
6f  commissions  or  otherwise,  by  which  they 
shall  be  enabled  to  transport  passengers  or 
property  at  less  than  the  rates  which  may  be 
fixed  upon  from  time  to  time  under  this  agree- 
ment, shall  be  at  once  terminated  by  the  re- 
spective Companies. 

Skc  13.  That  no  free  pass  be  issued  to  the  employees  of 
other  roads,  u  nless  the  request  for  such  pass  he  made  by  the 
President  or  Superintendent,  under  their  own  personal  sig- 
nature, of  the  road  by  which  the  applicant  is  employed 

Au ii mil  passes  shall  be  limited  to  theliatof  officers  furnish- 
ed by  the  1'resident  or  Superintendent  of  each  road  to  the 
connecting  roads.  No  pass  shall  be  issued  to  any  person 
with  the  intention,  directly  or  indirectly,  of  influencing  the 
route  of  freight  or  travel,  or  to  editors  or  reporters  of  news- 
papers, except  to  editors  who  reside  on  the  line  of  the  road, 
and  to  them  trip  passes  only  will  lie  granted,  and  at  the  dis- 
cretion of  the  respective  companies.  No  double,  or  family 
passes  will  be  issued  under  any  circumstances. 

Drovers  in  charge  of  livestock,  on  the  stock  trains  eastward 
may  be  carried  free,  but  they  shall  be  limited  to  1  person  for 


either  one  or  two  car  loads  of  live  stock;  to  2  persons  For  not 
less  than  four  car  loads i  to  3  persons  for  not  less  than  six 
car  loads,  and  to  4  persons  for  not  less  than  ten  car  loads  or 
more.  The  Southern  lines  shall  be  at  liberty  to  sell  drovers1 
ticke's  from  New  York  to  common  points,  at  the  cost  of  a 
ticket  from  Albany  to  same  point. 

Sec.  14.  That  with  a  view  of  reducing  expeiises,it  is  here- 
by suggested  to  the  different  lines  owning  or  controlling  tick- 
et offices  and  agencies  in  New  York,  Boston,  anu  other  large 
cities,  that  us  soon  as  the  personal  engagements  as  regard 
such  agencies  will  permit,  arrangements  be  made  to  aban- 
don all  such  offices  and  agencies  and  to  unite  in  the  estab- 
lishment of  one  union  ticket  office  in  each  large  city,  where 
all  lines  shall  be  impartially  represented,  and  the  expense  of 
which  shall  be  defrayed  by  the  lines  joining  such  union  office 
in  the  proportion  of  their  business  in  such  union  office  re- 
spectively; and  that  when  said  office  is  established,  no  cou- 
pon tickets  shall  be  sold  to  points  beyond  the  Mississippi  ri- 
ver. Neither  company  shall  carry  United  Slates'  soldiers  or 
other  passengers  at  less  than  full  first  class  fares,  except  em 
igrants  going  westward.  Eighty  pounds  of  baggage  per  pas- 
senger shall  be  allowed,  and  no  charge  shall  be  made  for  ex- 
cess unless  the  whole  weight  is  over  one  hundred  pounds, 
in  which  case  the  whole  excess  over  eighty  pounds  shall  be 
charged  for  at  not  less  than  double  first  class  freight  rates. 

Sec.  15,  In  the  event  of  any  question  arising  as  to  the 
true  meaning  of  any  part  of  this  agreement,  the  same  shall 
be  construed  liberally  so  as  to  meet  the  real  intentions  of  the 
parties  as  herein tofoi*e  expressed,  and  to  place  all  on  a  fair 
and  equal  footing  in  their  competition  fur  the  passenger  and 
fi  eight  traffic  over  their  respective  lines;  and  should  any 
point  of  difference,  not  herein  provided  for,  arise,  the  same 
shall  be  settled  with  reference  to  thegeneralprinciples  here- 
by established,  and  on  the  basis  of  equal  and  exactjusticeto 
all  parties. 

Sec.  1(5.  It  is  agreed  between  the  parties  hereto,  that  the 
five  Presidents  shall  examine  and  act  upon  all  alleged  viola- 
tions ot  any  portion  of  this  agreement,  and  that  all  com- 
plaints of  violations  of  its  provisions,  accompanied  by  the 
proof,  shall  be  made  in  writing  to  the  chairman  of  this  or- 
ganization, who  shall,  at  his  discretion,  or  on  the  written  re- 
quest of  any  two  Presidents,  call  a  meeting  for  the  purpose 
of  investigation  and  action,  and  that  the  party  or  parties  in- 
volved in  a  breach  of  the  pon tract-shall,  at  the  discretion  and 
upon  the  decision  of  the  Board,  be  dismissed  from  the  ser- 
vice of  the  company  to  which  he  or  they  miiy  be  attached. 

Resolved,  That  the  chairman  of  this  Commission  act  as 
Chairman  of  the  Board  of  Presidents  for  three  months,  and 
that  subsequently  forthe  same  period,  the  Presidents  of  the 
Grand  Trunk,  Baltimore  and  Ohio.  New  York  Central,  and 
New  York  and  Erie,  shall  act  as  such  Chairman  in  the  order 
herein  enumerated. 

Sec.  17.  Resolved,  That  the  Grand  Trunk  Railway  may 
carry  transatlantic  freight  on  through  bills  of  biding,  via 
Portland,  from  allwestern  p<  ints,  at  same  rates. 'is  are  charged 
by  other  lines  via  New  Yoik  from  such  Western  points. 
Transatlantic  freight  on  thr<  ugh  bills  of  lading,  via  Boston, 
may  be  carried  at  same  rates  as  via  Portland. 

Sec.  18.  If  in  the  judgment  of  the  Chairman  it  be  neces- 
sary, 

Resolved,  That  a  Secretary  be  appointed  to  this  Associn- 
tion,and  that  each  Company  contiibute  in  equal  proportions 
the  amount  necessary  to  meet  the  expenses  of  this  organi- 
zation. 

Sec.  19.  Resolved,  That  the  emigrant  rates  shall  be  ad- 
vanced from  all  points  of  competition  to  not  less  than  l£ 
cents  per  mile,  from  New  York,  Boston,  Portland  and  Que- 
bec, by  the  shortest  all  rail  line.  Said  advance  to  be  previ- 
ously arranged  by  the  agents  of  the  five  lines,  to  take  effect 
on  the  1st  of  December  next. 

Sec.  20.  On  motion  the  Freight  Agents1  report  was  adopt- 
ed, and  was 

Resolved,  That  the  report  of  the  Freight  Agents,  asadopt 
ed,  be  printed  with  the  proceedings  of  this  Convention,  and 
that  the  rates  therein  recommended  be  put  in  cperation  on 
the  10th  day  of  August  next. 

That  the  rates  for  the  carriage  of  freights  can,  with  a  pro- 
per regard  to  the  public  interests,  be  materially  increased 
from  their  present  standard,  and  that  such  increase  should 
be  made  gradual  in  its  operation,  and  commence  to  rise  from 
the  present  rates  on  and  after  August  1st  on  Westbound,  and 
August  10th  on  East  bound  traffic,  and  that  no  connecting 
roads  are  authorized  to  make  contracts,  based  on  the  current 
rales  of  the  five  trunk  lines,  except  from  day  to  day. 

Sec.  '-'1.  Should  any  dfficulty  arise  iu  carrying  this  agree- 
ment into  effect,  the  parties  hereto,  in  view  of  the  impor- 
tance of  the  objects  sought  to  be  obtained,  agree  in  good 
faith  to  endeavor,  by  mutual  arrangements  and  concessions, 
to  secure  the  practical  working  of  the  principles  hereby  re- 
cognised; but  forthe  purpose  of  eventual  protectijn  to  their 
respective  rights,  either  party  may,  on  fiFteen  days1  notice  in 
writing  to  the  others,  elect  to  terminate  this  agreement,  and 
the  same  shall  thereupon  be  terminated  accordingly,  and 
thenceforth  case  to  have  any  further  effect  or  operation;  but 
no  party  hereto  can  withdraw  from  one  or  more  sections  of 
this  agreement  without  abrogating  the  whole  agreement. 

J    W.  GARRET,  Chairman. 
C.  Vibbard,  Secretary. 

Tuesday,  July  31st,  J8G0. 
THE    CONTENTION  ASSEMBLED. 

The  foregoing  agreement  was  reported  to  the  Convention 
and  unanimously  adopted. 

RESOLUTIONS. 

Offered  by  Mr.  Garrett  and  seconded  hy  Mr.  Thomson. 

Read,  ordered  to  be  printed  with  the  proceedings  of  the 
Convention,  and  made  the  special  order  forthe  next  meet- 
ing. 

Resolved,  That  the  differences  between  the  all  rail  and 
water  rates,  from  Boston  to  points  ef  competition  in  the 
West  should  be  based  upon  the  actual  average  cost  of  ma- 
rine insurance  on  each  classification  by  ocean  route  to  Phil- 
adelphia and  Baltimore. 


Resolved-,  That  for  the  ascertainment  of  such  propernnd 
equitable  differences,  the  subject  be  referred  to  Presidents  of 
marine  insurance  companies,  to  he  selected  one  by  each  par- 
ty in  interest,  who  shall  be  desired  to  investigate  and  ascer- 
tain the  overage  value  of  goods  in  each  class,  and  adjust 
said  ratts,  at  the  actual  cost  on  theaveifcge  value  of  the  ma- 
rine insurance  aforesaid,  of  each  classification  so  ascertain'* 
ed. 

Resolved,  That  the  decision  of  said  underwriters  shall  be 
binding  on  the  live  trunk  lines. 

Skc.  £2.  Rczoloed^  That  the  Secretary  of  this  meeting  lw  in- 
structed to  procure  one  thousand  copies  of  this  agreement, 
and  forward  to  each  of  the  five  lines  their  proportion  of  the 
number. 

Adjourned  to  meet  at  the  St.  Nicholas  Hotel,  in  the  city  of 
New  York,  on  Friday  the  17th  of  August  next,  at  eleven 
o'clock,  A.  M. 

J.  EDGAR  THOMSON,  Chairman. 
C.  Yibbard,  Secretary. 


Saratoga,  July  fiflth,  I860. 

At  a  meeting  of  the  Freight  Agents  of  the  five  trunk  lines, 
on  motion  of  Mr.  Houston,  Mr.  Dm  Hard  of  the  New  York 
Central  was  appointed  Chairman,  and  John  King,  Jr.,  of  the 
Baltimore  and  Ohio,  Secretary. 

On  motion  of  Mr.  Houston,  seconded  by  Mr.  Blanchard, 
the  adoption  of  rales,  as  per  schedule  attached,  from  New 
York,  was  recommended  to  the  five  presidents  to  take  efiect 
1st  of  August. 

On  motion  of  Mr.  Houston,  seconded  by  Mr.  Blanchard, 
it  was  recommended  that  rates  from  New  York,  all  rail,  10 
on  1st  class,  8  on  iid  class,  5  on  3d  class,  and  5  on  4th  class. 

The  w-±der  difference  from  Boston  to  be  fixed  by  the  five 
Presidents,  the  freight  agents  not  being  able  to  agree. 

The  following  rates  on  live  stock  was  adopted: 

From  State  Line,  Indiana  and  Illinois  to 

New  York .....9fl  per  100  pounds. 

From  Chicago  to  New  York 90  ** 

From  Indianapolis  to  New  York £7$-  *■* 

From  Cincinnati  to  New  York 85  u 

From  Columbus  to  New  York "5  ** 

From  Lancaster  to  New  York .75  ** 

From  Circle vill'd  to  New  York 75  ** 

From  Washington  and  Wilmington,  and 
points  on  C    W.  &  Z.  K.R.,  to  New 

York.... 71  fr  u 

From  Chillicoihe  to  New  York 75  '* 

From  all  points  on  M   &  C.  It  R.  east  of 

Chibicotbeto  New  York 75  « 

From  nil  points  on  M.  &  C.  R.  R.  west  of 
Chiilicnthe  as  tar  as,  and   including 

Blanchester 80  ** 

From  all  points  on  M.  &  C.  R.  R.  west 
of  Blanchester,  as  far  as,  and  inclu- 
ding Lovcland 85  *( 

From  Dunkirk , 45  « 

From  1'ittsburg 50  ** 

From  Buffalo 42£  •■ 

From  rVirkersburir '*5  '* 

Belle  Air 55  « 

Wheeling 55  " 

From  Toledo 70  *< 

From  Louisville 100  4t 

From  Burlington 110  *' 

From  Quin cy 1 15  *' 

From  St.  Louis 120  '* 

No  car  load  of  cattle  or  double  deck  car  load  of  hogs  to  be 
carried  for  less  than  18,01.0  pounds.  No  single  deck  car  load 
of  hogs  or  stock  of  any  kind  to  be  less  than  Ki,'  00  pound. 
The  rates  from  the  Western  termini  of  the  Trunk  Lines  to 
New  York  shall  be  maintained,  and  in  case  either  of  the 
Western  roads  whose  local  rate  added  to  the  through  rate  of 
its  Eastern  connecting  trunk  line  amounts  to  less  than  the 
through  rate,  refuses  to  advance  its  local  rate  sufficient  to 
protect  the  through  rate,  then  the  line  competing  with  said 
road  snail  have  the  privilege  of  reducing  their  rates  to  the 
Western  terminus  of  their  connecting  Rastern  road,  to  maka 
the  same  through  rate. 


Monday,  July  3C,th,  1F60. 

On  motion  it  was  recommended  the  classification  of  freight 
Eastward  and  Westward  between  Portand,  Boston,  New 
York,  Philadelphia  and  Baltimore,  and  all  Western  points 
shall  be  uniform  on  the  five  lines,  and  in  accordance  with  the 
published  schedules  of  the  New  York  and  Erie  and  New  York 
Central  Railroads. 

On  motion  it  was  recommended  that  coal  oil  be  placed  in 
third  class. 

On  motion  it  was  recommended  that  minimum  rates  East 
bound  be  adopted  as  per  schedule  attached,  and  they  be  ad- 
vanced as  rapidly  as  circumstances  will  justify. 

On  motion  it  was  recommended  that  east  bound  rates  to 
Boston,  all  rail  and  rail  and  water,  exceed  rates  to  New  York: 
to  the  same  extent  as  West  bound,  say  10,  8,  5,  5. 

On  motion,  it  was  recommended  that  rates  on  compressed 
cotton  from  all  competing  points  between  Cairo  and  Cincin- 
nati, be  the  same  as  fourth  class,  with  the  actual  cost  of  river 
freight  and  transfer  added.  Uncompressed  to  be  twenty  per 
cent,  higher  than  fourth  class,  with  the  actual  cost  of  river 
freight  and  transfer  added. 

On  motion  it  was  recommended  that  freight  from  river 
points  shipped  to  Louisville,  Jeffersonville,  Evansville  and 
New  Albany,  to  be  forwarded  Hast,  shall  be  charged  the  rates 
from  either  of  those  points,  with  actual  river  freight  and 
transfor  from  original  paint  of  shipment  added. 

Onmotionof  Mr.  Drullard,  seconded  by  Mr.  Houston,  it 
was  recommended  that  Jst,  2d  and  3d  class  rates  be  the  same 
East  bound  as  West  bound,  from  all  points. 

S.  DRULLARD,  Chairman.  . 

John  King,  Jr.,  Secretary. 
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THE  ILLINOIS  CENTRAL  R.  R. 

The  State  of  Illinois  has  the  most  complete 
Eailroad  system  in  the  Union — Ohio  and 
Massachusetts,  perhaps,  alone  excepted.  Of 
all  the  roads  which  go  to  make  up  this  com- 
plete system,  that  which  stands  out  more 
prominently  in  bolder  relief  than  any  others 
is  the  "  Illinois  Central."  Indeed  this  is  one 
of  the  most  magnificent  enterprises  of  this 
generation,  and  had  it  been  undertaken 
at  a  time  such  as  witnessed  the  building  of  the 
great  "Erie  Canal,"  it  would  have  engrossed 
the  attention  of  the  world  far  beyond  what  that 
stupendous  work  did  in  its  day.  But  this  is 
an  age  ofgigantic  projects ;  and  thus  immense 
railroads,  hundreds  of  miles  long,  are  con- 
ceived, incorporated,  built  and  operated  with- 
out the  outer  world  being  a  whit  the  wiser  for 
it.  This  is  the  first  road  (we  believe)  which 
was  ever  built  and  completed  with  the  aid  of 
the  Government,  by  the  donation  of  adjacent 
lands;  and  the  result  of  this  experiment  has 
shown  the  practical  wisdom  and  foresight  of 
the  inventor  of  this  scheme.  In  the  first  place, 
it  may  be  safely  said,  that  on  account  of  and 
with  the  aid  of  this  road,  the  Stale  of  Illinois 
has  progressed  as  much  in  five  years  as  it  would 
have  progressed  in  fifty  without  such  a  powerful 
auxiliary.  Then  the  government  by  doubling 
the  price  of  the  alternate  sections  of  land  re- 
served to  thepi,  have  realized  as  great  an  ag- 
gregate price  for  their  lauds  as  they  would,  had 
none  been  donated  to  the  construction  of  their 
road,  -and  this  too  with  the  advantage  that 
already  nearly  every  foot  of  land,  good,  bad 
and  indifferent,  which  they  possessed  had  been 
disposed  of;  a  consummation  which  would  not 
have  been  realized  for  a  quarter  of  a  century 
otherwise,  and  with  the  still  greater  advantage 
of  increasing  the  commerce  of  the  nation  to  a 
very  great  extent.  The  advantage,  also  to  the 
old  residents  of  interior  and  Southern  Illinois 
has  been  very  considerable  in  advancing  the 
prices  of  their  land  and  in  procuring  them  a 
market  for  their  produce,  bringing  Chi- 
cago prices  to  their  very  doors.  Thus,  this 
gigantic  enterprise  has  been  most  beneficial 
to  all  parties  concerned,  while  it  has  produced 
injury  to  none.  It  was  a  bargain  in  triplicate, 
in  which  the  parties  notoriously  had  the  best 
of  it,  and  the  respective  advantages  are  so 
great  and  wide  spreading,  and  reach  so  far  in- 
to the  future,  that  it  is  impossible  now  to  tell 
who  has  secured  the  greatest  gain.  This  ex- 
periment— for  it  was  but  an  experiment,  until 
the  experience  of  the  "Illinois  Central"  made 
it  a  practical  success — succeeded  so  admirably 
in  this  instance,  that  already  we  find  the  State 
of  Missouri  spanned  by  a  railroad  built  by  the 
same  means,  and  other  railroads  have  been 
projected  through  many  other  Western  States 
to  be  built  through  the  same  asssistance,  and 
■while  the  hard  experiences  of  this  State  show 
with  clearness  the  impracticability,  if  not 
folly,  of  a  State,  in  its  political  capacity, 
.attempting  to  carry  on  internal  improvements, 
the  success  of  the  ''Central  Railroad,"  has 
demonstrated  with  equal  certainty,  that  com- 
panies, formed  for  the  express  purpose,  are 
the  only  agents  which  can  accomplish  success- 
fully vast  projects  of  which  this  road  is  a  noted 
instance.  The  act  incorporating  this  road  be- 
came a  law  in  the  early  part  of  the  year  1851, 
and  the  Company  had  six  years  allowed  them 
them  to  complete  their  road,  which  they  duly 
performed  some  time  within  the  allotted  period, 
aud  now,  for  four  years  past,  this  immense  en- 
terprise has  been  operating  in  all  its  depart- 
ments, as  steadily  and  with  as  much  method 
as  the  Bank  of  England.  An  uninitiated  per- 
son can  form  no  adequate  idea  of  the  enormous 


amount  of  calculation,  diplomacy,  adjustments, 
payments,  receipts,  management  and  hard  labor 
generally,  both  mental  and  physical,  which  the 
carrying  out  of  such  an  enterprise  demanded. 
First  there  were  seven  hundred  miles  of  Rail- 
road to  build,  the  most  of  it  through  a  rolling  . 
prairie  where  ties  and  gravel  to  build  it,  must 
be  transported  long  distances  at  great  ex- 
pense. Then  at  average  distances  of  ten  miles, 
commodious  and  substantial  freight  houses 
and  station  houses,  and  at  more  frequent  inter- 
vals, section  houses  for  the  road  hands  were 
to  be  erected.  Then,  at  various  prominent 
points  on  the  route,  Urbana,  Centralia,  Decatur, 
Wapellah  and  Mendota,  magnificent  hotels 
were  to  be  constructed  for  the  use  of  the  road 
and  comfort  of  travellers.  Also  at  the  respec- 
tive termini  of  the  road.  Chicago,  Cairo  and 
Dunleith,  were  to  be  reared  immense  freight 
and  passenger  depots,  while  at  Chicago,  Am- 
boy,  and  especially  at  Centralia  were  to  be 
erected  workshops  for  the  necessities  of  the 
road,  which  of  themselves  would  constitute 
an  enterprise,  huge  enough  for  any  corpora- 
tion less  than  a  mammoth  one.  Next  came 
the  stocking  of  the  road,  freight  and  passen- 
ger cars,  locomotives,  the  wood,  oil,  coal,  and 
a  thousand  other  minor  articles,  absolutely  and 
imperatively  demanded,  but  which  the  unini- 
tiated little  dream  of.  Finally,  after  years  of 
mental  and  physical  labor,  this  vast  and  com- 
plicated machine  was  completed  and  ready 
to  revolve.  To  bring  so  immense  an  enterprise 
as  the  construction  of  seven  hundred  miles  of 
railroad  and  its  appurtenances  to  so  successful 
a  consummation  in  so  short  a  time  was  a  work 
of  collossal  magnitude,  and  the  man  to  whose 
efforts  this  success  is  mainly  due  should  ever 
be  remembered  by  the  people  of  Illinois 
with  gratitude  and  respect,  and  his  name 
should  occupy  a  prominent  place  in  the  list  of 
benefactors  of  the  race.  Let  all  honor  then 
be  ascriDed  to  lloswell  B.  Mason,  who  con- 
structed and  operated  in  the  days  of  its  infancy 
the  Illinois  Central  Railroad,  under  circum- 
stances which  would  have  tasked  the  brain  and 
nerve  of  many  other  Railroad  managers  of  far 
more  pretention,  and  possibly  more  reputa- 
tion. 

The  road  being  thus  constructed,  the  next 
thing  was  to  operate  it,  and  here  the  manager 
must  contemplate  a  field  of  ceaseless  and  per- 
petual labor,  and  in  the  case  of  this  road,  in 
addition  to  the  ordinary  duties  of  such  enter- 
prises, the  immense  task  of  disposing  of  near- 
ly three  millions  acres  of  land  by  a  complicated 
(by  reason  of  its  beneficence  and  public  spirit) 
system  is  devolved  upon  its  manager.  Just 
think  of  the  herculean  labors,  of  running  two 
regular  passenger  and  two  regular  freight 
trains  daily  on  seven  hundred  miles  of  road, 
besides  many  extra  trains;  what  a  world  of 
forethought  and  systematic  labor  to  procure 
hands,  fuel  and  water  for  these  many  trains. 
Aud  yet  this  is  but  one  item  of  many  of  simi- 
lar magnitude.  Thus  a  regiment  of  men, 
divided  into  squads,  each  squad  with  a  leader, 
is  constantly  employed  in  keeping  the  track  in 
repair.  Another  regiment  is  employed  in  each 
of  the  three  vast  workshops  belonging  to  this 
Company;  still  other  large  bodies  of  men  are 
required  to  haul  wood  to  the  various  stations 
along  the  road;  to  say  nothing  of  the  large  num- 
ber of  agents,  tank  men,  clerks,  &c  ,  required 
to  keep  up  the  various  departments  of  this 
gigantic  enterprise.  As  citizens  of  the  State 
of  Illinois  and  proud  of  this,  its  greatest  inter- 
nal improvement,  we  are  glad  to  be  able  to  say 
that,  notwithstanding  the  magnitude  of  the 
work  done,  und  the  many  opportunities  for  ex- 
travagance, embezzlement  and  other  corrup- 
tions, this  enterprise  in  all  its  departments  has 


generally  been  managed  with  rare  skill,  effici- 
ency and  honesty;  it  will  be  well  if  its  man- 
agers continue  a  straight-forward  policy  in  all 
things. 

In  travelling  over  this  road — at  least  over 
the  Chicago  Branch  and  Main  Trunk — a  stran- 
ger is  forcibly  struck  with  the  extreme  smooth- 
ness of  the  track,  the  elegance  of  the  cars,  the 
high  rate  of  speed  and  the  general  complete- 
ness of  all  the  running  appointments.  East- 
ern people  do  not  generally  expect  to  find 
western  railroad  traveling  done  upon  so  grand 
a  scale  as  in  the  old  settled  regions  and  loni- 
established  railroads  east.  Bnt  we  will  ven- 
ture the  assertion  that  for  safety  and  general 
comfort,  the  Illinois  Central  will  compare  fa- 
vorably with  any  railroad — East  or  West,  old 
or  new,  This  road  also  furnishes  cars,  more 
than  amply  sufficient  forthe  number  of  travelers 
and  hence  to  be  crowed  in  an  Illinois  Central 
rail  car  is  an  annoyance  seldom  suffered. 
Throughout  its  entire  length  it  has  reserved  to 
itself  a  strip  of  land  Two  Hundred  feet  in 
width,  which  is  protected  by  a  fence,  five  boards 
high,  also  lining  the  entire  route.  What  was 
the  precise  object,  of  reserving  so  wide  a  strip, 
we  can  not  state,  but  in  view  of  the  immense 
business  to  be  done  over  this  route  before  rail- 
roads are  superceded  by  balloons,  it  was  at  least 
prudent  to  reserve  sufficient  space  for  all  the 
tracks  that  could  in  any  wise  possibly  be 
needed. —  Western  Railroad  Gazette. 


NEW  ORLEANS,  OPELOTTSAS  AND 
GREAT  WESTERN  RAILROAD. 

Engineer's  Office.  N.  0.  &  G.  TV.  K.  B.  Co.[ 

Brashear.  St   Mary,  July  25,  ]S«0.      | 

William  G.  Hewes,  Esq.,  Pres-ident : 

Dear  Sir: — My  report  to  you  on  the  rail- 
wavs  of  Texas,  having  attracted  some  atten- 
tion, and  induced  inquiries  as  to  the  progress 
of  our  road,  I  now,  agreeably  to  your  sugges- 
tion, give,  in  this  form,  the  desired  informa- 
tion. 

Our  road  from  Algiers  to  Brashear,  80  miles, 
in  operation,  is  now  in  perfect  order.  The 
present  terminus  of  the  road,  at  Brashear,  is 
upon  the  east  bank  of  Berwick's  Bay,  or  the 
Atchafalaya  river.  Here,  as  is  well  known, 
is  our  sea  connection  with  Texas,  by  a  tri- 
weekly line  of  steamships,  to  which  another, 
now  to  be  built,  will  be  added  in  October  or 
November  next.  As  it  is  intended  that  the 
new  steamship  shall  make  two  trips  per  week 
to  Galveston,  there  will  then  be  five  arrivals 
and  five  departures  weekly. 

Continuing  the  line  of  our  road,  we  here 
cross  the  Atchafalaya,  1,700  feet  wide,  by  a 
steam  ferry  boat  now  building,  that  will  trans- 
port the  trains  without  breaking  bulk,  and 
with  but  little  detention.  Near  the  west  bank, 
the  line  crosses  a  point  of  cypress  swamp  and 
marsh  about  three  miles  wide ;  the  embank- 
ment across  this  is  half  done,  and  steadily 
progressing,  under  a  contract  with  !NIr.  Knox, 
who  will  finish  the  work  by  the  1st  of  Novem- 
ber. From  thence,  our  line  passes  up  the 
south  bank  of  the  Bayou  Teche,  through  the 
rich  sugar  plantations  of  St.  Mary  and  St, 
Martin,  to  New  Iberia,  45  miles  from  Brashear. 
The  whole  line,  from  Knox's  work  to  New 
Iberia,  is  under  contract  with  Mr.  Bisbee,  and 
is  being  rapidly  pushed  forward  at  three  dif- 
ferent points.  The  cross-ties  are  all  contract- 
ed for,  and  a  portion  of  the  rails,  so  that  it 
may  be  set  down  as  sure  that  this,  our  second 
division  of  the  road,  will  be  entirely  completed 
and  in  running  order  by  the  1st  of  July  next. 
New  Iberia  is  125  miles  from  New  Orleans. 

At  this  place  (New  Iberia),  the  whole  of 
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the  Texas  railways,  feeders  to  the  Texas  and 
New  Orleans  Railway,  will  by  thai  road  unite 
with  ours,  bringing  to  New  Orleans,  as  stated 
in  my  former  communication,  the  immense 
business  of  a  country  tributary  to  about  750 
miles  of  finished  railway,  immediately  after 
this  connection  is  made,  which  will  be  done 
by  the  close  of  next  year,  and  as  the  rail- 
ways of  Texas  are  being  rapidly  extended  in 
several  directions  from  the  city  of  Houston, 
the  extent  of  connecting  roads  will  be  annu- 
ally increased. 

There  will  then,  very  shortly,  be  a  continu- 
ous railway  from  New  Orleans  to  the  city  of 
Houston,  in  Texas,  347  miles;  to  the  city  of 
Austin,  500  miles;  and  to  San  Antonio,  550 
miles  ;  and  this  alone,  in  view  of  the  immense 
business  in  passengers,  cotton,  cattle  and 
other  freight,  that  must  necessarily  be  added 
to  it  bv  the  connecting  link,  the  Texas  and 
New  Orleans  road,  will  make  the  New  Orleans, 
Opelousas  and  Great  Western  Railway  one  of 
the  most  important  and  best  paying  roads  in 
the  United  States. 

But  this  is  not  all  ;  at  this  point  (New  Ibe- 
ria), we  are  only  half  way,  with  our  main  trunk 
road  to  our  western  terminus  on  the  Sabine 
river.  Here  commences  our  third  division, 
which  extends  to  Opelousas,  40  miles,  through 
a  rich,  fertile  and  beautiful  prairie  country, 
capable  of  producing  sugar,  cotton  and  corn 
in  abundance ;  where  lands  are  now  in  great 
demand,  at  prices  ranging  from  ten  to  thirty, 
and  even  forty  dollars  per  acre  .  Nearly  one- 
half  of  the  graduation  of  this  division  is  al- 
ready completed,  and  if  the  work  is  steadily 
continued  we  shall  reach  Opelousas  with  our 
cars  by  the  close  of  next  year. 

By  the  construction  of  this  division,  our 
Company  will  acquire  full  ownership  and 
possession  of  a  very  large  body  of  the  most 
valuable  lands  in  Louisiana,  now  in  great  de- 
mand, the  sale  of  which  will  furnish  means 
for  the  rapid  extension  of  the  road  to  the  Sa- 
bine river. 

Proceeding  northwestwardly  from  Opelou- 
sas, through  the  same  prairie  country,  25 
miles,  we  arrive  at  a  point  of  the  utmost  impor- 
tance to  New  Orleans,  in  respect  to  its  con- 
nection with  the  immensely  wealthy  and  pop- 
ulous valley  at  Bed  river;  this  point  on  our 
main  trunk  line  is  Pine  Prairie,  1 D 0  miles  from 
New  Orleans. 

Here,  by  a  branch  railway  of  only  twenty 
miles,  we  come  into  communication  with  the 
rich  sugar  and  cotton  district  of  Bayou  Bceuf, 
unite  with  the  Alexandria  and  Bayou  Bceuf 
Railway,  and  establish  a  daily  connection — in 
eleven  hours,  running  time — between  Alexan- 
dria and  New  Orleans. 

The  immense  importance  of  such  a  commu- 
nication to  that  section  of  the  State  and  to 
New  Orleans — the  business  relations  of  both 
being  so  intimately  connected — when  the  de- 
lays, losses  and  difficulties,  incident  to  the  un- 
certain navigation  of  Red  river  during  its 
protracted  periods  of  low  water  are  taken  into 
consideration,  must  be  so  well  understood  by 
all  as  to  render  anything  but  the  mere  state- 
ment of  it  here  necessary.  That  the  trade 
both  ways  will  be  very  great,  all  can  see  and 
understand,  particularly  when  it  is  known  that 
active  measures  are  in  progress  for  railway 
extension  up  the  valley  to  Natchitoches,  Mans- 
field, Shrcveport  and  Fulton — several  hundred 
miles. 

The  construction  of  railways  from  Fulton 
into  Kansas,  by  way  of  Fort  Smith,  on  the 
Arkansas  river,  and  from  Alexandria,  through 
the  northern  parishes  of  our  State,  to  Little 
Rock,  is  merely  a  matter  of  time ;  for  the  want 
•  of  the  most  direct  communication  by  railway 


with  New  Orleans,  the  natural  importing  and 
exporting  depot  of  the  Southwest,  will  cause 
such  to  be  built  eventually. 

From  Pine  Prairie  our  main  line  is  contin- 
ued to  its  western  terminus  on  the  Sabine 
river,  at  Thompson's  Bluff',  near  lat.  31°,  pass- 
ing through  forests  of  very  valuable  Southern 
pine,  varied  occasionally  by  the  bottoms  of 
rivers  and  creeks.  This  portion  of  our  line  is 
sixty  eight  miles  long;  the  total  distance  from 
New  Orleans  to  the  Sabine  river  being  258 
miles.  At  its  terminus  the  road  will  receive 
all  the  produce  tributary  to  the  Sabine  river 
above,  for  a  distance  of  several  hundred  miles, 
or  to  Smith,  Wood  and  Upshur  counties,  in 
Northeastern  Texas.  From  our  terminus  on 
the  Sabine,  a  railway  must  necessarily  be  ex- 
tended into  Texas  to  San  Augustine,  Nacog- 
doches, Rusk  and  Dallas.  This  road  must 
connect  or  intersect  with  every  other  in  North^ 
em  Texas 

Dallas,  by  this  line,  will  be  480  miles  dis- 
tant from  New  Orleans,  or  at  least  115  miles 
less  than  by  any  other  route,  and  as  Dallas  is 
the  business  and  geographical  center  of  the 
great  wheat  region  of  Texas,  the  importance 
of  the  saving  in  distance  will  secure  to  our 
road  the  wheat  trade. 

It  will,  therefore,  be  seen  that  the  New  Or- 
leans, Opelousas  and  Great  Western  Railway 
has  connection  with  the  entire  sea  coast  of 
Texas,  and  all  her  ports,  by  the  line  of  steam- 
ers from  Atch.ifalaya ;  that  it  will  have  con- 
nection with  all  the  railways  in  the  southern 
half  of  Texas,  by  means  of  the  Texas  and 
New  Orleans  Railway,  to  unite  with  our  main 
trunk  at  New  Iberia;  that  all  of  the  northern 
half  of  Texas  will  be  secured,  by  the  extension 
of  the  line  from  the  Sabine  terminus  to  jJallas, 
and  by  the  Sabine  river  navigation,  and  that 
the  Red  river  branch  will  connect  New  Or- 
leans with  all  Northwestern  Louisiana. 

This  is  an  outliue  of  the  plan  of  construc- 
tion, present  condition  and  prospects  of  our 
road,  without  reference  to  its  existing  future 
way  business,  and  this,  I  presume,  is  all  the 
information  desired. 

With  much  respect,  your  obedient  servant, 
G    W.  R.  Bayley. 


RAILROAD  DECISIONS. 

Holmes  agt  the  Cleveland,  Columbus,  and 
Cincinnati  Railroad  Company. —  Important 
decision  in  regard  to  the  Depot  Lands  of  the 
Cleveland,  Columbus  and  Cincinnati  Railroad 
at  Cleveland. — Judge  McLean  delivered  an 
opinion  on  Tuesday,  in  the  chancery  suit  of 
Henry  Holmes,  and  others,  against  the  Cleve- 
land, Columbus  and  Cincinnati  Railroad  Com- 
pany, which  was  argued  before  the  United 
States  Court  in  this  city  in  October  last.  The 
suit  was  brought  several  years  ago  by  the  com- 
plainants, representing  in  part  the  heirs  of  the 
Connecticut  Land  Company,  for  the  rents  and 
profits,  and  other  relief  as  to  the  title  to  the 
lands  covered  by  the  railroad  passenger  and 
freight  depots  and  landings  at  Cleveland.  The 
suit  has  been  conducted  by  Judge  Burchard 
and  Mr.  Vinton  for  the  claimants,  and  Messrs. 
Hitchcock  and  Backus  for  the  Piailroad  Com- 
pany. In  the  course  of  the  decision,  Judge 
McLean  gave  many  historical  facts,  detailing 
the  acts  of  the  Connecticut  Land  Company, 
and  of  the  City  of  Cleveland,  in  regard  to  the 
land  in  question.  The  company  received  its 
title  to  the  Western  Reserve — about  three  mil- 
lions of  acres — from  Connecticut,  in  1795, 
when  it  organized  for  the  purpose  of  extin- 
guishing the  Indian  title  to  the  lands.  A  sur- 
vey was  made,  and  the  land  in  question  was 
clearly  shown  on  the  maps.     The  company  di- 


vided all  the  property  known  to  be  owned  by 
it,  and  abandoned  further  ownership  or  con- 
trol of  the  land  in  dispute.  The  city  of  Cleve- 
land, in  1849,  as  the  undisputed  owner  of  the 
property,  gave  the  Cleveland,  Columbus  and 
Cincinnati  Road  a  conveyance  of  the  lands,  to 
be  used  for  railroad  purposes,  and  by  piling 
and  filling  up  of  the  lands,  they  have  been 
largely  increased  in  area  and  value,  not  less 
than  half  a  million  dollars  having  been  ex- 
pended in  improvements  upon  the  piers  and 
depots.  More  than  half  a  century  has  elapsed 
since  the  abandonment  by  the  Connecticut 
Land  Company  of  its  rights  to  these  lands. 
Its  articles  of  association  were  for  temporary 
purposes  only,  and  when  it  closed  its  affairs  in 
1809,  the  Court  believes  that,  from  the  accura- 
cy with  which  the  remnants  of  the  property 
were  divided,  that  it  was  no  careless  or  igno- 
rant omission  by  which  the  land  in  disputewaa 
not  disposed  of,  excopt  by  dedication  to  the 
public.  If  it  had  any  existence,  it  was  deem- 
ed worthless,  and  was  abandoned  totally  to 
any  who  might  appropriate  it.  The  time 
which  has  elapsed  renders  the  claim  of  the 
complainants  a  stale  one,  under  all  circum- 
stances of  the  case — a  claim  not  to  be  encour- 
aged by  a  Court  of  Equity.  The  Court  there- 
fore, dismissed  the  bill.  The  title  to  the  pro- 
perty was,  therefore  confirmed  to  the  railroad 
compan)'.  Judge  Burchard,  counsel  for  the 
complainants,  intimated  an  intention  on  their 
part  to  take  an  appeal  from  the  decision  of 
Judge  McLean,  to  the  Supreme  Court  of  the 
United  States. — American  Railway  Review. 


F.  W.  Hunt  vs.  The  Michigan  Southern 
and  Northern  Indiana  Railroad  Company — 
Liability  of  Lommon  Carriers  for  Damaged 
Goods. — This  was  an  appeal  from  a  judgment 
against  defendants  as  common  carriers,  and 
was  heard  in  the  Common  Pleas  at  General 
Term.  The  following  is  the  decision  of  the 
Court : 

Daly,  F.  J. — We  cannot  disturb  the  judg- 
ment. When  the  goods  were  delivered  to  the 
defendants'  agent  they  were  in  good  order. 
The  witness  who  helped  to  pack  them,  and 
who  carried  the  boxes  to  the  railroad  station, 
testified  that  it  was  a  fine  day;  and  that  the 
goods  were  dry  and  in  perfect  condition.  When 
the  goods  were  found  by  the  plaintiff  at  the  de- 
pot of  the  New  York  and  Erie  Bailroad  Com- 
pany, three  weeks  after  they  had  been  shipped, 
the  boxes,  according  to  his  testimony,  appear- 
ed externally  in  good  order,  but  upon  opening 
them  he  says  there  was  hardly  anything  that 
had  not  been  wet;  that  most  of  the  things  had 
been  soaked  through,  and  that  it  took  a  week 
to  dry  them,  after  spreading  them  out.  They 
consisted  of  books,  clothing  and  bedding,  and 
the  bedding  was  all  mildewed.  Upon  such  a 
state  of  facts  it  was  incumbent  upon  the  defend- 
ants to  show  that  the  goods  sustained  no  injury 
while  in  their  custody-that  is,  from  the  time  they 
received  them  at  the  rolling-train  station  until 
they  delivered  them  to  the  agent  of  the  Cleve- 
land and  Toledo  Railroad  Company,  to  be  for- 
warded to  the  place  of  destination.  The  only 
evidence  they  offered  was  that  of  the  shipping 
clerk  at  Toledo,  who,  of  his  own  knowledge, 
knew  nothing  of  the  condition  of  the  goods 
when  they  were  received  at  Toledo  and  forward- 
ed by  the  Cleveland  and  Toledo  Railroad,  and 
did  not  recollect  that  he  had  seen  the  goods  at 
all.  All  he  knew  was,  that  he  made  out  the 
bill  of  lading  at  Toledo,  which  was  forwarded 
with  the  goods,  and  that,  from  the  entry  in  his 
book,  six  packages,  consisting  of  five  boxes 
and  one  trunk,  were  received  on  the  8th  of 
April,  1854,  addressed  to  F.  W.  Hunt,  Bergen, 
New  Jersey.     He  further  testified  that  it  is  the 
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duty  of  the  receiving  and  shipping  tally  man 
to  examine  and  see  the  condition  of  goods 
both  when  they  are  received  and  when  they 
are  delivered;  that  if  the  packages  appear  wet 
and  the  property  can  be  saved  by  opening  the 
package,  that  they  are  generally  opened,  but 
that  if  slightly  wet  they  do  not  always  open 
them.  That  if  they  appear  to  have  been  wet 
and  are  not  opened,  a  memorandum  that  they 
appear  wet  is  made  upon  the  way-bill  and  that 
in  making  up  the  bill  of  lading  it  is  usual  to 
note  the  condition  of  the  package,  and  that 
the  party  receiving  it  always  note  that  the  pro- 
perty is  in  bad  order  if  such  is  the  fact,  if  not 
already  so  noted,  before  receipting  for  it,  and 
in  reply  to  question  put  to  him  to  which  the 
plaintiff  objected,  he  testified  that  if  these 
packages  had  been  wet  or  had  not  been  in  ap- 
parent good  order,  the  fact,  from  the  regular 
course  of  business,  would  have  appeared  upon 
the  bill  of  lading.  The  bill  of  hiding  signed 
by  the  agent  of  the  Cleveland  and  Toledo  Kail- 
road  was  also  given  in  evidence,  in  which  the 
packages  were  noted  to  be  in  good  order  and 
condition.  The  packages  had  been  three  Jays 
in  the  defendants'  custody  before  they  were  re- 
ceived by  the  agent  at  Toledo,  and  the  evi- 
dence was  not  sufficient  to  show  that  they  had 
received  no  injury  while  thus  in  their  posses- 
sion, or  in  that  of  their  agent.  The  plaintiff 
testified,  that  when  he  opened  the  packages  at 
the  dopot  of  the  New  York  and  Erie  Railroad 
Company,  the  boxes  appeared  externally  in 
good  order,  and  the  testimony  of  the  defend- 
ants amounted  to  nothing  more  than  that  such 
appeared  to  be  their  condition  ,vhen  the  de- 
fendants' agent  forwarded  them  from  Toledo. 
It  was  for  the  defendant  to  show  who  had 
charge  of  the  packages  up  to  the  time  of  their 
arrival  in  Toledo,  and  what  care  up  to  that 
time  had  been  taken  of  them.  It  was  evidence 
particularly  within  their  power,  and  not  to  be 
expected  from  the  plaintiff,  and  as  in  setting 
up  their  defence  they  were  silent  upon  that 
point,  I  think  the  judgment  was  right. — Amer- 
ican Railway  Review. 


LOCAL  RAILWAY  TRAINS. 

The  following  correspondence  will  explain 
itself,  and  will  interest  many  persons  who  now 
enjoy,  or  contemplate  a  suburban  residence; 
Cincinnati,  Aug.  7th,  I860. 
S.  S.  L'Hommedieu,  Esq.,  President  C  H.  & 
D.  R.  R. — Dear  Sir:  The  undersigned  resi- 
dents and  owners  of  property  on  the  line  of 
the  C.  H.  &  D.  R.  R.,  between  Cincinnati  and 
Hamilton,  desire  to  know  what  the  permanent 
policy  of  your  Company  will  be  in  reference 
to  furnishing  frequent  opportunities  to  mer- 
chants, mechanics,  and  others,  to  get  into  and 
out  of  the  city,  to  and  from  their  present  or 
contemplated  homes.  They  have  no  cause  to 
complain  of  the  facilities  heretofore  furnished, 
but  believe  the  time  has  come,  when  if  they 
were  increased,  a  much  larger  number  would 
be  induced  to  seek  the  economy,  health  and 
cemfort  of  the  country,  especially  from  among 
the  mechanics.  Whatever  your  policy  may 
be,  it  should  be  permanent,  and  the  public 
given  to  understand  the  fact.  An  answer  at 
your  earliest  convenience  is  requested. 
Respectfully  Yours, 

Miles  Greenwood, 
W.  B.  Moores, 
John  Burgoyne, 
Daniel  DeCamp, 
Geo.  Crawford, 

Cincinnati,  Hamilton  and  Dayton  ] 
Railroad  Company,  { 

Cincinnati,  Aug.  9th,  1S60. 
Messrs.  Greenwood,  Moores,  Burgoyne,  De- 
Camp,  and  Crawford — Gentlemen  ,    Previous 


to  the  receipt  of  your  communication  of  the 
7th  inst.,  our  Board  of  Directors  had  the  ques- 
tion of  increasing  the  present  facilities  of 
trains  under  consideration.  The  importance 
of  encouraging  and  building  up  a  large  local 
travel  on  the  road,  has  always  been  appre- 
ciated by  our  Company,  and  never  more  than 
at  the  present  time. 

The  number  of  trains  at  the  present  run 
upon  the  road — four  to  Dayton,  and  two  in 
addition  to  Hamilton — would  seem  a  liberal 
accommodation,  still  the  necessary  hours  of 
their  arrival  and  departure  to  connect  with 
other  roads,  is  such  that  the  mechanic  and 
clerk  are  not  sufficiently  accommodated  by 
them.  To  meet  this  want,  it  is  the  expecta- 
tion of  the  Company  early  next  Spring,  to  run 
a  train  from  Hamilton,  reaching  Cincinnati 
by  6:30  A.  M.,  and  to  leave  the  city  at  7:00 
P.  M.,  and  so  soon  as  the  business  will  justify 
it,  leave  with  a  train  as  late  as  10:  30  or  11 :  00 
P.  M.,  thus  furnishing  an  opportunity  to  at- 
tend the  various  places  of  worship,  of  amuse- 
ment, etc. 

With  a  train  reaching  Cincinnati  as  early  as 
G:  30  A.  M.,  and  leaving  as  late  as  6:30  and 
7:00  P.  M.,  together  with  accommodation 
trains,  arriving  and  departing,  morning,  noon 
and  evening,  all  classes  of  community  will  be 
well  accommodated.  This,  you  may  be  as- 
sured, will  be  the  permanent  policy  of  the 
Company.  Yours  truly, 

S.  S.  L'  Hommedieu,  Pr'st. 


RAILROAD   MEETING   AT   NEW 
WINDSOR,  CARROLL  CO.,  MI). 

A  gentlman  from  Baltimore,  who  was  pres- 
ent, gives  us  some  account  of  a  railroad  meet- 
ing held  on  Tuesday  evening  last,  at  the  above 
place. 

At  an  early  hour,  there  assembled  together, 
fronting  a  stand  in  the  main  street,  nearly  or 
quite  one  thousand  persons,  composed  of  the 
citizens  of  the  village,  farmers  and  others 
from  the  surrounding  country,  and  many  la- 
dies. A  procession  had  previously  marched 
through  the  streets  headed  by  a  band  of  music, 
transparencies,  etc.  The  entire  town  was  illu- 
minated. It  was  in  fact  a  gala  night.  All 
seemed  enthusiastically  excited. 

At  the  appointed  hour  the  meeting  was  call- 
ed to  order  and  organized  by  appointing  Jones 
Eoker,  President,  aided  by  Samuel  Hoffman, 
J.  C.  Hibberd,  Capt.  William  Ecker  and  Joel 
Haines,  Vice-Presidents,  including  Jacob  H. 
Christ,  Edwin  Atlee  and  Wm.  A.  McKillip,  as 
Secretaries. 

The  object  of  the  meeting  having  been  brief- 
ly stated  by  the  Chair,  which  was  to  give  an 
expression  of  sentiment  favorable  to  the  West- 
ern Maryland  Railroad,  besides  indicating  a 
willingness  to  extend  still  further  encourage- 
ment towards  pushing  forward  to  its  comple- 
tion that  enterprise,  and  thank  the  Mayor  aud 
City  Council  of  Baltimore  for  their  aid  recent- 
ly manifested  in  endorsing  a  portion  of  the 
bonds  of  said  company.  Hon.  J.  E.  Smith, 
State  Senator  of  Carroll  County,  came  upon 
the  stand  and  made  a  forcible  speech.  He  pro- 
nounced the  work  already  a  fixed  institution; 
that  its  triumph  was  rendered  certain,  and  gave 
assurance  that  the  day  was  fast  approaching 
when  the  shrill  steam  whistle  would  be  daily 
heard  in  the  valleys  and  among  the  hills  and 
mountains  of  Western  Maryland,  carrying 
freight  and  passengers  to  and  from  Baltimore. 
He  said  Baltimore  should  not  be  forgotten  for 
the  good  turn  she  has  done  them;  that  she 
would  be  substantially  remembered  in  a  reci- 
prosity  of  trade  and  social  intercourse.     His 


remarks  throughout  were  highly  gratifying  to 
all  present. 

J.  Wilis,  Esq.,  of  Baltimore,  being  present, 
was  called  upon  and  responded  in  a  speech  of 
nearly  an  hour,  descanting  upon  the  progress 
of  our  present  age  in  great  triumphs  of  inter- 
nal improvement,  caused  by  the  elevation  of 
knowledge  and  the  advancement  of  art  and 
science.  He  also  gave  numerous  practical  il- 
lustrations aud  statistical  facts,  calculated  to 
demonstrate,  satisfactorily,  that  the  Western 
Maryland  road,  when  in  partial  operation,  not 
farther  even  than  Westminster,  must  prove 
itself  a  paying  concern;  and  much  more  so 
when  extended  to  its  ultimate  terminus  in  Ha- 
gerstown,  Washington  county. 

Two  other  gentlemen,  whose  names  are  not 
recollected,  also  made  brief  addresses,  when, 
at  half-past  ten  o'clock,  after  passing  a  series 
of  resolutions,  the  meeting  adjourned. 

New  Windsor  is  situated  in  the  ""Pipe  Creek 
Valley,"  about  seven  miles  southwest  of  West- 
minster. It  numbers  COO  to  700  inhabitants, 
and  is  quite  a  thriving  village,  surrounded  on 
all  sides  by  perhaps  the  most  fertile  and  beau- 
tiful region  of  our  State.  The  railroad,  which 
is  fully  graded  to  Union  .bridge,  five  miles 
above,  runs  close  by  the  town.  Some  of  the 
finest  views  anywhere  to  be  met  with  are 
presented  in  traveling  through  this  extensive 
valley,  teeming  as  it  does  with  mineral  and 
agricultural  wealth,  far  beyond  what  those  who 
have  not  seen  it  can  imagine.  It  is  emphati- 
cally a  garden  spot,  and  when  more  closely 
united  to  us,  as  it  soon  will  be,  by  steam  and 
rail,  must  find  many  visitors  and  admirers. 

Engineers  are  now  busily  engaged  laying 
out  the  route,  near  and  above  Westminster, 
with  a  view  of  placing  additional  operatives 
upon  the  work,  so  as  to  accomplish  its  comple- 
tion to  prominent  points  at  the  earliest  practi- 
cable period. 

As  the  seventeen  miles  now  in  practical  op- 
eration are  remunerative  to  a  highly  encour- 
aging degree,  it  is  believed  when  Westminster 
is  reached,  which  will  be  sometime  in  October, 
the  revenue  from  tonnage  and  travel  must 
largely  increase.  The  citizens  of  Carroll  Co., 
or  of  Western  Maryland  generally,  are  now  in 
high  spirits  in  anticipation  of  the  certain  tri- 
umph of  this  important  enterprise.  They  are 
putting  their  shoulder  to  the  wheel  with  renew- 
ed energy  and  confidence. — Raltimore  Sun. 


FUNDED  RAILROAD  DEBT  OF 
NORTH  CAROLINA. 


Bonds  to  pay   debt  of  the   State  under    act  of 

January  28th  1851 ?170,r.OO 

Bonds  to  Payetteville  and  Western  Plank  Road..  155,000 
Bonds  to  Tar  Kiver  and  Gaston  and  Weldon  Rail- 
road   'sn.ot'O 

Bondsto  North  Carolina  Railroad.   3,0"d.0l>0 

Bonds  to  Fayetteville  and  Central  Railroad 5".000 

Bonds  to  Fayetteville  and  Warsaw  Plank  Road..  ]0,U00 
Bonds  for  account  of  Tar  River,  under  act  of  I4th 

February,  1858  15,000 

Bonds  issued  on  account  of  Insane  Asylum 125.0lr.t 

Bonds  to  A  lantic  and  North  Carolina  Railroad.. .  1. -166. 500 

Bonds  to  Western  North  Carolina  Railroad 180,0(10 

Bondsto  CapeFearand  Deep  River 300,000 

Bonds  to  Albemarle  and  Chesapeake  Canal 3511,000 

Bonds  to  Fayetteville  and  Coal  Kelt  Railroad 300.000 

Bonds  to  Wilmington,  Char,  and  Rutherford  Rail- 

,.0.ut 400,000 

Bonds  issued  under  act  for  certain  purposes,  ses- 
sion 1858,  <59 1,213.800 

Due  Literary  Fund  on  note 31,905 

Total 38,633.305 

The  interest  on  the  above  debt  is  payable  on 
the  first  days  of  January  and  July,  on  this 
amount,  §5,721,705;  and  the  first  days  of  April 
and  October,  this  amount,  §3,111  600. 

The  interest  on  the  above  debt  is  §529,998- 
30.  _„ 

The  State  has  endorsed  bonds  of  the  Wil: 
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mington  and  Weldon  Railroad  Company  for 
$200,000. 

The  prospective  debt  of  the  State,  on  ac- 
count of  Wilmington,  Charlotte  and  Ruther- 
ford Railroad,  and  Western  Extension  of  North 
Carolina  Railroad,  may  be  stated  at  $500,000, 
making  the  actual  and  prospective  debt  about 
$13.83,1300. 

Of  course,  a.n  this  prospective  increase  of  in- 
debtedness depends  upon  contingencies  which 
may  arise,  it  cannot  be  accurately  told.  Should 
the  floating  debt  of  the  State,  at  this  time  of 
small  amount,  be  funded,  and  the  State  be 
called  upon  to  pay  the  principal  of  her  endorse- 
ments for  the  Cape  Fear  and  Deep  River  Nav- 
igation Company,  as  it  is  feared  she  will,  the 
foregoing  amount  of  the  funded  debt  will  be 
slightly  increased. — DeBow's  Review. 


TENNESSEE  RIVER  R.  R.  CO. 

Franklin,  July  20th,  1860. 

The  annual  meeting  of  the  Stockholders  wa  s 
held  this  day. 

A  majority  of  the  stock  being  represented, 
the  meeting  was  organized  by  the  appointment 
of  Leon  F.  Siler.  Esq.,  Chairman,  and  Win. 
H.  Peronneau,  Secretary. 

The  minutes  of  the  last  meeting  were  read 
and  confirmed. 

Hon.  Edward  Frost  made  a  verbal  report 
on  the  condition  and  prospects  of  the  work. 

An  election  was  then  held  for  officers  to 
serve  for  the  ensuing  year,  which  resulted  as 
follows : 

President — Hon.  Edward  Frost;  Secretary 
and  Treasurer — Win.  H.  Peronneau;  Direc- 
tors— Jesse  R.  Siler,  N.  S.  Jarrett,  Dillard 
Love,  G.  A  Trenholm,  Wm.  H.  Thomas,  H. 
G.  Woodfin,  Joab  L.  Moore,  Henry  Gourdin, 
Wm.  H.  D.  Gaillard. 

The  folllowiug  resolutions  were  offered  by 
Dr.  H.  G.  Woodfin,  and  adopted: 

Resolved,  That  we  look  to  the  extension  of 
the  Blue  Ridge  Railroad  through  the  Tennes- 
see Valley  as  a  matter  of  first  importance  to 
the  citizens  of  Macon  and  the  adjoining  coun- 
ties of  North  Carolina. 

Resolved,  That  the  efforts  making  in  behalf 
of  this  enterprise  by  our  friends  in  South  Ca- 
rolina, should  prompt  us  to  put  forth  our 
energies  and  all  the  means  at  our  command 
for  their  assistance  and  enccuragement. 

Resolved,  That  the  Directors  of  the  Tennes- 
see River  Railroad  Company,  residing  in 
North  Carolina,  be  requested  to  cause  mass 
meetings  to  be  held  in  different  sections  of 
this  country,  in  order  to  manifest  the  public 
opinion  in  favor  of  the  enterprise,  and  afford 
to  our  friends  in  South  Carolina,  and  to  the 
Legislature  of  that  State,  reliable  assurances 
as  to  the  zeal  and  abilities  of  the  counties  and 
of  private  individuals  to  give  material  aid  to 
the  construction  of  the  work. 

Resolved,  That  we  approve  the  resolutions 
of  our  last  annual  meeting  in  regard  to  County 
subscriptions,  and  will  endeavor  to  have  them 
brought  to  the  favorable  consideration  of  the 
Legislature,  our  County  Courts,  and  of  the  peo- 
ple at  the  ballot  box. 

Resolved,  That  the  proceedings  of  this  meet- 
ing be  published  in  the  Franklin  Observer, 
and  that  other  papers  friendly  to  the  road  be 
requested  to  copy. 

Resolved,  That  the  thanks  of  the  stock- 
holders and  this  meeting,  are  hereby  tendered 
to  Hon.  Edward  Frost,  President,  for  the  able 
and  satisfactory  address  with  which  he  has 
favored  us  on  this,  as  well  as  on  former  occa- 
sions, and  for  his  efficient  supervision  of  the 
road. 


ANOTHER  R.  R.  PROJECT. 

Washington,  August  13 — Judge  Amey,  of 
Kansas,  has  filed  in  the  General  Land  Office 
the  necessary  papers  to  obtain  the  right  of 
way  for  the  construction  of  a  railroad  through 
Southern  Kansas  to  connect  with  the  Galves- 
ton Road  in  Texas.  The  Commissioner  Gen. 
eral  of  the  Land  Office  has,  in  conformity 
with  the  law  of  Congress,  granted  the  neces- 
sary instructions  to  the  Land  officers  having 
control  of  the  lands  through  which  this  road 
will  pass,  to  reserve  the  right  of  way  and 
lands  for  depots  and  water  stations.  Mr. 
Amey  left  the  city  to-day  for  Kansas.  A  corps 
of  engineers  will  at  once  proceed  to  make  a 
survey  through  Kansas  and  the  Osage  and 
Cherokee  country  with  a  view  to  the  perma- 
nent location  of  the  road  through  these  In 
dia.ii  territories.  The  construction  of  this  road 
will  open  the  Western  country  with  the  Gulf 
of  Mexico,  and  will  open  the  travel  and  re- 
sources of  a  large  portion  of  country  in  Kan- 
sas, the  Indian  territories,  and  the  States  of 
Texas,  Arkansas,  and  other  States,  which  are 
now  of  comparatively  little  value. 

By  the  construction  of  a  railroad  from 
Atchison,  connecting  with  the  Hannibal  and 
St.  Joseph  Railroad  to  Lawrence,  and  from 
Leavenworth  to  Lawrence,  and  thence  south 
through  the  Indian  territory,  to  connect  with 
the  Texas  roads,  it  is  believed  that  millions 
of  dollars  will  be  added  to  the  wealth  of  the 
country  from  the  mineral  resources  which 
have  not  been  and  can  not  be  developed  with- 
out the  means  of  travel  and  transportation, 
which  the  present  enterprise  is  designed  to 
supply. 


Important  Decision. — A.  decision  was  re- 
cently given  by  the  Supreme  Court  of  Maine, 
to  the  effect  that  the  Legislature  of  the  States 
has  no  right  to  enact  laws  regulating  the  run- 
ning of  railroad  trains  where  that  power,  by 
the  charter,  is  given  to  directors.  The  legis- 
lature has  control  of  all  that  relates  to  the 
safety  of  passengers,  hut  none  which  apper- 
tains merely  to  the  convenience  of  the  travel- 
ing public.  The  question  came  up  in  an  ac- 
tion against  the  Androscoggin  and  Kennebec 
Railroad  Company  for  not  detaining  their  train 
twenty  minutes,  according  the  act  of  1853,  in 
order  to  connect  with  another  road. — American 
Railway  Review. 


More  Railroad  Consolidation. — A  move 
is  afoot  to  consolidate  the  Harlem  and  Housa- 
tonic  Railroads,  both  having  an  eight  per  cent, 
preferred  common  stock.  The  two  roads  are 
so  near  together  in  the  upper  portions  that,  in 
each  striving  to  get  business  from  the  other, 
it  is  done  almost  without  profit. 

It  is  expected  that  the  travel  to  Lenox, 
Stockbridge,  Pittsfield,  Great  Barrington,  and 
other  towns  in  the  beautiful  county  of  Berk- 
shire, would  be  much  increased  by  the  Housa- 
tonic  road  being  connected  with  the  Harlem 
at  Dover  Plains,  and  the  necessity  of  carrying 
the  passengers  round  about  through  Bridge 
port  obviated. 

Berkshire  county  is  admirably  calculated 
for  dairy  purposes,  but  it  takes  too  long  by  the 
present  circuitous  route  to  bring  the  milk  to 
the  New  York  market.  It  is  believed  that  the 
Harlem  and  Housatonic  united  would  com- 
mand a  large  share  of  the  Canada  trade  by 
way  of  the  Vermont  roads  and  the  Pittsfield 
and  North  Adams.  The  required  eight  miles 
to  connect  at  Dover  Plains,  it  is  estimated, 
can  be  built  for  one  hundred  thousand  dol- 
lars.— N.   Y.  Post. 


MONETARY  AND  COMMERCIAL- 


Since  the  beginning  of  the  present  week  the  demand  for 
money  has  been  on  the  increase,  and  bankers  report  the 
necessities  of  their  customers  as  more  urgent,  and  approxi- 
mating to  much  nearer  the  full  capacity  of  their  means  to 
meet,  than  previously  reported.  Although  the  active  opera- 
tions of  our  fall  trade  has  not  begun,  yet  great  fear  is  enter* 
tained  of  a  scarcity  of  currency  to  meet  its  requirements,  and 
the  total  absence  of  a  reasonable  system  of  banking  can  not 
be  better  illustrated  than  by  the  present  cry  of  "a  slight 
closeness  in  the  money  market.1'  The  Commercial  remarks 
that  "  a  more  active  use  of  money  is  not  yet  manifested  in 
any  material  increase  in  the  impetus  given  to  general  busi- 
ness ;  hut  the  calls  and  movements  making  are  mainly  pre- 
paratory to  what  is  anticipated  in  the  prosecution  of  an  un- 
usually heavy  autumn  trade  in  the  various  articles  of  pro- 
duce. Money  for  which  negotiations  are  now  being  made 
is  entered  upon  service  in  the  handling  of  stock  cattle  ; 
concentrating  and  feeding  hogs  ;  storing  and  holding  grain  ; 
stocking  mills,  <Ste.,  &c,  so  that  bankers  observe  that 
balances  which  have  been  lying  unused  to  the  credit  of  in- 
terior merchants  and  banks  are  being  gradually  withdrawn." 

For  a  gi  eat  "  Commercial  Center,"  (as  we  claim  ourselves 
to  be)  to  be  thus  seriously  affected  by  such  slight  and  trivial 
changes  in  trade,  will  appear  to  those  who  are  in  the  habit 
of  doing  business  where  banking  is  conducted  on  a  more 
liberal  and  enlightened  basis,  and  supply  of  capital  on  a 
scale  commensurate  with  the  business  to  be  transacted, 
simply  ridiculous.  But  it  is  nevertheless  true,  that  one 
hundred  thousand  dollars  either  thrown  into  or  taken  from 
Third  Street,  produces  a  marked  change,  and  everyone  an- 
nounces the  market  as  either  "easy"  or  "tight"  in  con- 
sequence. Hates  to  customers  in  bank  remains  as  heretofore 
quoted,  9@I2  per  cent.,  while  outside  and  street  rates  have 
advanced  from  }4  to  %  per  cent  on  previous  quotations. 

The  supply  of  Eastern  Exchange  is  a  little  above  the  pres- 
ent demand,  and  the  following  quotations  indicate  a  fall  in 
prices. 

Buying.  Selling. 

New  York  Sight 3-l0@£    prera    \%\    prem 

Philadelphia 3-10©$    prem    j©4    prera 

Boston ....3-10@£     prem    f©£    prem 

Baltimore 25  prem    -J (si 5    prem 

New  Orleans i    dis        par 

American  Gold 30  prem      ©£ 

On  August  1st,   the  following   were  the  quotations  for 

American  Securities  in  London  : 
American  Railways,  &c.    Closing  Price.     Business. 

Maryland  5  <P  cent  Bonds 93  @  95 

United  States  5  #  cent,  red.,  1874.-..  92*®  93fr        93$  3 

Virginia  5  $>  cent.  Bonds, 19  ©  81 

Tirginia6  #>  cent  Bonds, 82  ©  84 

Illinois  Central  6   £>  cent  red.  1875...  81  ©  83  81$  3  2 

Illinois  Central  7  $  cent  red.  1875...  85  ©  87         86£ 

Illinois  (Freelands)  7  #>  cent  red  1800  91  ®  94 

Illinois  CentralSl'iO  shares,  SSO  paid  32i©  31*dis.  32±  32$ 

Illinois  Central  rj  100  shares  all  paid..  65  ©  07         1}  1$  2 

Michigan  CentralS  $  cent  Converti- 
ble, 1800 90  ©  92        li  dis. 

Michigan  Central,  Convertible,  8  per 

cent,  1809 88  @  90 

Michigan  Centra]  Sinking  Fund,  8  fl> 

cent.  First  Mortgage.  1882 88  @  90 

Michigan  Central  $H»f  shares 45  ©  50 

Michigan  Southern  and  Northern  In- 
diana 7  per  cent.  Sinking  Fund, 
J885 71  ©73        72  1 

Michigan  Southern  and  Northern  In- 
diana $100  shares 10  ©  15 

New  York  Central  0   3P  cent.  Sinking 

Fund,  1883. 86  ©  88 

New  York  Central 7  $  cent.,  18C4...  92  ©  94 

New  York  Central?  £>  cent.  Sinking 

Fund,  1876 93  @  95 

New  York  Central  $100  shares 74  ©78 

New  York  and  Erie  First  Mortgage  7 

4P  cent,  1H07 90  ©  92        91$ 

New  York  and  Erie  Second  Mortgage 

7  ^  cent,  1850 90  ©  92 

New  York  and  Erie  Third  Mortgage  7 

$  cent  1883,  assented 82  ©  84        B3&1 

New  York  and  Erie  Bonds,  1802,  1871 

and  1875,  assented 4a  ©  50 

New  York  and  Erie  shares,  assented..  21  @  22        21}  * 

Panama  Railroad  Third  M'tgage  1857  101  ©K5 

Pennsylvania   Central  Bonds,    First 

Mortgage.  Convertible,  6  #>  cent.  88  ©  90 

Pennsylvania  Central  Bonds,  Second 

Mortgage,  6  ff  cent,  sterling....  92  ©  94 

Pennsylvania  Central  $50  shares 36  ©  38 

Philadelphia  &  Reading  Bonds,  6  $> 

cent,  I860 78  ©  80 

Philadelphia  &.  Reading  Bonds,  6  3? 

cent.  1870 70  @  75 

Philadelphia  and  Reading  $50  shares  18  ©  22 
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CiNciNPfA-ri  Stock  Market.— Reported  by  Kirlc  &  Chee- 
ver,  Stock  Brukers,  No.  57  West  Third  Street.  Aug  Kitn, 
16U0: 

DON  US. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  G  per 
cent 87 

Covington  and  Lexington  R.  R  Co.  First  Mort- 
gage Binds,  7  per  cent S3 

Covington  <V  Loxington  It.  R.  First  Mortgage 
Bonds,  (i  per  cent 73 

Covington  &.  Lexington  R.  R.,  Second  Mart- 
gage  Bonds,  7  per  cent. 74 

Indianapolis  &.  Cincinnati  11.  It.  First  Mort- 
gage Bonds   7  pei1  cent 85 

Indianapolis  &, Cincinnati  R.  It.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 75 

Cincinnati,  Hamilton  &  D.iyton  It.  R.  Co.,  First 

Mortgage,  7  per  cent.  Bunds i)8@100 

Cincinnati,  Hamilton  &  Dayton  It.  R.  Co.,  Se- 
cond Mortgage  Bonds,  7  per  cent 87 

Ohio  &  Mississippi  R.  R.  Co  f  Second  Mort- 
gage Bonds,  7  per  cent 75 

Dayton  and  Western  11.  R.,  First  Mortgage 
Bonds,  7  pur  cent 50 

Dayton  and  Western  R.  It.  Second  Mortgage 
Bonds,  7  per  cent -15 

Indiana  Central  R.  R.  Co.,  First  Mortgage 
Bonds,  7  per  cent 70 

Indiana  Central  R.  It.  Co.,  Second  Mortgage 
Bonds.  1  n  per  cent 70 

Diyton  &  Michigan  R.  It.  Co.,  endorsed  Mort- 
gage 8 ) ,  7  per  cen  t 85 

City   of  Cincinnati,   Municipal   Bonds,  G   per 

cent 0-!@flG 

Ciiy  of  Cincinnati,  Railroad  Bonds,  G  percent.  82@85 

City  of  Cincinnati,  Wharf  Bonds,  6  per  cent..  80@d2 

STOCKS. 

Cincinnati,  TTamilton  6l  Dayton  II.  R 75@76 

Little  Miami  K.  It , , .  P5$@8G 

Columbus  &  Xenia  It.  R r,*..   F5®8-H 

Indianapolis  &  Cincinnati  It.  K...   .,....-...   42@-13 

Ohio  Sc  Mississippi  It.  R \®,\± 

Farmer's  Bank  of  Kentucky, I21@i25 

Northern  Bank  of  Kentucky IS8@.I30 

Ohio  Life  Insurance  &l  Trust  Co.'s  Certificates.  15-i@16 
Ohio  &  Mississippi,  Trustees  Scrip 1U@I2 


TEXAS  RAILROADS. 

The  Directors  of  the  Eastern  Texas  Railroad 
held  a  meeting  at  Nacogdoches  on  the  14th  and 
16th,  the  first  since  their  organization  and  lo- 
cation at  that  place.  Entire  unanimity  pre- 
vailed and  measures  were  taken  to  push  for- 
ward the  work.     The  Chronicle  says: 

The  Directors  detemiued  10  put  five  hundred 
ov  one  thousand  hands  on  the  road  by  the  1st 
of  Sepl ember,  and  are  now  making  their  ar- 
rangements for  provisioning  these  hands,  for 
working  tools,  etc.  Planters  desiring  to  put 
their  slaves  into  tho  employment  of  the  com- 
pany, will  be  paid  twenty-six  dollars  per  month 
for  the  slaves  services,  the  company  furnishes 
board,  shelter,  clothing,  mattrass, etc.,  necessary 
for  their  comfort ;  the  hire  to  be  paid  semi-an- 
nually, one-half  cash,  and  one  half  in  the  bonds 
of  the  Company,  drawing  interest,  and  payable 
in  five  years.  These  bonds  are  well  secured  by 
deed  of  trust  upon  real  estate.  White  hands 
will  be  paid  twenty-eight  dollars  per  month 
and  board. 

The  President  and  Secretary  of  the  Company 
and  Mr.  Cumby,  of  Rusk  County,  will  leave  the 
first  of  next  week  for  New  Orleans,  to  purchase 
supplies  for  the  Company,  and  will  then  at 
once  proceed  to  New  York,  to  negotiate  for  iron 
and  rolling  stock  :  and  as  an  earnest  of  the  de. 
termination  and  ability  of  the  men  to  push  this 
work  forward,  several  of  the  directors  and 
some  of  the  stockholders  have  become  individu- 
ally responsible  for  the  purchase  of  provisions 
necessary  for  the  hands  in  grading  the  first  one 
hundred  miles. 

The  citizens  of  Jefferson,  Cass  county,  held 
a  meeting  on  the  10th  inst.  to  consider  the  pro- 
posals of  the  Memphis  and  El  Paso  Railroad 
Company  to  build  a  railroad  from  Jefferson  to 
Moore's  Landing  on  Red  River.  The  Company 
ask  a  subscription  of  $200,000  from  Cass  and 
Marion  Counties,  as  a  condition  to  commencing 
the  enterprise.  The  meeting  accepted  the  pro- 
posal, and  a  general  meeting  of  the  citizens  of 
Cass,  Marion,  and  the  surrounding  counties 
was  called  tor  the  24th,  to  take  final  action  in 
the  matter. 

The  Beaumont  Banner  informs  us  that  aciti- 
zen^of  that  place,  J.  H.  Robertson  Esq.,  donated 


to  the  Texas  and  New  Orleans  Railroad,  a  tract 
of  ground  adjoining,  and  west  of  the  town  of 
Beaumont,  two  hundred  by  fourteen  hundred 
feet  on  each  side  of  the  track,  for  the  depots, 
turn  outs,  ets.,  aud  by  the  same  agreement,  the 
donor  stipulates  to  donate  to  the  Eastern  Texas 
Railroad  Company,  a  like  quantity  of  land,  ad- 
joining, and  west  of  the  foregoing,  for  like 
purposes,  provided  the  latter  company  desires 
its  depot-grounds  in  conjunction  with  the  for- 
mer road. 

The  new  locomotive  and  tend  r,  No.  2,  has 
arrived  at  Lavacca  for  the  railroad  to  Victoria. 
The  iron  will  be  sent  out  as  fast  as  it  is  landed. 

The  Brenham  Enquirer  of  the  21st  says:  A 
meeting  was  held  by  the  citizens  of  Columbus 
last  week,  to  devise  means  for  constructing  a 
tap  from  Alleytown  to  that  place.  Forty  thou- 
sand dollars  are  required  aud  ihirty-five  thou- 
sand have  been  subscribed. 

^a.x=>2rii  le,  i860. 

Cincinnati,  Hamilton   and  Dayton 


SIX    DAILY     TRAINS 

LEAVE    THE    SIXTH    STREET    DEPOT 
(Sundays  Excepted). 


All  Trains  run   by  Colpmbts  Time,  which  is  Seven- 
Minutes  fasti^ii  than  Cincinnati  Time. 

THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 

O  A.  M.-EXPRIiSS  TRAIN— For  Hamilton, 
Richmond,  Inili.inipolis,  Logansport.  Daytcn,  Spring  field, 
Urbana  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

S  A.  M.-ACCOMMOBATIOK  TRAIN— 
For  Haamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.ffl.-COtl'UBrS  EXPRF.SS— For 
Cleveland  Dunkirk,  BuQalo,  NewYork,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2.30  P.  M.  TRAIN— For  Dayton,  Springfield,  Ur- 
bamiand  Bellefontaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  V.  M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

G  I*.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield.  Urbana  and  Sandusky.  For  Troy,  Piqua.  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo. 
Detroit,  and  all  points  in  Canada-  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

JtlpFor  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices :— No.  IGS)  Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

D.  McLAREN,  Superintendent 

Railroad  Oar  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia, 

Juii4.  6m. 


JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W.COKNEK   FIFTH  AND  RACE, 

Cincinnati,  Ohio. 

Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermomoters,  Spectacles,  Microscopes,  etc, ,  al- 
ays  on  hand.    Kcpairing  attended  to, 

H.  TWITCUELL,  JAMES  FOSTER,  Jr. 


Jh/K  O  ^  JE2  X_«  S3  ""5T » tS 
WROUGHT   IRON 

ARCH  BRIDGES 

—AND 

Corrugated   Iron    Hoofs 

ARCHED   AND   FLAT. 


ORRUGATED  SHEETS.  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street,  Cincinnati,  Ohio. 

Sut.2.  MOSELEY  &  CO. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  MYTON 


HA1LIICAI3S. 


On  and  after  MONDAY,  June  11,1660,  Trains  will  de- 
part as  follows  : 

G:dU  A.  M.  Express-— Prom  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport.  DaytoB,  Greenville,  Union  &c. 

7:30  A.  M.  Express.— From  Little  Miami  Depot,  and 
frum  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland ;  via  Columhus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Beilair  and  Bcnwood;  and  via  Columbus,  Beilair 
and   Piitsburgh;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  fur  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for~Iruy, 
Piqua.  Sidney.  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points   in  Canada. 

8:00  A.  M. — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Beilair  and  Benwood;  via  Col- 
umbus, Beilair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbaua  and  Belle- 
font  line;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
ilton  for  Oxford,  tec. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

0:00  p.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:01)  P.  M-  Express — From  Cincinnati.  Hamilton  and 
D.iyton  Depot— For  Dayton,  Springfield,  Urbana  and  San- 
dusky ;  ft>r  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago '.  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond.  Logansport,  etc. 

11:00  P.M.  Express.— From  Lhtle  Miami  ^Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg ;  via  Columbus  and 
Cleveland,  via  Columbus,  Beilair  und  Benwood  and  via 
Lolumbus,  Beilair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Buruet  House  ;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  W.  STRADER, 

General  Ticket  Asent. 

Omnibuses  call  for  passengers  by  leaving  directions  £t 
the  Ticket  Oflaces. 


GEO.    H.    KNIGHT  &    BROTHER. 

Patent   Attorneys, 

Pi.  JZ    Corner  Vine  Jfc  4th. 
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W.  G. 


Patent  Portable  Forge  and  JMtows. 

THESE  FORGES  are  superior  to  all  nft-arafar  build 
ers  of  railroads,  mines,  quarries,  guBjeoiUhe,  Iock- 
smilhs,  machine  shops,  boiler  makers,  gas  filters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
ortes  willaddress  VV.G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHOETEST  EOUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  1(1:47  A.  M„  Chicago  at  8  P.  M. 

11.50  P.  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

G.00  P.  M.-CniCAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^o3"  Be  sure  you  are  in  the  rightTicket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrencefoiirg  &  Indianapolis. 

K3r-FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIIROUG  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner.  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  theWai- 
rut  Street  Bouse,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  inf'irraation  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  andall  parts  of  the  City  by  leaving 

II.  C.  LORD,  President. 


addrt-Fs  at  either  office. 


CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 

Two  daily  trains,  at  0  A.  M  .and  G  P.  M.,  from  Little  Mi 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Rkti-knino  Trains— Arrive  at  Cincinnati  at  8  A.M.  and 
4.4(1  1>.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  Ticket 

Offices  of  Little  Miami  Road. 

W  OND         eiver 


RAILROAD  IRON. 

THE  undersigned,  Agentsfor  the  Manufacturers,  are 
prepared  to  contract  to  deliver  free  on  board,  at 
shipping  portsin  Kngland  ,  or  at  ports  of  dischaarge  in 
theUnitedStates.Rall'snfsuperioi  quality, and  of  weight 
ofpattern  as  may  be  required. 

VOSE,  LIVINGSTON  &  CO. 
New  York,  Ap  3, 1850.  9  South  Wlliam  Street 

T.  F.  RANDOLPH  &  BR9. 
Ilathemalical   Instrument  Makers 

o.G7       est  Gt!»  St.  bet  Wa  nut  cfc  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 

BALTIMORE,  PHILADEnilA,  NEW  VOliK  &  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  aDd  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,New  York  and  Boslon,at  the  costof  a  ticket  to  New 
York  or  Boston  alune  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS, 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  forpleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusiveTelegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

TJ773  Ask  for  tickets  via  Baltimore  andOhio  Raii.ro  a  n. 
W    p.  SMITH.  Master  '/transportation,  B.  <£  O.  It.  R. 

J.  II.  SULLIVAN,   Ocn.  West.  Art.,  B.  Sc  O  R.  JR. 
L.  M.  COLE.  Gen.  Ticket  .Hut.,   11.  if  0.  It.  It. 
H.  J.  .1EWETT.  Pres't  C.   0.  R.  R. 
3.  W.  BROWN,  nev.  Tie/re'  Aat.,  O.   0.  E.  It. 


G.    W.    MORRILL. 


G.    B.    BOWERS 


Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  lor 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  bad  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assuniiiceinat 
no  pains  will  be  spared  to  give  entire  satisfaction  in 
al   use?  6 


IROW  BOILER  FLUES 
PASCAL  IRON  WORKS. 

ESTABUSHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

LAP»WiL©E®  ©QtLiR  FLEStSs 

1  inches  outside  diameter,  cut  to  definite  length 
as  required. 
WKOUGHTIKUK  WELDED   TUBES, 
HVom  'A  to  a  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T's,L's,  stops.  Valves,  Flanges  .  etc.,  etc 
Warehouse,  209  Soiitli  Xliiril  St., 
PHILADELPHIA.  |  p,vg 

Stephen  Monnis,  <ha». minua,  ,rR. 

TUOS.  T.TA8KEK,  JR.,  «.r.M   TA6KKR.  ' 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    ih$    Ends    of  "  T1     Bail 

^PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rnil.  Fig.  1  is  a 
view  of  outside plaie  C,  winch  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extrcmeties  of  the  rails. 
This  plate  maybe  of  such  form  as  to;  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  bead  and  upon  the  base,  leavins  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  p.irt  can  not  project 
laterally  beyend  the  head  of  the  rails,  ur  it  would  interfere 
withte  shegellanof  the  wheels.  At.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  T).  in  which  re* 
cesses  nre provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikesbeingwithdiawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails* 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together<  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  Bv  driving  through  two  keys 
they  clamp  anid  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Anothergreatadvantagcis,  the  allowance  which  ismade 
for  expansion  an<l  contraction  between  the  tongues  and 
slot-lii  the  rails. so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  andtakes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  of  the 
joint,  which  must  we:ir  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheels 
and  axles,  preventing  the  loss   of  life  and  destruction 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear 
the  rolling  stock  of  the  road. 

\V.  JIAUVKV,  Inventor,  asd  Patents 
41  Jefferson  street,  Albany, 
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PROSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  END  TO  END. 

PARIS'    FATKUT 
ENAMELED   IRON    PIPES    AND   PUMPS, 

FOB    WATER    SUPPLY,    ACIDS,    ETC. 

SOLK    T  M  P  O  RT  ERS. 

PKOSSKU9M  PA't  ENT  KIUt'Al'K  CON- 
IT&BiNSEIS!*  for  high  pressure  steam,  with  sea  or 
otlier  had  boiler  water,  (/aiiffcs.Scuttcr  drills,  cotm'er- 
einks,  tube  end  cutting  bars,  expanders,  tube  scalers, 
steel  wire  and  whalebonebrit,shcs,  pall  lever  wrenches, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Hollers.  IIIOS.  VKOSSKK  &  SON, 
87jan.  28  Piatt  Street,  New  York 

U.  G.  LOBDELL.        1.  S.  M'COMBS.        I).  P.  BUSH. 

BBSH&LOBBELL, 

Wilwiangton  -------  Delaware 

MANUFACTURERS   OF 


For  R.R.  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Extint 

F    11   THEIR 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  FITTED 
To   Hammered  or    Boiled    Axles, 

Id  the  best  manner,  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms.    * 
A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
J.  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories^ arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices ;  Pates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Pegular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post- Office  De- 
partment, c£c,  t£oi 

COMPILED    BY   E.   PENROSE   JONES, 
Late  Assistant  Post-Ma oter  at  Cincinnati. 

Price  Twenty-Five   Ccuts. 

READ  THE   FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office  J 
January,  lf59.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
S  .  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
i     ncinnatiP.  0.,from  the  Records  in  this  Department,  and 
Her  sources,  and  contains  the  most  complete  list  of  Pbst- 
Ctnces,  especially  of   the    Western,    North- Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &c.yfor  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  abont  100  pages. 
The  entire  mutter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  j¥5smj  Offices,  Changes  ar& 
Regulations  of  the  Department,  the  information  is  co rractsd 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  otlier  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
x'es,  making  it  especially  valuable  to  business  men.  No 
similar  ai'raugemeut  has  been  published  since  1850.  There 
are  3(100  more  oflices  in  this  than  in  any  book  heretofore 
issued.  Tlie  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

JCr  Single  copies  sent  by  mail  (posing  prepaid)  to  any 
address,  upon  receiving  Twenty-live  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  Twelve 
Copies  for  fiS.UO. 

Addresfii  C-  S.  W1LL1IAMS; 

11*4  Walnut  Street, 

Jdar.tl  10  Cincinnati,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


W 


M.  AUIVIlVEIt  A:  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio, 

BRANCH   OFFICES: 


Louisville,  Ky., 

Lafayette,  lnd., 

Indianapolis,  lnd.. 


Columbus,  O., 
Daytnn.  O., 

Zanesville,  O. 


We  offer  the  Wheeler  &.  Wilson  Sewing  Mnchine.with 
important  improvements,  at  a  reduction  on  former  prices  ; 
ard  to  meet  the  demand  for  a  oood,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Wive  Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
doth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest,  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  ofHces  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

]£~p3Seml  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc 

febi".  WM.  SUMNER  &  CO. 


GEO.  D.  WINCHELL  &  BR0., 

172  Elm  Street,  bet.  4th  and  f)th, 
CINCINNATI,  O. 
Sole  Manufacturers  of  MeGowan' 6  2dublo  Action 

SUCTION  &  FORCE  PUMP 

AND 

Compound  Steam  Pumping  Eugiae. 

WOULD  respeUfullyinvite 
the  attention  of  RAILROAD 
Companies,      Manulacturer 
Distillers,  Miners,  and  the  put ; 
lie  generally  to  these  Pumps 
as  the  beslFumpnowiiiLae 
and  acknowledged  by  all  wl& 
have  used  them  to  be  perfect- 
are  simple  in  their  construe 
tion,  compact, durable  and  not 
likely  to  get  out  of  order;  wei" 
adapted  forSteamooats,  Kail 
road  Water  Stations  Distille 
lies,    Breweries,     Furnaces 
Mines,  Rolling  Mills,  Pape- 
Mi  Us,  Factories,  "Wells,  Cla 
terns, Stationary  File  Engines, Garden  Engines and  ft* 
all  purposes  where  a  Pump  can  be  used.   vUso,for  for- 
cing a  large  body  of  water  to  a  great  heigh  tor  distance 
rapidly. 

Also,  McGowan  s  Patent  Ball  Valve  Pump, designed 
for  Hot  Liquids,  Hot  Oils,  Molasses,  &c.  Hose  Coupling 
Lead  Coppcrand  GasPipefurnished  aithe  liwestma" 
feel  prices. 

Poll "nd  perfect  atisfaction  guaranteed  in  allcases, 
when  properly  put  up  according  to  directions. 

Orders  thankfully  received  an dproirptly  fill edat the 

shortest  notice. 

SILi'KK    AlEDA-y      (The  highest   prize)  a  warded 

cee  piimpsanilKteam  Pumping  Engine  attb    late  Fa 

Ooto  >Hc:iaucsMu6tituie:  June   18,1655— J 


Street  and  Otlier  Piailrcad  Iron, 

WOOD,  M0RRELL  &  CO.,  Johnatown,  Cambria  Co  , 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wantiDg  to  par* 
chase  Ag.4,m.G. 

"  FREEDOM  IRON  COMPANY," 

MANITFACTUTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  MifOin  Co,,  Penn, 

JOHJT  A.  WRIGHT,  Sup'l. 

This  Iron  is  all  made  from  best  Juniata  cold-Wast  char- 
coal Pier  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered .  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


JEW  YORK  CENTRAL  H.  R. 


Leave  Albany.  Arr.  Buffalo.  An-.  S.  Br. 

Steamboat  Exp..  7  1.0  a.m.  7  00  p.  M.  7lt0p.lt. 

Jlail 9.10a.m.  12.50a.m. 

New  York  Exp. .11-15  a.  m.  9.0U  p.  m  9.00  p.  M. 

Night  Exp 5.0U  p.  M.  4.00  a.m.  4.UU  a.  M. 

Utica  Accom'n..  6  no  p.  m.    Ar.  TJ.  10.00  p.  m  - 

N.T.Mail 11.15p.m.  30.0'  a.  m.  10.00  a,  m 

Leave  Buffalo.  Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15a.  m.  5.15a.m.  3.3'J  p.  k. 

Steamboat  fcixp..  6.00  a.  m.  8.00  a.  m.  8.00  p.  m. 

Mail 2J0P.M- 


Cleveland  Exp..  6.PH  P.  M. 
Cincinnati  Exp. 11.00  p.  K. 
UticaAccom'n.. 


6.00  p.  M.      4.4U  a.  M. 

ii.nu  p.  m     p.3o  a.  «; 

lO.OO  A.     4 


CINCINNATI 

LOCOMOTIVE  WORKS. 


Wm 


Theundersignedare  prepared  to  furnish  Locomotiv 
equalin  efiiciencyand  durability  tothe  DeF^Kaste 
manufacture.  Also,  Shaping  and  Slotting  Kiachines 
suitable  for  railroad  shops.     Also,  all  binds  of  heav 
forging  a  mi  cast  ingdoneat  short  notice.  Also,  bolts  fo 
bridges  cu   withdispatcb. 
a.,  zU  MOORE  &  RICEARDSOK. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  01  Col.  E.  \\, 
]TEOKOAl\9  a  distinguished  graduate  01  \\  est  Point 

and  a  practical  Engineer,  aided  by  an  able  Facult-y 

The  course  ol  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in  Mathematics,  Mechanics,  Ma 
cliineB,  Construction,  Agricultural  Chemistry  and  Mining 

Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  ofProfessiorialpreparalion,  both 
betore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, S103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  »l  Military  institute 
Franklin  Springs,  tiy.  ^or  the  undersigned. 

P.  DUDLEY. 
President  of  tii  Boar 
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JE.  D   MANSFIELD,  -        -    1    T,,.t 

T.  WEIGHTSOH,        -  -       i   Editors. 

CINOINNATI: 
Thursday   Maroiinjr,    Aug.  23,  1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERT  THURSDAY  MO IU?IWG, 

BY  WRIGHTSON  &  CO. 

OFFICE -No.  16V   Walnut   Street. 

SUBSCRIPTIONS— $8  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  33s.  (id,  ($3)  payablein 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, $1  00 

**        *'        per  month, 3  00 

**        «        six  months, 12  01) 

*'       "        perannum, 20  00 

"*    column,  single  insertion, 5  (!'* 

"        *•         per  month, 10  00 

"        «        six  months, 40  (JO 

*'        "        perannum, £0  00 

'*    pige,  single  insertion, 15  00 

**       •■        permonth, 25  00 

"        •'        sut  months, 110  00 

44        "        perannum 200  00 

Cardsnolexceeding  four  lines,  $5, 00  per  annum. 

THE  LAW   OF  NEWSPAPERS. 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  have  settled  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGHTSON  &.  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

THE   MANUFACTURING    DEVELOP- 
MENT 0E  OHIO. 


COAL,  AM)  IRON,  AND  RAILROADS. 

The  Census  Statistics  about  to  be  taken  by 
the  government,  will  show  that  the  interior 
towns,  as  well  as  Cincinnati,  have  not  grown 
equal  to  the  public  expectation.  The  cause  of 
this  is  not  difficult  to  see,  Ohio,  with  all  the 
materials  for  manufacturing  in  vast  abundance, 
has  not  developed  those  materials  in  the  pro- 
portion which  she  ought  to  have  done.  If  it 
be  asked  why?  There  are  two  reasons  of  ob- 
vious and  great  force.  In  the  first  place,  the 
policy  of  the  general  government,  in  reducing 
the  duties  on  iron  and  wool  has  retarded 
sensibly  and  obviously  the  growth  of  those 
manufactures  which  arise  out  of  these  materi- 
als. Another,  and  strong  reason,  is,  that  in 
the  Valley  of  the  Ohio,  capital  has  not  yet  ac- 
cumulated in  sufficient  quanties  to  be  applied 
largely  to  manufactures.  Nearly  all  the  capi- 
tal, which  has  been  accumulated  in  Ohio  has 
been  applied  to  land  and  trade.  An  immense 
improvement  has  been  made  in  the  culture  of 
lands,  and  the  erection  of  buildings;  so  much 
so,  that  in  fifteen  years  the  value  of  farm  lands 
has  doubled;  and  commerce  has  more  than 
doubled.  But  not  so  with  mining  and  manu- 
factures.    These  have  increased;  but  at  noth- 


ing like  the  proportion  they  should  have  done. 
In  South-eastern  Ohio  about  twenty  counties — 
making  12,000  square  miles  are  underlaid  with 
coal,  and  about  half  the  same  region  is  stratified 
with  iron.  These  materials  are  the  best  and 
most   important  materials   for  manufacturers. 

Prior  to  1850,  Ohio  had  about  4,000,000  of 
sheep — yielding  about  10,000,000  pounds  of 
wool;  nearly  all  this  wool  was  sold  in  Man. 
hatta,  New  York,  Lawrence  and  Lowell,  Mas- 
sachusetts, and  other  manufacturing  towns. 
It  might  have  been  manufactured  in  Ohio,  and 
would  have  been  except  for  the  want  of  capi- 
tal. The  immense  capital  accumulated  in 
Boston  and  New  York  was  applied  to  the  man- 
ufacture of  woolen  and  cotton  good.s  For  want 
of  capital,  the  West  could  not  compete  with 
these  factories;  but  raised  the  wool  and  sent 
it  to  them. 

Ohio  is  wholly  an  interior  country,  and  hence 
can  grow  only  with  the  cultivation  of  its  lands, 
unless  its  capacities  for  manufacturing  be 
brought  out.  This  will  be  done,  and  done  on 
an  immense  scale,  whenever  the  coal  and  iron 
region  is  developed.  This  has  been  done  to  a 
moderate  extent.  We  take  from  the  report  of 
the  Commissioner  of  Statistics,  the  following 
digest  of  the  production  cf  coal  and  iron  in 
Ohio,  for  the  year  1857: — 

DEVELOPMENT    OF    COAL. 
Counties,  Quantity  Mined. 

Athens 2,000,000  Bushl. 

Carroll 100,000  " 

Columbiana 1,365,001)  " 

Belmont 3,500,000  " 

Guerney 1,21.0,000  " 

Jefferson 5,000,000  " 

Lan-rence 2,5(10,000  " 

Mahoning 3,340,000  " 

Meigs R,  (100,000  " 

Muskingum 2.1100,000  >• 

Perry 1,000,000  " 

Stark 2,(100,00(1  " 

Summit 0,000,000  " 

Trumbull 4.3011.0(10  " 

Tuscarawas 1 ,795,000  " 

Vinton 300,000  " 

Washington 200,000  " 


Aggregate 44,600,000 

The  development  of  coal,  especially  in  the 
counties  of  Meigs,  Vinton  and  Lawrence,  has 
no  doubt  been  increased  since  1857;  but  is 
still  far  short  of  what  it  ought  to  be  and  might 
be,  under  a  prosperous  state  of  manufactures. 

DEVELOPMENT   OP   IRON. 
Counties.             Furnaces.  Tons  of  Ore. 

Gallia 1 


Hocking 3 

Jackson 12 

Lake 1 

Lawrence 14  . 

Mahoning 6 

Scioto 9 

Stark 2 

Tuscarawas I 

Vinton 5 

Trumbull — 

Aggregate 54 


6,000 
18,000 
60,000 

77,000 
45,000 
45,000 

12,516 
21.000 
15,000 


The  Pig  Metal  produced  from  this  ore 
amounted  to  105,500  tons. 

It  will  be  seen  that  the  iron  region  round 
Portsmouth,  on  the  Ohio  side,  has  44  furnaces, 
and  makes  86,000  tons  of  pig  metal.  This 
however,  is  only  a  part  of  that  iron  belt. 
There  are  about  20  furnaces  on  the  Kentucky 
side — making  about  G5  furnaces  in  all,  and 
producing  about  110,000  tons  of  metal.     The 


results  of  this  production  are  centered  chiefly 
in  Cincinnati,  where  iron  is  manufactured  ex* 
tensively. 

Notwithstanding  this  abundance  of  iron 
and  the  facilities  for  maunfacturing  it,  very 
little  railroad  iron  has  been  made  in  the  Uni- 
ted States;  probably,  because,  it  is  made  so 
much  better,  and  the  capital  costs  so  much 
higher.  In  England  immense  capitals  are  em- 
ployed at  low  rates  of  interest,  and  the  whole 
business  is  so  conducted  by  the  Iron  Masters, 
as  to  regulate  prices. 

For  several  years  past  the  importation  of 
iron  into  the  United  States  has  amounted  to 
$15,000,000  per  annum,  or  $150,000,000  in  ten 
years.  This  is  so  much  withdrawn  from  Amer- 
ican manufactures.  The  effect  of  this  policy 
is  mostly  against  the  interior  towns,  where  the 
products  of  iron  manufacture  center,  and  it  is 
one  of  the  causes  which  will  make  the  popu- 
lation of  the  towns  of  Ohio  and  Kentucky  ap* 
pear  less  than  they  were  expected  to  be. 


BANKS  AND  BANKING. 

At  the  present  time  Bank  Stocks  are  higher 
priced  than  any  other.  The  reason  is  that  Banks 
really  have  greater  facilities  for  making  money 
than  any  other  species  of  property.  If  we 
should  give  our  Railroad  Companies  the  power 
to  issue  notes,  in  the  shape  of  currency  for  more 
than  the  amount  of  their  capital,  and  give 
them  the  right  to  demand  interest  on  their 
capital  in  addition,  it  will  not  be  difficult  for 
them  to  make  money.  We  have  before  us  a 
statement  made  by  the  Ohio  Banks,  which  are 
as  much  restricted  as  any  in  the  country,  but 
which  receives  in  one  way  and  another,  a  high- 
er profit  than  can  be  made  in  any  regular  busi« 
ness.  The  items  of  the  account  stands,  in 
round  numbers  thus: — 

Capital 58,000.000 

Discount 12,000,000 

Bank  Notes 8,000,000 

Specie 4,000,000 

Now  it  will  be  seen,  that  by  means  of  the 
notes  the  discounts  (money  loaned) — amount 
to  50  per  cent  more  than  the  capital.  If  the 
rate  of  interest  was  6  per  cent,  the  nett  profit 
would  be  9  per  cent;  but  it  is  well  known  that 
very  little  money  is  loaned  at  6  per  cent.  Most 
of  the  discounts  are  upon  Bills  of  Exchange, 
on  which  the  rate  is  from  10  to  15  per  cent. 
Deducting  all  expenses,  the  profit  of  the  Ohio 
Banks  is  10  per  cent,  and  we  know  one  which 
has  made,  and  we  presume  still  does,  at  least 
25  per  cent.  This  is  where  the  capital  is  small 
and  the  amount  of  notes  and  deposits  large. 
In  other  words,  the  Bank  makes  money  on  its 
credit  only.  In  a  well  managed,  honsst  con- 
cern, this  may  be  tolerably  safe;  but  as  a  gen- 
eral principle  it  is  very  unsafe.  When  note 
holders,  or  depositors  find  that  a  Bank  has  a 
small  capital  and  yet  does  a  very  large  busi- 
ness, the  best  thing  they  can  do,  is  to  keep  shy 
of  the  concern.  Banks  of  large  capital  are 
much  the  safest,  because  they  have  given  the 
most  security.     The  stockholders  and  directors 
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of  Banks  with  large  capitals  will  not  volunta- 
rily destroy  their  own  property,  but  will  see 
that  the  Bank  is  conducted  as  safely  as  possi- 
ble. 

The  Kentucky  Banks  are  at  present  doing  a 
very  large  business  in  the  Valley  of  Ohio. 
We  believe  they  have  solid  capitals,  but  their 
greatest  advantage  is  that  of  circulating  their 
notes  in  Ohio,  which  is  comparatively  scanty 
in  bank  capital.  The  truth  is  that  capitalists 
would  find  a  wide  field  of  profit  for  Banking 
in  Ohio — even  without  the  aid  of  circulation. 


EXPOKT  OF  COAL. 

The  United  States  Economist  speaking  of 
Anthracite  Coal,  speaks  as  if  that  were  export- 
ed. We  imagine  it  is  Bituminous  coal  export- 
ed— since  far  the  largest  part  is  sent  to  Cana- 
da, and  most  of  that  from  Ohio. 

The  Economist  says: — 

"The  export  of  coal  has  not  yet  assumed 
proportions  of  any  great  importance.  The 
whole  export  for  1S59  amounted  to  only  151,- 
212,  tons,  at  a  value  of  $653, 536.  The  follow- 
ing statement  shows  the  countries  to  which  the 
largest  amounts  have  been  shipped: 

Tons.        Dollars 

Canada 58,170  325,898 

Other   British    North   American 

i'uj           Provinces 5,039  35,040 

British  West  Indies 3,H0  15,906 

Cuba 14,984  61,030 

Mexico 2.H34  14,050 

New  Grenada 16,804  101,340 

Brazil 8,057  33,218 

Argentine  Republic 4.606  18,555 

Pern 3,(131  15,460 

China 20,600  89,581 

It  will  be  observed  that  the  export  to  Cana- 
da is  larger  than  to  any  other  country,  being 
over  one-third  the  total  amount  sent  out  of  the 
country.  It  is  to  be  expected  that,  so  long  as 
Pennsylvania  coal  continues  at  its  present  high 
cost,  the  Canadians  cannot  be  liberal  import- 
ers of  it.  Wood  is  so  abundant  and  cheap  in 
Canada,  that,  although  the  people  much  pre- 
fer the  use  of  coal,  yet  its  cost  is  so  high  com- 
pared with  the  fuel  in  general  use,  that  they 
can  never  be  expected  to  become  large  consu- 
mers of  coal  until  either  wood  becomes  dearer 
or  coal  cheaper." 

Coal  will  be  exported  to  Canada  in  great 
quantities,  and  that  from  Ohio,  whose  coal 
banks  in  the  north-eastern  counties  are  most 
accessible. 


MEMPHIS  AND  CHARLESTON  R.  R« 

The  success  of  the  Memphis  and  Charleston 
Railroad  is  wonderful.  We  find  in  the  Rail- 
road and  Mining  Journal  some  statistics  of 
the  business  for  the  past  year. 

Receipts  for  year  ending  June  30,  4860: 


From  Passengers 

Freight 

Mail , 

Express 

Privileges 

Kents  and  tolls. 


8975,259  33 

582,573  26 

55,175  (1(1 

17,438  38 

430  00 

4,220  70 


Total  receipts 81,635,096  07 

Total  expenditures 761,600  00 

NetEarnings S873,5!)6  67 

Comparing  these  with  the  Company's  annual 

report  for  the  year  ending  June  30,   1859,  we 

find  that  for  _said  year  the  gross  receipts  were 

§1,330,812  40,  and  the  net  receipts  §778,036  00. 


These  amounts,  deducted  from  the  gross  and 
net  earnings  for  the  year  ending  June  30, 1860, 
exhibit  in  the  gross  receipts  an  increase  of 
$04,284  27,  and  in  the  net  receipts  an  increase 
of  $95,560  67! 

This  Company  on  the  1st  of  July,  1859, 
owned  287  miles  of  first  class  road,  with  com- 
plete appurtenances  and  equipments,  repre- 
sented by  a  funded  debt  of  $2,700,000  and  a 
stock  capital  of  $3,580,264,  making  a  total  of 
capital  and  funded  debt  of  $6,280,204. 

The  floating  debt  is  small;  the  interest  on 
the  funded  and  floating  debt  together,  for  the 
year,  not  exceeding  $200,000,  and  which,  de- 
ducted from  the  net  receipts  for  the  year, 
leaves  a  balance  of  $673,596  67  from  which  to 
make  appropriation  to  sinking  fund,  and  re- 
newal fund,  and  also  pay  in  cash  a  dividend 
so  large  as  to  seem  fabulous. 


RAILROAD  MISCELLANY. 

— "The  Great  Western  Railroad  Company 
of  1859,"  of  Illinois,  says  the  New  York  Ex- 
press, "has  defaulted  upon  the  interest  of  its 
first  mortgage  bonds,  and  proposes  to  pay  50- 
100th  of  the  coupons  due  August  1st,  the  pay- 
ment to  be  stamped  upon  the  coupon,  and  the 
latter  exchanged  for  a  certificate.  If,  at  the 
end  of  -five  years,  the  other  half  of  the  coupon 
is  not  paid,  the  Company  proposes  to  return  it 
to  the  owner,  on  presentation  and  surrender 
of  the  certificate." 

— The  receipts  of  the  New  York  Central 
and  Erie  Railroads  are  $5000  a  day  in  advance 
of  August,  1859. 

— An  unofficial  statement  of  the  business  of 
the  Panama  Railroad  makes  its  July  earnings 
$85,000  against  $135,000  in  1859,  a  decrease 
$50,000. 

— An  officer  of  the  Galena  and  Chicago  road, 
under  the  date  of  August  6th,  writes:  "The 
accounts  of  all  our  agents  and  connections 
in  Northern  Illinois,  Iowa,  and  Southern 
Wisconsin,  concur  in  the  opinion  that  our 
crops  of  grain  of  all  kinds  will  be  larger  than 
ever  before,  and  give  us  full  business  this  fall 
and  next  spring.  The  steam  ferry  at  Clinton 
Bridge  is  now  ready  to  pass  over  loaded  cars 
across  the  Mississippi  to  our  track,  and  will 
have  full  occupation  in  a  few  weeks.  Our 
earnings  are  improving  a  little,  and  are  rather 
better  than  last  year  since  the  1st  instant,  but 
we  do  not  look  for  much  movement  along  our 
lines  until  after  the  15th  instant." 

— The  traffic  on  the  Great  Western  Railway 
for  the  week  ending,  August  the  3d,  1S60,  was 
as  follows : 

Passengers 817,000  51} 

Freight  and  Live  Stock  10.227  12 

Mails  and  Sundries 1,367  09} 

Total 22,655  24 

Corresponding  week  last  year 31,674  27} 

Decrease 3,049  08} 

— The   following   is   the   statement   of  the 

traffic   receipts   of  the   Northern  Railway  of 

Canada,  for  the  week  ending  July  31st,  1S60: 


Passengers 82.275  62 

Freight 4.040  3G 

Mails  and  Sundries 3*1  09 

Total  Receipts  for  week 7.107  07 

Corresponding  week  1£59 4031  19 

Idcrease 3.135  gs 

Total  traffic  from  Jst  January. I8G0 187,44*  30 

Corresponding  perion  of  1809 128,403  71 

Increase $59,044  59 

»••• _ 

ILLINOIS  CENTRAL  RAILROAD, 

A     DESCRIPTION     OF     THE     ROCTE,     GROWTH     OP 
CITIES,  TOWNS,  ETC. 

There  is  no  route,  perhaps,  by  which  a 
stranger  can  leave  Chicago  for  the  interior,  by 
which  he  will  obtain  so  favorable  an  impression 
of  the  city  its  suburbs  and  "suburban  retreats'' 
(as  they  are,  with  some  affectation  called.)  as 
by  the  "Illinois  Central."  In  the  first  place, 
the  Depot  itself  covering  acres  of  gound,  with 
its  solid  stone  walls  and  its  not  less  substantial 
self  supporting  iron  roof,  all  emblematical  of 
the  strength  of  the  Company  and  the  vastness 
of  the  enterprise,  is  almost  a  miracle,  and  cer- 
tainly is  a  model  of  architecture,  well  calcu- 
lated to  surprise  eastern  people,  who  don't 
generally  expect  to  find  such  doings  out  West. 
Then  the  neatness  and  good  order  observed  in 
all  departments  of  this  mammoth  building; 
the  impossibility  to  mistake  trains,  from  the 
plainness  of  directions;  the  prompt  attend- 
ance of  policemen  to  prevent  rascality  or  anv 
imposition,  and  in  fine,  the  perfection  and 
goodness  of  all  customs,  appointments  and 
observances  of  this  mammoth  depot  cannot 
fail  to  impress  one  most  favorably  with  this 
road  and  its  management.  At  two  strokes  of 
the  loud  alarm  bell,  which  are  given  promptly 
upon  the  hour  from  the  telegraph  office,  the 
train  is  in  motion  and  as  you  pass  out  from  un- 
der the  high  arches  of  the  depot  you  obtain 
the  finest  sight  to  be  had  in  or  about  Chicago, 
consisting  of  a  clear  unobstructed  view  of  the 
lake  on  the  left,  and  of  the  magnificent  resi- 
dences of  the  lake  shore  on  the  right.  Pretty 
soon  you  pass  the  extensive  car  works,  loco- 
motive houses  and  cattle  yards  belonging  to 
this  Company,  and  soon  after,  having  first  ob- 
tained a  hasty  glimpse  of  an  occasional  brew- 
ery, etc.,  inseparably  incident  to  the  outskirts 
of  a  large  city,  your  route  for  several  miles 
lies  amid  the  classic  groves,  fairy-like  cottages, 
magnificent  hotels  and  "forest  sanctuaries"  of 
Cottage  Grove,  Hyde  Park  and  Woodland;  af- 
ter which  you  cross  the  Michigan  Southern 
and  Pittsburgh  and  Fort  Wayne  Roads  and 
enter  upon  the  dreary  region  of  the  Calumet 
marshes.  The  dreariness  and  monotony  of 
this  uninhabitable  region  is  in  some  measure 
atoned  for,  however,  by  the  beauty  and  symme- 
try of  the  road  which  here  has  a  double  track 
and  which  in  the  matter  of  being  faultlessly 
smooth  and  well  ballasted,  is  not  probably  ex- 
celled by  any  railroad  in  the  United  States. 
The  first  regular  stopping  place  is  Calumet, 
fourteen  miles  from  Chicago  and  at  the  ex- 
treme southern  end  of  the  Calumet  marsh. 
Here  the  Michigan  Central  Railroad,  which 
occupies  the  track  of  the  "Illinois  Central" 
thus  far  takes  its  leave  of  us  and  branches  off 
in  a  south-easterly  course.  We  make  an  inva- 
riable short  bait  for  wood  and  water,  and 
are  soon  puffing  our  way  toward  the  region 
of  sunnier  climes.  Hereabouts,  between  this 
station  and  the  pretty  little  village  of 
Thornton,  nine  miles  farther  on,  is  the  field 
of  labor  of  the  Chicago  sportsmen,  and  during 
the  gunning  season  many  is  the  unlucky  duck 
and  chicken  that  is  "bagged"  for  epicures.  In 
the  vicinity  of  Thornton   you  get   into  the  re. 
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have   often 


gion  of  rolling  prairies,  and  we 
thought,  that  it  would  be  difficult  to  see  a  bet- 
ter exhibition  of  a  cultivated  prairie  country, 
than  anywhere  along  this  route,  this  side  the 
Kankakee  river.  This  is  especially  true  of 
that  portion  of  the  country  which  lines  the 
road  for  a  dozen  miles  this  side  of  Kankakee 
City.  Except  the  farms  and  the  general  beau- 
ty of  the  surface  of  the  country  there  is  noth- 
ing note-worthy  to  be  observed  until  you  reach 
Kankakee  City;  and  here  we  think  is  a  marvel 
for  eastern  or  transatlantic  eyes,  in  the  way  of 
rapid  growth.  That  fine  interior  city  known 
as  "Kankakee,''  was  founded  about  seven 
years  ago  upon  the  occasion  of  the  completion 
of  this  road  to  its  site.  For  many  years  pre- 
vious there  had  been  a  heavy  French  settle- 
ment for  several  miles  up  and  down  the  Kan- 
kakee river  adjacent  to  this  point,  the  princi 
pal  village  of  which  was  situate  about  five  miles 
further  down  the  river  and  called  "Bourbon- 
nais,"  after  the  founder  of  the  colony;  the 
timber  itself  adjoining  the  river  being  styled 
"Bourbonnais'  Grove."  This  village  still  ex- 
ists, being  a  sort  of  "Mecca"  for  the  French 
residents,  and  holds  its  own  well,  notwithstand- 
ing the  crushing  preponderance  of  its  more 
powerful  neighbor.  When  the  seeds  of  Kan- 
kakee city  were  sown,  the  plant  grew  with  a 
vigor  and  thrift  almost  unparallelled  in  the 
history  of  interior  cities,  and  at  the  present 
day  it  boasts  of  one  of  the  finest  Court  Houses 
and  some  of  the  finest  mercantile  buildings 
and  residences  in  interior  Illinois,  together 
with  a  trading,  shipping  and  manufacturing 
business  fully  commensurate  with  the  number 
of  her  people,  which  number  reaches  a  consi- 
derable distance  into  the  thousands.  Her  na- 
tural resources,  consisting  of  a  most  luxuriant 
soil,  a  fine  stream  of  water  for  manufacturing 
purposes,  fine  bodies  of  timber  and  inexhaus- 
tible auarries  of  stone  and  beds  of  gravel  are, 
it  must  be  confessed  very  great;  but  to  the  Il- 
linois Central  Railroad,  and  to  the  enterprise 
of  its  inhabitants,  it  is  due  that  this  bustling 
little  city  has  thus  arisen  from  the  prairie  al- 
most as  if  by  magic,  within  the  short  space  of 
seven  years. 

After  a  short  delay  here  occupied  by  ex- 
changing passengers  and  wooding  up,  we  cross 
the  Kankakee  River  and  enter  upon  a  region 
of  country  which  until  the  construction  of  this 
road,  was  (except  in  the  occasional  and  strag- 
gling skirts  of  timber  which  rarely  and  at  wide 
intervals  bedecked  those  broad  prairies)  en- 
tirely wild  and  uninhabited.  But  so  soon  as 
this  road  had  opened  a  way  to  market,  emigrants 
began  to  flock  in,  vast  tracts  of  prairie  were 
broken  and  sown,  dwellings  everywhere  adorn- 
the  hitherto  cheerless  landscape  and  villages 
were  planted  and  grew  rapidly  at  frequent  in- 
tervals along  the  route,  and  now,  after  this 
brief  space,  the  unmistakable  evidence  of 
thrift  and  the  busy  hum  of  industry  announces 
that  these  beautiful  prairies  are  fully  reclaim- 
ed from  the  wild  dominion  of  nature  and  con- 
secrated to  the  use  of  civilization,  A  railroad 
is  a  great  civilizer  and  what  nature  has  done 
for  man,  in  the  way  of  digging  natural  rivers 
and  supplying  them  with  water,  man  has  done 
for  himself,  and,  with  all  deference  be  it  said, 
much  better  too,  in  building  Railroads  and 
running  trains  upon  them. 

The  first  connection  of  any  consequence 
which  this  Road  makes  with  other  roads  is  with 
the  eastern  extension  of  the  Peoria  and  Oquaw- 
ka,  at  Gilroan  eighty-one  miles  south  of  Chica- 
go; by  this  important  connection  one  is  ena- 
bled to  journey  westward  to  Peoria  and  that 
region  of  country  between,  much  of  which  is 
otherwise  inaccessible,  and  eastward  to  Mid- 
dleport  the  county  seat  of  Iroquois  county  and 


to  the  western  part  of  Indiana.  The  most 
beautiful  village  on  the  road,  irrespective  of 
size,  is  Loda,  which  is  ninety-nine  miles  from 
Chicago.  This  place  is  situated  on  a  gentle 
slope,  and  in  the  year  1855  there  were  but  two 
families  living  at  the  place  or  within  a  radius 
of  four  miles  around.  Now  it  is  a  lovely  vil- 
lage of  750  or  a  1000  inhabitants,  with  a  thick- 
ly settled  country  all  about  it;  nor  does  it  bear 
an}'  marks  of  a  newly  settled  place,  but  it  has 
its  fine  seminary,  churches,  a  large  flouring 
mill  and  elegant  mansions  just  as  substantial 
and  pretentious  as  the  best  of  the  beautiful 
villages  of  New  England.  A  little  further  on 
and  crowning  the  summit  of  a  long  and  broad 
dividing  ridge  is  the  new  village  of  Paxton, 
the  new  county  seat  of  the  new  county  of 
Ford;  its  main  characteristic  consists  in  its 
being  a  town  of  "magnificent  distances,"  co- 
vering as  it  does  an  area  of  one  mile  and  a 
half  long  by  three-quarters  of  a  mile  broad 
and  containing  about  five  hundred  people. 
This  is  the  second  county  on  the  road,  Kanka- 
kee being  the  first,  and  these  and  Effingham 
and  Tuscola  are  the  only  shiretowns  upon  the 
Chicago  branch  and  main  line — a  distance  of 
nearly  four  hundred  miles,  and  the  county 
seats  at  Tuscola,  Effingham  and  Paxton  were 
all  constituted  at  the  last  session  of  the  Legis- 
lature and  cannot  yet  rejoice  in  the  possession 
of  court  houses,  while  the  Galena  branch  run- 
ning a  less  distance  passes  through  seven  old 
established  county  seats. 

A  place  worthy  of  remark  is  Champaign, 
a  fine  inland  city  one  hundred  and  twenty- 
eight  miles  south.  This  place  was  commenced 
about  six  years  since  and  already  contains  a 
population  of  about  1,700  inhabitants;  it  is 
likewise  a  great  shipping,  trading  and  manu- 
facturing point,  and  is  really  the  most  busi- 
ness-like and  thriving  place  on  the  road.  The 
quantity  of  grain  and  cattle  shipped  from  this 
point  is  immense,  much  greater  than  from  any 
other  town  on  the  road.  At  Tolono,  an  un- 
promising place,  nine  miles  below,  the  Great 
Western  Railroad  crosses,  where  close  connec- 
tions are  made  for  Springfield,  Jacksonville, 
Naples  and  Decatur  on  the  West,  and  Dan- 
ville, Attica  and  Lafayetteon  the  East.  Tolo- 
no has  made  strenuous  effort  at  various  times 
to  grow  and  be  somebody,  but  is  always  eclipsed 
and  outdone  by  her  more  powerful  rival  Thir- 
teen miles  further  on  is  the  new  town  of  Tus- 
cola, containing  about  five  hundred  inhabi- 
tants and  the  county  seat  of  the  new  county 
of  Douglas.  The  "rise  and  progress"  of  this 
place  may  serve  to  illustrate  the  mode  in  which 
western  towns  are  manufactured.  Some  time 
ago  at  this  point  was  located  the  crossing  of 
the  proposed  route  of  the  Indiana  and  Illinois 
Central  Railroad — a  road  which  will  not  be 
built  for  a  dozen  years  at  least.  In  1857  an 
enterprising  minister  of  the  gospel  being  de- 
sirous of  "laying  up  treasures  on  earth,  where 
moth  and  rust  doth  corrupt,  etc.,"  joined  with 
himself  some  monied  individuals  purchased  the 
site  of  this  crossing,  laid  out  a  town  and  com- 
menced a  settlement.  By  various  seductive 
arts,  this  man  of  God  inveigled  in  a  few  strag- 
gling settlers,  and  the  town  of  Tuscola  emer- 
ged from  the  mud — for  it  is  low,  wet,  and  mud- 
dy hereabouts — almost  in  a  single  night.  At 
the  next  session  of  the  Legislature,  a  law  was 
made  organizing  Douglas  county,  said  pro- 
posed county  embracing  within  its  fold  the 
new  town  of  Tuscola.  Upon  the  selection  of 
a  county  seat  which  is  done  by  ballot,  the 
choice  fell  to  Tuscola  by  that  place  polling  a 
fabulous  number  of  votes  somewhere  between 
one  thousand  and  five  thousand  in  favor  of 
Tuscola  of  course,  the  town  coutaininga  gross 
population  of  about  two  hundred,  all  told. 


Mattoonis  the  next  place  of  consequence  be- 
ing situated  at  the  crossing  of  the  Terre  Haute, 
Alton  and  St.  Louis  Railroad.  This  road  forms 
the  most  important  of  the  connections,  for  a 
car  is  now  run  with  each  train  from  Chicago 
over  the  Illinois  Central  to  this  point  where  it 
joins  the  St.  Louis  train  for  St.  Louis.  The 
connections  east  are  scarcely  less  important 
this  being  the  only  feasible  route  to  Charles- 
ton, Paris.  Terre  Haute  and  that  extensive  sec- 
tion of  country  adjacent  to  which  the  T.  H., 
A.  and  St.  L.  R.  R.  forms  the  only  means  of 
communication  with  the  outer  world.  Mattoon 
is  a  straggling  irregular  built  town  of  about 
1000  inhabitants,  covering  an  area  of  about  two 
sections  of  land,  and  the  only  creditable  thing 
that  I  ever  could  see  about  it  is  the  Railroad 
Hotel  situated  at  the  junction  of  the  two  roads. 
From  this  point  to  Centralia,  a  distance  of 
about  eighty  miles,  the  country  is  quite  as  ex- 
cellent naturally,  on  an  aveage  as  that  farther 
north,  but  it  has  not  yet  been  much  developed; 
this  is  apparent  from  the  remoteness  of  the  sta- 
tions from  each  other,  and  from  the  vast  tracts 
of  country  entirely  vacant.  Why  this  should 
be  so  is  not  very  intelligible,  for  the  topogra- 
phy of  this  region  is  about  as  good,  while  the 
timber  is  much  more  plentiful,  and  the  climate 
milder  than  further  north. 

Centralia  is  a  quiet  sanctimonious  looking 
place,  rather  prettily  built,  but  having  no  spark 
of  vitality  except  such  as  the  arrival  and  de- 
parture of  trains,  and  the  work  of  the  railroad 
machine  shops  occasions.  Although  that  im- 
maginary  line  which  divides  Egypt  from  the 
enlightened  portion  of  Illinois,  is  not  perma- 
nently located,  yet,  no  doubt  can  exist,  that 
after  passing  Centralia,  you  are  in  that  land  of 
supposititious  darkness.  For  a  considerable 
distance  below  this  place  the  country  consists 
of  fine  rolling  prairie,  plentifully  interspersed 
with  fine  groves  of  heavy  timber.  It  is  also 
much  more  thickly  settled  than  we  had  been 
led  to  believe,  and  that  too  with  (if  appear- 
ances are  correct)  a  good  class  of  people. 
After  a  while  the  surface  of  the  couniry  be- 
comes broken,  abrupt  and  woody.  "Deep 
cuts"  and  "heavy  fills"  abound.  Log  cabins 
are  thickly  strewn  about  in  '^heads''  of  innu- 
merable "hollows;"  and  in  all  other  respects 
this  region  loses  its  appearance  and  character 
of  prairie  country.  The  towns  on  the  road  are 
more  numerous  and  from  being  mostly  new, 
are  also  small.  At  Duquoin  and  vicinity  they 
raise  immense  amounts  of  the  finest  coal  to  be 
found  anywhere  this  side  of  Ohio,  nearly  all 
of  which  is  shipped  over  the  railroad  as  far 
south  as  Cairo,  and  north  on  both  branches  to 
the  termini  for  the  use  of  the  locomotives,  so 
superior  is  its  quality.  Further  south  they 
have  a  fine  quality  of  red  sandstone,  not  un- 
like that  which  is  much  used  in  New  York  city 
for  building  purposes,  and  which  is  being  ex- 
tensively quarried;  The  prospect  is  dreary 
enough  as  you  approach  within  a  few  miles  of 
Cairo,  the  topography  and"  scenery  not  being 
very  dissimilar  from  that  of  the  Okefenoko 
swamp.  You  enter  Cairo  on  a  broad,  high 
levee,  formed  on  the  new  bank,  which  levee  is 
the  work  of  the  Illionis  Central  Railroad  Com- 
pany, and  a  noble  work  it  is  too.  Upon  this 
levee  and  the  range  of  stores,  hotel,  bank,  etc., 
the  entire  business  of  the  town  is  carried  on. 
Upon  descending  the  steps  or  steep  grade, 
which  leads  to  the  city,  you  find  a  sudden 
transition  from  a  bustle  and  activity  which 
might  do  credit  to  St.  Louis  or  Cincinnati  to 
a  quiet  and  stillness  as  profound,  as  that  which 
for  thousands  of  years  has  reigned  supreme  in 
the  streets  of  Pompeii;  and  after  having  per- 
formed your  ablutions,  and  recovered  a  little 
from  the  first  shock  of  weariness  which  so  long 
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a  journey  must  inevitably  produce,  you  are 
well  prepared  to  contemplate  in  detail  the  her- 
culean labor  of  those  *vho  thug  completely  pre- 
pared the  way  for  so  smooth,  easy  and  rapid 
transit  from  the  Lakes  of  the  North  to  the 
magnificent  "Father  of  Waters"  far  away 
down  in  its  course  to  the  region  of  the  tro- 
pics.—  Western  Railroad  Gazette. 


GREAT  WESTERN  RAILWAY  OF 
CANADA. 

A  letter  on  the  origin,  present  position,  and  future  prospects 
of  the  Great  Western  Kailway  of  Canada,  containing  an 
analysis  of  the  accounts  of  the  Company,  and  the  result 
of  observations  made  in  traveling  over  the  line  and  in- 
specting the  books  of  the  Company  at  Hamilton,  0.  W. 
By  Wm.  Lance. 

To  the  Directors  and  ShareJiolders : 

Gentlemen  :  Before  my  departure  for  Ameri- 
ca for  the  purpose  of  investigating  the  details 
of  the  management  of  United  States  and  Cana- 
dian Railways  in  a  more  accurate  and  minute 
manner  than  could  be  successfully  attempted 
in  this  country,  several  shareholders  in  the 
Great  Western  Railway  of  Canada  expressed  a 
wish  that,  as  its  system  of  management  had 
been  called  in  question,  I  should  particularly 
inquire  into  the  condition  and  prospects  of  that 
most  important  undertaking.  But  previous  to 
submitting  the  result  of  my  inquiries,  it  will  be 
requisite  to  a  more  complete  comprehension 
of  the  subject  to  offer  a  few  introductory  re- 
marks upon  the  peculiar  and  distinctive  fea- 
tures of  American  Railways,  as  opposed  to 
those  under  our  more  immediate  observation. 

In  order  to  appreciate  the  worth  of  the  Uni 
ted  States  and  Canadian  Railways,  it  is  neces- 
sary not  only  to  visit  the  localities  in  which 
they  are  placed,  for  the  purpose  of  acquiring 
an  insight  into  their  more  prominent  charac- 
teristics, but  also  to  investigate  their  cost,  and 
the  nature  of  their  traffic,  comparing  analyti- 
cally the  details  for  several  years  with  the  same 
items  in  similar  undertakings;  for  the  gross 
receipts  of  a  line  do  not  necessarily  show  the 
value  of  its  traffic,  nor  does  the  net  revenue  as 
it  appears  in  the  accounts  prove  that  all  the 
charges  incurred  in  obtaining  that  revenue  have 
been  included  in  the  cost  of  working.  Even 
a  thorough  acquaintance  with  the  working  of 
English  lines  will  not  be  sufficient  to  determine 
the  value  of  American  Railways,  as  no  two 
systems  for  the  accomplishment  of  the  same 
results  can  be  more  unlike  than  are  those 
which  govern  the  construction  and  manage- 
ment of  English  and  American  Railroads. 
The  difference  which  exists  in  the  general  fea- 
tures of  the  two  countries,  readily  accounts  for 
the  wide  disimilarity.  The  area  of  the  United 
States  is  about  3,300,000  square  miles,  or 
nearly  thirty  times  the  area  of  Great  Britain; 
while  for  an  average  population  of  seven  per- 
sons to  the  square  mile  in  the  United  States, 
there  is  an  average  population  of  over  300  per- 
sone  to  the  square  mile  in  this  country,  show- 
ing that  in  the  one  population  is  dense  in  the 
extreme,  and  in  the  other  of  an  entirely  differ- 
ent description. 

As  in  America  cities  and  towns  are  occasion- 
ally so  much  as  100  miles  apart,  a  far  greater 
length  of  line  is  required  to  connect  them  than 
in  England,  and  this  accounts  for  the  fact, 
that  although  in  England  there  are  378  miles 
of  railroad  to  each  million  of  inhabitants,  in 
America  the  proportion  rises  to  647  miles  for 
each  million  persons.  Neither  are  the  lines  of 
the  two  countries  equally  substantial  or  costly, 
for  in  England  the  average  cost  per  mile,  in 
1857,  was  £39,275,  and  in  the  United  States 
at  the  same  period  only  £8,275.  But  the  pro- 
portion of  receipts  to  cost  is  greater  on  the 


United  States  lines ;  for  in  England  the  re- 
ceipts were  £1,105  per  mile,  or  7.90  per  cent 
on  the  cost;  while  the  United  States  returned 
£1,234  per  mile,  or  14.91  per  cent,  on  the  cost. 

The  construction  and  management  of  the 
railroads  of  each  country  is  doubtless  that 
which  is  best  adapted  to  meet  its  requirements; 
and  thesystemwhichsucceeds  in  the  one  would 
not  be  so  well  adapted  to  the  other.  The  light 
construction  of  the  American  lines  would  not 
be  equal  to  the  heavy  traffic  of  English  rail- 
roads; and,  even  if  the  country  could  support 
them,  the  substantial  lines  of  England  would 
at  present  be  unnecessary  in  America.  In 
England,  railroads  are  located  to  supply  exist- 
ing towns  with  a  means  of  more  ready  access 
to  the  great  centers  of  commerce.  In  Ameri- 
ca the  lines  radiate  from  such  centers,  and 
towns  and  villages  are  formed  along  their 
course.  The  traffic  being  created  by  the  line 
in  America,  and  not,  as  in  England,  the  line 
constructed  for  a  traffic  already  existiny. 

In  England,  long  before  the  introduction  of 
railroads,  the  comfort  and  speed  with  which 
passengers  were  conveyed  from  one  part  of 
the  kingdom  to  another,  formed  a  theme  of 
general  admiration  ;  and  the  majority  of  tra- 
velers in  the  present  generation  look  back 
with  pride  to  the  fast  coaches  upon  the  Brighton 
and  North  roads,  and  other  well  remembered 
routes.  The  high  roads  of  England  were  then 
unsurpassed  for  passenger  traffic,  and  a  sys- 
tem of  canals  and  coastingvesselscarriedgoods 
with  punctuality  and  dispatch.  In  America, 
before  the  introduction  of  railways,  there  were 
no  roads  suited  for  expeditious  traveling,  or 
the  conveyance  of  heavy  traffic,  and  entire 
dependence  was  placed  on  water  communica- 
tion. In  England  land  had  already  acquired 
a  high  value,  and  the  heaviest  preliminary 
charges  in  constructing  a  railroad  are  for 
right  of  way  and  parliamentary  expenses.  In 
America  the  land  is  of  but  little  value,  and 
the  charter  of  a  Company  may  be  obtained  for 
a  few  dollars.  In  England  railroads  are  built 
perfect  for  an  immediate  maximum  traffic,  and 
are  paid  for  with  cash  obtained  at  low  rates  of 
interest.  In  America  they  are  first  made  lit- 
tle better  than  what  are  known  as  "  Contrac- 
tors' roads,"  and  payment  is  made  in  stock, 
farm  mortgages,  and  bonds,  which  are  con- 
verted into  cash  at  a  heavy  discount.  In 
America  as  little  as  possible  is  done  at  first, 
and  as  soon  as  a  locomotive  can  possibly  run 
over  the  road  it  is  opened  for  traffic.  In  pro- 
cess of  time  the  road  is  thoroughly  ballasted  and 
otherwise  completed,  the  construction  progress- 
ing in  proportion  to  the  traffic,  until,  as  in  the 
case  of  the  Boston  and  Worcester,  Western  of 
Massachusetts,  the  New  York  Central,  Balti- 
more and  Ohio,  Pennsylvania  Central,  and 
the  Great  Western  of  Canada,  it  is  of  a  very 
high  character. 

The  foregoing  remarks  will  clearly  show  the 
general  features  of  the  construction  of  Ameri- 
can Railways  ;  but  while  there  is  such  a  wide 
dissimilarity  in  the  system  upon  which  they 
and  the  English  railroads  are  built  and  con- 
ducted, the  Great  Western  of  Canada,  Grand 
Trunk,  and  Buffalo  and  Lake  Huron  Rail- 
ways— the  principal  Canadian  lines — are  in  a 
degree  exceptions,  forming  as  they  appear  to 
do  the  connecting  link  that  joins  the  other- 
wise antagonistic  managements  of  England 
and  America.  The  Canadian  railways  are  not 
so  slightly  built  as  the  United  States  lines ; 
but  neither  are  they  so  substantial  as  the 
English  railroads.  In  the  details  of  their 
management  many  English  customs  have  been 
introduced,  but  the  leading  peculiarities  of  the 
United  States  system  of  necessity  still  prevail. 
There  are  better  arrangements  for  the  collec- 


tion of  passenger  fares;  but  it  has  not  been 
found  practicable  to  abandon  that  custom  of 
collecting  them  in  the  cars,  which  is  so  identi- 
fied with  the  United  States  system.  The  rol- 
ling stock  of  the  Canadian  lines  i3  more  solid, 
the  road-bed  better  made,  the  stations  more 
commodious  and  better  fitted,  and  the  code 
of  signals  better  arranged  than  on  the  majori- 
ty of  United  States  lines;  but  all  are  still 
inferior  to  those  in  use  upon  the  English  rail- 
roads. 

This  brief  outline  of  the  leading  character- 
istics of  the  American  railways  as  opposed  to 
the  English,  and  the  distinct  midway  position 
of  the  Canadian  lines  between  the  United 
States  and  English  railroads,  will  en  able  a  bet- 
ter appreciation  of  the  subject  to  which  your 
attention  must  now  be  directed.  And  not  for 
the  first  time,  for  such  of  the  Shareholders  of 
the  Great  Western  Railway  of  Canada  as  are 
readers  of  "Herapath's  Railroad  Journal" 
will  doubtless  remember  that  in  October  and 
November,  1858,  I  invited  their  attention  to  a 
consideration  of  the  increasing  capital  of  the 
Company,  the  cost  of  its  branch  lines,  and  the 
character  of  the  traffic.  The  arguments  I 
then  made  use  of  to  support  my  propositions 
were  deduced  solely  from  the  information 
afforded  by  the  Directors'  Reports,  and  remain 
substantially  the  same,  although  having  now 
visited  Canada,  and  had  the  advantage  of  in- 
specting the  works  on  the  line,  and  conversing 
with  the  leading  railway  managers  in  Canada 
and  the  United  States,  I  have  on  some  points 
modified  the  opinions  I  then  held. 

I  now  therefore  beg  to  submit  the  result  of 
my  inquiries,  and  to  offer  observations  on  the 
following  subjects: — 

1.  The  Origin  and  Cost  of  the  Great 
Western  Railway  of  Canada ;  the  cause  of  the 
increase  of  capital  account;  and  the  present 
condition  of  the  road. 

2.  The  Sarnia  Branch ;  the  policy  which 
led  to  its  construction ;  and  the  value  of  the 
Detroit  and  Milwaukee  line  to  the  Great  West- 
ern Company. 

3.  The  Sources  of  Western  Through  Freight 
Traffic. 

4.  The  Nature  and  Value  of  the  Traffic 
upon  the  Great  Western  Line;  the  profit  on 
Through  and  Way  passengers  and  freight 
traffic:  and  the  cause  of  its  decline. 

5.  The  Working  Charges  of  the  Company; 
and  whether  they  include  all  the  charges  inci- 
dental to  obtaining  a  bona  fide  net  revenue. 

6.  The  Southern  Line,  and  the  probability 
of  remunerative  traffic  being  derived  from  such 
a  scheme,  if  carried  into  effect. 

7.  The  Advisability  of  the  Nine  per  cent 
Dividend  declared  April,  1857;  and  the  net 
profit  the  Company  has  realized  since  the  open- 
ing of  the  line. 

8.  Balance-Sheet  of  the  Company;  the  re- 
sults of  inquiries  made  into  certain  items  of 
account  presented  in  the  last  half-yearly  ba- 
lance-sheet of  the  Company. 

9.  The  Future  Prospects  of  the  Company. 
1.   The    Origin    and    Cost   of  the    Great 

Western  Railway  of  Canada;  the  cause  of  the 
increase  of  capital  account ;  and  the  present 
condition  of  the  road. 

The  origin  of  the  Great  Western  Railway 
Company  of  Canada  was  a  charter  granted  to 
the  London  and  Gore  Railway  in  1S34,  which 
expired  from  the  promoters  being  unable  to- 
raise  the  required  capital.  In  1S45  the 
Legislature  revived  and  extended  the  Act  of 
Incorporation,  conferring  on  the  projectors 
power  to  construct  a  line  of  railroad  from  the 
Niagara  River  via  Hamilton  to  the  Detroit 
River,  with  a  branch  to  the  St  Clair  River 
In  the  same  year  the  scheme  was  introduced 
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on  the  London  Stock  Exchange,  and  the  line 
was  surveyed  and  put  under  contract.  Finan- 
cial difficulties,  induced  by  the  railway  panic, 
however,  caused  a  temporary  abandonment  of 
the  undertaking,  and  the  subscriptions  paid 
up  were  returned.  In  1849  an  Act  of  Parlia- 
ment was  passed  permiting  the  Provincial 
Government  to  guarantee  interest  at  six  per 
cent,  on  one  half  the  cost  of  the  road.  In 
1850  Canadian  Municipalities  were  authorized 
by  Act  of  Parliament  to  become  shareholders 
in  Railway  Companies,  the  intetest  on  the 
municipal  debentures  given  in  payment  of 
their  subscriptions  to  be  provided  by  assess- 
ment of  the  inhabitants  of  such  municipalities. 
With  these  aids  the  Company  was  enabled  to 
resume  action;  the  stock  subscribed  for  by 
municipalities  at  this  time  being  as  follows : 

Biares. 
Town  of  Hamilton 2.000 

"      of  London 1,00(1 

County  of  Middlesex 1.000 

"  of  Oxford 1,900 

Subsequently  the  project  received  the  strenu- 
ous support  of  American  Railway  Corporations, 
and  the  shares  subscribed  for  by  municipalities 
amounted  to  8,000,  the  capital  of  the  Company 
being  at  that  period  50,000  shares  of  £25  cur- 
rency each,  or  £1,500,000.  On  the  30th  April, 
1852,  the  stock  subscription  of  the  Company 
was : — 

8,000  Shares  taken  by  Municipalities. 
2,735  "  by  Canadians. 

8,000  "  in  the  United  States. 

2,217  "  in   England. 

1,579  "  by  Contractor. 

22,532  shares,  producing  to  date  £261,584  8s.  lid.  currency. 
The  shares  taken  in  the  United  States  re- 
presenting the  subscriptions  of  the  New  York 
Central  and  Michigan  Central  Railways.  The 
Company  having  now  power  to  issue  £310,000 
sterling  bonds,  a  contract  was  entered  into 
for  28,000  tons  of  rails.  In  1853  the  Canadian 
Parliament  authorised  an  increase  of  capital 
from  £1,500,000  to  £2,000,000,  and  the  pro- 
ject having  again  been  introduced  on  the  Lon- 
don Market,  on  the  30th  April  1853  the  Eng- 
lish public  held  shares  and  convertible  bonds 
amounting  to  £1,200,000  currency.  The  en- 
tire capital  of  the  Company  being: — ■ 

Convertible  bonds £443,500  0    0 

Non-convertible  bonds 212,500  0    0 

39,155  shares — on  which  have  been, 

paid 842,913  5  10 


£1,498,913    5  10 

The  road,  under  many  disadvantages,  was 
opened  to  Niagara  Falls  10th  November, 
1853— to  London  17th  December,  1853— and 
throughout  on  the  23d  January,  1754;  the 
Company  having  previously  agreed  to  lease 
the  Hamilton  and  Toronto  line  at  a  rental  of 
six  per  cent,  upon  its  cost.  This  line  was 
subsequently  amalgamated  with  the  Great 
Western. 

The  unexpected  traffic  which  poured  over 
the  line  upon  its  opening  induced  the  Direc- 
tors to  hasten  the  completion  of  the  Gait 
branch  of  twelve  miles  which  had  formed  part 
of  the  original  project,  and  this  was  opened  in 
September,  1854.  Other  branch  lines  were 
contemplated  but  abandoned,  with  the  excep- 
tion of  the  Sarnia  branch,  special  arrange- 
ments being  made  between  Mr.  Laing,  chair- 
man of  the  Great  Western  Railway,  and  Messrs. 
Glyn  and  Baring,  directors  of  the  Grand  Trunk 
Railway,  with  the  consent  of  their  President, 
for  establishing  "fair  and  equitable  terms  of 
running," — the  Great  Western  Company  agree- 
ing to  construct  a  Sarnia  line. 

The  report  of  31st  July,  1854,  shows  the  ex- 
penditure on  account  of  the  Great  Western 
Company  up  to  that  date  to  have  been  £2,907,- 


007;  and  it  was  estimated  to  complete  the 
road,  to  accommodate  a  traffic  of  from  £8,000 
to  £10,000  per  week,  a  further  expenditure 
would  be  required  of,  for : — 

The  Eastern  Division £112,329 

Central        "        147,422 

Western       "       99,357 

Total £359,108 

The  subsequent  expenditure  of  the  Com- 
pany, however,  greatly  exceeded  this  estimate, 
and  it  was  justified  on  the  grounds  that  the 
traffic  of  the  road  far  exceeded  the  expecta- 
tion of  the  most  sanguine.  This  may  have 
been  the  case,  as  from  July,  1854,  to  31st  Janu- 
ary. 1857,  the  half-yearly  passenger  traffic  in- 
creased from  £111,905  to  £237,648,  and  the 
freight  receipts  from  £31,4-18,  to  £143,312. 
The  rates  received  in  the  latter  half-year  being 
2-91  cents  per  mile  for  local  passengers,  and 
2.49  cents  for  foreign  passengers;  4.21  cents 
per  ton  per  mile  for  local  freight,  and  2.66 
cents  per  ton  for  foreign  freight. 

Such  valuable  and  progressive  freight  and 
passenger  traffic  unquestionably  required  a 
much  greater  outlay  on  capital  account 
than  had  at  first  been  contemplated,  for  the 
increase  not  having  been  anticipated,  no  pro- 
vision was  made  to  meet  it;  and  the  Hamilton 
and  Toronto  line  having  been  leased  and  added 
to  the  Company,  also  caused  an  additonal  ex- 
pense. No  objection  has,  however,  been  raised 
to  the  Hamilton  and  Toronto  branch.  It 
proved  profitable,  and  for  the  half  year  ending 
January  1857,  earned  £720.47  per  mile.  Up- 
on the  main  line  and  its  branches  the  increase 
of  capital  from  July,  1854,  to  January,  1857, 
was  £1,165,584,  deducting  the  cost  of  the  Ham- 
ilton and  Toronto  line,  and  the  expenditure 
then  estimated  to  be  required  to  put  the  main 
line  and  Gait  branch  in  order.  Of  this 
sum  £468,597  was  for  construction,  and  the 
balance  for  rolling  stock,  steamers,  payment 
Sir  A.  McNab,  agency,  and  other  charges  ; 
and  even  considering  the  outlay  required  to 
meet  so  great  a  traffic  as  the  line  then  had,  the 
increase  must  be  deemed  excessive.  The  ex- 
penditure for  construction,  and  the  improve- 
ment of  rolling  stock,  was  money  well  applied, 
the  Company  having  an  adequate  compensa- 
tion in  the  consequent  superior  condition  of 
the  road-bed,  rolling  stock,  stations,  and  other 
property.  This  remark  equally  applies  to  all 
expenditure  on  capital  account  for  construc- 
tion and  equipment,  but  the  other  charges  are 
objectionable.  The  cost  of  steamer  arose,  it 
is  admitted,  from  an  error  in  judgment  on  the 
part  of  Dh-eetors,  who  thought  that  to  diversify 
the  mode  of  traveling,  passengers  would  avail 
themselves,  in  the  summer  months,  of  the 
splended  accommodation  afforded  by  the  Lake 
steamers ;  but  experience  has  proved  that  rail- 
roads have  the  advantage  for  passenger 
traffic. 

But  it  is  not  as  regards  the  past  that  any 
inquiry  will  prove  advantageous.  It  i?  ad- 
mitted that  much  unprofitable  expenditure  has 
been  made;  and  such  must  necessarily  be  the 
ease  in  all  new  enterprises.  Perfection  is  not 
attained  without  experiment,  and  all  railways 
have  had  to  gain  experience  by  paying  for  it. 
What  had  been  done  by  this  Company  met  the 
general  approval  of  the  shareholders  at  the 
time ;  and  on  three  separate  occasions  a 
special  vote  of  thanks  has  been  awarded  the 
managers.  It  is  important  to  know  what  is 
the  present  position  and  future  prospects  of 
the  Company;  not  what  it  might  have  been 
had  the  road  been  constructed  with  cash,  the 
peculiarities  of  American  travel  ascertained, 
and  assuming  that  roads  existed  for  covey ance 
of  material.  Original  estimates  have  been 
greatly  exceeded  because  unexpected  difficul- 


ties had  been  overcome,  but  since  January, 
1857,  the  outlay  upon  capital  account  has  but 
little  exceeded  the  limits  then  fixed  by  the 
shareholders,  and  the  present  condition  of  the 
Company  as  shown  in  the  last  Report  is  as 
follows: — 

Cost  of  the  Great  Western  line  proper,  in- 
cluding the   Main   line,  and  Hamilton 

and  Toronto,  and  Galtbranches £4,120,365  16    2 

Sarnia  Extension 455,555  11    B 

Gait  and  Guelph  branch 76,183    7    5 

Loan,  Detroit  Milwaukee 250,000    0    0 

Cost  of  Stores  in  hand,  and  Iron  Bridges 
constructed,  &c 173,652    7    8 

£5,075,757    2  11 

The  amount  received  on  capital  account  be- 
ing as  follows: — 

Capital  Stock £3,258,679  16  10 

Government  Debentures 573  687  15    0 

Bond  Capital,  convertible  into  stock 166^000    0    O 

Do  inconvertible 1,115,200    0    0 

Perpetual  Stock 49, "00    0    0 

£5,160,267  11   )0 
Balance £84,510    8  11 

Very  little  additional  expenditure  will  now 
close  capital  account.  The  wooden  bridges 
should  be  replaced  by  iron  ;  and  the  difference 
in  the  cost  of  iron  and  wooden  structures  will 
be  a  charge  on  capital.  This,  and  some 
£10,000  or  £12,000  to  be  paid  for  the  Sarnia 
Branch,  should  close  capital  account. 
When  that  is  done,  we  shall  know  the  actual 
cost  of  working  a  Canadian  Railway;  although 
for  the  last  year  I  firmly  believe  the  income  of 
the  line  has  been  charged  with  all  the  expen- 
ses necessary  to  ascertain  the  true  net  revenue 
of  the  Company. 

Had  the  road  been  wholly  built  with  casb,  the 
cost  would  have  been  much  less  than  that  re- 
presented by  the  capital  account  of  the  Com- 
pany. The  circumstances  of  its  construction, 
in  Canada  at  least,  are  notorious.  The  first 
start  was  made  with  the  aid  of  the  share  sub- 
scriptions of  municipalities.  To  obtain  their 
subscriptions,  a  heavy  commission  was  paid, 
and  when  received — the  Consolidated  Munici- 
pal Loan  Fund  not  being  in  existence — they 
were  in  town  or  county  bonds,  which  were  con- 
verted into  cash  at  considerable  loss;  and  if, 
after  making  all  deductions,  the  contractor  re- 
alised seventy-five  per  cent,  on  their  par  value 
he  did  well  in  comparison  with  many  others. 
I  have  known  even  Consolidated  Municipal 
Loan  Fund  bonds  paid  contractors  to  be  sold 
for  less  than  seventy  per  cent,  of  their  par  val- 
ue. In  addition  to  this,  the  Great  Western 
Railway  was  the  first  of  the  kind  constructed 
in  Canada,  and  contractors  being  few  in  num- 
ber obtained  their  own  prices;  so  that  what 
with  scarcity  of  labour,  the  cholera,  the  want 
of  [roads  for  the  transportation  of  plant, 
the  high  import  duty  levied  on  all  kinds  of 
material,  and  other  disadvantages,  the  Com- 
pany had  to  pay  very  heavily.  At  commence- 
ment the  payments  made  in  cash  were  small 
in  amount,  and  until  English  capital  was  ob- 
tained, bonds  and  stock  represented  anything 
but  their  par  value,  the  commissions  and  dis- 
counts for  converting  them  into  cash  being  so 
excessive.  Then,  aid  was  obtained  from  the 
Government,  and  Canadian  Governmental  as- 
sistance is  not  generally  gained  gratuitously! 
The  Company  had,  moreover,  to  negotiate  for 
rails,  and  the  losses  on  that  item  were  not  tri- 
fling. 

The  particulars  of  the  foregoing,  a  Commit- 
tee of  Inquiry  hope  to  discover,  and  if  they 
seek  well  and  diligently  they  must  be  success- 
ful. But  when  they  have  concluded  their  la- 
bors, of  what  use  will  it  be?  The  present 
managers  have  had  little  to  do  with  building 
the  road,  and  those  whom  it  has  enriched  are 
not  likely  to  refund  their  profits.  The  Great 
Western   of  Canada  is   not  the   only  line  in 
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America  whose  capital  account  includes  much 
for  which  no  value  has  been  received;  and  I 
am  inclined  to  believe  that  whoever  undertook 
to  build  the  line,  must  if  he  wished  to  succeed 
have  stooped  to  the  exigencies  of  the  thne, 
and  unwillingly  perhaps  endorsed  the  same 
system.  I  do  not  attempt  to  justify  the  princi- 
ple, but  affirm  it  as  my  opinion,  that  upon  no 
other  plan  could  the  road  have  then  been  built. 

My  visit  to  American  has  given  me  a  great 
practical  insight  into  the  mode  of  building 
and  working  the  railroads  of  that  country;  and 
I  am  under  obligations  to  most  of  the  leading 
railroad  managers,  and  to  the  officials  of  the 
Great  Western  of  Canada  both  here  and  in  the 
Province,  for  the  information  they  have  given 
me  the  opportunities  of  acquiring. 

I  traveled  over  the  whole  of  the  Great  West- 
ern line,  including  the  Hamilton  and  Toronto 
Branch;  and  inspected  the  work-shops,  ware- 
houses, stores,  stations,  and  other  buildings  of 
the  Company.  In  comparison  with  other  rail- 
ways in  America,  the  Great  Western  is  a  very 
superior  line;  and  although  I  traveled  over 
the  best  roads  of  the  American  continent,  I 
found  it  generally  in  better  order  than  any 
other  railway  I  visited.  The  woik-shops  and 
engine-houses  are  remarkably  good,  and  the 
tools  there,  and  in  the  machine  shops,  are  kept 
in  the  best  order.  I  particularly  noticed  the 
order  which  prevailed  in  the  whole  of  the 
Company's  works!  There  was  no  waste;  no 
old  iron  and  worn  out  tools  lying  about  the 
yards  and  shops,  as  is  so  frequently  the  case 
in  large  factories.  In  the  smithy  and  work- 
shops, every  tool  not  in  use  seemed  to  be  in 
the  place  provided  for  it;  and  in  the  stations 
and  along  the  line  the  same  regularity  pre- 
vailed. The  spare  rails  and  ties  or  sleepers 
were  well  stacked,  and  the  cord  wood  covered 
over  and  kept  compact.  In  fact,  in  these  re- 
spects no  line  can  be  in  better  order;  nor  can 
work-shops  and  stations  be  better  kept.  At 
Hamilton  there  is  an  extensive  wharf  with  em- 
igrant sheds,  and  the  necessary  appliauces  for 
landing  and  delivering  freight  and  passengers. 
There  are  also  large  grain  and  other  ware- 
houses, and  an  elevator,  fitted  with  steam  ma- 
chinery, for  receiving  and  shipping  grain,  flour, 
etc.,  in  bulk,  from  the  ships  alongside  and 
transferring  it  to  the  cars. 

The  rolling  stock  of  the  Company — the  en- 
gines and  the  cars — are  in  the  very  best  con- 
dition. Many  of  the  locomotives  are  equal  to 
those  upon  the  English  lines;  some  indeed  are 
of  English  build,  fitted  with  the  'bogie  frame,' 
which  are  found  most  serviceable,  but  others 
are  small  and  light.  The  passenger  cars  are 
in  good  order,  and  well  fitted.  The  freight 
cars,  especially  some  new  wheat  cars  and  some 
long  twelve-wheeled  timber  cars,  are  in  a 
high  state  of  repair.*  Altogether  the  road  is 
much  more  perfect  and  better  equipped  than 
the  majority  of  American  railways,  and  its  su- 
periority should  be  shown,  as  doubtless  it  will 
be,  in  the  more  economical  cost  of  carrying 
traffic,  Some  more  new  iron — -and  according 
to  the  experience  of  the  Michigan  Central  it 
is  advantageous  to  have  the  heavier  rail — and 
some  new  ties  are  still  required  to  perfect  the 
line;  but  without  these  the  Great  Western  is 
even  superior  to  other  roads  of  equal  age. 

The  traffic  arrangements  of  the  Company 
are  in  character  wilh  all  the  other  appoint- 
ments; and  under  the  direction  of  Mr.  Rey- 
nolds, the  Financial  Director,  a  considerable 
saving  has  been  effected  without  any  loss  of 
effectiveness. 

Although   many  days  were   spent  by  me  in 

*It  may  be  remarked  that  the  cast-iron  car-wheel,  manu- 
factured in  the  country,  has  been  proved  by  experience  more  i 
economical  than  the  wrought-iron  wheele  used  in  England.  I 


the  offices  at  Hamilton,  I  can  not  of  course, 
vouch  for  the  accuracy  of  the  accounts;  but 
while  not  affirming  positively  that  the  books 
are  correct,  I  shall  be  very  much  surprised  if 
they  are  found  otherwise.  I  traced  numerous 
entries,  taken  at  random  through  the  books — 
say  for  stores,  from  the  "requisition,"  through 
the  storekeepers',  engineers  ,  and  car  depart- 
ments, to  the  payment  of  the  amount  of  the 
invoice,  and  from  the  cash  book,  through  the 
journal  and  ledger,  to  their  proper  place  in  the 
accounts  presented  in  the  directors'  report. 
All  these  were  strictly  correct.  And  although 
accustomed  to  book-keeping,  in  all  forms,  I 
have  never  seen  books  better  kept,  or  more 
simple  in  their  arrangement.  In  the  receipt 
and  payment  of  moneys,  every  precaution 
seems  taken  to  guard  against  misappropriation, 
and  the  checks  adopted  render  it  necessary 
that  most  of  the  superior  officials  neglect  their 
duty,  or  conceive  a  fraud,  before  any  can  be 
successfully  attempted.  The  ordinary  ac- 
counts of  the  Company,  certified  by  several 
officers,  are  now  prepared  in  duplicate;  one 
copy  being  retained  in  Canada,  and  the  other 
transmitted  to  the  London  office,  together  with 
a  copy  of  the  book,  journal,  ledger,  and  a 
monthly  balance  sheet.  The  accounts  of  the 
Company  may  therefore  be  audited  in  London 
as  readily  as  in  Canada,  and  I  am  given  to 
understand  that  every  financial  information  is 
as  easily  obtainable! 

(To  be  Continued  ) 


ON  COMBINED  STEAM. 

BY   THE    HON.    JOHN    WETHERED,   V.    S. 

It  was  stated  that  at  the  present  day  the 
great  desideratum  in  marine  engines  appeared 
to  be  to  obtain  increased  power  or  economy  in 
the  consumption  of  fuel,  without  the  commer- 
cial disadvantage  of  occupying  more  space  by 
the  enlargement  of  the  boilers  and  machinery. 
This  object  it  was  believed  had  been  attained 
by  the  application  of  ordinary  and  super-heat- 
ed steam  mixed.  The  mode  adopted  in  carry- 
ing out  this  system  was,  to  attach  another 
steam-pipe  to  the  boiler,  for  conveying  the 
steam  to  be  super-heated  to  pipes  or  other 
contrivances  placed  in  any  convenient  form 
near  the  fire,  or  in  the  uptake  or  chimney  of 
the  boiler,  or  in  a  separate  furnace;  the  super- 
heated steam  being  added  to  the  ordinary 
steam  at  or  before  its  entrance  into  the  cylin- 
der. In  its  passage  through  the  super-heating 
apparatus,  that  portion  of  the  steam  was  raised 
by  the  waste  heat  to  a  temperature  of  500°  or 
600°  P.  The  heat  thus  arrested  was  conveyed 
to  and  utilized  in  the  cylinder,  by  its  action  on 
the  other  portion  of  the  steam  from  the  boiler, 
which  was  more  or  less  saturated  according  to 
circumstances.  The  combined  steamwasused 
in  the  cylinder  at  from  300°  to  450°  F.,  instead 
of  at  the  low  temperature  at  which  steam  was 
generally  employed.  The  effect  of  using  the 
two  kinds  of  steam  was,  that  the  super-heated 
steam  yielded  a  portion  of  its  excess  of  tem- 
perature to  the  ordinary  steam,  converting  the 
vesicular  water  which  it  always  contained  into 
steam,  and  expanding  it  several  hundred-fold; 
whilst  at  the  same  time,  the  ordinary  steam 
yielded  a  portion  of  its  excess  of  moisture, 
converting  the  steam  gas  into  a  highly  rare- 
fied elastic  vapor — in  other  words,  into  pure 
steam  at  a  high  temperature. 

It  was  asserted,  that  repeated  endeavors  had 
been  made  in  England,  France  and  America, 
to  employ  steam  simply  dried,  or  super-heated, 
and  as  often  abandoned.  This  plan  certainly 
resulted  in  partial  economy;  but  owing  to  the 


high  degree  of  temperature  necessary  in  this 
case  the  lubricating  materials  were  dried  up, 
and  then  the  packing  and  rubbing  parts  of  the 
machinery  were  destroyed.  Moreover,  when 
all  the  steam  was  super-heated  the  tempera- 
ture of  the  steam  in  the  cylinder  was  bevond 
the  control  of  the  engineer.  It  was  this  diffi- 
culty which  had  led  to  the  discovery  of  the 
system  of  employing  mixed  steam,  which  was 
entirely  under  control;  for  by  merely  turning 
a  valve  it  could  be  so  regulated  as  to  produce 
the  highest  mechanical  effect,  with  the  mo.=t 
perfect  lubrication  to  the  slides  and  cvlinders. 
Another  advantage  was,  that  if  any  accident 
should  happen  to  the  6uper-heating  apparatus, 
the  cylinders  could  still  be  supplied  with  plain 
steam  alone. 

A  series  of  trials  on  board  the  R.  M.  S.  S. 
Avon  had  shown  that  the  pressure  in  the  boil- 
er being  in  all  cases  the  same,  with  plain  steam 
the  result  was  1070  i.  H.  p.;  while  the  steam 
from  three  boilers  super-heated  and  from  the 
fourth  plain  it  was  1076  I.  H.  p.;  while  with  the 
steam  mixed  in  the  proportion  of  61  super- 
heated and  69  plain,  1200 1.  H.  p.  wasproduced. 
The  Lords  of  the  Admiralty  were  stated  to  be 
so  well  satisfied  with  the  results  of  experiments 
continued  Jover  twenty  voyages,  that  they 
had  determined  to  extend  the  application  of 
the  system  in  the  Royal  Navy,  and  H.  M.  S. 
S.  Ehadamanthus  had  been  ordered  to  be  fit- 
ted with  it.  Mr.  A  C.  Hobbs  (Assoc.  Inst.  C. 
E. )  had  applied  it  to  a  high  pressure  boiler  and 
engine,  and  Mr.  Dorman  had  adapted  it  to  an 
engine  which  did  not  produce  the  required 
power.  The  combined  steam  was  also  used  in 
all  the  steamers  of  the  Collins  line.  Exper- 
iments on  board  the  Gibraltar  showed  that  su- 
per-heated steam  at  a  pressure  on  the  boiler  of 
10  lbs.  produced  222  l  h.  p.;  ordinary  steam 
at  14  lbs  pressure,  307  i.  h.  p.;  while  combined 
steam  at  15  lbs.  pressure  gave  376  L  h.  p 

When  steam  was  merely  super-heated  or 
dried,  it  was  converted  into  steam  gas.  It  con- 
sequently partook  of  the  nature  of  gas;  was 
a  bad  conductor  of  heat,  and  gave  out  with 
difficulty  the  heat  necessary  to  transform  it  in- 
to mechanical  power.  On  the  other  hand, 
mixed  steam  participated  in  the  qualities  of 
steam  proper  and  of  super-heated  steam,  and 
being  a  pure  highly  rarefied  vapor,  which  read- 
ily parted  with  its  heat,  thus  produced  greater 
mechanical  effect. 

By  the  application  of  combined  steam  the 
following  advantages,  among  others,  were  said 
to  be  obtained: 

1.  An  economy  of  fuel  of  from  30  to  50  per 
cent.  2.  A  diminution  of  one-third  in  the  feed- 
water.  3.  The  employment  of  smaller  boilers 
to  produce  the  same  power.  4.  Facility  of 
maintaining  any  desired  pressure,  or  of  in- 
creasing it  at  will  in  cases  of  emergency.  5. 
A  steamer  would  make  a  voyage  one-third  fur- 
ther with  the  same  weight  of  coals;  or  one-third 
the  space  now  occupied  by  the  fnel  might  be 
used  for  freight,  6.  Less  risk  of  explosion. 
7.  Boilers  would  last  one-third  lenger.  8.  A 
better  vacuum  was  obtained.  And,  9.  One- 
third  less  injection  water  was  required. 

April  3.- — The  entire  evening  was  occupied 
by  trie  discussion  of  the  preceeding  paper  "On 
Combined  Steam." 

In  commencing  the  discussion  it  was  remark- 
ed that  the  indicator  cards  taken  from  H.  M. 
S.  S.  Dee,  when  using  simple  super-heated 
steam  and  when  working  with  the  combined 
steam,  the  pressure  being  the  same  in  both 
cases  and  the  supply  valves  equal  in  area, 
showed  that  a  better  vacuum  was  obtained  and 
that  the  expansive  force  was  much  greater 
when  using  combined  steam.  It  had  been  as- 
certained that  the   consumption  of  fuel  was 
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2'57  lbs.  per  I.  H.  p.  per  hour  with  combined 
steam,  whilst  it  averaged  5 '53  lbs.  per  i.  H.  p. 
per  hour  with  plain  steam.  The  result  of  20 
experimental  voyages  in  the  vessel  gave,  on 
the  combined  system  500  n.  p.,  by  super-heat- 
ing simply  409  h.  p.,  and  with  plain  steam  404 

H.  P. 

A  case  was  also  mentioned  in  which  com- 
bined steam  had  been  applied  to  a  non-expan- 
aive  engine,  where  a  reduction  was  effected  in 
the  consumption  of  fuel  of  from  36  cwt.  to  24 
cwt.  per  week;  while  about  one-third  less  wa- 
ter was  consumed. 

It  was  admitted  that  great  praise  was  due 
the  author  for  having  recalled  public  attention 
to  the  advantages  derivable  from  super-heating 
steam.  But  it  was  doubted  whether  the  com- 
bined system  possessed  any  peculiar  merit 
over  simple  super-heated  steam.  If  the  mix- 
ture were  made  just  at  the  entrance  to  the  cyl- 
inder, it  was  difficult  to  understand  what  differ- 
ence there  could  be  between  that  plan  and  at 
once  heating  the  whole  of  the  steam  to  a  uni- 
form temperature.  It  was  questionable  wheth- 
er in  a  good  expansive  engine  the  application 
of  a  most  efficient  system  of  super-heating, 
that  completely  prevented  condensation,  would 
result  in  a  saving  of  more  than  15  per  cent. 
It  was  stated  that  in  the  early  experiments  in 
H.  M.  S.  S.  Dee,  when  super-heating  was  tried, 
the  steam  was  throttled,  owing  to  the  small 
size  of  the  pipes;  and  that  the  apparent  supe- 
riority of  the  combined  system  was  due  to  the 
large  ordinary  steam  pipe  being  in  connexion 
with  the  engines  in  addition  to  the  super- 
heating pipe,  and  not  from  the  fact  of  the  steam 
being  mixed.  When  a  different  arrangement 
was  made,  the  super-heating  gave  results  quite 
equal  to  the  combined  system. 

It  was  believed  that  with  the  best  boilers 
there  would  be  a  saving  of  15  per  cent,  by  the 
use  of  super-heated  steam;  and  in  one  vessel, 
where  there  was  an  indifferent  construction  of 
boiler,  there  was  an  economy  of  34  per  cent, 
due  partly  to  improvements  in  the  boiler,  and 
partly  to  the  application  of  the  apparatus  giv- 
ing more  steam  room.  In  one  of  the  vessels 
belonging  to  the  Intercolonial  Royal  Mail  Com- 
pany, to  which  super-heating  apparatus  had 
been  added,  the  consumption  of  fuel  was  re- 
duced from  2986  tbs.  to  1900  lbs.  per  hour  on 
an  average  of  four  or  five  days'  steaming  be- 
tween London  and  Milford  Haven.  Similarly, 
in  one  of  the  boats  belonging  to  the  General 
Steam  Navigation  Company,  traveling  between 
the  Thames  and  Scotland,  an  average  of  twelve 
voyages  previous  to  super-heating  showed  a 
consumption  of  120  tons  of  fuel  per  voyage. 
This  was  now  reduced  to  90  tons  per  voyage. 
The  temperature  in  the  uptake  was  formerly 
about  650  ;  now  it  had  been  reduced  more  than 
50°,  but  the  temperature  of  the  steam  had  been 
increased  100°. 

It  was  remarked  that  the  gain  in  using  su- 
per-heated steam  did  not  arise  from  any  phys- 
ical law,  but  from  the  prevention  of  a  loss  by 
the  use  of  dense  steam.  When  the  steam  en- 
tered the  cylinder,  if  there  was  but  one  degree 
of  heat  less  in  the  cylinder,  water  must  be 
formed.  When  the  vacuum  stroke  was  made, 
the  deposited  water,  being  relieved  of  the  pres- 
sure due  to  its  temperature,  was  rapidly  vapor- 
ized and  passed  off  as  rarefied  vapor,  coolino- 
the  cylinder.  On  the  steam  entering  to  make 
the  return  stroke  it  brought  the  cylinder  up  to 
a  temperature  due  to  the  pressure,  and  the 
stroke  was  made  at  that  loss  by  the  deposit  of 
water  over  thewhole  interior  surface  of  the  cyl- 
inder and  its  adjuncts.  When  the  condenser 
again  came  into  action  the  same  thing  recur- 
red, and  so  on  continously. 

A   pressure    indicator    applied    simultane- 


ously with  thermometors,  showed  that  the 
loss  of  temperature  without  working  expan- 
sively was  20°,  with  an  average  pressure  of  6 
R)s.,  indicating  a  loss  of  steam  of  between 
one:third  and  one  fourth.  This  injurious  effect 
must  always  occur  when  using  dense  steam; 
whereas,  in  employing  super-heated  steam 
there  was  no  deposit  of  water,  and  the  result 
was  analagous  to  that  of  a  permanent  gas,  but 
with  the  advantage  of  easy  and  complete  con- 
deusation.  Further,  when  the  vacuum  stroke 
was  performed,  since  the  cylinder  was  perfectly 
dry,  the  exhaustion  of  the  whole  steam  was  ef- 
fected instantaneously.  -With  dense  steam, 
the  cylinder  being  wet,  the  deposited  water  had 
to  be  vaporized  and  condensed,  thus  damaging 
the  vacuum.  As  this  action  did  not  occur  with 
super-heated  steam,  some  increase  of  useful 
effect  was  produced  on  that  ground.  The  con- 
densing appliances  were  also  relieved  by  so 
much  as  was  gained  in  the  cylinder. 

It  was  believed  that  the  practical  limit  of  the 
use  of  super-heated  steam  would  be  given  in 
such  additional  amount  of  caloric  as  would 
permit  of  its  remaining  dry  steam  to  the  end 
of  its  required  expansion.  When  steam  was 
expanded  a  large  quantity  of  heat  became  la- 
tent. In  consequence,  the  full  effect  was  not 
obtained  from  expanding  ordinary  steam,  be- 
cause as  it  expanded  in  the  cylinder  it  cooled, 
and  there  was  not  sufficient  caloric  to  keep  up 
the  specific  heat  during  the  stroke. 

It  is  observed,  that  the  experiments  on  H. 
M.  S.  S.  Dee  showed  a  saving  of  23.8  per  cent, 
in  favor  of  super-heated  over  plain  steam. 
With  regard  to  temperature,  the  super-hated 
steam  lost  20°  on  its  passage  to  the  cylinder, 
82°  after  entering  the  jacket,  and  26°  more 
after  entering  the  cylinder;  while  the  plain 
steam  lost  23°  only,  after  making  its  entire 
circuit  from  the  boiler  to  the  cylinder.  In 
another  experiment  there  was  an  economy  of 
fuel  of  20  per  cent;  the  minimum  consump- 
tion at  full  power  being  2.6  lbs.  of  Welsh  coal 
per  H.  p.  per  hour.  It  was  thought  that  Mr. 
Wethered's  system  was  about  as  economical 
as  the  super-heated,  when  the  whole  of  the 
steam  was  passed  through  the  super-heating 
apparatus.  It  was  contended  that  super-heat- 
ing should  not  be  carried  farther  than  to  pre- 
vent condensation  in  the  jacket,  and  there- 
fore in  the  cylinder;  and  it  was  thought  that 
the  whole  of  the  steam  passing  into  the  cylin- 
der should  go  through  the  jacket,  rather  than 
that  the  jacket  should  be  fed  by  small  pipes. 

It  was  pointed  out  that  mixing  ordinary 
saturated  steam  with  super-heated  steam,  gave 
a  ready  means  of  regulating  the  temperature. 
It  was  thought,  that  the  increase  of  tempera- 
ture should  never  exceed  100°.  If  a  compen- 
sation-rod were  introduced  into  the  steam- 
pipe,  so  as  to  limit  the  admission  of  steam  in 
proportion  to  the  temperature,  beneficial  re- 
sults might  be  obtained. 

In  reply  to  the  observations  which  had  en 
made,  it  was  stated,  that  it  had  not  been  de- 
sired to  advance  any  crude  theory,  but  rather 
to  narrate  facts.  The  rationale  of  the  princi- 
ple advocated  had  however  been  given  in  the 
paper,  nearly  in  the  words  of  Prof.  Regnault, 
of  the  French  Academy.  The  difference  be- 
tween super-heated  and  combined  steam  was 
stated  to  consist  in  this,  that  super-heated 
steam  being  of  a  gaseous  nature,  was  a  bad 
conductor  of  heat,  and  parted  with  it  with  dif- 
ficulty; whereas  combined  steam  being  pure 
vapor,  and  a  better  conductor  of  heat,  parted 
with  the  heat  more  readily  and  left  more  heat 
in  the  cylinder  of  the  engine,  which  was  con- 
verted into  mechanical  power.  The  engineer- 
in-chief  of  the  United  States  Navy  had  proved 
that  there  was  an  economy  in  the  use  of  the 


combined  steam  of  52.5  per  cent,  over  ordina- 
ry steam,  and  25  per  cent,  over  super-heated 
steam.  The  experiments  conducted  under  the 
authority  of  the  Minister  of  Marine  of  France, 
gave  nearly  the  same  results,  the  figures  be- 
ing 52-7  and  24-0  per  cent  respectively. 

In  the  British  Admiralty  yacht  Black  Eagle, 
there  had  been  found  to  be  a  saving  of  20  per 
cent,  in  favor  of  the  combined  over  the  simple 
super-heated  steam. 

In  closing  the  discussion  it  was  stated  that 
the  general  opinion  appeared  to  be,  that  the 
practical  introduction  of  the  system  of  super- 
heating steam  was  greatly  owing  to  the  exer- 
tions of  Mr.  Wethered.  He  had  succeeded  in 
moving  the  British  Board  of  Admiralty  when, 
perhaps,  an  English  engineer  might  not  have 
been  so  successful ;  but  this  should  be  a  sub- 
ject of  congratulation,  as  it  was  desirable  at 
all  times  to  give  the  greatest  encouragement 
to  foreigners,  so  as  always  to  attract  the  best 
talent  from  other  countries.  The  case  did 
not,  however,  seem  to  be  clearly  established 
in  favor  of  combined  steam;  it  rested  upon 
the  facts  which  had  been  stated,  and  not  upon 
any  scientific  explanation  of  the  rationale  of 
the  principle,  such  as  would  account  for  the 
results  claimed  for  it.  When  more  than  ordi- 
nary attention  was  given  to  any  machine  in 
daily  use,  that  of  itself  would  lead  to  economy. 
This  attention  was  invariably  given  when  any 
new  invention  was  being  tried,  and  the  whole 
improvement,  or  economy,  was  supposed  to 
arise  from  the  particular  modification  then 
being  tested. — Proc.  Inst.  Civ.  Eng..  March 
21th  and  April  3d,  1860. 


THE  PENNSYLVANIA  CENTRAL 
RAILROAD. 

Trains  loaded  with  freight  or  passengers 
continue  to  pass  and  re-pass  over  this  great 
line  between  Chicago  and  the  East,  with  all 
the  exactness  and  methodical  precision  of 
clock  work.  We  hear  of  no  interruption,  de- 
lays, or  accidents  on  this  great  road.  So  quiet, 
and  well  ordered  is  its  management,  so  prompt 
its  connections,  and  safe  as  well  a  speedy  its 
regular  through  trains  to  Philadelphia  and 
New  York,  that  the  public  have  got  too  much 
in  the  habit  of  taking  these  excellencies  as  a 
matter  of  course,  and  hardly  realize  and  ap- 
preciate the  true  value  and  utility  to  them  of 
a  road  which  can  boast  that  it  has  carried  more 
than  3,000,000  first  class  passengers  within  the 
past  three  years  without  the  loss  of  a  single 
life.  What  other  road  in  the  United  States  can 
say  this.  If  lives  were  insured  against  casual- 
ties by  rail,  we  venture  to  say  that  the  premi- 
um asked  for  the  hazards  of  a  trip  via  the 
Pennsylvania  Central  would  be  next  to  nothing 
at  all.  The  importance  to  the  public,  as  well 
as  to  a  great  thoroughfare  like  this,  of  such  an 
almost  absolute  immunity  from  danger,  can- 
not be  too  highly  estimated. 

By  reason  of  its  greater  directness  to  the 
great  depots  of  trade  in  the  entire  west,  the 
business  of  this  road  is  constantly  increasing, 
and  will  continue  to  grow,  as  the  railway  sys- 
tem of  the  west  finds  development.  No  road 
possesses  greater  or  more  important  tributary 
lines  from  Cincinnati,  Indianapolis,  Cleveland, 
Terre  Haute,  Chicago,  St.  Louis  and  other 
great  centres  of  trade  north,  west,  and  south. 
The  wealth  and  agricultural  products  of  the 
richest  States  of  the  Union  finds  through  the 
ga*eway  of  Pittsburgh  an  easy  outlet  over  this 
route  to  the  immense  commercial  cities  of  the 
seaboard.  The  superior  geographical  advan- 
tages, and  consequent  unrivalled  facilities  for 
speedy  transportation  of  heavy  freights  it  en- 
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joys  cannot  be  gainsayed  by  rival  or  campe- 
ting  interests.  Shippers  of  cattle,  grain  and 
merchandize  of  every  kind  understand  it,  and 
the  patronage  of  business  men  of  all  classes 
now  extended  to  this  road,  is  steadily  on  the 
increase,  and  is  also  a  gratifying  proof  of  its 
popularity. 

To  the  passenger  who  would  combine  plea- 
sure with  business,  no  road  offers  greater  at- 
tractions in  the  way  of  scenery,  bold,  beauti 
ful  and  grand.  The  mountains  of  the  Alle- 
ghanies  over  which  it  fearlessly  climbs,  the  pic- 
turesque landscapes,  smiling  farms,  and  good- 
ly cities,  thriving  villages,  through  scenes  of 
historical  interest  along  the  tortuous  windings 
of  the  lovely  Juniata,  Susquehanna  and  other 
rivers  which  atrip  on  this  road  opens  up  to  the 
delighted  traveler,  relieves  a  journey  of  all 
tameness  or  tedium.  Nothing  can  be  more 
attractive  and  pleasant.  Dust  which  is  so  try- 
ing to  the  lungs  and  patience  upon  other  routes 
is  here  comparatively  unknown,  the  entire  road 
being  ballasted  with  stone,  almost  as  solid  as 
the  iron  track  itself.  We  most  heartily  com- 
mend this  route  to  our  citizens  and  readers 
who  contemplate  visiting  the  east  on  business 
or  for  purposes  of  recreation.  Cool  mountain 
air,  grand  views,  magnificent  rivers,  charming 
scenery,  splendidly  cultivated  fields,  and  a  trip 
proverbially  as  safe  and  dsirable  as  it  is  speedy 
and  free  from  vexatious  changes  of  cars  and 
conductors,  are  some  of  the  features  incident 
to  a  ride  from  Pittsburgh  to  Philadelphia  and 
New  York  over  the  great  Pennsylvania  Cen- 
tral Railroad,  which  our  readers  will  do  well  to 
bear  in  mind. —  Western  Railroad  Gazette. 


A  REFUGE  FOR  CRIPPLED  RAIL- 
ROADS-WAY TRAVEL  AND 
TRAFFIC. 

Railroad  history,  both  here  and  in  Europe, 
is  full  of  the  most  remarkable  evidences  of 
the  superior  value  of  the  way  trade  over  that 
of  any  other.  It  is  said  of  the  many  millions 
of  dollars  annually  received  by  the  English 
roads,  that  seventy  per  cent,  of  all  the  passen- 
ger fare  is  paid  by  persons  who  do  not  travel 
over  seven  miles.  On  the  continental  roads 
analogous  results  are  noticed,  that  is,  that  the 
great  bulk  of  the  money  received  from  passen- 
gers is  paid  by  those  who  ride  only  a  few  miles. 
This  result  is  secured  by  the  assiduous  cultiva- 
tion of  the  way  traffic,  which  is  sure  to  spring 
up  along  the  route  of  every  road  whose  man- 
agers have  sufficient  sagacity  to  encourage  it. 
The  number  of  passengers  conveyed  by  rail  in 
Great  Britain  in  1857,  was  139,008,888,  while 
in  1858  it  was  139,193,099,  showing  a  uniform- 
ity widely  different  from  the  fluctuating  expe- 
rience of  this  country.  These  passengers  in 
one  year  paid  §57.000,000  for  fares,  an  aver- 
age of  about  thirty-three  cents  each.  In  round 
numbers,  18,300,000  were  first  class  passen- 
gers, 42,000,000  were  second  class,  and  80,- 
000,000  third  class,  showing  that  more  than 
three  in  every  four  were  traveling  at  the  low- 
est rates.  The  Philadelphia,  Germantown, 
and  Norristown  Railroad,  which  is  seven  miles 
to  Germantown,  and  sixteen  to  Norristown,  cost 
some  $2,000,000  and  when  chartered,  men 
crowded  with  riotous  impetuosity  to  subscribe 
for thestock.  Dishonestfinanciering, combined 
with  bad  management,  and  a  total  refusal  to  ac- 
commodate the  freightand  travel  that  were  anx- 
ious to  use  the  road,  in  a  few  years  reduced 
the  company  to  the  brink  of  bankruptcy.  The 
stock  sunk  so  low  that  it  disappeared  from  the 
Broker's  Board,  and  went  begging  for  buyers 
at  seventy-five  cents  a  share,  even  in  a  dicker. 
A  new  management  took  possession  of  its  af- 
fairs, re-organized  its  whole  operations,  lower- 


ed the  fares,  quintupled  the  number  of  trips, 
made  it  a  mere  omnibus  road,  taking  in  and 
setting  down  passengers  at  every  little  lane 
along  the  whole  route,  and  by  every  possible 
contrivance  consulted  the  public  convenience. 
The  effect  of  this  change  of  management  was 
almost  miraculous.  The  cars  were  soon  so 
thronged  with  passengers  that  new  and  better 
ones  were  added,  the  frequency  of  the  trips 
was  increased,  and  so  high  a  state  of  financial 
prosperity  resulted  that  the  stock  rose  eight 
dollars  above  its  par  of  fifty  dollars,  and  the 
holders  of  the  stock  felt  safe  in  anticipating  at 
least  ten  per  cent,  dividends.  That  condition 
of  prosperity  has  been  maintained  until  recent- 
ly. While  this  change  was  being  made  anoth- 
er equally  remarkable  was  taking  place  in  and 
around  Germantown.  Real  estate  rose  five 
times  in  value,  and  sold  quickly  to  newcomers, 
who  built  houses  and  became  permanent  cus- 
tomers of  the  road.  The  great  fact  was  pro- 
ven that  the  way  traffic,  properly  cultivated, 
would  not  only  extricate  a  railroad  from  insol- 
vency, but  would  build  up  a  town. 

But  the  profits  of  way  traffic  are  equally  im- 
portant in  the  item  of  freight.  The  profit  on 
the  through  frieght  of  the  New  York  Central 
for  1858,  was  only  $441,000,  while  on  the  way 
freight  it  was  $823,000.  It  is  notorious  that 
the  through  passenger  traffic  of  the  Erie  road 
was  last  year  carried  on  at  a  ruinous  loss.  Yet 
on  this,  as  on  other  great  routes  to  the  West, 
the  way  trade,  which  cannot  be  driven  from 
any  road,  was  utterly  neglected  and  its  growth 
checked,  though  paying  a  profit,  in  a  contest 
for  through  traffic  which,  even  when  tempora- 
rily secured,  swallowed  up  the  gains  of  the 
other  and  brought  in  a  Receiver  to  count  the 
little  that  was  left. 

In  New  Jersey,  the  policy  of  stimulating  the 
way  traffic  appears  to  have  been  early  adopted 
by  the  Camden  and  Amboy  Railroad.  In  1S55 
it  amounted  to  only  fourteen  hundred  and  fif- 
ty-one tons.  But  stations  were  regularly  built 
at  every  cross  road  along  the  track,  as  farm- 
ers, truckers,  and,  and  pork  poultry  dealers 
demanded  them.  It  is  true  most  of  them  were 
mere  platforms,  cheaply  built  to  a  level  with 
the  cars,  but  as  the  trains  were  made  to  stop 
at  certain  hours,  the  people  were  sufficiently 
accommodated.  Houses  were  built  at  some  of 
these  stations,  villages  grew  up  at  others,  pas- 
sengers multiplied,  and  the  agriculture  of  the 
whole  region  received  a  powerful  impulse  from 
the  presence  of  these  new  facilities  for  reach- 
ing the  two  best  cash  markets  in  the  Union. 
As  production  increased,  a  fresh  army  of  cus- 
tomers came  in  from  New  York  and  Philadel- 
phia, who  traversed  the  whole  line  of  the  road, 
buying  from  the  farmers  whatever  they  had  to 
sell,  thus  saving  them  the  cost  of  going  them- 
selves to  market,  and  by  quick  and  sure  re- 
turns inciting  them  to  increased  production. 
Under  this  stimulus  agriculture  improved, 
population  increased,  land  rose  in  value,  and 
the  way  trade  of  the  road  steadily  enlarged  its 
volume  during  twenty  years,  having  grown  in 
1855  to  71,764  tons,  and  in  185S  to  94,000 
tons.  It  has  now  acquired  a  momentum  which 
foreshadows  great  results  in  the  future. 

But,  perhaps,  the  most  striking  instance  of 
the  results  to  be  secured  by  cultivating  the  lo- 
cal trade  is  afforded  by  the  New  Jersey  Railroad 
Company,  whose  double  track  extends  from 
Jersey  City  to  New  Brunswick.  This  road 
carries  more  passengers  to  the  mile  than  any 
other  in  the  Union.  In  1857,  it  carried  2,23S,- 
130,  and  in  1858,  2,110,993,  thus  preserving, 
like  the  English  roads,  a  remarkable  uniform- 
ity in  spite  of  those  adverse  business  casual- 
ties which  have  so  diminished  the  receipts  of 
roads  whose   sole  aim   is  the   through  traffic. 


But  the  fact  is,  there  was  an  increase  in  1858 
equal  to  500.000  passengers,  in  consequence 
of  a  large  accessionof  commuters.  For  eigh- 
teen years  past  this  company  has  assidously 
cultivated  the  way  traffic,  holding  out  to  pas- 
sengers every  possible  inducement  to  travel. 
The  cars  were  the  first  that  were  lighted  with 
gas;  they  are  unsurpassed  in  comfort,  a  dou- 
ble track  has  been  completed,  and  from  three 
commuters  between  Newark  and  Nc-w  York, 
in  1840,  at  $120  per  annum,  the  price  has  re- 
duced to  $50,  or  eight  cents  a  trip  of  15  mile3, 
while  the  total  sum  received  annually  from 
commuters  is  now  grown  to  $55,4C5,  and  the 
present  year  will  equal  $60,000.  It  was  on 
this  road  that  the  commutation  system  origi- 
nated. It  is  practically  a  new  mode  of  re- 
ducing fares  provided  the  party  continues  to 
be  a  regular  customer.  Under  its  operation, 
the  way  fares  have  increased  more  than  two- 
thirds  per  annum  since  1841.  while  in  the  same 
period  the  through  fare  have  not  even  doubled. 
It  has  added  four-fold  to  the  population 
along  the  track  of  the  road,  with  an  increas- 
ed business  in  a  still  larger  ratio.  It  has 
steadily  reduced  fares  until  they  now  average 
only  two  cents  a  mile,  and  so  stimutated  trav- 
el that  while  only  58  trains  were  run  daily  in 
1849,  the  business  of  last  year  required  one 
hundred  and  forty-four.  The  whole  road  ha3 
become  the  focus  of  an  intensely  active  trade, 
and  has  conveyed  many  millions  of  passen- 
gers without  the  loss  of  a  single  life  in  the 
cars.  The  crisis  of  1857  produced  no  pause 
in  its  career  of  prosperity.  It  paid  last  year 
ten  per  cent,  to  stockholders,  thirty-three  thou- 
sand dollars  to  the  State  for  tax  and  transit 
dues,  and  had  at  the  close  of  the  year  a  sur- 
plus of  three  hundred  and  forty-two  thousand 
do  1  lars,  without  a  dollar  of  floating  debt. 
The  Managers  not  only  avow  their  belief  that 
the  main  reliance  of  any  company  for  aug- 
menting its  revenue  must  be  the  accommoda- 
tion of  the  local  communities,  but  point  to 
their  experience  as  affording  reasons  why  all 
others  should  imitate  their  example. 

This  course  of  remark  might  be  further  il- 
lustrated by  reference  to  our  passenger  rail- 
ways. But  enough  has  been  said,  we  think,  to 
sustain  the  position  that  an  assiduous  cultiva- 
tion of  the  way  trade  and  travel  is  the  true  re- 
fuge of  many  of  the  railroads  that  are  now 
tottering  into  the  hands  of  receivers. — Phila- 
delphia Inquirer. 


Pittsburgh,  Ft.  Watxe  axd  Chicago  Rail- 
road.— This  great,  road  is  making  extensive 
preparations  for  the  fall  business,  which  bids 
fair  from  the  amount  of  grain  already  harvest- 
ed, and  the  great  agricultural  abundance  which 
exists  in  all  the  western  states  to  be  larger 
than  at  any  time  since  the  glorious  year  of  1856. 
The  track  throughout  its  entire  length  is  being 
put  in  the  best  possible  condition,  the  rolling 
stock  overhauled  and  repaired  and  ineeeased 
by  the  addition  of  a  large  number  of  freight 
cars  and  luxurious  passenger  coaches.  Every- 
thing indeed  which  can  be  effected  to  render 
the  entire  equipment  of  the  road  complete  and 
the  track  efficient  and  thoroughly  reliable  for 
the  prompt  and  safe  passage  of  trains  is  being 
done.  The  "live  stock"  yards  in  this  city,  at 
Crestline  and  other  points  of  delivery  and  em- 
barcation  along  the  line  have  been  put  in  the 
best,  possible  condition.  The  pens  have  been 
all  re-planked  and  are  supplied  with  plenty  of 
water  (a  thing  of  the  greatest  importance  to 
shippers  of  stock.)  This  ''Stock  Department" 
is  under  the  direct  control  of  Mr.  Joseph  Mc- 
Pherson,  who  has  had  many  years  experience 
in  the  stock  business,  who  is  personally  well 
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Patent  Portable  Forge  and  JBellows. 

THESE  FORGES  are  superior  to  all  nftenrfarfcuUd- 
era  of  railroads,  mines,  quarries,  gmwmithe,  Iock- 
smiths,  machine  shops,  boiler  makers,  a'as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  totheflue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
or&es  willaddress  VV.  G-.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

'short  line 


ZEfc.  J&.  XXjIO.  0^.33  . 

SHOKTBST  KOTJTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P-  M—  TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:5(1  I'.  M. 

6.00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


"03*  Be  sure  you  are  in  the  right  Ticket  Office  hefore  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lavrrenceburg  &  Indianapolis* 

03-  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIlROUG  TTCKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the' Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and   from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 

H.  C.  LORD,  pREsmKNT. 


address  at  either  office. 


CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 
H  AIIiHO  .A.  I>  . 

Two  daily  trains,  at  6  A.  M  .and  6  P.  M.,  from  Little  Ml- 
trnii  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Retcrnino  Trains — Arrive  at  Cincinnati  at  8  A.M.  and 
4.4H  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  Ticket 

Offices  of  Little  Miami  Road. 

W  OND         eiver 


RAILROAD  IRON. 

THE  undersigned.  Agents  for  the  Manufacturers,  are 
prepared  to  contract  to  deliver  Tree  on  board,  at 
shipping  portsin  England,  or  at  ports  of  dischaarge  in 
theUnitedStates.RailS"fsuperioiquality,and  of  weight 
ofpattern  as  may  be  required. 

VOSE, LIVINGSTON  &  CO. 
New  York ,  Ap  3, 1856.  9  South  Wlliam  Street. 

T,  F.  RANDOLPH  &  BRO, 

Mathematical   Instrument  Makers 

o.GT       est  etli  St.  bet  Wa.  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMO  RE,  I'HILADEPIII  A,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City* 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

H.AIXJ.R.OA13. 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  Worth  West, 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  All  NTGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  nr.information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

UTf3  Ask  for  tickets  via  Baltimore  andOhio  Railroad. 
W    P.  SMITH. Master  Transportation,  R.  &  O.  R.  R. 

J.  H.  SULLIVAN,   Gen.  West.  A«t.,  B.%  O  R.  R. 
L.  M.  COLE,  Gen.   Ticket  Jifft.,  B.  Sf  O.It.R. 
H.  J.  .TEWETT    Pres't  C.  0.  R.  R. 
J.  W.  BROWN,  CreP.  rripfcet  dgt.,  O.  0.  R.  It. 

G.    W.    MORRILL.  G.    E.    BOWERS 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
bestquality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance-tnat 
no  pains  will  be  spared  to  give  entire  satisfaction  it 
al   asep.  6 


M 


IRON  BOILER  FLUBS 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

&,AP=WiB»B€B>  iOjECiR  Fi,0J)iSB 

7inches  outside  diameter,  cut  to  definite  length 
as  required. 
WROUGHT  IROIV  WELDED   TUBES, 
From  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T's,  L's,  Stops,  Valves,  Flanges,  etc.,  etc 
Warehouse,  209  SoiatBi  Third.  St., 
PHILADELPHIA,  )  ».ug 

Stephen  morris,  cji as.  wheeler,  jr. 

tuos.  t. tasker,  jr.,  s.  t  m  ti-skkr. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    th$    Ends    of  "  Tf     Bail 

'PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plaie  C,  which  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  to*  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  Inst  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  the  chair,  as  shown 
inFig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  oF  the  rail,  as  its  upper  part  can  not  project 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ar.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  a3  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them*  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
bise  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  lias  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  aiyl  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Anothergreat  advaotngcis,  theallowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slotciu  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  :  sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  spcuring  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safa 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheeli . 
and  axles, .preventing  the  loss  of  life  and  destruction 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear 
the  rolling  stock  of  the  road. 

\y.  HARVEY,  Inventor  and  Patents 
41  Jefferson  street,  Albany, 
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PROSSER'S  PATENT 

ORIGINAL    LAP-WELDED 

IRON  AND  STEEL  BOILER  TUBES, 

SAFE  FROM  RKD  TO  EM). 

ENAMELED   IRON    PIPES    AND   PUMPS, 

FOB.    WATER    SUPPLY,    ACIDS,    ETC. 

SO  F,K    IMPORTERS. 

PKOSSKKtS  PATENT  SBltl'ACU  CON- 
DKNSGBK  for  high  pressure  steam,  with  sea  or 
other  bad  boiler  water,  gauaes,  "i-cutter  drills,  counter- 
sinks, tube  evd  cutting  liars,  expanders,  tube  scalers, 
steel  wire  and  whalebone  brushes,  pall  lever  wrenctes, 
tubes — plain  or  enameled,  screwed  together  for  Artesian 
Wells,  Hollow  Slabs  for  various  purposes,  Steel  for 
Boilers.  TIIOS.  PROSSER  &  SON, 
97jan.  28  Piatt  Street,  New  York 

«t.  G.  LOBDELL.    H.   S.  M'COMBS.   I).  P.  BUSH. 

BBSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  R.  R.  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    E   THEIR 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


an  3 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributi?ig  Post-  Offices ;  Liates 
of  Foreign  and  Domestic  Letter  Postage ;  liates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment,  e&c,  &c> 

COMPILED  BY  E.  PENROSE  JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S>  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1^59.     j 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
Iter  sources,  and  contains  the  most  complete  list  of  Post- 
Otfices,  especially  of  the    Western,   North- Western,  and 
South-Western  States,  yet  published. 

MAI1L0N  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &e,,for  P.  O.  Depart. 

The  book  makes  an  actavo  pamphletof  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  New  Offices,  Changes  and 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  Slates  and  Conn 
fes,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  1856.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  Hie  Price  is  one-halfthat  of  any  work  of  the  kind 
now  published. 

Jtj-  Single  copies  sent  by  mail(postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  SI. 00,  or  Twelve 
Copies  for  $3.(l0< 

Address,  C.  S.  W1LL1IAMS; 

*  194  WaUwt  street, 

Mai'.U  V  vVivrrMti.Ohio. 


WHEELER  h  WILSON'S 


SWING  MACHINES. 


W 


Tff,  «U WINER.  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio* 

BRANCH   OFFICES: 


Louisville,  Ky., 
Lafayette,  lnd., 

Indianapolis,  lnd., 


Columbus,  O., 
Dayton,  0., 

Zanesville,  O. 


We  ofTcr  the  Wheeler  &.  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  ooon,  low-pri^kd  Family 
Machine,  have  introduced  anew  style*  working  upon  the 
same  principle,  ami  making  the  same  stitch,  though  not  so 
highly  finished,  at* 

Fifty-Five  Dollars* 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  alike  on 
doth  sinus,  impossible  to  ravel,  and  leaving  ho  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

][~pSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

feblG.  WM.  SUMNER  &,  CO. 


EWE  O  ^  ESZj  !E3Y7 
WROUGHT   IRON 

ARCH  BRIDGES 


-AND 


Corrugated  Iron   Roofs 

AECHED  AND  FLAT. 


CORRUGATED  SHEETS,  OP  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street,  Cincinnati,  Ohio. 

Sot.  2.  MOSELEY  &  CO. 


JAMES  FOSXES,  Jr.  &  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W.COKNEK  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
er.%  Thermometers,  Spectacles,  Microscopes,  etc.,al- 
ays  on  hand.    Kepairiug  attended  to. 

H.  TWITCHELL,  JAMES  FOSTKE,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase #    Ag.4,m.6. 

"  FREEDOM  IRON  COMPANY," 

MAXCTACTCTERS  OP 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lenisttmn,  Mifflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  SupH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  IroD 
is  conducted  at  our  own  Works  JuneS. 

New  Time  Table 

OF    THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp..  7  (ill  a.  m. 

Mail 9.10  a.  m. 

New  York  Exp.. 11 -15  a.  M. 

Night  Exp 5.00  P.M. 

Utica  Accom'n..  6  nu  p.  M. 

N.Y.  Mail 11.15  p.  H. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8. 00  a.  m. 

Mail 

Cleveland  Exp..  6.00  p.  m. 
CincinnatiExp.ll.UOp.  S. 
UticaAccom'n..  — — 


Arr.  Buffalo. 

7  00  p.  M. 

12.50  a.  M. 

9.00  p.  m 

4.00  A.  M. 

Ar.TJ.  10.00  f.m 
jn.0' 


Arr.  S.  Br. 
7  00  p.  M. 


9.00  p.  if. 
4.00  a.  II. 


10.00  a,  m, 
Leave  Bridge.    Ar.  Alb'y 
5.15  a.m.      3.30  p.  m. 
.00  A.  M. 


CINCINNATI 

LOCOMOTIVE  ¥0RKS. 


Theundersigned  are  prepared  to  furnish  Loromotiv 
equal  in  efficiency  and  durability  to  the  bes^Easte 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
forgingandcastingdoneatshortnotice .  Also,boltsfo 
bridget  cu   withdispatch. 
a,  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  "Visitors  appointed  by.  the 
State,  is  under  the  superintendence  ol  Col.  E.  XV  m 
MORGAN;  a  distinguished  graduate  or  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  ColIegeB 
but  more  extended  in   Mathematics,  Mechanics,   Ma 
chines, Construction.  A griculturalc'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read* 
ings.  and  Modern  Languages, accompaniedby  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  ofProfeesionalpreparation,  both 
betore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  $109 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs, Ky.  ''or  theundersigned. 

P.  DUDLEY*. 
PresldentoUb   Boar 
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E.  D    MANSFIELD, 
T.  WEIGHTSOH. 


Editors. 


CINCINNATI: 
Thursday  Morning-,    Aug-.  30.  1800. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WBIGHTSON  &  CO. 

OFFICE  -No.  167   Walnut   Street. 

SUBSCRIPTIONS— $3  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

Ouesquare,siugleinsertion, (I  00 

'*        per  month, 3  00 

14        "        six  months, 12  00 

**      **       per  annum, 20  00 

■■    column, single  insertion, 5  Of 

"       '•        per  month, 10  00 

"       six  months, 40  00 

"        perannum '80  00 

"    pase.singleinsertion, 15  00 

'•         permonth, 25  00 

"        •'         sixmonths, 110  00 

"       perannum 200  00 

Cardsnotexceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher.and  thenewspapers  are  sentto  the  former  direc- 
tion, they  are  held  responsible 

Subscriptions  and  communications  addressed  to 
WBIGHTSON  &  CO., 

Publishers  and  Proprietors. 


To  Advebtiskks — We  call  the  attention  of  those  whS 
have  anything  to  dispose  of  in  the  way  of  Bailroad  supplies 
to  the  advertising  pages  of  thei?gcorrf.  *& 

THE  FUTURE  OF  RAILROAD 
PROPERTY. 

As  in  the  darkest  hour  of  Railroads  (in  1857 
and  1858)  we  steadily  affirmed,  that  they 
were  per  se  valuable,  and  there  must  come  a 
time,  when  even  the  most  depreciated  stocks 
would  rise ;  so  now,  when  a  more  prosperous 
time  has  come,  we  hold  the  same  opinion,  but, 
in  such  moderation  that  we  would,  by  no 
means,  encourage  undue  speculation.  There 
is  danger  that,  not  only  actual  holders  of 
stocks,  but  large  numbers  of  others  will  be 
led  to  deal  unwisely  with  Railroad  stocks.  It 
must  be  remembered,  that  while  out  of  any  ten 
Railroad  companies,  there  will  be  three-fourths 
which  are  sound  roads,  well  located  and  well 
conducted,  and  therefore  will  pay — there  will 
also  be  one-fourth  that  never  had  any  solid 
foundation,  or  have  become  so  embarrassed, 
that  the  property  must  be,  in  a  great  decree 
sacrificed.  We  maintain,  however,  that  all 
the  Railroads,  which  originally  had  fair  and 
reasonable  grounds  of  success,  will  become 
valuable  property.  In  the  North-west  there 
are  ten  thousand  miles  of  Railway,  and  much 
of  the  property  extremely  depreciated;  we  have 
no  doubt,  however,  that,  four-fifths  of  this 
whole  property  will  be  made  profitable.  For 
this  opinion,  there  are  two  sufficiently  strong 
reasons.      1.  The  population   of  the  North-  ' 


west,  although  now  reaching  eight  millions,  is 
still  increasing,  and  must  increase  at  a  very 
rapid  rate.  In  ten  years  more,  four  millions 
at  least  will  be  added  to  the  North-west,  (in- 
cluding Iowa  and  Minnesota) — that  is  50  per 
cent.  This  increase  alone  would  give  a  full 
passenger  traffic  to  numerous  Railroads.  But, 
this  is  a  less  source  of  increased  business  than 
will  be.  2.  The  increase  of  surplus  pro- 
duction. It  is  not  to  be  denied,  that  (taking 
the  whole  North-west  together,)  the  aggregate 
crops  of  the  North-west  in  the  four  years  past 
have  been  very  inferior  to  what  they  were  for- 
merly. The  present  crops,  however,  are  very 
good,  and  will  afford  immense  surplusses. 
There  are  sound  reasons  also  for  believing 
that  we  shall  have  good  crops  for  several 
years.  We  can  not  know  the  future ;  but  we 
do  know  from  modern  observations,  that  na- 
ture generally  moves  in  cycles,  and  when  there 
has  been  a  cycle  of  bad  years,  there  generally 
follows  a  cycle  of  good  ones.  At  any  rate 
there  will  be,  in  this  year,  a  vast  increase  of 
freight  over  Western  roads.  The  consequence 
of  this  will  be  an  increase  of  dividends,  a  re- 
lief from  debts,  and  a  consequent  rise  of 
toeks.  This  has  already  begun.  We  have 
seen  but  one  Or  two  roads,  out  of  numbers, 
whose  returns  are  before  us,  whose  receipts  are 
not  largely  increased.  Yet,  it  must  be  ob- 
served, that  this  is  hardly  the  beginning  of  the 
effect  of  the  present  crops.  There  is  but  little 
wheat  or  oats  threshed,  and  no  corn  ripe;  yet 
so  conscientious  are  the  holders  of  grain  that 
the  present  crops  are  big,  that  they  are  send- 
ing the  residue  of  the  old  surplus  forward  with 
great  rapidity.  As  the  crops  of  1860  are  pre- 
ferred for  market,  they  will  go  forward  in  im- 
mense quantities,  and  the  roads  will  be  bur- 
dened with  freight.  The  effect  of  this  on  im- 
portations will  increase  the  amount  brought 
for  consumption  very  largely,  and  thus  increase 
the  inward  freights. 

Undev  influences  like  these,  it  is  not  sur- 
prising that  Railroad  stocks  should  rise,  that 
bonds  should  rise,  and  that  speculation  should 
again  begin.  Both  the  cause  and  the  effect 
will  soon  be  much  enlarged.  The  country  is 
highly  prosperous,  there  is  money  enough  for 
any  good  enterprises,  and  commerce  will  again 
be  enlarged.  The  only  evil  attending  this 
state  of  things  is  the  tendency  to  go  in  debt, 
and  to  enter  upon  hazardous  speculations.  No 
prudent,  experienced  people  will  do  either ;  but, 
there  are  always  some  to  engage  in  them  who 
are  neither  prudent  or  experienced.  To  Rail 
road  Companies,  and  to  holders  of  Railroad 
property,  there  are  two  things  that  may  be  re- 
commended. 

1.  Let  no  Railroad  Company  be  tempted  to 
go  in  debt  for  any  doubtful  experiment.  At 
the  same  time,  we  do  not  say,  as  some  persons 
have  done,  don't  go  in  debt  at  all.  There  are 
some  of  our  Railroads  which  never  have  been 
fairly  finished,  and  till  they  are,  they  can  not 
do  a  full  business.     In  some  such  cases,  the  ex- 


penditure of  one  or  two  millions  of  dollars 
may  be  both  prudent  and  profitable.  A  road 
may  have  six  millions  of  dollars  expended  on 
it,  and  be  able  to  do  only  half  its  legitimate 
business.  It  may  expend  a  million  more,  and 
double  its  business.  In  this  case,  the  last 
million  will  be  far  the  most  profitable  part  cf 
the  capital.  We  say  then  to  all  roads,  get  out 
of  debt,  as  aprinciple;  but  if  you  can  increase 
your  business  more  than  15  per  cent,  by  bor- 
rowing, then  borrow. 

2.  To  all  the  bona  fide  holders  of  stocks 
and  bonds  who  want  to  reimburse  their  losses, 
we  say,  wait  till  the  stocks  rise  20  or  30  per 
cent,  and  then  sell.  Take  advantage  of  your 
opportunities.  If  there  should  be  another 
good  crop  in  1861,  Railroad  Stocks  will  at'er- 
age  30  per  cent,  more  in  November,  1861,  tha-i 
they  did  in  November,  1859.  There  is  no 
reasonable  doubt  of  this.  This  30  per  cent. 
increase,  if  it  takes  place,  will  add  one  hun- 
dred millions  of  dollars  to  the  value  of  Bail- 
road  properly,  in  the  North-west  alone.  Then, 
the  owners  will  be  reimbursed. 


THE  QUINTUPLE  TREATY. 

"No  rogue  ere  felt  the  halter  draw. 
With  good  opinion  of  the  law.1' 

The  results  flowing  from  the  recent  railroad 
congress  at  Saratogo,  are  being  felt  in  various 
ways;  and  producing,  as  a  matter  of  course, 
something  of  a  stir  among  shippers,  freight 
agents,  el  genus  omnes,  who  for  years  past  have 
had  things  pretty  much  their  own  way.  But 
strange  as  it  may  seem,  the  daily  newspapers, 
each  of  which  boasts  a  railroad  column,  and  a 
"Railroad  Editor,"  are  more  than  half  inclined 
to  join  the  afflicted  shippers,  freight  agents, 
etc.  above  mentioned,  and  pitch  in  to  the  "Com  \ 
mittee  of  five  Presidents"  for  doing  precisely 
what  they  have  been  arguing  them  so  loDg  to 
do.  Our  venerable  cotemporary  on  the  corner 
of  Fourth  and  Vine  gets  quite  luguberous  on 
the  subject,  and  talks  about  "discriminations 
against  Cincinnati,"  favoring  northern  routes, 
and  very  solemnly  shakes  its  gray  hairs  and 
utters  notes  of  warning  that  will,  no  doubt, 
bring  the  Quintuple  Committee  to  their  mar- 
row bones  before  long.  Here  are  some  of  its 
arguments  against  the  advance  in  rates.  In 
speaking  of  the  price  of  flour  in  New  York  and 
Cincinnati,  it  says  that  there  is  only  an  actual 
margin  of  65c.  per  barrel  between  the  two 
cities.  Yetmerabiledictu!  "The  Presidents 
of  our  roads,  in  the  face  of  this  margin,  have 
advanced  the  rates  on  flour  10c.  per  barrel,  to 
bring  them  up  to  the  proposed  rates  of  the  At- 
lantic lines,  making  the  all  rail  rate  $1  10,  and 
rail  and  lake  $1,  which  would  leave  a  margin 
on  the  wrong  side  of  35c.  per  barrel.  The  peo- 
ple of  Southern  Ohio  and  of  our  city  particu- 
larly may  here  discover  the  manner  in  which 
their  interests  are  protected  by  the  Cincinnati 
trunk  lines."  Here  is  a  double  shot  right  be- 
tween the  blinkers  of  the  Presidents  of  the 
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two  Miamies.  But  then,  our  venerable  co- 
temporary  has  never  entirely  recovered  from 
its  conniptions  consequent  upon  the  consolida- 
tion of  these  two  roads. 

But  its  strikes  us  that  our  friend  might  just 
as  well  ask  the  roads  to  make  up  to  flour  specu- 
lators the  whole  35c.  per  barrel  at  once,  as  to 
ask  them  for  the  10.  One  would  be  just  as 
fair  as  the  other.  But  while  they  are  putting 
35c.  per  barrel  into  the  pockets  of  the  specula- 
tors, who  are  but  hucksters  on  a  larger  scale, 
and  compelling  the  citizens  of  Cincinnati,  gen- 
erally reputed  a  hardworking  community,  to 
pay  just  that  much  per  barrel  more  for  every 
barrel  of  flour  they  buy,  would  it  not  be  as 
well  to  ask  the  railway  kings,  who  have  for 
years  past  been  getting  rich  (over  the  left)  by 
carrying  property  at  less  than  cost,  and  "find- 
ing themselves,"  just  to  fork  over  35  cents  per 
barrel  on  every  barrel  of  flour  consumed  here, 
for  by  lowering  the  rates  between  this  and 
New  York,  they  are  "  discriminating  against 
Cincinnati"  by  advancing  the  price  of  flour  to 
consumers  in  our  market  ? 

But  to  the  uninitiated  $1  10  would  seem  not 
to  be  an  exorbitant  price  for  transporting  a 
barrel  of  flour  an  average  distance  of  nearly 
800  miles,  especially  when  one  reflects  that  it 
costs  25  cents  to  get  a  barrel  carried  one  mile 
in  the  city. 

Our  neighbor  goes  on  to  say — 

The  Western  roads  may  very  properly  allow 
the  Eastern  roads  lo  make  westbound  rates, 
and  be  governed  by  them,  but  they  should  in- 
sist on  the  privilege  of  making  eastbound 
rates,  and  the  Eastern  lines  ought  to  concede 
to  them  this  right. 

Very  true.  But  the  rates  we  complain  of 
were  made,  according  to  the  paragraph  quoted 
above,  by  "the  Presidents  of  our  roads."  Yet 
he  is  not  satisfied  with  them,  as  they  are  "to 
the  detriment  of  our  Cincinnati  Flour  Mer- 
chants." So  ho!  Western  Presidents  may 
make  rates  provided  they  are  not  to  the  detri- 
ment of  our  Flour  Merchants.  In  other  words, 
our  railways  must  become  more  conveniences 
for  the  use  of  produce  speculators,  who  always 
keep  in  advance  of  the  market,  "in  hopes  of 
au  unexpected  rise,"  and  who  manage,  in  the 
language  of  one  of  their  number,  "  to  use  up 
themselves  and  their  friends,  once,  at  least,  in 
every  three  years."  It  is  to  be  hoped,  there- 
fore, that  the  railways,  if  they  are  clear  of 
them,  will  manage  to  keep  so,  for  if  they  do 
not,  ruin  will  be  their  fate,  in  spite  of  all  efforts 
to  the  contrary.  Our  neighbor,  however,  has 
had  a  representative  so  long  on  'Change,  that 
it  is  not  to  be  wondered  at  that  it  should  have 
a  great  sympathy  for  the  oppressed  speculators. 
Yet,  in  this  ease  we  fancy,  as  intimated  above, 
there  are  other  causes  for  venting  its  spleen 
at  this  time.  The  following  may  furnish  the 
key: 

One  great  argument  used  by  the  advocates 
of  the  consolidation  of  the  Miami  roads,  to 
secure  the  carrying  out  of  their  scheme,  was, 
that  the  trunk  lines  out  of  Cincinnati  would 
then  be  in  a  position  to  protect  Cincinnati  in- 


terests, by  compelling  other  roads  to  make 
rates  above  us.  How  well  ihey  have  succeed- 
ed can  be  judged  from  what  we  have  given 
above. 

But  our  neighbor  not  content  with  his  argu- 
ments, brings  forward  facts,  and  among  others 
the  following : 

We  learn  that  several  hundred  barrels  of 
flour  which  were  to  have  gone  East  by  rail  and 
lake,  have  owing  to  the  advance  in  rates  on 
the  railroads,  been  diverted  to  the  Canals 
within  a  day  or  two  past. 

There,  Mr.  Presidents,  don't  you  see  what 
you  are  doing.  "  Several  hundred  barrels  of 
flour"  have  already  gone  by  Canal,  in  conse- 
quence of  your  advance  in  rates,  and  no 
knowing  how  many  more  will  follow  by  this 
rapid  mode  of  transportation. 

But  fin;  one  part,  we  are  glad  the  canals  are 
to  have  a  little  benefit.  They  have  been  old 
friends  of  ours,  and  of  the  State,  and  we 
should  be  pleased  to  see  a  portion  of  their  for- 
mer prosperity  return;  for  we  are  satisfied 
that  the  true  interests  of  the  railway,  and  the 
public,  will  be  advanced  by  it. 

But  seriously:  we  regret  to  notice  a  ten- 
dency on  the  part  of  many  "  Railroad  Editors" 
of  the  daily  papers,  to  join  in  the  senseless 
clamor  that  is  raised  by  parties  interested, 
against  railroad  managers  for  taking  the  only 
measures  possible  for  rescuing  their  roads 
from  the  slough  into  which  they  have  sunk, 
and  saving  them  from  total  destruction,  name 
ly,  the  advance  of  rates  of  transportation  to  a 
fair  equivalent  for  the  service  performed. 
There  are  no  reasons  why  railways  should  be 
called  upon  to  transport  the  produce  of  the 
country  for  less  than  it  costs  to  perform  the 
service  as  they  have  been  doing  to  a  great  ex- 
tent for  years  past.  The  rates  of  transporta- 
tion makes  no  difference  with  the  merchant  or 
factor,  provided  they  are  not  exhorbitant,  and 
are  kept  uniform,  so  that  they  can  be  properly 
estimated;  for  every  one  knows  that  the 
freight  money  is  always  calculated  as  a  part 
of  the  cost  The  burthen,  if  there  be  any 
burthen  in  paying  a  fair  price  for  services  per- 
formed, fall  upon  the  producer  and  the  con- 
sumer. And  who,  but  these  very  classes,  are 
the  most  benefitted  by  our  railways  ?  It  is 
right,  therefore,  that  these  parties  should  con- 
tribute their  fair  quota  toward  sustaining  the 
sources  of  their  prosperity.  Newspapers  in- 
flict a  great  wrong  upon  the  railway  interests 
of  the  country,  when  they  allow  their  columns 
to  be  used  by  interested  parties,  for  the  pur- 
pose of  keeping  up,  or  restoring  the  ruinous 
competition  that  has  well  nigh  plunged  our 
roads  into  irretrievable  bankruptcy.  Besides, 
were  the  roads  to  carry  freight  for  nothing, 
produce-dealers  and  speculators  would  be  just 
as  reckless,  and  leave  just  as  small  a  "mar- 
gin" between  prices  west  and  east  as  now. 

We  are,  however,  no  advocates  for  exorbi- 
tant rates.  Nor  do  we  believe  railway  man- 
agers are.  But  nobody  claims  that  the  pres- 
ent  or  prospective  prices  are  exorbitant,  or 


even  high.  And  even  any  attempt  made  to 
make  them  so,  the  avenues  of  transport  are 
too  numerous,  and  too  independent  of  each 
other,  to  allow  such  attempts  to  be  successfully 
carried  out. 


EAILEOAD  MISCELLANY. 

There  has  been  but  little  variation  in  the 
prices  of  Railroad  Stocks  and  Bonds  since  our 
last,  and  we  continue  to  chronicle  an  increase 
of  receipts  over  corresponding  periods  of  last 
year. 

The  New  York  Central  and  Erie  Railroads, 
have  agreed  upon  a  further  advance  on  Eastern 
bound  freight,  which  took  place  on  Monday. 

—  The  Oswego  and  Syracuse  Railroad  has 
declared  a  semi-annual  dividend  of  the  three 
per  cent.  The  Ostcego  Times  says  that  "  prob- 
ably at  no  previous  time  has  the  Oswego  and 
Syracuse  Railroad  been  more  prosperous  than 
during  this  summer  and  up  to  the  present 
time.  Its  freighting  business  has  been  heavy, 
and  the  travel  more  than  proportionately 
large." 

— Mr.  E.  W.  Fernie,  one  of  the  English, 
directors  in  the  Marietta  and  Cincinnati  Rail- 
road, has  sailed  for  Europe  for  the  purpose  of 
making  a  report  to  the  English  bondholders  of 
matters  connected  with  the  recent  sale  of  the 
road  and  the  new  organization  of  the  Com- 
pany. He  also  expects  to  make  an  arrange- 
ment for  the  advance  of  SI, 000,000,  to  be  used 
in  putting  the  road  in  thorough  condition  for 
business. 

— The  extension  of  the  Dubuque  and  Pacific 
road  to  Cedar  Falls,  twenty  miles  west  of  its 
present  terminus,  and  one  hundred  from  Du- 
buque, is  now  a  settled  fact  The  work  hap 
already  been  commenced,  and  is  expected  to 
be  completed  in  time  for  the  Fall  business  of 
the  present  season. 

— The  second  week  on  the  Michigan  Cen- 
tral gives  about  §9,000  increase.  The  Bur- 
lington and  Quincy  is  reported  to  give  $25,000 
increase. 

— The  earnings  of  the  Chicago  and  Rock 

Island  road  the  second  week  of  August  give  a 

gain  of  over  100  per  cent.     The  figures  are: 

Second  week,  1860 $34,003  00 

"  1S59 16.173  12 

Increase 517,859  88 

— The  following  are  the  comparative  earn- 
ings of  the  Pacific  Railroad  for  the  month 
ending  July  31: 

Main  Liiie.  1859.  2860. 

rasaen-ers $25.01153  $21,223  25 

Freight. 16,111  39  24,531  25 

Mails 2,037  50  2,100  00 

Total $43,160  42        $47.854  50 

Increase $4,694  18 

— The  July  earnings  of  the  La  Crosse  and 
Milwaukee  Road  are  about  $35,000. 

— By  the  last,  annual  report  of  the  Cleveland 
and  Toledo  Railroad  Company,  the  tables  of 
through  and  way  freight  show  a  sliding  scale 
as  follows:     In  1853  the  average  amount  re- 
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ceived  from  each  ton  of  freight  was  $3  78  8-10> 
and  from  that  year  up  to  April  30,  1860,  the 
reduction  was  followed  from  year  to  year,  un- 
til at  the  date  mentioned  it  had  reached  the 
minimum  of  $1  85  8-100  per  ton,  or  less  than 
one-half  the  road  received  in  1853,  aud  less  by 
61  cents  per  ton  than  it  received  in  1856.  The 
average  distance  which  each  ton  was  carried 
during  this  time,  was  in  1853,  45  1-10  miles, 
and  in  1854,  53  miles,  but  in  1860,  it  had 
reached  an  average  movement  of  87  4-14 
miles.  The  average  amount  received  per 
mile  during  this  period,  from  S  38-100c.  in  1853, 
dwindled  to  2  12-100c.  in  1859  and  1860,  a  dif- 
ference of  6,26-lOOc.  per  ton  per  mile.  There 
is  no  stronger  example  of  the  difference  be- 
tween a  period  of  adversity  and  prosperity 
than  is  furnished  by  these  railway  statistics. 
Under  all  these  disadvantages  the  Cleveland 
and  Toledo  road  earned  actually  about  4  per 
cent,  on  its  stock,  after  paying  current  expen- 
ses, interest  and  sinking  fund.  With  a  busi- 
ness at  hand  which  will  tax  its  actual  capacity, 
and  with  a  restoration  of  fair  rates,  the  Toledo 
road  should  gain  a  net  result  of  7  or  8  per  cent. 
on  its  stock  for  the  present  year. 

— In  the  United  States  Court  for  Milwaukee 
District,  Judge  Miller  presiding,  which  opened 
on  Monday  last,  was  presented  the  petition  of 
A.  Fleming,  who  represents  some  $300,000  of 
the  third  mortgage  bonds,  of  the  La  Crosse 
Road  belonging  to  Eastern  parties,  or  rather, 
we  should  have  said,  some  $300,000  of  the 
stock  of  the  Milwaukee  and  Minnesota  Rail- 
road Company — the  third  mortgage  bonds 
having  been  converted  into  stock  in  the  new 
organization,  formed  upon  the  sale  of  the  road 
in  May,  1859.  The  object  of  the  petition  was 
to  be  allowed  to  come  in  and  defend  the  Mil- 
waukee and  Minnesota  stockholders  against  the 
foreclosure  and  sale  of  the  road  under  the 
second  mortgage,  which  is  now  being  pushed 
forward.  Affidavits  were  read,  which  show 
that  in  the  opinion  of  the  Receiver  now  in 
possession  of  the  road,  and  other  well  informed 
parties,  the  value  of  the  Eastern  division  is  at 
least  $1,000,000  over  and  above  the  incum- 
brances upon  it,  and  that  it  can  undoubtedly 
this  year,  and  from  this  time  forward,  very 
easily  pay  the  interest  on  this  valuation.  This 
solid  fact,  taken  in  connection  with  the  im" 
mense  business  which  must  be  done  by  the 
road  this  season,  places  it  out  of  the  verge  of 
possibility  for  any  sale  under  the  second  mort- 
gage to  take  place,  as,  long  before  such  sale 
can  be  had,  the  road  will  have  earned  and  paid 
the  interest,  upon  which  the  foreclosure  pro- 
ceedings have  been  based. 

— The  Philadelphia  Ledger  furnishes  the 
following  information  relative  to  the  proposed 
consolidation  of  the  Pennsylvania  and  Harris- 
burg  Railroad  corporations: 

The  Ilarrisburg  road  and  its  branch  con- 
nect Harrisburg  with  Lancaster  and  Columbia, 
and  is  used  by  the  Pennsylvania  Railroad 
Company,  under  twenty  years'  lease,  as  a  link 
in  the  through  line  of  the  Pennsylvania  Rail- 


road. The  Harrisburg  Company  now  main- 
tains its  organization,  pays  salaries  to  officers, 
interest  on  its  funded  debt,  &c,  and  divides  to 
its  stockholders  ten  per  cent  per  annum,  from 
the  revenues  derived  under  its  lease.  This 
lease  has  some  eight  or  ten  years  to  run.  The 
Pennsylvania  Railroad  Company  thinks  it  pays 
the  Harrisburg  Railroad  Company  too  much, 
and  has  sometimes  talked  of  seeking  redress 
for  the  grievance  through  some  other  outlet. 
Though  a  mutually  satisfactory  adjustment  has 
been  more  or  less  directly  pressed,  for  the  last 
six  or  eight  years,  nothing  has  been  affected. 
It  is  proposed,  we  understand,  to  make  the 
Harrisburg  shares  an  8  per  cent,  preferred 
stock  taking  precedence  of  the  stock  of  the 
Pennsylvania  Railroad  Company.  Whether 
this  loss  of  2  per  cent,  per  annum  by  the  Har- 
risburg shareholders  will  be  considered  by  them 
as  overcome  in  the  greater  security  of  an  8  per 
cent  dividend,  so  guaranteed,  and  the  removal, 
of  the  apprehension  of  a  new  outlet,  will  be 
matter  for  serious  and  dispassionate  considera- 
tion. 

— The  earnings  of  the  Illinois  Central  Rail- 
road for  the  third  week  of  August  were  : 

Third  week,  I860 $69,180 

Third  week,  1859 45,632 

Increase $23,498 

— The  earnings  of  the  Cleveland  and  Toledo 

Railroad  the  third  week  in  August  give  a  gain 

of  $1,400. 

— The   Michigan  Central  Railroad  earned 
the  third  week  of  August : 

Third  week,  I860 $41,053  34 

Third  week,  1859 31,720  57 

Gain $9,332  77 


SONORA  EXPLORING  AND  MINING 
COMPANY. 

Report  showing  the  quantity  and  value  of 
silver  ore  yielded  by  the  Heintzelraan  mine, 
how  disposed  of,  and  where  that  on  hand  is 
situated,  on  the  1st  of  July,  1860. 


Pounds. 

3,880 

44,037 

1,40(1 

18,991 

586,700 

654,907 
129,500 
443,700 

Total  ore  on  hand 573,200 

Total  product  of  the  mine 1,228,107 

The  654,907  lbs.  sold  and  reduced  yielded  the 
Company $45,010  28 

Allow  for  ore  on  hai.d  at  $30  per  ton 25,794  00 


Sold  and  taken  by  purchasers  to  Sonora 

Sent  by  the  Company  to  San  Francisco 

Sent  by  the  Company  to  Cincinnati 

Smelted  hy  tlie  Company 

Keduced  hy  amalgamation  at  the  Arivaca  works 
of  the  Company 


Total  sold  and  reduced. 
Remaining  at  Ceno  Colorado. 
On  hand  at  Arivaca 


Value  of  ore  raised $70,804  38 

Note. — Except  at  great  expense  the  area  of 
the  vein  that  has  been  worked  out,  can  not  be 
measured.  Mr.  Poston,  the  Superintendent, 
estimates  it  at  less  than  9,000  square  feet. 
Assuming  this  to  be  correct,  the  average  yield 
to  a  square  foot  of  the  vein  has  been  about  136 
pounds  of  ore,  and  of  the  value  of  $7,87.  At 
this  rate,  1,000  lineal  feet  of  vein  worked  to 
the  depth  of  only  600  feet  would  produce  ore 
of  the  value  of  $4,722,000. 

The  accompanying  sketch  shows  the  work- 
ing as  far  as  accessible  at   this   time,   all  the 
working  from  the  surface  has  been  filled  in. 
ANDREW  TALCOTT. 

Arivaca,  July  23d,  1860. 


GREAT  WESTERN  RAILWAY  OF 
CANADA. 

A  letter  on  the  origin,  present  position,  and  future  prospects 
of  the  Great  Western  Railway  of  Canada,  containing  an 
analysis  of  the  accounts  of  the  Company,  and  the  result 
of  observations  made  in  traveling  over  the  line  and  in- 
specting the  books  of  the  Company  at  Hamilton,  C.  W. 
By  Wm.  Lance. 

(Continued  from  August  23d  ) 

2.  The  Sarnia  Branch;  the  policy  which 
led  to  its  construction,  and  the  value  of  the 
Detroit  Milwaukee  line  to  the  Great  Western 
Company. 

The  construction  of  the  Sarina  Branch,  and 
the  donnection  of  the  Great  Western  Compa- 
ny with  the  Detroit  and  Milwaukee  Railway, 
have  been  deemed  the  most  impolitic  acts  of 
the  Great  Western  of  Canada  Company;  and 
until,  by  mixing  with  the  freight  agents  at  Chi- 
cago, I  ascertained  the  pofition  it  gave  the 
Company  for  securing  through  freight,  I  was 
not  prepared  to  allow  the  Directors  credit  for 
incurring  so  great  an  expense. 

The  circumstances  connected  with  the  con- 
struction of  the  Sarina  Line  Extention  formed 
a  most  important  phase  in  the  Company's  af- 
fairs. The  Grand  Trunk  Railway  Company, 
taking  advantage  of  the  favorable  reception  of 
the  Great  Western  project  on  the  London  Stock 
Exchange,  had  brought  out  a  prospectus  for  a 
railway  from  Toronto,  600  miles  eastward,  to 
Kingston,  Montreal,  and  Quebec,  and  probably 
Halifax.  This  line  forming,  in  connection 
with  the  Great  Western  Railway,  an  unbroken 
Main  Trunk  Railway  through  the  whole  Pro- 
vince of  Canada,  each  of  the  sections  became 
entitled  to  a  certain  amount  of  Government 
guarantee  or  provincial  loan,  of  which  each 
Company  availed  itself. 

But  to  the  surprise  and  mortification  of  the 
directors  of  the  Great  Western  of  Canada, 
the  Provincial  Legislature  granted  a  charter 
to  the  Grand  trunk  Company  to  continue 
their  line  westward  from  Toronto,  through 
Guelph,  to  Sarnia — thus  granting  acompet- 
ing  railway  to  the  whole  length  of  the 
Great  Western  main  line.  Against  this  al- 
leged breach  of  faith  on  the  part  of  the  Gov- 
ernment, the  Great  Western  Railway  Board 
protested,  and  even  addressed  a  remonstrance 
to  the  directors  of  the  Grand  Trunk  Railway 
without  effect.  Nothing  therefore  remained 
but,  in  self-defence,  to  commence  the  construc- 
tion of  the  Sarnia  Extension  of  the  Great 
Western,  which  it  appears  had  been  contem- 
plated from  the  first  by  the  projectors  of  the 
line.  Subsequently  on  the  Grand  Trunk  Com- 
pany completing  the  Railway  from  Toronto  to 
Stratford,  and  St.  Mary's  to  London,  it  was 
hoped  that  an  equitable  arrangement  might 
be  made,  whereby  a  Sarnia  line  could  have 
been  jointly  constructed  by  both  companies; 
and  with  this  view,  the  Great  Western  suspend- 
ed the  works  on  this  extention  for  a  conside- 
rable period.  This  expectation,  however,  was 
not  realized.  At  this  moment  the  Grand 
Trunk  Company  have  notonly  their  Sarnia  line, 
parallel  to,  ana  on  an  average  twenty-five  miles 
distant  from  that  of  the  Great  Western,  but 
have  also  continued  a  junction  of  fifty-seven 
miles  from  Sarnia  to  Detroit. 

When  the  Great  Western  Company  asserted 
their  prior  right  to  the  Sarnia  connection,  an 
agreement  was  made  by  them  with  the  Grand 
Trunk  Company,  represented  by  Mr.  Thomas 
Baring,  the  Chairman  of  the  London  Commit- 
tee, to  the  following  effect: — 

"The  Grand  Trunk  and  Great  Western  Rail- 
ways forming  part  of  one  great  Canadian  sys- 
tem, it  is  thought  desirable  that  the  two  com- 
panies should  co-operate  for  the  purpose  of 
preventing  injurious  competition  and  develop- 
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ing  traffic  over  each  other's  line  to   their  mu- 
tual advantange. 

"With  this  view  the  following  arrangements 
have  been  entered  into,  which  the  undersigned 
a^ree  to  recommend  to  their  respective  Boards 
and  Shareholders  for  adoption,  and  to  use  all 
tliuir  influence  to  procure  and  Act  giving  them 
legal  ratification  from  the  Canadian  Legisla- 
ture. 

''Traffic  to  be  booked  through  between  all 
points  on  the  two  systems,  and  arrangements 
made  for  forwarding  passengers  and  goods 
with  the  least  possible  delay  and  inconveni- 
ence. 

"Rates  to  be  so  fixed,  as  in  no  case  to  create 
competition,  or  divert  traffic  from  its  original 
routes. 

"  When  traffic  passes  from  one  system  to 
another,  as  for  instance  from  Montreal  to  De- 
troit, a  through  rate  to  be  fixed,  in  case  of  dif- 
ference, by  arbitration,  and  divided  in  propor- 
tion to  the  mileage. 

"The  Hamilton  and  Toronto  Railway  having 
been  leased  to  the  Great  Western  Company  on 
terms  waiting  the  confirmation  of  the  proprie- 
tors, the  Grand  Trunk  to  have  powers  of  run- 
ning their  trains  to  Hamilton  on  payment  of 
a  proportionate  toll,  according  to  mileage  and 
station  accommodation  there,  on  terms  to  be 
mutually  agreed  upon. 

"A  common  depot  or  station  to  be  estab- 
lished at  Sarnia,  and  traffic  there  to  be  book- 
ed according  to  its  destination.  If  for  Cana- 
da, beyond  Toronto,  by  the  Grand  Trunk;  if 
for  Hamilton  and  the  United  States,  via  the 
.Niagara  frontier,  by  the  Great  Western. 

"The  station  at  Toronto  also  to  be  com- 
rar.M;  the  Grand  Trunk  undertaking  to  effect 
a  junction  with  the  Hamilton  and  Toronto  line, 
so  that  the  latter  may  not  be  put  to  extra  ex- 
pense in  extending  their  line  through  the  city 
of  Toronto. 

"  Where  any  station  or  other  works  are  com- 
mon property,  the  expenses  to  be  shared  by 
the  companies  as  may  hereafter  be  deter- 
mined. 

"The  two  companies  with  all  the  interest 
they  can  command  to  make  common  cause  in 
defending  each  other  against  competing 
schemes,  and  especially  the  Grand  Trunk  to 
oppose  any  line  projected  from  the  Toronto. 
Guelph,  and  Sarnia  line  to  the  southwards,  and 
any  line  between  the  Great  Western  and  Lake 
Erie  competing  with  the  Great  Western,  and 
the  Great  Western  party  to  assist  in  opposing 
all  schemes  detrimental  to  their  interests. 

"To  prevent  any  misunderstanding  it  is  un- 
derstood that  the  Grand  Trunk  party  will  not 
intefere  with  the  Great  Western  party  con- 
structing any  branches  which  may  be  hereaf- 
ter required  in  their  own  district,  viz.: — South 
of  the  Toronto,  Guelph,  and  Sarnia  line.  On 
the  other  hand,  the  Great  Western  party  will 
in  no  way  intefere  with  the  Grand  Trunk  party 
in  carrying  out  their  own  arrangements  in  the 
rest  of  British  North  America. 

"The  two  parties  will  make  common  cause 
in  supporting  all  existing  contracts  and  ar- 
rangements. 

"Any  difference  respecting  the  precise  mode 
of  carrying  out  the  fair  spirit  of  this  agree- 
ment to  be  left  to  the  decision  of  Mr.  Robert 
Stephenson,  or  in  case  of  his  death,  or  decli- 
ning to  act,  to  an  umpire  to  be  nominated  by 
the  president  of  the  Institute  of  Civil  Engi- 
neers." 

Notwithstanding  the  above  agreement  each 
Company  has  constructed  a  line  to  Sarnia  I 
The  Giand  Trunk  gained  access  to  Lake  Hu- 
ron, and  it  was  evidently  their  policy  to  reach 
Chicago  and  the  West  through  some  connect- 
ing line.     But  the  Great  Western,  iu  availing 


themselves  of  their  right  to  build  a  Sarnia 
line,  overlooked  the  great  fact,  that  the  coun- 
try through  which  it  was  to  pass  was  unequal 
to  the  support  of  a  railroad.  Their  only  ob- 
ject was  to  seek  the  shortest  through  route,  for 
when  these  line  were  under  construction  the 
through  traffic  of  the  various  railroads  was  in- 
creasing rapidly,  that  on  the  main-line  of  the 
Great  Western  having  advanced  from  £407'57 
per  mile  in  January,  1855  to  £897 '95  per 
mile  in  January,  1857;  and  on  the  Toron- 
to Branch,  from  £2792  per  mile  in  July  1856, 
to  £15072  per  mile  in  January  1858;  and  all 
the  railroad  managers  were  possessed  with  an 
idea  that  in  "through  traffic"  was  a  mine  of 
wealth  that  should  not  be  lightly  lost.  The 
result  of  this  was  a  race  to  reach  the  West; 
and  the  Great  Western  to  out-general  the 
Grand  Trunk,  secured  the  most  direct  route, 
by  obtaining  entire  control  of  the  Detroit  and 
Milwaukee  line. 

Supposing  that  the  prosperity  of  January 
1857  had  continued,  and  the  estimated  value 
of  the  through  traffic  had  proved  correct,  what 
would  the  shareholders  of  the  Great  Western 
have  said  to  their  Directors  if  the  Grand  Trunk 
Company,  by  obtaining  the  most  direct  route 
to  the  West  bad  caused  the  most  valuable  traf- 
fic to  pass  over  their  line  in  preference  to  the 
Great  Western  ?  At  the  mercy  of  the  New 
York  Central  and  the  Michigan  Central,  with 
perhaps  no  other  outlet  to  the  West  than  over 
the  Michigan  Central,  the  Great  Western  of 
Canada  must  have  inevitably  fallen  to  the  po- 
sition of  a  second-rate  line  for  "through"  pas- 
sengers and  freight; — more  particularly  if  the 
experiment  of  water-carriage  across  Lake  Mi- 
chigan has  proved  successful.  In  judging  of 
the  policy  or  impolicy  of  branch  lines,  circum- 
stances must  be  taken  as  they  then  were,  not 
as  they  now  are :  and  it  must  be  considered  that 
the  Detroit  and  Milwaukee  renders  the  Great 
Western  independent  of  the  great  American 
influence,  which  might  perhaps  attempt  to 
crush  the  line  if  it  had  the  power  to  do  sol 
With  the  Detroit  and  Milwaukee,  the  Great 
Western  commands  an  independent  avenue  to 
the  West,  and  ncross  Lake  Michigan  is  un- 
questionably the  nearest  route  to  Milwaukee, 
a  city  which  for  western  freight  is  second  only 
to  Chicago.  Already  the  Detroit  and  Milwau- 
kee supplies  a  considerable  quantity  of  traffic 
to  the  Great  Western  Railway,  and  its  through 
and  local  business  also  is  rapidly  improving, 
and  at  Grand  Rapids  there  are  valuable  salt 
springs,  owned  by  Boston  men,  which  create  a 
considerable  local  and  through  traffic  for 
freight  and  passengers. 

The  route  across  Lake  Michigan  saves  a  dis- 
tance of  80  miles  of  railroad,  and  the  cost  of 
water-carriage  and  double  handling  is  small 
in  comparison  with  the  charge  by  rail  for  the 
rame  distance.  Thus,  the  Great  Western  has 
a  great  advantage  in  commanding  the  Detroit 
and  Milwaukee  route;  and  even  if  as  an  in- 
vestment in  that  undertaking  the  Great  West- 
ern should  lose  the  entire  sum  of  £250,000, 
loaned  the  Detroit  and  Milwaukee  Company, 
they  would  still  be  the  gainers,  not  only  by  the 
direct  advantage  it  would  afford  in  the  through 
freight  forwarded  over  their  line,  but  also  by 
the  indirect  benefit  obtained  in  controlling  that 
traffic,  and  preventing  the  possibility  of  it  be- 
ing used  by  any  other  railroad  to  the  preju- 
dice of  the  Great  Western  Company. 

The  Detroit  and  Milwaukee,  although  at  pre- 
sent in  the  hands  of  a  Receiver,  must,  with  all 
well  constructed  western  roads,  under  good 
management,  eventually  become  a  dividend 
paying  line.  The  present  value  of  the  road  is 
shown  by  its  increasing  through  and  local  traf- 
fic, exclusive  of  mails  and  sundries: — 


THROUGH  TRAFFIC. 

Half-year  ending  Passengers.  Freight. 

Dollars  Dollars. 

3(IJuDe,  18.58 616  65  None. 

31  December,  lt5S 14,'J16  U7  11289  04 

Sujun.-,  1H59 26.490  13  2a,"61  01 

31  December  1859 52,<M  16  45,793  14 

LOCAL   TRAFFIC. 

Half-year  ending  Passengers.  Freight. 

Dollars.  Dollars. 

30  June,  t»38 162,400  94  71,628  30 

31  December,  1858....  92.631  68  91.1.5  83 

30  June,  1859 81,184  28  70.130  OS 

31  December,  1859. .  .103,705  41  111,092  89 

3.  The  Sources  of  Western  Through  Freight 
Traffic. — In  consequence  of  the  financial  panic 
of  1857,  and  the  subsequent  bad  or  indifferent 
harvests,  the  revenue  of  all  railways  in  Amer- 
ica has  greatly  decreased,  from  the  lesser  num- 
ber of  passengers  now  traveling,  and  the  low- 
er rates  accepted  for  freight;  the  competing 
mileage  being  greaterthan  formerly.  Although 
up  to  the  end  of  1856  new  lines  had  been  con- 
structed with  startling  rapidity,  the  railroad 
accommodation  of  the  greater  portion  of  the 
country  did  not  exceed  the  requirements  of 
the  population;  and  were  it  not  for  the  high 
and  fictitious  cost  with  which  some  railways 
are  now  burdened,  there  is  no  doubt  but  that 
a  few  years  would  be  sufficient  to  afford  all  ex- 
isting lines  a  remunerative  traffic.  Then  the 
capabilities  of  the  "Trunk  Lines"  to  and 
from  the  east  will  be  taxed  to  the  utmost. 

It  is  highly  probable  that  in  a  comparatively 
short  space  of  time,  all  lines  running  east  and 
west  will  possess  an  excess  of  traffic,  if  the 
marvelous  productiveness  of  land  and  the 
rapid  progress  of  the  West  be  borne  in  mind. 
Only  fifteen  years  ago  not  a  single  line  of  rail- 
way entered  the  city  of  Chicago,  now  it  re- 
ceives freight  and  passengers  from  4736 
miles,  which,  at  a  moderate  estimate,  must 
have  cost  over  £23,000,000  sterling.  Not 
many  years  since  an  Indian  track  was  the  only 
guide  from  Chicago  to  the  Mississippi;  now 
niue  railways  run  direct  from  Chicago  to  dif- 
ferent points  on  that  river,  and  some  of  these 
lines  have  paid  dividends  of  over  twenty-five 
per  cent,  per  annum  to  their  shareholders.  In 
1830  a  resident  now  in  Chicago,  who  had  be- 
come entitled  to  a  quantity  of  land  for  services 
during  the  "Black  Hawk"  Indian  war,  was 
offered  a  tract  on  the  Illinois  river,  but  he  de- 
clined to  accept  it,  saying  that  "he  had  suffi- 
cient garden  ground."  In  1856  this  same  land 
now  the  centre  of  the  city  of  Chicago,  was 
worth  some  millions  of  dollars.  Many  farm- 
ers residing  about  one  hundred  miles  from 
Chicago,  told  me  they  could  not  obtain  any 
profit  on  their  wheat  when  it  was  "teamed"  to 
that  city,  for  the  expense  of  teaming  was  as 
great  as  the  value  of  wheat  Now  it  can  be 
conveyed  that  distance  by  railway  for  at  most 
six  cents  per  bushel;  and  in  1856  no  less  than 
24,674,824  bushels  of  all  kinds  of  grain  were 
imported  and  sold  in  Chicago,  the  conveyance 
of  which,  if  forwarded  by  rail  to  New  York  at 
two  cents  per  ton  per  mile,  would  give  a  reve- 
nue of  over  §12,000,000.  In  1859  the  quanti- 
ty of  grain  exported  was  20,008,223  bushels, 
the  total  export  tonnage  being  equal  to  that  of 
1856.  Up  to  1856  the  increase  of  "Trunk 
Line"  accommodation  between  the  East  and 
the  West  had  been  proportionate  to  the  growth 
of  the  West,  and  the  movement  of  freight  and 
passengers  in  proportion  to  the  produce  of  the 
soil  in  each  year.  Good  harvests  produced 
abundance  of  freight  to  the  East,  and  created 
a  demand  for  eastern  manufactures,  besides 
furnishing  the  means  for  passengers  traveling; 
while  bad  harvests  cheeked  every  description 
of  trade.  The  prosperity  or  depression  of 
railway  traffic  on  the  Trunk  lines  is  then  de- 
pendent on   the   prosperity  of  the  West,  and 
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hence  the  importance  of  understanding  the 
causes  of  the  decline  of  traffic  iu  1858  and 
1859. 

For  many  years  the  lakes  and  canals  con- 
veyed the  bulky  and  least  valuable  freight  to 
the  sea-board;  the  lakes  conveying  more  par- 
ticularly wheat,  corn,  and  salted  meats;  and 
the  railways  conveying  merchandise,  fruit,  cat- 
tle and  other  live  stock.  But  upon  the  com- 
pletion of  the  Goshen  Branch  of  the  Michigan 
Southern  Line,  and  of  the  Pittsburg,  Fort 
Wayne  and  Chicago  Line,  a  greater  competi 
tion  spraug  up  between  the  lake  and  railway 
carriers.  This  was  increased  towards  the  end 
of  last  year,  by  the  Grand  Trunk  of  Canada 
connecting  with  Chicago,  and  now,  from  com- 
petition, the  rates  obtained  for  traffic  are  un- 
remunerative  to  railways  whose  chief  trade 
consists  in  carrying  what  was  formerly  termed 
"lake  traffic."  Yet  as  the  quantity  of  pro- 
duce forwarded  from  Chicago  in  1859  equals 
that  of  185(1,  and  as  it  is  an  admitted  fact  that 
the  crops  of  1859  did  not  average  one  half 
the  yield  per  acre  of  the  crop  of  that  year,  it 
is  evident  that  the  quantity  of  land  in  cultiva- 
tion must  have  greatly  increased  during  the 
last  three  years  to  produce  the  quantity  trans- 
ported in  1859;  and,  consequently  in  the  event 
of  good  harvests,  the  amount  of  produce  to  be 
forwarded  will  be  greater  than  in  1856,  and 
far  greater  in  proportion  to  the  present  mile- 
age- 

When  it  is  considered  that  the  railways  have 
been  called  into  existence  by  the  increasing 
trade  of  the  West,  and  that  the  tonnage  of  the 
lakes  (consisting  of  1213  American  and  335 
Canadian  vessels  of  an  united  tonnage  of  404,- 
301  tons)  is  due  to  the  same  cause,  we  may 
rest  assured  there  will  soon  be  sufficient  traffic 
for  both  rail  and  lake.  An  increasing  quanti- 
ty of  land  is  annually  brought  into  cultivation, 
and  emigration  has  once  more  set  in  from  Ire- 
land to  the  West,  so  that  upon  a  return  of  or- 
dinary prosperity  an  abundant  through  traffic 
may  be  safely  relied  on. 

The  through  freight  most  valuable  to  a  rail- 
road is  the  "Live  Stock  Traffic."  Corn,  the 
staple  of  the  West,  being  too  bulky  to  be  trans- 
ported by  rail  to  advantage,  will  be  converted 
into  live  stock,  and  this  traffic  being  secured 
to  railways,  those  best  suited  to  carry  such 
freight  must  command  a  very  lucrative  trade. 

The  present  outlets  for  Western  produce 
are : — 

From  Milwaukee: — From  Milwaukee  across 
the  Lake  and  over  the  Detroit  and  Milwaukee 
Railway. 

From  Chicago : — By  the  Michigan  Central 
or  .Michigan  Southern,  to  the  Great  Western 
of  Canada  for  the  New  York  Central,  or  the 
Grand  Trunk  of  Canada  for  Portland. 

By  the  Michigan  Southern,  over  the  Lake 
Shore  lines  to  Buffalo,  for  the  New  York  Cen- 
tral, or  to  Duukirk  for  the  New  York  and 
Erie. 

By  the  Pittsburg,  Fort  Wayne  and  Chicago, 
for  the  Pennsylvania  Central  or  Baltimore  and 
Ohio. 

The  Western  trade  of  America  is  collected 
at  Milwaukee,  Chicago,  St.  Louis,  and  Cincin- 
nati, and  the  valuable  products  of  Michigan, 
Indiana,  and  Ohio  are  carried  along  with  it, 
until  it  reaches  the  Great  Trunk  lines  leading 
to  the  Atlantic. 

Good  harvests  must  necessarily  create  a  suf- 
ficient traffic  for  all  the  railways,  without  any 
recourse  being  had  to  unprofitable  competition. 
The  greatest  demand  for  lumber  being  for 
fencing-in  land,  I  would  now  direct  attention 
to  the  Lumber  Trade  of  Chicago,  as  giving  a 
special  indication  that  a  greater  quantity  of 
land  is  annually  in   cultivation.     The   lumber 


forwarded  from  Chicago,  chiefly  along  the 
line  of  Western  railways,  has  been  as  fol- 
lows : — 

1854 132,131,872  feet. 

1855 215.565,354      " 

1856 253,387,730      " 

1857 311,6118,793      " 

1859 242,703,368       " 

1809 229,9611,143      " 

Had  the  importation  of  lumber  materially 
decreased  with  bad  harvests,  it  would  have 
proved  that  the  fencing-in  of  land  was  not  con- 
tinued, and  unless  fresh  land  is  constantly  be- 
ing reclaimed  there  can  not  be  increasing  pro- 
duce. But  we  see  that  with  bad  harvests  the 
quantity  of  lumber  required  is  nearly  equal  to 
the  best  year,  and  this  is  a  proof  that  the 
quantity  of  land  in  cultivation  is  progressing. 
A  earful  analysis  of  the  trade  of  the  West  and 
South-West  fully  confirms  this  opinion,  and 
shows  in  what  section  of  the  country  the  crops 
have  failed.* 

4.  The  Nature  and  Value  of  the  Traffic  up- 
on the  Oreat  Western  Line,  the  profit  on 
Through  and  Way  passengers  and  freight  traf- 
fic, and  the  cause  of  its  decline. 

The  value  of  "through  traffic"  is  a  subject 
that  has  given  rise  to  much  discussion  between 
myself  and  some  of  the  leading  Railway  Man- 
agers of  America,  but  as  yet  with  no  satisfac- 
tory and  decisive  conclusion  I  am  testing  it 
upon  all  the  leading  American  railways,  and 
am  of  opinion  that  the  expenses  upon  "through 
freight"  are  not  fairly  admitted,  and  hence, 
that  all  large  "through  freight"  carrying  lines 
are  losing  money  at  present  rates  for  low  class 
goods.  If  all  the  charges  consequent  on  ob- 
taining "through  freight"  are  considered  and 
duly  appropriated,  the  present  "through  fourth 
class  freight  traffic"  on  the  Great  Western 
Railway  does  not  compensate  for  the  trouble 
of  obtaining  it.  The  increased  speed  so  usual 
in  through  trains,  admittedly  increases  the 
cost  of  running  them;  and,  compared  with  lo- 
cal trains,  this  may  more  than  make  up  for 
stoppages  and  shunting.  It  is  true  that  the 
through  train  has  the  advantage  of  starting 
full,  while  the  local  train  has  to  pick  up  its 
load,  and  the  proportion  of  "dead  weight"  to 
the  "paying  load"  is  all  essential  to  profitable 
traffic;  but  against  this  must  be  placed  the 
disadvantages  of  through  traffic  in  the  cost  of 
foreign  agencies,  and  the  great  expense  incur- 
red in  terminal  stations.  The  "local  freight" 
pays  a  higher  charge  per  ton  for  carriage,  and 
is  delivered  free  of  expense  at  the  stations  of 
the  Company,  while  the  "through  freight,"  ob- 
tained in  competition  with  other  lines,  is  taken 
at  low  rates  and  has  to  be  brought  to  the  sta- 
tion, frequently  at  very  great  cost  to  the  Com- 
pany. Under  these  circumstances  I  can  not 
but  think  that  too  much  imporance  is  attached 
to  through  freight  business  when  there  is  much 
competition  to  abtain  it. 

Through  passenger  traffic  is  not  affected  in 
the  same  manner  as  through  freight  traffic. 
To  a  certain  extent,  passengers  may  be  influ- 
enced by  agents  and  those  who  tout  for  differ- 
ent lines  over  the  country,  but  for  the  most 
part  they  select  the  route  already  known  either 
to  themselves  or  their  friends,  and  the  value  of 
the  passenger  traffic  depends  more  on  the  in- 
trinsic merits  of  the  line  than  on  any  outside 
influence.  The  through  passenger  traffic  upon 
the  Great  Western  Railway  having  been  main 
tained  at  paying  rates,  and  without  any  great- 
er diminution  in  numbers  than  that  on  other 
lines,  it  follows  that  the  through  passenger 
traffic  of  the  Company  is  of  great  value,  and 
it  must  be  most  satisfactory  to  the  sharehold- 
ers to  learn  that  it  is  affected   only  in   the  ra- 

*A  portion  of  this  explanation  of  "Western    trade" 
has  been  already  published  by  me  in  a  different  form. 


tio  of  the  universal  depression  of  the  trade  of 
the  Province. 

The  following  statement  of  the  r.umber  of 
through  passengers  carried  each  half-year  since 
the  line  was  first  opened,  the  mileage  traveled 
and  the  rates  obtaiued  per  mile  for  each  pas- 
senger, exhibits  the  value  of  the  through  pas- 
senger traffic.  The  year  ending  31st  July, 
1857,  was  the  most  lucrative  for  the  Company; 
but  the  rate  obtained  for  the  half-year  ending 
31st  July,  1857,  clearly  shows  that  in  order  to 
meet  the  first  decline  iu  numbers  reduced 
fares  were  accepted.  Forlunately  this  did  not 
continue,  as  even  the  rate  obtained  in  the  half- 
year  ending  31st  January,  1860,  exceeds  that 
of  any  half-year  previous  to  that  ending  Janu- 
ary 1858;  and  comparing  the  decrease  in 
numbers  for  the  year  ending  January  1857, — 
that  is  for  1856, — with  the  year  ending  Janu- 
ary 1860, — that  is  for  1859 — the  decline  in 
numbers  carried  is  equal  to  34  per  cent,  while 
the  reduction  upon  the  great  lines  running 
west  from  Chicago — the  Galena  and  Chicago, 
Chicago,  Burlington  and  Quincy,  and  the  Chi- 
cago and  Rock  Island — amounts  for  the  peri- 
od of  comparison  to  over  60  per  cent.; — the 
average  decline  of  all  the  Hues  enumerated 
below  being  44'33  per  cent. 
Statement   of  the   number   of  "  through  pas- 

itngers  '  carried  one  mile,  and  the  receipts 

per  mile  for  each. 

No  of  through  pas-        Receipts 
sengers  carried  one       per  mile, 
mile.  cents. 

January,  1855 11,945,516  2  1440 

Julv.  1855 14,140259  21444 

January,  P  56 17.253.3C9  2-4800 

July,  1K56 15,9(13.341  2-4880 

January,   1857 21,^23,864  2-4968 

July,  185? 18,211,100  2-3576 

January,  1858 0,405,231  2.6040 

July,  1858 12  411.343  2'8:<24 

January,   1859 I3.665.PIIB  2-8188 

July,  1859 11.012.676  2-8U24. 

January,  I860 12,960,259  2  5064 

Statement  of  the  number  of  "through  pas- 
sengers" carried  on  the  undermentioned 
lines  during  the  years  1856,  1857,  1858,  and 
1859. 

1850.  185".; 

Great  Western  of  Canada 188,-27  209,883 

Baltimore  and  Ohio 28.405  38.23B 

Chicago  and  North  Western 4,747  78,564 

Chicago  and  Rock  Island 79,417  57  0:i5 

Chicago,  Burlington  and  Quincy 50.02  '•  30,196 

Galena  and  Chicago 118,259  95.810 

Michigan  Central 101,270  ]87,('29 

Michigan  Southern 181,819  159  901 

New  York  and  Erie 70.995 

New  York  Central 167,178  177,387 

Pennsylvania  Central 88,478  

Pittsburg,  1-ort  Wayne  andChicago. ...  — — 

1858.  1859. 

Great  Western  of  Canada 1 43,502  127 ,234 

Baltimore  and  Ohio 35,051  3-.',523 

Chicago  and  North  Western 42,728  27,454 

Chicago  and  Rock  Island 30,983  27,4k6 

Chicago,  Bur.ington  and  Quincy 20,284  28,029 

Gaena  and  Chicago 41,397  39,456 

Michigan  Central 151.634  92,169 

Michigan  Southern 85  i!37  65,103 

New  York  and  Erie 56,3l'3  

New  York  Centra) 151  341  146,751 

Pennsylvania  Central 

Pittsburg,  Fort  Wayne  and  Chicago. ..  911,946  77,279 

It  is  not,  then,  for  the  through  passenger 
traffic  that  any  fear  for  the  future  need  be  en- 
tertained, as  upon  the  country's  return  to  pros- 
perity the  value  of  the  through  passenger  traf- 
fic can  not  fail  to  show  itself,  and  no  other  line 
has  done  so  well  as  the  Great  Western  under 
the  distress  which  spread  over  all  Canada  and 
the  Western  States.  It  is  most  important  to 
remember  that  the  passenger  traffic  can  not  be 
greatly  diverted  from  those  lines  which  offer 
the  best  accommodation.  Touters  and  agents 
may  swarm  over  all  America,  but  the  traveler 
is  interested  in  his  own  comfort  and  safely, 
and  in  selecting  a  route  consults  his  per- 
sonal convenience,  being  on  the  whole  free 
from  the  influence  of  foreign  agents.     But  not 
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so  with  forwarders  of  freight.  In  this,  agents 
exercise  immense  power;  and  as  it  is  immate- 
rial by  which  line  freight  is  fowarded,  that  line 
which  will  carry  cheapest  has  the  greatest  cus- 
tom. In  fact,  to  obtain  freight  it  is  only  ne- 
cessary to  give  unlimited  license  to  the  freight 
agent,  as  some  railways  do,  and  "the  rolling 
stock  of  the  Company  will  be  inmifficent  to 
move  the  goods  that  offer."  But  at  what  sacri- 
fice is  such  business  obtained?  If  the  reader 
wishes  to  know,  he  must  ascertain  the  average 
cost  of  carrying  freight,  and  then  take'a  trip 
to  Chicago,  where  he  may  hear  what  he  would 
not  credit  if  told  by  another.  I  will  not  risk 
the  chance  of  being  disbelieved,  by  stating  the 
rates  at  which  I  know  freight  has  been  carried 
from  Chicago  and  St.  Louis  to  the  seabord. 
Teis  competition  is  destructive  to  all  railway 
interests,  and  yet  all  are  continuing  it  with 
more  or  less  loss.  There  is  profit  upon  some 
through  freight,  but  upon  a  large  quantity  of 
business  there  is  a  serious  loss,  although  roads 
which  can  command  the  paying  freight,  as  is 
the  case  with  the  Great  Western  of  Canada, 
average  a  small  profit  on  the  entire  quantity 
moved.  Yet,  favourably  as  the  Great  Western 
is  situated,  the  effect  of  competition  is  shown 
in  the  average  rate  per  ton  per  mile  obtained 
for  all  the  "through  freight"  carried  by  the 
Company,  as  set  forth  in  the  following  state- 
ment of  the  sum  obtained  by  the  Great  West- 
ern Railway  Company  for  each  ton  of  freight 
carried  one  mile: — 

Through  merchan- 
dise tonnage  car- 
ried one  mile 
being- 
Half-year  ending  January,  1855,  was....   1,912,315 

"  July,lH55,  ■'  ... 

"  January,  1856,    "... 

"  July,  1856,  "  ... 

"     January,  1857,  "  ... 

-'      July,  1857,     "... 

"  January,  1858,    "  .. 

"  July,  1858,  "  .. 

■'  January.  1859,    "  .. 

"  July,  1859, 

"  January,  I860,    "... 

It  is  evident  from  the  return  of  the  last  half- 
year  that  as  the.  Managers  of  the  Company 
could  not  control  rates,  the  policy  has  been  to 
increase  the  quantity  carried;  for  the  "dead 
weight  expenses,"  or  those  expenses  which  be- 
long to  all  traffic  whether  great  or  small,  are 
then  distributed  over  a  greater  quantity,  and 
if  by  any  means  the  line  can  be  worked  up  to 
its  full  ability,  the  charge  on  any  single  ton 
becomes  insignificant. 

Mr.  Brydges,  the  managing  director,  fully 
acknowledges  the  importance  of  inquiring  in- 
to tbe  cost  of  transporting  through  freight,  but 
he  differs  with  me  in  some  respects,  and  there- 
by further  information  may  be  gained.  In  re- 
ply to  some  inquiries  I  made  of  him,  he  writes 
me  as  follows:  — 

"The  question  of  the  rates  at  which  freight, 
in  large  quantities,  may  be  carried  from  one 
end  of  the  line  to  the  other  and  leave  a  profit 
on  the  operation,  is  one  of  considerable  im- 
portance. 

"  It  appears  to  me  that  there  is  a  number  of 
fixed  charges  about  a  railway  which  are  not 
materially  affected  by  the  amount  of  business 
carried,  but  must  to  a  very  great  extent  be  in- 
curred irrespective  of  the  traffic.  For  instance, 
the  cost  of  maintenance  of  way  is  affected 
very  much  more  by  the  nature  of  the  line, 
whether  it  is  on  a  level  country  with  no  heavy 
earthworks,  or  with  heavy  grades  in  deep  wet 
clay  cuttings  or  embankments.  In  such  a  line 
as  the  Great  Western  Railway  of  Canada  I 
consider  that  variations  of  traffic  have  but  lit- 
tle effect  on  the  cost  of  maintenance,  and  that 
the  cost  of  the  latter  is  mainly  governed  by  the 
other  circumstances  alluded  to  above.  I  am 
confirmed  in  this  opinion  by  the  cost  of  main- 
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tenance  on  neighboring  railways  similarly 
situated  as  regards  climate,  but  with  much  less 
traffic  than  we  have.  And  a  further  proof  of 
the  correctness  of  the  principle  is  to  be  found 
in  the  fact  that  although  for  the  last  half-year, 
as  compared  with  the  corresponding  six  months, 
there  was  an  increase  of  60,000  miles  of  trains 
run,  and  upwards  of  30,000  tons  of  goods  car- 
ried, yet  that  the  cost  of  maintenance  of  way 
per  mile  of  railroad  was  absolutely  decreased. 

"I  contend,  therefore  that  the  charge  for 
maintenance  is  a  fixed  expense  necessarily, 
incident  to  having  a  line  of  railway,  and  one 
which  would  have  to  be  incurred  if  our  traffic 
was  confined  to  the  local  trade  of  the  country. 
Of  course,  if  an  enormous  amount  of  traffic 
arose  the  cost  of  maintenance  might  then  in- 
crease to  some  extent,  but  not  in  the  ratio  of 
the  traffic, 

"Again,  our  traffic  charges  ought  not  to  be 
equally  distributed  over  our  freight  tonnage 
The  local  freight  traffic  requires  us  to  main- 
tain stations  at  short  distances  throughout  the 
line;  at  every  one  a  certain  staff  bas  to  be 
kept  and  paid;  the  running  of  the  through 
trains  not  having  freight  to  deliver  or  receive 
at  those  stations  does  not  affect  the  cost  of 
those  stations,  and  if  no  through  traffic  was 
carried  on  at  all,  the  expense  of  those  imme- 
diate stations  would  remain  unchanged.  On 
the  Great  Western  there  are  no  less  than  forty- 
six  of  these  stations  for  the  accommodation  of 
the  local  trade  of  the  country;  the  only  real 
charge  for  the  through  freight,  out  of  the 
traffic  charges,  is  for  the  nominal  expenses  at 
either  end,  and  the  men  employed  in  the  ac- 
tual running  of  the  train.  The  general  charges 
should  not  be  charged  to  through  freight. 
The  management  of  the  Company,  its  direc- 
tion, audit  office,  &c.  must  exist,  and  the  extra 
expense  in  any  of  these  offices  caused  by  the 
conducting  of  a  large  through  traffic  is  all 
that  it  can  fairly  be  charged  with.  It  must 
also  be  remembered  that  the  running  of  a 
local  freight  train  is  much  more  expensive  per 
mile  than  a  through  train.  Tbe  latter  goes 
through  from  end  to  end  with  a  full  load  the 
whole  way;  it  has  not  to  shunt  about  at  every 
station,  and  therefore  tbe  damage  to  roadway 
and  machinery  is  less  than  on  a  local  train. 
A  local  train  cannot  either  have  a  full  load  all 
the  way;  it  must  either  start  fully  loaded  and 
gradually  diminish  its  train  until  it  reaches 
the  end  of  its  way,  or  if  the  trade  is  the  other 
way,  it  must  leave  light  and  gradually  pick  up 
its  load  on  the  way.  At  any  rate  a  local  train 
rarely  runs  with  more  than  an  average  cf  half 
a  load.  The  expense  of  running  a  train  fully 
loaded,  or  only  partially  loaded,  does  not  ma- 
terially vary. 

"With  these  explanations  it  is  clear  that  a 
very  large  portion  of  the  cost  of  our  freight 
business  is  applicable  solely  to  the  local  traffic, 
and  that  in  considering  the  profit  on  carrying 
through  freight  we  must  exclude  the  fixed 
charges  of  the  concern,  and  only  deal  with 
those  extra  expenses  which  are  incurred  in 
consequence  of  carrying  through  traffic. 

"On  this  principle  the  following  is  the  cost 
of  conveying  a  fully  loaded  train  of  twenty 
cars  from  Windsor  to  Suspension  Bridge,  on 
the  Great  Western  Railway,  viz: 

Locomotive  power,  229  Miles $  73  18 

Car  Expenses— 20  Cars,  229  Miles 23  90 

Conductors  and   Brakeraen $  8  02 

Ferriage  at  Windsor  and  Suspen- 
sion Bridge  Toll 60  00 

Handling  and  Cleikage 40  00     108  62 

S205  80 

"This  is  the  real  cost  of  taking  a  loaded 
train  from  end  to  end,  and  as  the  capital  has 
been  expended  in  making  the  line,  supplying 
rolling  stock,  and  building  the  terminal  sta- 


tions, any  sum  realized  beyond  the  cost  of 
carriage  as  above  is  profit. 

"A  train  of  20  cars  will  contain  2,000  bar- 
rels of  flour,  and  the  actual  cost  of  carrving  a 
barrel  of  flour  "through"  is  therefore  a  trifle 
more  than  10  cents  a  barrel.  The  lowest  rates 
that  we  have  ever  carried  flour  for  were  20 
cent  a  barrel ;  the  present  rate  is  30  cents  a 
barrel. 

"I  took  flour  merely  as  the  illustration;  tbe 
same  principle  applies  to  all  other  freight,  if 
no  back  freight  exists,  and  the  cars  have  to 
be  taken  back  empty,  half  the  cost  of  a  full 
train  should  be  added  to  the  sum  of  £205  80." 
The  present  policy  of  the  management 
therefore  is  to  work  the  road  up  to  the  full  ca- 
pacity of  the  rolling  stock,  and  at  existing 
through  rates  a  better  course  could  not  be 
adopted;  but  I  can  not  agree  with  Mr.  Brydges 
that  the  cost  of  maintenance  of  way  is  a 
"fixed  expense,"  necessarily  incident  to  hav- 
ing a  railroad,  "and  not  in  the  ratio  of  the 
traffic."  Nor  can  I  admit  that  the  "through 
freight"  charges  are  less  than  those  upon  the 
"local  freight,"  or  certainly  not,  until  we  have 
thoroughly  gone  into  all  the  working  expenses 
of  the  Company.  I  also  contend  that  the 
Great  Western  Railway  was  essentially  con- 
structed for  "through  business,"  and  the 
charges  of  management,  directors,  and  other 
fixed  costs,  are  as  equally  applicable  to 
"through"  as  to  "local,"  and  to  "passenger" 
as  to  "freight"  business.  Indeed,  I  might 
claim  for  the  "through  business"  the  greatest 
importance,  for  Mr.  Laing,  the  Chairman  of 
the  Company  in  1853,  speaking  of  the  Gnelph 
and  Sarnia  line  as  affecting  the  local  traffic  of 
the  road,  said:  "We  have  not  calculated  our 
returns  of  profit  upon  that  line,  but  upon  the 
through  traffic  of  the  whole  of  the  district  we 
propose  to  traverse,  from  Detroit  to  the  Niagara 
River.  It  is  true  we  hope  to  make  it  not  only 
great,  but  greatly  remunerative  to  ourselves; 
and  as  we  are  now  in  a  position  in  which  we 
need  not  be  apprehensive  of  any  ruinous  com- 
petition, and  of  the  consequences  attending 
such  a  course,  I  think  we  may  fairly  calculate 
upon  creating  a  very  profitable  local  traffic." 
And  in  another  place  he  speaks  of  "the  traffic 
of  the  far  West,  which  we  hope  to  secure  in 
the  direction  of  Kew  Orleans."  And  besides 
which,  in  the  reports  of  the  Company  we  have 
always  been  led  to  suppose  that  the  Great 
Western  was  a  "through  traffic"  railway,  and 
that  capital  had  been  increased  to  obtain 
"through  business."  Undoubtedly  the  whole 
question  of  the  cost  of  obtaining  traffic  de- 
mands careful  and  studious  investigation,  and 
I  submit  mv  opinion,  in  opposition  to  that  of 
Mr.  Brydges,  with  all  deference  to  his  personal 
experience;  but  still  I  think  it  possible  that  a 
modification  of  both  our  views  may  result  from 
a  thorough  consideration  of  the  subject. 

I  admit  that  maintenance  of  way  is  specially 
influenced  by  local  circumstances  of  position, 
and  that,  the  climate  has  a  fixed  effect,  so  that 
whether  one  or  one  hundred  trains  pass  along 
the  line  in  a  given  time,  the  cost  will  be  the 
same.  But  I  believe  it  can  be  proved  that  the 
road-bed  and  superstructure  of  a  railroad  are 
also  directly  affected  in  proportion  to  the 
number  of  carriages  passing  over  it;  for 
each  wheel  of  each  carriage,  let  that  carriage 
be  what  it  may,  is  a. weight  in  motion,  and  as 
each  portion  of  the  periphery  of  the  wheel 
falls  upon  the  rails  it  strikes  upon  the  metals, 
injuring  them  and  disturbing  the  road-bed 
upon  which  they  rest,  and  the  effect  of  that 
blow  is  greater  or  less  in  proportion  to  the 
weight  borne  by  the  wheel,  and  the  velocity  of 
its  motion.  Thus,  independently  of  the  fixed 
charge  for  maintenance  of  way  from  the  effects 


THE    RAILROAD    RECORD. 


331 


of  climate,  the  greater  charge  must  be  propor- 
tioned to  the  train  mileage,  the  number  of  cars 
in  each  train,  and  the  weight  they  carry. 

I  have  already  referred  to  the  appropriation 
of  cos's  upon  local  and  foreign  traffic, — the 
expense  of  way  stations  being  balanced  by 
foreign  agencies,  advertising,  terminal  sta- 
tions, and  the  cost  of  collecting  "through 
freight;"  and  I  desire  to  bring  the  facts  promi- 
nently forward  in  order  to  obtain  a  full  and 
independent  consideration  of  all  the  circum- 
stances connected  wjth  the  through  traffic  of 
the  Great  Western  line,  believing  I  am  justified 
in  holding  my  position  relative  to  the  cost  of 
carrying  foreign  business,  and  claiming  a  fair 
appropriation  of  charges  to  that  class  of  traffic. 

Estimating  the  profit  upon  the  traffic  of  the 
past  half-year  upon  the  principles  for  which  I 
contend — viz :  that  the  expense  of  mainte- 
nance of  way  is  in  proportion  to  the  car  mile- 
age for  passengers  and  freight,  and  that  the 
ratio  of  each  is  in  proportion  to  the  passengers 
and  tons  carried  one  mile :  that  the  locomo- 
tive cost  is  in  proportion  to  the  train  mileage, 
divided  as  before,  between  passengers  and 
freight:  and  that  the  renewal  of  cars  is  pro- 
portionate to  the  travel  of  local  and  through 
passengers  and  freight,  and  that  all  other  ex- 
penses are  according  to  the  receipts; — the  fol- 
lowing is  the  proportion  of  receipts  and  profit 
from  each  class  of  traffic : 

Proportion  of  Traffic: 

Per  Cent. 
Local  —  Passenger ■ 23  65 

"  Freight 13  23 

Through  Passenger 34  00 

"         Freight 22  52 

100  00 

Proportion  of  Net  Profit: 

Local  —  Passenger 3G  86 

"         Freight 26  31 

Through  Passenger 35  64 

"         Freight 119 

100  00 
(To  be  Continued  ) 


PHTLADELPHIA_CENTItAL  It.  P. 

A  meeting  of  the  friends  of  the  Philadelphia 
and  Baltimore  Railroad  was  held  at  Caw's 
tavern,  on  the  Harford  road,  on  the  18th  inst. 
Dr.  D.  S.  Gittings  was  called  to  the  Chair,  and 
W.  P.  Trimble  appointed  Secretary.  The  fol- 
lowing preamble  and  resolutions  were  unani- 
mously adopted  : 

Whereas,  This  meeting  is  informed  that  re- 
presentations have  been  made  at  meetings  of 
stockholders  of  the  Philadelphia  and  Balti- 
more Central  Railroad,  held  in  Pennsylvania, 
to  the  effect  that  the  friends  of  this  Railroad 
in  Harford  and  Baltimore  Counties,  have  be- 
come discouraged,  and  distrust  their  ability  to 
construct  the  road  through  these  counties; 
therefore,  be  it 

Resolved,  That  the  friends  of  the  road,  in 
Harford  and  Baltimore  Counties,  do  not  doubt 
their  ability  to  construct  the  Railroad  from  the 
Susquehanna  River  to  Baltimore  city,  under 
a  proper  management  and  organization  of 
officers,  of  the  Railroad  Company,  and  when' 
ever  they  may  be  called  upon,  by  the  Board  of 
Directors,  to  give  evidence  of  this  fact,  they 
will  be  prepared  to  report  in  a  satisfactory 
manner. 

Resolved,  That  having  surrendered  the  con- 
trol of  the  Maryland  division  of  the  road  to  a 
Pennsylvania  Board  of  Directors,  the  stock- 
holders in  this  State  will  regard  any  action  on 
the  part  of  the  stockholders  or  Directors  in 
Pennsylvania  of  leasing  the  road  to  the  Phila- 
delphia and  Wilmington  Railroad  Company, 
as  a  breach  of  faith  on  their  part,  and  merit- 
ing the  indignation  of  the  community. 


Resolved,  That  this  meeting  be  adjourned  to 
meet  again  at  Caw's  tavern  at  3  P.  M  ,  on 
Saturday,  the  25th  inst.,  and  that  a  committee 
of  five  be  appointed  by  this  meeting  to  report 
to  the  adjourned  meeting  a  statement  of  the 
financial  condition  of  that  portion  of  the  road 
already  completed,  with  an  estimate  of  the 
probable  cost  of  making  a  railroad  direct  from 
the  city  of  Baltimore,  connecting  with  said 
completed  portion,  and  to  further  report  what 
aid  can  be  calculated  on  from  all  sources  to 
complete  said  road;  said  committee  also  to 
furnish  the  meeting  with  a  statement  of  the 
surveys  made  of  the  different  works. 

The  following  gentlemen  were  then  appoint- 
ed on  the  committee  :  Dr.  D.  S.  Gittings,  R. 
E.  Duval,  W.  P.  Trimble,  W.  S.  Shoemaker, 
Isaac  Trunning. — Baltimore  Clipper. 


RAILROAD  MEETING. 

The  Proposition  for  a  Railroad  Rolling  Mill 
in  St.  Louis — Meeting  of  Gentlemen  in 
favor  of  the  Project. 

A  meeting  of  gentlemen  in  favor  of  estab- 
lishing a  rolling  mill  for  the  manufacture  of 
Railroad  iron  in  this  city,  was  held  in  the  Cir- 
cuit Court  room  yesterday  afternoon.  The 
attendance  was  quite  large,  many  of  our 
largest  capitalists  being  present. 

Captain  W.  W.  Greene  called  the  meeting 
to  order,  and  proposed  Mr.  Wm.  M.  McPher- 
son  as  Chairman. 

Mr.  McPherson  then  assumed  the  Chair,  and 
stated  the  objects  of  the  meeting. 

Mr.  James  G.  McPheeters  was  appointed 
Secretary. 

Colonel  Bogy  was  then  called  upon  to  set 
forth  in  detail  the  objects  of  the  meeting. 
Colonel  Bogy  thought  it  could  be  successfully 
demonstrated  that  this  city  possessed  all  the 
natural  advantages  necessary  to  make  a  rail- 
road-mill in  St.  Louis  highly  practicable,  as 
St.  Louis,  from  her  very  position,  was  better 
adapted  for  this  purpose  than  any  other  city 
in  the  world.  He  proceeded  to  demonstrate 
the  method  by  which  iron  is  made,  and  to 
show  by  calculations  made  from  estimates  in 
a  rolling-mill  in  this  city,  the  actual  cost  of 
making  iron,  and  by  this  means  arrived  at  the 
conclusion  that  if  a  rail  mill  makes  its  own  pig 
iron,  railroad  iron  can  be  made  at  $35  or  $36 
per  ton.  He  showed  that  it  was  necessary  for 
a  rail  mill  to  make  its  own  pig  iron,  as  mills 
that  have  not  done  so  have  generally  failed, 
while  those  that  have  made  their  pig  iron  have 
been  extremely  successful.  He  believed  the 
proper  plan  was  to  have  the  mill  and  the  mines 
subject  to  one  management,  and  thought  that 
in  the  present  instance  an  arrangement  of  this 
sort  could  be  made  with  the  Iron  Mountain 
and  Pilot  Knob  Companies. 

The  next  provision  necessary  to  the  further- 
ance of  the  project  was  a  suitable  supply  of 
coal  As  to  the  question  whether  we  had  coal 
enough,  he  believed  that  we  had  coal  even  in 
our  midst,  sufficient  for  all  practical  purposes; 
besides,  coke  could  be  made  serviceable,  and 
ceal  could  also  be  delivered  from  the  Illinois 
shore  at  six  cents  per  bushel.  There  was  also 
a  great  supply  of  coal  at  the  Big  Muddy,  which 
could  be  delivered  at  six  cents  per  bushel. 
The  Big  Muddy  was  about  thirty-six  miles 
from  the  Mississippi  River,  and  a  railroad 
could  be  built  from  the  river  to  the  coal  mines 
for  $100,000.  If  such  a  road  was  established, 
and  suitable  barges  provided,  he  believed  coal 
could  be  brought  to  St.  Louis  for  a  quarter  of 
a  cent  per  bushel.  He  further  demonstrated 
that  so  far  as  ore  and  fuel  were  concerned,  the 
supply  was  abundantly  necessary.      Besides, 


we  had  lime  rock  in  abundant  quantities,  and 
therefore  the  materials  necessary  to  the  manu- 
facture of  iron  were  placed  beyoud  a  doubt 
He  believed  the  mill  should  be  located  on  the 
Iron  Mountain  Railroad.  He  then  showed 
that  St.  Louis  could  become  the  greatest  rail 
market  in  the  world,  and  that  in  pecuniary 
point  of  view,  if  a  rail  mill  were  established 
here,  it  would  prove  a  great  speculation,  and 
materially  advance  the  prosperity  of  the  city. 
As  to  the  cost,  he  showed  by  careful  estimates 
that  six  furnaces  could  be  established  for 
$150,000,  and  a  rolling  mill  for  $150,000.  The 
sum  of  $200, 000  would  be  sufficient  for  available 
capital,  and  thus  the  sum  of  $500,000  would 
be  entirely  sufficient  for  the  project. 

Mr.  George  R.  Taylor  inquired  what  arrange- 
ment Colonel  Bogy  proposed  to  make  in  refer- 
ence to  procuring  ore  from  the  Iron  Mountain 
and  Pilot  Knob. 

Colonel  Bogy  replied  that  so  far  as  the  Pilot 
Knob  Company  was  concerned,  he  believed  the 
stockholders  would  place  in  the  rolling  mill 
their  interest  in  the  Pilot  Knob,  so  as  to  insure 
the  raw  material. 

On  the  suggestion  of  Mr.  Harrison,  Colonel 
Bogy  stated  that  so  far  as  labor  was  necessary 
to  make  the  iron,  there  would  be  no  difficulty 
in  that  respect,  as  a  large  portion  of  our  popu- 
lation from  Europe  and  elsewhere  were  quali- 
fied to  work  iron,  and  could  be  employed  at 
reasonable  rates. 

Mr.  A.  S.  Mitchell  moved  that  a  committee 
of  six  gentlemen  be  appointed  by  the  Chair  to 
publish  Colonel  Bogy's  statistics  in  pamphlet 
form  immediately,  and  undertake  the  neces 
sary  arrangements  with  the  Pilot  Knob  and 
Iron  Mountain  Companies. 

Mr.  Edward  Bates,  on  the  suggestion  of  Mr. 
James  H.  Lucas,  then  addressed  the  meeting 
in  a  few  able  remarks  in  favor  of  the  project. 

The  Chairman  then  announced  the  follow- 
ing gentlemen  as  the  committee:  O.  D.  Filley, 
D.  R.  Garrison,  Henry  Hitchcock,  Samuel 
Gaty,  J.  T.  Swearinger  and  A.  S.  Mitchell. 

The  meeting  then  adjourned,  subject  to  the 
call  of  the  committee. 


PUBLIC  MEETING  OF  THE  CITIZENS 
OE  TUCSON. 

In  pursuance  of  previous  notice,  a  meeting 
of  the  citizens  of  Tucson  >vas  held  on  Saturday, 
the  4th  inst,  for  the  purpose  of  giving  expres- 
sion to  the  feeling  existing  in  this  com- 
munity— in  relation  to  the  late  horrid  massa- 
cre of  Frederick  Brdnckow,  J.  C.  Moss  and 
Jas.  Williams,  residents  of  this  Territory,  on 
Monday,  the  23d  ultimo,  at  the  San  Pedro 
Mines,  by  Mexican  peons  in  their  employ,  and 
the  robbery  of  some  three  thousand  dollars 
worth  of  property  belonging  to  the  Com- 
pany— and  to  concert  some  action,  in  con- 
junction with  the  citizens  of  other  portions  of 
Arizona,  in  order  to  secure  from  the  Sonora 
authorities  the  delivery  of  the  murderers  into 
the  hands  of  the  people  of  this  Territory  and 
the  restitution  of  the  stolen  property;  and  to 
prevent,  if  possible,  for  the  future,  a  repetition 
of  outrages  of  a  like  character. 

At  the  appointed  hour  the  meeting  was  call- 
ed to  order,  when,  upon  motion,  Dr.  C.  B. 
Hughes  was  called  to  the  Chair,  and  J.  Howard 
Wells,  Esq.,  appointed  Secretary.  The  Chair- 
man, in  a  few  brief  eloquent  remarks,  stated 
the  object  for  which  they  had  assembled.  He 
gave  a  detailed  account,  as  received,  of  the  in- 
human murder  of  the  deceased  by  eleven 
Mexican  p'eons,  on  the  morning  of  the  23d 
ultimo — while  peaceably  engaged  in  their 
various  occupations — solely  for  the  purpose  of 
robbery  and  plunder;  and  explained  the  neces- 
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sity  existing  Cor  some  united  action  on  the 
part  of  our  people,  to  secure  the  arrest  and 
delivery  to  our  authorities  of  the  murderers, 
and  the  return  of  the  stolen  property. 

Upon  motion  of  Wm.  S.  Oury,  Esq.,  that  a 
committee  be  appointed  to  draft  resolutions 
expressive  of  the  sense  of  the  meeting,  the 
Chair  appointed  the  following  gentlemen  as 
such  committee:  Wm.  S.  Oury,  H.  C.  Gros- 
venor  and  S.  Warner, 

After  an  absence  of  a  few  minutes,  the  Chair- 
man of  the  Committee  reported  the  following 
preamble  and  resolutions,  which  were  unani- 
mously adopted: 

Whereas,  The  citizens  of  Tucson  deplore 
deeply  the  loss  which  the  entire  community 
has  sustained,  in  the  death  of  Frederick 
Brunckow,  J.  C.  Moss  and  Jas.  Williams, 
and  are  desirous  of  paying  to  their  memory 
the  tribute  of  respect  which  it  is  their  right  to 
receive,  and  our  sad  privilege  to  pay;  and 

Whereas,  These,  our  fellow-citizens,  were 
murdered  barbarously  and  in  cold  blood  by 
Mexican  peons,  at  the  time  in  their  employ; 
and 

Whereas,  The  murderers,  after  taking  a 
large  amount  of  valuable  property,  escaped 
and  are  now  harbored  in  Sonora;  now,  there- 
fore, we,  the  citizens  of  Tucson,  in  mass  meet- 
ing assembled,  do 

Resolve,  That  the  unprovoked  and  bloody 
massacre,  which  has  lately  taken  place  at  the 
Sau  Pedro  Mines,  is  of  two  serious  a  nature  to 
pass  unnoticed  or  unavenged. 

Resolved,  That  when  our  best  citizens,  in 
the  peaceable  pursuance  of  their  business, 
can  be  murdered  in  open  day  by  Mexican 
peons,  and  the  murderers,  after  robbing  them 
of  their  property,  can  escape  and  find  safety 
by  simply  crossing  into  Mexico,  it  is  time  that 
the  people  of  Arizona,  in  default  of  protection 
from  our  own  Government,  should  adopt  such 
measures  as  are  necessary  to  insure,  for  the 
future,  such  protection  to  life  and  property  as 
it  is  our  right  to  have — our  bounden  duty  to 
maintain. 

Resolved,  That  we  are  of  opinion  that  such 
security  for  the  future  can  bo  insured  in  no 
other  way  than  by  holding  the  State,  which 
shelters  the  murderers,  responsible  for  their 
punishment  or  surrender,  as  well  as  for  the 
restitutio!,  of  the  stolen  goods  and  property. 

Resolved,  That  we,  the  citizens  of  Tucson, 
■will  cheerfully  co  operate,  to  the  extent  of  our 
means  and  influence,  with  our  fellow-citizens 
from  other  parts  of  this  Territory,  in  all  legiti- 
mate steps  that  may  be  taken  to  effect  these 
results. 

Resolved,  That  copies  of  these  resolutions 
be  sent  to  Mesilla,  Arizona  City,  Tubac, 
Sonoita  Valley,  the  Membres  Mines,  Forts 
Buchanan  and  Arivaypa,  as  also  to  the  friends 
of  the  deceased  in  St.  Louis  and  San  Fran- 
cisco. 

Upon  the  adoption  of  the  resolutions,  the 
meeting  was  addressed  by  several  gentlemen 
present.  When,  upon  motion,  no  other  busi- 
ness being  before  the  meeting,  it  was  adjourned 
sine  die.  C.  B.  HUGHES,  Chairman. 

J.  Howard  Wells,  Sec. 


sible.  It  was  also  resolved  to  meet  the  Direc- 
tors of  the  Greenville  and  French  Broad  Rail- 
road, at  Warm  Springs,  prior  to  the  letting  of 
the  road,  to  consult  with  them  and  urge  the 
necessity  of  letting  a  portion  of  the  latter 
Road.  Satisfactory  arrangements  were  made 
in  regard  to  financial  affairs,  and  an  agent  ap- 
pointed to  solicit  the  right  of  way.  The  most 
confident  spirit  prevailed,  and  all  present  were 
animated  with  a  desire  to  push  the  work  for- 
ward as  rapidly  as  possible; — Asheville  News. 


Cincinnati,  Cumberland  Gap  and  Charles- 
ton Railroad. — We  have  before  us  a  letter 
from  an  oflicer  of  the  above  Company,  dated 
Morristown,  Tcnn.,  August  8,  from  which  we 
extract  some  items  of  interest  to  the  people  of 
this  section  : 

A  meeting  of  the  directory  was  held  on  the 
7th.  No  adoption  of  lines  about  Newport  was 
made.  The  Company  have  resolved  to  let  the 
entire  line  to  Paint  Rock  to  contract  at  once, 
aud  push  the  work  through  as  rapidly  as  pos- 


OTJR  NAVAL  FORCES  IN  THE  GULF 
OF  MEXICO. 

The  somewhat  sudden  departure  for  "Vera 
Cruz  of  the  steam  frigate  Susquehanna,  which 
took  place  at  10  o'clock  yesterday,  and  the 
order  of  the  Navy  Department  for  the  imme- 
diate equipment  of  Powhatan,  have  caused 
naval  people  to  expect  brisk  times  in  the  Gulf. 
The  Powhatan's  destination  has  not  officially 
transpired;  but  the  fact  that  she  has  not  been  in 
anyway  overhauled  or  repaired  since  her  recent 
return  from  an  active  cruise  of  over  two  years, 
warrants  the  conclusion  that  she  is  to  remain 
for  the  present  in  the  Western  Hemisphere. 
We  append  a  correct  list  of  the  vessels  now 
attached  to  the  home  squadron,  including  the 
S.  and  P.,  all  of  which  could  be  concentrated 
at  any  point  in  the  Gulf: 


Vessels.  t^ 

Steam  Frigate  Susquehanna 2,453 

'*            '•      Powhatan 2,415 

Steam  Corvette  Brooklyn 2,000 


Steamer  Fulton. 

"  Water  Witch 

"  Mohawk 

'*  Crusader 

"  Pocahontas 

Sailing  Frigate  Sabine.... 
Sloop  of  War  Savannah. 

•'  "      St.  Louis.. 

"  "  Falmouth. 
Storeship  Release 


340 
32(1 
300 
110 
WO 
100 
105 
150 
500 
300 
240 
100 
50 


Total 13,997    2.715      1'2 

The  British  forces  on  the  station  consist  of 
21  ships,  3,470  officers  and  men,  and  820  guns; 
and  the  French  of  about  eight  vessels,  manned 
by  1,500  men.  The  Preble,  lately  detached 
from  our  fleet,  could  be  dispatched  in  a  few 
days. 

The  name  of  the  flag-ship  for  the  Mediter- 
ranean, if  the  Susquehanna  does  not  ultimately 
go  there,  is  a  mystery  just  now. — Econo- 
mist, 26th  inst. 


'  Cincinnati,  Wilmington  &  Zanestille  Rail- 
road.— The  fifteenth  montly  report  of  Wm. 
Key  Bond,  Esq  ,  Receiver  of  this  road,  was 
filed  with  the  Clerk  of  the  United  States  Court 
on  Saturday  last.  It  gives  the  business  of  the 
month  of  July  as  follows: 

earnings. 

Through  passengers $    108  34 

Local              do          4,50131 

Mail.    828  10 

Express 450  35 

Through  freight 540  19 

Local          do      8,193  37 


Total  Earnings. 


$14,627  66 


EXPENSES. 


St.  Louis,  Alton  and  Chicago  Railroad. — 
The  following  is  the  weekly  statement  of  earn- 
ings of  the  St.  Louis,  Alton  and  Chicago  Rail- 
road for  the  week  ending  July  31,  1860  : 

Present  week.  To  July  31 

Passengers 8  6.865  59  $30,455  15 

Freight 13.915  78  49,214  90 

Mails  and  Express 943  32  3,449  76 

Total $21,714  67  883,119  79 

CorrespondineperiodinlS59...    13,799  50  5-,-ul  ixi 

Increase  in  1860 3  8,015  17  £24,318  79 

The  above  shows  a  large  increase  both  in. 
the  trade  and  freight  traffic  of  this  road,  grati- 
fying to  its  stockholders,  and  reflecting  great 
credit  on  its  managers.  Another  evidence  of 
its  increasing  business,  is  the  fact  that  quite 
an  addition  has  been  made  to  its  rolling  stock. 
Since  April  last,  six  locomotives,  five  passen- 
ger cars,  ten  flat  cars,  and  ten  cattle  cars  have 
been  added  to  this  road,  and  eight  locomotives 
and  thirty  grain  cars  have  been  contracted  for, 
and  will  be  delivered  this  FalL — Columbus 
Journal. 


Ordinary  Expenses $11,144  39 

Extraordinary  Expenses 1,233  67 

Repairing  Engines 78  76 

Total  Expenses $12,456  83 

The  total  of  receipts  above  repairs  was 
§2,171  83.  The  amount  due  the  Company 
July  31st  was  §9,849  95.  The  liabilities  con- 
tracted by  the  present  Receiver,  and  remain- 
ing unpaid  amount  to  §12,486  04. 


Death  of  Jacob  Strader. — We  regret  to  be 
called  upon  to  announce  the  death  of  this 
venerable  pioneer  of  the  steamboat  and  rail- 
way interests  of  Cincinnati,  which  took  place 
at  his  residence  about  four  o'clock  yesterday 
morning. 

Captain  Strader  came  to  our  city  forty  years 
ago,  from  New  Jersey,  his  native  State.  He 
was  engaged  first  as  a  clerk  in  the  house  of  J. 
H.  Piatt  &  Co.,  and  afterwards  in  their  employ 
upon  the  river.  From  this  time  he  rose  rapidly 
in  popularity  as  captain  and  owner  of  steam- 
boats upon  our  western  waters. 

At  an  early  day  io  the  history  of  the  Little 
Miami  Railroad,  Captain  Strader  became  iden- 
tified with  its  interests.  He  was  Treasurer  of 
that  Company  from  1844  until  the  retirement 
of  its  venerable  first  President,  Gov.  Morrow, 
in  1848,  when  he  was  elected  President,  which 
position  he  held  until  December,  1857,  when 
advancing  age  caused  him  to  decline  a  re-elec- 
tion, and  John  Kilgour,  Esq.,  was  electsd  to 
fill  the  vacancy.  Upon  the  death  of  Mr.  Kil- 
gour. in  April,  1858,  Captain  Strader  was  again 
prevailed  upon  to  assume  the  Presidency, 
which  he  held  the  remainder  of  that  year. 

Captain  Strader  was  also  for  several  years 
President  of  the  Commercial  Bank,  and  took 
an  active  part  in  most  of  the  public  improve- 
ments of  our  city. 

As  a  business  man  he  was  prompt,  energetic, 
and  of  uncompromising  integrity;  as  a  friend, 
firm  and  reliable  at  all  times.  His  private 
charities  were  numerous  and  ostentatiously 
bestowed.  His  death  will  cause  a  void  that 
will  long  be  felt  in  our  community. —  Com- 
mercial. 


Toledo  and  Wabash  Railroad. — The  earn- 
ings of  the  Toledo  and  Wabash  Road,  for  three 
weeks  of  July,  as  compared  with  the  same  time 
for  1859,  show  a  large  increase  in  the  business 
of  the  Road.     The  following  are  the  footings: 

1859.  I860. 

Passengers $  2,509  00        $  5,167  75 

Freight 9.357  U0  17,863  21 

Total $12,866  00        $23,020  96 

Increase 10,154  95 

The  above  shows  an  increase  of  nearly  SO 
per  cent  in  the  traffic  of  this  road,  and  we  are 
of  the  opinion  that  it  will  soon  be  one  of  the 
best  paying  roads  in  the  West.  It  is  kept  in 
thorough  repair,  has  the  best  rolling  stock  of 
anv  road  in  the  country,  and  is  mauaged  by 
efficient  officers. '  It  is  also  considered  a  safe 
road,  an  accident  or  break  up  being  almost  an 
impossibility  under  its  careful  management. 
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Henderson  and  Nashville  Railroad. — 
Monday  was  a  proud  day  for  the  citizens  of 
Henderson,  Ky.  The  Mail  characterizes  the 
occasion  as  the  birthday  of  the  city.  The 
first  rails  on  the  Henderson  and  Nashville 
Railroad  were  laid  in  the  presence  of  an  im- 
mense concourse  of  citizens.  Hundreds  of 
ladies  and  gentlemen  were  present  to  do  honor 
to  the  occasion.  The  enthusiasm  was  un- 
bounded, and  everywhere  one  could  see  pleas- 
ant and  smiling  faces.  Alter  several  rails  had 
been  laid,  the  first  spike  was  driven  by  James 
W.  Clay,  Esq.,  one  of  the  oldest  residents  of 
Henderson.  Colonel  John  W.  Crockett  was 
then  called  upon.  He  congratulated  the  com- 
pany and  the  citizens  of  Henderson  upon  the 
auspicious  events  of  the  day,  complimented 
those  who  had  stood  firmly  by  this  enterprise 
in  its  dark  and  gloomy  days,  and  dealt  some 
hard  blows  to  the  old  fogies  who  lent  it  not  a 
helping  hand  or  smiling  countenance.  His 
remarks  were  received  with  shouts  of  applause. 
At  the  conclusion  of  his  brief  address  Gov.  L. 
W.  Powell  proceeded  to  address  the  audience. 
The  Mail  says : 

There  can  now  be  no  doubt  of  the  early  and 
successful  completion  of  the  Henderson  and 
Nashville  Railroad.  Last  week  the  rails  for 
five  miles  of  the  road  reached  this  point.  The 
first  five  miles  will  be  completed  by  the  first  of 
October,  when  iron  for  five  miles  more  will 
arrive,  and  the  whole  contract  of  the  ten 
miles  will  be  finished  by  the  first  of  December. 
As  soon  as  the  first  five  miles  have  been  com- 
pleted, the  company  will  place  upon  the  track 
a  locomotive  and  cars. 

On  the  touthern  end  of  the  line  the  work  is 
being  constantly  and  vigorously  prosecuted. 
From  the  State  line  toward  Hopkinsville 
twmty  miles  have  been  graded  and  are  now 
reuly  for  the  reception  of  the  iron.  Trenton 
District,  in  Todd  County,  has  voted  a  large 
subscription  of  stock,  and  Christian  County  on 
the  first  Monday  of  this  month,  by  a  clever 
majority,  voted  a  subscription  of  $300,000. 
With  these  means,  beside  others,  which  can 
soon  be  made  available,  it  is  certain  that  the 
road  will  speedily  be  built  through  Todd  and 
Christian  Counties,  leaving  but  the  gap  of 
Hopkins  and  Webster.  This  gap  will  soon  be 
filled,  and  before  the  close  of  1861  we  almost 
feel  confident  that  the  communication  between 
Nashville  and  Henderson  will  be  entirely  by 
rail. 


Importation  of  Silks. — Few  countries  sur- 
pass the  United  States  in  the  consumption  of 
silk  goods.  The  value  of  silks  entered  for  con- 
sumption at  the  Custom  House  in  New  York, 
during  the  last  five  weeks,  has  been  as  fol- 
lows: 

Week  ending  June  30 8725,911 

July     7 836,780 

"              July    14 ],5fi'J,ll8U 

July   21 1,(155,326 

July  'JB 9:2,744 

Total  in  five  weeks $5,152,871 

Dr.  Franklin  declared  that  "satins  and  silks 
put  out  kitchen  fires,"  According  to  the  im- 
portations this  summer,  the  "kitchen  fires" 
must  be  in  a  bad  way  Next  to  silks,  a  large 
share  of  the  importations  of  dry  goous  is 
woolens,  which  in  the  five  weeks  named 
amounted  to  $4,297,592.  Cotton  fabrics  come 
in  next,  and  afterwards  flax  goods. — Boston 
Traveler. 


'  The  Illinois  Central  Railroad  delivered 
at  Chicago  during  the  mouth  of  July,  467,367 
bushels  of  corn,  and  211,704  bushels  of  wheat. 


A  Kind  Act. — The  Pittsburg  Chroniclers- 
lates  the  following  incident  of  Col.  Scott,  for- 
mer Superintendent  and  at  present  Vice  Pres- 
ident of  the  Pennsylvania  Central  Railroad: 

"A  few  weeks  since  a  gentleman  from  Mer- 
cersburg,  with  his  wife,  visited  Philadelphia  to 
see  their  relatives,  and  while  there  the  lady 
took  very  ill,  and  desired,  though  apparently 
unable  to  withstand  the  fatigue  of  the  trip,  to 
be  brought  home  to  die.  The  opinion  of  emi- 
nent physicians  was,  that  if  her  home  was  on 
the  line  of  the  Pennsylvania  or  some  other 
railroad  leading  out  of  Philadelphia  so  that 
she  would  not  be  compelled  to  change  from 
car  to  car,  she  might  live  to  reach  her  destina- 
tion; but  if  she  were  obliged  to  be  removed  as 
often  as  there  were  different  trains  of  cars  be- 
tween the  two  points,  she  could  not  survive  the 
fatigue  of  the  journey.  These  facts  were  com- 
municated to  Col.  Thos.  A.  Scott,  when,  with- 
out the  least  coaxing  or  solicitation,  he  had  a 
first-class  car  prepared,  hauled  to  within  one 
square  of  where  the  lady  was  staying,  and  she 
taken  to  the  car,  placed  comfortably  in  a  bed, 
and,  without  the  molestation  of  any  strangers, 
with  the  whole  car  given  up  to  the  accommo- 
dation of  the  sick  lady  and  her  husband  and 
mother,  had  her  conveyed  from  Philadelphia 
to  Greencastle  without  once  having  to  leave 
her  bed  in  the  car.  The  above  incident  speaks 
for  itself,  and  illustrates  in  a  forcible  manner 
that  proverbial  kindness  of  heart  which  has 
made  Mr.  Scott  such  a  favorite  with  the  pub- 
lic. 


— The  Boston  Post  says,  that  since  June  1, 
the  Eastern  Railroad  has  gained  $30,000  net, 
over  June  and  July,  1859.  A  considerable 
part  of  this  increase  results  from  diminished 
expenditure.  q^j.  ^  ._  ^  £  c 
•*•« 


The  new  depot  of  the  Hudson  River 
Railroad  Company,  about  to  be  built  at  the 
foot  of  Broadway,  will  be  one  hundred  and 
sixty  feet  on  Broadway,  and  one  hundred  and 
sixty  feet  on  Greenwich  street,  with  a  depth  of 
two  hundred  feet.  The  ground  cost  $2^0,000, 
and  it  is  the  intention  of  the  Company  to  put 
up  a  building  which  shall  not  only  furnish 
every  accommodation  for  passengers  and 
freight,  but  shall  be  an  architectural  ornament 
to  the  iower  part  of  the  city.  Their  depots  in 
West  Broadway  and  Eleventh  avenue  will  be 
reserved  as  local  stations.  The  Company  are 
now  receiving  freight  daily  at  that  point  and 
carting  it  up  to  their  lower  depot.  The  rails 
of  the  Ninth  Avenue  Road  will  probably  be 
laid  down  town  early  in  the  Fall,  when  the 
Hudson  River  Railroad  Company  will  imme- 
diately put  on  cars  for  the  transportation  of 
their  freight.  The  route  of  the  Ninth  Avenue 
Road,  upon  which  the  Hudson  River  Railroad 
Company  will  do  all  their  business,  is  down 
Washington  street,  through  Battery  place,  and 
up  Greenwich  street. — Tribune. 


The  Bonds  of  the  Covington  and  Lexington 
Railroad. — The  second  instalmant  of  the  pur- 
chase money  of  this  road  will  be  due  on  the 
5th  of  October,  and  after  that  time,  the  Com- 
missioner, W.  A.  Dudley,  Esq.,  will  be  prepar- 
ed to  pay  the  coupons  of  the  second  mortgage 
bends,  due  in  March,  1859,  and  those  of  the 
preferred  thirds  due  December,  1858;  also,  a 
second  instalment  on  the  preferred  incomes. 
The  holders  of  unpaid  coupons  due  before 
September,  1858.  should  present  them  to  the 
Commissioner  for  payment  before  the  1st  day 
of  February  next,  otherwise  they  will  be 
barred,  and  no  payment  will  be  made  upon 
them. 


The  Cedar  Valley  Railroad  Sold. — By 
public  outcry  yesterday  at  10  o'clock  a.  m.  at 
the  State  Capitol,  in  pursuance  of  previous 
advertisement,  the  Cedar  Valley  Railroad,  in- 
cluding all  the  franchises,  lands,  road  bed,  all 
the  property  of  the  Company,  were  sold  by  the 
Trustees  of  the  Company,  acting  under  the 
Trust  Deed  of  the  State  and  under  requisition 
of  the  Governor. 

It  was  bought  in  for' the  State  of  Minnesota, 
being  knocked  down  to  the  governor  for  one 
thousand  dollars. 

But  one  other  of  the  defaulting  Land  Grant 
Railroad  Companies,  now  remain  to  be  forfeited 
and  closed  out — the  Southern  Minnesota.  The 
The  advertisement  to  this  effect  will  appear 
to-morrow. — Minnesotian,  \st  inst. 


MONETARY  AND  COMMERCIAL- 

The  week  past  has  not  been  marked  with  anything  of 
strange  import.  Money  matters  again  move  on  with  some 
degree  of  smoothness,  the  demand  being  fully  equal  to  the 
limited  supply,  without  pressing  too  near  the  border  of  rea 
stringency.  This  state  of  things  is  no  doubt  conducive  to 
healthy  trade,  and  wilt  force  operators  to  confine  them- 
selves more  strictly  to  the  means  within  their  own  control. 
The  continued  uncertainty  of  the  European  wants  of  bread, 
stuff's,  and  further  uncertainty  as  to  whether  we  are  to  sup- 
ply them  or  some  one  else  can  do  it  cheaper,  has  had  the 
tendency  to  make  every  body  and  every  thing  remain  aa 
quiet  as  possible,  with  a  feverish  anxiety  in  looking  forward 
to  the  chances  for  the  future.  This  anxiety  to  a  great  ex- 
tent pervaded  our  bankers  as  well  as  produce  operators 
and  made  them  confinetheir  loans  to  the  very  shortest  time, 
paper  they  could  possibly  obtain,  in  anticipation  of  some- 
thing turning  up  whereby  they  could  charge  higher  rates; 
which  has  again,  in  turn,  produced  somewhat  of  a  feverish 
anxiety  in  other  branches  uf  the  trade,  lest  money  should 
become  linusuully  tight  during  the  coming  bus  ness 
season  and  every  one  be  put  to  their  trumps.  Notwith- 
standing this  all  departments  of  general  business  are  doing 
a  better  trade  than  is  usual  at  this  season  of  the  year,  with 
certainly  a  good  prospect  for  a  remunerative  fall  trade. 

There  is  another  matter  of  considerable  importance  now 
agitating  the  minds  of  bankers;  that  is,  the  tax  question* 
Although  the  supply  of  banking  capital  in  Cincinnati  is 
now  less  than  in  many  New  England  towns  of  lO.UUO  in- 
habitants,  and  mainly  so  restricted  on  account  of  unfriendly 
legislation,  if  the  interpretation  given  to  the  tax  law  by  the 
present  State  Auditur  is  sustained,  and  we  are  to  have  new 
interpretations  by  evcy  new  Auditor,  the  amount  of  capiB 
tal  invested  in  banking  will  become  beautifully  less.  The 
money  article  of  the  Commercial  has  the  following  on  this 
subject : 

"We  had  intelligence  yesterday  of  a  modification  in  the 
manner  of  assessing  bankers,  which  the  County  Auditor 
feels  himself  compelled  to  make  under  the  construction  by 
the  State  Auditor  of  the  provisions  of  the  tax  law.  It 
seemed,  however,  to  us,  that  the  law,  as  we  understood  it  to 
be  interpreted,  would  -work  so  manifestly  unjust  and  op- 
pressive to  bankers,  that  we  could  hardly  realize  that  we 
had  the  facts  correctly.  Upon  further  inquiry,  we  find  that 
we  were  coreeet,  and  that  changes  will  have  to  be  made  in 
the  returns  which  have  been  handed  in  by  hankers,  to  con- 
form to  the  construction  given  the  law  by  the  State  Auditor. 
Instead  of  allowing  the  assessment  to  he  made  on  the  cur- 
rent monthly  average  of  hills  discounted,  he  holds  that  a 
literal  application  of  the  law  must  be  made,  and  that  the  ac- 
tual amount  of  bills  discounted  and  on  hand  each  month 
must  be  averaged  and  so  returned,  in  accordance  with  the 
following  language  of  the  law,  viz:  'Bills  discounted,  notes, 
&.c.,  which  he  (the  bank  or  banker),  shall  have  from  time 
to  time  in  his  possession  or  under  h\&  control  during  the 
year  next  previous  to  the  time  of  making  such  statement.' 
The  exact  interpretation  of  the  language  of  the  law  is  said 
to  he  regarded  as  imperative,  because  of  its  being  under  the 
penal  code  If  instead  of  the  monthly  average  of  bills  dis- 
counted, bankers  be  required  to  return,  in  addition,  (he 
total  amount  of  bills  on  hand  previously  discounted,  it  is 
obvious  that  'the  business  won't  pay.'  We  learn  that  the 
State  Auditor  has  not  issued  general  instructions  to  this  ef- 
fect, but  has  simply  responded  to  a  special  case.  It  is  be- 
sides observed,  upon  more  critical  examination,  that  the 
instructions  which  were  printed  on  the  blanks  filled  by  the 
Hanks  and  Bankers,  contained  an  express  relation  to  the 
literal  requirements  of  the  law — the  important  sections  of 
which  were  printed  in  full.  The  practical  application  of 
this  proviso  of  the  law  will  be  this  :  The  Banker  who  dis- 
counts a  Hb  day  bill,  say  on  the  loth  day  of  May,  will  have 
to  average  it  among  the  bills  on  hand  at  the  close  of  that 
month,  at  the  close  of  June,  andatthe  close  of  July— mat- 
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i'ng  the  game  bill  to  appear  in  his  averages  of  Bills,  Notes, 
&.c,  on  hand,  three  distiiict  different  times;  in  other 
words,  paying  taxes  three  times  ou  all  such  bills;  Relief 
from  the  operations  of  such  a  law  must  of  course  be  had, 
else  capital  used  in  Banking  will  have  to  seek  fields  less  in- 
cumbered by  oppressive  and  unreasonable  laws.1' 

Rates  charged  by  bankers  are  as  heretofore  quoted  l')@12 
per  cent,  for  first  class  local  paper;  other  grades  range,  in 
outside  operations,  from  J5  to  24. 

Eastern  exchange  is  in  fair  demand  with  a  sufficient  sup- 
ply to  meet  it,  and  quotations  remain  without  change. 

BUYING.  BULLING. 

New  Yorksiffht 3l'@$  prem.        ya    prem. 

Boston 31)® jj-  prem.         >£     prem. 

Philadelphia 30® jj-  prem.        >a    prem. 

Baltimore i@3u  prem.         %     prem. 

New  Orleans i@J-  (lis.     par 

American  Gold. £  prem.       |@40    dis. 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the  fol- 
lowing rates: 

BONDS. 

little  Miami  R.  R.  1st.  Mortgage  Bonds,  G  per 
cent., 87 

Covington  and  Lexington  lt.R  Co.  First  Mort- 
gage Bonds,  7  per  cent 82@85 

Covington  &  Lexington  R.  It.  First  Mortgage 

Bonds,  fi  per  cent 72®75 

Covington  &  Lexington  R.  It.,  Second  Mort- 
gage Bonds,  7  per  cent. 72 

Indianapolis  &  Cincinnati  R.  R.  First  Mort- 
gage Bonds  7  per  cent 85 

Indianapolis  <St  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds .  78fc 

Indianapolis  and  Cincinnati  Railroad  mort- 
gage, 10s 90 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 

Mortgage,  7  percent.  Bonds 901®  100 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds,  7  per  cent 87 

Ohio  and  Mississippi  Railroad,  Construction 
Bonds,  7's 18 

Indiana  Central  R.  R.  Co.,  First  Mortgage 
Bonds,  7  per  cent 81 

Indiana  Central  R.  R.  Co.,  Second  Mortgage 
Bonds.  10  per  cent 80 

Dayton  &  Michigan  R.  R.  Co.,  endorsed  Mort- 
gage 81,7  per  cent 85 

City  of  Cincinnati,  Municipal  Bonds,  6  per 

cent . 04@96 

City  of  Cincinnati,  Railroad  Bonds,  6  per  cent.  P5®86 

City  of  Cincinnati,  Wharf  Bonds,  G  per  cent..82j®84 

STOCKS. 

C  ncinnati,  Hamilton  &.  Dayton  R.  R 75£@76 

Ii  Ltle  Miami  R.  R f-6@P6J 

0  ilumbus&  Xenia  R.  R 85@R.i|- 

1  idianapolis  &  Cincinnati  R.  R . . 

Olio  Sl  Mississippi  R  R I 

F  irmer's  Bank  of  Kentucky, 125 

Northern  Bank  of  Kentucky 131) 

Ohio  Life  Insurance  *;  Trust  On.?s  Certificates.  14®  16 
Ohio  &  Mississippi,  Trustees  Scrip 1  -,''.!<.*■  15 

Statement  of  the  Public  Debt  of  the  State  of  Illinois 
August  16,  i860.— A  statement  of  the  public  debt  of  this 
State,  as  it  stood  on  the  1st  of  last  month.  You  will  see  that 
our  State  is  reducing  its  debt  very  rapidly: 

INTERNAL  IMPROVEMENT  DEBT  AC. 

Interest  slock  payable  at  pleasure  of  the  State.  $89G,9G3  23 
New  refunded  st"ck  of  1859,   coupon  bonds, 

payable  after  1800 9,000  00 

New  refunded  stock  payable  after  1SG2 902,000  (HI 

Liquidation  bonds,  payable  after  1805 250,890  21 

New  refunded  stock,  payable  after  1865 21,000  no 

New  refunded  stock;  payable  after  I860 215,000  10 

Certificate  new  Internal  Improvement  Stock, 

payable  after  1870 2,238,837  03 

New  refunded  stock,  payable  after  1870 118. 0i  0  00 

New  refunded  stock,  payable  after  1876 109,000  00 

Interest  bonds  of  1847,  payable  after  1877 1,030,193  G4 

New  refunded  stock,  payable  after  1877 90,000  00 

$6,480,889  U 

ILLINOIS  AND  MICHIGAN  CANAL  DEBT. 

Canal  bonds  registered,  payable  after  I860.. .  $1,1165,000 

Canal  bonds  unregistered,  payable  after  I860.  635,000 

Canal  bonds  registered,  payable  after  1870.. .  1,243,0(10 

Canal  bonds  un:egistered,payableafter  1870.  800,000 

83,743,000 

Besides  the  above,  there  are  bonds,  &c  outstanding,  as 

follows:     122  Macalister  &.  Stebbins1    Bonds,  77   old   State 

Bonds,  and  scrip,  which,  added  to  the  foregoing  bonds, may 

amount  to  about  $10,500,000 

The  traffic  receipts  of  the  Great  "Western  Railway  of  Can- 
ada for  the  week  ending  August  17th,  I860,  have  been  as 
follows : 

Passengers $  18,980  40 

Freight  and  Live  Stock 15,176  77 

Mails  and  Sundries. 1,390  52£ 

Total 35,547  69* 

Corresponding  week  of  last  year 34,929  92$ 


Increase. 


S617  76* 


fl^We  loam  Ly  the  Liberty  Gazette  that 
the  Trinity  Valley  Railroad  Company,  having 
had  the  $200,000  of  stock  required  by  the 
charter,  subscribed,  was  organized  on  the  24th 
ult.,  at  Liberty.  James  Rigley,  Esq.,  who  has 
been  indefatigable  in  bringing  this  important 
enterprise  forward,  was  elected  President  of 
the  Company.  Galveston  is  deeply  interested 
in  this  road  and  although  our  citizens  have 
probably  undertaken  about  as  much  as  they 
can  well  get  through  with  at  this  time,  yet  we 
doubt  not  they  will  cheerfully  contribute  all 
the  aid  in  their  power  to  this  important  enter- 
prise.—  Galveston  News. 


Fourth  Monthly  Report  of  the  Receiver 
of  the  Ohio  and  Mississippi  R.  R. — The  report 
of  Joseph  W.  Allsop,  Receiver  of  the  Ohio  and 
Mississippi  Railroad,  for  July,  was  filed  in  the 

United  States  Court  on  Friday  last.  The  fol- 
lowing is  a  compilation. 

receipts. 

Ralance  on  hand  from  June  account $33,004  51 

Freight  earnings  of  June $   1,651  "6 

Passengera  prior  to  July 10.43  1  f-G 

Freight  prior  to  July 6.673  33 

Passenger  earnings  in  July 32,165  50 

Freight  earnings  in  July. 18,749  70 

From  other  sources 1 0,399  47 

Total §113,079  C3 

EXPENDITURES. 

Paid  on    account  1st  Mortgage  Bonds,  due 

Jan.],  1860 $15,015  00 

Interest  and  discount 575  12 

Office  and  other  expenses 693  23 

On  account  balance  due  other  roads 102  01 

Charges  advanced  on  account  other  roads 1,745  97 

On  account  June  arrearages 4,450  37 

Current  operating  expenses,  and  construction 

work  for  June 63,561  85 

Balance  carried  to  August  account S26.935  AH 


.A.pxri.1  16,  I860, 

Cincinnati,  Hamilton   and  Dayton 


SIX    DAILY    TRAINS 

LEAVE    THE    SIXTH    STREET    DEPOT  . 
(Sundays  Excepted). 


All  Trains  rcn  by  Columbps  Time,  which  is  Seven 
Minutes  faster  than  Cincinnati  Time. 

THROUGH    XICEEXS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 


G  A.  M.-EXPRESS  TRAIN— For  Hamilton, 
Richmond,  Indianapolis,  Logansport.  Dayton,  Springfield, 
"Urban a  and  Sandusky.  For  Troy.  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

5  A.  M.-ACCOMBIODATION  TRAIN— 
For  Haamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.-COLTJMBUS  EXPKESS-For 
Cleveland  Dunkirk,  Buffalo,  New  York,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2.30  P.  M.  TRAIN— For  Dayton,  Springfield,  Ur- 
bana  and  Bellefuntaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield,  Urban  a  and  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada.  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

D^/=For  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:— No.  l£$9  Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

D,  McLAREN,  Superintendent. 


PR0SSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  BOILER  MAKERS 

AND — 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  Sic,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 

PARIS'S  PATENT  GLASS  EXA1ELED  IRON  TUBES, 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED   STEEL  TUBES. 

THOS.  FR.OSSER  &  SON, 

28  Piatt  Street,  New  York. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  4  DAYTON 


\M^^^ 


r|5gg 


RAILROADS. 


On  and  after  MONDAY,  June  11,  I860,  Trains  will  de- 
part as  follows : 

6:00  A-  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:30  A.  M.  Express. — From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus.  Bellair  and  Benwood;  and  via  Columbus,  Bellair 
and  Pittsburgh  ;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua.  Sidney.  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc 

10:01)  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus.  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  Belle- 
fontiine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
iltnn  for  Oxford,  &c. 

4  :l)0  P.  M.— From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  TV  ay  Stations;  also  for 
Springfield. 

6:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield,  Urbana  and  San- 
dusky ;  for  Troy.  Piqua,  Sidney,  Lima.  Fort  Wayne  and 
Chicago",  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond.  Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  ^Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwoodj  and  via 
Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  1  Burnet  House;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time. 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices. 
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W,  G.  HYHDMAI^'S 
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Patent  Portable  Forge  and  fellows. 

THESE  FORGES  are  superior  to  all  oltogrelsir  build 
ere  of  railroads,  mines,  quarries,  guswemlthe,  locm- 
emiths,  machine  shops,  boiler  makers,  jas  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 
Railroad  companies  andothers  in  want  of  Portable 
or^es  wiUaddress  VV.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  EOUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M—  TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:50  V.  M. 

6.00  P.  M.-CniCAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


— CF"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawreoceburg  &  Indianapolis* 

OCT"  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIlROUG  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
pnasengcrs  at  all  Hotels  and  all  parts  of  the  City  by  leaviug 
address  at  either  office. 

II.  C  LORD,  President. 

CINCINNATI,      WILMINGTOnT 

and  zanesville 

haiijb  o-a_x>. 

Two  daily  trains,  at  5  A.  M  .and  C  P.  M.,  from  Little  Mi 
ami  Depot,  Kast Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Kkturnino  Thains— Arrive  at  Cincinnati  at  8  A.M.  and 
4.41)  P.  M. 

Through  and  Locnl  Tickets  for  sale  at  Depot  Ticket 

Offices  of  Little  Miami  Road- 

W  OND  civcr 


RAILROAD  IRON 


VOSE, LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street. 

T,  F.  RANDOLPH  &  BBO, 
Mathematical   Instrument  Makers 

o.07       estGtHSt.  bet   IV a  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADEPHIA,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City* 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  "West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philade! 
phia.  New  York  and  Boston,  at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  yia  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  M&n  and  Travelers,  for  pleasure  orjnformation, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Double  track; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

JJTp  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH.  Master  Transportation,  B.  &  O,  R.  R. 

J.  H.  SULLIVAN,   Gen.  West.  Agt.,  R.%  O  R.  R. 
L.  M.  COLE,  Gen.  Ticket.  Aet.y  Tt.  8f  0.  R.  R. 
H.  J.  JEWETT;  Pres't  O.  0.  R.  R. 
J.  W.  BROWN.  Ken.  T4rlr.et.J3gf..,  O.   0.  R.  R. 


G.    W.    MORRILL* 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  -WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  bad  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  he  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance-that 
no  pains  will  be  spared  to  give  entire  satisfaction  ir. 
al    asee-  6 


IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7  inches  outBide  diameter,  cut  to  definite  length 
as  required. 
WICOITOHX  IKON  WELDED   TUBES, 
From  %  to  5  inches  bore,  with  Screw  end  Socket  Con- 
nections.   T*s,  L's,  Stops,  Valves,  Flanges ,  etc.,  etc 
Warehouse,  209  South  Third  St., 
PHILADELPHIA  |  tug 

STEPrtKM  MORRIS,  fll  AS.  WHEELER.  JR. 

TUOB.  T.TASKKR,  JR.,  8.  P,  M  T/.*KKR.  ' 


W.  HAKVEYrS  SAFETY  JOINT 

For    Coupling    Hie    Ends    of  liT]     Rail 

^PATENTED,  NOV.  2,  1858. 


Tig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  G\  whuh  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremities  of  the  rails. 
This  plate  maybe  of  such  form  as  to!  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
hear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  the  chair,  as  shown 
in  Fig. 3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyond  the  head  of  the  rails,  ur  it  would  interfere 
withte  shegefianof  the  wheels.  Ar.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  tftem>  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
hase  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D,  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  theirplace. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  Ry  driving  through  two  keys 
they  clamp  artfl  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Another  ""reat  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot;  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  securing  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  one 
part  assists  andtakes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  saf* 
road,  thereby  doing  away  with  thebreakingof  rails,  wheels, 
and  axles,  preventing  the  loss  of  life  and  destruction 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear 
the  rolling  stock  of  the  road. 

AV.  HARVEY,  Inventor  akd  Patents 
41  Jefferson  street,  Albany, 
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GEO.  H.   KNIGHT    &,    BROTHER, 

Patent  Attorneys, 

IV.  E    Cortier  Vine  A:  41b. 


Car  Gf: 


) 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju  84.  6m. 
«.  G.  LOBDELL.        «T.  S.  M'COMBS.        I).  P.  BUSH. 

BBSH&  LOBDELL, 

"Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  R.R.Cars&  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F   R  THEIE 

CELEBRATED     WHEELS, 

EITHER   SINGLE  OR  DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  FITTED 
To   Hammered  or   Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


an2 


A  Rook  for  Every  Rusiness  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
Jl  Complete  List  of  Post-Offices  in  t?te  United  States 
and  Territories,  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Officer;  Rates 
of  Foreign  and  Domestic  Letter  Postage ;  Bates  of 
Printed  Matter*  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post- Office  De- 
partment, <fec.,  <fcc. 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

HEAD  THE  FOLLOWING  CERTIFICATE. 
U.  S.  Blank  Agency,  Cincinnati  Post-Office,) 

January,  1859.  \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnatiP.  0-,from  the  Records  in  this  Department,  and 
Jfer  sources,  and  contains  the  most  complete  list  of  Post- 
OflVces.  especially  of  the  Western,  North- Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &c,yfor  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  New  Offices,  Changes  and 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Odberve,  That  this  list  is  arranged  by  States  and  Coun 
*es,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  J856.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued-  The  Price  is  one-halfthat  of  any  work  of  the  kind 
now  published. 

JJlr  Single  copies  sent  bv  mail(postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps      Five  Copies  sent  for  $1.00,  or  Twelve 


Copies  for  $ 2.iM». 
Addresi 

Mwr.tf  V 


C  S.  W1LL1IAMS: 
1&4  Wab>»t  Street, 
P>p»rp%ti,  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 


W 


Iff.  StTITINEK  dc  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  Becond  floor,  Cincinnati,  Ohio, 

BRANCH   OFFICES: 


Louisville,  Ky., 

Lafayette,  Ind., 

Indianapolis,  Ind., 


Columbus,  O., 
Dayton,  O., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
importantimproveroents.  at  a  reduction  on  former  prices  ; 
an*  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  Anew  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Hollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al*he  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  hind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

]£j=Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febV-J.  WM.  SUMNER  &,  CO. 


MOSELEY'S 
WROUGHT   IRON 

ARCH  BRIDGES 

—AND 

Corrugated   Iron   Roofs 

ARCHED  AND  FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  OS  West  Third  Street,  Cincinnati,  Ohio. 

SDt.  2.  MOSELEY  &  CO. 


JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL  INSTRUMENT  MAKERS, 

S.W. CORNER  F1FTHANDBACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  band.    Kcpairing  attended  to, 

H.  TWITCH-ELL,  JAMEB  FOSTKR,  J*. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pox* 
chase  Ag.4,m.6. 

""  FREEDOM  IRON  COMPANY, " 

MANTJTACTUTERS  OP 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pnmp  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewisiown,  Milflia  Co.,  Peon, 

JOHX  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Jnniata  cold-blast  char* 
coal  Pig  Iron.refined'with  Charcoal  in  the  old-fashione* 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  ia 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 

OF   THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp..  7  00  a.  x. 

Mail D.oua.m. 

New  York  Exp.. 11. 15  a.  M. 

Night  Exp 5.0(1  p.  M. 

Utica  Accom'n..  6  ou  p.  m.    Ar 

N.  Y.Mail 11.15p.m. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 

Mail 

Cleveland  Exp..  6.00  p.  h. 
Cincinnati  Exp.  11.00  p.  B. 
UticaAccom'n.. 


Arf.  Buffalo. 

7  00  p.  M. 

1S!.50  a.  M. 

9.00  p.  M 

4.UI>  a.  x. 

U.  IO.OOp.m 

10.0'  a.  M. 

Leave  Bridge. 

5.15  a.  M. 

8.U0  A.  M. 


Arr.  S.  Br. 
7  00  p.  x. 

9.00  p.  x. 
4.00  a.  X. 

10.00  a,  X. 
Ar.  A  lb'y 

3.30  p.  x. 

8.00  p.  x. 

2.30  p.  XI 
4.40  a.  «'. 
8.30  a.  x, 

10.00  a.  j 


CINCINNATI 

L0C0M0TIYE  WORKS. 


Theundersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  bes>Easte 
manufacture.  Also,  Shaping  and  Slotting  Machine! 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
forging  and  casting  done  at  short  notice.  Also,  bolts  fo 
bridges  cu   withdispatcb . 
a.  MOORE  &  RICHARDSON. 

TEE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  ot  Col.  E.  W  % 
lUORGAlV,  a  distinguished  graduated  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chines, Construction,  Agriculturalc'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompaniedbyd  aily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  of  Professioiialpreparation-,  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  £109 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  M  Military  Institute 
Franklin  Springs,  Ky.  "or  theundersigned. 

r      °  P.  DUDLEY". 

Preeldeatofth  Boar 
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E.  D    MANSFIELD,  -    1    !JA'ttmn 

T.  WBIGHTSOJXT.        -  -       i   Editors. 

CINCINNATI: 
Thursday   Horning,    Kept.  6.  19fi0. 

THE  RAILROAD  RECORD, 

PUBLI&BED  EVERY  THURSDAY  MOtimNQ, 

BY  WEIGHTSON  &  CO. 

OFFICE  -No.  167   Walnut   Street. 

SUBSCRIPTIONS— $3  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 

ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

Onesquare,;>ingleinsertion, SI  00 

"        'l        per  month, 3  00 

"        "        six  months, 12  00 

•«       "        per  annum, 20  00 

'*    column. single  insertion, 5  0" 

"        '•        per  month,  1000 

"        "        six  months, 40  00 

'•        "        peiannum 80  00 

"    page,  single  insertion, 15  00 

"       •         permonth 25  00 

"       ■'        sixmonths, 110  00 

"        "        perannum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 
If  subsciibers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subserihersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  have  settled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion,  they  are  held  responsible 

Subscriptions  and  communications  addressed  to 
WKIGIITSON  &  CO., 

Publishers  and  Proprietors, 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  j?ecorrf. 


INDIANAPOLIS  AND  CINCINNATI  RAILROAD. A 

meeting  of  the  stockholders  of  this  road  was 
held  at  Indianapolis  on  Monday.  The  attend 
ance  was  large,  19,051  votes  being  cast,  result" 
ing  the  choice  of  the  following  Board  of  Direct, 
ors:  Wm,  Dwight,  Boston;  Wm.  A.  Bouth, 
New  York;  T.  A.  Morris,  Indianapolis;  C.  S. 
Stevenson,Indianapolis;  A.  R.  Forsyth,  Greens- 
burg;  L.  B.  Lewis,  Lawrenceburg;  H.  C.  Lord, 
Cincinnati;  N.  Wright,  Cincinnati. 

The  Board  was  chosen  unanimously.  Wm. 
Dwight,  of  Boston,  is  the  only  new  member, 
having  been  elected  in  place  of  R.  H.  Man- 
ning, of  New  York. 


New  York  and  Erie  Railroad. — The  Even. 
ing  Post  estimates  the  year's  business  of  the 
New  York  and  Erie,  from  the  1st  of  October 
next,  at  $6,000,000,  and  the  operating  at  55 
per  cent.,  or  a  total  of  $3,300,000,  leaving,  as 
net  earnings  for  the  year,  $2,700,000.  The 
interest  on  the  bonded  debt,  say  $18,000,000, 
would  be  $1,200,000,  and  on  preferred  stock 
$770,000,  which  being  deducted  from  tho  net 
earnings  would  leave  $070,000  to  be  applied 
to  common  stock  payments.  The  earning  of 
the  road  reached  $0,350,000  in  1856,  and  its 
friends  are  confident  that  the  coming  year  will 
fully  come  up  to  that  figure 


THE  OHIO  LAKE  SHORE  LINE  OF 
RAILROADS. 

We  have  before  us  the  last  annual  report  of 
the  Cleveland,  Painsville  and  Ashtabula  Rail 
road;  the  Cleveland  &■  Toledo  Railroad  and  the 
Toledo  and  Wabash  Company ;  one  of  the 
most  extensive  and  valuable  lines  of  Railroad 
n  the  world.  This  line  might,  in  this  consi- 
deration of  it,  be  extended  much  further,  from 
Buffalo,  (N.  Y.)  to  Chicago,  (111.),  but,  for  the 
present,  these  Companies,  which  occupy  the 
central  ground,  from  Erie  (Penn  )  to  Fort 
Wayne,  (Ind.),  and  thence  down  the  Wabash 
Valley  to  the  Illinois  State  Line,  the  contin- 
uance of  the  Lake  Shore  Line,  is  the  Northern 
Indiana  to  Chicago;  but  we  take  the  reports, 
as  they  are,  to  illustrate  the  trade  of  this  line 
East  and  West. — 

1.  The    length   of  these   roads   is   as    fol- 
lows, viz: — 

Cleveland,  Painsville  and  Ashtabula  Railroad,      95 

Cleveland  and  Toledo  Railroad 173 

Toledo  and  Wabash  Railroad 250 

Aggregate, 518 

Of  this   line,  318    miles  are   in  the  state  of 
Ohio. 

2.  The  capital  of  the  whole   line,  is  as  fol. 
lows,  viz: — 

Cleveland,  Painsville  &  Ashtabula  R.R.  $3,0110/00 
Cleveland  &  Toledo  "        8,343,812 

Toledo  &  Wabash  "       2,100,600 


Aggregate  Stock  Capital $8,454,412 

The  Debt  Capital  acting  as  a  prior  lien  upon 
the  roads,  is  as  follows,  viz: — 

Cleveland.  Painsville  &.  Ashtabula  R.R    §1 ,100,000 
Cleveland  &  Toledo  "        3,848,420 

Toledo  &  Wabash,  "       5,9  nl.uiiO 

Total SI  1.448,420 

The   aggregate   amount   on  which   interest 

and   dividends  are   to  be  paid,  is  as   follows, 

viz : — 

Cleveland,  Painsville  &.  Ashtabula  R.R.  S4.7OO.O00 
Cleveland  &  Toledo  "        6,192.232 

Toledo  &  Wabash  "        8,110,6110 


Aggregate $20,1.02,832 

3.  The  aggregate  receipts  of  each  Company 
were  as  follows,  viz: — 

Cleveland,  Painsville  &  Ashtabula  R.R.     $934,3  0 
Cleveland  &  Toledo  "  83.1.271 

Toledo  &  Wabash  "  651,119 

Total $2,418,710 

4.  The  aggregate  expenses  of  the  Compa- 
nies were  as  follows,  viz: — 

Cleveland,  Painsville  &  Ashtabula  R.R.    $408,900 
Cleveland  Sl  Toledo  '■  307,736 

Toledo  Sl  Wabash  "  401,531 

Aggregate $1,178,187 

5.  The  net  balances  of  each  road  were  as 

follows,  viz: — 

Cleveland,  Painsville  &  Ashtabula  R.R.    $525,420 
Cleveland  &  Toledo  "  465,535 

Toledo  &  Wabash  "  249,588 

Total $1,240,543 

Some  curious  results  flow  from  these  facts. 

First — It  appears  that  if  these  roads  were 
consolidated,  making  518  miles  altogether,  that 
the  net  profit  on  the  whole  line  is  just  6  per 
cent.,  which,  with   a   probability  of  its   being     year: 


annually  increased,  makes  a  very  good  pro- 
perty. 

Secondly — That,  if  we  take  the  first  two,  from 
Erie  to  Toledo,  there  is  8  per  cent,  net  profit, 
much  more  profitable  than  the  whole  line. 

Thirdly— If  we  take  the  first  link  only,  from 
Erie  to  Cleveland,  it  is  11  per  cent.;  perhaps 
the  most  profitable  line  in  the  country.  More- 
over, as  the  interest  on  bonds  is  at  a  less  rate 
than  the  net  profits,  the  stockholders  receive 
more  than  12  per  cent.  In  the  last  year  the 
stockholders  received  15  per  cent,  viz: — 10 
per  cent,  declared  from  the  current  business, 
and  5  per  cent,  extra,  from  the  surplus. 

If  we  look  into  the  reason  of  the  extraordi- 
nary success  of  the  Painsville  and  Ashtabula 
Railroad,  it  is  not  difficult  to  ascertain.  I' 
happens  from  its  locality  to  do  all  the  busi- 
ness of  both  the  N.  Y.  Central  and  the  N.  Y- 
and  Erie,  with  the  West.  It  is  a  funnel,  into 
which  everything  is  poured.  But  when  this 
stream  of  business  reaches  Cleveland  from  the 
East,  it  is  immediately  divided  into  two  great 
channels,  one  proceeding  to  Cincinnati  and 
the  other  toward  Chicago.  When  the  Eastern 
stream  reaches  Toledo,  it  is  again  divided  into 
three  parts,  one  to  Detroit,  one  to  Chicago,  and 
one  down  the  Wabash,  by  the  Toledo  and  Wa- 
bash Road.  To  counterbalance  this,  howeveri 
the  Wabash  Road  has  the  advantage  of  im- 
meneo  local  business,  which  in  that  rich  and 
productive  country  must  rapidly  advance.  To 
see  how  the  advantage  of  position  operates, 
let  us  look  at  the  number  of  passengers  on 
these  roads: — 

Cleveland,  Painsville  and  Ashtabula  R.R.    283.161 
Cleveland  and  Toledo  "       246,478 

Toledo  and  Wabash  "       179,451 

We.  have  adverted  heretofore  to  the  manner 
in  which,  by  the  increase  of  crops,  the  receipts 
of  railroads  were  to  be  greatly  enlarged  in 
1860-61.  The  Wabash  and  Toledo  Road  is 
one  which  will  feel  this  increase  probably  as 
much  as  any  in  the  country,  since  it  lies  in, 
and  commands  the  trade  of  the  Wabash  Val- 
ley. The  annual  report  gives  this  statement 
of  its  freight  business: — 

"The  Freight  Income  of  the  present  fiscal 
year  as  compared  with  that  of  the  preceding 
year  shows  a  gross  deficit  of  $41,141,33,  which 
deficiency  has  been  produced  principally  by 
the  falling  off  of  the  grain  traffic  upon  the 
Road,  and  measureably  by  a  diminution  in  the 
shipment  of  live  stock,  as  will  further  appear 
by  comparative  exhibits.  It  is  to  be  regretted 
that  a  full  comparison  of  the  details  of  the 
traffic  for  the  two  years  can  not  be  submitted, 
as  the  present,  strict  system  of  classification  of 
all  transaction  in  the  freight  department  was 
not  adopted  previous  to  the  1st  of  April,  1858. 
It  is,  therefore,  impossible  to  exhibit  a  full 
statement  of  the  business  of  the  year  1857, 
or  1858.  A  comparison,  however,  of  the 
classified  business  for  the  five  months  in  each 
year,  commencing  or.  the  1st  April  and  termi- 
nating on  the  3 1st  August,  will  serve  to  show- 
in  some  degree  in  what  classes  of  business  the 
Road  has  lost  and  where  it  has  gained.  The 
following  is  a  statement  of  the  comparative 
business  for  this  period  of  Jive  months  in  each 
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EASTWARD    BOUND   FREIGHT. 
Grain,  l™she]s.-..74H.7?9    24  ,e(M    492,939 

Cattle,  cars 1.734  9«2  753 

Hogs,  cars 923  411  512 

IrtSaberyfcet 141,935  1,407,367       1,355,432 

Sundries,  tons 1S.IB9       14,813       1,356 

OPERATING   EXPENSES. 

"Schedule  No.  4  exhibits  a  concise  analysis 
of  the  disbursements  on  account  of  operating 
the  Road  during  a  period  of  twelve  months, 
including  the  present  fiscal  year,  each  item  of 
disbursement  properly  arranged  and  classified 
under  each  respective  department  of  expen- 
diture. 

PASSENGER. 

"Schedule  No.  5  contains  a  compilation  of 
the  monthly  earings,  and  number  of  passen- 
gers transported  upon  the  Road,  showing  the 
amount  received  at  each  local  station,  also  by 
conductors  of  trains  and  the  income  derived 
from  that  service  from  sales  of  tickets  by  con- 
necting Roads." 

We  shall  continue  this  analysis  further,  in 
another  article,  on  the  Grain  Trade  of  Rail- 
Voids. 


-A 


EAILWAY  CAPITALIZATION. 


We  have  ever  been  more  hopeful  of  the  ul- 
timate successof  our  American  Railways  than 
many  of  our  cotemporaries.  True,  many  roads 
have  been  built  that  the  trade  of  the  country 
did  not  require,  or  its  development  could  not 
at  the  time,  sustain.  But  we  have  an  abiding 
faith  that  the  great  majority  of  them,  have,  or 
will  speedily  so  develop  the  resources  of  the 
country  through  which  they  pass,  that  they 
will  yield  fair  dividends  on  a  fair  valuation 
with  economical  management.  But  if  they 
are  required  to  pay  dividends  on  what  they 
have  nominally  cost,  with  the  outrageous  man- 
agement that  characterizes  too  many  of  them, 
and  to  pay  interest  at  8  or  10  per  cent  on  a 
bonded  debt  greater  than  the  cost  of  the  road 
should  have  been,  we  shall  back  down  from 
our  hopeful  position  and  admit  that  neither 
stockholders,  nor  bondholders  will  be  likely  to 
realize  to  any  extent  upon  their  investments. 

But  how  are  railway  companies  to  be  brought 
into  this  sound  dividend  paying  condition? 
The  answer  is  plain :  They  must  do  as  a  mer- 
chant would  under  similar  circumstances — 
make  their  assests  pay  their  debts.  The  soon" 
er  that  is  done,  the  more  their  property  will 
amount  to.  But  if  it  be  delayed  a  few  years 
longer,  neither  creditors  nor  stockholders  will 
realize  anything;  for  decay  and  wear  and  tear 
will  absorb  all. 

It  is  a  well  settle  principle  among  business 
men,  that  when  a  merchant  is  bankrupt,  or  in 
failing  circumstances,  the  sooner  he  makes  an 
assignment  the  better  for  all  concerned.  So 
with  railways.  If  they  can  not  make  provision 
for  their  debts,  they  should  hand  over  their 
assests  to  their  creditors  to  whom  they  right- 
fully belong.  The  longer  this  is  delayed,  the 
more  the  property  will  depreciate,  and  the 
larger  the  indebtedness  will  become;  for  inter- 
est, like  the  fingers  on  the  dial,  never  stop 
until  the  machine  runs  down.  True  by  such 
ft  course  stockholders   may  lose  their  whole 


investment.  But  that  is  already  lost,  and  its 
name  is  only  a  fiction  or  myth,  that  represents 
nothing.  One  remedy  is,  therefore,  to  turn 
all  the  debts  into  capital,  re-organize  the  com- 
panies without  debts,  and  if  money  is  wanted 
for  repairs,  make  assessments  on  the  stock; 
and  then  every  dolllar  earned, — and  but  few 
roads  in  the  country  but  will  earn,  under  judi- 
cious management,  more  than  their  expenses — 
will  be  so  much  for  dividends.  Thus  too  every 
of  stock  will  have  a  cash  value  in  the  market, 
proportioned  to  the  dividend;  whereas,  now  it 
has  no  market  value,  except  as  it  is  made  a 
foot-ball  or  kite  for  Wall  Street  Stock  Jobbers 
to  gamble  with. 

There  may  be,  and  undoubtedly  are,  many 
legal  and  other  difficulties  in  the  way  of 
accomplishing  this  desirable  object;  but  none 
we  think,  that  with  a  little  judicious  manage- 
ment can  not  be  overcome.  Capital  is  gene' 
rally  shrewd  when  its  own  interests  are  con- 
cerned, and  is  ever  ready  to  embrace  all  rea- 
sonable opportunities  that  may  be  offered  for 
its  protection.  But  aside  from  this,  the  debts 
are  only  worth  what  the  assets  will  bring,  and 
if  creditors  refuse  to  take  their  share,  let  the 
property  be  sold,  and  the  roads  re-organized  on 
a  cash  basis.  If  suffered  to  go  on  as  hereto- 
fore, they  will  be  nothing  but  dead  weights  on 
the  commercial  operations  of  the  country, 
dragging  everything  down  into  one  common 
bankruptcy.  But  give  them  life  and  vitality 
by  cutting  off  the  drain  of  usury  that  is  now 
sapping  their  life-blood,  and  the  aspect  of  the 
whjle  business  world  will  be  changed.  Pros- 
perity will  flow  in  upon  us  as  a  river,  and  new 
energies  will  rush  forward  to  the  full  develop- 
ment of  the  great,  but  now  dormant  resources 
of  this  country.  Individual  interests  may  suf- 
fer, but  not  m  re  than  if  things  are  allowed 
to  remain  as  they  are,  and  yet  what  of  that? 
The  many  will  be  benefited,  and  that  is  what 
we  are  to  look  after.  Who  would  not  allow  his 
finger  to  be  cut  off  if  thereby  he  could  save 
his  hand?  or  the  amputation  of  a  limb  if  by 
so  doing  the  body  could  be  preserved  ?  Surely 
none  but  a  coward.  Then  why  should  we  hesi- 
tate to  apply  the  knife  to  the  diseased  por- 
tions of  our  business  affairs,  if  thus  we  can 
rescue  them  from  the  impending  ruin  ?  If  a 
knot  can  not  be  untied  it  had  better  be  cut,  es- 
pecially when  parties  are  in  danger  of  being 
strangled  by  it,  without  stopping  to  inquire 
how,  or  by  whom,  the  knot  was  tied.  When 
relief  is  obtained,  it  will  be  time  enough  to  in- 
quire into  the  cause  that  induced  the  danger, 
if  it  be  necessary,  in  order  to  guard  against 
like  mishap  in  the  future.  But  until  the  scal- 
pel is  freely  used  on  the  financial  affairs  of 
our  railways,  and  the  leach — interest — choked 
off,  we  need  not  expect  any  permanent  improve- 
ment in  railway  matters.  Almost  every  road 
in  the  country  is  being  eaten  up  every  six  or 
eight  years  by  interest  on  its  debts.  What 
folly  then  to  try  and  prolong  their  present  or- 
ganization when  by  to  doing  they  are  only- 
sinking  deeper  into  the  slough  into  which  they 


have  fallen.  Bondholders  undoubtedly  must 
see  that  their  securities  are  daily  depreciating, 
and  it  is  strange  that  they  do  not  take  active 
measures — as  some  already  have — to  take  pos. 
session,  and  save  from  further  depreciation, 
the  property  that  already  belongs  to  them. 


STEEET   EAILWAYS   IN  ENGLAND- 

Strange  as  it  may  seem,  England,  which  was 
the  first  to  lead  off  with  the  locomotive,  has 
yet  to  inaugerate  the  first  city  passenger  rail- 
way. Yet,  even  the  intense  conservatism  of 
John  Bull  has  to  yield  to  the  car  of  progress. 
The  Inevitable  Yankee  is  abroad.  The  Street 
Railroad  question,  so  familiar  to  us  here,  has 
been  fought  over  inch  by  inch,  in  Liverpool, 
Birkenhead,  and  London,  as  it  has  been  fought 
over  in  every  important  city  in  this  country, 
but  to  the  new  city — for  it  is  scarcely  the  age 
of  Cincinnati — of  Birkenhead,  across  the  Mer- 
sey from  Liverpool,  is  likely  to  be  awarded  the 
honor  of  being  the  first  in  the  United  King- 
dom to  adopt  what  must  be  considered  as  one 
of  the  most  important  improvements  of  the 
age.  But  while  congratulating  our  English 
Cousins  on  their  prospective  release  from  the 
old  fashioned  and  cumberous  omnibus  by 
substituting  street  cars  in  their  crowded  tho- 
roughfares, we  can  not  help  expressing  our 
gratification  that  this  important  result  was  be- 
gun and  carried  through  by  an  American — Mr. 
Francis  George  Train,  of  Boston,  whom  the 
Liverpool  Mail  calls  "onr  extremely  'fast' 
Yankee  Cousin,  famous  for  making  galloping 
speeches,  writing  galloping  books,  and  gallop- 
ing himself  round  the  world — one  while  in 
Massachusetts,  and  presto  in  Melbourne,  then 
turning  up  at  Calcutta  and  next  contemplating 
a  run  through  China,"  and  who,  according  to 
the  Liverpool  Chronicle,  has  earned,  by  the 
energy  of  his  character,  the  soubriquet  of  the 
Express  Train. 

Mr.  Train,  says  the  Engineer,  has  been  for 
some  time  endeavoring  to  obtain  the  attention, 
of  various  public  bodies  in  England  to  the  ad- 
vantages of  the  street  railway  system  now  so 
generally  and  so  successfully  adopted  in  the 
United  States.  Taking  the  opportunity  afford- 
ed by  the  action  of  tho  Mersey  Dock  Board  at 
Liverpool,  in  imposing  a  prohibitory  toll  upon 
the  omnibuses  using  their  line  of  rails  alone 
the  docks,  Mr.  Train  came  forward  with  an 
offer  to  pay  the  toll  if  allowed  to  start  and  run 
a  line  of  railway  omnibuses  upon  the  Ameri- 
ican  plan.  By  some  means,  Mr.  Train's  pro- 
posal was  shelved,  and  he  has  accordingly 
been  on  the  look-out  for  more  public-spirited 
boards,  one  of  which  is  evidently  that  of  the 
Commissioners  of  Birkenhead.  Mr.  Train 
having  offered  to  put  down  lines  of  street  raiL 
ways  at  his  own  expense,  and  to  work  them 
with  horse-drawn  carriages,  the  Birkenhead 
board  referred  ~the  matter  to  their  surveyor, 
Mr.  Edward  Mills,  who  has  reported  favorably 
upon  the  whole  system.     On  Tuesday  week,  at 
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an  adjourned  meeting  of  the  board  Mr.  Mills' 
report  was  adopted,  and  a  joint  committee  was 
appointed  to  conclude  arrangements  with  Mr. 
Train.  There  were  remonstrances,  it  is  true, 
from  citizens  residing  in  some  of  the  thorough, 
fares  through  which  it  was  proposed  to  extend 
the  new  lines  of  communication,  but  other 
routes  will  probably  be  adopted,  and  the  re- 
monstrating citizens  will  probably  be  the  first 
to  regret  their  folly. 

So  they  are  to  have  an  American  horse  rail- 
way in  England,  and  that  too  in  one  of  the 
newest  and  most  American  cities — Birkenhead, 
which  is  the  growth  in  a  great  measure  of  com- 
merce with  this  country. 

In  a  notice  of  this  enterprise  the  Liverpool 
Post  thus  compliments  this  country: 

If  you  want  to  know  how  anything  ought 
to  be  done,  see  how  they  do  it  in  America. 
Circumstances  in  that  country  made  men  in- 
ventive. Without  an  extraordinary  aptitude 
for  overcoming  difficulties  they  never  could 
have  got  on;  and  in  consequence  of  this  apti- 
tude becoming  a  second  nature  in  them,  they 
are  going  on  still.  They  will  neverstop;  their 
motto  is,  "Go  ahead."  The  cradle  is  rocked 
and  apples  are  pealed  by  machinery,  and  at 
this  moment  we  are  franking  the  Daily  Post 
by  an  American  contrivance,  and  are  to  print  it 
by  another  by  and  by. 


Branch  of  the  Hannibal  and  St.  Joseph 
Railroad. — The  construction  of  the  branch  of 
this  road  from  Wyandotte  to  Kansas  has  been 
let  to  a  company  at  $300,000,  the  contractors 
to  furnish  the  iron,  and  to  have  the  road  in 
running  order  by  the  1st  of  May  next.  The 
Leavenworth  and  Pawnee  Railroad  Company 
have  purchased  the  Delaware  Reserve,  and  will 
build  their  road  from  Cameron  through  Lea- 
venworth into  the  Kansas  Valley,  a  distance 
of  some  fifty  or  sixty  miles. 


— The  following  is  an  approximate  state- 
ment of  the  earnings  of  the  Pittsburg,  Fort 
Wayne  and  Chicago  Railroad  Company  for 
the  month  of  June,  1860,  compared  with  the 
same  poriod  last  year,  viz: 

I860.  1859.  Increase 

Freight '  882,900  17  $51,982  85  $30,926  32 

Passengers 63,.".(I6  44  66,219  n5     

Express 2,6110  00  3.255  60     

Wails 7.825  00  T  r-95  00     

Rer.tofRoad 7,083  33  5,510  00  1,583  33 

Miscellaneous 73  25  15*  96       


Total $103,997  19  $134,941  46       29,055  73 

Earnings  Jan.    1    to 
July! $1,019,793  08  $830,689  43  $189,103  65 


Coal  in  Calaveras  County. — Dr.  Angier 
brought  to  this  office  a  few  days  since  a  pound 
or  two  of  specimens  of  coal  in  formation,  which 
he  obtained  from  a  tunnel  near  Jordan  bridge, 
on  the  "  old  channel."  The  coal  was  set  in 
a  stratum  of  sulphurets  ;  some  parts  of  it  were 
hard,  perfectly  petrified  and  glossy;  other 
parts  were  in  the  first  stage  of  petrifaction, 
having  the  wood-grain  clearly  defined;  and 
one  small  particle  exhibits  no  evidence  of 
petrifaction  whatever,  but  is  blackpned  by  the 
action  of  the  oxide  of  iron. — San  Aadreas  In- 
dependent. 


GEEAT  WESTERN  RAILWAY   OF 
CANADA. 

A  letter  on  the  origin,  present  position,  and  future  prospects 
of  the  Great  Western  Railway  of  Canada,  containing  an 
analysis  of  the  accounts  of  the  Company,  and  the  result 
of  observations  made  in  traveling  over  the  line  and  in- 
specting the  hooks  of  the  Company  at  Hamilton,  C.  W. 
By  Wm.  Lance. 

[Concluded.] 
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The  profit  on  each  class  of  traffic  being : 

On  Passenger  traffic — 

Local $136,855 

Foreign 132,314 


«S. 


On  Freight  traffic — 

Local 897,666 

Foreign 4,411 


$269,169 


$371,246 

From  the  opening  of  the  Line:  Upon  a 
similar  estimate  of  charges,  but  appropriating 
the  cost  of  maintenance  of  way  according  to 
the  "train,"  not  in  the  "car,"  mileage,  the 
profit  on  the  several  classes  of  traffic  from  the 
opening  of  the  line  to  31st  July,  1859,  are  ap- 
proximately as  follows : 
On  Passenger  traffic — 

Local  £403,112 

Foreign 510,189 


On  Freight  traffic- 
Local £252,219 

Foreign 67,790 


£913,301 


320 .0C9 


£l,234,3l('or  $4,933,240 

I  am  not  prepared  to  render  any  statements 
made  up  from  Mr.  Brydges'  data,  as,  in  esti- 
mating actual  returns,  actual  charges  only 
must  be  dealt  with,  and  it  must  be  left  to  some 
future  day  to  make  an  estimate  to  meet  his 
ideas.  I  believe  that  eventually  we  shall  not 
be  found  to  have  so  greatly  differed  in  reality. 

The  value  of  the  local  traffic,  which  it  will 
be  seen  is  three-fourths  of  the  entire  profits 
of  the  road,  readily  suggests  a  reason  why 
American  Companies  may  be  found  so  willing 
to  lease  the  Great  Western  line,  and  to  support 
the  promoters  of  the  Southern  railway.*  The 
New  York  Central  and  Michigan  Southern 
might  well  make  a  compact  to  lease  the  Great 
Western  and  assist  to  build  the  Southern  line, 
for  then,  having  a  road  on  which  the  local 
traffic  would  suffice  to  pay  the  agreed  rental, 
they  could  force  their  own  terms  upon  the 
Southern  road,  as  that  line  being  altogether 
destitute  of  the  means  of  earning  local  traffic 


would  be  obliged  to  make  any  sacrifice  inorder 
to  keep  the  road  open,  and  the  Americans 
could  then  carry  out  a  most  profitable 
"through  business"  at  the  expense  of  Cana- 
dian shareholders. 

The  present  local  traffic  of  the  Great  West- 
ern railway  is,  of  course,  affected  by  the  de- 
pression of  trade  in  the  province,  but  it  will 
most  certainly  recover  on  the  revival  of  com- 
merce. It  is  a  traffic  which  none  but  a  com- 
peting line  in  its  immediate  proximity  can. 
take  away  or  materially  affect,  and  its  value 
may  be  learnt  by  the  return  it  has  given  the 
Company.  If  my  deductions  are  correct,  the 
profits  are  three  times  as  great  on  "local" 
as  those  on  "  through"  business  ! 

The  rate  obtained  for  "  local  business"  is 
higher  than  for  "through  freight,"  and  the 
progress  of  "  local  traffic"  is  shown  in  the 
mileage  of  passengers  and  tonnage  of  freight, 
as  follows : 

Mileage  of  Receipts  Tonnage  Receipts 

Local  Per  P' fid.  of  local    per  ton 

Passengers.  Her  mile  Freig lit.  per  mile. 

January  1855...  .7,848,381        29920  2.5  2.536        4  9732 

July  "    ...  8.110,5.10       2  9772  2.325.028       48I8R 

January  1856. ..10.717213        3  0248  4  029,882        511420 

July  "    ...11,863,434       29220  5.061,204        5-0096 

January  1857...  13,926.046       2  9140  6  3"3  390        4-2'60 

July  "    ...10,830,944        29240  4.204.609       40561) 

January  1858...  I0,2'.'9  277       29)08  4,533,454       3-4736 

July  ••    ...7,565,849       2-9560  3,898,175       3  9884 

January  1859...   7,527,593       2-9572  2.927,266       4-8780 

July  "...  6,621.879       2-9992  4,948,' 18        3-1780 

Jauuary  1860...  6,722,496       3-0020  4,719,436       36486 

A  further  examination  of  the  causes  of  the 
decline  in  the  traffic  receipts  of  the  Great 
Western  of  Canada,  and  other  American  lines 
since  1857,  explains  the  difference  between 
English  and  American  railroads,  and  why 
English  holders  can  not  readily  understand 
the  character  of  their  traffic  and  the  circum- 
stances that  affect  it.  When,  from  any  tem- 
porary failure  of  the  crops,  the  internal  trade 
of  England  falls  off,  the  lines  of  railway  there 
are  not  nearly  so  much  affected  as  the  Am»ri- 
can  lines  would  be  by  a  similar  occurrence  in 
that  country;  and  this  difference  in  the  effects 
produced  by  like  events,  may  be  entirely  ex- 
plained in  the  peculiarities  of  the  agricultural 
populations  of  England  and  America. 

England  is  incontestably  one  of  the  greatest 
manufacturing  countries,  and  her  manufac- 
turers are  exceedingly  wealthy;  yet  the  in- 
come of  those  who  derive  their  fortune  from 
landed  property  is  superior  to  that  of  those 
who  are  now,  or  have  been,  dependent  on 
trade.  This  arises  principally  from  the  opera- 
tion of  the  law  of  primogeniture,  which  by 
keeping  undivided  large  properties,  and  en- 
couraging the  accumulation  of  a  plurality  of 
estates  in  one  family,  tends  to  place  and  re- 
tain the  whole  landed  interest  in  comparatively 
few  hands.  These  great  landowners  are  not 
themselves  cultivators,  but  rent  or  lease  their 
land  to  farmers,  who  are  the  persons  who  most 
directly  feel  the  adverse  consequences  of  de- 
ficient harvests.  At  such  periods  the  farmer- 
tenant  is  unable  to  pay  up  his  rent,  and  the 
landlord  is  compelled  to  allow  it  to  stand  over ; 
but  in  addition  to  his  farm  property,  the  land- 
lord is  generally  possessed  of  other  revenue, 
and  he  i:>  therefore  not  seriously  embarrassed! 
and  as,  together  with  the  cereals  which  have 
failed,  the  farmer  cultivates  some  other  pro- 
duce, his  resources  are  only  crippled — he  is 
not  completely  ruined,  as  would  have  been  the 
case  were  he  relying  on  the  sale  of  wheat 
alone.  In  England,  then,  it  is  the  farmer  who 
suffers  the  more  severely  by  bad  crops. 

At  the  most  prosperous  periods  the  English 
farmer  is  no  great  travelers,  while  as  a  class 
English  agricultural  laborers  are  the  least 
migratory   portion    of   the    population;    and 

*  See  Mr.  Wlllson's  Pamphlet,  p.  20. 
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hence  the  depressed  financial  condition  of 
these  classes  causes  the  lines  of  railway  to 
lose  but  little.  But  the  landowners  and  com- 
mercial classes,  who  form  the  real  passenger 
traffic  of  the  various  railways,  being  affected 
but  little  by  a  temporary  failure  of  the  land, 
travel  as  frequently  as  before;  and  therefore, 
by  a  bad  harvest,  English  railroad  traffic  only 
suffers  in  proportion  to  the  deteriorated  con- 
dition of  the  general  trade  of  the  country. 

In  America  the  features  noticed  in  England 
can  not  be  found.  From  the  great  extent  of 
her  territory,  America  is  far  more  agricultural 
than  commercial,  but  the  merchants  are  the 
most  affluent  of  the  population.  There  the 
farmer  is  the  cultivator  and  owner  of  the  land, 
and  as  in  the  Western  States  the  practice  of 
allowing  long  credits  for  lands  sold  is  widely 
disseminated,  many  a  man  of  comparatively 
no  capital  becomes  the  possessor  of  a  farm  of 
from  forty  to  several  hundred  acres,  hoping, 
that,  as  payment  is  to  be  made  by  instalments 
spread  over  a  term  of  years,  he  may  derive 
from  his  crops  sufficient  profit  to  meet  his 
liabilities  as  they  accrue.  When  in  want  of 
dry  goods,  or  household  stores,  great  distances 
must  Oe  traveled  to  obtain  them  advantageous- 
ly, and,  as  the  money  for  these  purposes  also 
can  only  com,e  from  his  crops,  the  amount  of 
outlay  must  depend  on  their  success.  Besides 
this,  the  American  agriculturist  is  from  incli- 
nation as  well  as  necessity  a  constant  railway 
traveler,  and  his  frequent  journeys  are  only 
stopped  by  inability  to  continue  them.  Little 
is  cultivated  but  wheat  and  Indian  corn,  and, 
with  no  capital  to  sustain  a  loss,  if  these  fail, 
the  first  effect  is  to  prevent  the  man  who  has 
incurred  land  liabilities  from  continuing  to 
pay  with  punctuality  the  instalments  of  his 
purchase  money.  As  the  pressure  becomes 
greater,  the  farmer  is  obliged  to  relinquish  his 
journeys  by  rail,  thus  at  once  affecting  the 
railway  passenger  traffic  ;  while  soon  all  pur- 
chasing of  Eastern  manufactures  being  sus- 
pended, the  railway  freight  traffic  is  propor- 
tionately decreased. 

From  this  it  will  be  seen  that  whatever  dis- 
astrous consequences  may  accrue  to  England 
and  her  railroads  from  a  failure  of  the  har- 
vests, in  America  a  season  of  bad  crops  in- 
duces a  wider  spread  and  more  vital  injury; 
and  the  following  table,  showing  the  fluctua- 
tion in  the  prices  of  English  railroad  stocks 
at  such  a  period,  will  prevent  any  surprise 
being  felt  that  variations  in  the  prices  of 
American  securities  should  have  resulted  from 
the  bad  harvests  of  1857  and  1858  and  the 
partial  yield  of  1859,  while  the  rebound  that 
has  since  taken  place  here,  affords  reason  for 
presuming  that  a  similar  advance  must  take 
place  in  America. 

Tjlble  showing  the  price  per  quarter  of  "Wheat  in  London 
at  the  specified  years,  and  the  highest  and  lowest  prices 
of  the  shares  or  stock  of  the  undermentioned  Railroads 
at  the  same  periods. 

18.16.  1847.  1848. 

Price  Wheat  pr  qutr  51s.  8d.  69s.  9d.       50s.  Gd. 

Eastern  Counties...  10 —    5    prem   80  —  43     48  —  35 

Great  Western 185—141  152—100    115}— 75i 

LWesternn<i.t?°'.tl'}235  ~190  202  _138i  155  ~  " 

Midland..'.' ,167—121  132—100     ]17  —  64 

Norfolk 134—125  143  —  76      92  —  45 

London  &.Brighton. 139  —110  118i— 75i    8SJ— 50 

JU>R  11, 

1849.  1850.  1,-00. 

Price  Wheat  pr  qutr  41s.  3d.  40s.  2d.  49s. 

Eastern  Counties. ..  45  —  27}  54  —  55 

Great  Western 1U55—  48  80  —  54  6!-}—  68} 

^Wc's'tei'n.''.1!.0!!^  143  ~im  128i_  "!  101i-lli2 

Mllliind  .'..   99}—  42}  50}-  30}  116}— 117 

Norfolk 51  —23  30—  134    54  —56 

Londou  &  Brighton  7b}—  64  88  —  75}  1 14}— 115} 

V.  The  Working  Charges  of  the  Company, 
and  whether  they  include  all  the  charges  inci- 
dental to  a  bona  fide  net  revenue. 


Upon  this  interesting  subject  I  could  occupy 
much  space,  but  as  the  whole  would  consist  of 
detailed  comparisons  of  the  working  charges 
for  maintenance  of  way,  locomotive  charges, 
cost  of  car  repair,  and  the  general  transit  ex- 
penses of  a  number  of  railways,  I  prefer  to 
discuss  the  matter  specially  with  the  manag- 
ing director  when  I  have  the  opportunity,  or  in 
some  work  devoted  to  railway  statistics.  The 
statements  in  the  Directors'  Reports  showing 
the  cost  per  train  per  mile  are  extremely  im- 
portant, and  the  remark  in  the  last  Report, 
page  Hi,  "Thus  the  mileage  of  all  trains  has 
increased  to  578,812  in  the  last  half  year  as 
compared  with  518,858  in  the  corresponding 
six  months;  but  the  cost  per  mile  has  been 
reduced  from  4s.  2d.  to  3s.  lOJd.  which  is  the 
lowest  rate  at  which  the  trains  have  been 
worked  since  the  opening  of  the  line,"  de- 
serves great  attention,  for  this  reduction  of 
3£d.  in  the  cost  per  mile,  although  appearing 
of  no  importance,  is  of  the  very  greatest,  as 
on  the  whole  traffic  it  indicates  a  saving  of 
£8,437,  where  on  one  mile  the  saving  is  so 
little.  This  observation  equally  applies  to 
other  items  of  the  same  character:  the  result, 
1  believe,  of  good  management. 

The  decrease  of  working  expenses,  however, 
does  not  in  itself  prove  good  management,  as 
expenses  may  be,  and  frequently  are,  reduced 
for  a  time  at  the  expense  of  the  road-bed  and 
rolling  stock :  but  the  road  and  stock  once  de- 
teriorated, it  is  much  mere  costly  to  renew 
them  than  it  would  have  been  to  maintain 
them  efficiently,  and  therefore  the  working  ac- 
counts of  a  railroad  need  the  closest  super- 
vision in  order  to  determine  the  value  of  the 
declared  net  revenue. 

VI.  The  Southern  Line,  and  the  probability 
of  remunerative  traffic  being  derived  from  such 
a  scheme  if  carried  into  effect. 

This  line  was  a  favorite  scheme  of  the  late 
Mr.  Zimmerman,  and  is  now  supported  by  Mr. 
Buchanan  and  other  Ex-directors  of  the  Com- 
pany in  Canada,  and  various  attempts  have 
been  made  to  force  it  upon  the  Great  Western 
Railway  Company.  In  consequence  of  the 
London  Board  of  Directors  of  the  Great  West- 
ern refusing  to  carry  out  the  plans  regarding 
the  Southern  line  agreed  to  by  the  Directors 
in  Canada,  the  bills  drawn  upon  them  as  a 
part  of  that  agreement  were  returned  and  be- 
came a  claim  on  the  drawers.  This  claim  the 
construction  of  the  road  would  liquidate,  and 
there  are  therfore  some  persons  deeply  inter- 
ested in  its  success.  When  the  traffic  of  the 
Great  Western  can  not  be  carried  on  without 
a  double  line  of  metals,  it  may  be  worth  con- 
sideration whether  a  portion  of  the  Southern 
line,  say  from  the  Niagara  frontier  to  Paris, 
can  not  be  built  even  with  this  little  dead 
weight  upon  it  so  as  to  take  the  place  at  a 
smaller  cost,  of  a  second  track,  avoiding  the 
heavy  grades  into  and  out  of  Hamilton,  which 
are  certainly  disadvantageous;  and  it  is  a  de- 
bateable  point  whether  the  Great  Western  line 
should  not  have  been  so  laid  down  originally 
with  a  branch  to  Hamilton.  But  then  it  is 
questionable  whether  it  would  pay;  yet  if  the 
present  Direction  should  be  changed  it  would 
be  adopted,  for  though  the  thin  end  of  the 
wedge  can  not  be  driven  into  the  present 
management,  it  seems  to  have  taken  effect 
upon  the  opposition. 

But  what,  under  the  most  favorable  circum- 
stances, are  the  prospects  of  the  Sonthern 
line?  It  could  be  built  from  Detroit  or 
Amherstuurg,  as  it  is  proposed,  to  Niagara 
River  or  Buffalo,  upon  the  level  of  Lake  Erie, 
and  by  adopting  that  level  it  would  avoid  the 
heavy  expense  of  descending  from  the  level 
of  Lake   Erie   to  the   level  of  Lake    Ontario, 


and  re-ascending  to  the  level  of  Lake  Erie — 
the  difference  being  the  height  of  Niagara 
Falls  and  the  incline  of  the  rapids — and  would 
thus  be  a  better  grade  for  "through"  freight 
and  passenger  traffic.  But  what  are  its  pros- 
pects? With  the  experience  of  the  Great 
Western  Railway  only  as  a  guide,  there  is 
little  probability  of  remunerative  traffic ! 
Should  the  Southern  line  be  formed,  it  will  in- 
dubitably reduce  traffic  rates  and  thus  injure 
the  Great  Western ;  but  as  it  can  have  little 
or  no  local  business,  this  very  action  will 
cause  its  own  speedy  bankruptcy.  To  obtain 
the  best  grades  it  must  pass  through  a  country 
possessing  no  business  worth  notice,  being 
nearly  all  the  way  either  a  swamp  or  a  forest 
From  Windsor  to  London — 110  miles  out  of 
the  229  miles  from  Windsor  to  Niagara  Bridge, 
the  Great  Western  has  the  best  of  grades, 
without  even  a  curve.  A  person  sitiing  in  the 
rear  of  the  car  and  watching  the  road  he  has 
been  coming,  loses  sight  of  the  rails  only  as 
they  appear  to  unite  in  the  distance,  the  grade, 
as  far  as  the  eye  can  reach,  being  unbroken. 
Yet  this  portion  of  the  line  is  of  little  value 
except  as  forming  part  of  the  "  through  route," 
for  alone  it  would  not  pay  working  expenses. 

The  local  trade  of  the  Great  Western  is  obj 
tained  by  descending  to  the  level  of  Lake  On- 
tario, the  level  of  Hamilton  and  Toronto ; 
then  it  is  local  to  the  line,  not  diffused  over  it ; 
and  here  again  is  the  contrast  between  English 
and  American  railroads.  In  England  every 
portion  of  a  line  supplies  considerable  traffic; 
but  in  America  miles  and  miles  must  be  made 
through  forests  of  wild  land  which  will  not  be 
inhabited  for  years;  and  the  Great  Western 
local  paying  business  is  derived  from  a  por- 
tion only  of  the  line.  It  is  evident,  then,  that 
a  road  which  has  not  a  g  ol  way  business  can 
not  pay,  unless  it  can  secure  a  remunerative 
large  through  traffic  beyond  any  danger  of 
competition. 

Evidence  of  this  fact  is  found  in  a  state- 
ment of  the  receipts  upon  each  section  of  the 
Great  Western  line,  which  have  been  as  fol- 
lows: 
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The  above  division  of  the  total  receipts  of 
the  line  to  31st  July,  1S59  (the  last  half-year 
not  included),  shows  the  value  of  each  section 
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of  the  line,  and  proves  bow  little  prospect  at 
present  there  is  for  a  Southern  line.  It  also 
shows  the  general  value  of  the  property,  and 
disproves  the  charge  made  against  the  Direc- 
tors of  rendering  vague  accounts,  the  half- 
yearly  reports  alone  furnishing  materials  for 
so  complete  an  analysis  as  that  to  which  I 
have  subjected  the  accounts  of  the  Company. 
VII  The  Advisability  of  the  Nine  per 
cent.  Dividend  declared  April,  1857,  and  the 


net  profit  the  Company  has  realized  since  the 
opening  of  the  line. 

The  policy  of  declaring  this  dividend  has 
been  often  called  in  question,  and  if  the  Sink 
ing  Fund  for  the  redemption  of  the  Govern- 
ment Loan  belongs  to  revenue  it  was  uuadvis- 
able;  but  that  item  it  is  correct  to  omit. 

Allowing  this,  the  dividend  was  based  on 
the  net  earnings  of  the  road,  which  may  be 
fairly  stated  thus : 


eceipts  from  Passengers .£237.648  17  7 

Freight  and  Stock 143,312  10  5 

Mails  and  Sundries 11.618  18  1 

Kents 1.3011    5  11 


Total  Receipts  for  the  half-year 

Expenses : 

Maintenance  of  Way I.  Sao    o    a 

Locomotive  Department • 61, /8~    2     9 

Car  Department JM-14  1]     9 

Traffic  Department ]]-f<     \  1« 

General  Charges 'l-j3?    0    6 

Suspension  Bridge  Rent 5,.0/  'a  1° 

Profit  for  the  half-year 

Deduct — 

Interest  on  Government  debt £28,646  15  10 

"      on  Bonds £30,469  14     0 

"      due  Sundries °1     2     0 

"         "     Bankers 2.414  18     8 


.  £393,880  12    0 


200,116  12  10 


£193,763  19    2 


Less — 

Interest  rec.  Sundries £     '37  2  4 

Ditto  on  Municipal  Bonds 348  0  0 

Do.  on  18J6  Bonds 1,392  13  9 


£32,945  14    8 


2,477  16     1 


30,467  18    7 


Do.  GaltandGuelph £    397  18  3 

Do  Sarnia  Branch 5.155   16  1 

Do.  Gait  and  Guelph  Branch 638    3  3 

Not  taken  into  account £6,191   17  6 


59,114  14    5 


Surplus  for  Dividend £ 

Dividend  on  Stock  at  9  pr  ct.  pr  annum 


134.649    4    9 
1311,238    0    5 


Surplus £4,411    4    4 


Whether  provision  to  meet  the  loss  sustained 
by  the  Company  on  account  of  the  Desjardins 
accident  should  have  been  made  as  soon  as 
that  casualty  occurred,  admits  of  much  differ- 
ence of  opinion.  It  has  been  said  that  capi- 
tal account  should  have  borne  that  loss,  and 
there  is  reason  for  that  proposition  if  it  can 
be  shown  that  it  was  an  accident  which,  from 
its  peculiarity  and  rareness  of  occurrence,  was 
remnved  from  the  category  of  ordinary  railway 
accidents,  "and  that  the  probabilities  of  such 
another  accident  were  small  in  the  extreme. 
Then  it  would  be  correctly  charged  to  capital, 
as  the  construction  of  the  present  bridge  will 
prevent  its  recurrence.  But  if  railway  com- 
panies, in  the  usual  course  of  their  business, 
are  liable  to  similar  occurrences,  even  at  some- 
what remote  periods,  a  fund  to  meet  such  con 
tingencies  should  be  created  by  deduction  from 
revenue.  In  this  case  the  dividend  for  the 
half-year  would  not  be  justifiable,  unless  the 
available  balance  of  £4,411  be  accounted  a 
sufficient  contribution  to  such  a  "contingency 
fund."  With  that  exception,  and  its  require- 
ment is  unusual,  the  revenue  of  the  Company 
admitted  of  the  dividend,  as  nothing  could  be 
more  promising  than  was  the  position  of  the 
Company  when  that  dividend  was  declared. 

The  rapid  decline  from  a  state  of  prosperity 
to  a  suspension  of  dividends,  shows  the  fluc- 
tuating character  of  American  railway  traffic. 
But  it  does  not  prove  it  to  have  been  unprofi- 
table, for  this  railway,  although  last  year  yield- 
ing no  return,  has  yet  paid  its  shareholders 
from  the  day  of  opening  to  the  31st  January, 
1800,  an  average  dividend  of  four  per  cent. 
pei'  annum!     The  proof  of  this  is  as  under: 


Total  Receipts  from  Passengers..., ..... 

"  '•  Freight 

"  ■'  Malls 

"  Rents 

"  "  Interest ... 

**  u  Premium  account. .. 


...£1,654,755 
948,592 
100,20 

111,-55 

24,H7M 
2S821 


£2,768,004 
Interest  on  Branch  lines  not  included,  say  £88,949. 


Tot.l  Expenses — 

Working  Charges £1,555,517 

Interest  on  Government  debt 229.632 

"            Bonds 327.59) 

"            Loans 37,645 

Return    traffic 4,932 

Losses  and  Accidents 44,214 

Four  Per  Cent,  dividend 552,317 

£  ,751.852 


Surplus £10,152 

VIII.  Balance  Sheet  of  the  Company. — 
The  results  of  inquiries  made  into  certain 
items  of  account  presented  in  the  last  half- 
yearly  balance  sheet  of  the  Company. 

With  regard  to  the  Detroit  and  Milwaukee 
Loan,  Mr.  Brydges,  the  Managing  Director, 
says,  "  The  loan  was  made  for  the  purpose  of 
securing  the  completion  of  the  Detroit  and 
Milwaukee  line,  and  to  obtain  for  the  Great 
Western  Company  a  stream  of  traffic  which  it 
could  not  get  without  the  Detroit  and  Milwau- 
kee line.  The  object  contemplated  has  suc- 
ceeded. By  an  expenditure  of  £250,000  the 
Great  Western  Company  has  secured  entire 
control  of  the  Detroit  and  Milwaukee  line  of 
188  miles,  and  the  traffic  which  that  line  brino-s 
to  the  Great  Western,  which  it  could  not  o-et 
without  that  line,  paying  now  fifteen  per  cent, 
on  the  amount  of  the  loan,  and  this  traffic  is 
every  year  increasing.  The  proper  course  un- 
der these  circumstances  would  seem  to  be  that 
at  present  the  Great  Western  should  be  satis- 
fied with  the  additional  traffic  which  its  ad- 
vance to  the  Detroit  and  Milwaukee  is  securing 
for  it,  that  they  should  remove  from  their  bal- 
ance sheet  the  overdue  interest  of  £34.404 
17s.  6<i,  by  accepting  some  of  the  Detroit  and 
Milwaukee  securities  for  that  sum;  and  to  en- 
able the  Detroit  and  Milwaukee  to  capitalize 
the  floating  debt,  the  Great  Western  should 
waive  interest  on  its  loan  for  two  or  three  years, 
to  give  the  Detroit  and  Milwaukee  Company 
time  to  develop  its  resources,  and  then  to  ac- 
cept a  smaller  rate  of  interest  than  ten  per  cent, 
which  is  too  large  for  any  railway  too  pay." 

"The  item  £41,301  7*.  id.  for  Detroit  and 


Milwaukee  stock  and  interest,  is  for  the  stock 
of  the  Company  taken  as  the  purchase  money 
for  the  Company's  two  steamers  on  Lake  On- 
tario, sold  in  1856,  as  slated  at  page  25  of  the 
half-yearly  report  to  31st  January,  1857.  No 
interest  on  that  sum  is  now  carried  to  the 
credit  of  interest  account.  The  realization  of 
the  amount  will  depend  upon  the  future  suc- 
cess of  the  Detroit  and  Milwaukee  Company." 
I  have  not  touched  upon  the  Gait  and  Guelph. 
Branch,  from  which  £1,957  Is.  22.  is  due  for 
working  the  line.  Mr.  Brydges  says,  "Steps 
are  now  being  taken  to  foreclose  the  mortgage 
held  by  the  Great  Western  Company  for  its 
advances  to  the  Gait  and  Guelph;  when  this 
is  accomplished  the  sum  of  £1,957  Is.  2d  will 
be  dealt  with,  but  it  would  interfere  with  the 
Company's  legal  position  to  deal  with  the 
amount  until  the  foreclosure  is  completed  by 
due  process  of  law." 

The  outstanding  balance  upon  traffic  account 
(£42,681  19s.  2d.)  I  always  looked  upon  as 
some  old  balance  which  would  never  be  rej 
ceived,  until  I  made  inquiry  of  Mr.  Brydges 
respecting  it,  and  was  shown  the  statement  of 
items  composing  the  amount.  Mr.  Brydges 
justly  says,  "  The  real  state  of  the  case  is  not 
understood  by  the  Shareholders."  (It  is  one 
of  the  peculiarities  of  the  American  railroad 
system.)  "The  full  explanation  of  it  could, 
however,  always  have  been  obtained  by  appli- 
cation to  the  London  Board,  who  are  fully 
aware  of  all  the  facts.  The  amount,  with  a 
comparatively  small  exception,  is  not  outstand- 
ing traffic  at  all,  but  an  inevitable  necessity 
from  the  position  geographically  of  the  Great 
Western  Railway.  The  "through  traffic," 
which  is  more  than  half  of  the  whole,  does 
not  arise  at  either  extremity  of  its  own  line, 
but  at  New  York,  Boston,  Albany,  &c.  at  the 
east;  and  at  Chicago  and  Milwaukee,  and  the 
country  between  those  cities  and  the  Missis- 
sippi River,  at  the  west.  The  tickets  sold  to 
passengers  traveling  the  whole  length  of  the 
line  are  thus  sold  by  the  Railway  Companies 
with  whom  we  interchange  traffic.  Thus  on. 
the  departure  of  each  train  it  is  found  in  prac- 
tice that  nine-tenths  are  provided  with  tickets 
bought  when  they  started  upon  their  journey 
from  New  York,  Boston,  Chicago,  or  else- 
where; and  that  a  very  small  proportion  of 
the  "through"  passengers  require  to  buy  their 
tickets  at  our  office  in  the  station." 

"There  being  no  clearing-house  in  America, 
we  receive  payment  for  these  tickets  in  the 
following  manner:  We  interchange  with  50 
different  lines  of  railway  scattered  throughout 
the  United  States,  who  sell  tickets  to  an  agre- 
gate  of  at  least  200  different  points  in  a  dis- 
trict of  country  reaching  from  the  Atlantic  to 
the  Missouri  River,  a  distance  of  upwards  of 
1,200  miles;  each  Company  sends  us  a  report 
every  month  of  the  through  tickets  they  have 
sold  over  our  line,  and  the  amount  they  owe 
us  therefor.  From  the  system  adopted,  and 
the  great  distances,  we  do  not  get  in  all  the 
reports,  say  for  the  month  of  January,  until 
nearly  the  end  of  February,  and  so  on  for 
every  month.  Until  we  get  the  reports  we 
can  not  of  course  get  the  money,  and  thus  it 
is  the  end  of  the  following  month  before  we 
get  in  the  cash  for  the  previous  month's  through 
passenger  traffic;  or,  in  other  words,  we  are 
of  necessity  always  a  month  in  arrear  of  re- 
ceiving the  cash  for  our  through  passenger 
fares.  The  same  remarks  apply  to  our 
"through  freight."  Our  line,  occupying  the 
central  link  in  a  long  line  of  railways,  and 
having  no  "through  traffic"  (of  any  conse- 
quence) arising  upon  its  own  line,  must  of 
necessity,  under  the  system  pursued  upon  this 
continent,  always  appear  to  have  a  large  out- 
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standing  traffic.  The  amounts  are  paid  every 
month  regularly,  but  by  the  time  one  montli  is 
paid,  another  has  accrued,  and  thus  it  is  im- 
possible to  avoid  the  present  system.  There 
are,  in  fact,  no  real  outstandings,  and  the  lar- 
ger the  balance  of  through  traffic,  the  larger 
must  this  item  of  outstanding  traffic  be  in  the 
balance-sheet." 

From  the  foregoing  remarks  it  appears  that 
the  assets  are  really  good,  and  the  amount 
charged  to  bad  debts  is  £5,932  9.s.  id.,  which 
has  arisen  during  the  six  years  the  line  has 
been  open. 

The  large  amount  standing  at  debit  of  stores 
and  rails  account  is  thus  explained. 

"These  comprise  four  accounts,  and  had 
better  be  each  treated  separately. 

"1st.  General  stores,  £57,064  12s.  Id.  The 
great  bulk  of  the  articles  used  in  the  daily 
operations  of  the  railway,  such  as  wheels, 
tyres,  axles,  springs,  iron,  points,  &c.  &c.  are 
imported  from  England.  The  cheapest  way 
to  get  them  is  by  the  St.  Lawrence,  and  of 
course  that  can  only  be  done  during  the  sea- 
son of  navigation,  Thus,  during  the  summer 
a  full  year's  supply  of  the  articles  mentioned, 
and  which  comprise  the  great  bulk  of  the 
stores,  has  to  be  laid  in.  In  Canada,  where 
the  climate  is  so  severe  upon  iron  in  winter, 
ample  supplies  have  to  be  kept  on  hand,  or 
the  trains  could  not  run  with  regularity.  In 
England,  any  article  that  a  railway  company 
requires  can  be  obtained  almost  at  24-  hours' 
notice,  whilst  in  Canada  it  is  necessary  to  keep 
a  good  year's  supply  in  hand,  owing  to  the 
distance  from  the  source  of  supply;  nature 
having  prevented  the  receipt  of  supplies  ex- 
cept at  certain  seasons  of  the  year. 

"2d.  Fuel  stores,  £28,152  17s.  2d  This  is 
the  value  of  the  wood  on  hand  to  be  used  for 
engines,  and  warming  the  stations,  waiting- 
rooms,  trains,  &e.  Wood  fuel  requires  to  be 
kept  from  nine  to  twelve  months  after  it  is  cut 
before  it  can  be  used.  If  attempted  to  be 
used  before  the  sap  is  thoroghly  dried  out  of  it, 
it  makes  a  dead  fire,  and  will  not  raise  steam; 
for  this  reason  it  is  necessary  to  have  from 
twelve  to  fifteen  months'  supply  on  hand. 

"  3rd.  Mechanical  stores,  £13/124  19s.  3d 
This  consists  of  the  value  of  certain  articles 
given  out  of  stores  in  their  raw  state,  manu- 
factured or  made  ready  for  use  by  the  locomo- 
tive or  carriage  department,  and  kept  ready 
for  instant  use  in  case  of  emergency.  For 
instance,  a  certain  number  of  axles  and 
wheels  are  taken  out  of  store,  the  journals  of 
the  axles  are  properly  fitted,  the  wheels  bored 
out  and  pressed  on  to  the  axles,  and  every- 
thing ready  to  put  under  an  engine  at  very 
short  notice.  By  this  plan  delays  of  trains 
are  avoided,  and  the  regularity  and  system  of 
the  service  vastly  improved.  The  cost  of  the 
articles  and  work  upon  them  is  charged  to 
mechanical  stores,  and  transferred  thence  to 
the  particular  engine  or  carriage  when  actually 
used. 

"4th.  Rail  stock  account,  £67,719  5s.  3d. 
This  has  arisen  in  this  way,  and  it  will  bo  seen 
is  an  unavoidable  necessity.  The  line  was  ir- 
regularly laid  with  three  different  kinds  of 
rails,  viz :  the  T,  but  not  fish-jointed,  the 
bridge  (  n )  rail,  and  the  compound  rails. 
Some  portion  of  the  rails  had  to  be  used  in 
gravel-pits  and  in  the  process  of  constructing 
the  line,  and  got  a  good  deal  battered  and 
bruised.  It  was  thus  unfit  for  the  main  track. 
The  compouud  rail  proved  a  failure,  and  has 
all  been  taken  up.  There  was  upwards  of 
4,000  tons  of  this  kind  of  rail.  The  n  rail 
has  proved  to  be  both  of  an  inferior  form  for 
the  Canada  climate,  and  to  have  been  made 
of  very  inferior  iron;  a  considerable  quantity 


of  it  has  been  removed,  and  the  rest  is  rapidly 
wearing  out.  Thus  from  6,000  to  7,000  tons 
of  rails  have  had  to  be  replaced  in  the  main 
track  during  the  last  four  years.  There  was 
not  until  March  any  rolling-mill  in  Canada, 
and  it  was  not  feasible  to  send  the  old  iron  out 
of  the  country  to  be  re-rolled,  for  two  reasons  : 
first,  the  cost  of  transportation  backwards  and 
forwards  ;  secondly,  the  payment  of  two  duties, 
one  on  taking  the  old  iron  into  the  United 
States,  and  the  other  on  bringing  back  the  re- 
rolled  iron  into  Canada.  Under  these  circum- 
stances the  only  course  open  was  to  import 
new  rails  from  England  to  keep  the  main 
track  in  proper  order.  Accordingly  6,000  tous 
have  been  sent  out  during  the  last  four  years, 
which  have  been  used  as  necessity  required. 
Of  course  as  the  new  iron  was  laid  down,  an 
equal  weight  of  old  rails  was  taken  up,  and 
these  are  now  on  hand,  together  with  the  rails 
used  in  gravel-pits  sidings,  the  ballasting  of 
the  line  being  now  completed.  Desiring  to 
reduce  the  large  stock  of  rails,  about  eighteen 
months  ago  a  portion  of  the  old  rails  was  sent 
to  Michigan  to  be  re  rolled,  with  the  hope  of 
selling  them  to  some  of  the  lines  there.  1,200 
tons  were  so  sold,  and  the  proceeds,  about 
£12,000(paid  incash),  has  reduced  the  amount 
formerly  in  the  balance  sheet.  A  rolling-mill 
is  now  open  at  Toronto.  It  will,  therefore,  in 
future,  not  be  necessary  to  import  any  more 
rails,  and  instead  of  the  present  stock  of  be- 
tween 7,000  and  8,000  tons  of  old  rails,  it  will 
be  quite  sufficient  if  1,000  tons  are  kept.  The 
rest  can  be  disposed  of  when  an  opportunity 
presents  itself." 

IX.  The  Fcjture  Prospects  of  the  Com- 
pany.— The  future  prospests  of  the  Company, 
and  the  degree  of  success  it  will  hereafter  ob- 
tain, can  at  present  only  be  estimated  by  an- 
alogy. America,  as  has  been  shown,  is  con- 
fessedly an  agricultural  couutry.  In  Canada 
and  the  Western  States  the  largest  crops  are 
raised,  and  the  prosperity  or  adversity  of  those 
parts  is  solely  guided  by  the  success  or  failure 
of  the  harvests,  and  the  traffic  on  the  railroads 
is  directly  affected  by  the  same  events.  But 
America,  in  being  subjected  to  bad  crops,  is 
not  exceptionally  afflicted,  for  all  countries 
have  their  periodical,  and  apparently  regular, 
seasons  of  depression.  In  Euglaud,  since 
1642,  these  bad  times  seem  to  have  arrived  in 
about  every  fourth  year.  America,  being  a 
new  country,  does  not  afford  sufficient  data  for 
a  positive  calculation,  but  it  appears  that  from 
1842  to  1847  harvests  were  good,  for  the  im- 
portations into  Chicago  were  progressively  in- 
creasing, but  from  1848  to  1851  the  crops  in 
the  West  were  bad,  and  the  importations  de- 
creased. In  1852  there  was  a  bountiful  har- 
vest, and  good  crops  continued  to  1856,  since 
which  time  the  yield  has  been  small  in  propor- 
portion  to  the  quantity  sown.  We  may  there- 
fore anticipate  that  the  periods  of  change  in 
America  will  not  be  equal,  but  that  there  are 
a  greater  number  of  good  periods  ef  harvest 
than  of  bad  ones;  and  we  may  look  Forward 
with  confidence  to  returning  good  fortune  as 
the  consequence  of  the  productive  crops,  which 
alone  will  create  a  permanent  profitable 
"  through  traffic." 

I  have  now  traveled  over  the  greater  part  of 
Illinois,  from  which  the  Great  Western  Rail- 
way of  Canada  receives  its  through  traffic,  and 
having  journeyed  from  Portage  City,  north,  to 
Cairo,  south,  can  speak  with  confidence  to  the 
inci easing  quantity  of  land  under  cultivation. 
Fresh  fields  in  the  West  are  continually  being 
fenced  in,  and  the  number  of  raisers  of  stock 
is  greatly  multiplying.  Hence  if  there  should 
only  be  a  return  to  good  crops,  the  road  will 
again  have  full  employment  for  all  its  rolling 


stock,  and  the  rates,  which  are  now  low,  may 
be  safely  advanced.  Presuming,  as  a  mode-- 
ate  supposition,  that  the  receipts  of  1857  will 
be  reached,  although  there  is  now  a  larger 
stock  capital  to  divide  profit,  the  returns  of 
January,  1857,  at  a  working  charge  of  55  per 
cent,  would  give  a  dividend  of  5-38  per  cent, 
per  annum  on  the  share  capital  of  the  Com- 
pany ;  or  taking  the  £20  10s.  shares  at  12|  as 
the  present  value  of  the  capital,  the  dividend 
would  be  8-64  per  cent,  per  annum  : 

Estimated  Statement  : 

Receipts  from  Passengers £237.648 

"  Freight  ami  Lire  Stock   i4:',315 

"  Mails  and  Sundries 13.618 

"  Rents Uuo 

Currency £393.878 

Sterling £323,734 

Expenses — 

Workinf  traffic  at  55 £178,053 

Taxes 1.516 

Railway  Inspector lunrl 315 

Insurance 1,*82 

Suspension  Bridge 4,623 

£185  5*9 

Interest  on  perpetual  Stock 1,167 

Do.  Bend  Capital 32.08S 

Do.  Government  Loan 17,210 

2?6,054 

Surplus  for  dividend £  87.630 

The  present  price  of  the  shares  represents 
the  line  and  branches  as  having  cost  only 
£11,386  per  mile. 

It  will,  1  feel  convinced,  be  most  satisfactory 
to  the  shareholders  of  the  Great  Western 
Railway  of  Canada,  to  learn,  as  the  result  of 
the  preceding  investigation  into  the  affairs  of 
that  undertaking,  that  the  present  depressed 
financial  state  of  the  Company  has  been  caused 
by  events  altogether  beyond  the  control  of 
their  Directors,  and  which,  although  unfortu- 
nate for  the  past,  do  not  in  any  way  prejudice 
the  prospects  of  the  future.  The  falling  off 
in  the  pioductiveness  of  America  could  not 
have  been  foreseen,  and  its  consequent  effects 
were  as  sudden  as  they  were  disastrous;  while 
the  suspension  of  the  outlay  of  British  capital 
in  the  construction  of  railroads  added  to  the 
general  distress;  but  now  that  the  time  of 
trouble  is  passing,  the  road  and  equipment 
are  left,  not  imperfect  and  depreciated,  as 
might  have  been  the  ease,  but  in  a  thoroughly 
effective  condition  for  carrying  an  extensive 
traffic,  upon  that  return  to  prosperity  which 
can  not  now  be  long  delayed.  Those  disputed 
questions  on  which  the  policy  of  the  Manage- 
ment has  been  most  criticized,  whatever  may 
be  their  consequences,  are  shown  to  have  been 
undertaken  with  the  best  intentions;  and  the 
chief  important  point  now  demanding  further 
careful  consideration  is  the  profit  on  carrying 
"  through  freight,"  and  the  advisability  of 
continuing  it  at  present  rates.  Here,  then,  is 
no  cause  for  discouragement.  The  road  pos- 
sesses an  undisputed  good  "local  traffic,"  and 
a  valuable  "  through  passenger"  traffic,  while 
the  road  bed  and  rolling-stock  is  unsurpassed 
on  any  railway  in  America  !  Those  who  com- 
menced with  the  formation  of  the  Company 
have  obtained  an  average  interest  of  4  per 
cent,  per  annum  on  their  shares,  while  those 
who  come  in  at  the  depressed  prices  will  re- 
ceive a  much  higher  return  for  their  invest- 
ment And  in  reviewing  this,  the  Managing 
Director  and  Staff  of  the  Company  must  not 
be  overlooked.  To  them,  in  the  opinion  of 
those  who  are  best  able  to  judge — the  Ameri- 
can Railway  Managers — too  much  commenda- 
tion can  not  be  accorded.  The  scrupulous 
correctness  and  clearness  of  the  accounts,  the 
judicious  economy  of  the  working,  and  the 
excellence  of  the  general  management,  can 
only  have  been  obtained  by  untiring  energy 
and  unremitting  exertion;  and  this  it  is  which 
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lias  prevented  the  loss  and  deterioration  of  the 
Company  from  being  much  greater  than  other- 
wise must  inevitably  have  been  the  case.  In 
concluding,  I  can  but  hope  that  my  efforts  to 
arrive  at  a  thorough  comprehension  of  the 
principles  and  practical  working  of  the  Great 
Western  Railway  of  Canada  will  prove  of  ser- 
vice to  all  who  disinterestedly  desire  its  wel- 
fare. The  Committee  of  Investigation  ap- 
pointed by  the  English  shareholders  have 
nominated  professional  accountants  to  ex- 
amine the  books  and  accounts  of  the  Com- 
pany, and  a  Civil  Engineer  to  inspect  the 
road-bed  and  rolling  stock;  and  if  these  gen- 
tlemen do  not  discover  any  error  in  the  pub- 
lished reports  of  the  Directors  and  Engineers, 
as  I  think  they  will  not,  those  who  are  content 
to  wait,  undismayed  by  the  reverses  of  the  mo- 
ment, will  receive  before  long,  in  the  improved 
market  value  of  their  securities,  the  recom- 
pence  which  their  continued  confidence  in  the 
present  Direction  should  insure  to  them. 

26,  Throgmorton  Street,  London,  June  II,  1860. 


AN    "AMBASSADOR."    ON    HIS 
TRAVELS. 

Our  railroad  presidents  see  some  queer  cus- 
tomers. Some  people  suppose  the  life  of  a 
railroad  president  to  be  a  life  amid  lavender, 
a  life  as  free  from  annoyance  as  any  state  of 
existence  on  this  side  ot  Paradise.  Than  this, 
nothing  could  be  a  greater  mistake.  Our  rail- 
road presidents  not  only  perform  a  vast  amount 
of  brain  work,  but  are  obliged  to  contend  with 
as  many  petty  annoyances  as  a  clerk  in  a  dry 
goods  store  when  all  the  customers  are 
women. 

The  annoyance  of  listening  to  applicants 
for  free  passes  is  itself  a  bore  of  first  class  di- 
mensions. We  judge  of  this  from  a  single 
illustration  witnessed  by  us  the  other  day  in 
the  office  of  the  Baltimore  Railroad  Company. 
As  President  Pelton  was  resting  in  his  easy 
chair,  engaged  in  conversation  with  Mr.  Aus- 
tin, the  Boston  Director  of  the  road,  a  stranger 
entered  the  sanctum.  The  stranger  was  a  re- 
markable looking  genius — a  sort  of  a  cross  be 
tween  William  Shakspeare  and  Guy  Fawkes. 
He  stood  six  feet  high,  wore  black  velvet 
breeches,  buttoning  at  the  knee,  black  silk 
stockings,  and  low  shows,  fastened  with  buckles 
of  the  largest  dimensions.  The  skirts  of  his 
coat  were  of  the  very  amplest  discription.  His 
hair  hung  in  ringlets  over  his  coat  collar,  and 
was  crowned  by  a  broad  brimmed  hat,  a  la 
William  Penn,  while  down  his  breast,  loose 
and  flowing,  hung  the  long  ends  of  a  white 
cambric  neckerchief. 

President  Felton  surveyed  the  stranger,  and 
the  stranger  serenely  surveyed  President  Fel- 
ton. Mr.  Austin  said  nothing,  butinstinclively 
removed  his  hat  before  a  presence  so  august; 
while  our  reporter  thought  of  John  Hancock 
and  Patrick  Henry,  and  silently  awaited  re- 
sults. 

The  stranger  deliberately  uncovered,  placed 
his  broad  brim  upon  a  table  covered  with  green 
leather,  and  presented  a  letter  to  the  expectant 
President.  As  he  did  so  he  stood  a  living  pic- 
ture; his  eyebrows  looked  like  a  Gothic  door- 
way of  an  old  fashioned  church,  and  his  entire 
tout  ensemble  suggested  either  a  "fine  old 
English  gentleman, '  or  an  exceedingly  well- 
gotten  up  imitation  of  the  same  article.  Presi- 
dent Felton,  received  the  letter,  which  was 
very  long,  and  patiently  perused  it  to  the  end 
of  the  sixth  line.     It  commenced  thus: 

"Dear  Sir: — Being  an  ambassador  from 
benignant  Heaven  to  ruined  world,  and  learn- 
ing that  you  were  a  man  of  wide  benevolence, 
iceking  to  lay  up  treasures  where  moth  and 


rust  do  not  corrupt,  and  v.  here  thieves  do  not 
break  through  and  steal,  I  confidently  apply 
to  you  for  a  pass  for  myself  and  the  Lord's 
hand.naiden  Sarah  my  wife,  to  go  to  carry  the 
tidings  of  salvation  to  the  ungodly  in  Balti- 
more," &c.  &c. 

The  entire  epistle  covered  two  pages,  of  let- 
ter paper,  and  part  of  a  third.  President  Fel- 
ton read  the  introductory  passage,  as  above 
quoted,  and,  handing  back  the  letter  replied: 
"It  is  impossible,  sir,  for  me  to  accede  to  your 
request." 

"  Yes,  sir"  said  the  stranger  blandly,  as  he 
received  back  the  letter,  "it  is  a  fine  day — 

"  For  every  prospect  pleases, 
And  man  alone  is  vile  I  " 

President  Felton  looked  at  the  wrapt  coun- 
tenance of  the  stranger,  and  repeated  his  re- 
mark. "It  will  be  impossible,  sir,  for  me  to 
accede  to  your  request." 

Ihe  stranger  bent  forward  his  head,  and 
placed  his  open  hand  behind  his  ear,  as  if  to 
collect  the  sound  and  convey  it  unobstructed 
to  his  tympanum. 

Mr.  Felton  repeated  his  remark,  and  this 
time  rendered  it  intelligible.  The  stranger 
appeared  thunder  stricken,  as  though  he  dis- 
trusted the  evidences  of  his  senses,  and  with 
an  expression  more  of  sorrow  than  anger,  re- 
marked that,  being  very  deaf,  he  feared  that 
he  had  misconstrued  the  reply. 

"Did  I  hear  a  negative?"  he  asked,  "or 
was  it  a  hideous  mistake?" 

"Simply  remarked,  sir,"  said  President 
Felton,  "that  however  willing  I  might  be  to 
accommodate  you,  an  imperative  rule  of  the 
road  prevents  me  from  so  doing."  The  stran- 
ger drew  himself  up  to  his  full  height,  and  cast 
a  withering  glance  upon  Mr.  Felton. 

"And  is  this  your  unalterable  determination, 
sir?" 

"It  is  sir,"  said  Mr.  F.  "I  am  positively  un- 
able to  comply  with  your  request." 

"Then,"  said  the  stranger,  as  he  took  up  his 
hat,  "I  pity  you.  When  you  contemplate  the 
grave,  my  image  will  i  ise  up  before  you.  I  go 
charged  as  a  .nessenger  from  heaven  to  the 
ungodly  in  Baltimore,  and  you  ruthlessly  ob- 
struct my  passage.  A  single  dash  of  your 
pen,  and  thousands  now  in  darkness  will  see 
the  light  of  truth.  Withhold  your  sign-manual 
from  the  ticket,  and  clouds  and  desolation  will 
still  lower  upon  that  devoted  city." 

Mr.  Felton  deplored  so  terrible  a  result,  but 
informed  the  stranger  that  if  the  catastophe 
would  be  so  serious  he  should  by  all  means 
pay  his  fare  and  endeavor  to  avert  it.  The 
stranger  didn't  appear  to  see  the  force  of  such 
logic,  and  prepared  to  take  his  leave. 

"You  are  still  obdurate,  sir?"  he  asked, 
his  hand  on  the  nob  of  the  door,  preparatory 
to  his  departure. 

"The  rules  of  the  road  are,"  said  Mr.  Fel- 
ton. 

"Then,"  said  the  Strang  r,  "goodbye.  I 
see  lean  not  do  anything  with  you.  But  when 
you  come  to  die,  sir,  when  earth  fades  from 
your  sight,  and  when  eternity  nears  to  your 
view — then,  sir,  will  your  death-bed  be  embit- 
tered by  remorse;  and  my  phantcm, — my 
phantom  will  rise  in  judgment  against  you  be- 
cause you  have  kept  the  truth  from  those  that 
sit  in  darkness  in  the  benighted  city  of  Balti- 
more." 

While  this  was  going  on,  Mr.  Austin,  the 
Booton  director,  was  a  silent  spectator.  As 
the  stranger  took  his  leave,  it  required  all  the 
powers  of  persuasion  on  the  part  of  Mr.  Felton 
to  prevent  Mr.  Austin  from  giving  him  a  taste 
of  sole  leather  in  the  region  of  the  coat  tail. 
Mr.  Felton,  afterwards  learned  that  the  stran- 


ger was  a  humbug,  traveling  about,  under  fals& 
pretenses.  Whether  he  succeeded  in  reaching 
Baltimore  as  a  dead-head  is  more  than  we  can 
say.  We  rather  think,  however,  that  he  did 
not. — Philadelphia  North  American. 


A  Man's  Body  a  Living  Stove. 

The  Eclectic  Review,  treating  of  the  caloric  or 
heat  in  a  human  body,  compares  our  body  to  a 
"living  stove — walking  fireplaces — furnaces  in 
the  flesh,"  if  these  terms  can  be  applied  to  any 
apparatus  for  the  express  production  of  human 
caloric.  After  stating  the  fact  of  the  latent 
heat  of  the  human  frame,  the  writer  says: 

Suppose  it  to  be  the  month  of  January,  when 
winter  is  presumed  to  be  reigning  in  full  vigor, 
and  every  inanimate  object  appears  to  have 
been  drained  of  its  caloric;  still  the  human 
structure  will  exhibit  a  surplus  of  sixty-six 
degrees  above  the  freezing  point.  Why  is  this? 
How  does  it  happen  that,  while  a  bronze  statue 
fluctuates  in  its  temperature  with  every  passing 
breeze,  the  living  organism  maintains  its 
standard  heat  unimpaired,  and  preserves  its 
tropical  climate  within,  though  the  air  should 
be  full  of  frost  and  the  ground  enveloped  in 
snow?  It  is  manifest  that,  we  must  have  some 
power  of  "brewing"  caloric  for  ourselves. 
Assuming  that  our  bodies  are  veritable  stoves, 
the  reviewer  proceeds  to  explain  whence  we 
procure  our  fuel.  Fortunately  our  coal  and  fire- 
wood, he  adds,  are  stored  up  in  avery  interesting 
form.  They  are  laid  before  us  in  the  shape  of 
bread  and  butter,  puddings  and  pies;  rashers 
of  bacon  for  the  laborer,  and  haunches  of  veni- 
son or  turtle  soup  for  the  epicure.  Instead  of 
being  brought  up  in  scuttles,  they  are  presented 
in  tureens,  dishes  or  tumblers,  or  all  of  them 
in  pleasant  succession. 

Speaking  seriously,  and  looking  at  the  ques- 
tion from  a  mere  human  point  of  view,  could 
any  project  appear  more  hopeless  than  one  for 
burning  fuel  in  a  soft,  delicate  fabric  like  the 
human  body — a  fabric  composed,  for  the  most 
part,  of  mere  fluids — a  fabric  which  might  be 
easily  schorched  hy  excess  of  heal,  or  damaged 
by  excess  of  cold?  Does  it  not  seem  like  a 
touch  of  Quixotism  in  Nature  to  design  a  stove 
with  flesh  for  its  walls,  veins  for  its  flues,  skin 
for  its  covering?  Yet  here,  we  have  seen,  is 
an  apparatus  which,  as  if  by  magic,  produces 
a  steady  stream  of  heat — not  trickling  penuri- 
ously  from  its  fountains,  but  flowing  on  day 
and  night,  winter  and  summer,  without  a  mo- 
ment's cessation  from  January  to  December. 
Carry  this  splendid  machine  to  the  coldest  re- 
gions on  the  globe — set  it  up  in  a  scene  where 
the  frosts  are  so  crushing  that  nature  seems  to 
be  trampled  dead— still  it  pours  out  its  myste- 
rious supplies  with  unabated  profusion.  It  is 
an  apparatus,  too,  which  does  its  work  un- 
watched,  and,  in  a  great  measure,  unaided. 

The  very  fuel,  which  is  thrown  into  it  in. 
random  heaps,  is  internally  silted  and  sorted, 
so  that  the  true  combustible  elements  are  con- 
veyed to  their  place  and  applied  to  their  duty 
with  unerring  precision.  No  hand  is  needed 
to  trim  its  fires,  to  temper  its  glow,  to  remove 
its  ashes.  Smoke  there  is  none;  spark  there  is 
none;  flame  there  is  none.  The  pulmonary 
chimney  is  never  clogged  with  human  grime. 
All  is  so  delicately  managed  that  the  fairest 
skin  is  neither  shriveled  or  blackened  by  the 
burning  within.  Is  this  apparatus  placed  in 
circumstances  which  rob  it  too  fast  of  its  calo- 
ric, then  the  appetite  becomes  clamorous  for 
food,  and  in  satisfying  its  demands  the  fleshy 
stove  is  silently  replenished.  Or,  are  we  placed 
in  peril  from  superabundant  warmth,  then  the 
tiny  floodgates  of  perspiration  are  flung  open, 
and  the  surface  is  laid  under  water  until  the 
fires  wilhin  are  reduced  to  their  wonted  level. 
Assailed  on  the  oue  hand  by  heat,  the  body  re- 
sists the  attack,  if  resistance  be  possible,  until 
the  store  of  moisture  is  dissipated;  assailed  oa 
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the  other  by  cold,  it  keeps  the  enemy  at  bay 
until  the  hoarded  stock  of  fuel  is  expended. 
Thus  protected,  thus  provisioned,  let  us  ask 
whether  these  human  hearths  are  not  entitled 
to  rank  among  the  standing  marvels  of  crea- 
tion; for  is  it  not  startling  lo  find  that — let  the 
climate  be  mild  or  rigorous;  let  the  wind  blow 
from  the  sultry  desert,  or  come  loaded  with 
polar  sleet;  let  the  fluctuations  of  temperature 
be  as  violent  as  they  may  without  us — there 
shall  be  still  a  calm,  unchanging,  undying 
summer  within  us. 

**&«4 

$2^*  The  Montreal  Gazette  has  the  follow- 
ing in  reference  to  the  affairs  of  the  Grand 
Trunk  Railway: 

"It  is  pretty  generally  known  that  for  some 
time  past  Mr.  Henry  Cleaver  Chapman  a  large 
shareholder  in  the  Grand  Trunk  Railway  Com- 
pany, and  the  representative  of  the  Liverpool 
shareholders  generally,  has  been  in  Canada 
engaged  in  an  investigation  of  the  line,  its 
management,  and  the  prospects  of  the  enter- 
prise. From  his  report  to  the  Liverpool  share- 
holders, founded  on  this  investigation,  we  are 
allowed  to  publish  some  extracts.  At  last  the 
shareholders  will  obtain  some  knowledge  of 
the  management  of  the  Grand  Trunk  Rail- 
way; and  if  the  proposed  Committee  of  In- 
quiry is  formed,  will  be  convinced  that  the 
disastrous  condition  of  the  enterprise  is  not 
so  much  the  result  of  delusive  promises  and 
hopes  held  out  at  its  initiation,  as  of  corrup- 
tion, extravagance,  fraud,  peculation,  and  gross 
mismanagement.  Unless  I  had  visited  Cana- 
da, says  Mr.  Chapman,  and  ascertained  the 
truth  of  some  of  the  current  reports  through- 
out Canada,  I  could  not  have  brought  n.yself 
to  bolieve  that  such  a  system  of  peculation, 
extravagance,  and  mendacity,  could  have  so 
long  been  permitted  to  exist;  the  wonder,  also, 
to  me,  is,  how  the  people  of  Canada  remained 
so  quiescent.  The  explanation  that  I  receive 
is,  "the  Grand  Trunk  has  been  used  for  po- 
litical purposes,  and  that  the  Provincial  Grand 
Trunk  and  money  has  been  spent  in  bribery 
and  corruption."  Be  this  as  it  may,  I  am 
quite  satisfied  that  the  Grand  Trunk  has  not 
begun  to  be  managed  as  a  commercial-carry- 
ing company,  and  it  is  the  general  opinion  in 
Canada  that,  as  the  executive  is  at  present 
constituted,  it  never  will  be  worked  either 
honestly  or  purely  as  a  commercial  company. 


Agriculture  in  Georgia — Increase  in  the 
use  of  Fertilizers. — Last  year  the  Central 
Railroad  transported  four  millions  of  pounds 
of  the  various  kinds  of  fertilizer?  over  its  line 
for  the  twelve  months  ending  on  the  30th  of 
November.  The  quantity  transported  over  the 
Central  Railroad  from  December  1st,  1859, 
to  June  1st,  1860,  was  in  round  numbers  fifteen 
and  a  half  million  of  pounds!  This  company  has 
contributed  very  largely  to  the  extensive  appli- 
cation of  these  agents  by  a  low  rate  of  freight, 
the  charges  for  transportation  barely  covering 
the  cost.  The  profit  to  it,  however,  is  secured 
as  the  increased  amount  of  cotton  raised  gives 
them  an  increased  quantity  of  a  more  profita- 
ble article  to  transport.  So  that  while  the  low 
rate  of  freight  is  liberal  to  the  producer  it  is 
also  profitable  to  the  company. 

The  inferences  to  be  drawn  from  this  change 
in  the  system  of  agriculture,  indicate  a  dispo- 
sition on  the  part  of  planters  to  discard  the 
prejudices  which  have  heretofore  commonly 
existed  against  the  aid  of  science  in  promoting 
agriculture.  It  is  becoming  apparent,  that  it  is 
cheaper  and  easier  to  renew  old  lands  than  to 
emigrate  to  new  and  unsettled  countries, 
breaking   ties  of  friendship  and   relationship, 


and  exposing  wife,  chidren,  and  negroes  to 
strange  diseases.  The  result  will  be  to  stop 
the  tide  which  has  been  flowing  westward,  and 
people  and  cultivate  the  red  hills  which  have 
so  long  been  left  to  waste. 

The  following  is  a  comparison  between  the 
quantity  of  fertilizers  transported  by  the  Cen- 
tral Railroad  during  six  months  of  this  year, 
and  the  twelve  months  of  last  year,  in  the  fol- 
lowing table;  the  six  months  beginning  with 
1st  of  December,  1859,  and  ending  1st  June, 
1P60,  the  twelve  months  being  the  year  imme- 
diately preceding: — 


Six  Twelve 

MoDttis.  Months. 
Monttl'.mei'v  and  Weft  Point 

Railroad pounds      67,070  14,140 

MillMlceville  Railroad 1,351.110  4lll,RC(J 

Southwestern  Railroad 3,149.420  439.700 

Macon  Railroad 1.849,380  175,930 

Central  Railroad 2,648.270  )  .514,120 

Mille'ljieville   and    Eatouton 

Railroad 547,880  669,780 

Augusta  and  Savannah  Rail- 
road  4.297.670  207.350 

Georgia  Railroad 276.1170  289.320 

Macon  and  Western  Railrood. 1,198,750  147,770 

Total 15,353,620  3,854,850 

-Hunts    Merchants  Magazine. 


Extension  of  Kentucky  Central  Rail 
road  to  Chattanooga. — We  have  frequently 
urged  the  great  importance  of  the  completion 
of  a  direct  Southern  route  from  Cincinnati, 
and  have  been  surprised  at  the  apathy  that 
has  heretofore  prevailed  among  our  business 
men  in  relation  to  this  measure — we  will  not 
say  important,  but  absolutely  necessary,  if 
we  do  not  intend  to  relinquish  all  claim  upon 
the  business  of  the  South. 

We  have  not  joined  in  abusing  the  Louis- 
ville &  Nashville  Railroad  for  giving  a  prefer- 
ence to  Louisville  shippers  during  the  present 
gorge  of  business  upon  that  road,  consequent 
upon  the  low  stage  of  the  Cumberland  river. 
On  the  contrary,  we  confess  that  we  have 
been  rather  glad  of  it  Louisville  has  built 
her  road  while  we  have  been  sleeping,  and 
a  kind  Providence  withdraws  water  commu- 
nication just  in  the  Dick  of  time  to  show 
us  the  position  our  supineness  has  placed 
us  in.  Let  us  not  any  longer  waste  time 
in  grumbling  at  Louisville,  but  rise  up  at 
once  and  determine  to  place  Cincinnati  in  im- 
mediate railroad   connection   with  the  South. 

By  the  proposed  extension  of  the  Kentucky 
Central  to  Chattanooga,  Cincinnati  will  be 
abont  thirty  miles  nearer  that  point  than  is 
Louisville  now.  By  means  of  this  road  Cin- 
cinnati would  become  the  commissariat  of 
Georgia,  Alabama,  Florida,  and  part  of  South 
Carolina— receiving  in  return  the  cotton,  sugar, 
and  rice  of  those  regions,  for  distribution 
north,  east  and  west  of   this  point. 

An  examination  of  a  railroad  map,  ai  d  a 
little  reflection  upon  the  immense  mutual 
benefits  to  result  to  Cincinnati  and  the  ter- 
ritory that  would  by  this  connection  be 
brought  into  business  correspondence,  can 
not  fail  to  startle  every  one  who  has  not 
given  the  subject  the  close  attention  that,  its 
importance  deserves.  The  people  of  the  states 
named  above  are  awakening  to  the  necessity 
of  this  work,  letters  are  being  received  daily 
by  our  business  men,  urging  the  action  of 
Cincinnati  in  putting  this  ball  in  motion,  sev- 
eral of  which  have  been  handed  us,  and  to 
which  we  will  hereafter  revert.  There  is  no 
room  for  doubting  that  a  determined  action 
on  our  part  will  be  met  half  way  by  the  in- 
terests of  the  South.  But  it  is  only  here  that 
a  concentrated  effort  can  be  inauguated. 
Should  our  provision  dealers  alone,  assess 
themselves  with  each  his  relative  proportion 


of  the  necessary  stock  subscription,  without 
expectation  of  ever  obtaining  one  cent  of  divi- 
dend, it  will  still  be  an  investment  they  can 
not  afford  to  let  pass — but  the  very  fact  of  the 
great  importance  of  the  route  insures  a  com- 
petent return  as  a  paying  stock. 

In  the  random  railroad  mania  of  former 
days  we  are  aware  similar  arguments  were 
made,  many  of  which  have  proved  delusive — 
but  in  the  case  under  consideration — certainty 
takes  the  place  of  speculation. 

Here  we  see  two  immense  and  complete  sys- 
tems of  railway,  the  one  ramifying  in  every  di- 
rection, north,  north-east,  and  north  west — 
the  other  stretching  south,  south  east  and 
south-west;  each  draining  a  region  producing 
dissimilar  staples  indispensible  for  the  inhabi- 
tants of  the  other;  and  yet  requiring  but  175 
miles  of  railroad  to  unite  the  two.  Under  suoli 
circumstances  all  doubt  as  to  the  pecuniary 
success  of  the  proposed  link  must  vanish.  Nor 
can  we  doubt  that  Cincinnati,  which  would 
then  become  the  focus  of  both  these  grand  sys- 
tems of  railway,  will  not  immediately  stretch 
forth  her  arm  and  grasp  what  is  so  completely 
^vitbin  her  reach. —  Oin.    Commercial. 


y'TH 


HE  EAILR0AD    CONVENTION 
COLUMBUS. 


AT 


A  Convention  consisting  of  representatives 
of  the  Little  Miami,  Cincinnati.  Hamilton  and 
Dayton,  Central  Ohio,  Cleveland  and  Colum- 
bus, Cincinnati  and  Marietta.  Bellefontaine, 
Steubenville,  aud  Pittsburg,  Fort  Wayne  and 
Chicago  Railroads,  was  held  at  Columbus  on 
Tuesday,  at  which  judge  Swan  presided,  and 
D.  S.  Gray  acted  as  Secretary. 

S.  S.  L'Hommedieu,  Esq.,  President  of  the 
Cincinnati,  Hamilton  and  Dayton,  explained 
the  object  of  the  meeting  to  be  to  consider 
what  action  was  necessary  by  the  Western 
roads,  in  view  of  the  course  pursued  by  the 
New  York  roads. 

After  some  discussion  it  was  stated  by  Mr. 
Clement  that  the  difference  between  rail  and 
water  rates  was  intended  to  apply  to  lake  as 
well  as  river. 

A  general  spirit  of  disregard  of  any  attempt 
on  the  part  of  Eastern  roads  to  control  rates 
from  the  West,  or  interfere  with  the  business 
of  the  Western  connections  in  anyway^  was 
manifested  in  the  Convention.  Messrs.  Jewett, 
Wilson,  Brough,  Hubby  and  L'Hommeaieu 
were  finally  appointed  a  Committee  to  pre- 
pare an  expression  of  the  views  of  the  repre- 
sentatives present  on  the  subjects  discussed, 
who  presented  at  the  evening  session,  the  fol- 
lowing resolutions,  which  were  adopted,  and 
the  Chairman  instructed  to  furnish  a  copy  to 
the  five  Eastern  lines: 

Besohedt  That  the  Western  roads  concede 
to  the  Eastern  roads  the  right  to  make  prices 
on  westward  freight;  but  while  courediug  this 
right,  they  claim  the  right  of  making  prices  on 
eastward  bound  freight;  that  the  prices  be- 
tween competing  points  shall  be  uniform  by 
all  the  lines ;  that  when  rates  are  established 
and  concurred  in  by  the  interests  both  East 
and  West,  such  rates  shall  be  pro-rated  over 
the  shortest  rail  lines. 

Resolved,  That  as  the  rail  lines  west  of  Buf- 
falo, Pittsburg,  Wheeling  and  Parkersburg  have 
to  bear  the  burden  of  water  competition,  to 
them  belongs  the  right  of  establishing  differ- 
ences between  all  rail  and  rail  and  water  rates, 

Resolved,  That  for  the  purpose  of  self-pro- 
tection, if  these  principles  are  not  acknowl- 
edged and  acted  upon,  it  will  become  the  duty 
of,  and  we  recommend  to  the  Western  roads, 
that  they  agree  upon  minimum  rates  between 
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Buffalo,  Pittsburg,  Wheeling  find  Parkersburg, 
and  all  points  westward,  below  which  they  will 
not  pro-rate;  and  that  thereupon  the  roads  east 
of  the  above  named  points  be  notified  of  such 
minimum  rates. 

Retohed,  That  Messrs.  Wilson,  Hubby,  Cle- 
Brough,  LHommedieu,  T.  L.  Jewett  and  H.  J. 
Jewett  and  are  hereby  appointed  a  Committee 
to  attend  the  meeting  of  Presidents  of  the  five 
Eastern  roads,  to  be  held  in  New  York  on  the 
Hih,  and  there  take  such  measures  as  they  may 
deem  proper  to  cause  the  above  principles  to  be 
recognized  by  them. 

Resolved,  That  said  committee  be  authorized 
to  add  to  their  number  four  representatives  of 
Western  roads. 

Resolved,  That  said  Committee  report  to  the 
adjourned  meeting  of  this  Convention;  that 
when  this  Convention  adjourn,  it  be  to  meet  on 
the  call  of  said  Committee. 


8@"*  A  meeting  of  holders  of  the  second 
mortgages  of  the  Toledo,  Wabash  and  Western 
Railroad  Co.  (representing  at  least  one  million 
five  hundred  thousand  dollars)  was  held  on  the 
30th  ult.,  in  New  York  at  the  ofiice  of  Mr.  E 
T.  H.  Gibson.  The  Hon.  Russell  Sage  of  Troy, 
N.  Y.,  was  called  to  preside,  and  Albert  G. 
Hemenway  of  New  York  City  appointed  Secre- 
tary. 

The  object  of  the  meeting,  as  stated  by  Mr. 
J.  Q.  Richardson,  a  representative  of  a  large 
foreign  interest  in  the  bonds,  was  to  consult  as 
to  the  proper  course  to  be  taken  about  the  over- 
due coupons  of  interest. 

After  a  free  interchange  of  opinions,  it  was 
moved  and  carried. 

Whereas,  An  amicable  arrangement  with  the 
stockholders  is  preferable  to  a  resort  to  legal 
proceedings,  and  as  it  is  not  desired  by  this 
meeting  to  adopt  any  measures  that  would 
deprive  the  stockholders  of  their  interest  in  the 
property  of  the  Company,  or  of  a  voice  in  the 
management  of  its  affairs, 

Resolved,  That  an  appeal  be  made  to  the 
stockholders  to  choose  at  the  election  to  be  held 
in  October  next,  such  Directors  as  will  give  to 
representatives  of  the  second  mortgage  bond- 
holders a  controlling  influence  in  the  manage- 
ment of  the  affairs  of  the  Company,  for  the  com- 
ing year,  and  that  Mr.  lilakely  Wilson 
of  the  firm  of  Messrs.  Cammann  &  Co.;  Mr. 
George.  D.  Morgan,  of  the  firm  of  Messrs.  E. 
D.  Morgan  &  Co.,  and  Mr.  Hector  Morrison,  of 
the  firm  of  Messrs.  E.  Whitehouse,  Son  &  Mor- 
rison, are  hereby  appointed  a  committee  to  take 
proper  measures  to  cary  out  this  resolution, 
by  preparing  a  list  of  directors,  subject  to  the 
ratification  of  a  future  meeting  of  bondholders 
to  be  called  by  them  at  as  early  a  date  as  prac- 
ticable), aud  submitting  the  same,  in  due  sea- 
son, to  the  action  of  the  stockholders. 


Do  Railroad  Rails  Evkr  Wear  Out  ? — 
In  Herapalh  s  Railway  Journal  (English),  it  is 
stated  thai,  "at  a  late  meeting  of  the  West 
Flanders  Railway,  the  editor  having  mentioned, 
on  the  experience  of  one  of  our  ablest  practicle 
railway  men,  that  the  rails,  unless  at  the  sta- 
tions and  places  where  there  is  skidding,  do 
not  sensibly  wear  out,  was  afterwards  spoken 
to  by  a  gentleman  and  a  railway  chairman, 
who  seemed  to  misunderstand  what  Mr.  Hera- 
path  said,  and  adduced  the  splitting  and  ex- 
foliation of  some  of  the  rails  in  cisproof  of 
what  I  hey  called  a  theory.  Lest  others  should 
run  away  with  the  s  rnie  mistaken  n  itions  and 
misapprehensions,  we  think  it  necessary  to 
say  that  the  non-wearing-out  applies  to  rails 
made  of  good  iron,  not  inferior  iron  tired 
over,  as  it  were,  with  good,  of  which  far  too 


many  rails  are  made,  and  to  rails  on  the  mid- 
dle of  a  line    over    which  the    trains    run,  in 
the    ordinary    way.     Experiments    have    been 
made  by    taking-tip    and    carefnlly    weighing 
rails  in  this  position  after    12    months    wear 
or  more,    which    were    found    not  sensibly    to 
have  lost  any  weight  during  that  time,  thereby 
proving  that  there  could  have  been  no   sensi- 
ble weaf.     Besides  we  have  been  assured  that, 
after  being  down  for  many  years  they  showed 
no  signs    of   material    wear,    which   justified 
the  statement  which    Mr-  Herapath    made  on 
the  authority  given  him.     It  is  true  that,  near 
stations  and  places  of  'shunting,'   where  there 
is    much    sliding    and    slipping    by  the  appli- 
cation of  the  brakes  or  otherwise,    there  is  a 
very  sensible    wear.     But    this    is    caused  by 
slipping  friction,  not  rolling,  which  is   incom- 
parably less  than  the  former,  though  it  seems 
we  have  ex-railway  chairman  quite    innocent 
of  the  knowledge  of  that  simple  fact."     Rails 
made  of   the  best  iron  cost  more  at  first,  but 
they  endure  three  times  longer  than  rails  made 
of  an  inferior  quality  of  metal,  and  the  former 
are  therefore  the  cheapest  in  the  end. 
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AGRICULTURAL 
THIS  FALL. 
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NATIONAL     FAIRS    FOR    1860. 

National  Horse  Show Springfield,  Mass.  Sept.  5    7 

Pomologiral  Society Philadelphia "     11  34 

United  States    Cincinnati "     12  20 

STATE  FAIRS  FOR  1860. 


..Elizabeth Sept.  4    7 

9  12 


New  Jersey 

Oregon-  ■     Sacramento 

Illinois ...Jacksonville l* 

Tennessee Nashville " 

"Vermont Burlington " 

Kentucky Umvling  Green  ..  " 

Neb' ask  a Omaha " 

California Sacramento " 

Pennsylvania Wyoming " 

St.  liouia St.  Louis ll 

Wisconsin Madison " 

Maine " 

Ohio Davton " 

Upper  Canada Hamilton " 

Minnesota *  Koit  Snelling " 

New  Hampshire Manchester Oct 

Michigan Detroit kl 

Iowa ■ Iowa  City " 

New  York Klraira " 

South  Carolina Columbia ** 

Indiana Indianapolis " 

Miss  ssi ppi Holly  Springs  ....  " 

Georgia Augusta " 

Alabama Oct.  29  to  No  v.  2 

Maryland Oct.  30  to  Nov-  3 
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COUNTY    FAIRS    IN    OHIO. 


Brown 

Hamilton. . 
Portage. .. . 

Fayette 

Warren.... 

Gallia 

Ashtabula.. 
Clermont. . 
Pickaway - 


.Q. 


etowu Se|  U 


■  Uavenna. ... 

,  .Washington. 
.  -Lebanon.-  • .. 
.  .Gallipolis..- 
.  .Jetferson  . ... 
..Bantam  . .... 
.Cii'cleville  ■  • 


Medina Medina 

Ciermont Olive  Branch " 

Clinton Wilmington ** 

M  ami    Piqua tl 

Highland- Hillsboro " 

Muskingum Zanesville ,l 

Greene Xenia " 

Preble Katon " 

Vinton McArthur " 

Miami Troy " 

Knox Mt.  Vernon '' 

Defiance Defiance " 

Delaware Delaware  ........  " 

Madison London " 

Adaois West  Unnn " 

Belmont St.  Clairsville. ...  u 

Brown  (Independent)  Ripley " 

Geauga Burton ** 

Jackson Jackson ** 

Hardin Kenton *' 

Columbiana New  Lisbon. .....  " 

Tuscarawas New  Philadelphia.  " 

Union M  irysville *' 

Guernsey Cambridge " 

Clark Springfield Oct. 

Wood Perry  sou  rgh *" 

Summit Akron    ** 

Mal/iming Canfleld lt 

Sandusky Fremont u 

Carroll Carroll  ton 'l 

Logan Bellefoutaiue ** 
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Darke Greenville 

Cuyahoga Cleveland 

Richland Mansfield 

Lucas Toledo 

Hoekiug Logan 

Williams Bryan 

Wayne Wooster 

Crawford Bnc.vrus 

Mat-ion Marion 

Harrison Cadi* 

Seneca Tiffin 

Lor'iin Elyria   

Morgan  McConnelsville. . . 

Lawrence Ironton 

Washington Marietta 

Lake Painesville 

Licking  Newark    

Putnam Ottawa   

Ottawa Port  Clinton 

Butler Hamilton    

Trumbull Warren 

Stark Canton 

Hancock Findlay 

Champaign TJrbana     

Coshocton    Coshocton 

Geauga  (free) Claridon 

Morrow Mt  Gilead 

Wyandot Upper  Sandusky  . 

Ashland Ashland    

Fairfield Lancaster 

Union Mary-ville 

Paulding - Junction 

INDEPENDENT     FAIRS    IN    OHIO. 

Union  Agricultural Jamestown,  Greene  Co 

Aug. 

Union  Society Cuyahoga  Falls..  Sept. 

Horse  Breeders'  Ass'n Cleveland " 

Wellington Lorain  Co " 

Wheeling:  Island Virginia " 

Twinsburg    Summit  Oq " 

Silem Columbiana  Co.  .  •' 

Madison Franklin  Co " 

B:lmont Belmont  Co '* 

Muskingum  Valley Zanesville *' 

Allianc Alliance,  O " 

B-lleville Richland  Co " 

Hinckley Medina  Co " 

Philadelphia Philadelphia " 

Plymouth Richland  Co " 

Farmers'  Sc  Mech's'.  Ass'n.  ..Ashtabula " 

Conneaut Ashtabula  Co... .  '* 

Hich field Summit  Co " 

Marlboro Siark  Co " 

Orwell Ashtahula. 


3     5 


3    5 
3    5 


3 
3    5 

3  6 

4  6 
4  6 
4  6 
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111  11 
It)  12 
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11  12 
111  12 
17  19 
23  26 
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29  31 
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20  22 
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26  28 
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29 
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FAIRS    IN    KENTUCKY    IN    1860. 


.  A  ug  28 
.  Sept.  4 


Shelby  Co Shelby  ville 

Bourbon  Co Paris 

Central  Kentucky Danville  

Ky.  Ag.  &  Mc.  Ass'u Lexington 

North-eastern Ashland 

Harrison  Co Cyuthiana 

Slate  Society Bowling  Green  . . 

S  >uth- western   Louisville 

Owen  Co New  Liberty Oct.   2 

Salvisa  Stock Mercer  Co *4       3 

Daviess  Co Owenshorough...     "      8 

Christian  Co Hopkinsville "     10 


7 
1  4 
19 
21 

29 

6 

6 
IS 
13 


Cinnabaii  on  Rogue  River.— R.  S.  Jewett  for- 
warded to  this  ofiice  a  few  days  ago  specimens 
of  cinnabar  which  were  lately  discovered  in 
the  vicinity  of  Rogue  river,  near  his  place. 
We  profess  to  be  no  judge  of  that  kind  of  ore; 
bat  if  appearances  and  weighl  indicate  any 
thing,  we  should  pronounce  it  as  rich  as  any 
ever  discovered  on  the  Pacific  coast.  The 
quicksilver  is  plainly  discerned  in  little  specks, 
or,  at  least,  that  is  what  we  suppose  it  is,  and 
evaporates  from  the  ore  on  the  outside  very  fast. 
As  to  the  extent  of  the  lode  we  know  nothing. 
Specimens  of  the  ore  have  been  sent  to  San 
Francisco  for  assay. — Jacksonville  [Southern 
Oregon)  Sentinel. 


The  following  circular  >n  ,,.,.,  ng  a  further  advance  Of 
five  per  cent,  per  100  poundson  'on  rth  class  freight,  and  ten 
per  cent,  per  barrel  on  flour  from^a  ke  ports  to  the  East,  has 
been  issued  by  the  New  York  roads: 

New  Yoke,  August  25th,  1860. 

On  and  after  the  date  hereof,  and  until  otherwise  notified, 
the  New  York  Central  and  New  York  and  Erie  Railroads 
will  charge  on  all  through  freights  the  following  rates: 

ALL    RAIL. 

Fourth  Class.  Flour. 

From  Buffalo  to  Boston 38  75 

Buffalo  to  New  York 30  60 

Suspension  Bridge  to  Bost.38  75 

Suspension  Bridge  to N  Y. 30  60 

Dunkirk  tj  Boston 40  80 

Dunkirk  to  New  York 32  65 

LAKE   AND  RAIL. 

From  Lake  Erie  ports  to  Boston. 45  90 

LakeErieports  to  New  Y..37  75. 
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MONETARY  AND  COMMERCIAL, 

The  usmil  quiet  of  the  past  month  continued  Us  reign 
over  the  early  part  of  the  last  week,  but  the  monotony  of 
Third  street  was  somewhat  interrupted  by  the  preparation  for 
the  payments  of  the  4t!i,  which  are  said  to  have  been  unu- 
sually heavy.  There  was  consequently  a  greater  demand  for 
money  during  the  first  four  days  of  the  month  than  has  ex" 
isted  for  a  few  weeks  previous,  but  it  has  a^ain  relapsed  in- 
to nearly  the  same  state  of  quietude  observable  a  week  ago* 
The  approach  of  the  fall  trade  however  must  soon  begin  to 
have  a  marked  influence  on  the  activity  of  the  market,  and 
loose  capital  will  be  fully  employed.  The  rates  heretofore 
quoted  are  charged  by  bankers  for  all  first  class  paper;  a 
disposition  manifested  to  give  precedence,  however,  to  regu- 
lar customers,  outsiders  will  therefore  probably  soon  have  to 
rely  on  their  own  resources  or  the  tender  mercies  of  street 
men. 

There  has  been  an  abundnnt  supply  of  Exchange  on  the 
East,  with  a  moderate  demaud,  the  sules  on  Monday  how- 
ever reached  an  unusual  fignre,  but  was  more  limited  the 
two  succeeding  days  of  the  week.  Rates  are  still  sustained, 
but  flat,  with  a  downward  tendency.    We  quote. 

Buying.  Selling. 

New  York  Sight ft    prem    |@1    prem 

Philadelphia $    prem    |@i     prem 

Boston i    P'em    3@i    prem 

Baltimore £    prem    ij@£    prem 

American  Gold 1-S    prem    i  pi  em 

New  Orleans i    prem  par 

Construction  of  the  Tax  Law  as  Applicable  to  Banks  and 

Hankers.    Letter  from  Auditor  Taylor  to  our  County 

Auditor, 

The  Auditor  of  State  has  addressed  the  following  explana- 
tion of  theambigous  sections  of  the  Tax  Law. 

Office  of  the  Auditor  of  State,) 
Columbus,  Onto,  Aug.  31,  ItsUO.     \ 

Dear  Sir  ; — Your  letter  of  the  2  Hh  inst.,  has  been  receiv- 
ed. You  misapprehend  the  purport  of  my  letter  ol  July 
26ih,  relative  to  the  taxation  of  banks  and  bankers,  to  some 
extent,  or  I  failed  to  be  sufficiently  explicit.  The  sections 
of  the  tax  law  referring  specially  to  banks  and  bankers,  are 
theOUthand  68th,  inclusive;  the  63d,  64th  and  65th,  how- 
ever, not  affecting  the  duties  of  County  Auditors  directly. 

The  intent  of  the  law  is  to  tax  banks  and  bankers,  on 
all  their  property  and  e Meets  on  which  a  profit  is  received, 
or  on  which  they  are  entitled  to  any  profit.  Some  portion 
of  their  assets — not,  however,  embraced  in  the  abuve  gene- 
ral statement — are  specially  excluded  from  the  return;  such 
as  coin  and  specie  funds,  kept  on  hand  to  redeem  circulation; 
money  kept  on  hand  to  pay  depositors,  and  balances  due 
from  other  banks  from  which  no  profit  is  derived;  but  if  any 
profit  be  derived  from  these  classes  of  funds  they  are,  gene- 
rally, taxable. 

Banks  and  bankers  are  taxable  on:  1st:  The  average 
amount  of  notes  and  bills  discounted,  loans,  &c.  2d.  In- 
vestments in  stock  for  whatever  purpose;  and  3d.  Eastern 
Exchange,  on  the  sale  of  which  a  profit  is  obtained.  There 
may  be  other  items  on  which  profit  is  obtained,  in  some  in- 
stances. 

These  averages  are  to  be  ascertained  in  the  manner  pre- 
scribed in  the  61st  section.  As,  for  instance:  what  amount 
did  the  bank  own  during  the  months  of  June,  of  July,  of 
August,  etc.,  through  the  year  Divide  the  sum  total  by  12. 
and  you  will  have  the  average.  A  bank  might  take  the 
weekly  statement  for  the  first  Monday  in  the  month,  and 
in  each  month,  as  showing  the  amount  monthly,  and  divide 
the  sum  total  by  12.  Other  investments  as  well  as  notes, 
etc.-  could  be  ascertained  in  the  same  way.  I  do  not  mean 
the  average  amount  of  monthly  sales  of  exchange,  but  the 
average  amount  of  exchange  subject  to  draft,  to  be  ascertain- 
ed in  the  same  way.  A  bunk  might  have  but  $1110,0(10  in- 
vested in  exchange  business,  and  yet  by  frequent  turrs,  sell 
three  or  fuur  times  that  sum  in  a  month. 

What  was  the  average  amount  kept  for  saleV  The  an- 
swer to  this  question  would  give  the  amount  subject  to  taxa- 
tion. 

The  figures  contained  in  my  letter  of  the  36th  July,  gave 
the  amount  of  each  class  earned  by  the  bank  at  the  expira- 
tion of  each  quarter,  and  being  given  fit  four  instead  of 
twelve  periods,  the  one-fourth  of  the  total  would  show  the 
yearly  averge,  and  the  amount  liable  to  taxation. 
Yerv  respectfully, 

R.   "VV.  TAYLOR,  Auditor. 

Howard  Mattiikws,  Esq.,) 
County  Auditor y  Cin'ti^  0.\ 

Cincinnati  Stock  Market. — Sale3  of  Stocks  and  Bonds 
havebcen  made  during  the  past  week  in  this  city  at  the  fol- 
lowing rates: 

BONDS. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  6  per 
cent., &7H 

Covington  and  Lexington  K.R  Co.  First  Mort- 
gage Bonds,  "  per  cent £3®85 

Covington  vV  Lexington  R.  R.  First  Mortgage 
Bonds,  fi  percent 72@75 

Covington  &  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  '•  per  cent. 73 

Indianapolis  &,  Cincinnati  R.  R..  First  Mort- 
gage Bondsf  7  per  cent,, 85 


Indianapolis  it  Cincinnati   R.  R.  Co.,  Second 

Mortgage,  /  percent.  Bonds ■  76@80 

Cincinnati,  Hamilton  &.  Dayton  R.  R.  Co.,  First 
Mortgage,  7  percent    Bonds 9^100 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds.  7  per  cent 87<giS7J 

Dayton  and  Western  Railroad.  First  Mortgage 
Bonds,  7  per  cent 60 

Dayton  and  We  tern  Railroad,  Second  Mort- 
gage Bonds,  7percent 50 

Indiana  Central  R.  R.  Co.,  First  Mortgage 
Bonds,  7  per  cent 05@70 

Indiana  Central  R.  R.  Co.,  Second  Mortgage 
Bonds.  J"  per  cent 75®30 

Diyton  &  Michigan  R.  R.  Co.,  endorsed  Mort- 
gage 8 1,  7  per  cent 85 

City  of  Cincinnati,  Municipal  Bonds,  6  per 
cent 95@97 

City  of  Cincinnati,  Railroad  Bonds,  6  per  cent.  85@#7 

City  of  Cincinnati,  Wharf  Bonds,  G  per  cent..  82©84 

STOCKS. 

Cincinnati,  Hamilton  it  Dayton  R.  R- 75J^7G 

Little  Miami  K.R 8"J 

Columbus  &Xenia  R.  R 85®86 

Indianapolis  &  Cincinnati  R.  R 48 

Ohio  &.  Mississippi  R  R H 

Farmer's  Bank  of  Kentucky, 125©  12G 

Northern  Bank  of  Kentucky 129®  131) 

Ohio  Life  Insurance  &  Trust  Co.'s  Certificates.  )tf(gil7 
Ohio  &  Mississippi,  Trustees  Scrip -  .-32y@15 

The  traffic  receipts  of  the  Grand  Trunk  Railway  of  Car 
da,  for  the  week  ending  August  23d,  18G0,  are  as  follows: 

No.  Amount. 

Local  Passengers 11 ,604&  3 lh.000  53 

Foreign  Passengers.... , 3,080  10,137  98 

Emigrants 4b8>£  1.108  17 

Hails,  Express,  Etc 2,836  09 

Local  Freight  and  Livestock 

(tons) 5,402*  13,301  12 

Local  Timmher  and  Lumber — 

952,344  feet,  (tons) 1,176}^  2,889  97 

Local  Firewood,  868  cords, — 

(tons) 1,314  1,050  90 

Foreign    Freight  and    Live — 

Stock(tons) 1,336^  2,95-1  33 

Miles. 

Total 970        $52,395  14 

Weekending  August  20,  1859.    S8H  41,954  92 

Increase 90        g  10,440  .2 

Total  Traffic  from  July  1,  1800, 

todate $375,H'9  27 

Total  for  same  period  last  year  280,872  13 


.A-EM-iX  ifc*,  I860,    . 

Cincinnati,  Hamilton   and  Dayton 

SIX    DAILY    TRAINS 

LEAVE    THE    SIXTH    STREET    DEPOT 
(Sunoays  Excepted). 


All  Trains  run   by  Columbps  Time,  which  is  Sevjcn 
Minutes  faster  than  Cincinnati  Time. 

THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 

6  A.  IW. — EXPRESS  TRAIN— For  Hamilton. 
Richmond,  Indianapolis,  Logansport.  Day  ten,  Springfield, 
Urban. a  and  Sandusky.  .For  Troy,  Piqua.  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

8  A.  !«.— ACCOMMODATION  TRAIN— 
For  Haamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.ltt.— COLUMBUS  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  NewYork,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

3.30  P.  M.  TRAIN— For  Dayton,  Springfield,  Ur- 
banaand  Bellefuntaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield.  Urban  a  and  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

JO^  For  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:— No.  MiO  Walnut  street,  between 
Fuurth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

D.  McLAREN,  Superintendent 


PR0SSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUBULAR  BOILER  MAKERS 

AND 

ENGINEERS'  TOOLS. 

Tubes  for  Arte6ian  Wells,  conveying  Steam  or 
Water,  Shafting  Stc.,Bcrewed  or  coupled  together, 
iu  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 
PAEIS'S  PATENT  GLASS  ENAMELED  IRON  TUBES, 

for  Water,  Acids,  &c. 

PATENT    LAP-V/ELDED    STEEL   TUBES. 

THOS.  PROSSER  &  SON, 

28  Piatt  Street,  New  York. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 

RAILHOADS. 


On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows : 

G:iiU  A.  M.  Express — Prom  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Ricl.mond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:3(1  A.  M.  Express- — From  Little  Miami  Depot,  and 
from  Cincinnati,  Hamilton  and  Dayton  Depot — Connects 
Tia  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Beilair  and  Benwood;  and  via  Columbus,  iJeliair 
and  Pittsburgh;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford-  etc 

]i):0O  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Beilair  and  Benwood;  via  Col- 
umbus, Beltair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express — From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbaua  and  Belle- 
font  line;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
llton  for  Oxford,  &c. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  "Way  Stations;  also  for 
Springfield-. 

6:0(1  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot — Fur  Dayton.  Springfield.  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima.  Fort  Wayne  and 
Chicago;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  vim  Hamilton  for  Richmond   Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  "Depot— Con- 
nects via  Columbus.  Steubenville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Hittsburg ;  via  Columbus  and 
Cleveland,  via  Columbus,  Beilair  and  Benwood,  and  via 
Columbus,  Beilair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  Ko.  I  Burnet  House;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time. 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices, 
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W.  G.  HYNDMAN'S 


Patent  Portable  Forge  and  JMows. 

THESE  FORGES  are  superior  to  all  nlJ?«rsf»rlouild 
ers  of  railroads,  mines,  quarries,  guaantlthe,  Iock- 
emiths,  machine  shops,  boiler  makers,  0'as  fillers  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  oe  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  totheflue 
by  a  pipe. 
Railroad  companies  andothers  in  want  of  Portable 
or&es  willaddress  VV.G.  HYNUMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


3FL  AILHO  Jk.T>  . 

SHOHTEST  KOITTE  BY  THIRTY  MILES 

No  chanpe  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN"-^R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:4?  A.  M.,  Chicago  at  8  P.  M. 

11.30  P.  M.— TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:5(1  P.  M. 

G.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:15  P   M.;  Chicago  at7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


~tis~  Be  sure  you  are  in  the  ri?ht  Ticket  Office  hefore  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawreiiceburg  &  Indianapolis* 

CCF-FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

tiikoug'11  TTCKETS. 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner.  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  bad. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  ill  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C  LORD,  President. 

CINCINNATI,      WILMINGTON^ 

AND   ZANESVILLE 

Two  daily  trains,  at  15  A.  M  .and  G  P.  M.,  from  Little  Mi- 
ami Depot.  Eflst  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

RftTuRNiNO  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  l>.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  Ticket 

Offices  of  Little  Miami  Road. 

W  OND         elTer 


RAILROAD  IB  ON. 

THE  undersigned,  Agentsfor  the  Manufacturers,  are 
prepared  to  contract  to  deliver  free  on  board,  at 
shipping  pons  in  England, or  at  ports  of  dischaarge  in 
theUnitedStates.Railsofsuperioi  quality, and  ol  weight 
ofpattern  as  may  he  required. 

VORE,  LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street 

T,  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

o.GT       est  6tl»  St.  bet  Wa  nut    'c  Vine 

CINCINNATI  0 

GREAT  NATIONAL  110  UTE  TO 


BALTIMORE,PHILADEPHIA,  NEW  YORK  &  BOSTON 
And  only  Itoad  to  Washington  City. 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

nAILROAD. 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Oulumbus  on  the  West, 
at  which  place  it  connects  with  Railroads  lor  and  from  all 
points  in  the 

West,   South-West  and  North  "West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.  New  York  and  Boston,  at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLKEPTNG  CARS  ATTACHED  TO  ATX  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or.in  formation, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusiveTelegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger, Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

TtT?9  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH,  Matter  'transportation,  B.  &  O.  R.  R. 

J.  H.  SULLIVAN.   Gen.  West.  Ji^t.,  B.%  O  R.  R. 
L.  M.  COLB,  Gen.   Ticket  Agt.,   /?.  $  0.  R.  R. 
H.  J.  .TEWETT.  Preset  G.   O.  R.  It. 
3.  W.  BROWN.  Ken     7Vr$-.et  Agt.,  C.    0.  R.  R. 


G.    W.    MORRILL. 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  lato  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  he  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance-tnat 
no  pains  will  be  spared  to  give  entire  satisfaction  in 
al   a  see  6 

IRON  BOILER  FLUBS 

PASCAL  IRON  WORKS. 

ESTABLISHED  1S21. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7  inches  outside  diameter,  cut  to  definite  length 
as  required. 
wKOCGHT  IUOiV   WELDED   TUBES, 
**'rom  %  to  5  inches  bore,  with  .Screw  and  Socket  Con- 
nections.   T's,  L's,  Stops,  Valves,  Flanges  .  etc.,  etc 
Warehouse,  200  SoulJi  Third  St., 
PH  ILADELP  H  1A  ,  |».og 

Stephen  morris,  ciias.  wheeler,  .tr. 

TllOS.  T.  TASKER,  JR.,  8.  P    M    T/.*ittKR. 


W.  HARVEY'S  FAFETY  JOINT 

For    Coupling    He    Ends    of  "  T'     Rail 

"^PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plaie  C,  wbi<  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
tbe  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  lust  men- 
tioned form  is  the  ooe  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  Up  of  the  chair,  as  shown 
in  Fig. 3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  protect 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegerlanof  the  wheels.  ALd  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  thf  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  an/I  lock  the  plates  firmly  together,  bo  that 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot:  :n  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.  This  mode  of  sreuring  rails  may 
be  considered  past  improvement.  It  will  be  seen  that  on« 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man* 
ner  that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  safe 
road,  thereby  doing  away  with  the  breaking  of  rails,  wheeli, 
and  axles,  preventing  the  loss  of  life  and  destruction 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wear 
the  rolling  slock  of  the  road. 

W.  HARVEY,  Ikventoe  a«d  Patents 
41  Jeflerson-btreet,  Albany, 
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GEO.   H.   KNIGHT    &,    BROTHER 

i 

Patent  Attorneys, 


IV.  E    Corner  Vine  Sc  4tU. 


Railroad  Car  Grease 


Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju  54.  6m. 


til.  G.  LOEDELL.        H.  S.  M'COMBS.        I>.  P.  BUSH. 

BliSH&LOBDELL, 

Wilmington —  -----  »e!aivare 

MANUFACTURERS   OF 


For  U.K.  Cars  &  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Extint 

P    B   THEIR 

CELEBRATED    WHEELS, 

EITHER   SINGLE  OR   DOUBLE  PLATE, 

WITH    OR     WITHOUT    AXLES 

WHEELS  FITTED 
To   Hammered  or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


an  1 


a  JBook  for  Everv  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

"For  Post-Masters  and  Business  Men. 

COlVT  AINING 
A  Complete  List  of  Post-Offices  in  the  United  Mates 
and  Territories,  arranged  by  states  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices;  Pates 
of  loreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Pegular ;  Abstract 
of  the-  Laws  and  Regulations  of  the  Post-OJlce  De- 
partment,  &c.,  &c> 

COMPILED    BY    E.   PENROSE    JONES, 
Late  Assistant  Post-Maoter  at  Cincinnati. 

Price  Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
hW  sources,  and  contains  the  most  complete  list  of  Post- 
Olnces    especially  of   the    Western,    North- Western,  and 
South- Western  States,  yet  published. 

MAHLON  n    MEDARY, 
Agent,  and  Inspector  of  Planks ,  c£c.,  for  P.  O.Pcpart. 

The  book  makes  an  actavo  pnmphletof  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  2?ew  Offices,  Changes  ar.<L 
Regulations  Qi  the  Department,  the  informationis  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  bind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
»e«,  making  it  especially  valuable  to  business  men.  No 
similar  ai'raugement  has  been  published  since  185G.  There 
are  30(10  more  offices  in  this  thai  in  any  book  heretofore 
issued.  The  Priceia  one-halfthat  of  any  work  of  the  kind 
now  published. 

][/  Slnglecopies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cent*  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1  00,  or  Twelve 
Copies  for  #2.00- 

Address.  0-  S.  W1LL1IAMS 

Iy4  W'atowt  Street, 

War.M  V  Pgm»p»«tia  Ohio. 


SEWING  MACHINES. 


W 


Itt.  srWNEK  &  CO.,  cor.  Fourth  and  Wal- 
nut Streets,  second  floor,  Cincinnati,  Ohio. 

BRANCH   OFFICES: 


Louisville,  Ky.. 
Lafayette,  Ind., 

Indianapolis,  Ind., 


Columbus,  O., 
Dayton.  O., 

Zanesville,  O. 


We  offer  the  Wheeler  &.  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
an*  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style*  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  heing  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  nr 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sum  machine,  and  warrant  it  for  three 
years. 

)Xy  Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehl'J.  WM.  SUMNER  &  CO. 


MOSE!Ij.Elir?S 
WROUGHT   BRON 

ARCH  BRIDGES 


Corrugated  Iron   Roofs 

AKCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  STZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street,  Cincinnati,  Ohio. 

SDt.2.  MOSELEY  &  CO. 


JAMES  FOSTER,  Jr.  <&  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKEKS, 

S.W. CORNER  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermometers, Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Repairing  attended  to. 


H.  TWITCHELL, 


JAMES  FOSTER,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  par- 
chase  Ag.4,m.G. 

""  FREEDOM  IRON  COMPANY,  " 

MANUFACTCTEBS  OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Pi»ton  Bods, 

Bar  of  all  Sizes, 

And  all   Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  Snp't, 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  ou>-  own  Works  Janed. 

New  Time  Table 


NEW  YGHK  CENTRAL  R.  R. 


Leave  Albany. 
SteamboatExp.  •  ~  liu  *••  »• 

Mail 9.i  tli.  m. 

New  York  Exp.  .11. 15  a.  h. 

Night  Exp 5.0H  p.  M. 

Utica  Accum'n..  6  liu  p.  h.    Ar 

N.  Y.Mail 11.15  p.m. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  tixp..  8.00  a.  m. 

Mail _ 

Cleveland  Exp..  6.00  p.m. 
Cincinnati  Exp. ll.OOp.  3. 
Utica  Accom'n.. 


Arr.  Buffalo.    Arr. 
7  00  p.m.      7  lit 

12.50  a.  M.     

9.00  p.  M 
4.00  a.  M. 
TJ.  10.00  p.  H 
!0.0  a.  M. 
Leave  Bridge. 
5.15  a.  m. 
8.00  a.  M. 


0.00  p.  M. 
11.01)  P.  M 


9.00  p.  x. 
4.00  a.  *. 

10.00  a,  h 
Ar.  A  ib'y 
3  3!)  P.  1. 
8  00  p.  JJ. 
2.30  p.  H 
4.40  a.  M, 
8.30  a.  »i 

10.00  A.      i 


CINCINNATI 
LOCOMOTIVE  WORKS. 


T 


The  undersigned  are  prepared  to  furnish  Loromotiv 
equal  in  efficiencj and  durability  to  the  Des>  Easte 
manufacture     Also,  Shaping  and  Slotting  Machine^ 
suitable  foT  railroad  shops.     Also,  all  fcinds  of  heav 
forgiugandcastingdone  at  short  notice    Also,  bolts  fo 
bridge^  cu    withdispatch. 

MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  o!  Col.  E.  W  , 
MOKfJ  AN  9  a  distinguished  graduate  01  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in  Mathematics.  Mechanics,  Ma- 
chines,Construction. Agriculturalt'hemistry  and  Mining 
Geology*  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  La nguages, accompanied  by  d  ally  and 
regulated  exercise. 

Schools   of   Architecture,  Eugineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means, and  object  of  Professionaipreparatiorj;  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Spriugs,K.y.  ^'or  theundersiened. 

P\  DUDLEY. 
Presideuteftb   Boar 
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E.  D   MANSFIELD, 
T.  WRIGHT  SOJ3. 


Editors. 


C  IN  O  IN  NAT  I: 

TJiursday  Mornings    Sept.  13.  ISfSO. 

THE  RAILROAD  RECORD, 

PUBLISHED  EYERY  THURSDAY  MORNING, 

BY  WEIGHTSON  &  CO. 

OFFICE-No.  167   Walnut   Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 


ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, siugleinsertion, SI  00 

"        "        per  month, 3  00 

"        "        six  months, 12  00 

'*      l*       per  annum, 20  00 

"    column,  single  insertion, 5  00 

"        "        per  month, 10  00 

"       "       six  months, 40  00 

'•        "        perannum, 80  00 

"    page,  singleinsertion, 15  00 

"        '■         permonth 25  00 

"        •'         sixmonths, 110  00 

"        "        perannum 200  00 

Cardsnotexceeding  four  lines,  $5,00  per  annum. 


THE  LAW   OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors. 


Pro-Rata  of  the  Pennsylvania  Railroad.— 
The  committee  appointed  by  the  Corn  Exchange 
Association  of  Philadelphia,  to  confer  with  a 
committee  from  the  Pittsburg  Board  of  Trade, 
on  the  subject  of  pro-rates,  have  completed 
their  labors.  The  committee  state  "that  after 
several  meetings  with  that  committee  they 
were  strongly  impressed  with  the  importance 
of  the  subject,  not  only  as  being  beneficial  to 
the  interests  of  Pittsburg,  but  also  to  the  in- 
terests of  our  city,  and  that  it  would  also  prove 
of  benefit  to  the  Pennsylvania  Railroad  Com- 
pany." The  Pittsburg  Committee  asked  that 
all  freight  coming  from  competing  points  west 
of  Pittsburg,  in  the  event  of  the  merchants  of 
that  city  desiring  to  stop  them  at  that  city  for 
the  purpose  of  sale,  should,  in  the  event  of 
their  not  finding  a  market,  then  be  allowed  to 
come  forward  at  the  through-rate  of  freight,  as 
previously  agreed  upon.  They  therefore  drew 
up  a  request,  in  connection  with  the  Pittsburg 
Committee,  which  was  laid  before  the  Board  of 
Directors  of  the  Pennsylvania  Railroad  Com- 
pany, and  received  the  following  reply: 

Philadelphia.  September  5. 

Jas  Park,  Jr.,  J.  J.  Gillespie,  Wm.  McCreery, 
Committee  Pittsburg  Board  of  Trade — Gents: 
At  a  meeting  of  the  Board  of  Directors  of  this 
Company,  held  this  day,  the  following  resolu- 
tion was  adopted: 

Resolved,  That  the  request  of  the  Commit- 
tee of  the  Board  of  Trade  of  Pittsburg,  un- 
der date  of  September  1,  be  granted  under 
Buch  limitations  and  restrictions  as  the  Presi- 
dent and  General  Freight  Agent  may  deem 
necessary  to  prevent  abuses  from  arising  un- 
der it.  Yours  truly, 

EDMUND  SMITH,  Sec'y. 


TRANSPORTATION  OF  PRODUCE  ON 
WESTERN  RAILROADS. 

/  '    STATISTICS   OF   THE   LAKE    SHORE   LINE. 

We  have  already  stated  the  immense  in. 
crease  of  Western  crops;  the  coming  increase 
in  Railroad  freights;  the  consequent  rise  in 
the  value  of  Stocks;  and  the  prospects  of  a 
far  more  favorable  business  in  Railroads,  than 
has  been  known  for  several  years.  All  these 
are  highly  encouraging  for  the  long  despondent 
proprietors  of  Railroads. 

We  propose  now  to  show  something  of  the 
hind  and  distribution  of  the  produce  freight 
business.  There  are  four  great  points  of  dis- 
tribution of  freights,  in  the  Lake  Basin;  viz: 
Detroit,  Chicago,  Toledo  and  Cleveland.  Now, 
at  each  of  these  points,  a  great  amount  of 
the  freight  received  is  immediately  shipped  by 
water.  Hence  the  Railroads  only  show  a  part 
of  this  produce,  perhaps  not  more  than  half. 
So  also,  at  Detroit  and  Toledo — a  part  may  go 
by  Canada.  We  shall  here  speak  only  of  that 
which  goes  loholly  by  rail,  on  the  American 
shore.  Of  this,  it  is  plain,  that  almost  the  en- 
tire bulk  must  pass  over  the  Painsville  and 
Ashtabula  road;  being  the  only  outlet,  per  the 
Lake  Shore  Lines  to  New  York.  But  as  we 
have  said,  this  is  probably  less  than  half,  per- 
haps much  less  of  that  which  arrives  at  Tole- 
do and  Cleveland.  We  have  the  report  of  the 
Lake  Shore  lines  for  last  year;  let  us  compare 
as  far  as  we  can,  the  receipts  and  outgoes,  of 
produce. 

1.  Let  us  take  the  outgoes  of  the  Painsville 

and  Ashtabula  Road: — 

Flour,  barrels 193  000 

Hogs,  number 175,000 

Cattle,     "        94.000 

Sheep,     "       38,000 

Butter,  pounds 2,000,000 

Cheese,    "       700,090 

Wool,       "       2,100,000 

Salt  Pork,  barrels 110,0110 

Cotton,  bales 25.000 

Tobacco,  hhds   2,500 

These  are  the  chief  articles,  and  they  are 
mostly  the  produce  of  Ohio.  The  annual 
trade,  is  immense,  and  beyond  anything  on 
any  other  road.  Reducing  the  pork  to  hogs, 
and  we  have  full  300,000  swine  carried  over 
that  road,  and  100,000  cattle.  It  is  otherwise 
with  grain,  the  great  body  of  wheat  and  flour 
passing  by  water. 

2.  Let  us  now  see  the  arrivals  on  some  of 
the  principal  lines,  on  the  Lake  Shore,  viz: 

Via  Toledo  &  Wabash: 

Flour,  barrels 82,000 

Wheat,  bushels 33fi,0UO 

Corn,        "        351,000 

Cattle,  number 32,000 

Hogs        "        00,000 

Salt  Pork,  barrels 25,000 

SaltBeef,        ■•     11.000 

Dressed  Hogs,  number 3,500 

Lard,  pounds 8,50U,tl<'l' 

Cotton,  bales ■•        7,000 

This  road  is  new,  and  has  in  its  whole  extent 
the  competition  of  the  Wabash  and  Erie  Ca- 
nal. Let  us  now  look  at  the  transportation 
via  the  Cleveland  and  Toledo  Road. 

Unfortunately  some  of  the  roads,  of  which  this 
is  one,  do  not  specify  the  kind  and  amount  of 
their  freight,  which  ought  to  be  done  with  care 


and  minuteness,  by  every  road,  and  we  com- 
mend this  suggestion  to  the  officers  of  the  road. 
The  Cleveland  and,  Toledo  Road  carried,  how" 
ever,  150,000  tons  of  freight  to  Cleveland. 

The  articles  above  enumerated,  on  the  To- 
ledo and  Wabash  Road  amounted  to  about 
55,000  tons.  We  must,  therefore,  conclude 
that  at  least  double  the  quantity  of  the  same 
articles  was  carried  over  the  Cleveland  and 
Toledo. 

Next,  let  us  look  at  the  transportation,  via 
Cleveland,  Columbus  and  Cincinnati: 

Flour,  barrels 320,000 

W  heat  and  other  grain,  bushels 900,000 

Hogs,  (live  and  dressed)  number 135  000 

Salt  Pork  and  Lard.,  barrels 117.000 

Cattle,  number 70. 0H0 

Tobacco,  hhds 6,001) 

These  are  not  all  the  roads  which  bring  pro- 
duce to  Cleveland,  but  they  are  the  principal 
lines.  By  taking  the  mass  of  arrivals,  and 
then  of  departures  of  the  same  article, 
we  shall  see  that  much  more  than  one-third 
pass  out  by  the  Painsville  and  Ashtabula  Road. 
They  do  show,  however,  that  there  is  an  im- 
mense business  in  agricultural  produce,  car. 
ried  on  by  the  interior  lines,  leading  to  the 
ports.  But,  when  this  produce  arrives  at  the 
ports,  it  is  re-distributed,  in  various  ways. 

1.  We  have  the  consumption  of  the  Lake 
Cities,  which  is  quite  large.  2.  We  have  the 
shipment  to  Canada,  which  of  some  articles  is 
also  large.  3.  We  have  the  shipment,  by  itia- 
ter,  to  Buffalo  and  other  ports  of  New  York; 
and  4.  We  have  the  shipment  by  railroad. 

We  now  come  to  the  prospects  of  this  year. 
We  have  stated  in  another  number,  that  when 
there  is  a  large  crop,  the  surpluses  were  in- 
creased in  a  ratio,  much  beyond  that  of  the 
crop  itself.  Then  suppose  the  consumption  to 
be  represented  by  100,  and  the  crops  120;  it 
is  plain  the  surplus  is  represented  by  20;  now 
.suppose  the  crop  is  144,  then  the  surplus  is  44. 
The  crop  increased  20  per  cent.;  but  the  sur- 
plus increased  120  per  cent.,  in  six  times  the 
proportion  of  the  crop.  This  it  is  which  causes 
a  large  crop  in  the  country  to  produce  such  an 
extraordinary  effect  on  transportation  lines — ■ 
the  money  market,  and  commerce  generally. 
These  are  not  effected  much  by  crops  which 
only  amount  to  the  annual  consumption  Of  the 
people;  for  it  is  carried  but  a  little  ways,  and 
little  is  sold;  but  the  large  crops  furnish  large 
surpluses,  and  set  everything  in  motion.  We 
estimate  the  surplus  of  Wheat  in  the  Central 
West  in  1859,  to  have  been  20,000,000  of 
bushels.  We  estimate  that  of  1860,  at  50,000,. 
000,  or  an  advance  of  150  per  cent.  Now 
suppose  it  cost  10  cents  per  bushel  only  to  car- 
ry this  on  Railroads;  then  the  transportation 
of  wheat  only  was  #2,000,000  in  1859,  and  will 
be  $5,000,000  in  I860.  If,  as  we  believe,  the 
transportation  of  other  articles  of  produce 
amount  to  three  times  as  much,  then  the  Rail- 
road receipts  from  the  freights  on  domestic 
produce  was  in  1859  $8,000,000,  and  will  be  in 
1860  $20,000,000.  It  is  on  this  twelve  millions 
of  dollars,  the  roads  will  make  their  increased 
profits. 
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SUBURBAN  RAILWAYS. 

The  advantages  resulting  to  the  people  of 
large  cities,  by  railways  radiating  in  all  direc- 
tions, can  not  be  overestimated.  If  the  man- 
agers of  such  roads  fully  understand  their  in- 
terests and  run  frequent  trains  at  low  rates  o* 
fare,  the  advantages  of  town  and  country  are 
speedily  equalized.  The  merchant  or  man  of 
business,  who  is  compelled  to  spend  the  great- 
er portion  of  his  days  in  his  narrow  counting 
room,  can  pass  the  remainder  of  his  time  amid 
the  health-giving  influences,  and  rural  delights 
of  the  country,  at  a  much  less  cost  than  he 
can  fret  out  his  whole  existence  within  the 
limits  of  brick  and  mortar — while  the  effect 
upon  mind  and  body  can  not  be  estimated  by 
dollars  and  cents. 

Unfortunately,  however,  our  railway  mana- 
gers do  not  seem  to  be  particularly  impressed 
with  the  importance  of  cultivating  the  way  or 
local  traffics  on  their  roads.  But  they  will  find 
out,  when  perhaps  too  late,  that  as  far  as  the 
business  of  suburban  villages  within  eight  or 
ten  miles  of  large  cities  is  concerned,  that 
horse  railways  or  lighter  tracks  worked  by 
small  locomotives,  or  steam  cars,  will  intefere 
materially  with  them,  and  ultimately  absorb  the 
greater  portion  of  that  branch  of  their  busi- 
ness. 

The  inconvenience  and  expense  of  living  In 
large  cities  in  this  conntry  has  become  entire- 
ly too  great — indeed  it  absorbs  the  entire  rev- 
nue  of  the  great  majority  of  people — work 
they  ever  so  hard,  or  be  they  ever  so  economi- 
cal. Some  cheaper  mode  of  living  must  be 
found,  and  that  is  to  be  had  only  in  the  sur- 
rounding country.  Hitherto,  however,  the  ex- 
pense and  delay  of  getting  to  and  fro,  except 
in  a  few  favored  localities,  have  been  a  great 
barrier  to  persons  in  trade,  and  in  the  more 
active  persuits  of  life,  availing  themselves  of 
advantages  of  a  suburban  residence.  But  the 
introduction  of  horse-cars  has  drawn  attention 
to  the  practicability  of  a  cheaper,  more  acces- 
sable,  and  more  expeditious  mode  of  transit 
for  short  distances  than  has  heretofore  been 
enjoyed;  and  by  which  a  residence  in  the 
country  can  be  had  at  half  the  expense  of 
living  in  the  city.  Indeed,  by  a  properly  or- 
ganized railway  system,  with  light  locomotives, 
the  expense  of  transit  from  city  to  country 
can  be  reduced  to  a  point  but  little  exceeding 
that  now  paid  for  tolls  on  ordinary  macadized 
turnpikes.  Even  now  some  of  our  roads  are 
selling  commutation  tickets,  which  if  used  but 
twice  a  day  are  less  than  half  a  cent  per 
mile. 

But  these  is  no  necessity  for  the  heavy  loco- 
motives and  expensive  machinery  now  used  on 
railways  in  their  through  traffic,  for  the  accom- 
modation of  this  branch  of  their  business;  for 
no  very  heavy  loads  are  to  be  taken,  nor  high 
rates  of  speed  required.  Small  cars,  similar 
to  those  now  used  on  our  street  railways,  should 
be  employed,  and   the  tracks   connected  with 


the  city  roads  so  that  when  brought  to  the  de- 
pots by  steam,  they  can  be  taken  by  horses 
through  the  principal  streets  and  passengers 
delivered  at  their  office  doors  without  the  trou- 
ble of  changing  cars. 

The  points  to  be  arrived  at,  are  frequency 
of  transit  from  the  business  centers  of  the  city 
in  all  directions  to  the  extent  of  ten  or  fifteen 
miles,  and  cheap  fares — say  not  to  exceed  lu- 
cent per  mile  for  distances  under  five  miles, 
and  one  cent  per  mile  for  longer  distances. 
The  morning  and  evening  trips  should  be  half 
hourly  or  oftener.  Those  in  the  middle  of  the 
day  should  be  as  often  as  one  each  hours. 

Any  road  organized  on  such  a  basis  as  this 
could  not  help  becoming  an  extremely  profita- 
ble investment,  and  produce  results  most  as- 
tonishing in  the  way  of  reducing  the  price  of 
living.  The  rate  of  fare  would  not  much  ex- 
ceed that  now  charged  for  toll  for  a  horse  and 
buggy  on  many  of  our  turnpikes.  A  friend  at 
our  elbow  who  resides  eight  miles  from  the 
landing,  pays  $56  commutation  toll  per  annum, 
to  say  nothing  of  expense  of  equipage,  wear 
and  tear,  horse  shoeing,  feed,  etc.  The  Little 
Miami  would  carry  him  to  Loveland,  twenty- 
three  miles,  for  §55  per  annum,  and  as  many 
trips  per  day  as  he  pleased.  But  the  distance 
from  his  office  to  the  depot,  and  the  infrequen- 
cy  of  the  trains  render  it  impossible  for  many 
persons  to  avail  themselves  of  the  present  rail- 
way facilities  for  getting  to  the  country.  Some- 
thing light  or  more  manageable,  and  that 
starts  from  business  centers  at  all  hours  of  the 
day,  is  what  is  required. 

Were  either  of  our  street  roads  to  extend  10 
miles  into  the  country,  and  the  cars  propelled 
by  steam  on  Latta's  plan,  or  some  thing  simi- 
lar, every  acre  of  ground  within  one  mile  of 
the  line  would  have  its  tenant,  who  could  live 
better  and  fare  more  pleasantly  and  for  half 
the  mcney  it  now  costs  to  live  in  the  city. 

To  those  now  living  the  country,  who  have 
to  come  into  town  by  the  omnibus  or  by  their 
own  conveyance,  this  may  seem  very  doubtful. 
Suppose  we  take  an  example.  Mr.  A  owns  a 
house  and  lot  in  the  city  worth  $10,000  and  no 
very  great  things  can  be  had  for  that.  The 
taxes  on  that  would  be  $150.  This  with  re- 
pairs, insurance,  and  interest  would  bring  his 
house  rent  alone  to  $1,000  per  annum.  Sup- 
pose now  he  were  to  sell  this  house,  buy  an  acre 
or  two  of  ground  in  the  country  for  $1,000  and 
put  $-1,000  in  a  house,  he  would  have  $5,000 
left  for  capital  to  trade  on,  or  to  invest,  the 
income  of  which,  with  the  produce  of  his 
ground,  would  almost  pay  his  household  ex- 
penses, while  the  only  new  expense  he  would 
have,  would  be  his  fare  to  and  fro,  which 
would  range  from  30  to  50  dollars  per  annum; 
a  sum  that  would  be  saved  twice  over  yearly 
in  the  item  of  doctors'  bills  alone,  if  he  had 
anything  of  a  family,  while  he  could  enjoy  all 
the  pleasures  and  advantages  of  town  and 
country. 
We  are  surprised  that  the  larger  holders  of 


real  estate  in  the  neighborhood  of  Cincinnati 
have  not  moved  in  this  matter.  A  horse  road, 
or  one  for  light  locomotives,  can  be  built  for 
one-half  the  cost  of  an  ordinary  road  for  heavy 
traffic,  and  25  ton  locomotives,  while  the 
working  expenses  would  not  be  a  tythe  of  that 
on  the  latter  class  of  roads.  A  company  of 
persons  owning  a  few  thousand  acres  of  land 
within  ten  miles  of  Cincinnati,  would  find  the 
building  of  such  a  road  more  than  paid  for  by 
the  increased  value  of  their  land;  besides  the 
stock  in  such  a  road  would  pay  as  good  divi- 
dends as  any  in  the  country  after  a  few  years. 
If  business  did  not  exist  in  the  beginning,  it 
could  soon  create  a  business  for  itself. 

It  might  strike  some  persons  that  five  and 
ten  cent  fares  is  a  slow  way  of  making  money. 
But  if  they  will  turn  to  the  reports  of  the  street 
railroads  in  eastern  cities,  where  they  have 
been  in  use  long  enough  to  create  a  trade  for 
themselves,  they  will  find  that  roads  of  not 
more  than  three  or  four  miles  in  length,  receive 
more  money  daily  than  the  Cincinnati,  Hamil- 
ton and  Dayton  road  sixty  miles  long!  Such 
results  could  not  be  realized  here,  but  the  ex- 
perience of  our  present  street  railroads,  gives 
abundant  evidence  that  if  they  were  extended 
into  the  country,  that  they  would  pay  fully  for 
the  investment.  Pendleton  and  Cumminsville 
will  soon  be  supplied.  But  there  is  Avondale 
and  Walnut  Hills,  Cheviot,  Sedamsville,  Read- 
ing, Columbia  and  many  other  places  where 
railways,  of  the  plan  we  speak  of  could  be  made 
to  pay,  and  we  hope  the  day  is  not  distant 
when  thev  will  be  undertaken. 


JAMES  RIVER  CANAL. 

IMPORTjLNT  movement. 

We  find  in  the  Baltimore  American  some 
particulars  in  relation  to  the  sale  and  comple" 
tion  of  the  James  River  Canal — a  work  that 
has  been  in  progress  for  more  than  half  a  cen- 
tury. It  was  the  conception  of  GenL  Wash- 
ington, and  a  favorite  scheme  of  his  for  con- 
necting the  waters  of  the  Chesapeake  and  the 
Ohio,  and  had  it  been  completed  to  the  Ohio 
at  the  proper  time,  it  would  have  done  much 
toward  building  up  and  sustaining  a  great  sea- 
port in  Virginia.  But  the  time  has  passed,  and 
its  completion  now  can  only  benefit  the  coun- 
try through  which  it  passes. 

It  is  now  proposed  by  a  company  of  French 
capitalists,  having  the  approval  of  the  Empe- 
ror of  the  French,  to  purchase  and  complete 
the  Canal  from  Richmond  to  the  Ohio  river. 
The  most  thorough  and  satisfactory  evidence 
is  given  of  the  ability  of  the  company  to  com- 
plete the  work,  and  an  agreement  has  been 
already  entered  into  to  that  effect  between  E. 
De  Bellot  des  Miniorres,  on  behalf  of  the 
French  company,  and  Thomas  H  Ellis,  Presi- 
dent of  the  James  River  and  Kanawha  Com- 
pany, and  Alexander  R  Holladay,  for  the 
Board  of  Public  Works,     A  meeting  of  private 


THE    RAILROAD    RECORD. 


315 


stockholders  was  lately  called  to  ratify  or  re- 
ject the  agreement.  After  a  session  of  seve- 
ral days,  and  careful  investigation  of  the  sub- 
ject, the  proposition  of  the  French  company 
was  almost  unanimously  adopted,  only  three 
votes  being  cast  against  it.  It  now  only  re- 
mains for  the  Legislature  to  confirm  the  sale, 
and  as  the  regular  session  of  that  body  does 
not  occur  till  the  winter  of  1861-62,  a  resolu- 
tion was  adopted  earnestly  requesting  the  Gov- 
ernor to  call  an  extra  session  for  the  purpose 
of  considering  the  agreement. 

The  American  says  that  this  canal,  though 
completed  only  200  miles,  brings  to  Richmond 
a  large  amouut  of  tonnage'.  It  is  not  closed 
by  ice  more  than  a  month  in  the  year,  and,  if 
it  were  completed  to  the  Ohio,  would  present 
a  straight  water  line  from  the  Ohio  Valley  to 
the  Atlantic.  As  Virginia  after  an  opportuni- 
ty of  seventy  years,  has  not  completed  it,  she 
acts  wisely  in  putting  it  into  hand  which  are 
able  and  desirous  to  do  it.  The  agreement 
which  now  awaits  the  ratification  of  the  Leg- 
islature fixes  the  capital  of  the  new  Company 
at  not  less  than  twenty  nor  more  than  thirty- 
five  millions  of  dollars;  requires  one  million 
dollars  worth  of  registered  stock  to  be  deposi- 
ted with  the  Commonwealth,  four  hundred 
thousand  dollars  with  the  present  Company, 
and  three  hundred  thousand  dollars  with  the 
State  to  pay  for  the  Kanawha  improvement, 
when  the  works  are  to  be  transferred.  It  also 
provides  for  the  enlargement  and  completion 
of  the  Canal  to  the  Ohio  River  in  eight  years, 
the  enlargement  of  the  Richmond  Dock  in  ten 
years,  and  an  annuity  to  the  State  of  one  hun- 
dred and  thirty-five  thousand  dollars,  which  is 
to  be  perpetual. 


RAILROAD  MISCELLANY. 

—The  Hannibal  and  St.  Joseph  Railroad 
Company  have  chartered  two  steamers  to  ply 
in  connection  with  their  road.  Chippewa  and 
Spread  Eagle.  Captain  Humphreys  will  com- 
mand the  first,  and  Captain  LaBargewill  com- 
mand the  other. 

The  Eagle  will  ply  between  St.  Joseph  and 
Omaha,  and  the  Chippewa,  between  Atchison 
and  Kansas  City.  These  accessions  to  the  two 
lines  render  both  as  complete  as  any  other  line 
of  passenger  and  freight  packets  in  the  West, 
aud  afford  all  the  guarantee  that  shippers  and 
passengers  can  desire  over  them. 

— The  earnings  of  the  Cleveland  and  Maho- 
ning Railroad  Company,  for  the  month  of  Au- 
gust, are  as  follows: 

August 

1859.            18(50.  Increase. 

Passengers 84,340  87    $4,760  09  $419  22 

Freight 11,073  91      12,602  01  1,528  70 

Coal 9,553  99     20,759  06  11,205  07 

Mall 262  50           418  75  156  25 


Gross 25,23127      39.540  51     13,309  24 

Expenses 8,894  92     11,519  79      2,624  87 


Net 10,336  35    27,020  72     10,084  37 

— The  toll   receipts   from  the    Ohio  Canals 
and  turnpikes  during  the  month  of  August, 


1860,  was  $43,024;  tolls   for   the  same   month 
last  year,  $22,694  13;  increase,  $20,339  87. 

— Freight  statistics  of  the  Illinois  Central 
for  the  first  eight  months  this  year,  as  com- 
pared with  the  first  eight  months  of  1859,  are 
as  follows: 


8  months, 
1860. 

Wheat,  bushels 1 ,606,955 

Rye,        "         31,!l6G 

Corn,      "        2,673,005 

Oats,        "         926,219 

Barley,  "        33,743 

Flour,  barrels, 112,983 


8  months, 

1859. 

13  ",424 

2,216 

343,376 

134,425 

17,216 

67,188 


TotaKreducing  flour  to  bus)  5,842,403  1,570,597 
The  grain  carried  the  last  four  months  of 
1859  was  largely  in  excess  of  the  first  eight 
months — 1,570,507  bushels  in  eight  months, 
and  2,633,407  bushels  in  four  months  from 
September  1st.  In  the  single  month  of  Au. 
gust  this  year  the  Illinois  Central  forwarded 
1,231,966  bushels  of  grain,  and  20,770  barrels 
of  flour,  or  equal  to  one-third  of  the  amount 
of  flour,  and  withing  3,000  bushels  of  the  to- 
tal quantity  of  grain  shipped  in  the  first  eight 
months  of  1859. 

— Official  report  of  earnings  of  the  Michi- 
gan Southern  and  Northern  Indiana  Railroad 
Company  for  August: 

Passengers $63,071  07  $57,214  21 

Freight   120,79165  84,084  74 

Mails 4,05521  4,583  41 

♦Expenses  &  Miscellane's    3,546  65  5,287  90 

Total S  192,064  58      $151,070  26 

♦Miscellaneous  expenses  are  deducted  from  the  amount 
above — if  added,  would  increase  the  amount  of  earnings  for 
1660,  about  $2,200 — which  would  make  the  gain  in  earnings 
for  August,  1860 $43,094  36 

— The  earnings  of  the  Dayton  and  Michigan 
Railroad  for  August  will,  it  is  understood,  show 
a  gain  of  between  $2,000  and  $3,000  over  the 
July  statement. 

— The  following  statement  in  reference  to 
finances  of  Missouri  will  be  found  interest- 
ing: 

Resources  of  Missouri  applicable  to  the  pay- 
ment of  the  State  interest  in  1861,  irrespec- 
tive of  any  of  the  Earnings  of  the  Railroads. 

From  2  mill  tax  collected  in  December  next,  in- 
cluding licences,  estimates  based  on  revenue  of 

past  four  years $950,000 

One  mill  special  tax  for  interest 450,000 

Bank  tax  appropriated  to  interestfund 100,1:00 

Estimated  revenue  from  last  year 200,010 


Total $1,700,000 

Deduct  appropriations  to  schools,  one- 
quarter  of  the  2  mill  tax $225,000 

General  Expenses  of  the  State,  estimated 
by  Auditor's  report  at  $300,000,  to 
which  add  $100,000  for  increased  ex- 
penses       400.000—  625,000 

$1,075  0U0 
Amount  of  interest  payable  in  January 

and  July  next $1,400,000 

Of  which  the  Hannibal  and  St.  Joseph 

Road  pays ' .     180,000—1,20,000 


Apparent  deficiency. $  145,000 

In  case  none  of  the  roads,  other  than  the 
Hannibal  and  St.  Joseph,  provide  nothing. 
Of  the  last  interest  paid  in  July,  there  was 
provided  by  the  roads  $120,000,  beside  the 
amount  of  $90,000  paid  by  the  Hannibal  and 
St.  Joseph  Road.  By  law  all  the  roads  not 
providing  the  interest  on  the  State  bonds  are 
forfeited  to  the  State.  The  Pacific  main  line, 
North  Missouri,  and  Iron  Mountain  Roads, 
have  failed  to  pay,  and  these  roads  have  about 


two-thirds  of  the  State  debt.  It  is  supposed 
that  the  Legislature  that  meets  in  December 
will  either  declare  these  roads  forfeited,  and 
order  them  sold  for  the  amount  of  the  State 
lien,  or  make  some  arrangement  to  secure 
their  earnings,  for  the  State  interest  fund. 
The  net  earnings  of  the  Pacific  Road  last  year 
were  over  $300,000 ;  both  the  other  roads  show 
considerable  earnings  above  their  expenses  ; 
and  all  of  them  are  steadily  increasing.  Their 
earnings  have  been  appropriated  in  extending 
and  completing  the  roads.  No  more  bonds 
(except  the  Guaranteed  Bonds  of  the  State) 
can  be  issued  without  the  sanction  of  the  next 
Legislature;  and  it  is  believed  a  very  large 
majority  of  the  members  elect  are  strongly 
opposed  to  any  increase  of  the  Stato  debt. 
The  Pacific  Road — the  only  road  now  in  pro- 
gress of  construction — can  be  completed  with- 
out any  further  State  aid,  and  this  will  obvi- 
ate any  necessity  for  further  issues  of  State 
bonds.  An  increase  of  taxation  to  four  mills 
which  would  still  be  less  than  in  many  of  the 
other  States,  would  provide  the  entire  State 
interest,  independent  of  any  of  the  earnings 
of  the  roads.  There  are  none  of  the  roads 
that  would  not  bring  the  State  lien,  it  is  said 
by  prominent  citizens  of  the  State  who  are 
familiar  with  these  matters. 

— The  following  is  an  approximate  statement 
of  the  earnings  of  the  Pittsburg,  Fort  Wayne 
and  Chicago  Railroad  Company  for  the  month 
of  August,  1860,  compared  with  the  same  pe- 
riod of  last  year,  viz: 

I860-  1859.  Increase. 

From  Freight- ... SI  12,032  63 

Passengers      72,558  11 

Express...        2,7(0  00 

Mails 7,825  00 

Rent  of  Road  7,083  33 

Ments  k.  Mis.      239  50 

Total $202,438  57        $201,514  53  $924  04 

Earings  from  Jan 
1,  to  Aug.  31.-1,378,566  90        1,160,386  39      218,180  51 


$113,718  00 

70,834  49 

$1,723  62 

3,375  0,0 
7,8?5  00 

5,500  00 

1,583  33 

262  04 

Cincinnati,  Hamilton  and  Dayton  Rail- 
road.—  The  following  are  the  approximate 
earnings  of  this  road  for  the  month  of  August, 
compared  with  the  same  month  last  year: 

August,  I860 $51,103  32 

August,  1S59 46,082  22 

Increase $5,021  19 

This  is  a  very  handsome  increase  for  the 
month.  September  will  probably  show  a  much 
larger  business,  as  the  local  traffic  from 
the  State  and  National  Fairs  will  test  the  road 
to  its  full  capacity.  Superintendent  McLaren, 
however,  will  be  found  equal  to  the  emergency, 
and  will  doubtless  satisfy  all  in  his  arrange- 
ments.— Enquirer. 


Southern  Pacific  Railroad. — Mr.  H.  S. 
Fulkerson,  the  New  Orleans  agentof  the  above 
enterprise,  has  received  letters  from  Messrs  De- 
Graff,  Smith  &  Co.,  at  Marshall,  Texas,  con- 
tractors for  fifty  miles  of  the  road,  informing 
him  that  they  were  at  work,  and  getting  along 
finely,  putting  hands  on  the  road  as  fast  as  the 
engineer  lays  its  off. 

Mr.  Fulkerson  confirms  to  us  the  statement 
of  the  Marshall  Republican,  already  published 
by  us,  thaf  Dr.  Fowlkes,  during  his  recent  visit 
at  Marshall,  effected  an  arrangement  which 
virtually  extinguishes  $250,000  of  the  notes 
previously  given  by  Gen.  Richardson  and 
others  for  the  Company's  indebtedness.  Mr. 
Fulkerson  says: 

"I  have  in  my  possession  orders  for  the  de- 
livery to  me,  by  the  Union  Bank,  of  notes  for 
$250,000,  given  by  Mr.  Richardson  and  others 
last  year." — Galveaton  News. 
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NIAGARA    FALLS    SUSPENSION 
BRIDGE  COMPANIES. 

REPORT   OF    JOHN    A.    P.OEBLIHG. 

After  an  absence  of  two  years,  I  have  again 
visited  the  Niagara  Railway  Suspension  Bridge, 
and  have  during  a  slay  of  three  days,  on  the 
18th,  19th  and  20th  of  July,  made  a  thorough 
examination  of  the  work,  I  now  present  to 
you  the  following  report: 

The  Niagara  Bridge  was  opened  for  rail- 
way traffic  on  the  18th  of  March,  1855;  the 
lower  floor  for  common  travel  was  completed 
and  in  use  the  year  previous.  The  number  of 
trains  and  trips  of  single  engines,  which  at  the 
present  time  pass  over  the  Bridge  in  twenty- 
four  hours,  averages  about  forty-five.  This 
great  traffic  accounts  for  the  rapid  wear  of  the 
rails,  many  of  which  require  renewal. 

After  a  thorough  examination  of  all  parts  of 
the  work,  I  am  unable  to  report  any  change, 

The  camber  of  the  floors  and  the  deflection 
of  the  cables,  as  you  well  know,  depend  upon 
the  temperature  of  the  atmosphere.  The  rela- 
tive level  of  the  floors  is  the  same  as  it  was  in 
1855. 

In  order  to  be  better  enabled  to  judge  whe- 
ther the  stiffness  of  the  superstructure  has  been 
impaired  by  a  five  years'  traffic,  I  placed  a 
leveling  instrument  between  the  towers  on  the 
New  York  side,  and  observed  the  process  of 
of  gradual  deflection  caused  by  five  trains. 

A  train  composed  of  the  engine  "  Essex,"  and  ten- 
der, of  35  tons  weight,  drawing  1U  empty  curs  pro- 
duced a  deflection  in  the  center  of 0,462 

A  small  engine  drawing  2  loaded  passenger  cars,  1 
baggage  car  and  I  loaded  cattle  car... 0,540 

Another  light  engine  with  five  loaded  passenger  cars 
and  1  baggage  car *....  0,520 

The  engine  "  Essex  "  and  tender  alone 0,315 

The  same  engine  returning  with  8  loaded  cattle  cars, 
each  holding  17  to  IB  cattleof  the  largest  size 0,789 

A  short  but  heavy  train,  such  as  the  last, 
when  in  the  center  of  the  Bridge  between  the 
stays,  produces  the  greatest  deflection,  com- 
paratively. A  longer  train,  loaded  at  the  same 
rate  and  extending  over  the  limits  of  the  stays, 
deflects  the  work  but  little  more.  In  propor- 
tion as  the  ends  of  the  floor  are  weighed  down, 
the  center  is  kept  up.  By  comparing  the 
above  observations  with  those  of  1855,  we  dis- 
cover no  essential  difference.  The  great  ex- 
perimental train,  which  covered  the  whole 
Bridge  with  loaded  cars,  propelled  by  two  en- 
gines, produced  a  deflection  of  ten  inches.  A 
similar  train  passed  over  now  will  do  the 
same. 

The  extreme  rise  and  fall  of  the  floor,  owing 
to  the  contraction  and  expansion  of  the  cables, 
amounts  to  more  than  two  feet.  But  the  ca- 
bles being  at  liberty  to  contract  and  expand, 
this  process  can  never  affect  their  strength. 

In  my  report  of  1855  I  stated  the  aggregate  ulti- 
mate strength  of  the  4  suspension  cables  at 12,000 

Permanent  weight,  supported  by  cables 1,000 

Tension  resulting '. 1,810 

Proportion  of  permanent  tension  to  strength 1  :  6  63 

Tension  produced  by  a  train  of  250  tons 452 

Aggregate  tension 2,202 

Proportion  of  working  tension  to  strength 1  :  5.30 

This  liberal  allowance  of  strength  and  free- 
dom from  vibration  will  insure  the  durability 
of  the  cables. 

The  question  has  been  repeatedly  asked, 
why  trains  are  not  allowed  to  pass  over  this 
Bridge  at  a  higher  rate  of  speed  than  five  miles 
an  hour?  This  limitation  is  looked  upon  as 
a  sign  of  tacitly  acknowledged  weakness,  and 
has  been  frequently  referred  to  as  a  strong 
argument  against  Suspension  Bridges  for  rail- 
way purposes. 

This  matter  I  discussed  in  my  report  of  1855, 
but  I  will  explain  again  and  more  fully.  The 
first  great  object  of  this  limitation  of  speed  is 


safety.  Although  it  may  look  somewhat  timid 
in  this  fast  going  age,  to  see  freight  trains 
move  at  the  rate  of  five  miles  per  hour,  and 
passenger  trains  at  even  a  less  rate,  yet  when 
it  is  considered  that  this  slow  speed  insures 
absolue  safety,  no  matter  what  accident  may 
happen  to  a  train — the  traveling  community 
ought  to  be  satisfied  with  this  cautious  ar- 
rangement. What  would  be  gained  by  a 
higher  rate  of  speed?  Nothing  whatever. 
The  bridge  forms  a  link  between  two  termini, 
and  there  is  always  time  to  make  connections. 
Passengers  will  prefer  to  cross  at  a  slow  rate 
in  order  to  enjoy  the  splendid  scenery  during 
the  passage.  The  track  is  so  constructed  as 
to  form  a  trough  of  three  feet  depth  between 
the  girders,  into  which  a  car  or  locomotive 
will  instantly  drop,  the  moment  it  breaks  down 
or  leaves  the  track — provided  there  is  no  great 
headway.  Should  such  an  accident  happen  to 
a  train,  the  broken  down  car,  engine  or  track 
will  act  as  a  powerful  brake,  and  will  check  its 
motion.  When  planning  the  work,  absolute 
safety  was  made  the  first  condition,  and  the 
track  has  been  constructed  accordingly.  I 
would  also  remark  in  this  connection,  that 
any  further  addition  of  fender-pieces  to  the 
to  the  track,  as  an  additional  means  of  safety, 
as  has  been  proposed  of  late,  would  only  prove 
an  unnecessary  incumbrance. 

A  greater  speed  than  five  miles  per  hour  for 
passenger  trains  should  never  be  permitted  for 
the  reasons  stated.  But  should  a  much  heavier 
freight  business  have  to  be  accomodated  in 
the  future,  the  speed  of  freight  trains  may  be 
increased  without  injury  to  the  work.  All  that 
will  be  necessary  is,  to  keep  the  track  in  per- 
fect order,  and  to  maintain  a  continuous  bear- 
ing at  the  rail  joints  to  prevent  concussions. 
I  will  further  state  here,  that  by  an  additional 
expenditure  of  §20,000,  the  stiffness  of  the 
bridge  may  be  so  far  increased  as  to  admit  of 
the  highest  practicable  speed  of  freight  trains 
without  producing  the  slightest  injurious  effect 
upon  the  structure.  I  make  this  statement 
deliberately  for  the  information  of  those  pro- 
fessional and  unprofessional  opponents  to  Sus- 
pension Railway  Bridges,  who  have  made  it 
their  business  to  cast  doubts  upon  the  per- 
manency of  this  work.  I  also  expect  to  de- 
monstrate this  when  resuming  the  works  on 
the  Kentucky  River  Bridge,  on  the  Lexington 
and  Danville  Railroad,  which,  when  comple- 
ted, will  form  a  single  span  of  1,22-1  feet  from 
center  to  center  of  towers,  over  a  chasm  of  300 
feet  deep. 

The  woodwork  of  the  Niagara  Bridge,  being 
kept  well  painted  and  otherwise  well  protected, 
will  last  forty  years  and  more.  The  old  wooden 
St.  Clair  Bridge,  at  Pittsburg,  Penn.,  which  I 
removed  to  make  room  for  a  new  Suspension 
Bridge,  recently  completed,  has  stood  exactly 
forty  years.  All  its  principal  timbers  of  pine 
and  oak,  on  removal,  were  found  good  and 
sound.  A  portion  of  this  material,  after  being 
well  tarred,  has  gone  into  the  new  suspension 
floor,  and  will  no  doubt  render  good  service  for 
another  forty  years. 

My  views  of  the  durability  of  the  cables  have 
undergone  no  change  since  1855  ;  they  have 
only  been  strengthened  by  additional  experi- 
ence. This  beingasubjectofgreatimportance 
and  of  general  interest,  I  embrace  this  oppor- 
tunity to  express  myself  more  fully,  and  thus 
perhaps  to  contribute  towards  a  better  under- 
standing of  the  nature  of  iron. 

The  fact  is  well  known,  that  wrought  iron 
under  certain  conditions  will  undergo  certain 
radical  changes.  And  so  will  all  kinds  of 
matter.  The  material  universe  is  not  by  any 
means  constituted  upon  the  principle  of  immu- 
tability.    Material  existence  is  but  a  theater 


of  change,  of  breaking  down,  of  reduction  and 
of  reconstruction  of  the  elements  of  matter. 
The  Egyptian  pyramids  are  even  now  under- 
going a  slow  process  of  disintegration.  The 
dry  air  of  that  region,  slow  in  action,  is  still 
sure  to  do  its  appointed  work.  And  as  all  hu- 
man fabrics  being  but  material  constructions, 
will  have  to  succumb  to  the  same  inexorible 
law,  we  can  not  expect  that  the  Niagara  Bridge 
will  form  an  exception. 

Two  kinds  of  changes  are  know,  which  will 
affect  the  strength  of  iron  and  other  metals. 
The  one  is  wrought  by  the  chemical  process 
of  oxidation,  and  can  be  guarded  against 
effectually,  and  is  so  guarded  in  the  Niagara 
Bridge.  All  iron  and  wire  within  reach  are 
kept  well  painted,  and  thus  preserved  against 
rust.  The  anchor  chains  and  their  connec- 
tions with  the  cables,  inside  of  the  anchor 
masonry  and  in  the  rock  below,  after  three 
coats  of  paint,  are  protected  by  the  cement 
grout  which  forms  a  solid  envelope,  excluding 
air  and  moisture. 

But  aside  from  the  mechanical  protection 
thus  afforded,  I  depend  principally,  as  was  ex- 
plained in  my  report  of  1855,  upon  the  well 
known  chemical  action  of  calcareous  cements 
in  contact  with  iron.  Oxygen  has  a  greater 
affinity  for  lime  than  for  iron.  So  long,  there- 
fore, as  the  cement  will  combine  with  oxygen, 
or  in  other  words,  has  not  become  completely 
crystalized,  which  is  a  very  slow  process  inside 
of  heavy  masonry,  the  iron  will  be  protected. 
The  cement,  not  exposed  to  air  when  settling 
slowly,  has  a  tendency  rather  to  expand  than 
to  contract;  but  suppose  there  should  be 
cracks  around  the  anchor  bars,  large  enough 
to  admit  air  and  moisture.  Water  will  then 
find  its  way  through  those  cracks,  but  on 
reaching  the  iron,  will  be  more  or  less  impreg- 
nated with  cement  and  thus  add  another  pro- 
tecting coat.  The  chemical  principal,  which 
I  have  explained  here,  I  apply  daily  in  my 
factory  for  the  preservation  of  wire  against 
dampness.  I  have  also  carried  on  direct  ex- 
periments for  a  number  of  years,  which  have 
convinced  me  of  the  preserving  property  of 
calcareous  cements  in  damp  situations. 

On  examining  recently  the  anchor  bars  of 
the  Monongahela  Suspension  Bridge  at  Pitts- 
burg, built  sixteen  years  ago,  I  found  them 
perfectly  preserved,  as  far  as  the  cement,  in 
which  they  were  embedded,  was  removed.  To 
satisfy  yourself  on  this  subject,  I  shall  propose 
in  a  few  years  more,  to  remove  the  anchor 
blocks  and  to  examine  the  upper  links  of  the 
anchor  chains  of  the  Niagara  Bridge.  It 
should  be  remembered,  that  good  cement  grout, 
when  not  disturbed  by  any  mechanical  action 
or  by  a  current  of  water  will  set  perfectly 
solid,  and  will  become  as  hard  as  sand  stone 
in  course  of  time,  and  without  shrinking.  The 
anchor  chains  of  the  Niagara  Bridge  are,  in 
my  opinion,  effectually  guarded  against  oxida- 
tion. 

But  iron  under  certain  conditions  will  un- 
dergo another  change,  which  is  not  so  well  un- 
derstood, and  is  indead  as  yet  a  partial  mys- 
tery. And  this  fact  has  been  seized  upon  as 
an  invincible  argument  against  iron  bridges 
generally,  and  against  the  Niagara  Bridge 
especially.  I  refer  to  the  supposed  and  popu- 
larly called  so-called  granulation  of  fibrous 
wrought  iron. 

Although  this  subject  has  engaged  my  at- 
tention for  a  series  of  years,  and  I  have  taken 
pains  to  obtain  correct  information,  I  yet  hesi- 
tate to  express  any  decided  opinions,  that 
would  cover  the  whole  field  of  investigation. 
The  question  at  large  I  consider  open  yet 
This  much  only  I  believe  to  be  settled,  that 
good  iron   will  undergo  no  change    in  the 
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course  of  time,  unless  it  is  acted  on  by  great 
heat,  or  is  under  the  influence  of  strong  con- 
tinuous vibrations  under  tension. 

As  an  exception  to  this  last  proposition  may 
be  cited  the  case  of  old  anchors  and  chains, 
which,  after  being  on  the  ground  or  in  the 
ground,  a  great  length  of  time,  had  become 
considerably  rusted  and  reduced  in  strength. 
Aside  from  rusting,  magnetic  influences  were 
supposed  to  have  been  at  work  in  destroying 
the  strength  of  these  irons.  But  it  should  be 
remarked,  that  none  of  these  cases  have  been 
sufficiently  well  examined  to  warrant  sound 
conclusions.  It  is  true,  that  the  earth  forms  a 
great  magnet,  whose  magnetism  is  maintained 
by  the  sun;  und  that  the  magnetic  condition 
of  all  metals  is  more  or  less  depending  upon 
the  great  parent  magnet.  A  steel  magnet,  that 
has  lost  its  power  or  tension,  when  buried  in 
the  earth,  will  be  restored  by  its  magnetic  cur- 
rents. But  how  far  the  cohesion  and  elastici- 
ty of  wrought  iron  may  be  affected  by  these 
currents,  we  are  yet  ignorant  of.  When  a  bar 
of  iron  is  drawn  apart  by  a  tensile  strain,  the 
fractured  ends  are  magnetically  excited,  and 
will  attract  iron  filings,  at  the  same  time  that 
they  become  heated.  Both  phenomena,  mag- 
netism as  well  as  heat,  will  always  accompany 
the  forcible  rupture  of  iron,  as  can  be  readily 
ascertained  by  experiment.  The  same  phe- 
nomena are  also  exhibited  when  iron  is  ham- 
mered cold,  the  heat  in  this  case  being  more 
apparent  than  the  magnetism. 

The  cohesion  and  elasticity  of  wrought  iron, 
although  different  properties,  appear  to  be 
closely  related.  In  speaking  of  elasticity,  I 
mean  the  natural  elasticity,  and  not  what  is 
produced  by  the  forced  process  of  tempering. 
And  here  may  be  pointed  out  a  marked,  physi- 
cal difference  between  steel  and  iron.  While 
the  hardening  or  tempering  of  steel  can  be 
carried  to  almost  any  degree,  that  of  the  latter 
can  not. 

Whatever  destroys  or  impairs  the  elasticity 
of  iron  or  steel,  will  also  affect  its  cohesion. 
And  this  fact  has  also  a  significant  magnetic 
bearing.  Temppred  or  hardened  steel  pos- 
sesses more  tensile  strength  than  soft  steel. 
Now  when  tempered  steel  loses  its  hardness 
by  annealing,  it  assimilates  nearer  to  soft  iron 
in  its  relation  to  magnetism.  Red-hot  iron  is 
not  attracted  by  a  magnet,  while  a  steel  mag- 
net entirely  loses  its  magnetic  properties  on 
being  heated  red  hot.  Another  remarkable 
fact  is,  that  artificial  as  well  as  natural  mag- 
nets, when  overloaded,  become  weakened. 
And  so  does  the  cohesion  and  elasticity  of  an 
iron  or  steel  bar  become  weakened  by  over- 
loading. 

The  limit  of  the  elasticity,  or  of  the  recu- 
perating force  as  it  might  be  termed,  of  iron 
and  steel  is  generally  stated  at  one  third  of 
their  ultimate  strength.  I  am  of  the  opinion, 
that  this  is  much  ower-estimated  for  soft  pud- 
dled irons,  and  imcZer-estimated  for  hammered 
charcoal  irons,  and  still  more  for  steel. 

The  force  which  holds  together  the  mole- 
cules of  iron,  is  termed  cohesion.  Heat  will 
expand  iron,  and  when  applied  intensely  and 
continuously,  will  melt  it,  and  will  thus  destroy 
all  cohesion,  and  at  the  same  time  all  elastici- 
ty and  all  magnetic  tension.  It  follows  then 
that  heat  of  a  certain  degree  is  opposed  to 
cohesion  and  elasticity.  And  this  explains 
why  large  masses  of  wrought  iron,  when  being 
forged,  and  thus  subjected  for  a  considerable 
length  of  time  to  an  annealing  process,  will, 
in  the  center,  become  greatly  reduced  in  co- 
hesion and  elasticity.  The  previously  exist- 
ing fibre  in  the  faggots  will  change  into  a 
coarse  crystaline  texture,  because  the  iron  be 
ing  in  a  pasty  and   nearly  molten   state,  and 


the  mechanical  effect  of  hammering  being  con- 
fined to  the  surface,  and  not  penetrating  to 
the  center,  theformation  of  large  crystals  will  be 
left  undisturbed.  Broken  car-axles  sometimes 
appear  to  have  undergone  a  similar  change. 
The  fact  is,  that  they  generally  exhibit  a  crys- 
taline fracture.  But  I  suspect,  that  many 
new  axles,  although  manufactured  out  of 
fibrous  rough-bar,  will,  when  finished  and  bro- 
ken before  they  are  used,  also  exhibit  a  crys- 
taline fracture.  In  my  own  practice  I  have 
witnessed  the  fact  that  an  experienced  manu- 
facturer, anxious  to  satisfy  me,  did  not  suc- 
ceed in  manufacturing  round  bolt  of  four  to 
five  inches  in  diameter  out  of  good  fibrous 
rough-bar,  without  producing  a  crystaline  tex- 
ture in  the  center.  The  oftener  he  piled  the 
iron,  the  worse  the  result.  On  the  other  hand, 
I  never  heard  of  a  failure  when  the  bolt  was 
forged  entire  under  the  hammer  out  of  good 
and  well  worked,  and  thoroughly  hammered 
charcoal  blooms,  their  rough  ends  cut  off. 

The  most  fibrous  bar  iron  may  be  broken  so 
as  to  present  a  granular  and  somewhat  crys- 
taline fracture,  and  this  without  undergoing 
any  molecular  change  in  the  texture.      Take 
a  fibrous  bar,  say  ten  feet  long,  but  the  longer 
the  better,  nip  it  in  the  center  all  around  with 
a  cold  chisel,  then  poise  the  bar  upon  the  short 
edge  of  a  large   anvil,   and  a  short   piece   of 
iron  placed  eight  or  nine  inches  from  the  edge  j 
on  the  face  of  the    anvil,    then   strike   a   few  | 
heavy  blo.vs  upon  the  nip,  so  that  each   blow  ' 
will  cause  the  bar  to  rebound,  and  to  vibrate  I 
intensely,  and  the  result  will  be  a  granular  and  ; 
somewhat  crystaline  fracture.     Now   take   up  i 
the  two  halves,  and  nip  them  again  all  around,  I 
about  one  or  two  inches  off  the  fractured  ends,  ' 
break  them  off  by  easy  blows  over   the   round  I 
edge  of  the  anvil,  and   the   fibre   will   appear  I 
again.     This  experiment  proves  that  a  break,  | 
caused  by  sudden  jars  and   intense   vibration, 
may  show  a  granular  and  even  crystaline  frac- 
ture, without  having  changed   the    molecular 
arrangement  of  the  iron.     All  fibres  are  com- 
posed  of  mineral    crystals,    drawn    out   and 
elongated  or  flattened;  and   the  fracture  may 
be  produced  so  as  to  exhibit  in  the  same  bar, 
and  within  the  same  inch  of  bar,  either  more 
fibre  or  more  crystal.      But  a  coarse  crystaline 
bar  will  under  no  circumstances  exhibit  fibre; 
nor  will  a  well  worked  out  fibre  exhibit  coarse 
crystals. 

My  own  view  of  this  matter  is,  that  a  molecu- 
lar change,  or  so  called  granulation  or  crys- 
talization, in  consequence  of  vibration  or  ten- 
sion, or  both  combined,  has  in  no  instance 
been  satisfactorily  proved  or  demonstrated  by 
experiments. 

i  further  insist  that  crystalization  in  iron  or 
any  other  metal  can  never  take  place  in  a  cold 
state.  To  form  crystals  at  all,  the  metal  must 
be  in  a  highly  heated  or  nearly  a  molten 
state 

On  the  other  hand,  I  am  witnessing  the  fact 
daily,  that  vibration  and  tension  combined 
will  greatly  affect  the  strength  of  iron  without 
changing  its  fibrous  texture.  The  cohesion 
and  elasticity  of  wire  and  wire  rope  will  be 
rapidly  destroyed  by  great  tension  and  vibra- 
tion combined.  Whether  I  shall  be  able  to 
account  for  it  or  not,  there  stands  the  fact. 
But  what  is  true  of  iron  wire  applies  with 
equal  force,  and  when  all  circumstances  and 
conditions  are  duly  proportioned,  with  even 
greater  force,  to  larger  masses.  The  exten- 
sive opportunities  which  my  pursuits  offer,  to 
make  experiments  and  observations  on  wire 
and  wire  rope  authorize  a  positive  expression 
on  this  subject.  A  great  deal  of  fancy  specu- 
lation has  been  indulged  in  of  late  years  on 
i  this  question  of  granulation  and  crystalization, 


but  generally  by  men  whose  opinion  can  have 
no  weight. 

Now,  while  the  fact  remains  that  iron  and 
steel  will  lose  their  strength  by  vibration 
and  tension,  it  is  is  proper  to  state,  also,  in 
this  connection,  'hat  this  loss  of  strength  bears 
a  due  proportion  to  the  extent  and  duration  of 
the  vibration  of  tension.  Wire  ropes  may 
lose  their  strength  by  three  months'  service, 
without  exhibiting  much  wear;  and  they  may 
also  last  ten  years,  running  all  the  time,  and 
be  greatly  worn,  before  their  strength  is  so  far 
reduced  as  to  be  unfit  to  do  duty.  I  will  state 
here,  that  there  are  now  ropes  of  my  manufac- 
ture on  the  inclines  of  the  Morris  Canal,  which 
have  run  nine  years.  This  great  durability 
is  owing  to  the  comparative  absence  of  vibra- 
tion, in  consequence  of  slow  speed  and  good 
machinery,  although  a  high  tension  is  main- 
tained. 

The  greater  the  elasticity  and  cohesion  of 
the  iron  or  steel,  the  better  it  will  support  vi- 
bration and  tension,  always  provided,  that  the 
extent  of  this  vibration  and  the  amount 
of  tension  are  kept  within  safe  limits.  Witness 
as  examples  the  durability  of  watch  springs, 
piano  wire,  sofa  and  wagon  springs,  etc.,  etc. 

Wrought-iron,  that  has  become  brittle,  as  for 
instance  chain,  car-axles,  wire  or  wire  rope, 
on  being  annealed,  will  have  its  softness  and 
apparently  also  its  strength  restored.  As  far 
as  softness  is  concerned,  this  is  correct;  but 
in  regard  to  strength,  when  applied  to  wire  or 
wire  rope  or  to  fine  chains,  il  is  a  mistake. 
Soft  annealed  wire  only  possesses  half  the 
strength  which  hard  wires  has,  and  is  without 
anyelasticity.  Butwire  rope  without  elasticity 
is  worthless;  very  little  work  will  make  it  brit- 
tle again  and  worse  than  before.  It  is  differ- 
ent with  heavy  chains  and  with  car  axles. 
Made  of  indifferent  material,  crystaline  or 
brittle  when  new,  they  will  be  greatly  improved 
by  an  annealing  process  at  the  very  beginning; 
and  if  this  process  is  repeated  from  time  to 
time,  their  lifetime  may  be  prolonged.  I  main- 
tain that  a  good  car  axle,  made  of  good  ma- 
terial, and  finished  at  the  proper  heat,  by 
hammering  or  rolling,  is  stiffer  and  stronger 
than  same  axle,  when  again  subjected  to  an- 
nealing without  hammering  or  rolling.  An- 
nealing restores  softness,  but  at  the  same  time 
reduces  cohesion  and  elasticity.  To  restore 
the  iron  of  a  brittle  car  axle  fully,  can  only  be 
done  by  a  full  heat,  with  hammering  or  rolling, 
which  of  course  will  reduce  its  diameter. 

The  opinion  prevails,  that  a  well  drawn  out 
fibre  is  the  only  sure  sign  of  tensile  strength. 
This  however  is  true  only  when  applied  to 
ordinary  qualities  of  bar  or  rail  iron.  The 
fact  is  different  with  good  charcoal  irons  and 
with  steel.  The  greatest  cohesion  is  accom- 
panyed  by  a  fine  close  grained  uniform  ap- 
pearance of  texture,  which,  under  a  magnify- 
ing glass,  exhibits  fibre.  The  color  is  a  sil- 
very luster,  free  from  dark  specks.  The  finer 
and  more  close-grained  the  texture,  the  nearer 
the  iron  approaches  to  steel.  Those  who  are 
familiar  with  good  Swedish  or  Norway  irons, 
will  support  these  statements.  These  facts 
alone  should  be  sufficient  to  disprove  the 
erroneous  notion  that  good  iron  and  steel, 
which  should  always  be  granular  will  become 
so  only  by  vibration,  and  will  thereby  lose  their 
strength.  But  it  is  important  to  keep  in  mind 
the  distinction  between  a  fine  uniform  granu- 
lar fracture,  and  a  course  crystaline  fracture. 
Where  course  crystalization  appears,  there  is 
a  want  of  contact  and  compactness,  conse-' 
quently  of  cohesion  and  strength  generally. 

Wire  cables,  car-axles,  piston-rods,  connect- 
ing rods,  and  all  such  pieces  of  machinery, 
which  are  exposed  to  great  tension  as  well  as 
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torsion  and  vibration,  should  be  manufactured 
of  iron  which  not  only  possesses  great  cohe' 
sion,  but  also  a  high  degree  of  hardness  and 
elasticity.  The  best  car-axles  now  in  use  are 
those  made  of  soft  steel  by  Krupf,  in  Ger- 
many. This  steel  is  manufactured  from  the 
spathic  ore  or  natural  steel  ore,  of  the  cele- 
brated mines  at  Muessen  in  Siegen,  Prussia. 
A  correct  report  on  these  axles  was  given  to 
me  by  one  of  the  Prussian  Commissioners  of 
Railways,  in  whose  district  Krupf's  works  are 
located.  They  are  safe  in  cold  weather  and 
seldom  known  to  break.  This  proves  that 
soft  steel  with  more  of  a  granular  texture  than 
fibre,  possesses  a  much  greater  elasticity  and 
strength  than  the  fibrous  iron;  and  it  also 
furnishes  another  strong  proof  against  the 
granulation  theory,  so  much  credited  in  this 
country. 

It  may  be  objected,  that  steel  is  a  different 
metal  from  iron.  But  all  irons  and  steels  are 
only  so  many  different  alloys  of  the  same  metal. 
There  is  no  essential  difference  between  the 
two.  What  constitutes  the  true  chemical  and 
physical  difference  between  the  two  varieties, 
is  not  so  clear.  The  old  idea,  that  steel  owes 
its  distinguishing  properties  to  a  greater  per 
centage  of  carbon  alone,  is  no  longer  main- 
tained. There  are  not  two  metallurgists  who 
agree  as  to  the  proper  per  centage  of  carbon 
that  good  steel  ought  to  contain.  The  ablest 
chemists  who  have  analyzed  iron  and  steel 
from  Karsten  and  Berzelius  down  to  the  pres- 
ent day,  have  not  been  able  to  give  us  a  cor- 
rect analysis  of  these  two  metals.  Mr.  Mushet, 
jun.,  has  recently  shown  that  the  excellence  of 
steel  is  depending  upon  the  presence  of 
Titanium,  a  substance  formerly  overlooked. 
But  so  long  as  the  chemistry  of  iron  and  of 
steel  is  still  without  a  sure  basis,  we  must  fall 
back  upon  well  discerned  empyrical  facts. 

The  capacity  of  irons  to  resist  vibration  and 
tension  differs  much  in  different  qualities,  and 
still  greater  is  this  difference  when  the  irons 
are  exposed  to  a  very  cold  temperature.  The 
tubular  bridge  at  Montreal  will  not  last  as  long 
as  one  in  Great  Britain  of  the  same  dimensions, 
material  and  workmanship,  and  rendering  the 
same  service ;  and  still  less  than  the  tubes 
over  the  Nile  in  Egypt.  One  hard  winter  in 
Canada  will  be  as  trying  to  the  structure  as 
ten  years  are  in  great  Britain. 

In  order  to  examine  the  fitness  of  various 
qualities  of  iron  for  the  manufacture  of  wire 
rope,  I  undertook,  during  the  hard  winter  of 
1856,  at  my  establishment  at  Trenton,  a  series 
of  experiments,  when  the  thermometer  was 
from  five  to  ten  degrees  below  zero.  The 
samples  for  testing,  about  one  foot  long,  were 
reduced  in  the  center  to  exactly  three-quarters 
of  an  inch  square,  and  their  ends  left  larger, 
were  welded  to  heavy  eyes,  making  in  all  a 
bar  three  feet  long.  Thus  prepared,  they 
were  thrown  outside  of  the  mill,  covered  with 
snow  and  ice,  and  left  exposed  for  several 
days  and  nights.  Early  in  the  morning,  be- 
fore the  air  grew  warmer,  a  sample,  enclosed 
in  ice,  would  be  put  into  the  testing  machine, 
and  at  once  subjected  to  a  strain  of  26,000 
pounds,  the  bar  being  suspended  in  a  verticle 
position,  left  free  all  around.  A  stout  mill- 
hand,  armed  with  a  billet  of  one  and  half  inch 
in  diamter  and  two  feet  long,  then  struck  the 
sample  horizontally  a  number  of  blows,  hit- 
ting the  reduced  section  as  hard  as  he  could. 
The  blows  were  counted  and  continued  until 
rupture  took  place.  Care  was  taken  to  main- 
tain a  tension  of  twenty-six  thousand  pounds 
during  this  test,  by  screwing  up  the  lever, 
while  the  sample  kept  stretching.  Other 
means  for  producing  vibration  were  attempted, 
but  none  proved   so   effective   as  the   hitting 


with  an  iron  bolt.  I  would  remark  here,  that 
most  of  these  irons  would  support  from  seven- 
ty to  eighty  thousand  pounds  per  square  inch; 
and  that  good  samples  of  three-quarters  of  an 
inch  square,  would  support  a  strain  of  twenty- 
six  thousand  pounds  for  a  whole  week,  with 
no  visible  stretching,  provided  all  vibration 
and  jarring  was  avoided.  But  the  least  jar 
would  produce  a  permanent  elongation. 

Without  going  into  the  details  of  these  in- 
teresting and  instructive  department,  I  will 
only  state  that  the  number  of  blows  which  the 
different  samples  resisted,  when  encased  in 
ice,  ranged  from  three  to  one  hundred  and 
twenty.  Inferior  qualities  of  a  crystaline  tex- 
ture would  break  at  the  third  or  fourth  blow. 
Good  samples  of  refined  puddled  bar  resisted 
very  well,  and  went  up  to  sixty  blows,  while 
the  better  qualities  of  hammered  charcoal 
irons,  supported  up  to  one  hundred  and  twen- 
ty blows,  stretching  and  drawing  all  the  time. 
Indeed,  it  seemed  a  wire  drawing  process  on 
a  rough  scale.  On  the  tension  being  reduced 
to  twenty  thousand  pounds,  some  good  samples 
resisted  the  almost  incredible  number  of  three 
hundred  blows,  before  breaking. 

Such  qualities  of  iron  may  be  depended 
upon  for  the  construction  of  wire  cables  and 
car-axles.  They  will  be  safe  at  the  North 
Pole,  while  inferior  qualities  may  answer  very 
well  in  warmer  latitudes. 

Well  observed  facts  of  the  durability  of  irons, 
when  expose  1  to  tension  and  vibration,  are  of 
more  value  fian  speculative  opinions.  I  will 
here  record  a  few  more  facts,  experienced  by 
myself. 

In  1844  I  removed  the  old  timber  acqueduct 
over  the  Alleghany  river  at  Pittsburg,  the 
heaviest  work  of  that  discription  in  the  United 
States,  consisting  of  seven  spans  of  one  hun- 
dred and  fifty  feet  reach.  It  had  stood  four- 
teen yerrs.  All  the  suspension  bars  taken 
out  of  the  old  trusses  and  arches,  and  origin- 
ally made  of  good  puddled  iron,  on  being  test- 
ed and  worked  up  into  bolts  for  the  new  wire 
suspension  aqueduct,  proved  of  good  quality, 
as  good  as  irons  generally  are. 

During  the  great  fire  at  Pittsburg  in  1845, 
the  old  Monongahela  bridge,  of  eight  spans, 
a  heavy  Bur  structure,  burned  down.  I  con- 
tracted to  put  up  a  suspension  bridge,  and  ac- 
cepted all  the  old  materials,  which  were  not 
consumed,  including  about  thirty  tons  of  ham- 
mered charcoal  iron  of  excellent  quality.  This 
iron  after  a  severe  usage  for  over  thirty  years, 
was  found  so  good  that  I  had  it  all  drawn  into 
wire.  Every  bar  was  good  for  sixty  thousand 
pounds  per  square  inch,  as  strong  and  tough 
as  it  ever  could  have  been  before  going  into 
the  bridge.  The  old  structure  was  loose  and 
limber,  producing  considerable  vibration  on 
all  verticle  bars. 

On  excavating  for  the  southern  anchorage 
between  the  old  wing-walls  of  the  old  Monon- 
gahela bridge,  a  number  of  round  bars  of  one 
and  a  quarter  inches  diameter,  about  forty  feet 
long,  good  puddled  fibrous  iron,  was  taken  up. 
They  had  served  as  tie  bars,  to  keep  the  re- 
taining walls  from  spreading.  Screwed  up 
tight  they  had  been  under  ground  about  twen- 
ty five  years,  embedded  in  claj'.  The  outside 
rust,  firmly  combined  with  clay  and  sand,  ap- 
peared to  have  formed  a  protective  coat.  At 
any  rate  the  strength  of  the  iron  had  not  suf- 
fered at  all  from  oxidation,  its  quality  was  as 
good  as  any  puddled  bar  manufactured  at  the 
present  day. 

Last  year  while  removing  the  old  St.  Clair 
Street  Bridge  over  the  Alleghany  River  at 
Pittsburg,  to  make  room  for  a  new  Suspension 
Bridge,  since  completed,  I  examined  the  old 
iron  with  considerable  interest  and  care.     AH 


this  iron  had  been  manufactured  about  forty- 
one  years  ago,  and  had  been  the  result  of  the 
first  attempts  at  puddling  ever  made  west  of 
the  Alleghany  Mountains.  The  manufacturer, 
who  is  still  living,  informed  me  that  in  those 
days  puddling  was  not  well  understood,  and 
that,  although  the  stock  was  good  cold  blast 
charcoal  pig,  the  iron  turned  out  of  a  highly 
crystaline  texture.  It  proved  so  on  its  frac- 
ture but  of  a  good  color,  the  texture  was  uni- 
form and  not  course.  On  being  heated  and 
drawn  down  to  half  its  size,  it  made  a  strong 
fibrous  iron  ;  all  it  wanted  was  work.  There 
was  not  one  fibrous  bar  in  the  whole  lot  of  sus- 
pension bars ;  they  were  all  alike  crystaline 
and  brittle  in  texture.  Thin  iron  had7  from 
the  manufacturer's  own  testimony,  undergone 
no  change ;  it  was  as  crystaline  on  the  last  day 
as  on  the  first.  But  there  was  another  quality 
of  iron  in  the  same  structure.  The  straps  and 
bolts  which  connected  the  chords  with  the 
posts  and  braces,  had  been  manufactured  of  a 
good  quality  of  hammered  charcoal  iron,  and 
a  most  capital  iron  it  proved,  after  forty  years' 
service. 

I  will  also  draw  attention  to  those  interest- 
ing experiments,  made  recently  by  Mr.  Albert 
Fing,  on  a  number  of  suspension  bars,  taken 
out  of  his  bridges  on  the  Baltimore  and  Ohio 
Railroad,  for  the  purpose  of  testing  their 
strength  after  seven  years'  service.  These 
tests  exhibited  a  rate  of  strength,  which  is  only 
possessed  by  good  iron,  and  led  Mr  Fink  to  the 
conclusion  that  seven  years'  wear  had  not  af- 
fected the  bars. 

All  irons  form  alloys  of  pure  iron,  mixed 
with  carbon  and  other  impurities.  A  certain 
amount  of  impurities  in  the  shape  of  good  cin- 
der appears  to  be  necessary  to  impart  strength 
and  cohesion  to  this  metal,  and  also  to  make 
it  malleable,  and  to  give  it  welding  properties. 
The  purer  the  iron  is,  the  higher  the  heat  at 
which  it  will  weld.  Compare  for  instance 
good  Swedish  iron  with  common  puddled  bar. 
While  the  latter  will  weld  at  a  low  heat,  the 
former  requires  a  much  higher  heat.  Com- 
pare their  fracture  and  color.  The  good 
Swedish  bar  will  exhibit  either  a  fine  granular 
appearance  or  fibre,  accompanied  by  a  silvery 
lustre,  showing  comparative  puritv;  the  puddled 
bar  will  be  of  a  dark  color,  with  a  graphit 
lustre,  and  will  show  a  course  texture  or  loose 
fibre. 

During  the  process  of  puddling,  as  well  as 
of  blooming,  the  melted  pig-iron  is  mixed  with 
cinder,  and  this  mixture,  which  will  adhere  by 
cohesion,  prevents  the  formation  of  large  crys- 
tals, which  is  the  tendency  of  pure  iron  in  a 
molten  state.  Now  by  working  (bringing  to 
nature,  as  the  puddler  calls  it.)  this  mixing 
and  crystalization  is  promoted.  The  subse- 
quent squeezing  and  rolling  of  the  puddled 
ball,  or  the  hammering  or  shingling  of  the 
bloom,  will  have  the  effect  of  condensing, 
laminating,  reducing  and  drawing  out  these 
crystals,  at  the  same  time  removing  and 
squeezing  out  the  super-abundant  cinder  from 
between  the  metallic  crystals.  Thus  the 
drawn  out  fibre  is  composed  of  an  aggregate 
of  pure  iron  threads  and  leaves,  enveloped  in 
cinder. 

Pure  iron  as  well  as  very  impure  iron  is 
week;  the  maximum  strength  and  toughness 
is  obtained  by  a  certain  mixture  of  pure  iron 
with  carbon  aud  cinder,  thoroughly  worked 
and  incorporated.  When  the  fibrous  and 
laminar  aggregation  becomes  so  dense  as  to 
be  tit  for  the  manufacture  of  steel,  they  are  by 
this  very  process  sufficient  impurities  expelled, 
and  the  greatest  degree  of  cohesion  is  obtained. 
Hence  strong  steel  canoulvbemade  of  strong 
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iron  no  matter  what  chemicals  may  be  adminis- 
tered during  the  process. 

Keeping  the  above  process  before  our  mind, 
we  may  now  understand  why  even  the  best 
fibrous  wrought-iron,  when  exposed  to  long 
continued  vibration  under  tension,  or  to  tor- 
tion,  bending  or  twisting,  must  enevitably  be- 
come brittle,  because  the  iron  threads  and 
lamina  become  loosened  in  their  cinder 
envelopes.  But  the  cohesion  between  the  iron 
and  its  cinder  once  destroyed,  and  its  strength 
is  gone.  Now  whether  cohesion  is  the  result 
of  magnetic  attraction  (according  to  Fraday) 
or  otherwise,  this  process  appears  to  be  purely 
mechanical.  But  let  the  explanation,  which 
is  here  offered,  be  correct  or  not,  the  fact  re- 
mains that  fibrous  iron  and  all  kinds  of  iron 
and  steel,  will  be  rendered  brittle  by  vibration 
and  tension,  or  by  bending  and  twisting,  with- 
out undergoing  any  mysterious  change  in  its 
molecular  arrangement. 

It  is  only  within  the  last  one  hundred  years 
that  wrought-iron  has  become  a  necessity  on 
public  and  private  works.  Large  structures, 
entirely  composed  of  iron,  are  of  a  still  more 
recent  date.  Long  experience  on  a  large 
scale  is  therefore  wanting.  But  as  far  as  it 
goes,  the  opinion  is  full  sustained,  that  good 
iron,  not  overtaxed  by  tension  and  vibration, 
and  otherwise  preserved,  will  prove  one  of  the 
most  durable  building  materials  at  our  disposal. 

The  Menai  Chain  Suspension  Bridge  has 
now  stood  about  thirty-six  years,  and  is  still 
considered  a  safe  work,  although  it  has,  for 
the  want  of  stiffness  on  several  occasions, 
suffered  severely  from  gales.  The  old  Wire 
Suspension  Bridge,  at  Friburg,  in  Switzerland, 
has  been  in  use  about  twenty  seven  years,  but 
it  does  not  possess  enough  of  strength  and 
stiffness  to  guarantee  its  safety  much  longer 
in  its  present  state. 

It  should  be  remembered  that  there  are 
many  suspension  bridges  in  this  country,  as 
well  as  in  Europe,  built  without  any  regard  to 
stiffness,  and  are  therefore  constantly  subjected 
to  vibration,  which  must  greatly  limit  their 
durability. 

The  cables  of  the  Niagara  Bridge  on  the  other 
hand,  are  free  from  vibration,  consequently 
will  last  as  long  as  the  nature  of  good  wrought- 
iron  will  permit,  when  subjected  to  a  moderate 
tension,  not  exceeding  one-fifth  of  its  ultimate 
strength.  This  durability  I  unwilling  to  esti- 
mate at  less  than  several  hundred  years. 

Iron  has  emphatically  become  the  material 
of  the  age.  Upon  its  proper  use  the  future 
comfort  and  physical  advancement  of  the  hu- 
man race  will  principally  depend.  It  will  yet 
be  the  harbinger  of  peace,  as  already  it  has 
given  us  the  means  of  locomotion  and  of  intel- 
ligent intercourse.  The  subject  of  this  paper 
is  therefore  of  great  importance  and  is  entitled 
to  a  truthful  consideration. 

I  will  close  this  report  by  repeating  once 
more,  that  the  cables  of  the  Niagara  Bridge 
are  made  of  a  superior  quality  of  material; 
that  they  possess  an  abundance  of  strength  ; 
that  they  are  free  from  vibration;  that  they 
are  well  preserved  and  taken  care  off;  and 
consequently  that  they  may  safely  be  trusted 
for  a  long  series  of  years. 

Respectfully  submitted,  by 

Your  obedient  servant, 
JOHN  A.  ROBBLING, 

Civil  Engineer. 
Trenton,  N.  J.,  Aug.  1,  I860. 


"The City  Council  last  evening  appointed 
a  committee  to  confer  with  the  delegates  from 
Nashville  and  Knoxville,  now  in  the  city,  on 
the  subject  of  a  Southern  railway  connection 
with  Cincinnati. —  Cin.  Enquirer. 


MILWAUKEE  &  MISSISSIPPI  E.  E. 

Abstract  of  the  agreement  of  the  Bondholders 
of  the  Milwaukee  and  Mississippi  Railroad 
Company,  dated  July  Zdth,  1860,  for  the 
purchase  of  the  Road  at  any  forclosure  sale, 
and  the  re-organization  of  the  purchasers. 

First: — Each  First  Mortgage  bondhodler,  be" 
ing  a  subscriber  to  the  agreement,  receives  a 
new  First  Mortgage  Bond,  convertible  into  the 
first  class  Preferred  Stock,  secured  by  a  mort- 
gage of  all  the  property  of  the  Company,  real 
and  personal,  for  his  principal,  and  the  first 
class  Preferred  Stock  for  his  interest,  on  the 
First  and  Second  Section  Bonds,  to  January 
1,  1861;  on  the  Third  Section  Bonds  to 
July,  1861;  on  the  Southern  Wisconsin  Line 
Bonds  to  January  1,  1862.  The  Mortgage  to 
be  for  30  years,  at  seven  per  cent,  and  not  to 
exceed  $2,556,000  (which  is  the  present  amount 
of  all  the  First  Mortgages  above  named).  The 
Company  to  provide  annually  the  sum  of 
$204,480  (being  eight  per  cent,  on  $2,556,000) 
and,  after  paying  interest  at  seven  per  cent, 
the  balance  to  be  applied  as  a  sinking  fund,  to 
redeem,  at  par,  semi-annually,  an  equal  amount 
of  First  Mortgage  Bonds.  The  Bonds  to  be 
thus  paid  are  to  be  drawn  for.  Scrip  stock  to 
be  issued  with  each  bond,  with  power  to  vote 
thereon,  if  the  same  can  be  legally  issued  un- 
der existing  laws,  if  it  can  not,  then  applica- 
tion shall  be  made  the  Legislature  for  the  ne- 
cessary authority. 

Second: — The  ten  per  cent.  Second  Mortgage 
Bondholders,  being  subscribers  to  the  agree- 
ment, to  receive  for  principal  and  interest, 
first  class  Preferred  Stock  (in  the  same  class 
with  the  interest  on  the  First  Mortgage 
Bonds). 

Third:— The  Third  Mortgage  Bondholders, 
being  subscribers  to  the  agreement,  to  receive 
the  second-class  Preferred  Stock  (with  the  Ci- 
ty of  Milwaukee.) 

Fourth:- — The  City  of  Milwaukee,  if  they  as  • 
sent  within  the  time  limited,  to  receive  the  se- 
cond class  Preferred  Stock  for  their  Second 
Mortgage  of  Southern  Wisconsin  Line,  and 
for  $234,000  claim. 

Fifth: — The  floating  debt-holders  to  receive 
common  stock  for  their  debt  and  interest,  pro- 
vided they  sign  the  agreement  and  surrender 
the  evidences  of  indebtedness  to  the  Trustees 
on  or  before  the  15th  day  of  September,  1860. 

Sixth : — So  much  stock  as  remains,  after 
deducting  the  above  amounts  from  $7,500,000, 
to  be  divided  pro  rata  among  the  stockholder 
(about  sixty-seven  per  cent.) 

The  position  of  the  new  Company,  under 
this  agreement,  will  be  as  follows: 

Amount  of  Mortgage  debt  (for  which  the 
same  amount  of  first-class  Preferred 
Stock  is  to  reserved,  or  Scrip  Stock  is- 
sued therefor) $2,556,000 

Amount  of  first-class  Preferred  Stock  issued: 
Tor  interest  on  First  Mortgage 

Bonds $411,466 

For  Second  Mortgage  Bonds,  prin- 
cipal and  interest 678,536 

1,090,016 

Amount  of  second-class  Preferred  Stock  issued: 
For  City  Second  Mortgage  South- 
ern Wisconsin  Line $345,920 

ForClaim  of  City 2911,910 

For  Third  Mortgage  Bondholders 

about 450,1)00 

1,086,830 

Common  Stock  : 

For  floating  debt $525,347 

For  $3,452,800  old  stock  reduced 
as  required  by  law,  about  thir- 
ty-three per  cent 2,142,807 

2.767,154 

Total $7,500,000 


ABSTRACT  OF  OF  THE  REPORT  MADE  BYlsAAO  SeY- 
MOUR,  ESQ  ,  RECEIVER,  TO  THE  BONDHOLDERS, 
AUGUST  24,  1860. 

Earnings  from  May  10th,  1860to  July  31st, 

1860 ,$156,045 

Cash  on  hand  May  10th 10,343 

Totat $166,388 

Ordinary  expenses $105,583 

Paid  old  indebtedness 55,144—160,727 


Cash  on  hand,  Angust  1st,  1860 $5,661 

Amount  due  for  old  indebtedness  and  or- 
dered to  be  first  paid  by  the  Court $35,111 

Estimated  cost  of  improvements  and  re- 
pairs that  are  needed 115,580 

Total $150,691 

Abstract  of  the  indebtedness  of  the  Milwau- 
kee AND  MISSISSIPPI  RAILROAD  COMPANY,  WITH 
INTEREST  TO  SEPT.  1,  1860,  (AS  FURNISHED  BY 
THE  COMPANY). 

Due  employees,  etc.,  preferred  by  order  of 
Court 635,112 

Notes  secured  by  Mortgage  of  real  estate..     21,378 
First  Mortgage  ten  per  cent,  bonds, due  1st 

July.  18U1 $74,000 

First  Mortgage  eight  $  cent,  bonds 

due  July,  1862 526,000 

First  Mortgage  eight  £>  cent,  bonds 

due  April,  1863 647,000 

First  Mortgage  eight  $>  cent,  bonds 

due  June,  1877 1,037,600 

First  Mortgage  eight  $>  ct.  bonds 

due  July,  1866 346,000 

Interest  due  on  above 30), 960 


Total  First  Mortgage 2,935,960 

Second  Mortgage  ten  percent $600,000 

Interest  on  Second  Mortgage...   .     57,950-657,950 
Second   Mortgage  to  city,  South- 
ern Wisconsin  Line 300  000 

Interest  on  Second  Mortgage  to  ci- 
ty, Southern  Wisconsin  Line. . .    38,920-338,920 

Third  Mortgage 396,069 

Interest  on  Third  Mortgage 12,570-408,639 


Total 4,896,659 

Amount  due  to  Sinking  Fund 138,208 

Amount  of  Mortgages  and  preferred  liens. 6,036, 167 

Floating  debt  and  interest $525,347 

Claim  of  City $234,000 

Interest  on  Claim  of  City 
to  January  1st,  1860. ..     59,900-290,910-816,257 

Whole  indebtedness  as  claimed 5,852,424 

Capital  Stock,  general  issue..  .$2,685,000 

Issued  for  Farm  Mortgages....        767,800-3,452,800 

$9,305,224 

In  addition  to  the  capital  stock  above  named, 
the  City  of  Milwaukee  holds  $325,000  as  col- 
lateral security  for  its  Second  Mortgage,  on 
the  Southern  Wisconsin  Line. 

Extract  from  the  report  of  the  Committee,  ap- 
pointed to  confer  with  the  Committee  of 
the  City  of  Milwaukee,  to  the  Bondholders, 
August  2Uh,  1860. 

The  undersigned,  a  Committee  appointed  by 
you  to  confer  with  a  Committee  from  the  City 
of  Milwaukee,  beg  leave  to  report,  that  they 
met  with  the  Committee  of  the  city,  and  after 
such  mutual  conference  and  consideration  of 
the  views  and  claims  of  the  city,  and  that  the 
representatives  of  the  City  of  Milwaukee 
claim — ■ 

That  their  Second  Mortgage  on  Southern 
Wisconsin  Line  is  as  good  as  the  Second  Mort- 
gage on  the  main  line,  and  that  therefore  it  is 
not  correct  and  fair  to  convert  their  Second 
Mortgage  into  a  Preferred  Stock  of  a  class  in- 
ferior to  a  Second  Mortgage  on  the  main  line. 
There  is  no  doubt  some  appearance  of  jus- 
tice in  the  claim.  The  city,  however,  should 
consider  that  the  plan  is  a  compromise  plan, 
and  that  the  First  Mortgage  bondholders  have 
made  large  concessions;  hence,  that  if  instead 
of  conceding  on  her  part,  she  insists  on  her 
full  claims,  the  First  Mortgage  bondholders 
will  not  be  satisfied  to  go  into  the  same  class 
Preferred  Stock  for  their  interest  with  Second 
Mortgages  on  both  main  and  Southern  Wiscon- 
sin Line. 
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According  to  section  12  of  the  agreement 
of  the  30th  of  July,  now  unanimously  adopted 
as  "the  plan,"  modifications  are  dependent  on 
the  vote  of  the  "majority  in  interest  of  each 
class  of  subscribers,  of  mortgage  bondhold- 
ers, on  which  suits  of  foreclosure  are  now 
pending,"  at  any  regular  or  special  meeting  of 
subscribers  duly  called. 

If  the  City  of  Milwaukee  insists  on  her 
claim,  which  we  are  not  prepared  to  dispute  as 
unjust,  then  the  First  Mortgage  Bondholders 
will  decline  funding  their  interest  in  the  same 
class  Preferred  Stock,  with  the  Second  Mort- 
gage on  main  and  Southern  Wisconsin  Lines, 
but  claim  to  be  entitled  to  fund  their  interest 
in  First  Preferred  Stock,  and  that  the  Second 
Mortgages  then  convert  capital  and  interest 
into  Second  Preferred  Stock,  Third  Mortgages 
receiving  Third  Preferred  Stock.  The  plan 
throughout  to  be  modified  in  sense  to  fully 
carry  out  their  views,  ar.d  so  much  of  the 
adopted  plan  as  is  not  in  accordance  therewith 
to  be  considered  null  and  void. 

Considering  the  orignal  position  of  the  city 
and  the  Railroad  Company  with  reference  to 
the  $234,000,  your  Committee  have  offered  to 
recommend  that  $150,000  of  said  sum  be  con- 
sidered as  Third  Mortgage,  and  be  entitled  to 
same  rights  in  re-organization  as  the  Third 
Mortgage  Bonds  now  out.  The  representatives 
of  the  city  have  rejected  this  view  of  the  mat- 
ter, and  claim  the  same  position  for  their 
Southern  Wisconsin  JSecond  Mortgage  as  for 
main  Hue  second  mortgage.  Your  Committee 
do  not  advocate  the  city's  claims,  but  leave  it 
to  the  meeting  to  decide  the  question. 

The  Second  Mortgage  on  main  line  were 
and  are  a  Second  Mortgage  on  a  finished  line, 
and  bear  ten  per  cent  interest. 

The  Second  Mortgage  on  Southern  Wiscon- 
sin Line,  were  and  are  a  second  lien  on  an  un- 
finished line,  and  bear  only  seven  percent,  in- 
terest. 

The  Committee  now  propose  a  compromise 
that  the  city  be  allowed  to  receive  for  their 
$234,000  claim  the  same  Preferred  Stock  as 
third  mortgage  holders  receive  on  condition 
that  the  city  waive  their  claim  as  to  second 
mortgage,  on  Southern  Wisconsin  Liue,  and 
accept  the  proposal  for  $234,000  within  sixty 
days. 

The  time  within  which  the  agreement  may 
be  signed  is  extended  to  September  loth, 
1360. 

»   ^<0   fr ■ 

ALABAMA   &  FLORIDA   RAILROAD- 

From  the  annual  report  of  President  Pol- 
lard made  to  the  stockholders  on  the  7th  inst, 
we  condense,  says  the  Montgomery  Mail,  the 
following  particulars,  from  which  will  be  seen 
that  the  affairs  of  the  road  are,  in  every  par- 
ticular, in  a  flourishing  condition. 

The  receipts  for  the  year  ending  1st  of  July 

have  been — 

Prom  passengers 342,936  69 

freight 46,340  47 

mail 11,855  00 

Making  a  total  of $101,  02  26 

The  expenses  amount  to 63,23J  69 

Leaving  a  neat  income  of $37.fr'66  67 

The  President  informs  us  that  the  debt  of 
the  company  has  been  increased  within  the 
year  to  $037,751  86  by  the  sale  of  the  Land 
Mortgage  Bonds,  and  the  interest  account  has 
been  increased  within  the  same  time  only  $8,- 
172'  72;  showing  that  the  receipts  on  the  43 
miles  of  road  in  operation  have  paid  all  ex- 
penses of  working  and  keeping  up  repairs, 
and  come  within  $8,172  72  of  paying  the  in- 
terest on  the  entire  amount  of  debt,  of  which 
not  less  than  $300,000   has   gone  into   unfur- 


nished road,  and  iron  and  machinery  not  yet 
in  use. 

Within  the  year  land  mortgage  bonds  to  the 
amount  of  $353,500  have  been  sold;  and  it  is 
gratifying  to  be  able  to  state  that  up  to  the  pre- 
sent time  the  entire  amount  of  the  bonds  of 
the  road  put  in  market,  amounting  to  $803,500, 
have  been  sold  at  par. 

The  President,  in  December  last,  closed  an 
arrangement  for  the  connection  of  the  road 
with  the  Mobile  and  Great  Northern  Railroad, 
within  five  miles  of  the  Florida  line,  upon 
terms  entirely  satisfactory. 

The  subjoined  extract  from  the  report  gives 
an  explanation  of  the  causes  of  the  delay  in 
finishing  the  road,  and  show  that  there  can  be 
no  reasonable  doubt  that  it  will  be  completed 
by  the  1st  of  April  next. 

The  Board  had  every  reason  to  believe  that 
the  Florida  company  would  complete  their  road 
up  to  the  State  line  by  the  1st  of  April,  1860, 
and  ordered  all  the  iron  for  the  road  south  of 
the  65  mile  station  to  be  landed  in  Pensacola, 
and  the  50  miles  from  the  Florida  line  up  to 
the  65  mile  station,  to  be  laid  down  from  that 
end  of  the  road.  I  at  once  made  the  necessa- 
ry arrangements  to  carry  out  these  views,  by 
contracting  with  Messrs  John  Fraser  &  Co.,  of 
Charleston,  for  2,000  tons  of  iron — 1200  tons 
of  which  were  landed  in  Charleston,  and  has 
been  used  in  completing  the  road  down  to  the 
62  mile  station — the  other  800  tons  was  land- 
ed in  Pensacola  in  December. 

I  purchased  in  Philadelphia,  1200  tons,  to 
be  delivered  in  June  and  July,  of  which  400 
tons  have  arrived  in  Pensacola,  200  tons  are 
on  the  way,  and  the  other  600  tons  will  be  put 
on  the  way  as  soon  as  I  order  their  shipment. 
I  very  willingly  gave  an  extension  of  time  on 
the  contract,  after  I  found  we  could  not  begin 
to  lay  it  down  as  soon  as  I  expected. 

I  also  closed  a  contract  in  April  with  the 
Messrs.  Peabody  &  Co.,  of  London,  for  2,000 
tons,  which  is  all  that  will  be  required  to  com- 
plete the  road.  This  iron  is  to  be  delivered  in 
October,  November  and  December;  and  as  I 
am  advised  that  the  Florida  Road  will  be  com- 
pleted up  to  the  State  Liue  by  the  20th  inst.,  I 
hope  nothing  will  intertere  to  prevent  the  ra- 
paid  progress  of  the  work.  Everything  has 
been  provided  on  our  part — we  have  now  1200 
tons  of  iron  in  Pensacola,  and  contracts  for 
the  delivery  of  all  that  is  required  to  complete 
the  road  as  rapidly  as  it  will  be  needed.  Two 
first  class  locomotives  and  a  train  of  freight 
cars  are  at  Pensacola  ready  to  put  in  service 
on  the  southern  end  of  the  Road. 

You  will  find  by  the  report  of  Samuel  G. 
Jones,  Esq.,  the  Chief  Engineer,  which  I  sub- 
mit for  your  consideration,  that  only  five  miles 
of  the  road  bed  is  in  an  unfinished  condition 
— three  of  which  will  be  completed  by  the  first 
day  of  November;  and  the  other  two  miles, 
which  is  between  66  and  69  miles  stations  will 
be  ready  to  receive  iron  by  the  1st  day  of 
April,  when  we  hope  to  be  enabled  to  celebrate 
with  you  the  completion  of  our  road. 


Railroad  Stocks. — Tho  New  York  Herald 
of  Monday  morning  has  the  following: 

"There  are  many  stocks,  of  course,  whose 
future  is  problematical,  from  the  embarassed 
condition  of  the  finances  of  the  companies, 
and  the  fact  that  their  income  depends  upon 
the  nature  of  the  harvest,  A  few  of  the  West- 
ern roads  fluctuate  between  affluence  and 
bankrupcy  in  a  single  year.  When  the  crops 
are  good  they  make  enormous  profits  and  large 
dividends;  when  the  crops  are  poor  they  make 
nothing,  and  sometimes  fail  to  pay  their  ex- 
penses.   Such  property  can  not  be  recommend- 


ed to  investers  who  can  not  watch  it  The 
Erie  stock  is  in  the  same  category.  The  re- 
organization is  nearly  complete,"  arid  by  it  the 
com], any  converts  a  large  proportion  of  its  old 
debt  into  stock,  and  thus  rids  itself  of  a  large 
annual  lax  for  interest.  It  is  well  managed 
by  Received  Marsh,  and  probably  earns  more 
money  in  proportion  to  its  gross  receipts  than 
it  ever  did  before.  But  whether  it  can,  in  the 
next  five,  six,  or  eight  years,  earn  anything 
substantial  over  and  above  its  interest  and  ex- 
penses, is  a  problem  that  remains  to  be  solved. 
Even  if  the  earnings  should  increase  very 
largely,  the  road  owes  something  over  a  mil- 
lion of  dollars  for  bank  interest.  This  mast 
be  disposed  of  before  anything  can  be  done 
for  the  stock.  Such  property  can  be  hardly 
recommended,  as  yet,  for  a  permanent  invest- 
ment." 


THE  ANCIENT    SILVER   MINES  OF 
ARIZONA-SILVER  BOULDERS. 

Since  the  discovery,  in  1848,  of  gold  in  Cali- 
fornia, great  account  has  been  made  among 
the  American  population  of  our  State,  concer- 
ning the  native  masses,  or  plaw.has  de  plala, 
of  those  portions  of  Sonora  which  are  now  in- 
cluded in  the  territory  of  Arizona.  Many  have 
been  the  shiftless,  trifling  newspaper-told-tales 
of  these  wonderful  mines  or  metallic  deposits  ; 
but  we  have  never  yet  seen  any  legitimate  ac- 
count from  reliable  authority  of  where  they  are 
exactly  situated,  when  they  were  found,  or  if 
the  stories  about  them  could  be  relied  upon 
any  more  than  the  inflated  yarns  of  the  Sonora- 
nians  and  other  Mexican  miners  and  gambusi- 
nos.  That  they  do  exist,  were  worked,  and 
great  riches  got  from  them  in  the  middle  of 
the  last  century,  (from  1735  to  1760,)  we  have 
now  undoubted,  historic,  recorded  authority  in 
a  rare  and  scarce  old  Spanish  work  treating 
on  the  foundation,  conquest,  and  history  of 
Sonora,  Sinalona,  and  parts  of  Jalisco,  and 
Durango.  formerly  known  as  Nueva  Galicia. 
Of  this  book,  a  very  small  edition  of  which 
seems  to  have  been  published,  probably  not 
more  than  a  single  copy  exists  in  our  state, 
or  very  few  even  in  Mexico  or  in  the  United- 
States — the  most  of  the  editiou,  not  lost,  be- 
ing doubtless  in  Spain,  where  it  was  printed 
over  a  hundred  years  ago.  It  is  one  of  the 
most  invaluable  books  of  Spanish  American 
history  to  be  found  in  North  American  biblio- 
graphy. 

The  exact  title  of  this  work  is  as  follows: 
"Apostolicos  Afanes  de  la  Compania  de 
Jesus,  escritos  por  un  padre  de  la  misma 
Saorada  religion  de  su  provincia  de  Mexico — 
I.  H.  S. — Con  Licencia — Barcelono — por  Pab- 
lo Nadal,  impressor,  en  la  Calle  de  Caniida. 
Auo  1754."  This  book  was  written  about  the 
year  1750,  and  contains  455  folio  pages,  bound 
in  old-fashioned  parchment,  and  relates  at 
large  the  early  settlement  of  the  military  and 
spiritual  conquest  of  the  parts  designated  to 
the  year  1752,  as  well  as  of  Lower  California. 
It  seems  to  have  been  written  some  ten  years 
before  Venega's  history  of California  of  T757. 

After  the  discovery  of  these  Arizona  mines, 
the  historian  relates  that  they  fell  under  the 
jurisdiction  of  the  Comandant  of  the  Presidio 
of  the  neighboring  port  of  Frontreras,  and  the 
King's  officers  took  possession  of  the  miues: 
and  so  the  usual  monopoly  of  speculators  and 
lawyers,  with  invasions  of  the  barbarous  Apa- 
ches followed  in  the  train  of  the  workings  of 
the  gambusinos.  This  is  the  old  Spanish- 
American  story  of  rich  gold  and  silver  mines, 
and  what  we  have  every  day  seen  repeated  in 
the  miues  of  California  since  1848,  and  appears 
likely  to  hover  in  the  wake  of  the  I860  Washoe 


THE    RAILROAD    RECORD. 


357 


discoveries.  The  first  discoverers  and  ex- 
plorers are  doubtless  to  be  swallowed  by  the 
locusts  of  law,  speculation,  gambling  and  the 
various  characteristics  of  rich  mineral  dis- 
tricts. 

The  account  of  the  discovery  of  the  plan- 
chas  deplata  of  the  "Real  de  Arizona,"  is  as 
follows — being  a  free,  but  careful  translation 
from  Chapter  2d  of  Book  II.  of  the  original 
work  above  named,  which,  within  a  few  weeks, 
accidentally  fell  into  our  hands: 

To  show  with  more  clearness  the  discovery 
of  these  minerals,  a  short  distance  from  the 
Real  de  Arizona  was  divulged  about  fifteen 
years  ago,  (about  the  year  1735,)  to  the  admi- 
ration and  astonishment  not  only  of  New- 
Spain,  but  all  the  nations  of  Europe,  wonders 
as  incredible  as  the  fabulous  stories  of  India. 
A  Yaqui  Indian,  who  was  working  in  this 
locality,  discovered  the  pure  silver,  which  he 
immediately  brought  to  a  storekeeper,  who  in- 
forming others  of  the  discovery,  in  a  short  time 
this  wondrous  affair  became  publicly  known. 
This  treasure  was  found  near  a  monte,  in 
the  sides  of  a  hill  about  half  a  league  down, 
near  a  caiiada  which  turns  and  winds  in  the 
immediate  hills  and  which  caiiada  makes  the 
bed  of  an  arroyo,  and  where  no  water  is  found 
except  after  the  rains.  To  this  locality  imme- 
diately rushed  all  the  people  of  the  neighbor 
hood,  with  great  expectations  and  hopes,  who 
soon  satisfied  themselves  that  they  could  have 
all  the  riches  they  desired ;  for  in  all  the  hill 
and  caiiada  they  found  pieces,  great  and  small, 
in  the  shape  of  perfect  balls  of  pure  silver;  in 
others,  it  was  formed  of  half  silver  and  some 
other  mineral.  The  weight  of  these  pieces 
was  from  half  an  arroba  (25  lbs.)  to  one  and 
two  arrobas.  This  brilliant  and  sonorous  dis- 
covery convoked  from  all  parts  the  Spanish 
people,  to  find  the  silver  which  could  be  had 
with  only  the  small  labor  of  removing  a  little 
earth  and  stones,  and  where  they  could  pick 
up  in  this  or  that  place,  balls  and  masses 
(planchas)  of  prodigious  dimensions. 

A  poor  fellow,  a  negro  or  mulatto  of  Guada- 
lajara, who  had  wandered  a  distance  of  300 
leagues,  had  the  fortune  to  find  a  ball  or  mass 
of  solid  silver  of  the  weight  of  21  arrobas, 
(525  lbs.  avoirdupois,  or  about  $8,500,)  which 
he  could  neither  break  nor  cut  up,  and  which 
was  of  such  an  inconvenient  weight  that  he 
could  not  load  the  best  mule  with  the  strength 
of  himself  and  assistants,  or  of  their  utmost 
industry.  So  with  ropes  they  lifted  it  up  to 
the  branches  of  a  tree,  from  which  they  lower- 
ed it  to  the  aparajo  of  their  animals;  but,  to 
the  great  misfortune  of  the  poor  discoverer, 
he  lost  it  all  in  a  lawsuit  made  against  his 
treasure  by  some  one  whom  we  can  not  name. 
The  Ministers  of  Justice  took  the  matter  in 
hand  and  seized  the  mass  of  silver  from  both 
parties,  and  refused  to  deliver  it  up,  notwith- 
standing all  the  discoverer's  petitions  claim- 
ing it  as  the  King's  pertenance.  Others  suc- 
ceeded more  happily  in  their  discoveries;  and 
found  pieces  of  great  weight  and  value. 

But  what  was  more  wonderful  than  all  the 
preceding  discoveries  was  that  by  a  person 
who,  on  removing  about  a  yard  of  earth,  found 
a  mass  of  pure  silver  weighing  140  arrobas, 
which  resisted  all  attempts  to  part  it,  with  ax, 
hatchet,  crowbar  or  any  other  tool;  and  it  was 
finally  melted  down  and  reduced  to  parts  by 
the  action  of  fire.  From  the  surrounding  ma- 
trix of  earth  and  stones,  they  also  got,  by  refin- 
ing and  cleaning,  over  9  arrobas  more. 

Curious  persons  have  been  assured  that  as 
much  as  -100  arrobas  have  been  collected  of 
these  rich  deposits,  with  scarcely  any  cost. 
Among  the  most  notable  features  of  these 
masses  of  native  silver,  is  that  some  of  them, 


when  recently  taken  up,  are  quite  flexible  and 
very  much  like  softened  wax,  and  which  could 
be  pulled  and  torn  to  pieces  without  difficulty, 
obediently  admitting  the  form  of  any  figure 
impressed  upon  it.  And  what  was  extremely 
curious  was,  the  day  after  the  said  soft  silver 
was  melted  down  and  became  entirely  con- 
gealed, it  assumed  an  intense  hardness  and  in- 
flexibility. This  can  be  testified  to  by  many 
missionaries  and  other  Spaniards  now  living 
who  had  the  planchas  iu  their  hands,  and  who 
could  therefore  be  witnesses  from  their  own 
occular  vision  the  truths  of  this  rare  and  nota- 
ble discovery. 

The  historian  says  that  the  country  near  the 
mine  is  extremely  sterile  and  wanting  water, 
which  answers  to  our  latest  description  of  the 
adjacent  parts  of  Sonora  and  Arizona,  as  may 
be  seen  in  recent  numbers  of  the  Bulletin  by 
a  most  competent  writer  and  traveler,  our  So- 
nora corrrespondent.  Frontreras  is  now  a 
miserable  town  in  Sonora,  about  65  miles 
southeast  of  Tucson.  The  undoubted  moun- 
tain hills,  barrancas,  or  caSadas  of  the  plan- 
chas de  plata,  seem  never  to  have  been  redis- 
covered to  this  day,  but  there  is  no  doubt  they 
exist  in  this  part  of  the  Apacharia  of  Sonora 
and  our  own  Arizona.  The  .mines  were  killed 
by  the  King's  decrees  and  cedulas,  or  his  gree- 
dy officers,  before  the  year  1767,  when  the  Je- 
suits were  expelled  from  Sonora.  And  one  of 
the  greatest  causes  of  the  expulsion  of  this 
celebrated  body  from  the  Spanish  Americans 
was  the  attempt  of  the  King's  officers  and 
their  hungry  bummers  seized  on  the  Christian 
Indians  of  the  Jesuit  Missions — of  the  Alta 
Pimeria,  now  Arizona — to  work  their  mines  as 
slaves,  which  raised  a  terrible  Spanish  stew  of 
passion  and  vindictiveness  in  Rome,  Madrid 
and  Mexico. — San  Francisco  Bulletin. 


The  Pennsylvania  Railroad  Company  and 
its  Employes. — In  the  transactions  of  this 
life  man  must  have  faith  in  his  fellow  man  ; 
for  there  are  situations  of  trust  in  which  the 
only  real  security  is  the  honesty  of  the  occu- 
pants ;  and  for  wise  considerations,  in  the  law, 
all  persons  are  held  honest  until  proved  to  be 
otherwise.  The  test  which  divides  the  honest 
from  the  dishonest,  however,  is  opportunity; 
if  the  temptation  which  is  in  opportunity  be 
resisted,  then  is  merit  due,  but  hardly  before,  for, 
those  who  fall  when  confronted  with  temptation 
may  have  previously  affected  a  virtue,  only  to 
barter  it  away  when  occasion  might  come  with- 
in reach.  And  as  these  occasions  are  con' 
stantly  arising  in  the  service  of  railroad  com- 
panies, as  in  other  occupations  of  life  in  which 
monies  are  paid  to  intermediates  or  agents,  it 
is  a  not  very  unusual  circumstance  to  detect 
a  railroad  ticket  agent  or  conductor  in  dis- 
honest acts,  for  all  men  do  not  withstand 
temptation.  Nor  is  the  period  when  an  indi- 
vidual abandons  his  duty  and  his  manliness, 
and  outrages  that  feeling  which  has  hitherto 
kept  him  on  good  terms  with  himself — the  best 
of  all  protections — visible  in  any  external  sign 
capable  of  immediate  translation  ;  but  is  left 
to  time  and  circumstance  to  develop  the 
change  which  has  taken  place,  whereby  detec- 
tion is  not  always  an  easy  matter,  except,  as 
is  sametimes  the  case,  the  offender  hangs  too 
much  jewelry  upon  his  person,  or  becomes  ac- 
quired of  property  in  value  not  warranted  by 
his  compensation. 

Every  railroad  company  puts  checks  around 
its  employes  for  mutual  protection,  and  yet 
almost  every  railroad  company  some  time  or 
other  has  put  a  watch  upon  some  one  of  its 
employes  to  ascertain  the  truth  touching  sus- 
picions entertained.  And  facts  brought  home 
to  the  accused,  which  are  beyond  his  power  of 


exculpation,  compel  him  to  disgore  and  cause 
his  discharge,  by  quiet  process  which  is  in 
operation  over  the  whole  country.  Sometimes, 
it  is  true  a  detected  employe  is  continued  in 
service  to  give  him  opportunity  to  recouquer 
himself  and  recover  his  reputation,  and  out  of 
some  of  these  trials  come  men  good  and  true 
to  their  employers  to  the  end  of  life. 

In  case  the  of  the  Pennsylvania  Railroad 
Company  it  so  chanced  that  the  dishonest  em- 
ployes formed  themselves  into  a  combination, 
whereby  for  a  time  they  eluded  the  detectives 
in  the  Company's  service;  but  this  very  cir- 
cumstance, after  one  of  the  rogues  was  caught, 
enabled  the  Company  to  trace  the  conspiracy 
iu  all  its  ramifications  ;  so  that  the  end  will  be 
a  thorough  sifting  out  of  the  whole  money-re- 
ceiving force,  including  conductors  and  ticket 
agents,  those  only  of  the  offenders  being  re- 
tained who  give  strong  grounds  for  future  good 
behavior. 

The  manner  in  which  the  Company  was  de- 
frauded was  by  conductors  not  fully  account- 
ing for  fares  collected  in  the  cars  ;  by  omission 
on  the  part  of  certain  conductors  to  punch  or 
cancel-mark  tickets,  which  tickets,  though 
bearing  a  past  date,  were  resold  by  ticket  agents, 
who  also  sold  coupon  tickets  good  on  other 
roads,  outside  brokers  acting  in  collusion  with 
inside  ticket  agents  and  conductors. 

The  amount  diverted  from  the  Company's 
receipts  before  the  nefarious  proceedings  were 
discovered,  we  understand  is  not  large,  resti- 
tution having  been  made  in  a  number  of  cases. 
And  as  the  most  instructive  lessons  in  this  life 
are  its  experiences,  the  Railroad  Company 
comes  out  of  the  ordeal  with  new  guards  and 
checks  upon  those  intrusted  with  the  duty  of 
receiving  its  monies. —  United  States  Railroad 
Mining  Register. 

MONETARY  AND  COMMERCIAL. 


The  demand  for  money  has  been  as  large  as  was  expected 
for  the  second  week  in  the  month,  and  fully  equal  to  the 
ability  of  the  of  lenders  to  meet.  The  old  story  is  again  told 
of  "scant  supply  of  currency,"  and  the  difficulty  of  meet- 
ing the  wants  of  customers,  and  some  feeling  of  stringency 
has  been  experienced.  Qoutations,  to  customers,  are  111®  J  2, 
on  outside  transactions  variable  from  15  to  24. 

There  is  no  noticeable  change  in  exchange  since  our  last. 
The  supply  and  demand  has  fluctuated  a  little,  but  at  no 
time  sufficiently  so  to  produce  any  altpration  of  rates.  We 
quote. 

Buying.  Selling. 

New  York  Sight 3<>@£    prem    \@,\    prem 

Philadelphia 3Q@£    prem    \@,h    prem. 

Boston ....  $     prem    |@-u     prem 

Baltimore i     prem     g@£    prem 

New  Orleans i<§*£    prem  par 

American  Gold b@£    prem  35@37iprem 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the  fol* 
lowing  rates: 

EONnS. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  6  per 
cent., 8?^ 

Covington  and  Lexington  K.  R  Co.  first  Mort- 
gage Bonds,  7  per  cent 85 

Covington  &  Lexington  R.  R.  First  Mortgage 
Bonds,  6  per  cent 75 

Covington  &.  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent. .„.  75 

Indianapolis  &  Cincinnati  R.  R.  First  Mort- 
gage Bonds  7  per  cent < 85 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 80 

Cincinnati,  Hamilton  &  Dayton  R.R.  Co.,  First 
Mortgage,  7  per  cent    Bonds. 98 

Cincinnati,  Hamilton  &  Day  ton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds.  7  per  cent 87 % 

Ohio  and  Mississippi  Raiiroed,  Construction 
Bond3, 7  per  cent 20 

Onio  and  Mississippi  Railroad,  Second  Mort- 
gage Bonds,  7  per  cent 75 

Indiana  Central  R.  R.  Co.,  Second  Mortgage 
Bonds,  in  per  cent 79©80 

Dayton  &.  Michigan  R.  R.  Co.,  endorsed  Mort- 
gage 81,7  per  cent 85 

City  of  Cincinnati,  Municipal  Bonds,  6  per 
cent 95©  0G 
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City  of  Cincinnati,  Eat] road  Bonds,  0  per  cent.  85@87 
City  of  Cincinnati,  Wharf  Bonds,  G  p«r  cent..  83@85 

STOCKS. 

Cincinnati,  Hamilton  At  Dayton  It.  E ?6@77 

Little  Miami  K.  11 f"&@90 

Columbus  &  Xenia  E.  It -..  87@88 

Indianapolis  &,  Cincinnati  E.  E 48©5U 

Ohio  &.  Mississippi  E  E H 

Farmer's  Bank  of  Kentucky, 125 

Northern  Bank  oT  Kentucky 131) 

Ohio  Life  Insurance  &  Trust  Co.'s  Certificates.  1GJ 
Ohio  &.  Mississippi,  Trustees  Scrip ]3J 


BONDED  DEBT  OF  SAN  FRANCISCO. 


As  there  now  is  a  gentleman,  lone;  connected  with  the  City 
Hall,  compiling  our  municipal  statistics  for  the  past  10  years, 
(to  be  published  as  an  appendix  to  the  forthcoming  Volume 
of  Eeports,)  we  are  enabled  by  him  to  present  the  following 
data  relative  to  the  various  bonded  debts  of  San  Francisco. 
We  are  induced  to  do  so  from  a  knowledge  of  the  fact,  that 
there  are  almost  daily  applications  for  information  on  this 
subject  from  New  York,  Boston  and  other  Eastern  cities. 
The  par  iculars  about  to  be  given  have  not  heretofore  ap- 
peared in  print,  and  will  no  doubt  interest  bond-holders 
scattered  over  the  Union,  as  well  as  in  Europe. 

I. THE    CITY    DEBT    OF    1851. 

On  the  1st  of  May,  1851,  the  outstanding  indebtedness  of 
the  city,  consisting  principally  of  warrants  on  the  Treasury 
and  judgments  obtained  on  the  warrants,  all  bearing  interest 
at  the  rate  of  three  percent,  per  month,  was  estimated  at 
$2,t!i:0,uU0.  By  an  act  of  the  Legislature,  passed  May  1st, 
1851,  a  commission  was  appointed  to  issue  bonds  payable  in 
twenty  years,  bearing  an  annual  interest  of  ten  per  cent, 
payable  half-yearly  in  San  Francisco.  These  bonds  the  Com- 
missioners were  authorized  to  give  in  exchange  for  tha  in- 
debtedness of  the  city  contracted  prior  to  May  1st,  18.il 
As  an  inducement  to  parties  holding  the  three  per  cent,  per 
month  warrants  or  scrip  to  make  the  exchange,  the  Funding. 
Bill  stipulated  that  the  sum  required  to  meet  the  interest,  and 
also  $50,000  annually  as  a  '  Sinking  Fund,"  should  be  a 
lien  on  the  general  assessment  roll  of  the  city,  and  the  Trea- 
surer was  fobidden,  under  penalties,  to  make  any  payments 
out  of  the  Treasury  from  moneys  received  for  taxes,  until 
the  full  amount  required  by  the  Commission  should  have 
been  paid  to  them.  Under  this  stringent  bill,  the  Commis- 
sioners succeeded  in  calling  in  the  sum  of  81,635,61100,  for 
which  they  gave  ten  per  cent,  bonds,  as  required  under  the 
act.  Under  the  operations  of  the  bill,  the  Commissioners 
have  thus  far  promptly  paid  the  interest  when  due,  and  will 
undoubtedly  continue  so  to  do  until  the  bonds  become  due- 
They  have  also  reduced  the  debt  by  the  redemption  of  bonds 
as  follows: 

1851-52— Bonds  redeemed $92,000 

1852-53—  "  "          22,000 

1853-54—  "  " 12,100 

3855-56—  "  "          10.500 

1856-57—  **  "          21,000 

1857-58—  »•  '<          28,200 

1858-59—  "  **          30,500 

1859-b'0—  «'■  »          53.100 

Total  amount  redeemed $269,400 

Thebalance  of  the  old  indebtedness  being  paid  by  the  sale 

real  estate. 

The  total  amount  of  the  ten  per  cent,  bonds  of  the  issue 
of  1851,  now  outstanding,  is  ifti,3ti6,200.  The  Commission- 
ers have  a  Sinking  Fund  (or  the  redemption  of  these  bonds, 
(including  the  payment  to  be  made  this  year,)  of  $290,491 
25.  To  this  may  be  added  the  annual  payment  by  the  city 
of  $50,000,  which*  with  the  accumulation  of  interest,  should 
enable  them  to  meet  the  bonds  when  they  become  due  in 
1871. 

II SCHOOL  BONDS  OF  1854. 

In  conformity  with  an  ordinance  passed  September  22, 
1853,  "School  Bonds"  to  the  amount  of  S60,0ilo  were  issued, 
bearing  date  May  1,1854,  and  interest  at  the  rate  of  7  per 
cent,  per  annum,  payable  in  New  York  on  the  first  days 
of  May  and  November  1865.  Bonds  amounting  to  §  16.000 
have  already  been  redeemed.  The  annual  Sinking  Fund  is 
85,001). 

Ill FIRE    BONDS    OF    1854. 

In  conformity  with  an  ordinanee  passed  August  24,  1854, 
14 Fire  Bonds"  were  issued  December  1,  1854,  to  the  amount 
of  $200,0110,  bearing  interest  at  the  rate  of  ten  per  cent  per 
annum,  payable  in  New  York  on  the  first  days  of  January 
and  July  in  each  year,  and  redeemable  on  the  1st  day  of  De- 
cember, 1866.  The  annual  sinking  Fund  is  $IG,Gi  6.  The 
total  amount  on  hand  (1st  November,  I860,)  will  be  $45,443. 
Bonds  amounting  to  §21,500  have  already  been  redeemed] 

IV. CITY   BONDS    OF    1855. 

In  accordance  with  an  act  of  the  Legislature,  approved 
Miy7,  1855,  the  floating  debt  of  the  city,  contracted  between 
the  1st  of  May,  1851,  and  the  1st  of  July,  1855,  was  funded 
to  the  amount  of  $329,000.  The  bonds  bear  date  of  the  ap- 
proval of  the  statute,  and  interest  at  the  rate  of  six  per  cent, 
per  annum,  payable  in  New  York  on  the  first  days  of  Janu- 
ary and  July  in  each  year,  and  redeemable  on  the  1st  day  of 
January,  1*75.  The  law  does  not  require  any  appropriation 
for  a  sinking  fund  for  these  bonds,  until  ten  years  after  their 
ssue. 

V. — CITY  AND  COUNTY  BONDS  OF    1858. 
In  accordance  with  an  act  of  the  Legislature,  approved 
April  20th,  1858,  the  floating  debt  of  tho  city  and   county 
was  funded  to  the  amount  of  $1,133,934.     The  bonds  are 


dated  the  1st  January,  1858,  and  bear  interest  at  the  rate  of 
six  per  cent,  per  annum,  payable  in  San  Francisco  on  the 
first  days  of  January  and  July  on  each  year,  and  redeema- 
ble on  the  1st  day  of  January,  1888.  The  law  does  not  re- 
quired any  appropriation  for  a  sinking  fund  until  the  year 
1867.  The  validity  of  these  bonds  has  been  endorsed  by  the 
highest  legal  tribunal  in  the  State. 

VI. SCHOOL   BONDS   OF    1860. 

In  accordance  with  an  act  of  the  Legislature,  approved 
March  Kith,  I860,  the  Superintendent  of  Common  Schools 
and  the  Board  of  Education  were  empowered  to  issue  bonds 
for  the  purposes  therein  mentioned.  Bonds  amounting  to 
$50, 000  were  issued,  bearing  date  the 'st  day  of  July,  I860, 
and  interest  at  the  rate  of  ten  per  cent,  per  annum,  payable 
in  New  York  on  the  first  days  of  January  and  July  in  each 
year,  and  redeemable  ten  years  after  date.  There  is  an  an- 
nual Sinking  Fund  of  £5,000.  After  the  1st  of  January, 
1861,  there  will  be  a  further  issue  of  &25,00U  of  bonds,  which 
will  complete  the  sum  authorized. 

Abstract  of  all  Bonds  now  in  circulation,  and  for  ic7iicb 
the  City  and  County  are  responsible: 

Pay-  Per    Annual        Bonds 
Issued  in  able. 

1851  by  City ..1871 

1854  by  School 18G4 

1854  by  Fire H*66 

1855  by  City 1875 

1858  by  C'y  and  Co..l8  8 
1860  by  School 1870 

Total  amount  of  bonds  in  circulation.  .$3,101,634 

Under  the  operation  of  the  various  statutes  and  ordi- 
nances, the  coupons  have  been  regularly  paid,  and,  with  or- 
dinary prudence,  the  bonds  can  be  redeemed  within  the  pe- 
riods prescribed. 


Ct. 

Sink  Fd 

in  Circu'n 

10 

$50,100 

81,300,200 

V 

5,000 

44.010 

10 

I0.CGG 

178,500 

6 

)  d  1865 

3iiO,(lllO 

6 

Id  1887 

1,133,934 

1U 

5,0UO 

50,0110 

Transmission  of  Parcels  between  Eng- 
land and  France  — The  London  Star  is  in- 
formed that  Dr.  W.  H.  Brown  (formerly  one 
of  the  lecturers  at  the  Panopticon  and  Poly- 
technic) has  devised  a  method  of  transmitting 
parcels  under  water  across  the  channel,  with 
great  celerity,  so  that  deliveries  of  goods  and 
letters  can  be  effected  on  both  sides,  several 
times  in  twenty-four  hours,  and  that  a  com- 
pany is  being  formed  to  carry  it  into  effect. 


SIX    DAILY    TRAINS 

LEAVE    THE    SIXTH    STREET    DEPOT 
(Sundays  Excepted). 


All  Trains  run  by  Colombia  Time,  which  is  Seven 
Minutes  fabter  than  Cincinnati  Time. 

THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 


6  A.  M.— EXPRESS  TRAIN— For  Hamilton, 
Iticbmoud,  Indianapolis,  Logansport,  Day  ten,  Springfield, 
Urbana  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

S  A.  M.— ACCOMMODATION  TRAIN— 
For  Haamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10-00  A.M.— COEXJMBCS  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  New  York,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

3.30  P.  M,  TRAIN— For  Dayton,  Springfield,  Ur- 
bana and  Bellefontaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

G  P.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield,  Urbana  and  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada.  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

Uj^For  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices :— No.  169  Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

D.  McLABEN,  Superintendent. 


PR0SSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUBULAR  BOILER  MAKERS 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  Sic,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 
PARIS'S  PATEXT  GLASS  ENAMELED  IRON  TUBES, 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED   STEEL   TUBES. 

THOS.  FROSSER  &  SON, 

28  Piatt  Street,  New  York. 


LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 


AND 


CINCINNATI,  HAMILTON  &  DAYTON 


RAIXjUOADS. 


On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows : 

6:00  A.  M.  Express- — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Bichmond,  Indianapolis, 
Logansport.  Dayton,  Greenville,  Union  &c. 

7:30  A.  M.  Express.— From  Little  Miami  Depot,  and 
from  Cincinnati,  Hamilton  and  Dayton  Depot— Connects 
via  Columbus  and  Cleveland ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Bellair  and  Benwood;  and  via  Columbus,  Bellair 
and  Pittsburgh;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Boad  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  Belle- 
fontaine; also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Bichmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
ilton  for  Oxford,  &c. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  "Way  Stations;  also  for 
Springfield. 

6:'lli  P.  M.— From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:U0  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Bichmond.  Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  "Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh ;  ria 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwoodf  and  via 
Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Tine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Burnet  House  ;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  W.  STBADEB, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  si 
the  Ticket  Offices- 
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W.  G.  HYNDMAN'S 


Patent  Portable  Forge  and  Bellows, 

THESE  FORGES  are  superior  to  all  nUutnfcr  build 
era  of  railroads,  mines,  quarries,  gunsmith*,  Iock- 
emiths,  machine  shops,  boiler  makers,  a'as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  tho 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  totheflue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
or&es  willaddress  \V.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  BOUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P-  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

6.00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.J  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

^33"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis. 

03"  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

THROUG  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Onmibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  nil  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 


CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 

n  Aitin  oad. 

Two  daily  trains,  at  6  A.  M  .and  6  P.  M.,  from  Little  Mi- 
ami Depot,  EastFront  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Retornino  Trains— Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  Ticket 
Offices  of  Little  Miami  Road. 

W  OND         eirer 


RAILROAD  IRON. 

THE  undersigned,  Agentsfor  the  Manufacturers,  are 
prepared  3  contract  to  deliver  free  on  board,  at 
shippinjrporntn  England, or  at  ports  of  dischaarge  in 
theUmte&8t«!e«.Rai!sof8upeTioi quality, and  of  weight 
ofpattero    «may  oe required. 

VOSE,  LIVINGSTON  &  CO. 
New  York,  Ap  3, 1856.  9  South  Wlliam  Street. 

T.  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

o.GT       est  6tU  St.l>et  W»  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 

BALTIMORE,  PHILADEPHIA,  NEW  YORK  &B0ST0N 
And  only  Road  to  Washington  t'ily . 


CENTRAL 

AND 


OHIO 


BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or.information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  largeamount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

UTT*  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH. Master  Transportation,  B.  &  O.  R.  R. 

J.  H.  SULLIVAN,   Gen.  West.  Aqt.,  B.%  O  R.  R. 
L.  M.  COLE,  Gen.  Ticket  Aft.,  B.  %  0.  R.  R, 
H.  J-  JEWETT;  Preset  C.   0.  R.  R. 
J.  W.  BROWN,  Oen.  Tfrftrt  Apt.,  O.   0.  R.  R. 


G.    W.    MORRILL* 


G.    B.    BOWERS 


MORHILL  &  BOWEKS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

OrderB  respectfully  solicited,  with  the  assnranceihat 
no  pains  will  be  spared  to  give  entire  satisfaction  it. 
al   ases  6 

IRON  BOILER  FLUBS 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7inchesoutside  diameter,  cut  to  definite  length 
as  required. 
WROUGHT  IRON  WKLDEB   TUBES, 

From  %  to  5  inchesbore,  with  Screw  and  SocketCon- 

oections.    T'e,  L's,  Stops,  Valves,  Flanges, etc.,  etc 

Warehouse,  209  South  Third.  St., 

PHILADELPHIA  i  (aug 

Stephen  morris,  riiAa.  wheeler,  jr. 

TlIOB.T. TASKER,  JR.,  0.  P,  M   TX^KKR. 


W.  IIABVEY'S  SATETY  JOINT 


For    Coupling    the    Ends    of   "  T* 
' IPATENTED,  NOV.  2,  1858. 


Rail 


Pig.  3  is  a  perspective  view  of  Joint  Rail.  Fig-  1  Is  a 
view  of  outside  plaie  C,  whi<  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  fo/  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rtils. 
This  plate  may  be  of  such  form  as  to*  fill  up  the  recess  i»* 
tbe  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  bead  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  lust  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3. 


Pig.  Sis  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  And  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  tbe  edges  of  the 
base  of  tbe  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  platoa 
are  in  their  place. 

The  plates  0  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  theraitei 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  thatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongueB, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Anothergreatadvantagcis,  theallowance  which  ismada 
for  expansion  and  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the       sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  with  the  breaking  of  rails,  whee  1 
and  axleB,  preventing  the  loss  of  life  and  destruction 
property,  and  saving  at  ieast  fifty  per  cent,  on  the  wea 
the  rolling  stock  of  the  road. 

W.  HARVEY,  Inventor  and  Patenti 
41  Jefferson 'Street,  Albany, 
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GEO.  H.   KNIGHT    &.    BROTHER, 

Patent  Attorneys, 


IV.  E    Corner  Vine  &  4th. 


Railroad  Car  Urease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju24.  6m. 
a.  G.  LOEDELL.        H.  S.  M'COMBS.        I).  P.  BUSH. 

B'OSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTUKERS  OF 


For  R.K.  Cars  &;  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    tt  THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR    WITHOUT    AXLES 

■WHEELS  FITTED 
To    Hammered   or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


ap2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

J.  Complete  List  of  Post- Offices  in  the  United  /States 
and  Territories^  arranged  by  States  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post-Offices;  Pates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  lra?isient  and  Pegular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, efec.,  <fec» 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
fler  sources,  and  contains  the  most  complete  list  of  Pnst- 
Omfces.  especially  of  the    Western,   North- Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &c.,for  P.  0.  Depart. 

The  book  makes  an  actavopamphletof  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com- 

5 iler  is  promptly  advised  of  all  JVew  Offices,  Changes  arA 
Regulations  of  the  Department,  the  informationis  corracted 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
*es,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  J856.  There 
are  3000  more  offices  in  this  tha^  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

jr_r  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $].00,  or  Ttvelve 
Copies  for  $2.00 

Address,  C  S.  W1LL1IAMS, 

1£*4  Walnut  Street, 
M*r.tf  V  (VrnJpBHti,  Ohio. 


WHEELER 


SEWING  MACHINES. 

WM.    SUMNER  &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 


Louisville,  Ky., 
Lafayette,  lnd., 

Indianapolis,  lnd., 


Columbus,  O., 
Dayton,  O., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
importantimproveraents.  at  3  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style-,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five  Uollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al»ke  on 
noTii  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  rconomy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fetl,  quilt,  gather,  bind,  aDd 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICj^Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febl2.  WM.  SUMNER  &  CO. 


WROUGHT   IRON 

ARCH  BRIDGES 


ARCHED  AND  FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street,  Cincinnati,  Ohio. 

SDt.2.  MOSELEY  &  CO. 

JAMES  FOSTERS,  Jr.  &  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W.  CORNER  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Repairing  attended  to. 

H.  TWITCHELL,  JAMES  FOSTER,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  air;  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pox* 
chase  Ag.4,  m.6. 

"FREEDOM  IRON  COMPANY, 

MANTTFACTUTEKS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forcings  for  Bailroad  Machinery. 

Lewistown,  Miiflia  Co.,  Penn. 

JOHN  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cojd-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fasnionej 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


Leave  Albany 
Steamboat  Exp. .  7  DO  a.  m. 

Mail 9.1'Oa.m. 

New  York  Exp. .11.15  a.  m. 

Night  Exp 5.00  p.  M. 

Utica  Accom'n..  6  oo  p.  m. 

N.Y.Mail 11.15p.  m. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Kxp..  8.00  a.  m. 

Mail 

Cleveland  Exp..  6.P0  p.m. 
Cincinnati  Exp. ll.OOp.  K. 
TJticaAccom'n.. 


Arr.  Buffalo.    Arr.  S.  Br. 

7  00  p.  m.      7  00  p.  «. 

12.50  a.m. 

9.00  p.  M 

4.00  a.  M. 

Ar.  U.  10.00  p.  m 

io.o<  a.  m.  io.ooa,  m 

Leave  Bridge.    Ar.  A  lb*y 
5.15  a.  M 
8.00  a.  M 


9.00  p.  M. 
4.00  a.  M. 


6.00  p.  H. 
11.00  p.  M 


3.30  p.  K. 
8.00  p.  M. 
2.30  p.  M, 
4.10  a.  a- 
8.30  a.  l, 
10.00  a.    j 


CINCINNATI 
LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Lor  omotiv 
equal  in  efficiency  and  durability  to  the  bes>  Easte 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  hear 
forgingand  casting  done  at  short  notice.  Also,  bolt  sfo 
bridgebcu   withdispatch. 
at-.   -'  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  underthe  superintendence  ol  Col.  E.  W  t 
MORGAN 9  a  distinguished  graduate  01  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chines, Construction,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accompaniedbyd  aily  and, 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means, and  object  ofProfessJonalpreparation;  both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,  $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  -Superintendent,  at  "  Military  Institute 
Franklin  Springs, K.y.  vor  theundersisrned. 

P.  DUDLEY. 
Presidentofth    Boar 
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E.  D    MAKTSFIELD, 
T.  WKIGHTSON, 


Editors. 


OINOIN  N  ATI: 
Thursday   Morning-,    Kept.  20.  18G0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNINO, 

BY  WRIGHTSON  &  CO. 

OFPICE-No.  167   Walnut   Street. 

SUBSCRIPTIONS— $8  Per  Annum,  in  Advance. 

To  iubscribcrs  in  Great  Britain,  13s.  6d.  (S3)  payablein 
advance. 


ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singleinsertion, $1  00 

u        "        per  month, 3  00 

"        "        six  months, 12  00 

"      "        per  annum, 20  00 

"*    column,  single  insertion, 5  00 

"        "        per  month, 10  00 

"       "       six  months, 40  00 

'"        *4        perannum, 80  00 

"    page,  single  insertion, 15  00 

"       ■'        permonth, 25  00 

"       •'        sixmonths, 110  00 

'.'       "       perannum 200  00 

Cardsnotexceeding  four  lines,  $5, 00  perannum. 


THE  LAW   OP  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscrihersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible 

Subscriptions  and  communications  addressed  to 

WRianTSON  &  co., 

Publishers  and  Proprietors. 


_  '  It  is  reported   that  J.  Edgar  Thomson, 
has  resigned  the  Presidency  of  the   Southern 
Pacific  Railroad,  and  that  Col.  V.  K.  Steven- 
son has  been  tendered  the  vacant  position. 
»  » ■ . 

Benefit  of  Railroads. — The  following,  from 
the  Houston  Telegraph,  shows  what  railroads 
are  doing  for  Texas: 

We  learn  from  the  Columbia  Democrat  and 
Planter  that  the  increase  of  taxable  property 
in  Brazoria  county,  since  the  railroad  reached 
there,  has  been  astonishing.  In  1858,  before 
the  grading  had  more  than  commenced  in  the 
country,  the  total  value  on  the  tax  rolls  was 
$4  705.348.  The  taxable  property  this  year  is 
$7,240,296,  the  increase  in  two  years  being 
over  two  and  a  half  million  of  dollars.  Such 
an  astonishing  increase  has  no  parallel  any- 
where in  the  State,  unless  we  except  Harris 
county,  and  as  an  argument  in  favor  of  rail 
roads  it  weighs  a  ton. 

It  will  be  remembered  that  a  year  or  two 
ago  the  county  of  Brazoria  voted  to  take  $100, 
000  worth  of  stock  in  railroads,  issuing  county 
bonds  for  that  amount,  in  payment  therefor. 
In  order  to  pay  the  interest  on  these  bonds, 
and  the  principle  as  fast  as  it  should  becone 
due.  a  tax  of  twenty-five  cents  on  the  hun- 
dred dollars  was  levied  on  all  the  taxable  prop- 
erty in  the  country.  The  interest  has  been 
paid  promptly, and  the  County  Treasurer  is 
now  authorized  to  redeem  all  bonds  matur- 
ing on  the  first  day  of  March  next.  Add  to 
this,  the  county  tax  has  been  reduced  to  6J 
cents  on  the  $100,  and  the  special  tax  for  the 
redemption  of  the  bonds  to  12J  cents  on  the 
$100  making  the  whole  reduction  nearly  $11, 
000. 


EAILR0AD  FROM   CINCINNATI  TO 
KNOXVILLE  AND  NASHVILLE. 

Several  gentlemen  have  been  in  town,  from 
Knoxville  and  Nashville,  endeavoring  to  ex. 
cite  an  interest  in  the  continuation  of  the  Lex. 
ington  and  Danville  road  to  Knoxville  and 
Nashville,  either  or  both.  This  is  an  old  pro- 
ject, and  one  upon  which  we  have  written  re- 
peatedly; and  notwithstanding,  we  would  be 
patient  in  well-doing — yet  have  been  almost 
discouraged.  No  enterprise  connected  with 
Cincinnati  interests  is  more  important  to  the 
prosperity  of  the  city  than  this;  yet  her  met" 
chants,  manufacturers,  and  people  seem  alike 
indifferent  to  it.  They  do  not  seem  to  under- 
stand, that  the  country,  through  which  this 
road  would  pass,  is  almost  the  only  one,  which 
Cincinnati  can  entirely  control,  and  in  which 
she  would  have  no  competition.  In  all  the 
country,  North,  East  and  West,  through  which 
railroads  run  to  Cincinnati,  there  is  competi- 
tion, in  every  mile.  But  South  of  Cincinnati, 
there  can  be  no  competition  for  the  space  of 
three  hundred  miles  and  more.  All  the  trade 
of  that  whole  country  must,  of  necessity,  be 
concentrated  in  Cincinnati.  There  is  no  East- 
ern or  Western  city,  to  which  its  produce 
could  be  sent  so  cheaply;  nor  any  Southern 
ports — for  any  products  raised  in  Kentucky, 
Tennessee,  North  Carolina  or  Georgia — this 
side  Cotton  Line.  Indeed,  there  are  many 
products  in  the  Atlantic  South  which  must  ne" 
cessarily  make  their  way  to  this  market.  But, 
without  a  railroad  this  is  not  the  case;  for  two 
reasons: — 

I. — That  south  of  Knoxville,  there  are  rail- 
roads connecting  with  the  Southern  Atlantic 
Ports,  and  hence,  all  that  country  which  can 
reach  the  northern  termini  of  the  southern 
roads,  in  Tennessee,  will  send  its  products 
South,  because  cheaper. 

II. — In  the  same  way,  as  the  cost  of  wagon 
transportation  is  so  very  expensive,  any  farm- 
er or  merchant  will  send  the  produce  of  the 
country  50  miles  to  the  Tennessee  or  Cumber 
land — sooner  than  100  to  Lexington;  hence 
the  want  of  arailrrad  connection,  direct  to 
the  Tennessee  roads  and  rivers  has  a  direct  ef- 
fect in  diverting  trade  from  Cincinnati.  In- 
deed the  failure  to  make  a  railroad  connection 
in  that  direction  has  already  had  a  negative 
and  injurious  effect  on  the  commerce  of  this 
city. 

Again,  there  is  another  negative  effect,  just 
as  bad — as  the  commerce  of  the  city  can  not 
be  extended  in  that  direction  without  a  South- 
ern Road — so  also,  the  country  can  not  be 
developed  without  such  facilities  for  reach- 
ing market.  The  resources  of  the  hilly  coun- 
try lying  between  Danville  and  Knoxville,  and 
middle  Tennessee,  are  immense.  It  is  a  suffi- 
ciently agricultural  region,  with  beautiful  val- 
lies,  but  it  is  also  a  mineral  country — almost 
without  a  parallel.  The  two  products,  and 
most  valuable  mineral  products  of  the  earth — 
coal  and  iron — are   illimitable,  absolutely  ex- 


haustless,  in  that  country,  and  found  every- 
where. So  also  copper  and  zinc,  put  for  the 
next  two  most  valuable  minerals,  are  abun- 
dant. The  copper  of  Tennessee  has  to  be 
hauled  a  great  distance,  before  it  reaches  the 
Georgia  Railroad;  then  earned  to  Savannah, 
and  then  shipped  to  New  York,  before  it  can 
casted.  This  copper  would  come  to  Cincin- 
nati, if  the  facilities  for  bringing  it  here  were 
as  great  as  they  are  to  carry  it  to  Savannah. 
So  also  with  zinc,  and  with  certain  kinds  of 
iron;  which  is  required  to  mix  with  others  in 
manufactures.  So  also,  with  the  supply  of 
manufactured  articles  for  domestic  purposes. 
The  whole  of  them  would  come  from  Cincin*. 
nati ;  and  the  demand  be  tenfold  if  there  were 
facilities  for  its  transportation.  In  on  word — 
a  single  line  of  Railroad  penetrating  Southern 
Kentucky,  and  East  Tennessee,  from  the  North, 
would  quadruple  the  development,  and  trade 
of  that  region,  all  of  which  would  be  for  the 
benefit  of  Cincinnati.  The  influences  would 
be  reciprocal.  The  city  would  become  the 
mart  of  a  large  and  comparatively  new  coun- 
try, while  that  country  would  be  developed  in 
its  resources  and  population. 

Another  consideration  to  be  taken  into  view, 
is  the  remarkable  connection,  or  Trunk  Line 
such  a  road  would  make.  Singular  as  it  may 
seem,  there  is  not  in  the  whole  of  the  United 
States,  such  a  single  trunk  line,  as  that  would 
be.  It  is  relatively  to  the  North  and  South  of 
the  Central  West,  exactly  what  one  of  the  four 
great  line  over  the  mountains  would  be  to  the 
East  and  West.  Four  great  lines  connect  the 
Eastern  Atlantic  with  the  West;  but  in  this 
case,  only  one  would  connect  the  Southern 
Atlantic  with  the  West.  If  there  would  be 
less  freight,  so  there  would  be  far  less  compe- 
tition. We  can  not  now  tell  exactly  how  much 
freight  might  be  counted  on  between  Cincin- 
nati and  the  Southern  Atlantic;  but,  at  first 
sight,  we  should  say  it  could  not  be  less  than 
one  fourth  the  amount  between  Cincinnati  and 
the  Eastern  Atlantic.  If  it  reaches  one-fourth 
and  the  road  was  constructed  economically, 
it  would  pay  a  reasonable  profit  on  its  cost. 
But  we  can  fix  no  ordinary  limits  to  the  traffic 
of  a  road,  which  would  connect  as  a  trunk 
line,  four  thoiisand  miles  of  railroad  in  Ten- 
nessee, Georgia  and  the  Carolinas  on  one  hand, 
with  Jive  thousand  in  Ohio,  Kentucky  and  In- 
diana. It  would  be  an  entirely  new  business, 
for  which  calculations  based  on  present  data 
would  not  be  applicable.  The  probability  is 
that  a  railroad  from  Lexington  to  Knoxville, 
would  after  a  year  or  two  be  very  profitable. 

Some  one  will  say,  and  justly  too,  that  grant- 
ing these  facts,  how  can  the  money  be  raised  ? 
This  is  the  practical  question.  Generally, — if 
a  good,  practicable  and  promising  railroad 
route  can  be  found,  capital  can  always  be  found  - 
to  make  it  also.  In  this  case,  this  is  not  so, 
simply  because  the  region  in  which  it  must  te 
made,  is  almost  entirely  unknown,  and  its  re. 
sources  undeveloped.     It  is  unknown,  because 
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it  is  not  commercial,  and  has  not  railroads. 
Now  if  the  mad  is  made,  it  must  be  made  by  a 
union  nf  interests.  Cineinna  i  must  do  some, 
thing,  but  need  not  do  the  greater  part.  The 
interests  which  ought  to  be  united  are  these: 

I. — The  Railroad  Companies,  whose  roads 
center  in  Cincinnati  from  the  North  ought  to 
contribute  their  credit  to  this  enterprise,  for  it 
i-i  impossible  that  a  Road  directly  South  from 
Cincinnati,  connecting  rrrith  all  the  Southern 
States  should  not  eoiWibnte  largely  to  their 
business.  They  have  a  deep  interest  in  the 
matter. 

II. — The  business  men  of  Cincinnati  should 
take  the  thing  in  band— as  immediately  con- 
nected with  their  interests. 

III. — The  counties  in  Kentucky  through 
which  the  road  passes  should  subscribe  large- 
ly, and  tax  themselves  for  it,  as  they  are  au- 
thorized by  law  to  do. 

IV. — -The  southern  connecting  roads  should 

put  their  shoulders  to  the  wheel.     A  union  of 

hese   interests   would    accomplish   the  work, 

without   difficulty.     But   it  requires   a  union, 

and  with  that  it  may  be  easily  done. 

It  must  be  regarded  as  a  singular  thing,  that 
a  work,  in  which  so  many  and  such  large  in- 
terests are  involved,  should  not  have  been 
completed  long  since;  and  it  is  one  instance 
in  which  commercial  sagacity  has  failed  to 
perceive  and  aid  its  own  best  interests. 


MEMPHIS  AND  CHARLESTON  R.  R. 

We  are  indebted  to  B.  Ayers,  Esq.,  Super- 
intendent of  the  Western  Division  of  the  above 
road,  for  a  copy  of  the  annual  report  for  the 
year  ending  June  SO,  1860.  We  are  also  in- 
debted to  Wm.  B.  Waldran,  Esq.,  for  the  same 
favor. 

From  the  report  we  learn  that  the  receipts 
and  expenditures  have  been  as  follows  : 

Receipts  From  Passengers .5975,25!!  33 

"  Freight 582,573  26 

"  Mails 55,175  00 

"  Kxpress i 7,428  3S 

"  Reuts  and  Privileges 4.650  70 

§},63.5;Q96  67 
Leas  Road  Expenses 761,500  00 

Net  Receipts  for  year  ending  June  30,  I860.  £73.596  67 
The  cost  of  road  and  equipment,  and  every- 
thing incident  thereto,  including  Florence  and 
Somerville  branches,  two  hundred  and  ninety- 
one  miles  in  length,  amounts  to  $6,714,047  17. 
Cost  of  main  road  and  branches,  including 
equipment  and  everything  incident  thereto, 
S23.177  48  per  mile.  Costof  Florence  branch, 
$43,519  per  mile. 

The  net  receipts  are  equal  to  13  per  cent 
of  the  entire  cost  of  road  and  equipment.  The 
operating  expenses,  §>76  ,500 — are  46 }  per 
cent,  of  the  gross  earnings. 

Deduct  from  the  net  receipts  nf S873.596  67 

The  interest  on  funded  and  Flouting  debt 2011,800  .78 

After  paying  interest  on  all  borrowed  capital.  072,796  0!> 
Or  17*  pei'  cent  on  the  entire    slock,  incud- 
ng   the  60  per  ceDt.  stick  dividend  and 

Florence  branch  stock $3,869,949 

The  expenses  have  been  very  much  increased 
by  the  cost  of  rebuilding  Decatur  and  Spring 


Creek  bridges — the  former  carried  away  by  a 
tornado  on  the  17th  July,  1859,  and  the  latte- 
by  a  freshet  during  the  same  year — both  of 
which  have  been  rebuilt  in  the  most  permanent 
manner  during  the  year,  and  charged  to  road 
expenses — the  cost  of  which,  with  the  extraor- 
dinary expense  incurred  in  transporting 
freights  and  passengers  across  the  river  during 
the  reconstruction,  will  not  fall  short  of 
$75,000. 

These  expenses  although  apparently  large, 
will  bear  a  favorable  comparison  with  the  best 
operated  roads  in  the  country,  yet  an  exami- 
nation of  the  road  bed  and  machinery,  the 
Board  think,  will  satisfy  every  stockholder 
that  no  expense  has  been  spared  to  keep  them 
in  first  rate  order  and  permanently  improve 
their  condition ;  and  they  flatter  themselves 
that  the  road  and  its  equipment  would  not 
suffer  by  comparison  with  any  road  in  the 
country,  North  or  South. 

Comparing  the  receipts  and  expenditures  of 
the  past  with  the  previous  year,  the  aggregate 
increase  in  the  receipts  is  found  to  be  §304,- 
284  27,  or  22f  per  cent.  This  increase  has 
been  from  the  following  sources: 

From  Passengers,  8223,336  32— or  29J  percent. 

Freights.  872. .VI  60— or  14±  per  cent. 

Mails— no  increase. 

Express  and  privileges,  88,366  35 — or  60 per  cent. 
Tn  number  of  b  des  of  cotton.  *3i:,R-;3 — or  16  per  cent. 
Inc.  in  operating  expenses,  $21*8,723  60 — or  37^  per  cent. 

Receipts  and  Disbtirsemcnts  of  the  Treasury 
for  the  fiscal  year  ending  June  30,  1860. 

RECEIPTS. 

Cash  on  hand  30th  June.  1859 S 14, 443  48 

Net  proceeds  of  road  for  tbe  past  year 813.596  67 

Decreasenf  amount  due  from  connecting  roads.  1,876  92 

Increase  nf  capital  stock 1,572284  00 

Unclaimed  dividends   111.828  10 

Unpaid  coupons  on  Company  bonds 7,875  On 

Passed  to  credit  of  suspense  account  to   meet 

contingencies 8,028  09 

Received  on  hills  receivable 30.555  69 

Received  by  decrease  of  Agents' dues 4.100  89 

Received  of  Post  Office  Depanraent — balance..  13.633  75 

Decrease  of  stock  account,  charged  off 4.516  10 


1,541,738  59 


DISBURSEMENTS. 

Paid  to  State  of  Tennessee  on  funded  debt 

Company  bonds  converted  into  capital  stock. 

Paid  .ii  hills  payable 

Individual  dues  decreased 

Forfeited  stock  charged  and  capital  stock 
credited 

Paid  on  permanent  construction  and  equip- 
ment as  per  Chief  Engineer's  Tabular  state- 
ment  

Paid  on  Florence  branch  construction 


i.OfO  00 
1 .0110  00 
I.OOli  57 
1,083  41 

656  94 


330. 
ISO 


017  62 
,948  31 


Increase  of  amountdue  by  individuals 

"    amount  due  by  connecting  roads. 

**    matarials  for  road 

"    sinking  fund 

"     Telegraph  Co.  account 

"     Railroad  Holel  account 

"  Te  n.  &  Ala.  Cent.JR.  It.  Co.  ac't. 
Interest  and  exchange  on  funded  and  floating 

debt 

Paid  suspended  ticket  account 

Amount  of  dividend  \'o.  1.  payable  in  stock,) 
Amount  of  dividend  No.  2,  payable  in  cash,  \ 
Cash  on  hand  3ith  June,  1860 


8765,701  So 

12.827  37 

4.757  40 

24,9KI  20 

13,488  04 

271  70 

293  16 

6,615  46 

200,800  58 
475  79 

],5I)3,6S6  00 

7,823  (4 


$2,541,738  59 

It  will  also  be  seen  from  these  statements  that 
the  liabilities  of  the  Company  are  as  follows  : 

FUNDED    DEBT. 


Due  to  the  State  of  Tennessee,  I860... 
Due  to  the  Company  bonds,  1880 


.SI. 090,000  00 
.    1,569,000  00 


82,659 ,i'UU  L0 
Less  sinking  fund  in  hands  of  State,  to  be  in- 
vested in  bonds  and  applied  to  extinguishing 
debt 29.951   79 


$3,629,048  21 


FLOATING  DEBT. 

Bills  payable 8157730  07 

Individual  dues 61.7  -   OG 

Connecting  roads g|  ^pq  z-> 

Doe  on  uncalled  for  dividends Jo  82-  (0 

Due  on  uncalled  for  coupons ..."  7^75  00 

1200,111  95 

Less  cash  and  cash  assets  on  hand 
June  30,  1860 8172,179  79 

Less  discoont  on  841,000  Mem- 
phis City  Bonds 8,2I'0  00 

„.       .       t  .  8164.979  79 

Showing  balance  of  floating  debt  , . 

overassets $93,132  16 

The  items  composing  the  bills  payable  are 
not  due  or  are  uncalled  for.  The  other  items 
of  liability  are  ledyer  balances,  and  nnpaid 
dividends  and  coupons,  which  are  not  likely 
ever  to  be  decreased,  as  there  will  at  all  times 
be  a  large  amount  of  such  items  unsettled,  as 
they  are  increased  every  month.  The  policy 
having  been  adopted,  when  liabilities  of  any 
kind  are  created,  bills  are  returned  in  favor  of 
the  parties  and  the  amount  entered  to  their 
credit  on  the  general  ledger.  These  items  are 
paid  out  as  called  for,  and  are  considered  as 
a  cash  liability;  but  before  one  set  is  paid  out 
another  is  entered  up,  and  hence  a  large  sum 
is  always  shown  to  the  credit  of  individual 
dues,  which  will  rarely  ever  be  reduced  from 
what  it  now  is. 

The  floating  debt  is  so  small  that  there  is 
no  necessity  to  make  any  special  provision  for 
its  payment.  It  will  be  "liquidated  as  it  falls 
due,  from  the  assets  on  hand  and  the  surplus 
earnings,  after  paying  dividends. 

The  funded  debt,  due  to  the  State  of  Ten- 
nessee, is  already  being  provided  for  by  a  sink- 
ing fund  of  two  and  a  half  per  cent,  per  an- 
num being  paid  to  the  State  as  provided  by 
law. 

The  original  law  provided  that  two  per  cent 
should  be  paid  annualiy  to  the  Treasurer  of 
the  State  on  the  original  loan,  and  that  the 
fund  should  be  invested  for  the  benefit  of  the 
Company  paying  it.  But  at  the  last  session  of 
the  Legislature  the  law  was  so  amended  that 
two  and  half  per  cent,  per  annum  was  required, 
and  the  Company  allowed  to  pay  it  either  in 
money  or  bonds  of  the  State  at  par,  and  the  same 
should  go  as  a  direct  credit  to  the  Company 
for  the  amount,  and  the  bonds  be  cancelled — 
reducing  the  amount  that  the  Company  would 
have  to  pay  interest  on  thereafter. 

The  amount  now  standing  to  the  debit  of 
your  sinking  fund,  it  is  provided,  shall  be  in- 
vested in  bonds  of  the  State  of  a  like  char- 
acter with  those  issued  to  your  Companv,  and 
that  they  shall  be  passed  directly  to  your  credit  ■ 
and  cancel  your  indebtedness  to  that  extent. 
This  done,  your  sinking  fund  account  will  be 
closed,  and  the  amount  hereafter  paid  will  he 
charged  directly  to  the  State.  Your  debt  to 
the  Sttte  falls  due  in  1S90,  and  the  sinking 
fund  provided  is  estimated  to  pay  the  debt  bv 
its  maturity.  The  Board  earnestly  recommend 
that  a  sinking  fund  be  provided  at  an  early 
day  to  retire  the  boncis  of  your  Company,  fall- 
ing due  in  1880.  The  large  amount  of  work 
to  be  done,  and  equipment  necessarv  to  meet 
the  increased  demands  of  your  business,  will 
perhaps  render  it  out  of  your  power  to  make 
this  provision  earlier  than  next  year,  but  it 
should  not  be  postponed  beyond  that  time. 

FUTURE   PROSPECTS. 

It  is  useless  to  speculate  upon  the  future  re- 
ceipts and  expenses  of  the  road,  as  they  de- 
pend so  much  upon  the  general  extent  of  the 
crops  and  the  prosperity  of  the  country  that 
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any  speculation  would  be  to  some  extent  unre- 
liable. The  past  year's  business  may  be  re- 
garded as  the  most  reliable  data  that  could  be 
obtained  upon  which  to  base  future  calcula 
tions — the  receipts  having  been  large  and  the 
expenses  extraordinarily  so,  from  causes  be- 
fore stated.  Should  the  net  receipts  of  last 
year  be  maintained,  and  the  Board  see  no 
good  reason  why  they  may  not,  your  future 
may  be  thus  stated  : 
Netreceipts $873,5%  67 

From  which  deduct 

Intereston  funded  debt 3178,000  00 

Sinking  fund   of  2   per  cent,   on 

fundeddebt 54,000  00 

Eight  per  cent   cash   dividend  on 

$3,S09,95U  stock 3(14,796  CO 


8536.796  00 
Leaving  an  annual  suvplus  of $3:16,8(10  G7 

After  paying  the  interest  and  sinking  fund 
on  all  funded  debt,  and  a  per  cent,  cash  divi- 
dend to  Stockholders  upon  the  present  amount 
of  stock,  which  includes  sixty  per  cent,  stock 
dividend  declared  1st  December  last,  and  the 
Florence  branch  stock  issued  to  the  Stock- 
holders in  that  branch  in  January  last. 

This  surplus  will  be  amply  sufficient  to  meet 
any  extraordinary  demands  upon  the  Com- 
pany, such  as  new  iron  and  rolling  stock.  The 
policy  adopted  for  the  past  year,  of  replacing, 
as  early  as  possible,  every  temporary  struc 
ture  on  the  road  with  permanent  works,  should 
be  continued  until  every  trestle  on  the  road 
has  been  replaced  with  permanent  masonry  or 
iron  bridges,  and  every  portion  of  the  road 
requiring  it.  is  ballasted  with  broken  stone, 
gravel  or  sand.  Your  road  will  then  have  a 
permanent  way,  will  be  reliable  at  all  seasons 
of  the  year,  and  capable  of  running  at  as  high 
a  rate  of  speed  as  any  road,  and  with  as  much 
safety.  It  will  then  be  subject  to  but  few 
casualties,  and  can  be  operated  at  much  less 
expense.  There  is  no  economy  in  putting 
temporary  structures  on  a  railroad,  or  permit- 
ting either  road-bed  or  machinery  to  get  out  of 
order. 

It  will  probably  require  the  entire  surplus 
earnings  of  the  road  for  the  next  year,  after 
paying  interest  and  an  eight  per  cent,  divi- 
dend, to  do  the  permanent  work  necessary 
and  to  pay  for  the  machinery  now  under  con- 
tract, and  that  which  will  be  necessary  to  be 
purchased  during  the  year.  These  expendi- 
tures are,  however,  only  adding  to  the  perma 
nent  value  of  your  property,  and  will  be  added 
to  the  surplus  earnings  from  year  to  year  that 
have  gone  into  construction,  and  will  be  a 
legitimate  subject  for  a  stock  dividend  at  a 
proper  time. 

For  the  details  of  the  construction  expendi- 
tures for  the  past  year,  as  well  as  the  future 
wants  of  the  Company  in  that  department,  the 
Board  would  refer  to  the  report  of  M.  B.  Pri- 
chard,  Esq  ,  Chief  Engineer. 

As  the  permanency  and  profit  of  railway 
business  depend  very  much  upon  the  sources 
from  which  the  business  is  derived,  the  Board 
have  thought  it  might  not  be  uninteresting  to 
the  Stockholders  to  have  a  general  synopsis  of 
their  business,  that  they  might  make"  their  own 
calculations  as  to  the  chances  of  increase  or 
decrease.  The  following  statement  will  show 
the  different  sources  from  which  your  revenue 
has  been  derived  for  the  last  year,  taken  from 
the  various  tabular  statements  embraced  in 
this  report : 

LOCAL   BUSINESS. 


From  Local  Passengers  East 

I ii  Passengers  West.i,,.... 

LocdFreirnt  Kast 

L'k-hI  Freight  West 

Miiils  and  other  Local  sources. 


Total  Local  Business. 


8?39.010  40 

254.303  i.i 

186  041'.  98 
21lli.ll  3  :n 
77.264  08 

.$1,053,924  70 


THROUGH  BUSINESS. 


From  Through  Travel  East 

Through  Trivel  West.... 

Through  Freight  East 

Through  Freight  West.... 


S22P.3P6  "7 

259.!)  2  7! 

35.571  13 

64,2:9  3'i 


Total  Trough  Business 

Total  Local,  as  above 1  053,! 


581.(71  97 


Total  Business $1 ,035,(915  67 

The  through  travel  has  been  $481,319  48. 
This  is  the  only  business  which  you  have  any 
serious  competition  for.  It  has  been  divided 
as  follows: 

The  travel  between  New  Orleans,  Nashville 
and  Louisville,  was 810,407  60 

The  travel   between  Junction,  Nashville   and 

Louisville,  was -0,591  75 

The  travel  between    Memphis,   Nashville  and 

Louisville,  was 80,147  90 

SI  I7,2(i7  25 
This  travel  will  finally  be  lost  to  your  Com- 
pany by  the  completion  of  the  Memphis  and 
Louisville,  and  the  Nashville  and  Northwestern 
roads;  but  by  the  completion  of  the  Tennes- 
see and  Alabama,  and  the  Winchester  and 
Alabama  Railroads,  to  intersect  yours — the 
former  at  Decatur,  and  the  latter  at  or  near 
Huntsville — it  is  believed  you  will  get  more 
travel  and  freight  from  the  local  business  from 
the  counties  lying  south  of  Nashville,  through 
which  these  lines  run,  than  you  will  lose  on 
the  Nashville  and  Louisville  through  business. 

Travel  between  New  Orleans.  New  York,  Bos- 
ton, Philadelphia  and  Baltimore $25.3«8  25 

Travel  between  Junction  and  same  points. ...  5.795  35 

Travel  between  Memphis  and  same  points 24,394  96 


855,498  56 

This  travel  you  now  have  and  always  will 
have  competition  for,  via  Cairo,  and  also  via 
Louisville,  when  the  roads  now  under  construc- 
tion are  completed  ;  but  from  the  directness 
of  your  route,  which  is  the  shortest  and  most 
desirable  route  to  those  points,  there  can  be 
no  question  about  your  retaining  at  least  as 
much  of  this  business  as  you  now  get.  If  the 
roads  in  connection  with  you  will  co-operate, 
run  close  schedules,  and  make  such  time  as 
they  can  do  with  safety,  your  route  can  defy 
all  competition  for  this  travel. 

The  remainder  of  the  through  travel  for 
which  you  will  have  competition,  is  that  between 
New  Orleans  and  points  East  and  South  of 
Chattanooga, in  Georgia,  South  Carolina, North 
Carolina,  Virginia  and  Maryland;  amounting 
in  all  to  $25,295  02.  For  this,  as  well  as  the 
New  York  and  other  Eastern  travel  from  points 
south  of  Vicksburg,  you  will  have  competion 
by  the  Roads  building  out  of  Mobile,  and  also 
by  the  Northeast  and  Southwest  Railroad  from 
Meridian,  on  the  Mobile  and  Ohio  Railroad  to 
Chattanooga;  but  it  will  be  some  years  before 
these  roads  are  completed. 

The  reraainderof  the  through  travel  amount- 
ing to  ©283,318  65,  is  between  Memphis, 
Grand  Junction  and  Huntsville,  to  points  east 
in  East  Tennessee  Virginia,  North  and  South 
Carolina  and  Georgia,  which,  from  the  nature 
and  character  of  the  roads  and  country,  and 
the  directness  of  the  routes,  you  never  can 
have,  competition  for.  This  added  to  your 
local  business  would  give  you  $1,337,243  35 
of  receipts  per  annum  from  business  that  you 
have  no  competition  for,  besides  $198,000  83 
that  you  have  competition  for;  but  alarge  por- 
tion of  which  you  are  compelled  to  retain 
against  all  competitions.  The  completion  of 
the  Mobile  and  Ohio  Road,  from  Mobile  to 
Corinth,  which  is  expected  to  be  completed 
within  six  or  eight  months,  must  give  you  a 
large  travel  from  the  line  of  that  road,  seeking 
an  outlet,  in  the  Northeastern  and  Atlantic 
States,  as  well  as  increase  your  chances  to 
supply  that  region  of  country  with  through 
freights. 


After  a  thorough  investigation  of  the  effect 
that  any  line  of  railway  now  built,  or  building, 
can  have  upon  your  property  and  its  value, 
your  Board  are  thoroughly  satisfied  no  injury 
is  to  result  to  you  ;  but  that  you  must,  in  the 
erd,  be  beneficially  effected  by  them,  and 
especially  the  road  north  from  Decatur,  the 
road  south  from  Corinth,  and  the  extension  of 
the  Memphis  &  Little  Rock  Railroad  westward 
to  Little  Rock,  which  is  now  a  fixed  fact  and 
must  be  completed  within  the  year  1861. 
These  roads  will  greatly  increase  your  busi- 
ness, and  will  most  certainly  bring  you  more 
business  than  any  competing  line  can  ever 
take  away. 

By  reference  to  the  Engineer  and  Superin- 
tendent's Reports,  the  list  of  property  repre- 
senting your  outlay  of  $6, '744, 647  17,  will  be 
found  as  follows : 

291  Miles  first  class  road  way,  20  miles 
sidings,  34  depot  buildings,  2  large  machine 
shops  and  machinery,  5  engine  houses,  34  wa- 
ter stations,  33  division  houses,  10  portable 
division  houses,  4i  sections  wood  land  besides 
real  estate  at  depots,  43  locomotives  in  good 
order,  26  first-class  passenger  cars,  2  branch 
road  passenger  cars,  9  second-class  and  mail 
cars,  11  baggage  cars,  2  extra  baggae  and 
pay  cars,  286  box  cais,  228  platform  cars,  25 
stock  cars,  41  gravel  cars,  74  road  and  hand 
cars,  5  stationary  wood  and  water  engines. 

STOCK   DIVIDEND. 

In  compliance  with  the  resolution  of  the 
Stockholders,  passed  at  their  seventh  annual 
meeting,  and  in  accordance  with  the  recom- 
mendations in  the  last  annual  report,  the  Di- 
rectors declared  a  dividend  of  sixty  per  cent, 
out  of  the  surplus  earnings  of  the  Company, 
on  the  1st  December  last,  payable  in  the  capi- 
tal stock  of  the  Company,  and  have  had  the 
same  entered  up  to  the  credit  of  each  Stock- 
holder, according  to  the  amount  of  stock  held 
by  him  on  that  day.  Previous  to  the  declarar 
tion  of  this  dividend,  to  wit,  on  the  29th  day 
of  November,  1859,  parties  holding  thirty-one 
of  your  first  mortgage  convertible  bonds,  of 
$1,000  each,  presented  the  same  to  the  Trea- 
surer of  your  Company  at  Huntsville,  and 
made  a  tender  of  said  bonds,  and  demanded 
the  issuance  of  stock  in  lieu  thereof,  in  accord- 
ance with  the  provision  in  the  face  of  said 
bonds,  with  the  view  of  claiming  the  dividend 
about  to  be  declared.  After  the  dividend  had 
been  declarded,  upon  the  application  of  s:  id 
bondholders  to  be  allowed  to  participate  in 
sharing  said  dividend,  the  action  of  the  Board 
was  adverse  to  the  bondholders'  rights,  but 
agreed  to  refer  the  question  to  the  decision  of 
proper  legal  advisers.  After  seeking  and  ob- 
taining several  legal  opinions  on  the  subject, 
the  Board  agreed  to  refer  the  question  to  the 
Supreme  Court  of  the  State  of  Alabama.  That 
Court,  however,  refused  to  act  unless  the  case 
was  brough  up  by  regular  process  from  an  in- 
ferior Court.  Thus  the  case  stood,  leaving 
the  bondholders  no  option  but  to  bring  suit 
against  the  Company,  which  they  desired  to 
avoid.  The  question  being  solely  one  of  legal 
liability,  and  your  Board  being  willing  to  per- 
form their  legal  obligations,  the  President  of 
the  Board  undertook  to  investigate  the  legal 
rights  of  the  parties,  and  after  a  careful  inves- 
tigation, and  after  seeking  the  highest  sources 
of  information,  both  legal  and  practical,  he 
came  to  the  conclusion,  and  so  reported  to  the 
Board,  that  the  Company  was  legally  bound  to 
allow  the  bondholder  who  had  actually  con- 
verted his  bonds  previous  to  the  declaration 
of  the  dividend,  to  participate  in  the  distribu- 
tion of  the  surplus  on  hand  as  much  so  as  any 
other  Stockholder. 
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"  The  only  question  to  decide  was,  were  they 
Stockholders?  '  If  so,  no  discrimination  could 
be  made.  It  was  a  legal  contract,  and  such  a 
contract  as  a  Court  of  equity  would  not  inter- 
fere with,  becuuse  there  was  no  fraud;  nor 
was  there  any  fraud  alleged.  The  practice  of 
the  most  experienced  railroad  and  other  in- 
corporated companies  have  been  unanimous  to 
admit  this  view  of  the  case,  and  the  only 
adjudicated  case  that  could  be  found  had  been 
decided  by  the  Supreme  Court  of  Indiana  in 
favor  of  the  bondholders. 

With  this  statement  of  facts  before  them,  a 
majority  of  the  Board  agreed  to  allow  the 
bondholders  who  had  converted  the  $31,000 
of  bonds,  to  participate  in  the  stock  dividend 
of  sixty  per  cent,  believing  that  they  were 
legally  bound  to  do  so,  and  that  they  could  not 
discriminate. 

The  Board  would  recommend  that  the  Stock- 
holders confirm  their  action  in  declaring  the 
stock  dividend,  December  1st,  1859,  and  pass 
a  resolution  agreeing  to  become  the  purchasers 
of  the  the  capital  stock  of  Company  to  the  ex- 
tent or  amount  passed  to  the  credit  of  each, 
under  said  declaration  of  oividend. 

FLORENCE  BRANCH, 

This  branch,  from  Tuscumbia  to  Florenc, 
Alabama,  five  and  three-quarter  miles  in  length, 
was  completed  and  put  into  operation  on  the 
first  day  of  January  last.  Its  cost,  as  appears 
from  the  Chief  Engineer's  Report,  is  $217,596 
08.  Under  the  contract  with  the  Stockholders 
in  said  branch,  the  surplus  earning  of  the  road 
up  the  time  of  completion  of  this  branch,  was 
to  be  divided  among  the  Stockholders  of  the 
main  road;  and  upon  the  completion  of  the 
branch,  it  became  necessary  to  adjust  this 
question  between  the  Stockholders  in  the  main 
line  and  branch  road,  which  the  Board  did,  by 
declaring  a  cash  dividend  of  four  per  cent,  to 
the  Stockholders  in  the  main  road,  payable  on 
the  20th  March  last,  in  addition  to  sixty  per 
cent,  stock  dividend  declared  on  the  1st  of 
December  previous.  These  two  dividends  con- 
sumed the  net  earnings  of  the  road  to  the  1st 
of  January  last,  except  about  $60,000,  passed 
to  the  credit  of  profit  and  loss,  by  the  Board, 
to  meet  any  probable  contingent  liabilities 
that  might  arise  out  of  the  business  transacted 
previous  to  the  1st  of  January  last 

The  Board  have  ordered  six  new  first-class 
Engines — two  passenger  and  four  freight — to 
be  delivered  by  the  1st  of  October  next;  four 
first-class  passenger  cars,  to  be  delivered  in 
July  and  August.  From  present  indications 
in  the  freight  department,  more  engines  will 
he  wanted  at  an  oarly  day.  The  Company's 
shops  at  Huntsville  and  Memphis,  are  large 
and  well  equipped  and  doing  good  service. 
Fifty  nine  new  freight  cars  have  been  built  in 
the  Company's  shops  within  the  past  year,  and 
the  work  is  being  continued  as  rapidly  as 
possible,  with  the  hope  that  the  Company  will 
be  able  to  build  all  the  freight  ears  that  may 
he  wanted  hereafter,  believing  it  to  be  much 
better  policy  than  buying  them,  from  the  fact 
that  they  are  better  and  not  more  costly,  and 
besides  that  it  gives  the  Company  control  of  a 
larger  force  of  efficient  workmen,  in  cases  of 
emergency,  to  put  on  repairs,  which,  at  times, 
is  very  necessary. 

The  floating  debt  being  now  about  extinguish- 
ed, the  net  receipts  of  the  road  will  be  applicable 
to  the  payment  of  cash  dividends  and  perma- 
nently improving  and  fully  equipping  your 
road.  The  Board  feel  no  hesitancy  in  saying, 
that  the  Stockholders  may  rely  upon  an  eight 
per  cent,  cash  dividend,  annually,  hereafter; 
besides  applying  as  much  more  to  permanent- 
ly impi-oving  their  property.      The  last   divi- 


dend was  paid  on  20th  March.  The  receipts 
of  July,  August  and  September,  will  be  appli- 
cable to  the  payment  of  dividends,  and  will  be 
amply  sufficient  to  pay  a  four  per  cent  divi- 
dend, which  will  be  declared  at  a  proper  time, 
payable  the  20th  of  September. 
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FOREIGN  COMMERCE  OF   N.  YORK. 

The  foreign  trade  of  this  port  continues  to 
show  an  unequalled  prosperity.  Both  the  im- 
ports and  exports  of  the  past  month  fully  sus- 
tain the  extraordinary  movement  that  has  dis- 
tinguished the  last  few  months,  and  justify  the 
expectations  of  a  peiiod  of  great  prosperity  for 
all  parts  of  the  country  whose  interests  are 
represented  at  this  port.  The  statement  fol- 
lowing shows  the  import  movement  for  the 
month  of  August. 

FOREIGN  IMPORTS  AT  NEW  YORK  FOR  AUGUST. 

1858.  1859               I860. 

Bnt.  for  consumption.. 815,1167,733  18.-116,367  19,564.675 

'•       warehousing...     2,  46,021  2,961.044      4,132,764 

Free  goods 3,342,741  2,9>0,92l      2,050,665 

Specie  and  bullion 67,682  348,419          140,750 


Total  ent.  at  the  port...    19,624,176    24,649,591    25,938,854 
"Withdrawn  from  Ware- 
house       3,116,013      3,296,084      3,325,105 

It  will  be  observed  that  the  receipts  for  the 
month  are  nearly  1J  million  dollars  in  advance 
of  the  same  period  last  year,  and  4£  millions 
more  than  those  of  1S58.  The  amount  would 
appear  to  be  large  considered  in  itself;  but  it 
is  satisfactory  to  note  that  the  exports  have 
been  marked  by  a  similar  increase.  The 
shipments  both  of  merchandise  and  specie 
are  larger  than  for  any  other  August  in  the 
history  of  the  port: 

EXPORTS  FROM  NEW  YORK  TO  FOREIGN  PORTS  FOR 
THE  MONTH  OF  AUGUST. 

1858.  1859.  I860. 

Domestic  produce $4,660,272  5,150,710  8,012,814 

Foreign  mer.  (free) 102  674  374,707  76,083 

"    '    "       (dutiable)..       224.438  79  ,646  191,270 

Specie  and  bullion 2,2Ul,fi02  6,409,783  7,454.813 


Total  exports 7,189.186    12,725,846     15,734,986 

Total   exports  exclusive 

of  specie 4,987,384      6,316,063      8,280,167 

This  shows  an  increase  on  last  year  in  the 
total  exports  of  the  month  amounting  to 
$3,000,000,  or  25  per  cent.,  while  as  compared 
with  1858  the  amount  is  more  than  double. 
The  increase  has  beeu  chiefly  on  breadstuff's, 
provisions  and  oils,  and  is  all  the  more  remark- 
able from  the  fact  that  shipments  have  been 
discouraged  by  an  advance  in  freights  to  the 
extent  of  fully  25  per  cent.  The  following 
statement  shows  what  has  been  the  export  of 
some  of  the  leading  articles  of  domestic  pro- 
duce for  the  month  of  August : 

"Wheat  Flour bbls. 

Wheat bush. 

Corn bush. 

Whale  Oil gals. 

Cut  Meats  lb 

Butter ft 

Cheese ft 

Lard ft 

Tallow 6 

Tobacco ,  manufactured 

The  imports  for  the   first   eight   months    of 

the  calendar  year  are  shown  by  the  following 

table: 


1859. 

1860. 

70,375 

182,215 

1.873 

1,370,203 

15,925 

99,505 

205 

20,772 

250.097 

245,718 

140,755 

1 ,339.242 

758,233 

2,130.9:3 

760,855 

701,699 

224.023 

927,080 

650,229 

540,231 

FOREIGN  IMPORTS  AT  NEW  YORK  FOR  EIGHT  MONTHS 
FROM  JANUARY  1. 

1658.  1859.  I860. 

Ent.forconBumption.. $65,401,911  131.927,230  118.270.269 
••       warehousing..    17.331,440    26.I73.P02    29.660.141 

Freegood 15,298,206    21,3.0.052     19.816.231 

Specie  and  bullion 1.8*2,940      1,649,001  891,938 

Total  ent.  at  the  port..    99,914,557  IS], 100,585  105,538,579 
Withdrawn  from  Ware- 
house    28,192,515    17,403^08    21,234,755 

The  total  imports  since  Jan.  1st,  it  will  be 
observed  are  less  than  those  for  the  corres- 
ponding months  of  last  year  by  $12,500,000, 
a  decrease  of  about  7  per  cent.  The  falling 
off  has  been  largest  on  dry  goods.  The  entire 
imports  of  this  class  since  Jan.  1st  amounted 
to  $78,275,700,  which  is  less  than  those  for  the 
like  period  of  1859  by  $8,550,000;  this,  there- 
fore, leaves  rather  less  than  $4,000,000  as  the 
decrease  upon  the  $90,000,000  of  imports  of 
general  merchandise.  The  exports  since  Jan. 
1st  have  been  as  follows  : 

EXPORTS  FROM  NEW  YORK  TO  FOREIGN  PORTS  FOR 
EIGHT  MONTHS  FROM  JAN.  1ST. 

1858.  1859.  1860. 

Domestic  produce S38.012.626    38.524.357  54,2!44.3=9 

Foreign  mer.  (Tree) 955.698      2.139.807      1.936,507 

"     (dtiable).       2,782.282      2,*12,533     3,5  '6.331 
Specie andbullion 17.363,257    49.658,774   35.598,550 

Totalexports 59,113,863    93,135,474    95,345.777 

Total  exports  exclusive 

of  spejie 41,750,605    43,476,700    59,747.227 

Owing  to  a  large  falling  off  in  the  shipments 
of  specie  as  compared  with  last  year,  the  total 
exports  do  not  foot  up  so  heavily  as  might 
have  been  expected  from  the  active  movement 
in  produce.  The  amount  of  specie  and  bullion 
exported  since  Jan.  1st  is  $14,000,000  below 
the  same  period  of  last  year,  and  $18,000,000 
more  than  in  1858.  The  shipments  of  domes- 
tic produce  on  the  contrary  show  an  increase 
over  last  year  amounting  to  $15,750,000.  The 
subjoined  statement  will  show  the  leading  ar- 
ticles on  which  this  extraordinary  increase  has 
been  made: 

EXPORTS  OF  CERTAIN  ARTICLES  OF  PRODUCE  FROM 
NEW  YORK  TO  FOREIGN  PORTS  DURING  THE  FIRST 
EIGHT  MONTHS  OF  THE  YEAR. 

1858.              1859.  1860. 

Wheat  Flour bbls.      1,012.011        451.873  895.296 

Corn  Meal bbls.            46,480         54.557  64.207 

Wheat bush.      2,852.026          32,766  4,104.553 

Oats bush.           26,211           8.654  1U.664 

Corn bush.       1,255,994        154.111  1,927.181 

Oil— Whale gals.          270,014         75.962  243.381 

Sperm gals.          492.892       867,464  757.584 

CutMeats ft     14,890.827    4.881.237  13,78"  .44:1 

Butter ft       1,072.663    1.878.4S4  6,240.100 

Cheese ft       3,383,423    3.231.504  11,295.495 

Lard ft       8,678.319    6,773.532  14,533.566 

Tallow ft       1,057.872     1,790.417  8,883.738 

Tobacco,  crude... ptgs.            41,103         43,274  54.342 

"    manufactured,  ft       3,09:1.440    3.823,818  4,067.724 

Whalebone ft          805.394     1,164,491  2,021,402 

The  following  is  a  statement  of  the  amount 
of  Revenue  collected  at  this  port  in  August 
and  for  the  previous  seven  months. 

REVENUE  FROM  CUSTOMS. 

1B5S.  1859.  1860. 

August S  3,545,119  01     4,243,010  43    4,496.243  10 

Previ's  7  M'ths.   14,476,417  92  24,363,428  83  2i,893,745  34 

Total  since  Jan. $18,021,537  91  2S,606,439  31  27,389,988  44 

— Economist. 


Covington  and  Lexington  Railroad. — Th» 
work  of  filling  up  the  track  of  this  road, 
north  of  Paris,  is  rapidly  progressing.  The 
entire  cost  will  probably  not  be  less  than  $45, 
000,  and  when  completed  will  be  one  of  the 
finest  improvements  which  has  been  made  up- 
on the  line  of  any  road  in  the  country.  The 
frame  work  for  renewing  two  or  three  of  the 
most  important  bridges  has  also  been  prepar- 
ed, and  will  soon  be  put  in  place.  The  pro- 
prietor, Mr.  Bowler,  and  the  Superintendent, 
Colonel  Withers,  are  exerting  themselves  to 
put  the  road  in  better  condition  than  it  ever 
has  been  since  its  opening. 
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BRAMAN  &  CO'S  COMBINED  STEAM  AND  WATFR  GAUGE. 


As  steam  has  now  become  almost  as  ne- 
cessary to  the  comfort,  convenience  and,  we 
might  say,  the  very  existence  of  man  in  a  civi- 
lized state,  whatever  tends  to  render  its  use 
more  economical  or  safe  must  be  regarded  as 
a  real  benefaction.  The  guages  represented 
above  are  said  to  possess  advantages  over  all 
others  heretofore  constructed,  in  the  accuracy 
with  which  ihey  indicate  the  precise  condition 
of  both  water  and  steam,  and  are  so  made  as 
to  give  a  sufficient  alarm  in  case  of  danger. 
They  can  be  adapted  to  use  on  railroad  loco- 
motives, as  well  as  stationary  engines,  and  are 
not  liable  to  get  out  of  order.  We  give  below 
the  inventor's  description,  from  which  Master 
Mechanics  and  engineers  will  readily  compre- 
hend its  construction, 

Fig.  1  represents  a  front  view  of  the  dials, 
and  the  connection  of  the  apparatus  with  the 
boiler.  Figs.  2,  3,  4  and  5  show  the  operative 
parts  in  detail,  and  that  all  may  readily  under- 
stand their  construction  and  operations,  we 
will  give  a  briet  description  of  each  illustra- 
tion. 

In  Fig.  1,  A  is  the  dial  plate  of  the  water 
indicator,  a  back  view  of  which  is  shown  at  A, 
Fig.  3;  said  plate  is  mounted  upon  the  exterior 


of  a  chamber,  shown  at  h  I,  Fig.  2.  which  is 
connected  with  the  tube,  C,  that  is  screwed  in- 
to the  top  of  the  boiler,  and  also  through  the 
bracket  that  supports  the  float  lever  G,  as 
shown  at  F  and  G,  Fig.  1. 

The  float,  Z,  is  firmly  attached  to  the  end  of 
a  strong  lever,  G,  which  is  supported  by  the 
bracket  attached  to  the  boiler,  at  F,  in  Fig.  1, 
and  to  said  float  lever,  at  D,  is  attached  the 
rod  which  operates  the  index,  or  needle,  at  A. 

This  rod  connects  wilh  the  arm  and  axis,  I 
and  k,  Fig.  2,  another  view  of  which  is  given 
in  Fig.  4,  at  m  and  i  and  at  i,  upon  the  axis,  m, 
the  rack,  r,  is  fastened,  which  gives  motion 
to  the  index  axis,  at  A, 

To  prevent  the  escape  of  any  steam  to  the 
dial  plate,  the  axis,  pi,  is  furnished  with  taper- 
ing centers,  which  are  ground  into  the  bear- 
ings so  as  to  make  a  perfect  steam  joint,  and 
by  means  of  the  screw  at  the  back  end,  can  be 
kept  always  well  adjusted. 

In  Figs.  3  and  4,  it  will  be  observed  that  a 
coil  spring,  at  L,  is  wound  upon  an  axis  fur- 
nished with  a  crank,  which  has  a  wire  extend- 
ing to  the  engineer, s  bell,  as  at  q.  And  said 
spring  is  held  from  acting  by  the  lever  and 
stop,  at  E,  said  lever  being  held  by  the  spring, 
S,  until  the  water  in  the  boiler  shall  sink  to 
such  a  point  that  the  upper  end  of  the  rack,  at 
r,  shall  rise  against  the  lever  at  y,  and  release 
he  spring  or  stop,  at  E.     When  this  is  done 
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the  action  of  the  spring  will  give  the  alarm  to 
the  engineer's  bell,  at  q,  and  the  boilers  can 
be  supplied. 

A  whistle  has  been  used  forgiving  snch  sig- 
nals, but  in  steamers  the  bell  is  generally  pre 
fered,  though  either  may  be  used  upon  this 
indicator,  as  it  may  take  the  place  of  the 
spring,  at  L,  having  the  steam  admitted  by  the 
same  rack. 

As  water  indicators  these  improvements 
have  thus  far  given  unqualified  satisfaction 
from  all  classes  of  engineers,  but  the  addition 
of  the  steam  gauge  in  its  simplicity  and  effi- 
ciency to  the  same  stem,  C,  constitutes  an 
additional  improvement  worthy  of  attention. 
B,  hi  Figs.  1  and  2,  represents  the  dial  of  the 
steam  guage,  and  furnished  with  a  rack  and 
index  as  in  the  water  indicator.  A  chamber, 
I,  Figs.  2  and  3,  is  attached  to  the  chamber, 
h  I.  and  the  steam  passes  up  the  tubes,  c,  from 
the  boiler,  and  into  the  chamber,  t,  where  it 
preses  upon  the  end  of  a  piston,  .s,  which  rests 
in  and  upon  a  small  tube  of  vulcanized  rubber 
or  gutta  percha  or  other  elastic  substance,  as 
shown  at  x,  in  Fig,.  2,  A  high  pressure  of 
steam  will  depress  this  piston  and  communi- 
cate motion  to  the  rack  at/j  which  gears  into 
pinion,  g,  and  thereby  indicates  the  pounds 
upon  the  dial,  B,  Fig.  1.  The  coil  spring  at 
s,  of  course  reacts  upon  the  index  and  turns  it 
to  zero  when  there  is  no  pressure  in  t. 


[From  the  Cincinnati  Commercial.} 

THE   TAX     LAW    CONSTRUED -IM- 
PORTANT  LETTER  FROM   STATE 
AUDITOR,  R.  W.  TAYLOR. 

Columbus,  Sept.  8,  1860. 

Eds.  Com: — Your  note  asking  information 
in  relation  to  the  law  taxing  banks  and  bank- 
ers was  duly  received,  but  official  duties  have 
delayed  the  answer.  Since  its  receipt  my  at- 
tention has  been  called  to  articles  upon  the 
same  subject  in  the  editorial  and  monetary  col 
umns  of  the  Commercial.  That  the  Commer- 
cial has  fallen  into  great  error  in  regard  to  this 
subject,  will,  I  think,  be  apparent  from  the 
facts  which  I  now  proceed  to  state : 

Section  2  of  Article  XII  of  the  State  Consti- 
tution declares  that  "Laws  shall  be  passed,  tax- 
ing'by  a  uniform  rule,  all  moneys,  credits,  in- 
vestments in  bonds,  stocks,  joint  stock  compa- 
nies, or  otherwise;  and  also  all  real  and  per- 
sonal property;"  but  burying  grounds,  jjublie 
school  houses,  &c,  may  be  exempted. 

Section  3  of  the  same  article,  declares  that 
"the  General  Assembly  shall  provide  by  law 
for  taxing  the  notes  and  bills  discounted  or 
purchased,  money  loaned,  and  all  other  pro- 
perty, effects  or  dues  of  every  description  (with- 
out deduction)  of  all  banks  now  existing,  or 
hereafter  created,  and  of  all  bankers,  so  that 
all  property  employed  in  banking  shall  always 
have  a  burden  of  taxation  equal  to  that  im- 
posed on  the  property  of  individuals." 

The  act  of  April  13,  1852,  was  the  first  tax 
law  passed  after  the  adoption  of  the  Constitu- 
tion, and  section  19  of  that  act  required  the 
President  and  Cashier  of  each  bank  or  bank- 
ing Company  to  make  out  and  return,  under 
oath,  in  the  month  of  May  anually,  a  written 
statement  containing. 

1.  The  average  amount  of  notes  and  bills 
discounted  or  purchased  by  such  bank  orbank- 
ing  company,  which  amount  shall  include  all 
the  loans  or  discounts  of  such  bank  or  bank- 
ing company,  whether  originally  made  or  re- 
newed during  the  year  aforesaid,  or  at  any 
time  previous;  whether  made  on  bills  of  ex- 
change, notes,  bonds,  mortgages  or  any  other 
evidence  of  indebtedness  (at  their  actual  value 
in  money)  whether  (due)  previous  to,  during, 


or  after  the  period  aforesaid;  and  on  which 
such  bank  or  banking  company  has  at  any 
time  reserved,  or  received,  or  is  entitled  to  re- 
ceive, any  profit,  or  other  consideration  what- 
ever, either  in  the  shape  of  interest,  discount, 
exchange  or  otherwise. 

2.  The  average  amount  of  all  (other)  mon- 
eys, effects  or  dues  of'  every  description  belong- 
ing to  such  bank  or  banking  compauy,  loaned, 
invested,  or  otherwise  used  or  employed  with 
a  view  to  profit,  or  upon  which  such  bank  or 
banking  company  receives  or  is  entitled  to  re- 
ceive interest. 

To  ascertain  the  required  average,  the  20th 
Sec.  of  the  Act  presented  as  a  rule,  that  "there 
shall  be  taken  as  a  criterion,  the  average 
amount  of  the  aforesaid  items  for  each  month 
during  the  year  next  previous  to  the  time  of 
making  such  statement,  if  so  long  such  bank 
or  banking  company  shall  have  been  engaged 
in  business,  and  if  not,  then  during  snch  time 
as  such  bank  or  banking  company,  shall  have 
been  engaged  in  business;  and  the  average 
shall  be  made  by  adding  together  the  amount 
so  found  belonging  to  such  bank  or  banking 
company  in  each  month  so  engaged  in  busi- 
ness, and  dividing  the  same  by  the  number  of 
months  so  added  together." 

Another  section  of  the  Act  brought  private 
bankers  under  the  same  rule,  and  when  I  use 
the  word  "bank,"  it  may  be  constructed  as  in- 
cluding "bankers," 

Returns  were  made  under  that  law  in  con- 
formity with  the  views  of  Mr.  Morgan,  who 
was  then  Auditor,  and  of  bank  officers  general- 
ly, identical  in  substance,  with  those  required 
under  the  law  of  1859.  Subsequently  the 
Att'y  General,  Mr.  Pugh,  as  I  have  been  in- 
formed, held  that  specie  funds,  kept  for  the 
redemption  of  circulation,  and  money  kept  to 
pay  depositors,  and  bank  balances,  must  also 
be  included  in  the  statement,  and  Mr,  Morgan 
adoj  ted  that  construction,  although  it  was  not 
his  uwn.  Some  of  the  banks  refused  to  submit 
to  the  construction  of  the  Att'y  General,  and 
coi. tinned  to  make  their  statements  as  at  first, 
and  the  question  came  before  the  Supremo 
Court  of  tbe  State  in  the  Stark  Co.  Bank  vs. 
McGregor,  6  Ohio  State  Rep.  The  Court  held 
that  the  return  made  by  the  bank  conformed 
to  the  requirements  of  the  law  and  the  provi- 
sions of  the  constitution,  and  enjoined  the  Au- 
ditor against  adding  the  omitted  items. 

The  section  in  question  was  repealed  in  1856 
and  re-enacted  in  1858  with  the  (probably  ac- 
cidental) omission  of  the  word  "due,"  in  the 
first  class  of  taxable  effects,  and  the  addition 
of  the  following  proviso:  "provided,  however, 
that  the  average  amount  of  the  specie  fund  of 
any  such  bank  kept  on  hand  unemployed,  ex- 
cept with  a  view  of  redeeming  its  circulation 
and  meeting  its  accruing  liabilities  to  deposi- 
tors, and  also  the  average  amount  of  the  bal- 
ance due  them  from  other  banks  upon  which 
no  interest,  profit  or  consideration  is  reserved 
or  received,  shall  be  excluded  in  the  above  es- 
timates of  the  taxable  property  of  each  bank, 
required  to  be  made  and  returned  as  afore- 
said." 

The  items  mentioned  in  the  proviso  had 
been  withheld  by  the  officers  of  the  Stark 
County  Bank,  for  their  statemeut  had  been  ad- 
ded by  the  Auditor  under  the  advice  of  the 
Attorney  General,  but  were  excluded  by  the 
decision  of  the  Court;  and  when  the  law  was 
re-enacted  in  1858  the  proviso  was  introduced 
at  the  instance  of  Senator  Phelps,  for  the  pur- 
pose of  making  the  law  conform  explicitly  to 
the  rulings  of    the  Supreme  Court, 

The  tax  laws  were  collected  and  re-enacted 
in  one  act  in  1859;  the  sections  having  refer- 
ence to  banks  and  bankers  being  the  same  as 


in  the  act  of  1858,  with  the  omission  of  the 
word  "other,"  in  the  second  class  of  taxable 
effects. 

A  comparison  of  the  laws  of  1852,  1858  and 
1859,  will  show  that  as  regards  bank:;  and 
bankers,  they  are  substantially  the  same.  By 
a  careful  reading  of  the  law,  every  intelligent 
person  will  readily  ascertain  what  items' are 
subject  to  taxation.  Take  the  average  amount 
owned  during  each  month,  add  thern  together 
and  divide  by  the  number  of  months.  Thus, 
what  was  the  average  amount  owned  durino- 
the  month  of  May,  of  June,  of  July,  and  so 
on  for  each  month  ending  with  April.  Add 
these  several  sums  together  and  divide  by 
twelve,  and  you  have  the  average  for  the  year. 
The  result  would  be  substantially  the  same  if 
you  put  down  the  amount  for  each  day  in  the 
year,  add  them  together  and  divide  by  the 
number  of  days. 

There  are  many  persons,  as  well  as  the  Com- 
mercial, who  think  or  affect  to  think  that  the 
average  will  be  largely  changed  by  long  or 
short  loans.  This  is  wholly  imaginary.  The 
length  of  the  loans  can  in  no  wise  affect  the 
amount,  except  incidentally  and  to  a  trifling 
extent;  and  then  only  because  the  money  is 
more  or  less  continuously  employed.  While 
idle  it  does  not  go  into  the  account  at  all;  it  is 
only  when  employed,  and  profitably  employ- 
ed, that  it  is  computed.  If  a  banker  has 
$200,000,  and  loans  it  on  the  first  day  of  May 
for  one  year,  he  has  that  sum  employed  each 
month.  Add  the  several  monthly  sums  to- 
gether and  divide  by  twelve  and  you  come 
back  to  the  §200,000,  as  the  basis  of  taxation. 
If  he  should  lend  the  money  for  three  months, 
and  regularly  re-loan  it  each  three  months, 
he  would  still  have  the  same  employed  month- 
ly, and  by  adding  and  dividing  as  in  the  other 
instance,  vou  again  reach  the  same  result, 
namely,  §200,000.  Take  then  the  case  of  a 
loan  for  one  mouth,  renewed  monthly  during 
the  year,  and  he  has  8200,000  employed  in 
loans  each  month.  Adding  and  dividing  as 
before,  brings  us  to  the  §200,000  again.  So 
you  perceive  the  length  of  the  loan  does  not  # 
vary  the  amount  subject  to  taxation. 

Again  Some  people  seem  to  think  the  law 
means  that  the  banks  shall  take  the  amount 
of  loans  or  discounts  made  during  each  month, 
add  them  together  and  divide  by  twelve  to  get 
the  average  for  the  year.  Such  construction 
would  enable  the  banker  to  vary  the  sum  from 
the  full  amount  employed  down  to  one-twelfth 
of  the  same,  at  his  pleasure.  The  preceding 
statement  shows  what  tbe  amount  would  be 
if  loaned  every  thirty  days,  vis:  8200,000. 
Whereas,  if  loaned  every  ninety  days,  it  would 
be  added  but  four  times  and  divided  by  twelve, 
giving  one-third  of  the  sum  actually  employed, 
and  if  loaned  but  once  during  the  year,  being 
courted  in  but  once  aud  divided  by  twelve 
would  make  the  taxable  property  but  §16,667, 
or  one-twelfth  of  the  sum  embloyed  in  bank- 
ing. 

Another  question  is  made,  Whether  the 
law  includes  in  the  objects  of  taxation  the 
stocks  deposited  by  banks  with  the  Treasurer 
of  State  as  security  for  the  redemption  of  cir- 
culation ?  It  is  claimed  by  some  banks  that 
they  are  not  included,  while  all  or  nearly  all 
insist  that  the  law  in  its  operation  upon  them 
is  unjust,  and,  as  compared  with  its  effect 
upon  individuals,  unequal;  and  that,  there- 
fore, the  Auditor  of  State  should  consent  that 
that  portion  of  the  taxable  assets  of  the  banks 
be  omitted  from  the  statements  for  taxation. 
The  law  includes  "the  average  amount  of  all 
moneys,  effects  or  dues  of  every  description 
belonging  to  such  bank  or  banking  company, 
loaned,    invested,  or   otherwise   used  or    em- 


THE    RAILROAD    RECORD. 


367 


ployed  with  a  view  to  profit,  or  upon  which 
such  bank  or  banking  company  receives  or  is 
entitled  to  receive  interest."  The  banks  have 
"invested"  their  money  in  State  stocks,  and 
whether  it  was  so  "used  or  employed  with  a 
.view  to  profit,"  or  not,  it  is  quite  certain  that 
the  banks  "receive  or  are  entitled  to  receive 
interest"  thereon.  This  point  was  decided  by 
the  Supreme  Court  in  the  case  of  the  Cham- 
paign County  Bank. 

To  the  second  part  of  the  claim  the  answer 
is  apparaut.  The  Auditor  of  Slate  is  author- 
ized to  ascertain  the  meaning  of  the  laws  he 
is  required  to  execute ;  but  he  is  not  entrusted 
with  the  power  of  dispensing  with,  or  sup- 
pressing or  disregarding  them ;  nor  is  he  en- 
trusted with  the  power  to  determine  whether 
a  particular  act  of  the  Legislature  is  or  is  not 
in  conflict  with  the  Constitution,  or  has  or 
has  not  a  just  and  equal  operation  upon  all 
persons  subject  to  its  provisions. 

I  am  quite  confident  Mr.  Wright  did  not  put 
the  construction  upon  the  law,  attributed  to 
him  by  the  Commercial.  If  he  did  give  it 
that  interpretation  it  was  followed  in  but  few 
cases,  for  so  far  as  my  information  extends 
every  variety  of  principle,  or  of  conscience, 
has  been  adopted.  The  returns  for  185'J,made 
by  twenty  branches  of  the  State  Bank,  having 
each  a  capital  of  $100,000,  about  $20,000  of 
Safety  Fund,  and  a  surplus  of  $5,000  to  $10 
000,  and  doing  a  business  much  alike,  varied 
from  $83,737  to  $315,946.  The  returns  made 
by  the  same  banks  for  1860,  varied  from  $97,- 
655  to  $203,629,  One  bank  in  your  City  had 
on  the  first  Monday  in  May,  1860,  a  capital  of 
$368,515,  a  contingent  fund  of  $21,228  and  an 
additional  quasi  capital,  of  at  least  $200,000,  1 
judge,  besides  deposits,  and  ordinary  bank 
balances.  That  bank  returned  for  taxation 
$193,000.  Another  bank  in  your  city  with  a 
capital  of  $50,000,  safety  fund  $5,000,  and  sur- 
plus fund  $44,020,  returned  $511,435.  These 
banks  could  not  possibly  have  followed  the 
same  construction.  The  construction  I  have 
put  upon  the  law  is  sustained  in  every  par- 
ticular by  the  decisions  of  the  Supreme  Court 
in  the  two  cases  referred  to,  as  also  by  the 
plain  letter  of  the  act  itself.  If  the  law  be 
unjust  and  unequal — perhaps  it  is — it  can  be 
shown  such  only  by  full  and  fair  returns,  ac- 
cording to  its  requirements. 

I  am,  very  respectfully 

R.  W.  Taylor. 


BOSTON  AND  MAINE  RAILROAD. 

The  earnings  of  this  road  for  the  fiscal  year 
ending  May  31st,  1860,  were: 

From  Passengers $533,532  46 

Freight 337,538  77 

Rums 1(1,733  65 

Mails 9,71)8  75 

Interest 14,022  23 

Surplus  p    S.  Sl  P.  R.Il lu,uliu  III) 


And  the  expenses  were: 


$9)5,C25£86 


Repairs  of  Road  $71,630  24 

Bridges 39,442  26 

Duilings,  elc 27,739  55 

Locomotives 34,007  22 

Cars 21.513  92 

Passenger  expenses G3,(;87  35 

Freight  "         50.1195  21 

Wood 49.339  40 

Coal 5.633  91 

Oil  and  waste 9,195  19 

Miscellaneous 70,745  52 

Kent  of  Danvers  road 7,50.1  HO 


Net  earning. 


Charges  for  renewal  of  iron. 327,703  51 
Charges  for  depreciation  of 
locomotives  and  cars 6,215  25 


505.529  77 
.$450,096  09 


The  balanceof  earningson the31st  May 

1859,  was 428,93179 

The  earnings  over  expenses, 

1859-Vill,  were 416,177  33 

From    which  deduct  two  di- 
Tidends,  8  percent 332,456  00 


And  there  remains  after  paying  divi- 
dends, etc 83,72133 


512,653  12 


Add  excess  of  appropriation 

for  land  hills $668  66 

Add  Danvers  Railroad  Sintc- 

iugFund 6,523  84 

7.092  50 

$519,745  62 
Deduct  loss  on  old  freight 

hills $405  98 

Deduct   loss  on   Manchester 

and  Lawrence  R.  R.  Met- 

huen  Branch  and  contract 

accounts 8,541  09 

Deduct  allowance  made   on 

settlement  with  Newbury- 

portR.  R  Company 11,68141 

20,678  48 

Leavingbalance  of  earnings  31st  May, 

1860 4499,117  14 

Compared  with  last  previous  year  the  earn- 
ings and  expenses  are  as  follows: 


Balance. 


33  918  76 
.410,177  33 


Gross  earnings $818,681  22 

Expenses,  renewals, 

etc 370,222  23 


$915,625  86 

416,177  33 

$499,148  53 


Net  earnings. .   . .  $44W,-i58  99 

— being  an  increase  for  the  year  1859-'60  on 
the  net  earnings  of  $50,989  54. 

The  miles  run  by  trains  in  1859-60  was  553,- 
484,  viz: 


By  passenger  trains, 

freight  "     . 

wood  " 

gravel  "     . 

extra  "     . 


.367,244 
.  175,900 
.  1.107 
.  4,336 
.     4,777 


Total 553,484 

The  total  in  l?58-'69  was 533,294 

Increase  last  year 50,190 

Passengers  carried  in  the  cars 1.821,495 

Passengers  curried  one  mile 27. 01:4.491 

Merchandise  carried  in  the  cars,  tons 263,447 

Tons  csrried  one  mile 7,292,101 

The  road  operated  by  this  company  includes 
the  Boston  and  Maine  proper  and  the  Danvers 
and  Newburyport  railroads  under  lease  with 
the  following  mileage: — 

Boston  and  Maine  Railroad 74.26  mile5 

Blanches  (Methuen  and  Medford,  Great 
Falls) 8.79      " 

Total  road  owned  by  company....  t3.05      *' 

Danvers  Railroad 9  20      '* 

Newburyport  railroad... 26.00      ** 

Total  road  operated 1 18.25      " 

The  equipment  consists  of  32  locomotive 
engines,  54  passenger  cars,  19  baggage  cars 
and  587  freight  cars  of  various  descriptions. 

The  following  accounts  of  the  road  and  its 
connections  are  from  the  President's  Keport. 
The  very  interesting  and  important  facts  set 
forth  therein  are  worthy  of  attentive  perusal 
by  all  having  the  direction  of  railroad  pro- 
perty. 

"It  is  now  twenty-four  years  since  the  first 
section  of  this  road  was  opened,  from  its  con- 
nection with  the  Lowell  Road  at  Wilmington, 
to  Andover.  Twenty  years  have  elapsed  since 
it  was  put  into  operation  as  far  as  Kxeter,  N. 
H.,  and  fifteen  years  since  the  cars  were  placed 
upon  the  Extension  road  terminating  at  Hay- 
market  Square  in  Boston.  Almost  all  of  the 
iron,  with  the  exception  of  some  portions  of 
the  track  in  New  Hampshire,  which  was  origi- 
nally laid,  has  been  replaced  by  new  rails.  A 
very  large  proportion  of  it  more  than  once. 
The  wooden  cross  ties  or  sleepers  have  been 
renewed,  perhaps  twice  upon  an  average. 
The  structures  over  Charles,  Miller  and  Mys- 
tic rivers  have  been  almost  entirely  rebuilt. 
1  he  most  expensive  drawbridges  have  been 
replaced  by  others  on  an  improved  principle. 
The  principal  wooden  bridges  have  been  tho- 


roughly repaired,  strengthened,  or  re-construct- 
ed. The  road-bed  has  been  kept  up,  and  is  in 
a  better  condition  than  ever.  The  masonry 
has  been  renewed  wholly  or  partially  as  the 
case  required.  The  fences  have  been  thorough- 
ly repaired,  and  new  fences  have  been  recent- 
ly erected  where  necessary,  so  that  the  road  is, 
in  this  respect,  as  well  guarded  from  the  tres- 
passes of  cattle  as  can  reasonably  be  expect- 
ed. The  road  now  is  in  such  a  condition  that, 
for  a  period  of  five  or  ten  years  to  come,  it 
will  not  require  any  more  repairs,  probably 
less,  than  for  a  like  period  of  time  recently 
expired.  The  same  remarks  will  hold  good  in 
reference  to  the  rolling  stock,  machinery  and 
fixtures  of  the  road. 

These  suggestions  are  intended  to  apply, 
particularly,  to  the  Boston  and  Maine  road, 
and  not  to  the  Newburyport  and  Danvers 
roads.  There  the  construction  is  much  more 
recent.  The  iron  is  not  sufficiently  worn  to 
require  much  renewal.  Many  of  the  old 
sleepers  have  been  replaced  with  new,  and 
many  more  are  in  the  process  of  being  laid 
down.  After  some  expenaitures  in  grading 
up  the  road-bed,  repairing  and  building  fences, 
renewing  the  masonry  and  replacing  a  small 
quantity  of  the  iron,  that  road  will  require  no 
more  outlay  than  is  usual  for  a  road  of  simi 
lar  amount  of  business.  Indeed,  whether  we 
regard  the  nature  of  the  soil,  the  surface  of 
the  country  traversed,  or  the  very  small  amount 
of  bridging,  the  Newburyport  and  Danvers  may 
be  considered,  in  their  physical  aspects,  as  a 
favorable  line  of  road. 

These  remarks  are  made  to  show  the  perma- 
nent character  and  value  of  your  investment. 
If,  since  the  road  had  been  in  operation,  its  su- 
perstructure, rolling  stock,  etc.,  have  been 
substantially  changed  and  renewed,  and  if,  for 
a  series  of  years  in  the  future,  it  can  be  kept 
up  to  its  present  state  of  efficiency  with  the 
same  expense  as  in  years  past,  you  certainly 
have  one  of  the  most  important  elements  of 
the  data  necessary  to  form  an  opinion  upon 
this  interesting  subject. 

The  prospect  of  a  continuance  of  an  equal 
or  greater  amount  of  traffic  along  the  line  of 
the  road — its  relation  with  connecting  roads — 
the  liability  of  being  intefered  with  by  compe- 
tition from  other  roads,  constructed  or  to  be 
constructed,  are  other  elements  of  weighty 
consideration  in  estimating  the  value  of  cor- 
porate property. 

In  order  to  show  the  magnitude  and  pro- 
gressive character  of  this  corporation,  it  may 
be  stated  that  for  10  years  immediately  prece- 
ding June  1,  1860,  the  gross  amount  of  reve- 
nue was  the  sum  of  $8,007,081  45,  $800,708- 
14  per  annum  on  the  average. 
The  amount  received  during  the  first 

five  years  of  this  term  was $3,705,015  81 

The  amount  received  during  the  se- 
cond live  years  was 4,302,065  64 

The  average  amount  received  annual- 
ly during  the  Brst  term  was 741,003  16 

The  average  amount  received  annu- 
ally during  the  second  tsrm  was...        860,413  12 

The  average  annual  excess  of  the  2d 
terms  was $119,409  96 

It  will  be  observed,  also,  that  the  whole  ef- 
fect of  the  financial  shock  of  1857  was  visited 
upon  the  latter  five  years  of  that  period.  No 
such  general  prostration  of  business  occurred 
during  the  first  five  years. 

This  exhibition  of  the  progressive  character 
of  this  road  speaks  well  for  its  future  destiny. 
We  know  of  no  reason  why  the  receipts  may 
not  continue  to  increase.  True,  the  increment 
may  not  be  as  great,  but  it  will,  in  all  proba- 
bility, be  regular  and  permanent." 

CONNECTING   ROADS. 

The  report  devotes  considerable  space  to 
the   connecting   roads.     In  reference   to  the 
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Manchester  and  Lawrence,  the  directors  re- 
commend a  modification  of  the  contract  with 
the  contract  with  that  company,  which  will  ex- 
pire December  31,  1361,  as  its  terms  are  un- 
favorable to  the  interest  of  their  own.  A  set- 
tlement has  been  finally  made  with  the  Dan- 
vers  Company,  by  the  payment  of  $25,000  in 
addition  of  $125,000,  the  original  amount 
guarantied  for  the  lease  of  that  road  for  100 
years.  The  whole  amount,  $150,000,  will  be 
due  from  the  Danvers  Company  at  the  expira- 
tion of  the  lease.  Of  the  obligations  guaran- 
tied, the  Boston  and  Maine  Company  have 
purchased  and  own  $7 1,000.  Since  the  last 
annual  report,  this  company  have  leased  the 
Newburyport  railroad  for  a  period  of  100  years, 
for  the  sum  of  $300,000;  $75,000  of  which 
was  paid  in  liabilities  against  the  road,  and 
225,000  in  cash.  By  the  terms  of  the  lease, 
at  its  expiration,  the  total  sum  is  to  be  a  debt 
due  from  the  Newburyport  to  the  Boston  and 
Maine  Company.  By  these  contracts  the  lat- 
ter company  secures  the  control  of  36  miles  of 
road,  for  a  period  of  100  years,  by  a  total  in- 
Testment  of  $450,000.  The  Portland,  Saco 
and  Portsmouth,  dividends  on  the  share  capi- 
tal of  which,  at  the  rate  of  6  per  cent.,  have 
been  guaranteed  by  the  Boston  and  Maine,  in 
connection  with  the  Eastern,  has  always  gain 
ed  the  dividend  paid,  and  has  recently  paid  to 
the  Boston  and  Maine  $10,000,  from  surplus 
earnings.  The  Maine  extension  has  always 
been  a  successful  and  profitable  work. 

The  results  of  the  past  prosperity  of  the 
road,  so  far  as  it  has  reached  the  stockholders, 
is  shown  in  the  unbroken  succession  of  divi- 
dends paid  since  the  completion  of  the  line  in 
1838.  These  are  44  in  numbar  and  have  been 
paid  as  follows: 

No.  1.  October  1838 3  per  cent. 

2,  April,  i ran a      « 

3,  Deceinher.  1839 4  " 

4,  Apiil,  1840 2  " 

5,  Julv,  1*40 H  " 

C,  Januarv,  1841 3  " 

7,July,  1841 2J  l; 

8, January,  1842 3>£  ■< 

9,  July,  1S42 3  " 

30.Jai.uary.  1H43 3  " 

11,  July,  1843 3  '• 

12  January,  1844 3  « 

13,  July,  1844 3  " 

14,  January,  1845 H  " 

15,  July.  1845 3>J  " 

16,  January,  1846 SJ  " 

17,  Julv,  1846 :>i  '• 

18,  January,  1847 34  •' 

1U,  July,  184  4  •' 

SO,  January,  1848 5  " 

21,  July,  1848 44  " 

22, January,   1849 4  " 

23,<  January;  1850 54  " 

24,  July,  185(1 3  li 

25,  Janua-ry,  1851 2  " 

26,  July.  1851 34  ■• 

27, January,  1852 34  " 

£8.  July,  1852 34  " 

29, Januarv,  1853 34  " 

311,  July,  1851 4  " 

31   January,    1854 4  " 

32,  Julv,  1854 4  " 

33,  January.  1855 4  " 

34,  July,  1855 3 

35,January,  1856 3  " 

36,July.l856 3  " 

37,  Jaouary,1857 3  •' 

38.  July,  1857 3  " 

39   January,  1858..... 3  " 

41),  July,  1858 3  " 

41,  January.  1859 3>j  " 

42,  July,  1859 4  " 

43,  January,   I860 4  " 

44,July,  1810 ,. 4  " 

GENERAL   STATEMENT   MAY   31,    1860. 

RESOURCES. 

Dr. 
Cost  of  road  viz : — 

Graduation  and  Masonry $882,067  40 

Wooden  Bridges 371.468  55 

Superstructure  including  iron 984,523  89 

Stations,  buildings,  fixtures,  etc 520,722  78 

Land,  land  damages 815,537  Sio 

Kngineering  and  oilier  expenses 272,388  94 

83,816,708  85 
Cost  of  equipment,  viz  : — 

Locomotives ,$191,018  00 


Passenger   and  baggage- 
cars 80.318  00 

Merchandise  cars 145,897  00 

417.233  00 

Property  accounts 77,502  76 

Cash S7  643  98 

Notes 62  000  00 

Open  accounts _ 45.970  71 

115,614  69 

Stock  B  &M.  Co.,  five  hun- 
dred shares $50,0110  00 

Bonds  Danyers  Co 71,000  00 

Land  damage  (Danyers  Co.) 

account 758  08 

Danvers  Co.,  as  per  agree- 
ment   25,000  CO 


166,758  08 
5.349  42 


Suspense  account 

Newburyport  P.. R,  as  per  agreement. ..  300,000  00 

Total 84,029,166  80 


LIABILITIES. 


Cr. 


Share  capital 84,066.974  53 

Sundries  account 51,947  14 

Deposit  oo    account  of  Newburyport 

bonds       3,900  00 

Amount  payable  on  account  of  New- 
buryport bonds 9.400  00 

Notes  payable  on  accountof  Newbury- 
port Railroad 121,650  00 

Dividerd  payable  July  1st,  1860 166,228   06 

General  reserve  being  undivided  earn- 
ings          499,117  14 

Total S4,92!U(J6  80 

The  officers  of  the  Company  for  1860-'61, 
were:  President,  Francis  Cogswell,  Andover, 
Mass.  Directors,  James  H.  Duncan,  George 
W.  Kittredge,  Daniel  M.  Christie,  Peter  T. 
Homer,  Irae  M  Spelman,  Henry  SaltonstalL 
Superintendent,  Wm.  Merritt,  Boston.  C.erk, 
James  C.  Merrill,  Boston. — American  Railroad 
Journal. 


CATTAN00GA  AS  A  E.R.  CEUTEE. 

Chattanooga  lies  within  a  few  miles  of  the 
southern  boundary  of  Tennessee,  and  nearly 
in  the  south-east  corner  of  that  state — being 
in  close  proximity  to  the  boundaries  of  the 
states  of  Alabama,  Georgia  and  North  Caroli- 
na, and  distant  about  sixty  miles  from  the 
Northwest  corner  of  South  Carolina. 

Leaving  Chattanooga  for  the  east,  we  tra- 
verse the  following  magnificent  systems  of 
railway:  The  East  Tennessee  and  Georgia, 
from  Chattanooga  to  Knoxville,  110  miles; 
East  Tennessee  and  Virginia,  from  Knoxville 
to  Bristol,  130  miles;  Virginia  and  Tennessee, 
from  Bristol  to  Lynchburg,  204  miles;  from 
whence  there  is  railroad  connection  to  Rich- 
mond, 158  miles,  and  by  a  finished  network  of 
railroads  with  the  whole  of  Eastern  Virginia. 

Turning  westward  from  Chattanooga  by  the 
Nashville  and  Chattanooga  Railroad,  37  miles, 
to  Stevenson,  near  the  boundary  line  between 
Tennessee  and  Alabama,  we  take  the  Memphis 
and  Charleston  Railroad,  from  Stevenson  to 
Memphis,  272  miles,  crossing  the  Mississippi 
Central  at  Grand  Junction,  257  miles  from 
Chattanooga;  thence  via  the  latter  road  to 
Canton,  189  miles;  thence  via  the  New  Or- 
leans, Jackson  and  Great  Western  206  miles, 
to  New  Orleans. 

From  New  Orleans,  the  Opelousas  and 
Great  Western  Railroad  is  in  operation  80 
miles,  connecting  at  Brashier  with  a  daily  line 
of  packets  for  Galveston,  Texas,  and  will 
shortly  meet  the  Texas  and  New  Orleans  Rail- 
road from  Houston,  and  thence  with  the  rail- 
road system  of  the  Lone  Star  State. 

Once  more  returning  to  Chattanooga  we 
start  due  south  via  the  Western  and  Atlantic 
Railroad  to  Atlanta,  Georgia,  the  Gate  City  of 
the  South,  13S  miles.  Thence  again  looking 
eastward  we  traverse  the  Georgia  Railway  171 
miles  to  Augusta;  crossing  the  Savannah  river 
we  enter  the  Palmetto  state  and  take  the  South 
Carolina  Railroad  for   Charleston,  137   miles 


from  Augusta  At  Charleston  the  Southeast- 
ern Railroad  reaches  northwardly  102  miles  to 
Florence,  where  it  intersects  the  Wilmington 
and  Manchester  Railroad,  traversing  170  miles 
from  Kingsville  to  Wilmington,  and  at  the  lat- 
ter point,  connecting  with  the  Weldon  Railroad . 
and  through  it  with  the  whole  Atlantic  sys- 
tem. 

Retracing  our  steps  to  Branchville  on  the 
South  Carolina  Railroad,  70  miles  from  Augus- 
ta, we  take  the  Columbia  Branch  of  that  road 
to  Columbia,  63  miles,  the  point  of  junction 
with  the  Greenville  and  Columbia  Railroad; 
143  miles  thence  to  Greenville  with  two  branch- 
es of  10  and  12  miles  respectively.  At  Alston, 
25  miles  frcm  Columbia  receiving  the  Spartans- 
burg  Railroad,  completed  to  L'nionsville,  40 
miles  from  that  point.  Again  starting  from 
Columbia,  the  Charlotte  and  South  Carolina 
Railroad  takes  us  northward  109  miles  to  Char- 
lotte in  North  Carolina;  thence  by  the  North 
Carolina  Railroad  to  Goldsborough,  223  miles, 
where  it  intersects  with  the  Wilmington  and 
Weldon  Railroad,  and  thence  with  the  Atlatic 
system  as  before.  At  Salisbury  the  North 
Carolina  receives  the  Western  Railroad,  now 
running  to  Morgansville  81  miles,  and  in  pro- 
gress towards  Asheville,  at  the  foot  of  the  Al- 
leghany Range. 

Returning  to  Atlanta  another  chain  of  Rail- 
ways composed  of  the  Macon  and  Western, 
and  the  Central  Georgia  reaches  to  Savannah, 
293  miles,  receiving  on  the  way  the  North- 
western and  the  Muscage  R.R.,and  its  Amer- 
ican Branch,  175  miles — and  connecting  at 
Savannah  with  the  Savanah  and  Gulf  R.  R. — 
finished  to  Valadosta,  156  miles.  Once  more 
starting  from  Atlanta,  we  take  the  Atlanta  and 
LaGrange  Railroad.,  to  West  Point,  ?7  miles; 
thence  via  the  Montgomery  and  West  Point 
Railroad,  to  Montgomery  Alabama,  88  miles; 
thence  via  the  Alabama  and  Florida  Railroad, 
now  completed  to  Boiling,  52  miles,  leaving  a 
short  gap  of  about  30  miles  between  Boiling 
and  the  Florida  State  line  to  reach  Pensacola. 
At  Opelika  the  Montgomery  and  West  Point 
Railway  connects  with  the  Columbus  Branch 
and  Mobile  and  Girard  Railroad,  to  Union 
Springs  90  miles. 

At  Montgomery,  steamboats  via  Alabama 
River,  make  a  regular  connection  with  Mobile 
and  New  Orleans. 

Of  Railways  partly  completed,  and  progress- 
ing to  a  speedy  connection  with  the  system  al- 
ready described,  we  mention  the  Alabama  and 
Tennessee  River  Railroad,  from  Salem  to  Tal- 
ladaga,  110  miles — the  Southern  Division  of 
the  Mobile  and  Ohio  Railroad,  from  Mobile  to 
Okobona,  261  miles. 


Safety  in  Mining — An  Effective  Safety- 
Lamp. — We  have  on  several  previous  occasions 
alluded  to  a  very  effective  lamp  invented  by 
Mr.  Mozard,  the  recommendation  being  that  it 
is  of  great  illuminating  power,  and  cannot 
possibly  be  opened  by  the  workman  without 
extinguishing  the  light.  The  sample  lamp 
which  has  been  in  our  office  for  the  inspection 
of  those  interested  for  the  past  three  years 
having  been  recently  examined  and  much  ap- 
proved by  the  nowly  appointed  Government 
Inspector  of  Coal  Mines,  and  by  the  several 
member  of  the  operative  coal  miners'  deputa- 
tion at  present  in  London  upon  business  con- 
nected with  the  Mines  Inspection  bill,  the  re- 
publication of  some  particulars  concerning 
this  and  similar  lamps  will  not  be  uninterest- 
ing. There  are  other  lamps — Dubrulle's  Mu- 
nier's,  &c, — which  claim  to  effect  the  same 
object;  but  as  we  have  not  examined  them 
nor  heard  that  they  have  been  equally  ap- 
proved, we  shall  confine   our  remarks  to  that 
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in  our  possession,  which  as  the  owner  of  the 
patent  is  not  to  be  found,  and  the  £50  patent 
fee  will  be  shortly  due,  is  likely  to  become  pub- 
lic property. 

In  the  original  patent,  several  modifications 
of  the  invention  were  claimed,  but  the  same 
principle  is  involved  in  all;  the  top  cannot  be 
unscrewed  until  a  bolt  in  the  interior  of  the 
lamp  is  withdrawn,  and  the  only  instrument 
capable  of  withdrawing  the  bolt  is  the  rod  up- 
on which  the  wheel  for  raising  the  wick  in  the 
tube  is  placed.  The  lamp  in  appearance  is 
like  the  Mueseler,  but  has  a  solid  iron  chimney 
in  the  gauze  top,  so  that  it  is  impossible  either 
to  remove  the  top  or  to  draw  the  flame  through 
the  gauze.  The  glass  is  about  three  inches 
diameter,  and  J-  inch  thick,  and  the  supports 
which  carry  the  upper  part  of  the  lamp  would 
prevent  the  glass  being  broken  unless  wilfully. 
The  double  plate  above  the  gauze,  as  in  the 
Mueseler,  keeps  the  band  ring  cool.  The  gen- 
eral opinion  of  those  accustomed  to  to  the  use 
of  safety-lamps  appears  to  be  that  the  Mozard 
lamp  is  one  of  the  best  extant,  and  that  the 
weight  although  a  trifle  over  that  of  the  ordi- 
nary Davy  lamp  would  be  no  material  obstacle 
to  its  introduction. 

The  body  of  the  lamp  is  provided  with  a 
mail  screw,  and  the  frame  supporting  the  up 
per  portion  or  top  has  a  corresponding  female 
screw.  This  frame  has  a  cavity  to  receive  a 
bolt,  which  is  forced  into  it  by  a  spring, 
and  the  top  of  the  bolt  having  an  inclined  sur- 
face, it  follows  that  when  the  lamp  is  lighted 
the  top  can  be  screwed  on,  but  cannot  return 
unless  the  bolt  be  lowered.  The  axis  which 
carries  the  wheel  for  raising  the  wick  has  a 
projection  which,  upon  the  wick  being  lower- 
ed as  far  as  possible,  depresses  the  bolt;  this 
lowering  of  the  bolt  cannot,  however,  take 
place  until  the  wick  is  completely  within  the 
tube  and  extinguished.  The  lowering  of  the 
bolt  whilst  the  wick  is  alight  is  effectually  pre- 
vented by  providing  that  the  wheel  for  raising 
the  wick  cannot  make  more  than  seven-eighths 
of  a  revolution.  This,  if  such  a  wheel  be  one 
inch  diameter,  will  allow  two  and  a  half  inch 
of  wick  to  be  burned  before  trimming  the  lamp, 
and  is  calculated  to  burn  continuously  for 
eighteen  hours.  These  directions  will  we 
think,  suffice  for  the  guidance  of  any  lamp 
maker,  and  as  it  is  said  a  lamp  of  this  descrip- 
tion can  be  made  and  sold  as  cheaply  as  the 
ordinary  Davy  (7s.  6d.  or  8s.)  there  would  ap- 
pear to  he  nothing  to  prevent  its  general  in* 
traduction. — London  Mining  Journal.  \A/ 


TWENTY-ONE  YEARS  RETROSPECT 
OF  THE  RAILWAY  SYSTEM. 

The  greatest  speed  of  Trevithick's  engine 
was  five  miles  an  hour.  The  ordinary  speed 
of  George  Stephenson's  Killingsworth  engine, 
in  1814,  was  four  miles  an  hour.  In  1825,  Mr. 
Wood,  in  his  book  on  railways,  takes  the  stand- 
ard at  six  miles  an  hour,  drawing  forty  tons 
on  a  level;  and  so  confident  was  he  that  he 
had  gauged  the  power  of  the  locomotive,  that 
he  thinks  it  right  to  say,  "that  nothing  could 
do  more  harm  towards  the  adoption  of  rail- 
ways than  the  promulgation  of  such  nonsense, 
as  that  we  shall  see  locomotive  engines  travel- 
ing at  the  rate  of  12,  16,  18  and  20  miles  an 
hour."  The  promulgator  of  such  nonsense 
was  George  Stephenson.  In  1829,  it  was  esti- 
mated that  at  15  miles  an  hour  the  gross  load 
was  nine  tons  and  a  half,  and  the  net  load  very 
lilllp,  and  that,  therefore,  highspeed,  if  attain- 
able, was  practically  useless.  Before  the  end 
of  that  year,  George  Stephenson  got  with  the 
Rocket  a  speed  of  29J  miles   per  hour,  carry- 


ing a  net  load  of  9}  tons.     In  1831  his  engines 
were   able  to   draw  90   tons  on   a  level  at   20 
miles  an  hour.     When   the  speed  of  the  loco- 
motive was  set  beyond  question,  prejudice  then 
took  alarm  about  the  safety,  and  a  very  strong 
stand   has  from   time  to  time   been  made   for 
limitation   of  speed.     Within   the   last  seven 
years  the  London  and   Birmingham  directors 
considered  20  miles  an  hour  was  enough.     We 
recollect  the    simple  unbelief,  when  it  was  an- 
nounced that  Brunei  had  run  a  locomotive  at 
the  rate  of  a  mile  a  minute,  and  when  at  length 
it  was  known  to  be  true,  it  was  said  that  it  was 
not  safe,  and  would  never   do,  and  yet  it   has 
since  then  been  made  a  working  speed.     Thir- 
ty miles  an  hour  was  thought  progress — an  ex- 
press at   35  miles    an    hour    seemed    to    have 
reached  the  furthest  limits,  but,  in  1846,  Bru- 
nei succeeded  in  working  the  express  to  Bris- 
tol in  two  hours  and  a  half,  and  Exeter  in  four 
hours.     Trevithick's  greatest  net  load  was  ten 
tons,  that  of  Stephenson's  first  engine  30  tons. 
In  1825,  the  net  load  was  forty  tons,  in    1831, 
ninety  tons,  now    1,200  tons.     These   greater 
effects  of  the  locomotive  has  been  caused   by 
an  increase   in  the  size   of  the   parts,  and   a 
greater  effective  power.     Trevithick's  cylinder 
was  8  inches  in  diameter,  and  he  had  only  one 
cylinder.     Brunton's   cylinder  was   six  inches 
in   diameter.     Stephenson's   first    locomotive 
had  two  cylinders,  each  of  eight  inches  diam-  i 
eter.     In  1829,  the  Rocket  had  two  cylinders,  | 
each  of  one  inch  diameter.     The  Sans  Pareil  ' 
had  two  cylinders,  each  of  seven  inches  in  di-  ] 
ameter;  in  1831,  the  cylinders  were  enlarged  | 
to  ten  inches  and  twelve  inches  diameter.     In  I 
1832,  the  Samson,  a  powerful  engine,  had  cyl- 
inders  of  fourteen   inches   diameter.      Since 
then  cylinders   have  been  increased   to  fifteen 
and  eighteen  inches  diameter,  as  in  the  Great 
Western  locomotive.     The  immense  increase 
of  power  may  be  inferred  from  these  measure- 
ments.    In  1829,  the  heating  surface  was  about 
100  square  feet.     It  was  soon  increased  to  200, 
and  then    300  square   feet,  afterwards   to  400, 
500,  800  and  1000  square  feet.     The   fire-box 
surface  in  the   Rocket  was  20   square  feet,  in 
the  broad  gauge  engines  it  has  been  increased 
to  above  100  square  feet 

The  weights  of  the  engines  have  necessarily 
increased.  Brunton's  leg  locomotive,  in  1813, 
weighed  2J  tons.  In  1825,  engines  weighed  5 
tor.s,  but  some  with  the  tender  weighed  10 
tons.  In  1829,  the  Rocket  weighed  4J- tons, 
the  tender  weighed  3  tons  4  cwt.,  the  total  be- 
ing under  7£  tons.  The  weight  of  engines  has 
been  increased  to  8,  10  and  12  tons,  and  so  up  to 
the  Leviathan  engine  of  29  tons  on  the  Great 
Western.  The  rail  has  become  heavier  with 
the  weights  of  the  engines.  On  the  Stockton 
and  Darlington,  1821,  they  were  not  more  than 
28  pounds  to  the  yard.  On  the  Liverpool  and 
Manchester,  in  1829,  they  were  laid  down  at 
35  pounds  to  the  yard.  They  were  successive- 
ly incresed  to  50  pounds  and  65  pounds.  The 
London  and  Birmingham  was  originallyintend- 
ed  for  rails  of  64  pounds  to  the  yard;  but  on 
Mr.  Barlow's  report  they  were  increased  to  75 
pounds;  since  then  rails  of  85  pounds  to  the 
yard  have  been  laid  down  on  some  lines.  On 
the  other  hand  the  consumption  of  fuel  has 
diminished.  Before  1829  the  consumption  of 
fuel  was  about  5  pounds  to  carry  one  ton  a 
mile;  in  that  year  George  Stephenson  reduced 
it  to  2  41  pounds  of  coke.  It  would  scarcely 
be  credited,  that  it  can  now  be  brought  to  less 
than  a  quarter  of  a  pound  per  ton  per  mile. 
The  gradients  overcame  have  been  steeper. 
Less  than  ten  years  ago,  a  gradient  of  one  in 
one  hundred  and  fifty  was  considered  as  im- 
passible, except  by  means  of  a  stationary  en- 
i  gine.     A  gradient  of  one   in  thirty-seven  can 


now  he  managed  with  the  locomotive.  The 
rates  for  goods  have  in  many  cases  been  re- 
duced one  half,  in  some  cases  even  to  a  great- 
er extent;  while  there  is  a  tendency  in  the 
progress  of  the  railway  system  to  a  greater  re- 
duction. To  show,  in  a  clearer  light,  the  dif- 
ference between  railways  and  locomotives  in 
1804,  1822,  and  1846,  we  have  drawn  up  the 
following  comparisons: 

1804,  weight  rails,  28  pounds;  weight  engine,     —  tons 
1829,  "  35        "  "  4J     ■ 

1846,  "  85        "  "  29    " 

MILES.  MILES. 

1P04,  highest  speed,  5  per  hour;  working  speed  2$ 
JH29,  "  294        '•  •'  10 

I84IJ,  "  75  '•  "  55 

INCHES.  TON'S. 

1^04,  diameter  of  cylinder  8  greatest  net  load,        9 
1(29,  "  8  "  40 

1846,  "  18  "  1200 

1820,  fire-box  surface,  20  sq  ft;  heating  surface   117 
1848,  "  108     "  "  1000 


-American  Railway  Review. 


MONETARY  AND  COMMERCIAL. 


There  has  been  a  fair  business  done  in  banking  matters 
during  the  past  week  with  a  somewhat  increasing  supply  of 
currency.  The  presence  of  a  large  body  of  strangers  in  our 
city,  attending  the  U.  S.  Fair,  necessarily  swells  the  daily 
deposits  of  both  retail  and  wholesale  dealers,  and  money 
matters  are  consequently  more  easy.  Rates  are  as  before 
quoted,  10®12  to  customers,  while  outside  rates  vary  with 
circumstances. 

Exchange  is  firm  and  in  good  demand,  requiring  som0 
assorting  to  keep  up  the  supply.    Quotations  however  hav 
not  altered. 

Buying.  Selling. 

New  York  Sight t  prem  |@i    prem 

Philadelphia J  prem  i&h    prem 

Boston I  Pr™  J®«     Pr™ 

Baltimore z  prem  j@4    prem 

New  Orleans  4  prem              par 

AmericanGold 1-5  preui           4  prem 

COURSE  OF   THE  STOCK    EXCHANGE  FOR   THE    PAST 

WEEK. 

New  Loan  of  the  United  States 10rt|®103 

New  York  Central 86@88$ 

New  York  and  Erie 29}@334 

Reading iVi'i®.'"'i. 

Rocli  Island 79^@(8}@82;@Hlf 

Michigan  Gueranteed 48  H®1*"  i@-»  >£ 

Michigan  Southern 83@SS  'i  @-'4 

Michigan  Central 72J@71  >^2<S.l} 

Toledo ••• 4li@48;i 

Galena 79i@7!i@S  ®"9J 

Illinois  Central 8  i@B95c»«9 

Panama 126«@126 

Pacific  Mail 84}®«l»®83 

Missouris 81j@H0J®8] 

Virginias 9li®92 

Tennessees 9I@00i®91 

Illinois  Central  Bonds 97@ll9 

Hudson  Ri  ver 59±@ri2i 

Harlem  Preferred 4?>»  @49J 

Delaware  and  Hudson 94®9li 

Burlington  and  Quincy 89i@92  >£ 

RAILWAY   TRAFFIC  FOR   AUGUST. 

Aug.  1860.         Aug.  1859 

New  York  Central ,$639,125  S5!>1.919 

New  York  and  Erie 477.642  J;°'^T 

Baltimore  and  Ohio 45l,:i97  V*'™* 

Illinois  Central 24»,83:)  181,474 

Michigan  Central  193.539  loO.Jbb 

Pacific  of  Missouri 50,446  ,*='43* 

New  York  and  Harlem 104,118  ™!''™7 

Pittsburg,  Fort  Wayne  and  Chicago  202,438  ^01,514 

Cincinnati,  Hamilton  and  Dayton..     51,103  ib/'-i 

Cleveland  and  Columbus 118,bo0  ,-'„-„ 

Michigan  Southern 1' 2,064  ]?J •?;'.' 

Chicago  and  North-West... 49.142  28,Dl4 

Chicago,  Alton  and  St.  Louis JOI.bbl  II'£.~ 

New  York  and  New  Haven 91)007  fcO,/U8 

Buffalo  and  Corning 311*0.  ,„,,0,il 

Chicago  and  Burlington 23"  US}  31199 

Galena  and  Chicago 162,091  13?!9 

Chicago  and  Rock  Island 133.451)  84,14b 

Hudson  River I '9,219  155,163 

Wabash  Valley 123,1100  /2,582 

Cleveland  and  Toledo 65,910  S^.o'O 

Total  on  twenty-one  L,ines..  $3,914,516         33,173,6,41 
Average  Increase.. .:...  ■••■■■  ■•••  ■  ■■■•••  ••■•"*  P«  sent. 
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Cincinnati  Stock  Mahket. — Sales  of  Stnckn  and  Bonds 

have  been  ninde  during  the  past  week  in  this  city  at  the  fol- 
lowing rates: 

bonds. 
Little  Miami  R.  R.  1st.  Mortgage  Bond?,  6  per 
cent., 87 

Covington  and  Lexington  H.  R.  Co.  FirstMort- 
gage  Bonds,  11  per  cent 75 

Covington   &.  Lexington    R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent . .  75 

In.linnapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 80 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 
Mortgage,  7  per  cent-  Bonds 98 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mori  gage  Bonds.  7  per  cent 87K 

Ohio  and  3Iississippi  Railroed,  Construction 
Bonds,  7  per  cent 20 

Indiana  Central  R.  R.  Co.,   Second    Mortgage 
Bonds.  ]"  pei'  cent 80 

Dayton  &  Michigan  R.  R.  Co.,  endorsed  Mort- 
gage 81,7  per  cent 85 

City   of  Cincinnati,  Municipal  Bonds,  0  per 
cent 9G@08 

City  of  Cincinnati,  Railroad  Bonds,  C  per  cent.  84@85 

BTOCKS. 

Cincinnati,  Hamilton  it  Dayton  R.  R 76% 

Little  Miami  K.  R Kj 

Columbus  &  Xenia  R.  R ...   87 

Indianapolis  it  Cincinnati  R.R...   .. 48 

Ohio  &  Mississippi  R  R U 

Farmer's  Bank  of  Kentucky, 1C7 

Northern  Bauk  of  Kentucky 130 

Ohio  Life  Insurance  &  Trust  Co.'s  Certificates.  15 
Ohio  &  Mississippi,  Trustees  Scrip 15 


Tennessee  Bonds  Advanced  to  Railroad 
Companies. — See  that  our  banking  friends  out 
West  are  preparing  to  add  three  or  four  mil- 
lions of  secured  currency  to  the  present  vol- 
ume, and  seeing  that  they  are  running  on 
Tennessee  bonds  as  the  security  for  such  in- 
crease, we  deem  it  advisable  to  know  positive- 
ly more  about  the  nature  and  extent  of  that 
class  of  security;  and  from  reliable  sources 
■we  can  now  state  the  following  facti: 

The  entire  railroad  schedule  of  Tennessee 
embraces  1,550  miles.  The  average  cost  per 
mile  is  $27,000.  The  State  takes  a  first  mort- 
gage on  the  road,  and  as  fast  as  it  is  ready  for 
the  iron  advances  $10,000  per  mile  in  bonds. 

1,200  miles  are  completed,  and  State  aid 
granted. 

280  miles  to  be  completed,  within  two  years. 

For  the  building  of  several  large  bridges, 
the  State  advances,  in  addition  to  the  $10,000 
per  mile,  a  stipulated  portion  of  tbe  cost  of 
such  structures  About  $500,000  will  cover 
this  advance,     The  debt  of  Tennessee  is  now, 

In  round  numbers $  13,500,000 

The  future  increase  will  be 2,500 .OtiO 

Total  when  the  roads  are  all  com- 
plete  516,000,000 

To  wit: — 

State  six  per  cent,  bonds 13,800,000 

State  endorsement  on  six  per  cent  rail- 
way bonds 2,200,000 

The  ways  and  means  for  building  the  roads 
are: 

State  aid  secured  by  first  mortgage 516,000,000 

Capita]  stock,  held  almost  entirely  in  the 
State 27,000,000 

Total  cost 843,000,01 0 

Each  road  is  bound  to  provide  the  interest 
on  its  amount  of  State  aid,  and  when  comple- 
ted, to  pay  into  the  sinking  fund,  2J  per  cent, 
per  annum  on  the  amount  of  State  aid. 

Two  of  the  roads  are  now  paying  dividends 
to  the  stockholders — one  6  and  one  8  per  cent. 
— and  are  also  paying  the  2J  per  cent,  to  the 
sinking  fund.  In  a  few  years  the  contribu- 
tions to  the  sinking  fund  will  be  $400,000  per 
annum.  This  will  be  used  in  purchasing  their 
own  bonds. 

It  is  alleged  and  we  believe  it,  that  there 
has  been  no  swindling  in  the  Tennessee  rail- 
roads; and  we  coincide  with  an  eminent  citi- 
zen of  that  State,  when  he  says:  "North  or 
South — union  or  disunion — Tennessee  bonds 
are  as  good  as  any  bonds  ever  made." — Tkomj)- 
soii  s  Meporter. 


BiSF°The  Railroad  convention  which  has 
been  in  session  at  the  St,  Nicholas  Hotel  New 
York  has  adjourned.  But  little  was  done  but 
to  re-affirm  the  Saratoga  compact  some  slight 
modifications  in  rates  were  made  but  no  ma- 
terial advance.  By  telegraph  we  get  the  fol- 
lowing: 

The  action  of  the  recent  Railroad  Conven- 
tion in  this  city  has  been  erroneously  stated. 
It  was  decided  to  give  each  of  the  four  lines 
from  Boston  westward  a  water  tariff  to  central 
points  in  the  west. 

The  rates  to  be  charged  over  the  routes  are 
to  be  15  cents  on  1st  class,  11  on  2d  class,  7 
on  3d  and  5  on  4th  class  freights  more  than 
from  New  York  to  leading  western  cities,  thus 
placing  New  York  nearer  the  Boston  rates 
than  previously. 

In  regard  to  the  petition  of  the  Western 
companies  for  the  privilege  of  controlling  the 
rates  for  eastern  bond  freight,  the  Convention 
adopted  a  resolution  recognizing  and  cordially 
approving  of  the  association  of  the  two  lines 
of  railroad  connecting  the  East  with  Cincin- 
nati and  Indianopolis,  and  agreeing  hereafter 
to  consult  the  head  of  the  association  in  ma- 
king any  changes  in  the  rates  of  eastern-bound 
traffic. 


PROPOSALS. 

Office  of  the  Mobile  and  Ohio  It.  It.  Co.) 
Mobile,  Sept.  8th.  1860.  ( 
"|")ItOP0SALS.    addressed    to  the    undersigned,  will   be 
J        received  until   the  20th   October  next,  for  furnishing 
First.  Class  Sleeping  Cars  for  the  Through   Trains  on    this 
Road. 

The  proposals  must  state  the  name  of  the  Patent  under 
which  the  cars  will  he  constructed,  the  time  they  can  be 
delivered,  and  the  price  at  which  the  Company  can  purchase 
them — including  the  patent  right  to  use  the  same — at  the 
expiration  of  one  or  two  years  after  date  of  deliver  on  the 
Koad. 

L.  J.FLEMING, 
Chief  Eng.  &  Gen1!  Supt. 
Sept.  20,  td. 

.^^sril  i^,  I860, 

Cincinnati,  Hamilton    and  Dayton 


SIX    DAILY    TRAINS 

LEAVE    TIIE    SIXTH    STREET    DEPOT 
(Sundays  Excepted). 


All 


Trains  run  by  Columbus  Time,  whioh  is  Sevkn 
Minutes  faster  than  Cincinnati  Time. 


THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 

6  A.  1W.— EXPRESS  TRAIN— For  Hamilton, 
Richmond,  Indianapolis,  Logansport.  Day  ten,  Springfield, 
Urbana  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

5  A.  M.-ACCOi^MODATSON  TRAIN— 
ForHaamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.— COJLUMBllS  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  NewYork,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2.30  I*.  TJE.  TRAIN— For  Dayton,  Springfield,  Ur- 
bana and  Bellefontaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield,  Urbana  and  Sandusky.  For  Troy,  Piqua.  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

7T~pFor  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:— No.  IfiO  Walnut  street,  between 
Fourth  and  Firth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  aud  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

D.  McLAREN,  Superintendent. 


PR0SSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUEUIAR  BOILER  MAKERS 

— a:;d — 

ENGINEERS' TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  fcc.,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 

PARIS'S  PATENT  GLASS  ENAMELED  IRON  TUBES, 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED    STEEL   TL'BES. 

THOS.  PROSSER  &  SON, 

28  Piatt  Street,  New  York. 

LITTLE    MIAMI 

AMD 

COLUMBUS  AND  XENIA 
CINCINNATI,  HAMILTON  &  BAYTON 


RAILROAOS. 


On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows  : 

G:i'U  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond  Indianapolis, 
Logansport.  Dnyton,  Green vilie,  Union  &c. 

7::iil  A.  M.  Express. — From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  Via 
Columbus,  Beilair  and  Benwood;  and  via  Columbus.  Bel  air 
and  Piitsbnrgh;  also  for  SpriDgfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accnmmo  iation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford-  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Beilair  and  Benwood:  via  Col- 
umbus, Beilair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P  M.  Express-From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  Belle- 
font-»ine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
llton  for  Oxford,  &c 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Spring-field. 

6:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima.  Fort  Wayne  and 
Chicago;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da; connects  vii  Hamilton. for  Richmond   Lo£ransport.  etc 

11:00  P.M.  Express.— From  Little  Miami  Depot — Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh ;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Beilair  and  Benwood,  and  via 
t.'olunibus,  Beilair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  in  formation  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Tine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  I  BurLet  House  ;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

T.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  st 
the  licketOflices. 
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W.  (I.  HYMBMAK'S 


Patent  Portable  Forge  and  J&eJJaws. 

THKSE  FORGES  are  superior  to  all  nthqut far  build 
era  of  railroads,  mines,  quarries,  gua*mitha,  Iock- 
smiths,  machine  shops,  boiler  makers,  a'aa  fitters  and 
mathematical  and  optical  instrument  makers.  They 
ars  the  only  forge  made  that  can  ne  used  without  filling 
the-  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
or^es  will  address  W.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHOBTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN^R  TRAINS 
Leave  Cincinnati  daily  from  the  footof  Will  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50    P.  M—  TERRK  HAUTE    AND  LAFAYETTE 

ACCOM  MOD  A  TIO  N.— Arrives  at  Indianapolis  at 
4:51)  P.  M. 

0.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

tTu3"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawreuceburg 


&  Indianapolis. 


03- FARE  THE  SAME  and  TIME  SHORTER  thaii  by 
any  other  route. 

Baggage  checked  through' 

thkoug"  TTCKETS. 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner.  North-west  comer  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

n.  C.  LORD,  PnEsmiNT. 

CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 

n  .a.  i  u  n  o  .a.  u  . 

Two  daily  trains,  at  6  A.  M  .and  G  P.  M.,from  Little  Mi 
nroi  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive 
4.4(1  1>.  M. 

Through  and  Local  Ti  Uetsf 
Offices  of  Little  Miami  K  ,  d. 
W 


(Cincinnati  at  8  A.M.  and 
sale  at  Depot 
OND 


Ticket 


eiyer 


EAILROAD  IRORT. 

THE  undersigned,  Agentsfor  the  Manufacturers,  are 
prepare!  i  contract  to  deliver  free  on  board,  at 
shippingrj«ruin  England, or  at  ports  of  dischaarge  in 
theUnitciiEa&s.Railsofsuperioi quality, and  of  weight 
ofpatterfi*    «may  oe  required. 

VOSE,  LIVINGSTON  &  CO. 
New  York,  Ap  3,1856.  9  South  Wlliam  Street. 

T.  F.  RANDOLPH  &  BRO. 
Mathematical    Instrument  Makers 

O.G7       est  Gtli  St.  l>et  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHI LADKPHI  A,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City. 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South- West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,New  York  and  Boston,  at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  largeamount  of  Douhleti-ank; 
its  fine  Hotels,  (under  the  surveillance  of  the  Company,) 
ensures  to  the  passenger. Speed.  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

1J~P  Ask  Tor  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P    SMITH.  Master  Vrivnsptntation,  B.  &  O.  R.  R. 

J.  H.  SULLIVAN.   Oen.  Wesl.  Ant.,  B.S;  O  R   R. 
L.  M.  COLB.  Clen.  Ticlr.t  .Hat'..   B.  Sr  0.  R.  R. 
H.  J.  .TEWETT.  PresH  O.  O.  R.  R. 
J.  W.  BROWN.  Oer    Tii-ktt.Jlgt.,  O.   0.  R.  R. 

a.    W.    MORRILL,,  G.    B.    BOWERS 

MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  iate  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  fui  nished  by  us  shall  he  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited  .with  the  assorance.tiiat 
no  pains  will  be  spared  to  £ivo  entire  satisfaction  in 
al    anee  q 

IRON  BOILER  FLUBS 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7 inches  outside  diameter,  cut  to  definite  length 
as  required . 
WKIHIGHTIROBI   WELDED  TUBES, 

From  %  to  5inchesbore,with  Screw  and  SocketCon- 

uectlons.    T's,  L's,  Stops,  Valves,  Flanges,  etc.,  etc 

Warehouse,  209  South  Third  St., 

PHILADELPHIA.  |>.ug 

Stephen  morris,  pjias.  wmcEbtl,  jr. 

TllOS.T.TASKER,  JR.,  a.  t.  M  Ti.rfK.KR. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T'     Hail 
\PATENTEDy  MOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  which  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  tor  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  maybe  of  such  form  as  tojfillup  the  recess  in 
tre  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  hetween  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  thecbair,  as  shown 
in  Fig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  protect 
laterally  bey  end  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeHanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  ara 
furnished  with  vertical  slnts  to  receive  keys,  which  art 
driven  through  them*  and  correspondingverticalslotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner",  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place* 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  therailSt 
and  secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding1 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Anothergreatadvantageis,  the  allowance  which  ismade 
Sor  expansion  and  contraction  between  the  tongues  and 
slot:  :n  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sentmorie  of  fastening  them — each  joint  actingin- 
dependent  of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  ono 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  of  ths 
joint,  which  roust  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  Tith  the  breaking  of  rails,  whee 
and  axles,  preventing  tha  loss   of  life  and  destruction 
property, and  saving  at  i^jist  fifty  percent,  on  the  wea 
the  rolling  stock  of  the  road. 

VT.  HARVEY,  Inventor  and  Patents 
41  Jefferson  btreet,  Albany, 
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GEO.  H.   KNIGHT    &    BROTHER 

Patent  Attorneys, 


IV.  E    Corner  Vino  &  4th. 


Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju  .24.  6m. 
it.  O.  LOBDELL.        H.  S.  M'COMBS.        D.  p.  BUSH. 

BliSH&LOBDELL, 

'Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  R.R.Cars&  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    K  THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR    WITHOUT    AXLES 

WHEELS  FITTED 

To    Hammered  or    Rolled    Axles, 

In  the  best  manner,  attheshortestnotice.andon    the 

Most  Reasonable  Terms. 


A  Book  for  Even  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  jStat.es  and  Counties  ;  A 
Complete  List  of  all  Distributing  Post- Offices;  Hates 
of  Foreign  and  Domestic  Letter  Postage  ;  Rates  of 
Printed  Matter^  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment y  t£c.,  (fee. 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

KEAD  THE  FOLLOWING  CERTIFICATE. 

U.S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1809.     \ 
This  work  has  been  carefully  compiled  and  corrected  liy 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnatiP-  0.,from  the  Records  in  this  Department,  and 
Wer  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of  the    Western,   North-Western,  and 
South-Western  States,  yet  published. 

MARLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  (&c.,for  P.  O.  Depart. 

The  book  makes  an  actavo  pamphlet  of  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  New  Offices,  Changes  ar.-d 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Court 
*es,  making  it  especially  valuable  to  business  men.  No 
similnr  arraugement  lias  been  published  since  I85ti.  Ttiere 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  T/ie  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

Jf '  r  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  Tvv.lve 
Copies  for  f2.H0 

Address.  C  S.  W1LL1IAMS 

194  Walnut  Street, 

Uu.tl  V  Pri*P9%ti,  Ohio. 


WILSON'S 


SEWING  MACHINES. 

WM.    SUMNER  &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 


Louisville,  Ky., 

Lafayette,  Ind., 

Indianapolis,  Ind., 


Columbus,  0., 
Dayton,  O., 

Zanesville,  O. 


We  offer  the  Wheeler  &.  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars* 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strensth  of  stitch,  being  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
dow  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on'the  sam  machine,  and  warrant  it  for  three 
years.  .  . 

]r^pSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fen12.  WM.  SUMNER  &  CO. 


WROUGHT   IRON 

ARCH  BRIDGES 

— AND-^ 

Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATEl)  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
natructions  for  applying  them.  Give  us  your  orders  at 
No.  6li  West  Third  Street,  Ciuciunati,  Ohio. 

Sot.  2.  MOSELBY  &.  CO. 

JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL  INSTRUMENT  MAKERS, 

S.W.COKNER  FIFTH  ANDRACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Earome- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Repairing  attended  to, 

H.  TWITCDELL,  JAMES  FOSTER,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wantiDg  to  pur- 
chase  Ag.4,m.6. 

"FREEDOM  iron  company,' 

MANUFACTCTERS  OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pomp  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  Sup't, 

This  Iron  is  all  made  from  beet  Juniata  cold-blast  char* 
coal  Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  iato  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to-finished  Iron 
is  conducted  at  our  own  Works  Jnne9. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


Leave  Albany 
Steamboat  Exp..  7  UU  a.  k. 

Mail O.nl)  a.  m. 

New  York  Exp.  .11.15  a.  m. 

Night  Exp 5.00  p.  ». 

Utica  Accom'n 

N.  Y.Mail 11.15p.m. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 

Mail 

ClevelaDd  Exp..  6.00  p.  M. 
Cincinnati  Exp.ll.l'Op.  X, 
UticaAccom'n.. 


Arr.  Buffalo.   Arr.  S.  Br. 

7  00  p.  M.      7  00  p.  M. 

12.50  a.m. 

9.00  P.  H 

4.UO  A.  H. 

6  "0  p.  m.    Ar.  V.  10.00  p.m 

in.0'  a.  m.  io.ooa,  m 

Leave  Bridge.    Ar.  AlbV 
5.15  a.  m. 
8.00  A.  M. 


9.00  p.  M. 
4.00  a.  K. 


3.30  p.  M. 
8.00  p.  a. 
S.30  p.  k 
4.4U  a.  u, 
8.30  a.  X, 
10.00  a.    j 


CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Lor omotiv 
equal  in  efficiency  and  durability  to  the  De%kEaste 
manufacture     Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  hear 
forgingandcastingdone  at  short  notice    Also,  bolts  fo 
bridge*  cu   withdispatch. 

MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  ot  Col.  JR.  W, 
ITIOKGAlV9  a  distinguished  graduate  ot  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Colleges; 
hut  more  extended  in   Mathematics,  Mechanics,   Ma 
chines, Construction,  Agriculturalt'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings.  and  Modern  Languages, accorapaniedbyd  aily  and 
regulated  exercise. 

Schools   of   Architecture,  Eugineering.  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means, and  object  ofProfes8ionalpreparation:  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, S103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  »  Military  Institute 
Franklin  Spriugs,K.y.  "or  theuudcrsigned. 

P.  DUDLEY". 
Prealdentofth  Boar 
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T.  WKIGHTSON.  i   Bd"°rs- 

CINCINNATI: 
Thursday  Morning,    Sept.  27,  1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE-No.  16V    Walnut    Street. 

SUBSCRIPTIONS— %%  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 

■  ADVERTISEMENTS. 
A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singleinsertion, $1  00 

"        "        per  month, 3  00 

"        "        six  months, 12  00 

*  '      **        per  annum, 20  00 

**    column,  single  insertion, 5  00 

"        *•        per  month, 10  00 

'*        "        six  months, 40  00 

*•        "        per  annum, 80  00 

*'    page,  single  inseition, 15  00 

"        \'.        permonth, 25  00 

"        •«         six  months, 110  00 

"       «       per  annum 200  00 

Cardsnotexceeding  four  lines,  $5,01)  per  annum. 

THE  LAW   OP  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
iiscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors. 

THE   COMMERCIAL  INTERESTS  OF 
CINCINNATI. 

The  ultimate  centers  of  all  our  great  rail- 
roads are  our  great  cities.  Hence,  there  is  a 
reciprocal  interest  between  both,  which  ren- 
ders the  discussion  of  topics  relating  to  either 
interesting  to  both.  Last  week  we  referred  to 
the  extension  of  our  railroad  system  till  it  con- 
nected with  the  southern  system  of  railroads 
This  was  an  early  object— early  planned — and 
yet  to  this  day  has  not  been  accomplished.  In 
our  last  number  we  made  some  general  re- 
marks on  this  subject.  We  shall  now  show  in 
what  manner  Cincinnati  Commerce  has  grown 
up,  and  how  intimately  connected  her  future 
growth  is  with  the  extension  of  the  Covington 
Road  to  Tennessee. 

I. — How  has  Cincinnati  grown?  Unques" 
tionably  the  main  growth  of  Cincinnati,  tha' 
is,  its  very  rapid  increase  of  population  is  from 
its  manufactures.  We  do  not  mean  to  say 
that  this  has  been  all.  On  the  contrary — its 
great  natural  dependence  is  on  the  rich  a°ri- 
cultural  country  around  it.  But  this  agricul- 
tural country  has  been  gradually  developedi 
and  would  not  of  itself,  have  given  such  rapid 
increase  of  population.  The  rapid  aggrega- 
tion of  many  individuals  in  any  one  locality 
arises  from  the  amount  of  labor  for  them  to 
do.  It  will  require  not  one-fourth  the  number 
of  persons  to  carry  on  a  commerce  of  one 
hundred  millions  in  imports  and  exports,  which 


it  does,  which  it  would  to  work  up  that  amount 
in  manufactures.  Hence  a  seaport,  such  as 
Portland  or  Mobile,  may  receive  and  ship  pro- 
ducts to  the  amount  of  many  millions,  and  yet 
be  comparatively  a  small  town.  It  requires  a 
union  of  pursuits  to  make  a  large  and  growing 
city.  To  a  great  extent,  this  has  been  the  case 
with  Cincinnati.  Its  agricultural  resources 
have  been  equal  to  that  of  any  place;  its  in- 
ternal commerce,  and  its  manufactures  great- 
er. These  manufactures  have  grown  out  of 
the  demand  from  the  interior  country.  It  is 
plain  that  the  demand  will  depend  upon  the 
extent  and  growth  of  that  country  which  looks 
to  Cincinnati  as  a  center.  Before  we  examine 
this  extent  of  country,  in  reference  to  Cincin- 
nati, let  us  turn  a  moment  to  the  past  and 
present  condition  of  her  manufactures. 

The  following  is  a  table  of  manufactures 
prepared  some  years  since,  in  reference  to  the 
census  of  1850. 

COMPARATIVE   TABLE. 

Of  Manufactures  in  Cincinnati,  as  returned  in  the  Uni~ 
ted  States  Census,  for  the  gears  I&4II  and  1850;  with  the 
number  of  Establishments  classified;  the  number  of 
hands  employ ed , and  the  Annual  Yalueof  Production; 
to  whtch  is  added  the  Ratio  of  Increase,  calculated  on 
the.  basis  of  values: 
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It  appears  that  from  1840  to  1850,  the  man- 
ufactures of  Cincinnati  increased  200  per  cent; 
and  that  by  means  of  these  manufactures 
20,000  active  laborers  were  introduced  into  the 
city,  which  (allowing  for  a  large  number  of 
single  men)  must  have  been  equivalent  to  full 
50,000  inhabitants.  The  actual  increase  of 
population  was  70,000,  so  that  five-sevenths  of 
the  whole  increase  of  people  were  due  to  man- 
ufactures. There  is  no  doubt,  this  is  substan" 
tially  correct.  Now  in  contrast  with  this,  we 
shall  find  that  most  of  the  manufactures  of 
Cincinnati  have  increased  but  little  compara- 
tively since  1850.  We  have  not  the  census 
facts  of  1860  yet;  but,  it  is  quite  apparent  to 
the  eye,  and  in  the  commercial  tables,  that 
this  is  the  case.  The  industrial  persuits,  rela- 
ting to  iron,  food  and  building  have  not  increas- 
ed scarcely  any,  and  yet  they  employ  nearly  half 
the  whole  number  of  laborers.  The  manufac- 
turers of  wood  and  clothing  have  no  doubt  in- 
creased largely,  especially  the  latter. 

If  we  look  now  to  the  causes  (not  of  positive 
decline  but)  of  decline  in  growth,  viz  shall  find 
it  in  the  decline  of  demand  from  the  interior. 
Take,  for  example,  the  manufacture  of  stoves, 
bacon,  etc.;  these  persuits  are  largely  trans- 
ferred to  Western  towns — because  factories  at 
St.  Louis,  Keokuk,  Chicago,  etc.,  are  much 
nearer  the  consumers.  Of  course  many  of  the 
mechanics  move  westward  to  such  towns,  in, 
order  to  meet  the  greater  demand  for  their 
work.  While  Cincinnati  was  the  frontier  town 
for  manufactures,  it  commanded  the  entire 
Western  Market,  and  had  comparatively  a  mo- 
nopoly. This  is  no  longer  the  case.  It  can 
now  command  for  its  manufactures  only  the 
region  of  which  it  is  properly  and  naturally 
the  center.  In  other  words,  as  the  country 
fills  up  with  people,  and  each  interest  takes  its 
proper  place,  each  chief  town  or  commercial 
mart  will  be  confined,  in  ordinary  manufac- 
tures, to  the  section  of  country  in  which  the 
competition  of  other  towns  can  not  furnish  the 
same  products  with  equal  facility  and  cheap- 
ness. There  will  of  course  be  exception  to 
this  rule,  in  many  special  manufactures,  and 
in  all  where  the  products  are  superior  to  those 
of  others. 

Now  we  see  the  competition  of  which  we 
speak,  and  which  has  already  interfered  with 
Cincinnati,  comes  wholly  from  the  West  and 
North-West;  not  at  all  from  the  South  and 
South-  West.  Here  is  the  most  important  fact 
for  the  consideration  of  the  merchants  and 
manufacturers  of  Cincinnati.  It  is  one,  which 
properly  used,  may  open  a  new  and  wide  ca- 
reer to  the  future  growth  of  Cincinnati;  but, 
which  allowed  to  be  inert  and  unattended  to, 
will  be  of  as  little  avail  as  the  unmined  ore  in 
the  bowels  of  the  earth. 

II. — To  command  the  South  and  South-  West 
there  must  be  a  connection  with  the  Southern 
system  of  Railroads.  This  connection  should 
be  made  direct  as  possible,  but  of  that  we  shall 
speak  again.     At  present  it  is  only  necessary 
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to  notice  what  such  a  connection  would  pro- 
duce, and  to  do  this,  we  assume  the  construc- 
tion of  three  links  from  the  Danville  Road  to 
Knoxville,  Nashville  and  McMinnville;  altho' 
a  sinyle  line  of  only  100  miles  from  Danville 
to  the  Cumberland  Gap  would  accomplish 
nearly  the  whole  purpose. 
South-West  Line  to  Nashville  and  Memphis. 
Covington  and  Lexington  Itailvoad 96    none 


Lexington  and  Danville 
Cincinnati  and  Nashville 
Nashville  and  Memphis 


36 

170 

CIS 


Aggregate • 517 

South  Line  direct;  McMinnville  and  Pensacola. 
Cincinnati,  Lexington  and  Danville 96 


36 
1G3 


South-Western  Railroad. 

McMinnville,  via  Manchester  to   Monte- 

vello  —      189 

Selma  and  Montevello  Railroad 56        — 

Selma  to  Pensacola —      140 


Aggregate 680 

South-East  Line  to  Savannah,  via  Knoxville. 

Cincinnati  to  Danville  Railroad 96 

Kentucky  Union  u         — 

Cincinnati  and  Cumberland  Gap  Railroad. — 
East  Tennessee  and  Virginia  "        — 

East  Tennessee  and  Georgia  "       110 

Western  and  Atlantic  "      100 

Macon  and  Western  "      101 

Central  Georgia  "      101 


36 
91) 
30 

40 
none. 


Aggregate 794 

South-East  Line  to  Charleston,  via  Knoxville. 

Cincinnati  to  Danville 96 

Kentucky  Union  Railroad — 

East  Tennessee  and  Kentucky  Railroad. .  — 

Blue  Ridge  Railroad — 

Greenville  and  Columbia  Railroad 127 

Columbia  and  Charleston        *v       62 


36 
90 

90 
170 
none. 


Aggregate 671 

South-East  Line  to  Charleston,  via  Augusta.  Georgia. 

To  Atlanta  Same  as  to  Savannah 306      186 

Georgia  R  ulroad 171     none. 

South  Carolina  Railroad  137        " 

Aggregate - 810 

The  Southern  system  of  roads  which  would 
be  connected  with  Cincinnati  at  Danville,  or 
rather  at  the  Cumberland  Gap,  is  as  follows: 


Eastern  Tennessee  and  Georgia  Railroad- 
Western  and  Atlantic  " 
Macon  and  Western  *' 
Central  Georgia  " 
Georgia  " 
South  Carolina  " 
Greenville  and  Columbia  " 
East  Tennessee  and  Virginia  " 
Virginia  and  Tennessee  " 
Wilmington  and  Manchester  " 
Camden  Branch  " 
Charlotte  and  South  Carolina  " 
North  Carolina  " 
Angusta  and  Savannah  M 
South-Western  and  Muscagee  "         . 
Atlanta  and  LaGrange  " 
Montgomery  and  West  Point  4t 
Wilmington  and  Weldon  "        • 
Raleigh  and  Gaston  "        ■■ 
Seabord  and  Roanoke  '* 


110 

100 

101 

191 

171 

137 

127 

130 

204 

171 

37 

109 

223 

53 

1116 

87 

88 

162 

97 

80 


Aggregate 2,484 

These  all  make  a  direct  communication  with 
Knoxville,  and  make  a  connection  with  the 
whole  interior  country,  from  Cincinnati  to 
Norfolk,  Raleigh,  Wilmington,  Charleston,  Sa- 
vannah, Augusta  and  Montgomery.  On  the 
effect  to  be  produced  by  such  a  communication 
we  shall  speak  again. 


Indianapolis  and  Cincinnati  Railroad. — 
The  official  earnings  of  this  road  for  the  month 
of  August  foot  up  as  follows: 

From  passengers $18,794  55 

From  freight 19,571  54 

Total $38,366  49 

Same  period  last  year 33,464  46 

Increase  $4,902  03 

— Enquirer. 


RAILE0AD  MISCELLANY, 

— Annexed  are  the  details  of  the  earnings  of 
the  Galena  and  Chicago  Union  Railroad,  for 
the  week  ending  September  15th: 


1859 
Freight.. 830,288  18 
Pas'engr.   21  695  8S 
Mails,  &c     1,125  00 


1860. 

M5.940  77  Inc. 89,658  64 

9, UK  13  Dec.  12,574  75 

1,250  00  Inc..        125  00 


Total.. $59,106  01     $56,308  10    Dec. $2,797  11 

■ — Weekly  statement  of  earning  of  the  St. 
Louis,  Alton  and  Chicago  Railroad,  for  the  se- 
cond week  of  Septembe: 

Total  this  month, 
Present  week.        to  16th  inst. 

Passengers *8,666  52    £17,075  35 

Freight 14,104  29       30,129  37 

Mail  and  Express 818  34  1,674  17 

Total $23,669  15     $48,979  39 

Corresponding  period  in 

1859 19,610  00       42,442  80 


Increaseinie60 $3,979  15      $6,437  39 

— The  earnings  by  the  Chicago,  Burlington 
and  Quincy  Railroad  line,  in  the  second  week 
in  September,  were,  in 

Freight... 826,3'5  17     $44,656  00     Inc$18,270  83 
Passengers  11,001  29       12  004  53     Inc      1,003  19 


Total..  .$37,356  56      $56,630  53    Idc$  19,274  02 

—Of  the  Toledo  and  Wabash  Railroad,  the 

earnings  of  the  road   for   the  second  week  of 

September  were: 

Passengers S4.925  01  $5,623  93 

Freight 12,955  00  18,47109 

Mails  and  Express 800  00  800  00 

Sundries 132  88 


Total $18,680  61      $25,927  90 

Increase $6,347  11 

Mr.  J.  B.  Varnum  has   been  elected   Treas. 

nrer  pro  tern,  of  this  corporation. 

— The  traffic  on  the  Great  Western  of  Can- 
ada, for  the  week  ending,  September  the  14th, 
1860,  was: 

Passengers $28,399  34 

Freight  and  Live  Stock 26,731  04 

Mails  and  Sundries 1,326  91i 


Total 56,457  19;.; 

Corresponding  week  of  last  year 44,071  44j 


Increase $12,385  75£ 

— The  following  has  reference  to  the  settle- 
ment of  the  arrearages  of  interest  on  the  Se- 


bash  road: 

"JZeeolred, — That  the  officers  of  the  Company  be  directed 
to  proceed  to  exchange  the  Sinking  Fund  Bonds  heretofore 
prepared  under  the  arrangement  with  the  Second  Mortgage 
Bondholders,  and  carry  out  such  arrangement  in  accordance 
with  the  resolution  of  the  Board  of  Directors  of  December 
29, 1859,  That  all  surplus  earnings  of  the  Company,  after 
discharging  the  obligations  to  the  First  Mortgage  Bonds, 
shall  he  appropriated  to  providing  for  and  the  payment  of 
interest  on  said  Sinking  Fund  Bonds,  and  the  several  install- 
ments of  said  Sinking  Fund  accrued  and  to  accrue  under 
said  arrangement,  and  to  give  notice  of  this  resolution  in 
one  of  the  leading  newspapers  in  New  York." 

In  pursuance  of  the  foregoing  resolution,  notice  is  hereby 
given  that  the  said  Sinking  Fund  Bonds  will  be  issed  in  lieu 
of  the  coupons  of  the  Second  Mortgage  Bonds,  due  Novem- 
ber 1,  1869.  May  1,  I860,  and  November  1, 1860,  at  the  office 
of  the  Farmers' Loan  and  Trust  Company,  No.  56  Wall 
street,  on  and  after  this  date. 

A.  BOOM,  President  T.  &.  W.  R.R.  Co. 

Dated  September  17th,  I860. 

■ — The  earnings  of  the  Central  Railroad 
Company  of  New  Jersey,  for  the  month  of  Au- 
gust, 1860: 

Were $112,946  25 

Same  month  last  year 91,531  42 

Increase  of  23  per  cent $21,414  83 


AIE  IN  LOCOMOTIVE  PIEE-B0XES. 

Air  is  not  more  necessary  to  the  support  of 
life  than  to  the  process  of  combustion.  If 
any  locomotive  engineer  has  overlooked  this 
fact,  the  use  of  the  damper  will  have  revealed 
it  to  him.  Air  penetrates  with  such  energy  to 
burning  fuel,  that  under  ordinary  circum- 
stances, all  we  have  to  do  is  not  to  obstruct 
their  combination.  In  the  close  fire-box,  how- 
ever, of  a  locomotive,  filled  or  nearly  filled 
with  fuel,  there  is  some  difficulty  in  the  way  of 
proper  access  of  air.  Not  only  may  the  sup- 
ply be  insufficient  at  some  places  in  the  fire, 
but  at  others  air  may  pass  through  "in  bulk," 
robbing  the  boiler  of  its  heat.  It  was  once 
thought  that  the  grate  could  not  have  too  much 
air  space,  and  from  6  to  8  square  feet  of  clear 
openining  were  provided,  notwithstanding  that 
the  area  through  the  tube  thimbles,  {through 
which  all  the  air,  mixed  with  gaseous  matter 
and  greatly  rarified  by  beat,  has  to  pass.)  is 
often  less  than  1J  square  feet.  In  time,  an 
advantage  was  found  in  the  use  of  the  "dead 
plates,"  and  we  recollect  how,  as  long  ago  as 
1849,  engineers  were  covering  the  front  ends 
of  their  grates  with  strips  of  old  boiler  iron, 
and  saving  wood  thereby.  More  recently  the 
"dead  plate'1  has  been  carried  all  around  the 
grate,  and  in  some  of  Mr.  Eddy's  largest  en- 
gines, on  the  Western  Railroad  of  Massachu- 
setts, the  air  opening  is  reduced  to  1}  square 
feet.  On  the  New  York  Central,  Dyer  Williams 
extends  a  9  inch  plate  all  around  the  grate, 
carfully  closing  the  outside  joints  also  with 
fire  clay.  The  area  at  the  bottom  of  the  fire- 
box, to  which  the  grate  bars  and  airs  spaces 
are  thus  restricted,  is  only  18  inches  wide  and 
30  inches  long.  Edward  H  Jones,  at  the  Al- 
bany shops  of  the  New  York  Central  road, 
employs  a  dead  plate  also,  which,  however,  is 
sloped  all  round  at  an  angle  of  45  deg.  or  so, 
forming  a  sort  of  hopper.  So  far  as  we  can 
learn,  it  has  never  been  found  necessarv,  where 
such  contracted  grates  are  used,  to  sharpen 
the  exhaust  by  reducing  the  diameter  of  the 
nozzles. 

While,  however,  the  air  opening  below  is  be- 
ing thus  restricted,  locomotive  builders  and 
locomotive  superintendents,  acting  upon  an 
improved  knowledge  of  combustion,  are  pro- 
viding for  a  liberal  and  distributed  admission 
of  air  over  the  fire.  With  all  fuels  which  dis- 
til gas  during  combustion, — and  wood  and  soft 
coal  are  of  this  class, — the  gas,  at  the  instant 
of  its  liberation,  flies  to  the  tubes,  once  within 
which  no  air  can  follow  it  in  a  condition  to  se- 
cure its  combustion.  This  gas,  therefore,  if 
we  are  to  get  any  heat  from  it  and  thus  prevent 
smok,  is  to  be  taken  "on  the  wing,"  or  else  be 
lost  altogether.  Thus  we  must  either  force  air 
in  rapid  and  violent  mixture  with  the  gas,  or 
else  by  means  of  deflectors  or  other  obstruc- 
tions, detain  it  until  in  its  movements  to  es- 
cape it  has  been  saturated  with  air.  If  a 
roomy  space  be  provided  between  the  fire  and 
the  tubes,  the  gas  will  generally  manage  to 
combine  with  air,  if  that  is  present,  and  thus, 
in  the  absence  of  any  direct  means  of  effect- 
ing this  mixture  artificially,  combustion  cham- 
bers have  been  extensively  adopted,  not  only 
for  coal  but  also  for  wood.  We  believe  fine 
jets  of  steam,  admitted  through  good  sized  air 
holes  in  the  sides  of  the  fire-box,  will  accom- 
plish this  mixture  as  effectually  as  anything 
else,  and  thus,  without  any  alteration  of  struc- 
ture of  the  boiler.  The  steam  itself  is  not 
supposed  to  act  with  any  particular  benefit  to 
combustion,  but  it  draws  in  a  large  quantity 
of  air,  and  forcibly  mixes  it  with  the  gas.  The 
air  holes  can,  of  course,  be  guarded  with  re<r- 
ulating  covers,  so  as  to  admit  just  as  much  air 
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as,  and  no  more  than,  is  actually  required. 
The  amount  of  steam  expended  in  this  way  is 
exceeding  small.  One  advantage  of  such  an 
arrangement  is  that  it  will  keep  down  smoke, 
when  the  engine  is  standing,  without  creating 
a  draft  through  the  fuel.  The  blower  in  the 
chimney — a  small  jet  of  steam  turned  up  the 
stack — can  not  be  turned  on  without  stimula- 
ting the  fire,  causing  the  steam  to  blow  off, 
and  thus  wasting  coal.  The  small  steam  jets 
for  inducting  air  were  tried  some  seven  years 
ago,  under  the  boilers  of  one  of  the  Cincin- 
nati steamboats,  the  engineer  of  which,  Chas. 
Luster,found  that  some  advantage  was  afford- 
ed by  them.  Similar  jets  were  tried  also  in 
1853,  we  believe,  on  an  engine  at  the  Wheeling 
end  of  the  Baltimore  and  Ohio  Railroad.  D. 
K.  Clark  patented  the  same  application,  near- 
ly three  years  ago,  in  England,  where  the  jets 
are  now  extensively  and  successfully  used. 
They  were  tried  some  two  years  ago  on  the 
Hudson  River  Railroad,  but  the  air  holes  were 
made  on  the  hind  end  or  door  of  the  fire-box, 
and  the  jets  drove  the  air  directly  into  the 
tubes.  Had  they  been  differently  placed,  on 
the  sides  of  the  fire-box,  they  would  doubtless 
have  given  complete   satisfaction. — Engineer. 


RAILWAY  LEGAL  DECISIONS. 

Railway  Employees. — A  Railroad  Compa- 
ny is  responsible  for  an  injury  done  a  servant 
of  its  employee. — The  case  in  hand  was  that 
of  a  man  employed  by  one  Fowler,  a  contract- 
or, to  repair  a  bridge  upon  the  New  York  Cen- 
tral Railway.  It  appears  that  there  were  two 
tracks  upon  this  bridge;  that  the  repairs  con- 
cisted  of  putting  up  some  new  trusses;  that 
the  tracks  were  straight  for  some  miles;  that 
on  the  occasion  of  the  alleged  injury,  the 
plaintiff  was  upon  the  top  of  the  bridge,  for 
the  purpose  of  carrying  some  materials  from 
the  east  part  of  the  bridge  toward  the  west; 
that  there  was  a  passenger  train  approaching 
from  the  west,  and  gravel  train  approaching 
from  the  east;  that  as  the  passenger  train  was 
passing  off  from  the  bridge,  the  gravel  train 
was  passing  on;  that  the  plaintiff  was  looking 
down  and  stooping  over,  trying  to  keep  his  hat 
on,  and  did  not  hear  the  bell  or  whistle  of  eith- 
er train;he  saw  the  train  coming  from  the 
west,  but  did  not  see  the  other,  and  was  hit  by 
the  gravel  train.  The  plaintiff  was  non-suit- 
ed, on  the  ground  that  his  claim  fell  within 
the  rule  of  those  cases,  holding  that  the  liabil- 
ity to  injury  was  incident  to  his  employment; 
and  that  the  plaintiff  in  accepting  such  service, 
must  be  regarded  as  having  known  the  use  to 
which  the  defendants'  road  was  subject;  and 
that  he  was,  therefore,  to  incur  such  hazard  as 
might  be  occasioned  by  such  use,  and  must  be 
taken  to  have  contracted  with  reference  to  the 
running  of  cars  over  the  bridge  during  the 
time  of  making  the  repairs.  Upon  the  appeal, 
however,  to  the  General  Term  of  the  court,  a 
new  trial  was  ordered.  We  give  part  of  the 
opinion  of  the  General  Term  granting  a  new 
trial. 

Johntom,  J. — Whether  the  case  was  proper- 
ly disposed  of  depends  entirely,  as  I  conceive, 
upon  the  question  whether  the  plaintiff,  at  the 
time  of  the  injury,  was,  in  fact,  the  servant  or 
employee  of  the  defendants.  The  general  rule 
is,  that  if  a  servant,  while  in  the  employment 
of  his  master,  by  his  negligence,  does  any 
damage  to  another,  such  master  shall  be  an- 
swerable for  his  neglect,  because  it  is  the  duty 
of  the  master  to  employ  servants  who  are  skill- 
ful and  careful.  *  *  *  But  this  maxim 
has  been  held  not  to  apply  to  the  case  of  an 
injury  to  a  servant  or  employee,  occasioned  by 
the  negligence  of  another  servant  or  employee 


of  the  same  master.     *     *     *     From  the  evi- 
dence, it  appears  that  the  plaintiff,  at  the  time 
he  received  the  injury,  was  at  work  for  Fowler, 
by  the  day,  in  repairing   the  bridge,  and   that 
Fowler  was  a  contractor  with   the  defendants. 
This  is  all  that  appears.     If  Fowler  was  a  con- 
tractor with  the  defendants  to  do  this  job,  he 
was  not,  in   any  legal   sense,  their  servant   or 
employee,  and  the  men   employed  by  them  to 
do  the  work  certainly  stood  in  no  such  relation 
to  the  defendants.     They  were  his  servants  ex- 
clusively, and  between   them  and   the  defend- 
ants  there  was   no  privity  whatever.     And    I 
think   it  can  not   be  doubted,  that  had   one  of 
the   persons   employed    by  the  defendants   to 
run  their  trains  been  injured  by  the  negligence 
of  one  of  the  persons  employed  by  Fowler,  he 
would  have  been  answerable  for  the  negligence. 
It  could  scarcely  be  pretended  in  such  a  case, 
that  the  negligent  and  injured  employees  were 
both   servants    of  the  same  employers.     And 
the  rule  must   be  reciprocal.     There  is  a  wide 
and  obvious  distinctinction  between  a  contract- 
or or  jobber,  and  a  mere  servant  or  employer, 
of  the  servant  who  lets  the  contract.     The  lat- 
ter could  never  be  held  responsible  for  the  ne- 
gligence of  the  former,  as  for  those  of  his  ser- 
vants, for  the  simple  reason  that  none  of  them 
stand  in  the  relation   of  servant   to  him.     In 
the  case  of  Farwelli's.  the  Worcester  Railroad 
Corporation,  the  learned  justice  who  delivered 
the  opinion  put   the  case  of  a  railroad   owned 
by  one  set  of  proprietors,  whose  duty  it  was  to 
keep  it  in  repair,  and  have  it  at  all  times  ready 
and  in  a  fit  condition  for  the  running  of  cars, 
taking  a  toll;  and  the  cars  and  engines  owned 
by  another   set   of  proprietors,  paying  toll   to 
the  proprietors  of  the  road,  and  receiving  com- 
pensation from  passengers   for  their  carriage; 
and  the  engineer  of  the  proprietors  of  the  cars 
receiving  an  injury  from  the  negligence  of  the 
switchtender   of  the  proprietors   of  the   road. 
In  such  a  case,  the  opinion  is  expressed    that 
the  proprietors  of  the  road  would   be  liable  to 
the  engineer.     And  this  is  put  upon  the  ground 
that  as  between  the  engineer  employed  by  the 
proprietors  of  the   engines  and  cars,  and   the 
switchtender  employed  by  the  corporation,  the 
engineer  would  be  a  stranger,  between  whom 
and  the  corporation  there  could  be  no  privity 
of  contract.     That  principle  would   obviously 
control  this  case,  the  plaintiff  being  the  servant 
of  Fowler,  stood   in   no   relation  of  privity  to 
the  defendants.     As   to  them,  he   was  a  mere 
stranger,  for  whose   conduct   they  were  in  no 
respect  responsible,  and   to  whom   they  owed 
the  same   duty  which  they  owed   to  any  other 
stranger.       It    follows   from    this    that    the 
plaintiff  was  improperly  non-suited,  if  the  evi- 
dence tended   to   show   that   the   injury  was 
caused   by  the    negligence  of  the  defendants' 
servant  in  charge  of  the  train  which  came  in 
contact  with  the   plaintiff,  at   the  time   when 
such   injury  was  inflicted.     The   plaintiff  was 
lawfully  there,  engaged   in  the   work  he  was 
employed  to  perform.     The   defendants   must 
be  presumed  to  have  known  that   the  plaintiff 
and  others  were  there  employed,  as  the  struc- 
ture was  part  of  their  road,  and  they  owed  the 
plaintiff,  and  others  similarly  situated,  a  duty 
to  observe  due  care  and  caution  in  running  their 
trains  so  as  not  needlessly  to  place  them  in  peril. 
The  evidence  tends  to  show  that  the  regular  pas- 
ssenger  train,  and  gravel  train,  which  had  not 
before   passed   that   place,  while  the   plaintiff 
had  been  employed  there,  met  upon  the  bridge, 
and  while  the  passenger  train  gave  the  usual 
signal   of  its  approach,  ringing   the  bell   and 
blowing  the  whistle,  the  gravel  train  came  on 
without  giving   any  such  warning,  and    struck 
the   plaintiff  while   he  was   observing,  and   in 
the    act    of   avoiding    the    passenger    train. 
Whether  the  running  of  this  unusual   train  in 


this  manner,  at  this  place,  was,  under  all  cir- 
cumstances, negligent  or  otherwise,  was  clear- 
ly, as  it  seems  to  me,  a  questiou  of  fact  for  the 
jury;  as  was  also  the  questiou,  whether  the 
plaintiff,  situated  as  he  was,  was  free  from, 
fault,  or  whether  his  owu  want  of  care  did  not 
contribute  to  the  injury.  A  new  trial  was 
therefore  granted. — American  Railway  Re- 
view. 


EAILEOAD  PASSES. 


\ 


If  the  great  Public  would  recognize  the  ser- 
vices and  influence  of  the  Press  as  a  purely 
business  consideration  and  compensate  it  ac- 
cordingly, what  are  called  "courtesies  to  the 
Press"  would  be  unknown.  There  is  no  reason 
why  the  hands  and  heads  which  direct  the  3,- 
500  newspapers  of  the  United  States  should 
be  expected  to  "talk  up"  railroad  enterprises, 
publish  reports,  commend  the  action  of  direct- 
ors, or  devise,  as  they  often  do  through  their 
superior  intelligence  and  influence,  financial 
schemes,  for  the  construction  of  roads,  and 
initiate  the  public  spirit  and  sympathy  which 
insure  their  progress — gratuitously,  any  more 
than  they  should  be  required  to  announce  or 
promote  private  business  transactions  on  the 
same  terms.  So  called  "courtesies"  to  the 
Press  had  their  origin  in  a  necessity  for  indis- 
pensable aid,  which  those  seeking  it  were  too 
poor  or  too  niggardly  to  reward.  The  Press, 
distinguished  above  all  other  social  forces  for 
its  public  spirit  and  enterprise,  has  been  so 
profuse  of  its  favors,  that,  what  in  fact  is  mat- 
ter of  gratuity  has  come  in  many  quarters  to 
be  demanded  as  a  duty  or  obligation! 

Profsssional  editors,  as  a  class,  are  toilsome 
and  unselfish.  The  mental  idiosyncrasies  and 
and  aesthetic  sympathies  which  lead  them  from 
the  pursuits  of  trade  promise  only  the  indiffer- 
ent and  inglorious  reward  which  is  found  in 
the  gratification  of  exalted  tastes  and  generous 
sympathies.  Their  studies  and  simjjle  habits, 
as  well  as  the  exigencies  of  their  calling,  de- 
prive them  of  the  leisure  or  disposition  for  tra- 
vel. Neither  do  the  mere  publishers  of  jour- 
nals often  find  travel  either  pleasant  or  profi- 
table. In  most  instances  when  they  are  "pass- 
ed" on  railroads,  it  is  to  promote  some  purpose 
in  which  the  road  or  their  neighborhood,  more 
than  their  private  affars,  is  concerned. 

The  railroad  passes  extended  to  editors  do 
not  equal  six  per  cent,  of  the  number  issued, 
and  passes  on  Western  railroads  to  editors  of 
newspapers  do  not  equal  three  per  cent,  of  the 
whole  number  presented.  It  has  been  shown 
by  a  careful  estimate  that  fifteen-sixteenths  of 
these  passes  are  furnished  to  persons  in  no 
wise  connected  with  the  newspaper  press.  In 
a  former  reference  to  the  subject  of  passes,  we 
remarked  that  "commercial  principles  and 
practice  seem  to  indicate  that,  when  services 
of  outside  business  men  are  needed,  they 
would  be  most  economically  paid  for  in  cash, 
ofter  the  work  is  done.  We  believe  that  rail- 
ways never  lost  a  dime  in  passing  railroad 
managers,  operatives,  and  editors;  but  the  pro- 
miscuous passing  of  general  business  men 
who  travel  on  their  own  private  business,  to 
secure  their  'influence,'  is,  in  most  cases,  a 
dead  loss."  But  editors  seldom  receive  a 
"courtesy"  for  which  ample  compensation  has 
not  been  rendered.  If  Presidents  and  Direct- 
ors would  exhibit  a  tithe  of  the  virtuous  cau- 
tion in  regard  to  their  families,  and  business, 
social  and  political  connections,  that  they  do 
towards  the  newspaper  press,  stock-holders 
would  have  much  less  cause  to  complain  of  the 
abuses  of  the  "dead-head"  system. 

Inasmuch  as  the  railways  can  not  dispense 
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with  the  aid  of  the  press,  and  will  not  (indeed, 
often  can  not)  pay  in  cash  for  its  services,  their 
true  interest  is  to  acknowledge  in  services  in 
kind. 

Almost  every  interest  in  the  community  is 
largely  indebted  to  the  press.  The  pulpit,  the 
bar,  public  and  private  corporations,  legislative 
bodies,  benevolent,  religious,  and  agricultural 
societies,  not  to  speak  of  parties  and  politi- 
cians, are  almost  daily  obliged  by  its  unrequi- 
ted services.  The  Press,  lo  use  the  language 
of  a  cotemporary,  is  expected  "to  become  all 
things  to  all  men,  and  if  it  look  for  pay,  or 
send  out  its  bills  for  subscriptions  and  adver- 
tising, it  is  denounced  as  sordid,  and  its  con- 
ductors as  wanting  in  liberality.  There  is  no 
interest  on  the  face  of  the  earth  that  is  expect- 
ed to  give  as  much  to  society,  without  pay  or 
thanks,  as  the  newspaper  press  of  the  country. 
The  little-souled  man  who  inserts  in  your  col- 
umns a  fifteen  shilling  advertisement,  expects 
you  to  write  him  at  least  five  dollars'  worth  of 
editorial  notices.  And  the  obscure  and  nig- 
gardly man,  you  have  written  into  a  position 
of  importance  far  beyond  his  merits,  considers 
that  his  name  adorns  your  columns,  and  gives 
circulation  to  your  journal." 

The  Press  should  assume  a  position  of  great- 
er independence,  with  respect  to  the  pass  sys- 
tem. If  it  will  be  as  firm  in  demanding  of 
railway  managers  the  full  performance  of  their 
whole  duty  to  stockholders  and  the  public,  as 
the  aforesaid  managers  are  professedly  consci- 
entious about  passes  to  newspapers,  we  appre- 
hend that  many  incompetent  railroad  officers, 
stripped  of  their  borrowed  feathers  which  a 
too-indulgent  press  lent  them,  would  soon  find 
themselves  ridiculous  examples  of  fallen  great- 
ness.— American  Railway  Review. 


RAILRQAD_REFORM. 

A  Convention  of  Presidents  of  the  great 
Trunk  lines  is  now  being  held  at  the  St. 
Nicholas  Hotel  for  the  purpose,  we  believe,  of 
enacting  certain  reforms  in  the  management 
of  our  railroads.  What  may  be  the  precise 
measures  contemplated  by  these  officials  we 
are  unable  definately  to  state;  it  appears, 
however,  that  this  is  an  earnest  and  honest 
effort  to  rid  our  road  of  certain  excresences 
which  have  grown  with  their  growth  and  have 
become  a  serious  drain  upon  the  revenue  and 
the  effective  management  of  the  whole  rail- 
way interest  of  the  country.  It  has  long 
enough  been  patent  that  a  considerable  amount 
of  passenger  revenue  is  sacrificed  by  the  whole- 
sale abuse  of  the  "pass"  system.  Friends 
of  railway  officials,  commercial  men  forward- 
ing much  freight  over  the  lines,  gentlemen  of 
the  press, — these  and  other  classes  of  privi- 
leged persons  have  been  allowed  to  pass  up 
and  down  the  country  ad  libitum  through  the 
virtue  of  a  piece  of  official  paper  which  has 
cost  them  nothing  more  than  the  trouble  of 
asking  for  it.  The  Convention,  we  believe, 
proposes  to  limit  materially  the  operation  of 
this  system.  Were  it  to  do  its  duty,  it  would 
altogether  abolish  such  a  practice.  Any  allow- 
ance of  the  privilege  will  be  sure  to  degenerate 
ultimately  into  a  wholesale  abuse  of  it;  besides 
the  practice  should  be  promptly  ignored  as  bad 
in  principle  and  altogether  discreditable  to 
any  respectable  public  corporation.  Travel 
by  railroad  has  a  certain  value  attached  to  it, 
for  which  the  traveler  should  expect  to  pay, 
and  which  no  official  has  any  more  right  to 
give  away,  than  he  has  to  transfer  any  material 
property  placed  under  his  care. 

The  freight  receipts  have  hitherto  been 
heavily  burthened  by  a  system  of  commissions 
paid  to  runners  and  agents.     A  large  propor- 


tion of  the  freight  of  the  roads  is  at  present 
obtained  either  through  solicitors  in  the  em- 
ploy of  the  Company,  or  by  agents  acting  in- 
dependantly,  and  who  receive  a  commission 
on  whatevr  freight  they  may  give  to  roads. 
The  employment  of  this  class  of  middlemen  is 
quite  superfluous,  and  the  remuneration  they 
receive  is  so  much  of  the  profits  of  the  roads 
uselessly  thrown  away.  Parties  wishing  to 
forward  freight  are  quite  capable  of  doing  so 
without  being  solicited;  and  the  roads  can  re- 
ceive it  from  the  sender  direct  as  well  in  every 
respect  as  from  a  paid  intervening  agent.  We 
are  informed  that  it  is  the  purpose  of  the  Con- 
vention to  abolish  these  superfluous  interlo- 
pers, and  also  cut  off  all  connection  with  the 
several  express  lines.  This  action  will  simplify 
the  business  of  the  roads  and  at  the  same  time 
abolish  heavy  drawbacks  on  their  profits. 

If  we  are  rightly  informed,  it  is  also  the 
purpose  of  the  Convention  to  abolish  all  extra 
ticket  offices,  instituting  instead  one  central 
union  office  for  each  city.  There  is  an  at- 
tempt here  to  remedy  an  admitted  evil ;  but  it 
is  very  questionable  whether  the  proposed  sys- 
tem would  operate  much  better  than  the  old 
one.  It  might  be  cheaper  to  maintain  one 
office  than  a  number  of  smaller  ones;  but 
it  would  be  less  convenient  to  the  public. 
Better  than  either  plan  would  it  be  to  have 
one  office  for  each  road,  and  that  at  the  depot 
of  the  line.  There  is  one  place  where  the  tra- 
veler by  rail  must  go  and  that  is  the  depot  of 
the  road ;  and  why  not  fix  the  ticket  office 
there,  instead  of  at  some  other  place  where  it 
may  be  exceedingly  inconvenient  for  him  to 
go  or  send  for  a  ticket?  Imagine  a  passen- 
ger wishing  to  leave  any  location  below  the 
Astor  House,  he  would  according  to  the  pro- 
posed plan  have  to  procure  a  ticket  from  a 
central  office,  probably  somewhere  about  the 
Metropolitan  Hotel.  No  greater  public  nui- 
sance could  possibly  be  devised. 

The  enevitable  result  of  such  an  arrange- 
ment would  be  to  create  a  host  of  small  inde- 
pendent offices  for  the  sale  of  tickets  on  a 
commission  charged  to  the  purchaser,  which 
would  not  only  tax  unjustly  the  traveling  pub- 
lie,  but  open  out  a  new  sphere  fjr  ticket 
swindlers.  The  present  system  of  selling 
tickets  is  altogether  such  a  clumsy,  unbusiness 
like  method  that  the  marvel  is  that  it  should 
have  existed  so  long  among  a  people  who  must 
adopt  the  shortest  and  easiest  method  of  doing 
everything.  There  is  about  as  much  trouble  over 
getting  a  railway  ticket  as  in  procuring  a  foreign 
passport;  instead  of  arrangements  being  such 
as  that  the  buying  of  the  ticket  may  be  safely 
left  until  the  minute  or  two  before  the  departure 
of  the  train.  The  best  thing  that  the  Conven- 
tion could  resolve  upon  would  be  to  sweep, 
away  all  the  present  offices,  and  to  establish, 
each  company  for  itself,  a  ticket  office  at  its 
depots.  The  Convention  has  undertaken  a 
much  needed  work;  and  we  trust  their  reforms 
will  be  thorough  and  judicious. — Economist. 


The  Proposed  Railroad  Connection  with 
the  South. — A  writer  in  the  Nashville  Patriot 
discusses  the  question  of  a  rail  connection  with 
Cincinnati,  and  urges  its  importance  upon  the 
citizens  of  Nashville.  We  quote  from  his 
communication  as  follows : 

Cincinnati  is  the  great  emporium  of  trade 
between  the  North  and  several  States  of  the 
South.  The  trade  of  Tennessee,  Alabama  and 
Georgia  must  pass  through  Nashville.  And 
already  it  has  been  demonstrated,  that  the 
Louisville  Road  can  not  do  the  transportation 
of  this  immense  trade.     Greater  facilities   for 


transportation  are  indispensable.  A  road  di- 
rect from  Cincinnati  t:>  Nashville,  is  the  great 
desideratum.  The  interests  of  the  North"  and 
the  necessities  of  the  South  demand  it.  The 
The  two  sections  can  build  it,  and  they  ought 
to  do  it. 

A  road  to  Cincinnati  need  not  interfere  with 
the  patronage  of  the  Louisville  road.  It  al- 
ready has  more  freight  than  it  can  carrv.  A 
road  from  Cincinnati,  intersecting  the  Louis- 
ville Road  at  Gallatin,  or  at  any  point  north 
of  that  place,  would  avail  nothing.  Freight 
would  so  accumulate  at  the  Junction  as  to 
cause  delay,  expense  and  annoyance.  We 
want  a  through  road  that  will  bring  grain 
through  with  dispatch  without  exposure,  and 
with  as  little  expense  as  possible. 

To  avoid  contact  with  the  Louisville  Road, 
or  interference  with  its  patronage,  the  Cincin- 
nati Road  should  pass  east  of  Gallatin,  cross- 
ing the  Cumberland  Riveras  high  up  asHarts- 
ville  or  Rome,  and,  passing  through  Wilson 
County,  have  its  terminus  in  South  Nashville. 
This  route  would  leave  the  barren  lands,  and 
enter  the  rich  valley  of  the  Cumberland,  about 
sixty  miles  above  Nashville ;  and  for  that  dis- 
tance it  would  pass  through  as  rich  lands  as 
any  road  in  the  State. 


PASSENGER  RAILWAYS-THE  LAW 
OE  THE  ROAD. 

A  decision  on  this  interesting  subject  by 
Chief  Justice  Shaw,  of  the  Supreme  Court  of 
Massachusetts,  has  just  appeared  in  the  Ameri- 
can Law  Register,  for  September.  The  facts 
were  these:  The  defendant  was  driving  a 
loaded  team  with  one  wheel  on  the  track  when 
the  car  came  up  behind  him.  He  was  asked 
by  the  conductor  to  turn  off.  This  he  did  not 
do,  but  continued  upon  the  track  at  the  same 
rate  of  speed,  much  slower  than  the  usual 
speed  of  the  cars,  for  several  hundred  feet  and 
then  turned  off.  There  was  ample  room  for 
him  to  turn  off  where  the  car  first  overtook 
him.  There  was  no  evidence  that  he  got  on 
the  track  with  the  intention  of  obstructing  the 
car,  or  changed  his  speed  on  the  approach  of 
the  cars,  and  it  was  proven  to  be  usual  for 
teamsters  to  drive  with  one  wheel  in  the  track. 
The  defendant  was  indicted  under  a  clause  in 
the  charter  of  the  railway  company,  which  pro- 
vided that  any  person  wilfully  and  maliciously 
obstructing  the  corporation  in  the  use  of  the 
track  or  the  passing  of  trains  thereon,  should 
be  puuished  by  fine  not  exceeding  five  hun- 
dred dollars  or  imprisonment  not  exceeding 
three  months. 

The  Chief  Justice,  before  whom  the  case 
came  up  on  a  writ  of  error,  in  his  long  and 
able  opinion  decided,  1st  That  the  right  of 
the  public  to  use  a  highway,  like  all  other  public 
easements  is  under  the  control  and  regulation 
of  the  Legislature,  which  may  restrict  the 
general  right  by  a  grant  of  a  specific  use  of 
the  highway  to  a  corporation  created  for  the 
public  benefit.  And  2d.  That  since,  even 
when  the  general  right  of  the  public  is  unre- 
stricted, yet  every  one  must  use  his  right  so 
as  not  to  interfere  with  the  rights  of  others, 
so  especially  when  the  restriction  has  been 
laid  upon  the  general  use  of  the  higway, 
every  one  must  use  it  subject  to  that  restric- 
tion. For  instance,  on  a  common  road,  two 
carriages  have  equal  rights,  but  they  must 
use  those  rights,  so  as  not  to  interfere  with 
each  other.  If  a  loaded  team  is  ahead  of  a 
light  carriage,  and  there  is  not  room  enough 
to  turn  out,  the  light  carriage  must,  for  the 
time,  reduce  its  speed  to  that  of  the  loaded 
team  ;  but  if  they  come  to  a  place,  where,  by 
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turning  to  one  side  of  the  road,  the  driver  of 
the  leaded  team  could  leave  space  for  the  light 
carriage  to  pass,  he  must  do  so,  because  by 
continuing  in  the  middle  of  the  road  and 
forcing  the  faster  carriage  to  stay  behind  him, 
he  would  be  using  his  right  to  the  road  in 
derogation  of  the  equal  right  of  the  other 
party.  But  in  the  case  of  the  car  and  the 
loaded  team  the  rights  are  no  longer  equal ; 
the  team  has,  to  be  sure,  a  right  to  use  the 
whole  road,  but  the  car  has  a  special  right  to 
use  the  track,  and  when  these  rights  conflict 
that  of  the  team  must  yield.  Moreover,  the 
wagon  could  turn  out,  the  car  could  not;  so 
that  they  were  unequal  in  fact  as  well  as  in 
right,  and  here  also  the  wagon  should  give 
way.  3d.  The  learned  judge  decided  that 
proof  of  express  malice  in  the  teamster — of  a 
disposition  or  desire  to  cause  damage  to  the 
car,  was  not  necessary  to  bring  the  case  under 
the  law,  but  that  if  a  wilful  intent  was  shown 
in  the  defendant  to  follow  his  own  convenience 
in  violation  of  the  rights  of  others  it  was  suffi- 
cient. 

And  4th.  He  held  that  the  company  had  a 
right  to  move  their  ear  at  a  rate  of  speed  usual 
for  vehicles  for  the  the  carriage  of  passengers 
drawn  by  horses,  and  though  the  defendant 
had  a  right  to  move  attherate  usual  for  loaded 
teams,  yet  when  these  rights  conflicted  the 
company's  right  must  prevail,  and  the  defend- 
ant was  bound  to  turn  off  the  track. — Phila. 
Enquirer. 

mn — ■ 

POSTAGE  ON  CIRCULARS. 

New  Orleans,  Sept.  4,  I860. 
To  the  Postmaster  of  Galveston: 

Sir: — I  beg  leave  to  call  your  attention  to 
the  enclosed  slip,  containing  decisions  of  the 
Department  in  relation  to  postage  on  Prices 
Currents,  Circulars,  and  parts  of  edition  of 
newspapers  with  cards  in  them.  Numbers  of 
Prices  Currents,  &c,  with  cards  in  them,  with 
only  one  cent  on  them,  have  been  received 
from  your  office. 

Respectfully,  your  ob't  serv't., 

D.  P.  BLAIR,  Special  Agt.  P.  0.  Dep. 

To  the  Editors  of  the  Picayune  : 

Gentlemen  : — Will  you  please  publish  the 
following  letters,  in  relation  to  postage  on 
newspapers  with  a  private  card  in  them? 

Also,  the  letter  of  First  Assistant  Postmas- 
ter General  to  me,  in  reference  to  the  postage 
on  a  lot  of  circulars,  which  had  been  returned 
to  this  office,  for  postage,  from  Texas — one 
cent  only  having  been  paid  on  them. 

D.  P.  BLAIR,  Acting  P.  M. 

New  Orleans  Post  Office,  Feb.  5,  1860. 
To  the  Editors  of  the  Picayune: 

The  Postmaster  has  decided  that  papers 
having  the  card  of  merchants  inserted,  shall 
pay  two  cents  each,  instead  of  one  cent,  as 
heretofore,  according  to  the  ruling  of  the  First 
Assistant  Postmaster  General.  I  send  you  the 
letter  of  Mr.  King  for  publication. 
Respectfully, 

F.  A.  DENTZEL,  Asst.  P.  M. 

Post  Office  Dep't.,  Appointment  Office,  1 
January  27,  1859.      J 
Sir — I  herewith  enclose  a  copy   of  a  letter 
from  this  office,  in  reply  to  one  from  Mr.  John 
Caleb,  of  New  Orleans. 

Respectfully,  vour  ob't.  serv't., 

HORATIO"  KING,  1st  Asst.  P.  M.  Gen'l. 
P.  M.,  New  Orleans,  La. 

Post  Office  Dep't.,  Appointment  Office,  1 
January  27,  1859.      j 
Sir — In  answer  to   your   letter   of  January 


20th,  I  have  to  inform  you  that  newspapers  con- 
taining a  private  card,  which  card,  although 
affixed  at  the  time  of  publication,  does  not  ap- 
pear in  the  whole  addition,  are  chargeable  with 
a  postage  of  two  cents — one  cent  for  the  card, 
and  another  cent  for  the  remaining  matter 
— and  not  with  letter  postage,  as  it  is  possible 
the  Department  may  at  some  time  have  ruled. 
It  can  make  no  difference  in  the  charge  whether 
the  card  is  printed  on  the  margin,  or  in  the 
body  of  the  paper. 

As  the  practice  of  the  New  Orleans  office 
seems,  from  statement,  to  be  different  from 
tne  above  stated  rule,  a  copy  of  this  letter  will 
be  sent  to  the  Postmaster. 

Respectfully,  your  ob't.  serv't., 

HORATIO  KING,  1st  Asst.  P.  M  Geu'L 
John  Caleb,  Esq.,  New  Orleans,  La. 

Post  Office  Dep't,  Appointment  Office,  ] 
Washington  City,  Aug.  21,  1860.      j 
Sir — Your  letter  of  August   16th,    has  just 
been  received.     Oneof  the  twocirculars, which 
you  enclose  has  printed  upon   it  the   card   of 
Messrs.  Eagan  &  King,  Commission  Merchants ; 
a  card  which  it  is  presumed  does  not   appear 
in  the  whole  edition,  but   only   in   a   limited 
number  of  copies,  intended  to  be  circulated  by 
the  commercial  house  in  question.     The  addi 
tion  of  such  a  card  must,  under  the  most  favor- 
able construction,    subject   the   sheet  to  two 
cents  postage.     I  do  not  find  a  similar  card  on 
the  other  circular,  and  presume  it  was  returned 
to  you  through  mistake. 

ST.  JOHN  B.  L.  SKINNER, 

Acting  P.  M.  General. 


BLUE  RIDGE  RAILWAY. 

The  above  railway  will  be  completed  to  Wal- 
halla,  twenty-miles,  in  December  next,  which 
will  give  thirty-five  miles  of  completed  road. 
Over  two  and  a  half  millions  of  dollars  have 
been  expended.  Several  very  important  and 
costly  tunnels  are  in  process  of  excavation. 
Three  of  these  are  in  South  Carolina,  varying 
in  length  from  616  feet  to  about  a  mile.  In 
South  Carolina,  three  fourths  of  the  grading, 
one  third  of  the  tunnel  excavation,  three 
fourths  of  the  square  drain  masonry,  and  one 
fourth  of  the  bridge  masonry  have  been  done, 
and  one  fourth  of  the  track  laid.  There  has 
also  been  laid  a  track  to  Hayne's  Quarry,  1$ 
miles  long.  In  Georgia,  seven  seventeenths 
of  the  grading,  one  seventh  of  the  tunnel  ex- 
cavation, two  thirds  of  the  square  draiu  ma- 
sonry, and  two  thirds  of  the  bridge  masonry 
have  been  done.  The  length  of  the  road  in 
South  Corolina  and  Georgia  is  only  30  per 
cent,  of  the  entire  length,  and  its  cost  will  be 
58  per  cent,  of  the  whole  cost  of  the  road. 
The  estimated  cost  of  the  entire  road  is 
$7,000,000,  and  the  able  and  intelligent  engi- 
neer, Walter  Wwynne,  in  his  latest  reports, 
sees  nothing  to  change  the  estimate.  This 
road  will  realize  the  early  dream  of  South 
Carolina,  to  unite  herself  with  Louisville  and 
Cincinnati,  by  a  direct  and  expeditious  route, 
as  it  was  exhibited  in  the  convention  held 
twenty-five  years  ago ;  and  in  the  labors  of 
General  Hayne,  who,  in  this  service,  deserves 
as  much  as  his  distinguished  ancestor  to  be 
called  the  "martyr  Hayne."  By  this  route, 
Charleston  will  be  distant  310  miles  from 
Knoxville.  an  advantage  over  shipping  point 
of  Richmond  of  84  miles,  and  over  Savannah 
of  94  miles.  The  total  distance  to  Louisville 
will  be  677  miles,  by  roads  for  the  most  part 
constructed,  and  to  Cincinnati  683  miles, 
against  1200  to  1400  miles  by  existing  routes. 
Knoxville  is  at  the  head  of  steamboat  naviga- 


tion, on  the  Holstein,  and  the  trade  of  this  and 
tributary  rivers  is  concentrated  at  Chattanooga. 
At  one  time  after  the  rise  in  the  river,  200 
boats  were  seen  moored  at  Knoxville,  on  the 
way  to  Chattanooga,  laden  with  salt  and  plas- 
ter from  Virginia,  and  with  every  variety  of 
Western  produce.  This  trade  will  be  inter- 
cepted by  Charleston.  Knoxville,  too,  will  be- 
come the  entrepot  of  Cincinnati  and  Louis- 
ville. 

"  By  the  completion  of  the  Tennessee  and 
Virginia  Railroad,  during  the  past  year,  Rich- 
mond now  draws  off  all  the  trade  of  East  Ten- 
nesse,  north  of  Knoxville,  and  will  draw  the 
trade  south  of  that  city,  even,  to  some  extent, 
as  far  south  as  Chattanooga,  Charleston  has 
no  connection  with  Knoxville,  except  by  a  cir- 
cuitous route  over  the  rival  roads  of  Georgia, 
one  hundred  and  ten  miles  further  than  by 
the  Blue  Kidge  Railroad.  With  this  disadvan- 
tage of  distance,  Charleston  can  not  compete 
with  Richmond  for  the  trade  of  East  Tennes- 
see. Indeed,  it  will  be  seen,  by  an  inspection 
of  the  map,  that  without  the  Blue  Ridge  Road, 
Charleston  and  South  Carolina  have  little  op- 
portunity of  sharing  in  the  advantages^  of  a 
commercial  connection  with  the  navigable 
waters  of  the  West.  The  Georgia  Railroads 
belt  the  State  on  the  southwest ;  the  Virginia 
roads  on  the  northeast ;  and  North  Carolina, 
which  has  finished  the  State  Road  to  Salisbury ,_ 
is  pushing  it  onward  to  Murphy,  at  the  foot  of 
the  Blue  Ridge.  Its  next  step  will  be  over  the 
mountains  to  the  valley  of  the  French  Broad, 
and  then  the  cordon  of  Railroads  around  South 
Carolina  willbe  complete  and  close."— DeBow's 
Review. 


Report  of  the  Receiver  of  the  Ohio  Cen- 
tral.— H  J.  Jewett,  Esq.,  Receiver  of  the  Cen- 
tral Ohio,  filed  his  fifteenth  monthly  report 
with  the  Clerk  of  the  United  States  Court  on 
Monday,  covering  the  operations  of  the  road 
for  the  month  of  July.  The  following  is  a  sy- 
nopsis: 

To  balance  as  per  last  report S28.147  89 

From  earnings  prior  to  May  1, 

1P59 S468  32 

From  passenger  business 27,493  47 

freight  "         :!0,1«2  43 

mail  "         6,792  18 

express  "        1,0H3  45 

mileage  on  cars 193  28 

other  sources 74  97 

$66,288  10 

94,435  69 

EARNINGS   FOR  JULY. 

From  passengers $  19,675  26 

freight 25,326  89 

express 1-349  56 

mail 2,29"  60 

48,641  31 

EXPENSES   FOR  JULY. 

Transportation  department $9,376  95 

Machinery  department 8,927  16 

Fuel.......... 3,558  01 

Road  department 14,90211 

Total  operating  expenses $36,764  24 

Construction  and  equipment 2,475  32 

General  expenses ■ 1  )687  35 

The  total  business  of  July,  compared  with 
June,  shows  a  falling  off  of  $567  08,  but  it 
should  be  remembered  that  during  the  former 
month  the  road  carried  a  large  share  of  the 
freights  from  Boston  at  ruinously  low  rates, 
and°that  for  three  or  four  days  the  free  transit 
was  interrupted  by  the  displacement  of  a 
brido-e.  The  August  earnings  will  doubtless 
show  a  large  increase,  both  in  passengers  and 
freight,  particularly  of  the  latter,  since  the  or- 
ganization of  the  Cincinnati  agency.  The  in- 
crease of  business  from  interior  points  during 
the  past  three  or  four  weeks  has  been  very 
large. — Enquirer. 
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NATURAL  OIL  FOUNTAINS. 

There  have  recently  been  wonderful  de- 
velopments of  this  article  at  Oil  Creek,  (Penn.) 
Titusville,  in  Crawford  County,  is  the  center  of 
the  oil  regions.  From  the  surface  indications 
of  oil  which  have  been  known  to  exist  in  this 
region,  fountains  underneath  were  inferred. 
And  Mr.  Drake,  in  September  last,  commenced 
boring  an  artesian  well  in  search  of  it.  In 
February  or  March  results  were  realized  which 
astonished  every  one.  His  well,  by  pumping, 
yielded  some  fitly  barreis  per  day,  worth  thirty 
cents  per  gallon  in  the  crude  state.  Other 
wells  were  immediately  commenced,  and  yet 
others  have  been  starting  with  great  rapidity 
ever  since,  and  it  is  now  said  two  thousand  are 
in  progress,  with  flattering  prospects,  and 
some  two  hundred  of  them  are  either  pumping 
or  have  found  oil  and  are  waiting  the  construc- 
tion of  engines  and  pumps  to  work  them. 

The  wells,  all  artesian,  vary  in  depth  from 
seventy-five  to  four  hundred  feet;  an  iron  pipe 
of  four  inch  bore  being  inserted  in  each  and 
driven  to  the  work,  usually  thirty-five  or  forty 
feet  below  the  surface.  A  punjp  is  inserted 
through  this  opening,  with  tubing  sufficient  to 
carry  it  to  the  proper  oil  opening,  and  by 
means  of  a  flaxseed  bag  the  water  from  above 
the  oil  is  cut  off,  and  the  oil  thus  prevented 
from  rising  outside  the  pump.  The  pump  is 
then  worked  by  a  steam  engine,  and  discharges 
a  mixture  of  oil  and  water  into  a  large  vat 
standing  near,  when  the  oil,  immediately  separa- 
ting, runs  off  at  an  aperture  in  the  top  of  a 
smaller  vat,  and  the  water  is  drawn  off  by  a 
suitable  opening  in  the  side.  From  this 
second  vat  the  oil  is  drawn  immediately  into 
barrels  and  is  ready  for  market.  The  expense 
of  running  a  pump  is  said  to  be  not  over  six 
dollars  per  day.  Such  is  the  value  of  the  oil,  that 
from  the  commencement  the  demand  has  been 
in  advance  of  the  supply,  and  it  is  sold  readily 
for  cash  at  the  wells.  There  are  individuals 
who  have  made  fifteen  to  twenty  thousand  dol- 
lars from  a  single  well  in  the  last  five  months, 
and  many  land  holders  who  have  realized  a 
like  sum  from  their  leases,  which  are  daily  be- 
coming more  numerous  and  profitable.  Cros- 
by's well  yielded  at  first  seventy-five  barrels  of 
oil  per  day  ;  but  afterwards  the  flow  was  im- 
peded and  the  supply  diminished  to  twelve 
barrels,  by  the  filling  in  of  the  shaft  with  a 
sediment.  This,  however,  would  soon  be 
remedied.  Barnsdale's  well  was  commenced 
in  March  last,  and  has  yielded  at  first  fifteen, 
now  eighteen  barrels  per  day.  Near  by  this 
was  the  Williams  well,  the  oil  in  which  came 
to  the  top  with  no  admixture  of  water,  and  ran 
over.  In  order  to  save  it  a  large  plug  was 
driven  into  the  five  inch  pipe,  and  a  hole  being 
bored  through  its  center,  a  three-eighths  inch 
lead  pipe  was  inserted,  and  being  slightly 
curved,  the  oil  was  led  directly  into  the  bung 
of  a  barrel,  and  thus  it  ran  steadily,  day  and 
night  at  the  rate  of  twelve  barrels  per  day,  for 
several  days.  But  Mr.  Williams  was  not  satis- 
fied with  this,  and  intended  to  produce  thirty 
barrels  per  day.  He  accordingly  opened  the 
pipe,  inserted  the  drill  again  and  drilled  about 
two  and  a  half  feet  deeper,  opened  a  perfect 
river  of  oil,  which  was  forced  by  the  gas  over 
the  top  of  the  tube  at  the  rate  of  ten  barrels 
per  hour  for  about  twenty  hours,  when  the 
gas  blowing  off,  the  oil  subsided  and  settled 
to  a  level  within  sight  of  the  top  of  the  tube. 
A  pump  has  since  been  inserted,  and  the  daily 
yield  is  now  from  seventy-five  to  one  hundred 
barrels.  Another  well  was  recently  opened, 
within  a  few  miles  of  this,  with  similar  results, 
the  oil  discharing  in  such  quantities  for  more 
than  a  day  as  to  make  it  impossible  to  secure 


it,  and  it  is  supposed  that  fifty  barrels  ran  off 
into  the  creek  and  was  lost. 

This  is  a  growing  affair,  of  which  but  a  faint 
conception  can  yet  be  formed — and  the  region 
of  these  wonderful  developments  of  the  re- 
sources of  nature  is  but  twenty-four  miles  from 
the  city  of  Philadelphia. 

Some  of  the  uses  of  this  oil  are:  1.  Under 
the  name  of  Seneca  oil,  it  has  long  been  used 
as  a  medicine,  and  is  a  valuable  liniment  pos- 
sessing nearly  all  the  virtues  of  arnica. 

2.  As  a  solvent  of  gums,  gutta  percha,  India 
rubber,  etc.,  it  is  said  to  be  preferable  to  any 
other  article. 

3.  In  the  manufaature  of  gas  it  is  said  to  be 
cheaper  and  better  than  the  best  fish  oil. 

4.  It  is  also  used  to  a  certain  extent  for 
lubricating  purposes,  but  experiments  are  in 
progress  which  justify  the  belief,  that  it  can 
be  made  one  of  the  best  lubricators  in  the 
world. 

5.  For  export  it  is  valuable,  and  it  is  already 
extensively  shipped  to  foreign  markets. 

But  6th,  as  an  illuminating  oil  it  is  said  to 
exceed  everything  yet  produced.  It  is  already 
adopted  to  a  great  extent  by  various  railroad 
lines,  and  the  government  has  just  closed  a 
large  contract  for  it  to  supply  lighthouses.  In 
fact  it  possesses  twenty  five  per  cent,  more 
illuminating  power  than  the  best  coal  oil,  and 
from  the  fact  that  it  does  not  chill  in  the  cold 
is  far  superior  to  the  best  sperm  oil. — Practical 
Mechanic. 


BEST  ROUTE  FOR  OUR  SOUTHERN 
RAILROAD. 

We  learn  that  His  Honor,  Mayor  Bishop,  is 
devoting  himself  assiduously  in  the  forma- 
tion of  a  committee  to  investigate  the  merits  of 
the  different  proposed  routes  by  which  a  con- 
nection with  the  vast  system  of  railroads,  lying 
South  of  the  Cumberland  Mountains,  may  be 
obtained. 

The  importance,  to  Cincinnati,  of  a  judicious 
arrangement  of  the  programme  of  this  great 
work,  cannot  be  overrated.  The  committee 
should  have  the  best  engineering  assistance, 
as  well  as  the  most  experienced  commercial 
and  practical  railroad  advice  that  can  be  ob- 
tained. The  question  should  be  how  best  to  lo- 
cate a  road  that  will  pay  sure  returns  for  the 
capital  expended ;  for  the  more  evident  that 
features  can  be  made,  the  more  certain  and  ea- 
sily will  the  means  of  construction  be  procured, 
while' it  is  certain  that  the  line  that  will  con- 
centrate the  greatest  amount  of  business,  and 
tharefore  pay  the  best  to  the  stockholders,  will 
be  the  best  for  the  general  interests  of  Cincin- 
nati. 

There  are  many  plans  proposed,  each  look- 
ing exclusively  to  special  localities  South  of 
us :  that  all  of  these  can  or  will  be  constructed 
within  the  present  generation  can  hardly  be 
presumed.  The  Cumberland  Mountains  pre- 
sent too  formidable  a  barrier  to  be  crossed  with 
many  lines  of  railroad.  To  locate  a  crossing 
that  will  accommodate  the  greatest  numbor  of 
interests,  in  our  opinion,  is  the  great  object  to 
be  obtained  at  this  time. 

We  have  already  described  in  our  columns 
the  different  lines,  to  local  points,  that  have 
been  proposed,  and  will  simply  enumerate  them 
now  beginning  at  the  East.  First,  is  the  Charles- 
ton air  line  route,  presented  by  Col.  Cock,  of 
Morristown,  Tenn.,  an  excellent  route  to  the 
Southern  seaboard,  crossing  the  mountains  at 
Cumberland  Gap. 

The  next  is  the  Knoxville  line,  crossing  at 
Elk  or  Wheeler's  Gap.  This  line,  continued 
beyond  Knoxville  through  the  Blue  Ridge  at 
Rabun  Gap,  reaches  also  to  Charleston  and  Sa- 
vannah. 

Thirdly,  the  direct  Chattanooga  route,  from 
Danville  through   Stanford,    Waynesburg  and 


Somerset,  to  the  Cumberland  River,  at  the  junc- 
tion of  the  Big  South  Fork,  thence  crossing  the 
Cumberland,  up  the  South  Fork,  to  Emerv  Gap, 
where  the  headwaters  of  the  South  Fork  and 
those  of  the  Emery  River  comingle;  thence 
down  the  latter  river  to  the  valley  of  the  Ten- 
nessee River,  and  thence  by  that  valley  to 
Chattanooga. 

The  next  in  order  is  the  Lexington  and  South- 
ern Kentucky  road,  the  results  of  an  examina- 
tion of  which  to  the  State  line  by  the  Chief  En- 
gineer, Mr.  Gower,  we  gave  a  few  days  since: 
a  line  has  been  examined  due  south  from  Obeys' 
river,  where  this  line  strikes  the  Tennessee  line, 
to  Sparta  in  White  county,  from  where  the  Mc 
Minnville  and  Maneheslerjroad,  already  under 
construction,  connects  with  the  Nashville  and 
Chattanooga  road  at  Tullahoma.  Part  of  this 
line,  in  Kentucky,  as  we  will  hereafter  show 
would  by  extension  to  Tomkinsville,  in  Monroe 
county,  Ky.,  connect  a  line  to  Nashville.  Then 
the  direct  Nashville  line,  from  Danville  through 
Casey,  Taylor,  Green,  Barren,  and  Allen  coun. 
ties  in  Kentucky,  and  Summer  and  Davidson 
in  Tennessee;  and  lastly,  we  are  informed,  a 
committee  are  now  about  leaving  Memphis  to 
urge  upon  Cincinnati  the  importance  of  a  di- 
rect railroad  connection  with  that  citv. 

All  these  projects  are  important  in  them- 
selves, and  should  receive  the  earnest  attention 
of  the  committee,  in  order  that  they  may  be  the 
more  competent  to  decide  how  best  to  consoli- 
date the  whole  into  the  smallest  number  of 
miles  that  will  accommodate  the  greatest  num- 
ber of  interests. 

A  route  worthy  of  close  examination,  presen- 
ting to  our  mind  the  most  feasible  one  for  a 
trunk  line  to  command  all  the  desired  connec- 
tions, and  lay  open  to  Cincinnati  the  entire 
South,  would  be  the  following  by  the  route  al- 
ready described  the  Lexington  and  Southern 
Kentuckey  to  the  State  line  at  Obeys'  River. 
At  this  point  the  valley  of  that  river  makes  its 
utmost  northina,  running  in  a  south  westerly 
direction  to  tne  Cumberland  river,  into  which 
it  emptier  near  Maysville  in  Jackson  county, 
Tennessee,  thence  down  the  valley  of  the  Cum- 
berland to  Nashville. 

Returning  to  the  state  line,  Obeys'  River 
comes  from  a  South-easterly  direction,  rising 
in  the  Cumberland  Mountains  near  the  head 
waters  of  Emery's  River,  at  Emery's  Gap,  the 
one  described  to  us  as  the  best  pass  in  the 
range  for  a  railroad.  Jamestown,  the  capital 
of  Fentress  County,  Tennessee,  lies  on  the  side 
of  the  Cumberland  Mountains,  between  the 
waters  of  the  south  fork  of  Cumberland  and 
Obeys'  Rivers.  Here  we  intersect  the  Chatta- 
nooga line  before  described  from  the  south  fork 
to  the  Emery  River,  and  thence  down  the  val- 
ley of  that  river  opposite  Kingston  at  the  junc- 
tion of  the  Clinch  and  Tennessee  rivers,  thence 
following  up  the  latter  river,  connections  might 
be  made  with  the  East  Tennessee  and  Georgia 
R.  R.  about  28  miles  from  Knoxville  and  82 
from  Chattanooga  or  Dalton  on  the  Western 
and  Atlantic  Railroad. 

The  probable  distances  by  this  route  would 
be  as  follows;  from  Danville  to  State  line  at 
Obeys'  River  93  miles,  Obeys'  River  to  Nash- 
ville 115  miles,  making  the  whole  distance  to 
Nashville  from  Cincinnati  343  miles;  but  8 or 
10  miles  further  than  a  direct  route  by  Capt. 
Childe's  survey. 

By  the  Knoxville  and  Chattanooga  branch, 
the  distance  from  State  line  at  Obeys'  River 
would  be,  say  100  miles  to  Kingston  (crossing 
of  Clinch  river ;)  thence  to  East.  Tennessee  & 
Georgia  R.  R.  20  miles;  thence  28  miles  to 
Knoxville,  in  all  from  Cincinnati  to  Knoxville 
373  miles.  By  this  route  Chattaneoga  or  Dal- 
ton would  be  reached  in  427  miles — requir- 
ing the  building  of  32S  miles  of  road  to  reach 
all  these  points.  By  independent  lines  to  each 
of  the  above  points  from  Danville,  at  least  575 
miles   of  road  would  require   to  be  contracted, 
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with  the  effect  of  shortening  the  distance  to 
Nashville  but  10  mile?;  to  Knoxville  80  miles, 
and  about  25  miles  to  Chattanooga,  as  the  Em- 
ery Gap  would  have  to  be  used  by  an  indepen- 
dent road  to  that  point,  as  by  the  one  under 
consideration. 

We  find  upon  a  careful  exanination  into  the 
facts,  that  our  correspondent  erred  in  giving 
us  175  miles  as  the  distance  from  Danville  to 
Chattanooga,  by  a  rail  route.  We  suppose  he 
intended  that  for  the  air  line  distance.  A  road 
via  Emery  Gap,  direct  from  Danville,  could 
not  be  less  than  220  miles — we  therefore  de- 
sire to  make  this  correction  of  distance  given 
in  our  article  on  "Chattanooga  as  a  railroad 
center." 

A  Railroad  is  proposed  to  be  built  from 
Nashville  to  Knoxville.  This  object  would  be 
accomplished  by  the  above  plan  and  probably 
as  nearly  direct  as  the  surface  of  the  country 
would  permit,  thus  saving  at  least  200  miles  of 
construction.  The  question  then  arises,  should 
the  foregoing,  npon  examination  prove  practi- 
cable, would  it  not  be  worthy  of  the  serious 
consideration  of  all  the  different  interests, 
whether  it  were  not  better  to  unite  their  ener- 
gies upon  this  or  some  similar  plan.  By  it  the 
Danville  and  Nashville,  and  the  Knoxville 
roads  would  both  be  constructed  at  a  saving  of 
at  least  100  miles  of  road,  as  viewed  in  refer- 
ence to  those  objects  alone;  115  miles  at  the 
Nashville  end  becomes  a  trunk  road  for  Knox- 
ville, Chattonooga  and  Dalton,  by  means  of  the 
East  Tennessee  and  Georgia  R.  R.  The  120 
miles  between  the  junction  at  Obeys' River  and 
the  lal  ter  road,  receiving  the  joint  traffic  of  Cin- 
cinnati for  the  South  and  Nashville  for  the 
East,  and  the  227  miles  from  Obeys'  River  to 
Cincinnati  becoming  the  grand  trunk  for  the 
immense  traffic  that  would  flow  between  our 
city  and  the  entire  South.  Each  section  thus 
performing  the  office  of  a  trunk  for  the  other 
two,  who  can  doubt  the  financial  success  of  such 
an  undertaking  when  completed  ? 
.  By  thus  locating  and  building  328  miles  of 
road,  we  accommodate  the  trade  that  would  by 
independent  roads,  to  each  point,  require  775 
miles;  without  reference  to  a  Memphis  line. 
We  save  the  capital  to  build,  equipand  operate  447 
miles.  Would  not  this  saving  and  the  concen- 
tration of  the  whole  business  upon  328  miles 
enable  the  traffic  to  be  carried  at  as  low  a  rate 
per  ton  between  all  points  as  by  the  greater 
number  of  lines,  though  each  were  more  direct  ? 
We  think  no  one  can  doubt  but  that  such  would 
be  the  fact. 

We  have  merely  suggested  the  above,  perfect- 
ly aware  that  the  whole  question  rests  upon  the 
practicability  of  a  route  up  Obeys'  river  to  the 
head  waters  of  the  Emery.  We  think  the  pro- 
babilities are  in  favor  of  that  being  the  case, 
and  believe  the  importance  of  such  an  arrange- 
ment would  warrant  considerable  effort  and  ex- 
penditure to  obtain  a  line  in  that  direction. 


English  and  American  Railways. — Even 
with  these  qualifications,  we  English,  who  take 
so  great  a  pride  in  the  prosperity  of  our  country, 
in  the  returns  of  capital  invested  upon  our 
own  land,  and  in  the  certainty  of  our  commer- 
cial transactions,  may  look  with  some  respect 
upon  the  actual  results  of  railway  enterprise  in 
the  United  States.  Considering  the  immense 
spread  of  the  American  territory,  it  is  not  sur- 
prising that  the  extent  of  railroad  should  ex- 
ceed ours  as  it  does — 26,210  miles  there  against 
9,119  here.  But  the  comparison  holds  good 
even  with  regard  to  population;  for  every  mil- 
lion of  people  in  England  there  are  378  miles 
of  railway  open;  in  the  United  States  674. 
The  Americans  manage  to  make  their  railways 
cheaper  for  all  classes;  the  average  charge  for 
first  class  carriages  in  England  is  2d.  per  mile; 
in  America  Id.     The  charge  for  second-class 


passengers  there  is  one-third  of  our  average, 
and  for  third  class  passengers  a  triflle  more 
than  one  third.  Yet  it  is  notorious  that  in  con- 
venience and  comfort  the  American  carriages 
greatly  exceed  the  English.  The  (total  cost  of 
all  the  railwavs  in  use  in  England  is  £304, 
000,000;  in  America  £216,000,000.  There, 
26,000  miles  have  cost  little  more  than  two- 
thirds  of  the  money  paid  for  9,000  here. 

In  America,  there  has  been  a  larger  draught 
upon  capital  for  the  purpose  of  construction 
and  working,  and  what  are  the  returns?  Cap- 
tain Galton  states  the  net  earnings  for  En- 
glish railways  at  41  per  cent;  for  American 
railways  at  67  per  cent.  At  the  recent  meet- 
ings, the  dividends  declared  by  our  great  rail- 
way companies  have  scarcely  supported  the 
standard  of  these  statistics;  the  dividend  of 
the  Great  Northern  was  2};  of  the  Great  Wes- 
tern, 3;  Brighton  and  South  Coast,  4J-;  North 
Western,  2  J  per  cent.  We  have  alluded  to  the 
fluctuations  of  American  railways,  but  we  may 
observe  that,  not  long  since,  our  NorthWestern 
dividends  were  at  a  much  higher  per  centage, 
the  Great  Western  down  at  2;  while  last  year 
the  Brighton  dividend  was  6  per  cent.  If  we 
compare  the  aggregate  of  several  railways 
in  the  two  countries,  the  results  ore  even  more 
striking.  We  take  fifty  English  railways,  in- 
cluding the  metropolitan  lines,  and  fifty  Amer- 
ican railways  in  what  we  may  call  the  mid- 
land district.  Here  we  find  that,  as  usual,  the 
cost  of  the  English  exceeds  the  American,  be- 
ing 247  millions  sterling  here  against  54J  mil- 
lions there,  the  gross  revenue  in  England  is 
20  millions ;  in  America  nearly  9J-.  The  ag- 
gregate net  revenue  in  England  is  10J-  mil- 
lions; in  America  nearly  4}  millions.  But 
what  is  the  dividend  per  cent? — for  that  is  the 
point  which  most  concerns  the  shareholders; 
it  is,  in  England,  4.25  per  cent.;  in  America, 
8.06  per  cent. — Spectator. 


PANAMA  RAILROAD -RAPID 
PRECIATION. 


DE- 


No  railroad  stock  on  the  Stock  Exchange 
has  stood  so  uniformly  high  in  public  estima- 
tion as  Panama.  Ever  since  the  road  was 
completed  the  public  has  believed  in  it,  and 
has  bought  it  at  high  prices.  When  everything 
else  was  neglected  and  depreciated  Panama 
stood  firm.  Nor  did  the  business  of  the  road 
belie  these  favorite  impressions.  After  pay- 
ing twelve  per  cent  per  annum  for  some  years 
besides  accumulating  a  handsome  surplus  and 
providing  a  sinking  fund,  the  directors  in  the 
latter  part  of  1859,  voted  the  usual  six  per  cent 
dividend,  with  the  distinct  understanding  that 
it  would  be  the  last  dividend  of  that  amount, 
and  that  thereafter  they  should  divide  twenty 
per  cent  per  annum.  They  made  no  secret  of 
their  intention,  and  the  stock  accordingly  rose 
to  20  and  30  per  cent  premium.  But  in  rail- 
road matters,  it  never  answers  to  pledge  the 
future. 

At  the  time  these  intentions  were  announced 
New  Granada  was  at  peace,  and  her  people 
were  busily  engaged  in  collecting  bark, 
cochineal,  hides,  &c.  &c,  to  be  transported 
over  the  Panama  railroad ;  a  bargain  had  been 
concluded  with  an  agent  of  the  New  Grana- 
dian  Government,  for  an  extension  of  the 
lease;  the  California  business  was  very  large 
indeed.  All  this  changed  so  soon  afterwards 
that,  when  the  last  six  per  cent  dividend  was 
paid,  the  directors  did  not  even  eare  to  allude 
to  the  subject  of  the  proposed  increase;  and 
now  the  prospect  is  that  they  will  not  be  able 
to  pay  even  six  or  five  per  cent  on  next  divi- 
dend day.  The  business  of  the  road  has  fallen 
away  at  a  rate  which  will  astonish  the  public, 


as  it  has  astonished  the  Panama  directors 
themselves.  The  following  shows  the  earnings 
for  this  and  last  year. 

Last  Year.  This  Year.      Deo. 

April $187,470        132,958  54,513 

May 179.34.5        127,381  51,864 

June 163,535        113,134         50,401 

July 137.572        115,681  19,891 

August  to  December 961,915        611,442*    350,473* 

Ninemonths $1,629,737      1,100,596        527,143 

*Estimated. 

The  estimate  of  the  earnings  from  August 
to  December  this  year  is  at  the  rate  of  $125,288 
per  month,  which  was  the  average  monthly 
receipt  for  the  last  four  months.  The  above 
table  shows  a  decrease  of  gross  earnings  for 
the  nine  months  equal  to  $527,143,  or  nearly 
thirty-three  per  cent.  How,  under  these  cir- 
cumstances, the  company  can  continue  to 
make  the  usual  payments  to  the  sinking  fund 
and  divide  the  usual  profits,  it  is  not  easy  to 
berceive.  The  causes  of  the  decline  in  the 
business  of  the  road  are  obvious.  They  are, 
firstly,  the  war  in  New  Granada,  which  has 
now  fairly  broken  out,  and  which  will  probably 
last  a  long  time.  This — like  the  war  in  Mexi- 
co, which  has  lasted  for  thirty  years,  with  oc- 
casional interruptions — has  checked  business 
and  stopped  the  gathering  of  bark,  cochineal, 
hides,  drugs,  &c,  which  are  the  produce  of  the 
country,  and  on  the  supply  of  which  the  road 
depends  for  its  freighting  business.  Secondly, 
the  decline  in  the  passenger  travel  to  Califor- 
nia is  quite  a  serious  loss  to  the  road  The 
best  emigrants  to  California  are  now  crossing 
the  Plains,  and  avoiding  the  dangers  of  the 
Isthmus. 

These  drawbacks  are  more  serious  as  there 
are  only  fifteen  years  left  of  the  Panama  Rail- 
road lease  ;  in  1875  the  road  reverts  to  the  New 
Granadian  Government.  Mr.  Sanford's  mis- 
sion to  Bogota  to  obtain  a  renewal  of  the  lease 
was,  as  it  is  known,  a  complete  failure,  and 
there  is  very  little  prospect  at  present  of  an- 
other negotiator  meeting  with  more  success. 
The  New  Granadians  are  determined  to  have 
the  road;  if  any  government  did  grant  a  re- 
newal its  successors  would  probably  repudi- 
ate it.  We  have  devoted  some  space  to  this 
subject,  because  Panama  has  always  occupied 
a  higher  rank  than  the  ordinary  railway 
stocks;  and  also  because  a  large  number  of 
people,  not  only  here,  but  in  England,  are 
holders  of  the  stock  as  an  investment.  If,  as 
the  facts  seem  to  indicate,  the  income  of  the 
road  is  going  to  be  seriously  reduced,  people 
who  rely  upon  that  income  for  a  subsistanee 
should  be  warned  in  time. — N.   Y.  Herald. 


Product  of  the  Washoe  Mines— Exports 
and  Receipts. — Few  persons  are  aware  of  the 
large  quantity  of  silver-ore  that  has  already 
been  shipped  from  this  city  for  New  York  and 
Europe.  By  examining  the  commercial  de- 
partment of  the  Bulletin,  where  all  the  dif- 
ferent articles  of  export  are  always  noted,  it 
will  be  found  that  $162,874  worth  of  Washoe 
ore  has  been  sent  abroad  since  the  commence- 
ment of  the  present  year — and  over  $115,000 
of  that  amount  went  by  the  two  last  steamers. 
The  following  is  a  complete  statement  of  ship- 
ments during  the  expired  portion  of  the  year : 
Date.  Tessas.  Pkrjs.        Value. 

January  5— Golden  Age 2"         810,500  01) 

May  5— Golden  Gate 100  14,01)0  00 

June      20— John  L.  Stephens 72  10,42125 

June      30— Uncle  Sam 60  12,789  00 

July       21— Golden  Age 1,131  74,664  60 

August    1— John  L.  Stephens 590  40,500  00 

Total 1,962      $162,874  85 

The  exact  number  of  tons  shipped  can  not  bes 
learned  by  this  statement,  nor  have  we  the 
means  of  ascertaining.     Packages,  however, 
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weigh  from  120  to  150  pounds,  and  probably 
the  shipments  have  embraced  both  classes. 
Nearly  or  qnite  all  the  ore  exported  thus  far 
is  believed  to  have  come  from  the  Ophir 
mine — certainly  the  three  last  shipments  were 
from  that  mine  exclusively. 

The  above  table  is  not  at  all  satisfactory,  as 
exhibiting  the  importance  of  silver  mining  at 
Washoe.  It  is  well  known  that  most  of  the  ore 
extracted  remains  by  the  mine,  it  having  been 
considered  advisable  to  send  only  a  small  por- 
tion to  this  city — while  the  shipments  hence 
bear  no  comparison  to  the  amount  received. 

We  are  informed  that  140  tons  of  ore  from 
the  Ophir  mine  have  arrived  in  the  city  since 
the  7th  of  June,  while  from  35  to  40  tons  are 
known  to  be  in  transitu.  The  Ophir  Compa- 
ny, on  the  1st  of  August,  declared  its  first  divi- 
dent,  being  at  the  rate  of  3524  for  each  foot  of 
the  mine.  The  probabilities  are,  that,  before 
the  season  is  over,  the  amount  sent  abroad 
from  the  receipts  of  this  mine,  will  form  an 
important-item  in  our  treasure  exports,  as  it 
appears  that  the  large  shipments  have  only 
just  commenced. 


IMPOETANT  DECISION. 

UNITED   STATES   CIRCUIT    COURT — SOUTHERN    DIS- 
TRICT OF  OHIO. 

John  R.  Moffitt     "|  Where  a  patent  has  been  surren- 
dered, there   can  be   no   damages 
vs.  > recovered    under  it  for  infringe- 

j  ments    occurring    before   the  sur- 
AbRaham  Qaar,  etal.  J  render. 

Leavitt,  J. — This  suit  is  brought  for  an 
alleged  infringement  of  the  exclusive  right  of 
the  plaintiff  to  an  improvement  in  grain 
separators,  or  threshing  machines,  secured  to 
him  by  patent.  The  declaration  avers  that  a 
patent  was  issued  to  the  plaintiff  on  the  30th  of 
November,  1852,  which  was  afterward  surren- 
dered by  him,  and  reissued  on  the  23d  of 
March,  1858.  The  infringement  alleged  is, 
that  subsequently  to  the  reissue  of  the  patent, 
the  defendants  constructed  a  large  number  of 
the  separators  or  machines  on  the  improved 
plan  of  the  plaintiff's  improvement,  and  in 
violation  of  his  right. 

The  defendants,  in  their  plea,  set  up  as  an 
answer  to  the  plaintiff's  claim,  that  since  the 
commencement  of  this  action  he  has  again 
surrendered  his  patent  to  the  United  States. 
To  this  plea  the  plaintiff  has  filed  a  general 
demurrer;  and  the  question  which  it  presents 
is,  whether  an  action  can  be  maintained  for  an 
infringement  of  a  patent  which  has  been  sur- 
rendered under  a  provision  of  the  statute  au- 
thorizing that  procedure. 

In  the  argument  of  the  demurrer,  no  case 
was  was  referred  to  in  which  the  precise  point 
before  the  Court  has  been  judiciously  deter- 
mined. It  is  believed  there  is  no  such  report- 
ed case,  and  we  are  left  therefore,  without  the 
light  of  any  direct  authority  bearing  upon  it. 
The  inquiry  is  not  whether  a  surrendered 
patent  is  for  all  purposes  to  be  regarded  as  a 
nullity,  but  whether  the  patentee  has  a  reme- 
dy for  its  infringement.  The  13th  section  of 
the  patent  act  of  July  4th,  1836,  provides, 
"That  whenever  any  patent  which  has  hereto- 
fore been  granted,  or  which  shall  hereafter  be 
granted,  shall  be  inoperative  or  valid,  by  rea- 
son of  a  deficient  or  insufficient  description, 
or  by  reason  of  the  patentee  claiming  in  his 
specification  as  his  own  invention,  more  than 
he  had  a  right  to  claim  as  new,  if  the  error 
has  or  shall  have  arisen  by  inadvertency,  ac- 
cident or  mistake,  and  without  any  fraudulent 
or  deceptive  intention,  it  shall  be  lawful  for 
the  Commissioner,  upon  the  surrender  to  him 
»f  such  patent,  and  the  payment  of  the  further 


duty  of  fifteen  dollars,  to  cause  a  new  patent 
to  be  issued  to  said  inventor  for  .the  same  in- 
vention for  the  residue  of  the  period  then  un- 
expired, for  which  the  original  patent  was 
granted,  in  accordance  with  the  patentee's  cor- 
rected description  and  specification." 

It  also  provided  in  the  same  section,  "  that 
the  patent  so  reissued,  together  with  the  cor- 
rected description  and  specification,  shall 
have  the  same  effect  and  operation  in  law  or 
the  trial  of  all  actions  hereafter  commenced 
for  causes  subsequently  accruing  as  though 
the  same  had  been  originally  filed  in  such  con- 
nected form  before  the  issuing  of  the  original 
patent." 

It  is  an  undoubted  truth,  that  an  inventor 
has  no  legal  rights  or  immunities  under  a 
patent,  except  such  as  are  conferred  by  the 
the  statute.  With  whatever  solemnity,  or  ob- 
servance of  legal  form  it  may  have  issued,  if 
wanting  in  any  substantial  statutory  requisite 
it  is  a  nullity.  And  such  defect  is  always 
available  as  a  defense  in  a  suit  for  an  infringe- 
ment. By  the  6th  section  of  the  act  j  ust  referred 
to,  every  inventor,  before  he  is  entitled  to  a 
patent,  is  required  to  describe  his  invention  or 
improvement  "  in  such  full,  clear  and  exact 
terms,"  that  its  precise  character,  and  the 
manner  of  its  use  and  application  may  be 
known.  And  where  the  invention  consists  in 
an  improvement  or  new  and  useful  application 
of  something  before  known,  he  must  carefully 
distinguish  between  what  is  old,  and  what  he 
claims  as  his  invention.  And  it  is  every  day's 
practice  in  judicial  trials,  to  declare  patents 
void  for  a  failure  to  comply  with  statutory  re- 
quirements. 

In  the  liberal  and  benignant  spirit  in  which 
our  patent  system  has  been  conceived  and 
carried  out,  the  13th  section  or  the  act  of  1836, 
gives  to  the  patentee  a  right  to  correct  his  de- 
scription or  specification  when  its  imperfection 
has  resulted  from  inadvertancy,  accident  or 
mistake.  This  is  affected  by  a  surrender  of 
his  patent,  and  obtaining  a  new  patent  upon 
an  amended  specification.  By  this  means  he 
is  protected  from  some  of  the  effects  of  his 
error,  and  secured  in  the  enjoyment  of  all  his 
rights  as  an  inventor,  after  the  emanation  of 
the  new  or  corrected  patent.  But  the  statute 
gives  no  right  of  action  for  an  infringement 
occurring  under  the  void  patent,  and  before 
the  reissue  of  the'  new  patent.  In  the  present 
case,  the  grounds  on  which  the  old  patent  was 
surrendered,  and  a  reissue  authorized,  are  not 
before  the  Court.  But  the  Court  must  presume 
that  they  were  such  as,  by  the  language  of  the 
13th  section,  authorized  the  surrender  of  the 
old  patent,  and  the  granting  of  a  new  one. 
The  only  condition  on  which  this  can  be  done, 
is  that  the  original  patentis  "inoperative  or  in- 
valid" by  reason  of  a  failure  to  comply  with 
the  requirements  of  the  statute.  The  proceed- 
ing is,  therefore,  equivalent  to  a  distinct  ad- 
mission, made  in  the  most  solemn  form,  that 
the  patent  has  no  validity  in  the  sense  of  en- 
titling the  patentee  to  an  action  for  its  infring- 
ment.  The  new  patent  can  be  opperative  only 
from  its  date,  as  affordingthe  patentee  a  reme- 
dy for  an  infringment.  The  statute  expressly 
negatives  the  idea  that  it  was  intended  to  give 
a  retrospectave  operation  to  the  new  patent, 
and  entitle  the  pattentee  to  an  action  for  an 
infringement  previously  accruing.  It  was, 
doubtless,  competent  for  the  legislature  to  have 
declared  that  the  new  patent  should  have  this 
effect,  but  the  language  used  imports  the  op- 
posite intention.  The  statute  provides,  in  ex- 
press terms,  that  the  reissued  patent  "  shall 
have  the  same  effect  and  operation  in  law,  on 
the  trial  of  all  actions  hereafter  commenced 
for  causes  subsequently  accruing,   as  though 


the  same  had  been  originally  filed  in  such  cor- 
rected form,  before  the  issuing  of  the  original 
patent."  Now  the  allegation  of  the  plea  in 
this  case  is,  that  after  the  cause  of  action  ac- 
crued, and  after  the  commencement  of  this  ac- 
tion the  plaintiff  surrendered  his  patent.  The 
demurrer  admits  the  truth  of  this  averment. 
The  "claim  of  the  plaintiff  then  is  based  on  an 
infringement  occurring  under  the  old  patent, 
and  not  for  a  cause  of  action  accruing  after 
the  date  of  the  reissued  patent.  Clearly  the 
statute  affords  no  remedy  for  such  an  infringe- 
ment. Any  other  construction  of  the  statute 
would  result  in  the  absurdity  of  conferring  on 
the  patentee,  as  the  result  of  the  surrender  of 
what  he  admits  to  be  an  invalid  patent,  rights 
and  immunities  which  he  could  not  claim  with- 
out such  surrender.  In  other  words,  the  legal 
effect  of  the  reissued  patent  would  be  to  give 
force  and  vitality  to  the  original  patent,  in  the 
face  of  the  admission  of  the  patentee  that  it 
was  inoperative  and  invalid.  This  may  be  il- 
lustrated by  supposing  that  the  patentee  had 
made  no  surrender,  but  had  chosen  to  rest  his 
rights  on  the  original  patent.  Is  it  not  clear, 
that  there  coula  have  been  no  recovery  in  that 
case  for  an  infringement?  The  patentee  would 
have  been  met  with  the  unanswerable  objec- 
tion, that  the  patent  was  invalid,  from 'a  fatal 
omission  to  comply  with  the  requisition  of  the 
statute.  And  there  can  be-  no  pretense  for 
claiming,  that  by  the  surrender  of  the  old  pa- 
tent, and  the  emanation  of  a  second  one,  the 
patentee  as  to  infringements  occuring  under 
the  original  patent,  is  placed  in  a  better  situa- 
tion, than  if  there  had  been  no  surrender  and 
reissue. 

In  any  aspect  of  this  question,  we  are  clear- 
ly of  the  opinion,  that  the  plaintiff  is  not  enti- 
tled to  recover,  and  that  the  demurrer  to  the 
plea  must  be  overruled. 

Lee  &  Fisher,  for  Plaintiff;  Stanbert  & 
McLean,  for  Defendants.— Scien#/?c  Artizan. 


"Nashville  and  Cincinnati — What  Should 
Memphis  Do? — Some  two  or  three  weeks  ago, 
we  ventured  to  suggest  that  our  citizens  should 
take  some  step  by  which  we  might  formally 
invite  Cincinnati  to  look  to  a  direct  connec- 
tion with  Memphis. 

The  Cincinnati  papers,  then  as  now,  were 
earnestly  intent  upon  a  direct  line  to  the  South 
either  to  Nashville,  or  to  Chattanooga,  to  be 
totally  independent  of  the  Louisville  and  Nash- 
ville railroad. 

This  last  line  is  so  crowded  with  Louisville 
freights  alone,  that  Cincinnati  freight  for  . 
Georgia,  South  Carolina,  and  Alabama  have 
no  chance  for  shipment;  and  hence  the  deter- 
mination of  the  Queen  City  to  reach  the  mar- 
kets of  those  States  on  an  entirely  indepen- 
dent line.  ■ 

Chattanooga  is  evidently  preferred  as  the 
point  at  which  to  connect  with  the  railroad 
system  of  the  South;  and  Nashville  seeing 
this  has  quitely  but  promptly  adopted  the  sug- 
gestion we  made  to  our  people,  and  now  has 
her  Mayor  and  other  prominent  citizens  in 
Cincinnati  to  induce,  if  possible,  the  selection 
of  Nashville  instead  of  Chattanooga,  as  the 
point  for  this  connection.  So  our  Cincinnati 
exchanges  tell  us. 

Surely  we  need  not  point  out  to  our  citizens  the 
deep  interest  they  have  in  all  this.  We  now 
have  a  great  rival  line  fifty  miles  east  of  us, 
that  is  daily  taking  from  us  hundreds  of  trav- 
elers, who,  one  year  ago,  spent  their  thousands 
of  dollars  among  us.  That  line  is  straining 
every  nerve  to  make  close  connections  with 
friendly  lines  Xoriheast  of  us.  If  Cincinnati 
comes   to   Nashville  instead  of  Chattanooga, 
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the  question  comes  up  at  once,  "which  is  the 
shortest  route  from  Ne.v  Orleans  to  Cincinnati? 
Is  it  via  Grand  Junction,  Huntington,  Nash- 
ville and  Danville?  or,  is  it  via  Memphis,  Bow- 
lino;  Green  and  Louisville?" 

There  can  be  no  doubt  as  to  the  answer. 

What,  then,  is  our  duty?  It  is  simple.  Send 
a  committee  to  Cincinnati.  She  can  be  con- 
vinced that  it  is  to  her  .positive  interest  to  aid 
a  direct  line  to  Chattanooga  and  a  direct  line  to 
Memphis.  Making  Danville  a  common  point, 
she  can  encourage  a  line  from  there  to  Mun- 
fordsville  or  Bowling  Green  and  thence  to 
Memphis  ;  and  also  a  line  due  south  towards 
Chattanooga.  This  last  will  enable  Nashville 
.to  make  the  connection  she  desires,  and  will 
do  injustance  to  no  other  project  desirous  of 
connecting  with  the  Queen  City. 
.  She  is  amply  able  to  aid,  liberally,  both  the 
Memphis  and  Chattanooga  connection ;  and 
that  it  is  her  interest  to  do  so  can  not  be  doubt- 
ed for  a  moment. 

The-one  gives  her  the  monopoly  of  the  trade 
with  Georgia,  South  Carolina  and  east  Ten- 
nessee, bringing  Charleston -as  near  to  her  as 
Baltimore  is. 

The  other  gives  her  the  only  possible  pros- 
pect for  an  equal  chance  for  the  trade  of  Mem- 
phis and  the  Southern-  part  of  the  Mississippi 
valley;  for,  when  our  Louisvilte  road  is  finish- 
ed, the  travel,  as' well  as  a  large  trade,  will  go 
direct  to  Louisville;  unless  the  Queen  City 
will  aid  liberally  in  building  up  a  direct  line 
from  Bowling  Green  or  Munfordsville,  to  Dan- 
ville. 'These  two  lines,  starting  from  Danville 
— the  one  to  Chattanooga,  and  the  other  to 
Memphis — will  give  Cincinnati  such  a  suprem- 
acy in  the  markets  of  the  South  and  South- 
west as  she  can  find  in  no  other  direction,  and 
by  no  other  possible  connection.  Any  other 
plan,  that  would  omit  either  of  these,  would 
be  deficient  in  the  elements  of  permanent  suc- 
cess. 

To  question  the  sagacity  of  her  citizens  to 
perceive  this,  or  their  unwillingness  to  act, 
would  be  but  folly. 

If  our  own  citizens  would  move  in  the  mat- 
ter, they  have  no  time  lo  lose  ;  and  it  is  evi- 
dent that  they  can  not  afford  to  be  indifferent 
or  idle." 


South-eastern  of  Portugal  Railway. — 
Thi3  projected  line  of  the  handy  length  of  80 
miles,  commences  by  a  junction  with  the  ter- 
minus of  the  Barreiro  line  at  Vendas  Noyas, 
and  proceeds  to  Evora  and  Beja.  It  will  form 
the  great  trunk  line  through  the  heart  of  South- 
ern Portugal,  having  no  competition  either  by 
land  or  water.  The  directors  state  they  have 
the  greatest  confidence  that  the  railway  will 
be  constructed  and  equipped  for  £8,500  per 
mile;  but  in  order  to  provide  against  all  con- 
tingencies they  have  fixed  the  capital  at  £9, 
400  per  mile,  or  £750,000.  Deducting  the 
subvention  of  £5,600  per  mile,  the  cost  is 
reduced  to  the  trifling  sum  of  £3,750  per  mile, 
or  £300,  000  for  the  Government  of  Portugal 
grant  subvention  towards  the  construction  of 
the  railway  equal  to  £5,600  per  mile,  to  be 
paid  pro  rata  as  the  works  progress. 

On  so  slow  a  capital  cost  the  profits  would 
be  very  large,  assuming  that  only  a  half  of  the 
revenue  of  the  Peninsular  lines  be  obtained, 
and  that  it  be  worked  at  50  per  cent. 

The  capital  consists  of  £750,000,  of  vhich 
£300,000  will  be  raised  in  15,000  preference 
shares  of  £20  each,  bearing  7  per  cent,  inter. 
est,  payable  half-yearly.  The  Government  Of 
His  Most  Faithful  Majesty  of  Portugal  has 
made  a  free  grant  in  aid  of  the  construction 
of  the  railway  of  £450,000,   which  will  form 


the  deferred  stock,  and  be  entitled  to  the  entire 
surplus  brofrts  after  payment  of  7  per  cent,  in- 
terest on  the  above  preference  stock.  Every 
allottee  of  preference  shares  will  be  entitled  to 
a  like  number  of  shares  of  £20,  fully  paid  up, 
in  the  deferred  stock  of  the  country,  for  which 
separate  scrip  certificates  will  be  issued. 

In  the  list  of  Directors  we  notice  the  names 
of  several  gentlemen  well  acquainted  with 
railway  matters.— Herapath. 


Chicago  and  Northwestern  Railway. — The 
local  business  on  this  line,  (which  after  all  is 
the  real,  legitimate  reliance  of  any  road,)  is 
daily  increasing.  The  prospects  and  healthy 
condition  of  the  traffic  of  this  road  may  be  in- 
ferred from  the  business  done  at  Fond  du  Lac 
Station  for  the  past  month  of  August  alone, 
the  figures  of  which  are  given  by  H.  A.  Fran- 
cis the  Agent  at  this  point  as  follows:  Wheat 
forwarded  5,539  bushels.  Flour,  100  bbls.; 
oats,  684  bush.;  potash,  7,495  lbs.;  goods, 
16,268  lbs.;  stone,  60,000  lbs.;  lime,  22,- 
400  as.  Lumber,  1,055,923  feet;  lath,  49,500 
feet;  shingles,  832,500;  sundries,  52,930  feet. 
The  gross  earnings  from  freight  and  ticket 
sales  were  $6,806  04.  Deduct  amounts  due 
other  Companies  and  on  account  freight  re- 
ceived and  forwarded  and  ticket  sales — $1,917 
53,  and  we  have  the  snug  little  sum  of  $4,888  51 
net  earnings  for  the  month. 

The  extension  of  the  Chicago  and  North- 
western Railway  is  now  being  vigorously  prose- 
cuted in  the  direction  of  Oshkosh.  Men  are 
now  hard  at  work  on  different  portions  of  the 
route,  the  road  being  subcontracted  in  sec- 
tions to  separate  parties.  The  principal  con- 
tractors, Messrs.  Wells  and  French  are  making 
every  effort  towards  an  early  completion  of 
the  work. —  Western  Eailroad  Gazette. 


Cincinnati  Hamilton  and  Dayton  Rail- 
road.— Superintendent  McLaren  has  labored 
hard  to  accommodate  the  immense  throng 
which  have  pressed  upon  him  since  the  com- 
mencement of  the  United  States  fair,  and  we 
have  yet  to  hear  the  first  complaint  from  the 
public.  Immense  trains  have  been  run  over 
the  road,  but  the  arrangements  of  the  accom- 
plished Superintendent  seem  to  have  been  so 
perfect  that  all  have  been  accommodated,  and 
to  no  one  else  than  Mr.  McLaren  belongs  the 
credit.  Yesterday  we  had  our  doubts  whether 
he  would  prove  equal  to  the  emergency,  but 
there  was  no  point  to  pick  at  by  a  public  that 
is  always  disposed  to  grumble. — Enquirer. 


MEMPHIS  AND  LlTTLE   RoCK  RAILROAD. — The 

Little  Rock  Gazette  says:  Col.  Robertson, 
President  of  the  Memphis  road,  reports  the 
prospects  of  the  road  as  in  a  most  flourishing 
condition.  A  contract  has  been  made  for  the 
entire  work  with  Mr.  Peabody,  the  wealthy 
American  in  England,  and  one  shipment  of  it 
is  now  on  its  way  to  New  Orleans. 

As  soon  as  the  Arkansas  river  rises,  track- 
laying  will  commence  opposite  this  place.  By 
the  first  of  October  track-laying  will  be  com- 
menced on  the  White  river,  and  vigorously 
prosecuted  until  the  whole  division  between 
Little  Rock  and  White  river  is  completed. 

The  deep  cuts  through  Crowley's  ridge,  just 
on  this  side  of  the  St.  Francis  river,  makes  it 
impossible  to  employ  any  but  a  limited  force  in 
grading  that  part  of  the  road;  but  that  will  be 
gotten  through  with  by  the  first  of  January,  at 
which  time  it  is  proposed  to  commence  track- 
laying  at  Madison,  and  prosecute  it  vigorous- 
ly until  the  whole  road  is  completed. 


MONETARY  AND  COMMERCIAL. 


During  the  week  past  the  value  of  currency  has  continued 
to  increase.  Mercantile  Collections  are  reported  more  full 
and  the  money  recently  sent  into  the  interior  to  purchase 
wheat  and  other  produce  is  now  returning  to  pay  for  goods 
All  first  class  paper  from  regular  customers  is  absorbed  read* 
ily  at  usual  rates,  viz  10©12  per  cent.,  it  is  still,  however^ 
looked  upon  as  a  great  favor  to  do  anything  for  outsiders 
even  at  somewhat  higher  rates. 

Eastern  Exchange  remains  the  same  as  at  our  last  week's 
quotation.  The  demand  is  fully  equal  to  the  supply  and 
balances  closely  drawn. 

Buying.  Selling. 

New  York  Sight £  prem  3@£    prem 

Philadelphia 25@30  prem  3@£    prem 

Boston |-  prem  i@>h    prem 

Baltimore 25@30  pvem  |@£    prem 

New  Orleans $  dis  par 

AmericanGold £  prem  £  prem 

On  Tuesday  the  rate  of  Exchange  in  Chicago,  on  the  East, 
advanced  to  one  per  cent.,  which  produced  a  corresponding 
change  in  the  value  of  Western  Funds,  which  are  now 
bought  at  one  per  cent.  The  operationsof  theproducemen, 
however,  consume  nearly  all  this  class  of  currency  that 
comes  to  this  market,  although  there  has  been  a  considerable 
amount  of  it  received  during  the  past  few  weeks. 
Relative  to  stock  matters  the  New  York  Tribune  says: 
'•The  market  opened  at  rather  lower  quotations  for  promi- 
nent stocks,  and  for  Western  shares  particularly,  had,  as 
stock  operators  express  it,  a  "ragged"  appearance.  The 
strongest  of  those  actively  dealt  in,  and  apparently  the  fa- 
vorites in  speculative  movements,  were  New  York  Central, 
Hudson  River,  and  Erie.  Harlem  also  was  steady  at  quota- 
tions. The  cause  of  this  new  popularity  acquired  by  stocks 
of  our  local  railroads, is  to  be  lound  in  the  rapid  growth  of 
a  business  which  comes  daily  under  immediate  observation, 
and  which  satisfies  men  who  investigate,  that  the  present 
traffic  is  not  only  very  profitable  but  that  the  prospects  for 
a  year  to  come  have  in  no  respect  been  exaggerated  in  previ- 
ous statements. 

There  was  a  very  well  sustained  attack  by  the  bears  and  in 
several  instances  the  operations  were  attended  by  temporary 
success.  Rock  Island  Michigan  Central  piiriicularly,  were 
shaken  down  without  opposition,  and  small  advantages  were 
also  obtained  in  Illinois  Central  and  Toledo.  Other  Western 
stocks  show  but  slight  change  as  compared  with  closing 
prices  of  yesterday,  and  for  a  majority  including  those  which 
declined,  there  was  a  good  demand  at  the  lowest  figures 
touched-  Beneath  the  surface  of  the  market  the  tone  was 
that  of  sluggish  strength,  and  the  decline  established  seemed 
to  be  quite  as  satii'actury  to  the  hopeful  class  of  operators  as 
to  those  who  take  the  opposite  view. 

The  Railways  of  Wisconsin  are  all  now  fully  employed, 
and  will  presently  begi^i  to  give  traffic  returns  with  plump, 
round  figures,  as  compared  with  theattenuated  sums  of  last 
year.  In  1859  Wisconsin  suffered  severely  from  the  crop 
failure;  wheat wasnotmuchmorethan one-half  ortwo-thirds 
an  average  crop,  and  corn  was  almost  an  entire  failure,  to 
say  nothing  of  the  great  injury  to  other  crops.  This  year 
the  wheat  crop  is  unexampled,  the  yield  ranging  as  high  as 
from  30  to  35  bushels,  and  in  some  instances  4U  bushels  to 
the  acre,  while  the  quality  is  at  the  same  time  superior.  Corn 
too,  is  abundant,  and  everything  cultivated  by  the  farmer 
has  thriven  to  maturity  and  abundance  in  about  the  same  ra- 
tio as  lastyearthe  same  products  wilted  and  decayed  under 
frost  and  blight.  We  have  seen  no  estimate  of  the  wheat 
crop  of  Wisconsin  for  1859,  but  presume  it  could  not  have 
exceeded  ten  millions  of  bushels,  while  for  this  year  the  es- 
timates ruo  up  to  twenty-five  and  twenty-eight  millions. 
The  Milwaukee  and  Mississippi  Road  is  now  carrying  into 
Milwaukee  from  3l),000  to  4O,ub0  bushels  a  day,  and  the  La 
Crosse  delivers  from  20,0011  to  25,1)1)0  bushels.  These  com- 
pare favorably  with  the  grain  deliveries  of  any  road  leading 
into  Chicago,  except  the  Burlington  andQuincy.  The  ratio 
of  gain  in  the  earnings  of  the  two  Wisconsin  roads  before 
named,  as  well  as  the  Chicago  and  North- Western,  must  bo 
large  for  a  year  to  come. 

Foreign  Commerce  of  the  United  States  for  the  year 
ending  June,  1860. 
The  official  paper  of  the  Government  at  Washington  affords 
the  following  synopsisof  the  Foreign  Commerce  of  the  Uni- 
ted States,  lor  the  late  fiscal  year,  ending  the  30th  of  June, 
18(30.  The  grand  result  is  a  larger  Export  trade  than  the> 
country  has  ever  before  enjoyed  by  about  thirty  millions  of 
dollars,  and  larger  than  last  year  by  $-13, 378,000— the  grand 
total  of  Exports  being  g4')0,l67,4GI.  The  Import  Trade, 
while  showing  an  improvement  of  $23,039,000  on  last  year, 
leaves  an  apparent  balance  in  favor  of  the  United  States  for 
the  fiscal  year  of  ©38,370,000.  The  division  of  the  Exports 
we  make  as  follows,  the  increase  being  mainly  on  the  greafc 
staple  of  cotton: 

EXPORTS    FROM    THE    UNITED    STATES, 

Fiscal  Year,  1S60. 

June  30, 18G0.    June  30, 1859, 

Cotton < $191,800,535  $101,434,923 

Tobacco ,     15,906,5.47  32,074,033 

Rice 2,667,399  S,  10. ,148 

Bread 35,650,494  31,839,604 

Meat 20,206,265  15,545,317 
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Fish...: 4,1.10,480  4,402,074 

Timber 11 ,755,062  12,099,967 

Turpentine -..  3,734,537  3,389,439 

Manufactures 35,454,044  31,579,018 

Miscellaneous 4,975,039  5,805,102 

Together -$310,290,610  $278,492,080 

American  Gotrl 50,940,851  57,402,305 

Foreign  Goods  &  Gold.  27,000,000  20,895,077 


Grand  Total  Expovts.!fi;400,107,401     $350,789,402 
Import  Trade 301,797,209       338,708,130 


■  S3  ,370,25 


S 18,021,332 


The  Washington  CtmaUtuMon,  official  organ  of  the  Gov- 
ernment, reports: 

The  exports  of  the  fiscal  year  ending  June  Z0  1860,  em- 
bracing Specie  and  American  Produce,  amounted  to  $373,- 
107,461;  in  additton  to  which  we  also  exported  about  $27- 
000,0*10  of  foreign  Produce,  making  all  of  our  exports  $400,- 
167,401,  and  exceeding  our  imports  for  the  same  period  $38,- 
370,'  52;  the  imports  being  $361,797,299. 
The  Specie  and  American  Produce  ex- 
ported were,  as  above  stated $373,167,461 

Of  this  amount  the  Specie  was 56,946,851 


The  amount  of  American  Produce  con- 
sequently exported  was 316,220,610 

"We  propose  to  classify  the  amount  furnished  exclusively 
by  the  free  States,  the  amount  furnished  by  both  the  free  and 
slave  States,  (where  it  is  impossibleto  separate  and  designate 
the  representative  amountfurnished  by  each,)  andthe amount 
furnished  exclusively  by  the  slave  States. 

Free  States  exclusively : 

Fisheries,  embracing  spermaceti  and 
whale  oils,  whalebone,  dried  and  pick- 
led fish $4,156,480 

Coal 731,617 

Ice 183,134 


Total  free  States. 


$5,071,431 


Free  and  slave  States: 

Products  of  the  forest,  embracing  staves 
and  headings, shingles,  hoards, plank 
and  scantling,  hewn  timher,  other 
lumber,  oak  bark  and  other  dye; 
ashes,  pot  and  pearl;  ginseng  skins, 
and  furs $11,756,060 

Products  of  agriculture,  of  animals, 
beef,  tallow,  hides,  horned  cattle, but- 
ter, cheese,  pork,  (pickled),  hams 
and  bacon,  lard,  wool,  hogs,  horses, 
mules  and  sheep 20,206,265 

Vegetable  food,  wheat  flour,  Indian 
corn,  Indian  meal,  rye,  oats  and  oth- 
er small  grain  and  pulse,  biscuit  or 
ship-bread,  potatoes,  apples,  onions, 
clover  seed  and  hops 25,656,494 

Refined  sugar,  wax,  chocolate,  spirits 
from  grain,  from  molasses,  from  oth- 
er materials,  vinegar,  beer,  ale,  por- 
ter and  cider  in  casks;  beer,  ale.  por- 
ter and  cider  in  bottles;  linseed  oil, 
household  furniture,  carriages  and 
parts,  and  railroad  cars  and  parts; 
hats  of  fur  or  silk,  or  palm-leaf,  sad- 
dlery, trunks  and  valises,  adamantine 
and  other  candles,  soap,  snuff,  to- 
bacco manufactured,  gunpowder, 
leather,  boots  and  shoes,  cables  and 
cordage,  salt,  lead,  iron,  pig,  nails, 
castings  of  all  other  manufactures  of 
copper  and  brass,  and  manufactures 
of;  drugs  and  medicines,  cotton 
piece  goods,  printed  oreolored,  white 
other  than  duck;  duck,  other  manu- 
factures of;  hemp,  thread,  bags,  cloth 
and  other  manufactures  of;  wearing 
apparel,  earthen  and  stone-ware, 
combs,  buttons,  brooms  and  brushes 
of  all  kinds,  billiard-tables  and  ap- 
paratus, umbrellas. parasols  and  sun- 
shades, morocco  and  other  leather 
not  sold  by  the  pound,  fire-engines, 
printing-presses  and  type,  musical 
instruments, books  and  maps,  papers 
and  stationery,  paints  and  varnish; 
jewelry,  real  and  imitation;  other 
manufactures  of  gold  and  silver  and 
gold-leaf,  glass,  tin  pewter  and  lead; 
marble  and  stone,  brick,  lime  and  ce- 
ment; India-rubber  shoes,  India- 
rubber  other  than  shoes,  lard  oil,  oil- 
cake, artificial  flowers  and  quick-sil- 
ver      35,000,000 

Articles  not  enumerated: 

Manufactured 2,397,031 

Raw  produce 1,355,805 


Total  free  and  slave  States $90,820,299 

Slave  States  exclusively: 

Cotton $191 ,806,555 

Tobacco .. 15.906,547 

Rosin  and  Turpentine ,.    ...      3,734,527 

Rice 2,567,399 

Tar  and  Pitch 151 ,095 

Brown  Sugar 103,244 

Molasses 44  502 

Hemp 8,951 


Total  Elave  States. ©214,322,880 


RECAPITULATION. 

Free  States  exclusively $5  071,431 

Free  and  slave  States 96,826,299 

Slave  States  exclusively 214,322,880 

Total $310,220,610 


j&$~  The  population  of  Great  Britain  (Eng- 
land, Wales,  Scotland  and  Ireland,)  by  the 
census  of  1858,  was  28,664,362,  and  that  of 
France  by  the  census  of  1858,  was  36,205,792. 
The  United  States  numbered  23,191,876  by  the 
census  of  1850,  and  the  estimates  of  the  pres- 
ent census,  now  in  progress,  range  from  30  to 
33  millions.  In  population,  therefore,  the 
three  countries  do  not  very  widely  differ. 


The  Press  and  the  Telegraph. — A  book 
recently  published  on  the  electric  telegraph 
after  speaking  of  the  poor  returns  they  brought 
as  pecuniary  investments,  remarks  that  the 
Associated  Press  pays  anually  to  the  various 
telegraph  companies,  not  less  than  $200,000  per 
annum — a  sum  sufficient  to  maintain  a  line 
from  Halifax  to  New  Orleans. 


PROPOSALS. 

Office  of  the  Mobile  and  Ohio  11.  R.  Co.) 
Mobile,  Sept.  8th,  1860.  j 

PROPOSALS,  addressed  to  the  undersitrned,  will  he 
received  until  the  20th  October  next,  for  furnishing 
First  Class  Sleeping  Cars  for  the  Through  Trains  on  this 
Road. 

The  proposals  must  state  the  name  of  the  Patent  under 
which  the  cars  will  be  constructed,  the  time  they  can  be 
delivered,  and  the  price  at  which  the  Company  can  purchase 
them— including  the  patent  right  to  use  the  same— at  the 
expiration  of  one  or  two  years  after  date  of  deliver  on  the 
Road. 

L.  J.FLEMING, 
Chief  Eng.  &  Gen'l  Supt. 
Sept.  20,  td. 

A^ril  16,  I860, 

Cincinnati,  Hamilton   and  Dayton 


SIX    DAILY    TRAINS 

LEAVE    THE    SIXTH    STREET  DEPOT 
(Sundays  Excepted). 

All  Trains  run  bt  Comtmbhs  Time,  which  is  Seven 
mlnotes  faster  than  cincinnati  tlme. 


THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  ANT) 

NORTH-WESTERN   CITIES. 


G  A.  M.-E5PKESS  TRAIN  — For  Hamilton, 
Richmond,  Indianapolis,  Logansport,  Daytcrn,  Springfield, 
tfrbana  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

8  A.  fffl.— ACCOMMODATION  TRAIN— 
For  Haamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.-COLl'MBDS  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  New  York,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2-30  P.  M.  TRAIN- For  Dayton,  Springfield,  Ur- 
baua  and  Belief  on  taine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  M.  EXPS8ESS  TRAIN— For  Dayton, 
Springfield,  Urban  a  and  Sandusky.  For  Troy,  Piqua.  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada.  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

ICpFor  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices :— No.  109  Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

D.  McLAREN,  Superintendent, 


PR0SSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  BOILER  MAKERS 

■ — AKD — 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shaftin  g  tc,  screwed  or  coupled  together, 
in  various  "ways. 

KRUPP'S  BEST  CAST  STEEL. 

PAEIS'S  PATENT  GLASS  ENAMELED  IRON  TUBES, 

for  Water,  Acids,  &c. 

PATENT    LAP-V/ELDED    STEEL   TUBES. 

THOS.  PROSSER  &  SOW, 

28  Piatt  Street,  Mew  York. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 

RAIXillOAI>S. 


On  and  after  MONDAY,  June  31,1860,  Trains  will  de- 
part as  follows : 

6:UU  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:30  A.  M.  Express. — From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Bel tair  and  Benwood;  and  via  Columbus,  riellair 
and   Pittsburgh;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M- — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus.  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  Belle- 
fontaine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  ail  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
llton  for  Oxford,  &c. 

4:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M-  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da; connects  via  Hamilton  for  Richmond   Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh ;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  BenwoodJ  and  via 
Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Tine  Street,  between  the  Post-Office  and  the 
Burnet  House ;  No.  1  Burnet  House ;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  "W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices. 
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W.  G,  HYMDMAM'S 


Patent  Portable  Forge  and  Jtellaws. 

THESE  FORGES  are  superior  to  all  oUb+nlar  build 
ers  of  railroads,  mines,  quarries,  guaumttha,  Iock- 
smiths,  machine  shops,  boiler  makers,  0'as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  totheflue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
orf.es  will  address  W.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  EOUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN^BR  TRAINS 

Leave  Cincinnati  daily  from  the  foot  of  Mill  and  JTronl 
Streets. 


5.40  A.  M.— CHICAGO  MAIL Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M— TERRB  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

6.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.;  Chicago  at  7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^tKJf  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis* 

03- PARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through' 

THROUG  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 


CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 

n  -A.  iij  re  o  ^\.  i>  . 

Two  daily  trains.  at6  A.  M  .and  6  P.  M.,from  Little  Mi- 
ami Depot,  Bust  Front  Street,  horning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains— Arrive  (Cincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Ti  kets  t    sale  at  Depot  Ticket 

Offices  of  Little  Miami  R  lad. 

'•*  OND         elver 


RAILROAD  IRON. 

THE  undersigned,  Agents  for  the  Manufacturers,  are 
prepared  icontractto  deliver  free  on  board,  at 
shippingp<ort«in  England,  or  at  ports  of  dischaarge  in 
tneUniteK8ta!Bs.Railsnfsuperioiquality,and  of  weight 
ofpattere    .may  oe  required. 

VOSE.LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street. 

T.  F.  RANDOLPH  &  BRO, 
Mathematical   Instrument  Makers 

o.67       est  Gtli  Si.  bol  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADEPHI  A,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City. 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

"West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,  New  York  and  Boston,  at  the  cost  of  a  ticket  to  New- 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or.information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

TJ7P  Ask  for  tickets  via  Baltimore  andOhio  Railroad. 
W    P.  SMITH,  Master  Transportation,  B.  &  O.  B.  R. 

J.  H.  SULLIVAN,   Oen.  West.  Agt.,  B.Sc  O  R.  B. 
L.  M.  COLE.  Oen.  Ticket  Ast.,  ft.  8c  0.  B.  B. 
H.  J.  .TEWETT;  Pres't  O.  0.  R.  B. 
J.  W.  BROWN.  Oen.  T^tet  Jlgt..,  O.   0.  B.  B. 


a.    W.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assnranceihat 
no  pains  will  be  aparedto  give  entire  satisfaction  it 
al   aeep  g 

IRON  BOILER  FLUES 
PASCAL  IRON  WORKS. 

ESTABLISHKD  1821. 

MORRIS,  TASKER  k  CO., 

Manufacturers  of 

L&P>=>WiL®i@>  BQiCLSR  FLiISB 

7inches  outside  diameter,  cut  to  definite  length 

as  required. 

wKOUGHTIBON    \Y  !•:?,  E>r?I>    TUBES, 

Prom  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 

pectlons.    T's,L's,  Stops,  Valves,  Flanges, etc.,  etc 

Warehouse,  209  South  Third  St., 

PH  ILADELPH  IA  ,  |*..ug 

SXKPHBH  MORRIS,  OI1AS.  WHEELSa.  JR. 

TlIOS.  T. TASKER,  JR.,  8.  F,  M   TAdKKR,  ' 


W.  HARVEY'S  SAFETY  JOINT 


For    Coupling    the    Ends    of   "  T} 

Z PATENTED,  NOV.  2,  1858. 


Rail 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Tig.  1  Is  a 
view  of  outside  plate  C,  whuh  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  he  of  such  form  as  to3  fill  up  the  recess  in 
tire  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  the  chair,  as  shown 
in  Fig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ar,d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside- 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  ara 
driven  through  Mem.,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  therailsi 
and  secured  by  keys,  as  described,  clamp  and  lock  theraila 
together,  both  vertically  and  laterally,  in  the  firmest  possi 
ble  manner,  so  thatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Anothergreatadvantageis,  the  allowance  which  ismade 
for  expansion  a&d  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  sp curing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  Tith  the  breaking  of  rails,  whee 
and  axles,  preventing  the  loss  of  life  and  destruction 
property, and  saving  at  ieast  fifty  percent,  on  the  wea 
the  rollintr  stock  of  the  road. 

~W.  HARVEY,  Inventor  and  Patents 
41  Jefferson  btreet,  Albany, 
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GEO.  H.   KNIGHT    &    BROTHER 

i 

Patent  Attorneys, 


N.  E    Corner  Vine  Sc  4th. 


Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju.24.  6m. 
«.  G.  LOBDELL.        H.  S.  M'COMBS.        I).  P.  BUSH. 

BDSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  R.R,Cars&  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    H  THEIR 

CELEBRATED    "WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 

To    Hammered  or    Rolled    Axles, 

In  the  beet  manner,  atthe  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


ar>2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-Offices;  Hates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post -Office  De- 
partment, (£c.,  tfce. 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE   FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859,     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
Her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of  the    Western,   North- Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  etc.,  for  P.  O.  Depart. 

The  book  makes  an  actavo  pamphletof  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  alljVew  Offices,  Changes  and 
Regulations  of  the  Department,  the  informationis  corrscted 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list. is  arranged  by  States  and  Conn 
ies,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  1856.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  The  Price  is  one-halfthat  of  any  work  of  the  kind 
now  published. 

T£j-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  T  waive 
Copies  for  $2.00. 

Address  0.  S.  W1LL1IAMS? 

194  Walnut  Street, 
L  lUr.tf  «  PVwy^ij  Ohio. 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 

WM.    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRAN  C II  OFFICES: 


Louisville, Ky., 
Lafayette,  lnd., 

Indianapolis,  lnd., 


Columbus,  0., 
Dayton,  O., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
importantimproveraents.  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al..ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

JO3  Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febl2.  WM.  SUMNER  &  CO. 


MOSEJLESY'S 
WROUGHT  IRON 

ARCH  BRIDGES 

— AND-= 

Corrugated  Iron    Roofs 

ARCHED  AND  FLAT. 


CORRUGATED-  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street-,  Cincinnati,  Ohio. 

Snt.2.  MOSELEY  &.  CO. 


JAMES  FOSTER,  Jr.  &  CO., 

mathematical  and  philosophic- 
al INSTRUMENT  MAKERS, 

S.W.COKNER  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers.  Thermometers,  Spectacles,  Microscopes,  etc., al" 
ays  on  hand.    Repairing  attended  to. 

B.  TWITCHELL,  JAMES  FOSTNK,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur* 
chaee  Ag.4,m.6. 

""  FREEDOM  IRON  COMPANYr 

MAXUFACTUTERS  OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pnmp  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co,,  Penn, 

JOHN  A.  WRIGHT,  Snp't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 

OF    THE 

NEW  YORK  CENTRAL  R.  R. 


Leave  Albany.       Arr.  Buffalo. 
Steamboat  Exp..  7  U0  a.  h.  7  00  p.  m. 

Mail O.UOa.  m.  12.50  a.m. 

New  York  Exp.  .11.15  A.M.  9.00  p.  M 

NightExp 5.00P.M.  4.00a.m. 

TJtica  Accom'n..  6  00  p.m.    Ar.  U.  10.00  p.  m 


N.  Y.Mail 11.15p.  M. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 

Mail _ 

Cleveland  Exp. .  6.00  p.  m. 
Cincinnati  Exp.  11.00  p.  K. 
TJtica  Accom'n.. 


10.0! 

Leaee  Bridge. 

5.15a.  M. 

8.00  a.  m. 


6.00  p.  M. 
11.00  p.  M 


Arr.  S. 

E-. 

7  OOp 

M. 

9.00  p 

M. 

4.00  a. 

H 

— 

o 

10.00  a, 

■ 

Ar.  All 

'y 

3.30  p. 

M. 

8.00  p. 

X. 

2.30  p. 

M 

4.-10  a. 
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CINCINNATI 

LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  iu  e  fiiciency  and  durability  to  the  be%kEaste 
manufacture.  Also,  Shaping  and  Slotting  machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  hear 
forgingand  casting  done  at  short  notice.  Also,boltifo 
bridges  cu   withdispatch. 
a,   -  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  ot  Col.  E.  W, 
IHOKOAIV,  a  distinguished  graduate  ot  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chinee, Construction.  Agricultural  Chemistry  and  Mining 
Geology;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  La  nguages,  accompanied  by  d  aily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  ofProfessionalpreparation:  both 
betore  and  after  graduating. 

The  twelfth  annual  tennis  now  open.  Charges,  $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs,  Ky.  »  or  the  undersigned. 

P.  DUDLEY. 
Prealdentoftn   Boar 
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JE.  D    MANSFIELD, 
T.  WEIGHTSON, 


Editors. 


CINCIN  NATI: 
Thursday  Mmriiing,    Oct  .  4,    1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE-No.  167    Walnut    Street. 

SUBSCRIPTIONS — $S  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  Gil.  ($3)  payablein 
advance. 


3  ADVERTISEMENTS- 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, £l  00 

"        '*        per  month, 3  00 

"        "        six  months, 12  00 

*  '      4t        per  annum, 20  00 

*s    column,  single  insertion, 500 

"        **        per  month, 10  00 

"        "        six  months, 40  00 

'"        "        perannum, SO  00 

*'    page,  single  insertion, 15  00 

'«        *"        perroonth 25  00 

"        ;«         six  months, 110  00 

**       «        perannum 200  00 

Cards  notexceeding  four  lines,  $5,00  per  annum. 


THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  have  settled  the  bills  and  ordered  them 
liscontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


CINCINNATI    TEADE   AND    SOUTH- 
ERN RAILROADS. 

In  our  last  we  stated  the  great  importance 
of  connecting  Cincinnati  with  the  Southern 
Railroad  System,  by  either  of  the  routes  to 
Teunessee,  the  one  to  Knoxville  being  prefera- 
ble; since  there  is  already  an  indirect  railroad 
route  to  Nashville,  by  Louisville,  and  since 
also,  the  more  easterly  routes  connect  directly 
with  a  large  part  of  Virginia  and  North  Caro- 
lina. We  now  propose  to  show  very  briefly, 
in  what  ivay  this  railroad  connection  will  ben- 
efit Cincinnati,  not  in  common  benefits  of  a 
railroad  merely,  but  in  a  very  extraordinary 
way.  To  do  this,  let  us  look  at  the  relation 
of  Cincinnati  to  that  section  of  country. 

I.- —  What  is  the  country  to  trade  with  ?  The 
country  lying  South  of  Cincinnati,  and  whose 
trade  is,  or,  may  be  made  exclusively  with 
Cincinnati,  is  composed  of 

Square'Miles.    Population. 

One-half  Kentucky 19,000  61)0.000 

One-third  Virginia 21,01)0  600,001) 

One-third  Tennessee 15,000  350,0110 

One-third  Nnrth  Carolina 17,000  3(0.010 

One-fourth  of  (Jcorgia 15,000  250,000 

Aggregate 87,000        2,000,000 

Adding  in  small  portions  of  Alabama  and 
South  Carolina,  which  would  be  reached  in  the 


same  way;  and  there  would  be  100,000  square 

miles  of  country,  and  more  than  two  millions 

of  people,  which  would  be  made  at  once  acces. 

sible  by  a  single  line  of  road  from   Lexington 

to   Knoxville.     In  order   to  do  this   it  is  only 

necessary  to  complete 

Lexington  and  Danville  Railroad 24 

Kentucky  Union  '*         00 

Cincinnati  and  Cumberland  Gap  Railroad 30 

Total 144 

Here  the  question  will  be  asked,  how  can 
Cincinnati  have  the  exclusive  trade  of  this  re- 
gion. Simply,  from  two  causes:  1.  That  she 
will  be  nearer  than  any  other  commercial  city, 
2.  That  she  can  sell  all  articles  required  in 
that  country  cheaper  than  they  can  be  got  from 
any  Atlantic  city. 

Thus  by  144  miles  of  new  railway,  as  esti- 
mated in  the  tables,  Cincinnati  will  be  connect- 
ed directly  with  Knoxville,  Tennessee,  Sava- 
nah,  Macon  and  Augusta,  Georgia;  Charles- 
ton and  Columbia,  South  Carolina;  Wilming- 
ton and  Raleigh,  North  Carolina;  and  with 
2,000  miles  of  railway  with  which  we  have 
now  no  connection.  In  doing  this,  Cincinnati 
will  obtain  the  exclusive  commercial  command 
of  at  least  100,000  square  miles  of  country  in 
the  South  and  South-east,  which  has  heretofore 
been  chiefly  supplied  with  manufactures  from 
the  East,  carried  to  the  Southern  seaports  by 
water.  As  we  have  remarked  elsewhere,  these 
articles  can  not  be  transhipped  from  these  sea- 
ports, and  transported  a  considerable  distance 
into  the  interior,  in  competition  with  those 
from  an  interior  city  having  a  direct  railway 
communication.  The  completion  of  the  lines 
of  railway  to  the  Southern  cities  would,  ac- 
cording to  the  law  of  trade — as  heretofore  de- 
veloped in  railway  experience — give  Cincin- 
nati a  large  and  valuable  commerce,  not  mere- 
ly with  Kentucky,  Tennessee  and  Western 
Virginia,  but  even  to  poins  in  the  center  of 
Georgia,  South  and  North  Carolina. 

The  importance  and  value  of  the  railway 
connections  between  the  Western  and  South- 
ern systems  of  railways  can  not  be  over  rated 
for  Cincinnati.  In  the  advantages  of  that 
connection,  she  will  be  at  once  the  metropolis 
of  an  interior  country,  sufficient  to  support 
and  give  employment  to  the  population  of  an 
empire. 

II. — The  natural  right  which  Cincinnati  has 
to  command  the  commerce  j>£  that  whole  coun- 
try will  be  seen,  at  onee,  by  taking  any  one 
point — and  comparing  the  railroad  distances 
from  any  Atlantic  City,  with  those  of  Cincin- 
nati.    Take  Knoxville,  for  example: 

Miles. 

To  New  York 830 

To  Baltimore : 655 

To  Charleston 518 

To  St.  Louis 552 

To  Cincinnati 252 

If,  again  we  take  Dalton,  Georgia,  as  a  point 

of  comparison,  we  find  the  distances  between 

Charleston  and  Cincinnati  thus: 

Charleston  to  Dalton 403 

Cincinnati  to  Dalton 302 

To  the  other  cities  it  is  still   farther.     So  if 


the  reader  will  consult  a  map,  and  the  existing 
railroad  distances,  he  will  find  that  there  is 
scarcely  paint  within  the  entire  section  of 
100,000  square  miles,  to  which  we  have  referred, 
from  and  to  which  any  species  of  merchandise 
may  not  be  transported  to  and  from  Cincinnati 
cheaper  than  they  can  be  to  and  from  any  other 
point.  It  is  therefore  strictly  true,  that  Cincin- 
nati has  naturally  the  commercial  command  of 
that  entire  region.  But,  this  natural  advan- 
tage can  not  be  retained  without  railroads  to 
connect  with  the  interior,  and  distant  points 
in  that  section.  A  hundred  new  roads  North 
and  East  will  not  supply  the  place  of  this  one, 
South;  for  they  never  can  bring  in  so  much 
new  trade.  Suppose  this  last  is  not  made,  and 
the  existing  and  other  new  roads  connect 
Knoxville  and  all  the  surrounding  region  with 
Charleston — with  Richmond  and  Baltimore — 
while  a  hundred  miles  of  rugged  country,  with- 
out a  road,  intervene  between  the  South  and 
Cincinnati.  The  consequence  is  obvious.  This 
city  can  not  get,  or  retain  the  trade  of  this 
South-Eastern  section.  It  will  go,  by  necessity 
(not  by  choice)  to  the  cities  of  the  South-East- 
ern Atlantic.  The  prize  is  an  immense  one! 
but,  if  exertion  be  not  made,  and  that  soon,  it 
must  pass  to  other  cities,  the  tendency  \s  to  Cin- 
cinnati, but  that  is  counteracted  by  the  want 
of  a  good  road.  Two  articles  may  be  noticed, 
as  showing  the  tendency  of  Southern  trade  to 
Cincinnati.  Iron  is  now  brought  from  Geor- 
gia to  Cincinnati,  because  it  is  of  a  particular 
variety.  A  direct  Railroad  would  beyond 
doubt,  bring  great  quantities  of  iron,  copper, 
and  zinc  from  East  Tennessee.  The  last  two 
metals  can  be  brought  from  Tennessee  cheaper 
than  from  any  other  place.  To  illustrate,  what 
a  charming  effect,  cheapness  and  directness  of 
transportation  has  on  the  entire  trade  and  es- 
pecially the  Southern  trade,  we  may  cite  the 
cotton  of  Tennessee.  Half  the  cotton  raised 
in  West  Tennessee  is  shipped  to  Cincinnati. 
Why?  Because  it  is  cheaper  and  easier  to 
send  it  through  Cincinnati  to  the  points  of  con- 
sumption, than  it  is  to  send  it  by  New  Orleans 
and  the  Cape  of  Florida.  Thus,  it  will  be  even- 
tually with  every  article  of  production  for  sale 
in  the  Southern  country,  not  less  than  two  hun- 
dred miles  from  the  Atlantic.  All  of  it  will 
find  Cincinnati  a  cheaper  point  to  reach,  and 
a  better  market.  If  this  be  so — and  it  un- 
questionably is — there  lies  a  vast  commercial 
prize  right  in  sight  of  this  city,  which  it  either 
does  not  see,  or  does  not  care  for.  Will  it  be 
said  that  there  is  neither  sagacity  nor  energy 
enough  in  Cincinnati  to  seize  that  prize  ?  That 
ic  must  go  to  inferior  places  because  no  hand 
here  will  be  stretched  out  for  it?  Will  it  be 
said  that  Cincinnati  can  not  make  an  outlay  of 
a  million  of  dollars,  when  her  wealth  is  one 
hundred  and  fifty  millions  ?  Where  there  is 
a  will,  there  is  a  way,  and  if  the  commercial 
men  of  Cincinnati  do  not  seize  the  prize  before 
them,  it  will  be  simply,  because  they  have 
neither  the  sagacity  nor  energy  enough  to 
command  their  situation. 
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THE  MOSELEY  BRIDGE  APPLIED 
TO  RAILROADS. 

We  are  pleased  to  be  able  to  record  another 
triumph  of  these  really  excellent  structures. 
"We  have  hitherto  mentioned  the  successful  ap- 
plication of  tho  Moseley  Tubular  Arch  to 
Turnpike  and  Acqueduct  Bridges  and  we  can 
now  record  its  equally  successful  employment 
on  Railroads.  In  company  with  several  gentle- 
men of  experience  and  skill  we  were  invited 
to  be  present  at  a  test  of  the  new  Moseley 
Railroad  Bridge,  erected  over  Storms'  Creek 
near  Ironton,  on  the  Iron  Railroad.  The 
Bridge  is  90  feet  span  and  it  is  situated  on  the 
steep  grade  descending  towards  the  river.  It 
is  therefore  in  a  position  to  sustain  the  most 
severe  tests  to  which  any  structure  can  be  ex- 
posed. The  weight  of  the  whole  Bridge  is 
about  27,000  pounds  —that  of  the  arches  about 
13,000  pounds.  The  tubes  are  1G  inches  on 
the  sides  and  17}  inches  across  the  base.  The 
metal  is  .30  or  about  one-third  of  an  inch  in 
thickness.  The  rise  of  the  arch  is  one-ninth 
the  span.  The  Bridge  is  estimated  to  sustain 
safely  a  load  of  350  tons.  It  was  completed 
about  the  1st  of  September,  and  trains  began 
to  run  over  it.  The  first  test  to  which  it  was 
subjected,  was  placing  48  tons  pig  iron  as 
dead  weight  in  various  positions  on  the  Bridge 
and  running  the  ordinary  freight  trains  over  it 
for  a  space  of  three  weeks.  On  the  day  of  the 
final  test,  a  special  train  so  loaded  as  to  throw 
60  tons  of  rolling  weight  on  the  Bridge  in  ad- 
dition to  the  48  tons  of  dead  weight  was  run 
across  it  at  various  rates  of  speed — going  up 
the  grade  at  the  ordinary  gait  and  thundering 
down  it  at  25  to  40  miles  per  hour.  The  great- 
est deflection  at  the  highest  rate  of  speed  was 
|  of  an  inch  and  at  the  lower  rates  $  to  |  an 
inch. 

The  results  of  this  test  were  highly  satisfac- 
tory to  the  Directors  of  the  Company  and 
creditable  to  the  contractors,  and  establish  be- 
yond a  question  what  we  have  always  claimed 
for  these  structures — that  they  are  the  best 
and  cheapest  form  of  Railroad  Bridges  that 
can  be  adopted.  They  combine  the  great  desi- 
derata, of  lightness,  cheapness  and  permanen- 
cy, united  with  great  strength  and  efficiency, 
and  perfect  exemption  from  the  ordinary  ac- 
cident of  combustion,  so  destructive  to  wooden 
structures. 

These  advantages,  with  the  facility  with  which 
they  are  erected,  render  them  decidedly  superi- 
or to  any  other  structures  we  know  of.  Below 
we  give  certificates  of  recommendation  volun- 
tarily accorded  as  a  tribute  to  the  success  of 
the  Bridges. 

Ironton,  Ohio,  Sept.  27th,  1860. 

The  undersigned,  Directors  of  the  Iron  Rail- 
road Company,  hereby  certify  that  Messrs. 
Moseley  &  Co.,  of  Cincinnati,  Ohio,  have  con- 
structed on  the  line  of  their  road  one  of  Mose- 
ley's  Patent  Tubular  Wrought  Iron  Railroad 
Bridges  of  ninety  (90)  feet  span — that  said 
bridge  has  been  fully  tested  by  a  dead  weight 
of  forty-eight  tons  of  pig   iron   on   the   floor 


of  the  Bridge,  for  the  last  three  week,  with 
loaded  trains  passing  daily  during  said  time, 
submitting  said  bridge  to  a  test  of  over  one 
hundred  tons  four  times  each  day  for  the  last 
three  weeks.  Said  bridge  has  shown  an  ample 
capacity  to  sustain  such  a  test  with  perfect 
safety.  We  also  take  pleasure  in  recommend- 
ing to  railroad  men,  and  others,  this  bridge  as 
combining  elements  of  cheapness  and  strength 
in  greater  proportion,  than  we  have  found  com- 
bined in  any  other  Wrought  Iron  Bridge  with- 
in our  knowledge. 

C.  ELLISON,  President. 
SAML.  RICHARDS,  Secretary. 
H  CLARKSON,  Superintendent. 

JOHN  CAMPBELL, 

HIRAM  CAMPBELL, 

S.  W.  DEMPSEY, 

JOHN  PETERS, 

JOHN  CULBERTSON,  Directors. 

Hamilton',  Ohio,  October  1st,  1860. 
I  have  examined  the  "  Moseley  Tubular 
Wrought  Iron  Railroad  Bridge"  of  ninety 
feet  span,  lately  erected  by  Moseley  &  Co.,  at 
Ironton,  Ohio,  for  the  "Iron  Railroad  Compa- 
ny" and  take  pleasure  in  saying,  that  for  per- 
manency, and  cheapness  of  construction  par- 
ticularly, I  considered  it  not  surpassed,  and 
hope  to  see  it  take  the  place,  speedily,  of  wood- 
en structure  in  our  Railroads.  At  the  time  I 
examined  the  structure,  there  were  forty-eight 
ions  of  pig  iron  lying  on  it,  which  had  been 
testing  it  then  for  three  weeks — and  trains  car- 
rying one  hundred  tons  of  iron,  and  passen- 
gers, were  daily  passing  over  it,  as  I  was  in- 
formed by  the  Directors  of  the  road. 

The  deflection,  or  settling  was  very  trifling, 
and  immediately  after  the  passage  of  a  train, 
the  structure  resumed  its  former  position.  I 
am  satisfied  the  Bridge  will  sustain  four  hun- 
dred tons  with  safety  at  a  time,  which  is  about 
three  times  as  much  as  can  be  placed  upon 
the  structure  by  loaded  trains. 

For  canal    acquaducts,  it   is  peculiarly  well 
adapted,  as  is  shown  by  one  already  construct- 
ed and  in  use  on  the  Ohio  Canal,  on    the  divi- 
sion under  the  control  of  A.  L.  Brackus,  Esq. 
JOHN  W.  ERWIN,   Civil  Engineer. 
We  also  add  the  following  from  the  officers 
of  the  United  States  Agricultural  Society: 
Cincinnati,  Ohio,  Sept.  21st,  1860. 
The  undersigned,  President  of  United  States 
Agricultural  Society,  and  member  of  the  Ex- 
ecutive Committee  take  great  pleasure  in  recom- 
mending   the   Tubular   Wrought    Iron   Arch 
Bridge,  exhibited  by  Messrs.  Moseley  &  Co.,  of 
Cincinnati,  Ohio,  at    Exhibition  now    closing. 
Upon  a  close  inspection   they  find   that   the 
Bridge    contains   more   elements   of  strength 
and  durability,  at  less  cost,  than  any  structure 
for  same  purpose  ever  before  brought  to  their 
notice.       H.  WAGER,  President 

J.  W.  WARE,  Virginia. 

JOHN  MERRYMAN,  Maryland. 

J.  M.  COMMON,  Iowa. 

FRED.  SMYTH,  New  Hampshire. 

JOHN  McGOWAN,  Pennsylvania. 


B@?"Mr.  Flint,  late  of  the  Ohio  and  Missis- 
sippi Road,  made  the  following  neat  and  ap- 
propriate reply  to  the  Committee  who  present- 
ed him  an  elegant  watch  and  chain  on  behalf 
of  the  employees  of  that  road: 
To  E.  Lippencott,  Esq.,  and  others,  Employees 
of  the  Ohio  and  Mississippi  Railroad  Com- 
pany: 

Gentlemen: — It  is  utterly  impossible  for  me 
to  convey  to  you  in  words  the  feelings  of  pride 


and  gratification  with  which  I  received  your 
magnificent  gift,  on  the  evening  of  the*2&th 
of  September. 

Since  our  first  acquaintance  and  intercourse, 
there  has  been  on  my  part  a  constant  inerTi-e 
of  regard  toward  yourselves,  and  this  has  been 
particularly  enhanced  from  the  fact  that  I  have 
seen  you  apprecieated  the  difficult  position 
held  by  myself,  and  have  invariably,  even  when 
you  did  not  entirely  understand  evervthing 
connected  with  such  difficulties,  unhesitating- 
ly seconded  all  my  plans. 

Realizing  as  I  fully  do  the  entire  dependence 
the  executive  officer  must  have  on  those  asso- 
ciated with  him,  I  can  truly  say,  you  have 
proved  conclusively  to  me  that  with  your  assist- 
tance  there  is  no  such  word  as  faiL 

Whenever,  hereafter,  I  am  placed  in  a  posi- 
tion of  difficulty  and  trial,  I  shall  gather  cour- 
age from  the  remembrance  of  the  time  passed 
with  you. 

Allow  me  now  to  thank  yon,  one  and  all,  for 
the  promptitude  with  which  not  onlv  mv  orders 
have  been  obeved.  but  also  my  wishes  regard- 
ed. 

With  the  warmest  wishes  for  your  future 
prosperity,  and  the  assurance  that  it  will  be 
one  of  my  grearest  pleasures  to  assist  you  in 
any  way  in  my  power  hereafter,  I  am,  gentle- 
men, very  truly  your  friend,         E  FLINT. 

Cincinnati,  October  2d.  1860. 


ALABAMA  AND  TENNESSEE  RIVER 
RAILROAD. 


The  Annual  Reports  of  the  General  Super- 
intendent and  Engineer  and  Treasurer,  show 
the  running  operations  of  the  Road,  the  finan- 
cial condition  and  the  general  business  of  the 
Company  for  the  last  twelve  months,  to  June 
1,  1860. 

The  Report  of  the  General  Superintendent  and 
Engineer showstherunning  operations  of  the 
Road  and  the  receipts  of  transportation  to 
be,  for  the  last  twelve  months  S207.625  97 

Expenses  for  the  lasttwelve  months 96,393  36 

Net  receipts §111,232  41 

The  receipts  of  transportation  for  preceding 

twelve  months,  ending  May  31,  1859 S155.628  83 

Expenses  for  the  same  twelve  months 76,721  40 

Net  receipts  for  the  same  twelve  months. .  578,907  43 
Thus  it  will  be  seen  that  the  entire  receipts  from 

transportation,  for  the  year  ending  5lay  31. 

J8ul>.  are 8207,626  97 

Receipts  for  twelve  months  preceding 155.628  £3 

Showing  an  increase  over  last  year  of §51,997  14 

The  following  statement  will  show  the  re- 
ceipts from  the  earnings  of  the  road  fcr  each 
year,  since  July  1,  1855. 

July  1st,  1853,  receipts  for  one  year  past $  32.968  18 

"        1854,        '•                "          "         32.535  91 

"        1855,        "                "          "         71,566  59 

"         1856,        "     .           "          •'         75,228  80 

June  1st,  1857.  receipts  for  U  months 87,:tl2  86 

"        1858,        "         •'         oneycar 113.151  82 

1859,  "        •'               "         155,628  83 

1860,  "        •■               "         207,625  97 

This  tabular  statement  shows  a  gradual  in- 
crease in  the  earnings  of  the  road,  for  each 
year.  The  increase  for  the  last  year  is  very 
satisfactory  and  encouraging,  when  taking  in- 
to consideration  the  failure  of  the  grain  crop, 
the  partial  suspension  of  the  transportation  of 
coal,  and  that  your  road  has  no  connections 
in  the  interior  with  any  other  road — the  en- 
tire traffic  and  travel  being  local.  The  net 
earnings  of  the  running  operations  of  the  road 
last  year,  exclusive  of  interest  on   the   cost  of 
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the  road,  will  pay  5$  per  cent.,  including  in- 
terest will  pay  4f  per  cent,  on  the  entire  cost 
of  the  road,  embracing  in  the  calculation  all 
the  grading  and  masonry  done  between  Talla- 
dega and  Gadsden,  which  is  large,  and  has 
been  lying  idle  and  unproductive  for  some 
years. 

The  Chief  Engineer  estimates  the  cost  of 
the  road  from  Talladega  to  Gadsden,  including 
graduation,  masonry,  bridging,  superstructure, 
superintendence  and  contingencies,  as  fol- 
lows : 

From  Talladega  to  Oxford.  20.37  miles ?Hi'o6Q 

Oxford  to  Jacksonville,  14.05 'I,,',, 

Jacksonville  to  Gadsden,  22.84  miles 2G2.444 

Total  from  Talladega  to  Gadsden $5/2, /50 

For  further  details,  your  especial  attention 
is  invited  to  other  portions  of  the  General  Su- 
perintendent and  Engineer,  which  will  be  found 
interesting  and  instructive. 

The  Treasurer's  report,  herewith  submitted, 
shows  the  financial  affairs  of  the  company,  in 
a  condensed  form,  from  its  organization,  up  to 
the  31st  of  May  1860. 

The  first  tabular  statement  noticed  shows 
the  full  amount  of  receipts  from  all  sources, 
and  disbursements  from  31st  May,  1859,  to 
31st  May,  1860. 

Cash  on  hand  bills  receivable,  1st  June,  1859, 

as  shown  in  last  annual  report $  18.51]  68 

Cash  received  from  other  sources 339.422  18 

Total  receipts  last  year,  from  all  sources $357,933  86 

Total  amount  of  disbursements  last  year 328,743  11 

Leaving  a  balance  of  cash  and  bills  receivable, 

on  hand,  June  1st,  18611 $  29,190  75 

The  second  tabular  statement  noticed  in  the 
Treasurer's  report  shows  the  receipts  from  all 
sources,  from  the  organization  of  the  com- 
pany,to  the  1st  June,  11SB0,  to  be 2,476,023  06 

Total  disbursements  for  the  same  period 2,446,832  31 

Leaving  cash  on  hand  and  bills  receivable  as 

shown  in  the  report,  to  be $29,390  75 

During  the  last  session  of  the  General 
Assembly,  and  act  was  passed,  loaning  to  this 
company  $225,000,  a  portion  of  the  3  per  cent 
fund,  for  five  years,  at  the  rate  of  six  per  cent, 
per  annum.  This  loan  the  Board  expected  to 
realize  in  cash ;  in  this  they  have  been  dis- 
appointed. Under  the  provisions  of  the  act, 
the  Governor  had  the  power  to  delay  the  pay- 
ment in  cash — in  case  he  was  of  the  opinion, 
it  might  reduce  the  treasury  too  low  to  meet 
all  the  appropriations  made  by  the  last  Legis- 
lature, and  current  expenses  of  the  State.  His 
Excellency,  required  this  company  to  take  the 
sum  of  $172,000  in  the  six  per  cent,  bonds  of 
the  States  of  Virginia  and  North  Carolina, 
held  by  the  State,  or  we  might  be  delayed  to 
an  indefinite  period.  The  Board,  after  due 
consideration,  came  to  the  'conclusion,  that 
rather  than  delay  the  road,  the  interest  of  the 
company  would  be  promoted  by  accepting  the 
terms  of  the  Governor,  and  therefore,  did  re- 
ceive from  the  State,  $172,000  of  the  Virginia 
and  North  Carolina  bonds. 

The  Board  of  Directors,  themselves,  gave 
the  security  required  by  his  Excellency,  and 
now  have  the  bonds  under  their  direction,  and 
will  dispose  of  them  at  the  earliest  favorable 
moment. 

We  have  assurances,  upon  which   we   rely, 


that  the  remainder  of  the  loan,  $53,000,  will 
be  paid  over  in  cash,  in  October  next,  in  time 
to  meet  the  payment  for  iron  rails. 

After  this  loan  was  secured  from  the  State, 
the  city  of  Selma,  for  the  purpose  of  aiding  in 
pushing  forward  and  finishing  the  road  to 
Gadsden,  very  liberally  and  generously  pro- 
posed, in  addition  to  her  previous  subscription, 
to  issue  the  bonds  of  the  city,  to  the  amount 
of  One  Hundred  Thousand  dollars,  and  take 
the  same  in  stock  of  the  Company.  This  no- 
ble act  on  the  part  of  the  city  was  accepted  by 
the  Board,  and  Selma  is  now  ready  to  issue 
the  bonds,  and  deliver  them  to  the    company. 

The  loan  made  by  the  State,  and  the  advance 
made  by  the  city  of  Selma,  being  so  encourag- 
ing, the  Board  of  Directors  immediately  came 
to  the  conclusion  that  the  interest  of  the  com- 
pany required  of  them,  without  delay,  to  take 
steps  to  finish  the  entire  road.  In  a  short  time 
after  this  determination,  a  contract  was  con- 
cluded with  a  reliable  and  responsible  house, 
John  Rogerson  &  Co.,  of  New-Castle,  Eng 
land,  iron  rails,  chairs  and  spikes,  to  clothe 
the  road  from  Talladega  to  Gadsden. 

The  iron  is  to  be  delivered  in  the  Bay  of 
Mobile,  free  from  any  charge — ft  eight,  insu- 
rance and  duty  paid,  at  $54  per  ton,  payment 
to  be  made  in  cash  and  bonds — one  half  of 
the  bonds  to  be  city  of  Selma  bonds  at  par. 
A  special  contract  is  made  for  the  best  English 
T  rail.  The  iron  for  the  road  from  Talladega 
to  Jacksonville  is  to  be  shipped  in  August, 
September  and  October  next;  from  Jackson- 
ville to  Gadsden,  is  to  be  delivered  in  April 
and  May  next. 

After  purchasing  iron  to  finish  the  road,  the 
next  step  was  to  let  to  contract  the  balance  of 
the  grading,  masonry,  bridging  and  track  lay- 
ing; this  has  been  done.  A  contract  has  been 
closed  W.  F.  Bush,  B.  C.  Wiley,  W.  H.  Forney, 
J.  B.  Forney,  G.  W.  Mathews,  Thos.  R.  Williams, 
W.  J.  Willis,  and  J.  A.  Stephenson,  of  Calhoun 
County,  to  do  and  perform  all  the  grading;, 
masonry,  bridging  and  track  laying  which  may 
be  required  to  finish  the  road  to  Gadsden ;  the 
terms  of  payment — one  half  cash  and  one  half 
n  the  bonds  of  the  company.  Under  this  con- 
tract the  road  is  to  be  finished  to  Jacksonville 
by  the  1st  of  February  next ;  and  finished  to 
Gadsden  by  the  1st  of  October,  1861. 

It  is  gratifying  to  the  Board  of  Directors, 
to  have  it  in  their  power  to  report  to  the  stock- 
holders that  iron,  chairs  and  spikes  necessary 
to  finish  the  road,  have  been  secured,  and  a 
contract  has  been  concluded  to  all  the  work 
necessary  to  complete  and  finish  the  entire 
road  to  Gadsden, 

Thp  General  Superintendent  and  Engineer 
estimates  the  entire  cost  of  the  road  from  Tal- 
ladega to  Gadsden  to  be  about  $572,750. 

The  question  necessarily  arises  how  are 
these  contracts  to  be  met?  It  will  be  observed 
that  about  one  half  of  the  cost  of  the  road  is  to 
be  paid  in  bonds — the  other  half  in  cash.  To 
meet  this,  the  company  have  ample  securities 
on  hand,  provided  the  can  be  negotiated  at 
such  rates  as  are  fair  and  reasonable.  The 
means  on  hand  and  available  are  as  follows : 

The  loan  from  the  State $224,000 

The  first  mortgage  bonds  of  the  Company 250,1100 

City  of  Selma  bonds,  new  issue 11)0,000 

"  "  "      oldissue 11,000 

Second  mortgage  bonds  of  Company 18  50O 


Total $604,500 

The  loan  from  the  State  can  be  realized 
with  great  certainty.  The  bonds  of  the  city 
of  Selma  and  the  company  amount  to  $379,- 
500, — one  half  of  these  will  be  taken  under  the 
contracts,  the  other  half,  $189,750,  your  Board 
confidently  believe  can  be  disposed  of,  to  the 
friends  of  the  road,  by  the  time  money  is  re- 
quired. 


The  earnings  of  the  road,  and  the  land  grant 
from  Congress  of  425,132  acres  of  land,  is  not 
taken  into  calculation.  The  earnings  of  the 
road  are  required  for  other  purposes,  and  the 
land  grant  has  been  set  aside  as  security  for 
the  loan  from  the  State. 

In  our  last  annual  report  it  was  made  known 
to  the  shareholders,  that  the  land  grant  under 
the  act  of  Congress  of  the  3d  of  June,  1856, 
made  to  this  company,  had  in  part  been  ad- 
justed, and  titles  to  413.778  acres  of  land  had 
been  issued  and  delivered  to  the  Governor  of 
the  State  for  the  benefit  of  the  Company.  In 
addition  to  this,  the  general  Government  has 
recently  adjusted  and  has  issued  titles  to  11,- 
353  acres  more  land,  and  delivered  the  same 
to  the  Governor  for  the  use  of  the  company; 
which  increases  the  number  of  acres  of  land 
425,132  acres.  Under  same  act  of  Congress 
your  company  is  entitled  to  more  lands.  That 
portion  which  comes  in  conflict  with  the  grant 
to  the  Northeastern  and  South  western  Railroad 
and  the  Tennessee  and  Alabama  Central  Rail 
road  is  left  unadjusted,  which  embraces  a  large 
amount  of  the  coal  measures  and  iron  mines 
in  Shelby  and  Bibb. 

RAILROAD    CONNECTIONS. 

The  stockholders  are  apprised,  at  Gadsden 
on  the  Coosa  river,  the  terminus  of  your  road, 
the  Tennessee  and  Coosa  Railroad  sets  in, 
which  is  an  extension  of  your  road,  and  con- 
nects north  and  south  Alabama,  at  Gunter's 
Landing,  is  36J  miles.  This  distance,  we  are 
informed,  by  the  President  of  the  Company,  is 
all  graded  except  ten  miles,  which  is  let  to 
contract,  and  there  are  now  over  350  hands  at 
work  on  that  portion  not  finished.  At  Gun- 
ter's Landing,  the  Winchester  and  Alabama 
Railroad  sets  in,  which  is  a  further  extension 
of  your  line  of  road,  and  crosses  the  Memphis 
and  Charleston  Railroad  near  Brownsborough, 
and  connects  with  the  Nashville  and  Chatta- 
nooga Railroad  at  Deckard. 

The  Winchester  and  Alabama  Railroad  is 
finished  to  the  Alabama  and  Tennessee  line, 
25f  miles,  and  in  daily  operation;  from  that 
line  to  Gunter's  Landing  is  43  miles,  which  is 
not  yet  let  to  contract,  but  we  are  informed 
will  be  in  a  short  time.  The  completion  of 
this  line  of  railway  will  place  you  in  connec- 
tion with  the  Tennessee  River,  which  is  navi- 
gable to  Decatur  and  Chattanooga,  with  the 
Memphis  and  Charleston  Railroad,  the  Nash- 
ville and  Chattanooga  Railroad,  and  with 
other  lines  extending  West  and  to  Louisville, 
Cincinnati  and  the  Great  Lakes. 

Near  Gadsden  the  Wills  Valley  Railroad 
connects  Chattanooga  with  your  Road — this 
Road  is  in  progress  and  the  President  thinks 
will  be  finished  by  the  time  your  Road  reaches 
Gadsden.  On  the  east  side  of  the  Lookout 
Mountain  the  Coosa  and  Chattanooga  Railroad 
is  located,  and  will  connect  your  Road  with 
the  Georgia  and  East  Tennessee  Road,  near 
House's  Camp  Ground.  This  Road  has  been 
let  to  contract,  over  twelve  months,  to  the 
Alabama  line, 

A  Road  from  Rome,  Georgia,  is  now  in  pro- 
gress, to  connect  with  your  Road  and  at  Gads- 
tien — ^12  or  13  miles  is  let  to  contract,  and  is 
now  being  graded.  Another  and  very  im- 
portant railroad,  called  the  Dalton  and  Jack- 
sonville Railroad,  is  in  active  progress.  This 
road  proposes  to  connect  your  road,  at  Jack- 
sonville, with  the  Georgia  and  East  Tennessee 
Railroad  at  Dalton — this  road  has  been  sur- 
veyed and  located,  and  will  Cross  the  Coosa 
river  about  nine  miles  below  Rome.  It  is  let 
to  Contract  in  part,  and  is  now  being  graded 
this  side  of  Dalton  and  in  Vans  Valley.  Also 
a  road  is  projected  from  Marietta,  Georgia,  to 
tap  your  road  at  Jacksonville. 
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A  road  from  at  Atlanta,  Georgia,  to  Jack- 
sonville, called  the  Georgia  Western  Railroad, 
has  a  charter  in  this  State  to  Jacksonville, 
and  is  in  active  progress;  the  Company  has 
been  organized  and  has  obtained  a  subscrip- 
tion of  about  $1,000,000  to  commence  on,  and 
is  now  being  surveyed  and  located. 

And  there  is  another,  called  the  Savannah, 
GriSin  and  North  Alabama  Railroad,  which 
is  projected  from  Griffith  Georgia,  and  pro- 
poses to  connect  yonr  road  at  Oxford  or  Jack- 
sonville, and  has  a  charter  to  connect  with 
Decatur  on  the  Memphis  and  Charleston  Rail- 
road. This  company  has  commenced  work 
vigorously;  has  36  miles  graded  from  Griffin 
to  Newnan,  and  expects  to  have  it  in  running 
operation  by  the  first  of  January  next. 

Here  are  eight  Railroad  Companies  propos- 
ing to  connect  directly  with  the  Northern  por- 
tion of  your  road  at  Oxford,  Jacksonville  and 
Gadsden,  These  roads  all  have  merits,  and 
the  most  of  them  will  be  built,  which,  beyond 
the  possibility  of  a  doubt,  will  open  up  to  your 
road  the  most  invaluable  scope  of  country,  and 
place  your  road  in  connection  with  all  the  im- 
portant lines  of  Road  North,  East  and  West. 
In  addition  to  this,  your  Southern  and  South 
Western  connections  have,  for  some  time  past- 
engrossed  quite  a  large  share  of  public  attention. 
The  Selma  and  Gulf  Railroad,  which  connects 
your  Road  with  the  Gulf  at  Mobile  and  Pensa- 
cola,  has  been  located  to  the  Florida  line,  and 
will  connect  with  the  Pensacola  Road  at  that 
place,  which  is  finished  from  Pensacola  to  the 
Alabama  line.  It  will  also  connect  with  the 
Mobile  and  Great  Northern  Road  at  some 
point  not  yet  ascertained,  between  Selma  and 
Mobile. 

The  Selma  and  Gulf  Road  is  progressing 
well ;  has  fifty  miles  let  to  contract,  which  is 
being  graded,  and  the  iron  purchased  to  clothe 
the  Road  forty-three  miles.  The  Mobile  and 
Great  Northern  Road  is  under  contract  and 
the  grading  progressing  andiron  purchased  to 
finish  it.  The  Southern  extension  of  your 
Road  to  the  Gulf,  at  Mobile  and  Pensacola, 
will  be  of  immense  advantage  to  your  Road. 
From  the  Gulf,  over  the  Alabama  and  Tennes- 
see River  Railroad  to  Washington  City,  when 
the  connections  are  made,  will  be  the  shortest 
route  by  many  miles  over  any  route  now  in 
operation  or  projected. 

From  Selma,  West,  your  road  connects 
with  the  Alabama  and  Mississippi  Rivers 
Railroad.  This  road  is  finished  to  Union- 
town,  30  miles  West  of  Selma,  and  active  steps 
are  now  being  taken  to  extend  the  road  to 
the  Mobile  and  Ohio  Railroad  at  Meridian, 
which  at  that  place  connects  with  the  Missis- 
sippi Southern  Road,  which  is  very  nearly 
finished  from  the  Mobile  and  Ohio  Railroad  to 
Vicksburg.  This  will  be  a  very  valuable  con- 
nection to  your  Road,  both  for  freight  and 
travel.  In  view  of  the  importance  of  your 
Road  and  its  connections,  application  has  been 
made  to  the  Directors  to  aid  in  the  extension 
of  your  line  of  road  to  North  Alabama  and 
Winchester,  Tennessee.  This  extension,  and 
the  connection  with  the  Georgia  and  East 
Tennessee  Railroad,  is  deemed  to  be  of  the 
greatest  importance;  so  much  so,  it  is  the 
opinion  of  all  well  posted  men,  that  this  Com- 
pany should  take  every  step  in  its  power  to 
accomplish  and  obtain  these  connections. 

When  your  road  is  finished,  it  will  be  in  the 
power  of  this  company  to  give  material  aid  to 
these  important  extensions  and  connections. 
Your  Directory,  therefore,  would  most  re- 
commend to  the  stockholders,  the  propriety  of 
clothing  the  Board  with  power  and  authority 
to  give  such  aid  as  may  be  in  the  power  of 
the  Company — having  for  its  object  the  assis- 
tance of  other  Companies,  in  the  extension  of 


the  line  of  roads,    and   securing   these   great 
connections. 

The  Board  is  gratified,  in  calling  your  atten- 
tion an  act  of  the  Legislature,  approved  25th 
day  of  February,  I860,  which  donates  to  this 
company  a  small  portion  of  the  two  per  cent, 
fund.  The  first  section  of  the  act  instructs 
the  Controller  of  the  State  to  collect  nine  thou- 
sand four  hundred  and  seventy-seven  dollars 
and  forty-seven  cents,  loaned  to  the  Marengo 
Plank  Road  Company,  on  the  13th  day  of  De- 
cember, 1853,  under  the  provisions  of  an  act 
passed  on  the  9th  day  of  February,  1850.  The 
second  section  of  the  act  loans  the  sum  col- 
lected from  the  Marengo  Plank  Road  Com- 
pany, to  the  Alabama  and  Mississippi  Rivers 
Railroad  Company,  until  the  13th  day  of  De- 
cember, 18G3,  at  five  per  ceut.  per  annum,  and 
the  act  further  declares  '.'  at  the  expiration  of 
the  loan  herein  made  to  the  Alabama  and 
Mississippi  RiverS  Railroad  Company,  the  said 
sum,  with  interest  accruing  thereon,  is  hereby 
donated  to  the  Alabama  and  Tennessee  River 
Railroad  Company."  For  this  favor,  we  ten- 
der to  the  members  of  the  Legislature  our 
grateful  acknowledgements. 

The  Board  have  taken  steps  to  increase  the 
rolling  stock  on  the  road.  Two  large  lueomo- 
tives  for  freighting  purposes,  and  twenty-five 
freight  cars  have  been  ordered  for  the  next 
winter's  business. 

Gen.  L.  W.  Lawler,  one  of  the  members  of 
the  Board  of  Directors,  being  unable  to  attend 
to  any  of  the  duties  of  Director,  resigned ;  his 
place  has  not  been  filled,  by  the  Board. 

THOS.  A  WALKER,  Pres't. 

OFFICERS. 

Thos.  A.  Walker,  President;  Jno.  H.  Lapsley, 
Chas.  Lewis,  Geo.  C.  Phillips,  P.  J.  Weaver, 
B.  C.  Wyley,  Walker  Revnolds,  W.  B.  McClel- 
lan,  W.  L.  Terry,  E.  T.  Watts,  Directors ;  Wm. 
Rothrock,  Chief  Eng.  and  Gen.  Supt;  A.  M. 
Goodwin,  Sec.  and  Ireas.;  Richard  Faxon, 
Master  Machinist ;  A.  Lessor,  Road  Master. 


BALTIMORE  AND  OHIO  RAILROAD. 

The  Baltimore  and  Ohio  Railroad  Company 
was  incorporated  in  the  State  of  Maryland  on 
the  28th  February,  and  in  the  State  of  Virgi- 
nia on  the  8th  March,  1827,  with  authority  to 
construct  a  railroad  from  Baltimore  to  some 
eligible  point  on  the  Ohio  River,  with  a  capi- 
tal of  $5,000,000,  and  the  right  of  organi- 
zing on  the  subscription  of  one-fifth  that 
amount.  The  required  subscription  of  81,000,- 
000  having  been  obtained,  the  Company  was 
organized  in  the  following  April,  and  the  sur- 
veys of  the  route  at  once  undertaken  under 
the  superintendence  of  Col.  S.  H.  Long  and 
Jonothan  Knight.  To  aid  them  several  mem- 
bers of  the.  United  State  Topographical  Corps 
were  detailed  by  the  General  Government.  A 
report  of  the  preliminary  surveys  was  made  in 
April,  1828,  and  the  road  located  to  the  Point 
of  Rocks  during  the  ensuing  summer.  On 
the  4th  of  July,  ground  was  broken  at  Balti- 
more by  the  venerable  Charles  Carroll,  of  Car- 
rollton,  and  shortly  after  the  first  section,  ex- 
tending to  Ellicott's  Mills,  was  put  under  con- 
tract. The  remaining  distance  to  the  Point  of 
Rocks  was  not  let  till  the  following  summer. 

At  the  close  of  1828,  the  capital  subscribed 
amounted  to  $4,000,000,  of  which  $3,000,000 
had  been  taken  by  individuals,  $500,000  by  the 
City  of  Baltimore,  and  $500,000  by  the  State 
of  Maryland.  Application  for  aid  was  made 
to  Congress  in  the  same  year,  but  failed  of 
success. 

In  1830,  a  section  of  the  road,  within  the 
limits  of  the  city,  was   constructed.     In  1831, 


it  was  extended  to  Frederick  City,  and  in  1832, 
to  the  "Point  of  Rocks."  At  this  place  the 
Chesapeake  and  Ohio  Canal  Company  had  ap- 
propriated to  itself  for  its  proposed  work,  the 
narrow  gorge  through  the  mountains,  and  it 
was  not  until  several  years  had  elapsed  that 
this  obstacle  to  the  further  progress  of  the 
road  was  removed,  through  the  interposition 
of  the  Legislature. 

On  the  9th  of  March,  1833,  a  charter  for  the 
Washington  Branch  was  obtained.  It  con- 
tained a  stipulation  that  one  fifth  of  the  gross 
earnings  from  passengers  should  be  paid  over 
for  the  benefit  of  the  State;  the  amount  so 
paid  not  to  be  less  than  25  cents  from  each 
passenger  transported  over  the  road.  The 
construction  of  this  branch  was  soon  after 
commenced,  surveys  of  the  route  having  been 
previously  made.  Towards  its  construction 
the  Baltimore  and  Ohio  Company  contributed 
$1,016,800.  It  was  opened  from  the  junction 
to  Bladensburg,  24  miles,  on  the  20th  July, 
and  to  Washington,  30  miles,  on  the  25th  Au- 
gust, 1835. — {See  Washington  Branch  Rail- 
road. 

Up  to  1831,  the  trains  were  drawn  over  the 
road  by  horse-power.  In  January  of  that  year, 
the  Company  offered  $4,000  for  the  most  ap- 
proved locomotive  engine,  of  American  man- 
ufacture, to  burn  coal  or  coke,  and  $3,000  for 
the  second  best.  Three  engines  were  tender- 
ed the  company,  but  only  one,  the  "York,' 
built  by  Phineas  Davis,  was  accepted.  This 
engine  was  mounted  on  four  wheels,  the  move- 
ment being  obtained  by  means  of  gearing,  with 
a  pinion  and  spur-wheel  on  one  of  the  axles. 
By  this  engine  a  speed  of  15  miles  the  hour 
was  obtained  on  curves  with  radii  of  400  feet, 
and  double  this  speed  on  straight  lines. 

The  portions  of  the  road  first  built,  were 
constructed  with  a  flat  bar,  laid,  in  some  cases, 
on  a  stone  foundation;  in  others,  upon  longi- 
tudinal sills.  The  stone  sub-structure  was 
soon  dispensed  with,  and  a  new  improved  pat- 
tern of  rail  came  early  into  use. 

In  1834,  the  road  was  opened  to  Harper's 
Ferry.  In  1836,  surveys  were  made  for  the 
extension  of  the  road  to  Cumberland  and 
Wheeling,  for  which  purpose  $3,200,000  were 
subsequently  subscribed  by  the  State.  In  the 
same  year,  the  viaduct  over  the  Potomac  Ri- 
ver, at  Harper's  Ferry,  was  completed,  and  a 
connection  formed  with  the  Winchester  and 
Potomac  Railroad. 

At  an  early  period  in  the  history  of  the  Com- 
pany, permission  had  been  obtained  from  the 
State  of  Virginia,  for  the  location  of  the  road 
through,  a  portion  of  itsterritory.  The  time  hav- 
ing elapsed  in  which  the  road  was  to  be  con- 
structed, an  act  was  passed,  in  183S,  enlarging 
the  time  to  five  years  and  requiring  the  Company 
to  locate  within  the  State,  (with  the  exception 
of  five  miles,  its  road  from  Harper's  Ferry  to 
Cumberland.  This  act  also  designated  the 
City  of  Wheeling  as  the  western  terminus  of 
the  road.  At  the  same  time  the  State  made  a 
subscription  to  the  capital  stock  of  the  Com- 
pany to  the  amount  of  $1,058,420,  being  one- 
fifth  of  the  estimated  cost  of  road  within  its 
limits.  The  act  was  accepted  by  the  Company, 
and  the  line  to  Cumberland  placed  under  con- 
tract, and  completed  on  the  5lh  November, 
1842. 

No  progress  had  been  made  in  the  construc- 
tion of  the  road  beyond  Cumberland  from  1842 
to  1847,  the  authority  granted  by  the  State  of 
Virginia  having  expired.  In  the  last  named 
year,  another  act  enlarging  the  time  was  ob- 
tained. The  cost  of  extenson  to  Wheeling 
was  estimated  at  $6,000,000.  In  1849,  the 
means  for  resuming  work  were  provided  by  the 
negotiation  of  the  bonds  of  the  State  granted 
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to  the  Company.  From  that  date  it  was  vigor- 
ously pressed  forward,  and  on  the  12th  of  Jan- 
uary, 1853,  the  whole  line  formally  opened  for 
business.  The  road,  however,  was  in  an  un- 
finished state,  and  au  application  was  made  to 
the  City  of  Baltimore  for  a  loan  of  $5,000,000 
to  be  secured  by  a  mortgage  upon  it.  This 
application  was  granted,  and  the  proceeds  of 
the  loan  were  expended,  in  arching  the  numer- 
ous tunnels  on  the  line  of  the  road,  in  laying 
a  double  track  on  a  portion  of  it,  and  in  vari- 
ous other  improvements.  The  total  length  of 
all  the  tunnels  on  the  road  is  12,804  feet;  the 
longest  being  the  Kingwood  tunnel,  of  4,137 
feet. 

The  Parkersburg  Branch,  (North-Western 
Virginia)  Railroad  Company  was  chartered  on 
the  14th  of  February,  1851.  The  construction 
of  its  road  was  commenced  in  December,  1852, 
and  it  was  so  far  completed  that  cars  passed 
over  its  whole  length  on  the  1st  of  May,  1857. 
The  road  was  built  under  the  joint  auspices  of 
the  City  of  Baltimore  and  the  Baltimore  and 
Ohio  Railroad  Company.  The  City  guaran- 
teed $1,500,000  of  its  First  Mortgage  Bonds, 
and  the  Baltimore  and  Ohio  Company  $1,000,- 
000  of  its  Second  Mortgage  Bonds.  Since 
that  period,  exclusive  of  an  additional  guar- 
antee of  $500,000  bonds,  the  Baltimore  and 
Ohio  Railroad  Company  has  advanced  on  ac- 
count of  the  road,  $1,795,326.  In  this  advance, 
uuder  agreement  with  the  North-Western  Com- 
pany, has  been  included  $90,000  per  annum 
for  interest  paid  on  the  bonds  for  which  the 
company  is  guarantor.  In  June,  1859,  the 
Council  of  the  City  appropriated,  for  five  years, 
25  per  cent,  of  the  dividends  on  its  stock  in 
the  Baltimore  and  Ohio  Company,  to  aid  the 
North-Western  Company  in  completing  the 
tunnels  on  the  line  of  its  road.  This  road  is 
operated  under  a  contract,  dated  27th  Decem- 
ber, 1856,  by  the  Baltimore  and  Ohio  Compa- 
ny, and  which  took  effect  on  the  1st  of  Janu- 
ary, 1857.  The  contract  is  for  five  years,  and 
may  be  renewed  at  the  option  of  the  lessee, 
for  a  second  term.  The  rent  paid  is  forty  per 
cent,  of  the  gross  earnings. — (See  North-  West- 
ern Virginia  Railroad.) 


Share    Capital— $13,118,902— classified   as 
follows : 

Held  by  individuals 54,262  shares,.  .$5,426,200 

the  State  of  Md  6,856  "  ..  685,51)0 
City  of  Balt.35.lJOU  "  ..  3,500,0)10 
City  of  Wh.  5,000      "       ..       500,000 


Total  ordin'y  share  cap.  101,  118      ' 

Scrip  not  funded 71.02' 

Preferred, 6  jj>  ct.  stock. 30,000       ' 


SJ]0,U1,F00 

7,102 
3.000,000 


The  "Preferred  Stock"  was  subscribed  by 
the  State  of  Maryland  in  1838  and  paid  for  in 
5  per  cent,  sterling  bonds,  and  is  a  first  lien 
on  the  road. 


Funded  Debt.— $10,781,833— classified  as 
follows: 

Mortgage  6  per  cent,  loan,  $1,000,000— is- 
sued in  1831,  and  payable,  principal  1st  Jan- 
uary, 1867,  and  interest  quarterly  in  January, 
April,  July  and  October,  at  Baltimore. 

Mortgage  6  per  cent,  coupon  bonds  $700,000, 
— issued  in  1850,  and  payable  1880,  and  inter- 
est semi-annually,  1st  January  and  1st  July,  at 
Baltimore. 

Mortgage  6  per  cent,  coupon  bonds,  $2,500,- 
000 — issued  in  1853,  and  payable  in  1885,  and 
interest  semi-annually,  1st  April  and  1st  Octo- 
ber, at  Baltimore. 

City  Loan,  6  per  cent,  bonds,  $5,000,000 — in 
1855,  and  payable  principal  in  1890,  and  in- 
terest semi-aunually,  at  Baltimore.  Issued  to 
the  city  of  Baltimore   in  exchange   for  a  like 


amount  issued  by  the  city  for  the  benefit  of  the 
railroad  company. 

Mortgage  6  per  cent,  coupon  bonds,  $453,333 
— dated  1st  January,  1850,  and  payable,  prin- 
cipal 1st  January,  1860,  and  interest  semi-an- 
nually, 1st  of  January  and  1st  July,  at  Balti- 
more. Of  these  bonds  $334,000  are  held  in 
Sinking  Fund  for  the  redemption  of  mortgage 
debts.     They  were  issued  in  payment  for  iron. 

Mortgage  6  per  cent,  coupon  bonds,  $1,128,- 
500 — dated  1st  January,  1855,  and  payable, 
principal  1st  January,  1875,  and  interest  semi- 
annually, 1st  January  and  1st  July,  at  Balti- 
more. 


Sinkixg  Funds. 

The  company  has  established  and  has  in  ope- 
ration three  Sinking  Funds  for  the  redemption 
of  its  debts,  namely: 

1.— For  the  redemption  of  the  $5,000,000 
City  loan. — This  fund  was  established  in  ac- 
cordance with  the  ordinance  of  the  City  Coun- 
cil granting  the  loan,  which  stipulated  for  the 
retention  of  $500,000  to  be  invested  as  a  sink- 
ing fund.  The  fund  including  the  accrued  in- 
terest now  amounts  to  $671,615. 

2. — For  the  redemption  of  the  mortgage 
debts. — This  fund  was  established,  under  a  re- 
tolve  of  the  Board  of  Directors,  passed  on  the 
17th  of  December,  1856,  which  appropriated 
the  sum  of  $113,333  annually,  being  about  one 
per  cent,  of  the  share  capital  for  the  redemp- 
tion of  its  mortgage  debl.  The  first  payment 
was  made  for  1857.  The  fund  now  amounts 
to  $413,222,  being  three  years'  contributions 
with  interest.  The  proceeds  have  been  invest- 
ed in  the  purchase  of  the  Iron  Bonds  which 
matured  in  1857,  '58,  and  '59. 

3. — For  the  redemption  of  ground  rents  on 
Camden  Station. — This  fund  was  established 
in  1853,  and  now  amounts  to  $60,710. 


Floating  Debt — $285,324,  viz:  open  accounts, 
$81,190;  unclaimed  dues,  $19,942,  and  Wash- 
ington Branch  Railroad,  $184,192. 


Income  Account  for  the  Year  Ending  30th 

September,  1859. 

Receipts. — 

Passenger  earnings $690,207 

Freight  "       2,771,6:17 

Mails  express,  etc 156,774 

Total $3,618,518 

Disbursements. — 

Road  Department $405,451 

Machinery  department 709.914 

Transportation  department 533.487 

General  expenses 36,146-1,584,098 

Balance  to  profit  and  loss 1,933,620 

Total $4,618,018 


Profit  and  Loss  Account  for  the  Year  End- 
ing 30th  September,  1859. 

Debtor.— 

Dividend,  3  per  cent,  (paid  18th  of  May, 

1850 $303,348 

Discount  on  Bonds  of  City  of  Baltimore.  1, 199 

Interest 726,224 

Ground  rents 25,320 

Virginia  State  tax  on  passengers 11,594 

Balance  to  credit 6,092,317 

Total $7,100,002 

Credit.— 

Balance  from  1858 $5,052,275 

Balance  from  income,  1859 1,933,520 

Dividend  Washington  BranchStock 91,512 

Increment  of  sinking  funds 69,620 

Rent  (Washington  Branch  Company;  use 

of  shops,  etc 17,127 

House  reuts 4,848 

Total $7,160,002 


General  Ledger  Balance  Sheet,  1st  of  Oc- 
tober, 1859. 

Credit  — 

Share  Capital $13,118,y02 

Funded  debt 10,781 ,833 

Open  accounts 81,190 

Unclaimed  dues 19,942 

Washington  Branch  Railroad  Company*       184,192 
Profit  and  loss 6,092,317 

Total $30,278,376 

Debtor. — 

Road,  etc $24,891 

*Loans,  bonds  and  stocks 3,296 

Sinking  Funds 1,145. 


Bids  receivable. 

Outstanding  dues 

Uncollected  reven  ue 

Materials — Machinery  department. . 

"  Road  department , 

Cash  in  hand  of  owners < 

Balance  in  treasury 


134 
65 

264 
75 

75, 
o 

226 


,415 

,730 
,556 
,679 
,550 
,981 
,469 
,469 
,055 
583 


Total 

Coal  trade  for  1859: 


Locust  Balti- 

Points  of  Departure  Point,  more. 

Cumberland 90,079  5,337 

Piedmont 175,091  30,845 

Newburg 21,598 

Nuzum 4t0 

Fairmount 556 


.$30,278,376 


Vfay 
Stations    Total. 

1,368    96,785 
14,585  220,532 

1,143    22,731 
400 

2,724       3,280 


Total 265,170    58,728    19,830  343,729 

Consumed  Aggregate 

by  Com'y  Carried. 

Cumberland 96,785 

Piedmont 44.772  265,304 

Newburg 8,109  3<>,000 

Fairmount 251  3,913 

Total 53,192  396,911 

Equivalent  to  one  ton  carried  74,484,740  miles. 
The  revenue  from  this  specie  of  freight  was 
$834,380. 


The  following  table  shows  the  quantity  of 
coal  delivered  at  Baltimore,  and  also  the  total 
freight  tonnage  from  1843  to  1859  inclusive: 


Year.  Coal. 

1843 4,964 

1844 5,687 

1845 16.021 

1846 18.394 

1847 50,259 

1848 67,389 

1849 71,699 

1850 132,534 

1851 139,110 


Total. 

52,634 

57  103 

71  0S1 

94,670 

158,466 

157,405 

176,610 

230,388 

246,724 


Year.  Coal. 

18.-i2 132,306 

1853 30J,890 

1«54 444,817 

1855 451,870 

1856 446.013 

1857 490,943 

1858 310,529 

1859 323,898 


Total. 
252  243 
459,495 
661,597 
6:2,589 
703,377 
723.019 
598.080 
566,214 


The  total  earnings  of  all  the  roads  operated 
by  the  Baltimore  and  Ohio  Company  for  the 
two  years  ending  30th  September,  were  as  fol- 
lows : — 

Year  Bait.  &  Ohio    N.W.Vir.    Wash  Br. 

1858  Passengers.... $681,878    «41,030    $345,367 
Freight. 3,174,607     206,974        124,050 

Total $3,856,485    $248,004    $409423 

1859  Passengers...      690,207  46,320    335,256 
Freight! 2,928,411        199.S51     106,963 

Total $3^oM8    $240,171    $442,219 

Decrease  in  1859... ."^37,867         7,833       27,204 

Year.  Total- 

1858  Passengers S.V?n5'o37 

Freight ■    3,50a,bJ/ 

Total $4,573,942 

1859  Passengers oS |S 

Freight A.iib.ia 

Total  ■  $4,301,009 

Decrease  in  1S59 272,903 


*Bonds,  stocks  and  dues,  viz:— Bonds  of  Central  Ohio 
Railroad  Company,  $4lii',0uU;  Central  Ohio  Railroad  Coin- 
pimy,  $41,371:  Western  Telegraph  Company,  $2,191;  stock 
of  Pittsburg  and  Connellsvi  le  Railroad  Company,  #35,001); 
North-Western  Virginia  Railroad  Company,  41,795,326; 
Wellersburg  and  West  Newton  Tlanlt  Road  Company,  $6,- 
Oju;  stock  of  Washington  Branch  Railroad  Company,  $1,- 
U16.8UU. 
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The  whole  number  of  passengers  carried  on 
the  several  roads  in  1839  was  as  follows: — 

PassengerH 

Going  East.  Going  West    Total. 

Baltimore  and  Ohio..  145,425       157,004       303,490 

North- Western  Virg,    10,531  15,559  32.000 

Washingt'n  Braneh,.187,8-15         105,00-1        353,349 


Total 349,501        338,037        087,838 

Passengers  carried  one  mile 
Going  East.  Going  West      Total. 

Bait,  and  Ohio 5,354,403    8,222,537     13.587,939 

N.W.Virginia..,.    798,424       572,430      1,370.3)0 
Wash.  Branch. ...0,398,075    4,905,263     11,303,938 


Total 12,521,502  13,701,226    20.312,728 

The  whole  tonnage  of  freight  transported  in 
1859  was  as  follows: — 

Tons  of  Freight 
Going  East.  Going  West. 

Bait,  and  Ohio 059,325        222,751 

N.  Western  Virginia.  83,094  29,897 

Wash.  Branch 28,033 


50,45( 


Total. 

884,076 

112,991 

78,489 


Total.. 


770,452        303,101     1,073,550 

Tons  carried  one  mile 
Going  East.  Going  West.    Total. 

Bait.  &  Ohio. .130.262,753  33,031,608  103,894,423 
N.  W.  Virgin.  8,047.950  2,788,579  10,830,520 
Wash.  Branch        304,050      1,070,389         1,331,(139 


Total 138,615,355    37,400,036     176,111,991 

Deduct  tonnage  to  and  from  Main  Stem: 

Carried  on  N.  W.Virginia  11.  R.... 103,815 

"  Washington  Branch....  72,245-176.070 

Net  tonnage  hauled  overall  the  lines 897,490 

Table  showing  the  quantity  of  freight  (in 
tons  of  2,000  lbs.,)  which  has  been  transported 
over  the  Baltimore  and  Ohio  Railroad  and  the 
Parkersburg  Branch  Railroad,  between  Balti- 
more and  the  stations  on  the  Ohio  River  since 
the  completion  of  the  lines: 

Eastward  from — 

1853 


Wheeling.    .21,014 

Benwood 

Moundsv'e   

Parkersb'g 


1854. 
90,308 


1855. 
05,047) 


1856. 
132,955 


Total  East    21,014 


Wheeling. .. 

Benwood 

Moundsville. 
Parkersburg. 


00,368 
1857. 

103,198 
23,125 


72,779       145,508 


1858. 
31,512 
,001 


,31, 

Jns, 


70,571 


1859. 

19,100 

44,781 

71,245 


Total  Eastward. . 
Westward  to — 

1853. 
Wheeling. ..15,183 

Benwood 

Moundsv'e.     120 


126,323       170,084     135,127 


1854. 
37,492 

459 


Total  West.  15,305        37,951 


1855.  1856. 

39.S64  52,559 

7,008 

015  583 

40,484  60,150 


Total  thr'gh 
tonnage.  .30,317 


123,319 
1857. 


Wheeling 31,002 

Benwood 21,598 

Moundsville.. .  599 

Parkersburg...  10.919 

Total  Westw'd  04,088 


105,531 
1858. 
14,343 
22,383 

128 
18,053 


Total  through 
tonnage 190,411 


54,91)7 


224,991 


205,748 
1859. 
11,057 
34,497 
56 
21,316 

66,526 
201,653 


Abstract  of  the  tonnage  transported  easter- 
ly from  stations  of  the  main  stem  and  deliver- 
ed at  Baltimore  for  the  years  ending  30th  of 
September. 


1S32. 

1833. 
1834. 
1835. 
1836. 
1837. 
1833. 


.29,416  [1839 4-1,852 


.37.106 
.30,102 
..46,979 
.40.805 
.40.096 


184" 00,503 

1841 40,482 

1842 36,616 

1843 52,634 

13-14 57.107 


45,603  1843 71,001 


First  seven  years. ,...270  017  Second  Seven  years. .363 

Average 39,559"        Average 51. 

1846 94,070|1853 459. 


1847 158,40li 

1848 157,4115 

1849 176,010 

185(1 03ii,388 

1851 240,724 

1852 252,243 

Third  seven  years ..  .1 ,3 16,500 
Average 188,072 


,255 
894 
495 
567 
589 
377 
(119 
085 
214 

Fourth  seven  years. 4,314,377 
Average 016,639 


1854. 
1855. 
18.3b. 
1857. 
1858. 
1859. 


.661 
..622 
..703 
.723 
..578 
.560. 


COST,    EARNINGS,  EXPENSES,    ETC.,  OF   THE    'MAIN 
STEM"    YEARLY, 

Cost  of  Mile-           Gross  Earnings 

Year.             Road,  Etc.  age.    Passengers.        Freight. 

1830 $  ].  178  103  14  9   14,711  % 

1831 2,(llill,l)C0  01              27,250                4,155 

1832 2,25  ,1100  09              67,010              09,1-27 

1833 2.5000110  09              83,233            121,447 

1834 3,0110.100  81              89,182            110,255 

1835 3,311.250  81              93.5)0            109.828 

1836 3.474CH0  81            128,120            153,185 

1837 3.000.100  81             145.025            155,670 

1838 3,8011,000  81             100,094            193,530 

1339 4,(100,000  81             173,800            233,487 

1840 4,(100.000  81             177,035            255,8-18 

1841 4.0l'0,0t0  81            179,010            211,454 

1842 7,35(1.000  178            181,177            245,315 

1843 7.570,911  178            274,017            300.618 

1844 7,641,821  178            330,876            321.743 

1845 7,742,410  178            309,882             368.721 

1840 7,725, 1(H)  178            413.341            4''8,346 

18-17 8,004.507  178            447.020            054,917 

1848 8,708,479  178            434,540            779.124 

1849 8.798,479  178            394,497            846,708 

1850 8,798,019  178            395,*  30            945,975 

1851 13,038,590  206            355  155            994,017 

1852 18,1110,100  302            373,054            949.809 

1853 211,70-1.028  380            404,2-15         1,509.174 

1854   22.218,850  3*0            51(9,091         3.076.518 

1855 22,70(1,2115  380            808  299         1,103.354 

1856 23,3114.720  380            672.999         3,712,052 

1857 24,413.948  380            732,262         3.834.736 

1851 24,81)2,046  380            082,877         3,174,009 

1839 24,891,415  380            090,207         2,9-28,411 

30years 303.842,810  5.423         9.744,351      29.004,700 

Average 10,128,094  181            324,812            980,826 

Total  Earings,                  Biv. 

earnings.  less  exp.              Amount     p.c. 

1830 $14,711  $2,720        j 

1831 31,405  20,410        \    S69.075        3 

1832 136,937  61,204         ) 

1833 195,080  57,195                30,001         1 

1831 205,437  07.035                    nil.     nil. 

1835 2G3.?G8  102,152                45,005         1 

1830 281.342  68,375                    nil.      nil. 

1837 :  01.301  12,176 

1838 305,224  93.043                      ■"         " 

1839 407.347  03.047                      "         " 

1840 432,1-83  157,694                 80.000        l}i 

1841 391.070  151,448               130,01:0        2 

1842 426,492  209,777                    nil.      nil. 

1843 575.235  279.402               140  000        2 

1844 058.019  346,936               175,000        2>i 

1845, 733,013  374,762                    nil.      nil. 

1846 831,637  426,847               210,000        3 

1H47 1,101,937  611,103               210.000        3 

1848 1.213,064  551,553              227,400        3± 

1849 1,241,205  596.571               361,:-02        Si 

1850 1.34U05  732216               531,209        7 

1851 1,349,222  053,303               568.393        7 

1852 1,425,503  015,384              0118,181        7 

1853 2,033,419  797.792              294,199        3 

1854 3,045,909  1,019.397                    nil.      nil. 

1855 3,711,453  1.001,090                      "         " 

1850. 4.385,951  2.001,172              302,348        3 

1857 4,116,998  1,850.213              303,348        3 

1858 3.850.486  1,325,287                    nil.      nil. 

1859 3,618,618  1,933,620              403,348        3 

30  Tears....    39.349.141  17,421.250          4,589,866 

Average    1,311,638  680,708              180,329         2 

Note.— The  Dividends  from  1848  to  1S52  inclusive,  were 

paid  in  Stock. — American  Railway  Journal. 

SOUTH-WESTERN   RAILROAD   COM- 
PANY OF  GEORGIA. 


The  Reports  of  the  Chief  Engineer  and  Su- 
perintendent of  this  road,  show  very  clearly 
the  operations  of  the  Road  for  the  year  ending 
31st  of  July  last,  its  condition  and  the  condi- 
tion of  the  motive  power: 

The  net  sum  earned  for  the  year,  after  paying 

all  ordinary  and  extraordinary  expenses  is  $385,012  29 

To  which  may  be  added  the  amount  of  Premi- 
um and  Discount,  shown  on  Treasurer's 
statement 3.841  53 


5388,853  82 


The  following  amounts  have  been  paid,  viz: 
February  Dividend  4  per  cent. .  893,424  00 

Interest  on  Bonds 27,632  50 

Annuity  to  City  of  Macon 1,250  00—122,305  50 


260,547 


And  the  Board  has  this  day  declared, 
1, — A  semi-annual  Dividend  of 

4per  cent $116,870  00 

2.— An  extra  Dividend  of  5  $>c  146,095  00—262,971  00 


Leaving  a  surplus  of.. 


$3,576  32 


In  the  last  annual  report  the  Board  said: 

"As  the  income  (or  the  year  just  ended,  after  paying  an 
extraordinary  e  [pen  55  5   -  35,  has  been  »282,23n  2", 

there  cannot  in  the  opinion  of  the  Board,  be  anv  doubt  what- 
ever, of  the  ability  of  the  Company  to  pay  regularly  to  the 
Stockholders  at  last  eight  per  cent,  per  annum.  It  is  cer- 
tainly reasonable  to  expect  that  the  net  income  of  the  road 
for  this  current  year,  after  the  paymentof  or4i7l&ry  expen- 
ses will  be  g350.llO'U — a  sum  sufficient  to  pay  all  interest,  and 
dividend  of  eight  percent,  and  leave  $90,000,  at  Least  to  meet 
extraordinary  expense." 

That  expectation  has  been  more  than  real- 

ized. 

The  debt  of  the  Company  is  as  follows: 

1st. — Seven  per  cent.  Bonds,  endorsed 
by  the  Central  Railroad  and  Bank- 
ing Company,  not  convertible  into 

Stock,  falling  due  in  1861 $47,oro 

"  "  "       1802 55,000 

3)02,000 

2d — Seven  per  cent.  Eonrls  issued  for 
the  Americus  extension,  Falling 

duein  1803 $11,000 

".'         1864 18.000 

"        1665 14,500 

43,500 

3d. — Seven  per  cent.  Bonds  issued  for 
extension  l.evond  Smithville,  fall- 
ing duein  1867 $1,000 

"S77 1 

"  1878  • 

S251.O0O 

Total  Funded  Debt $39S ,500 

The  Bonds  of  second  class,  amounting  to 
§43,500,  are  now  convertible  into  Stock,  when- 
ever demanded,  by  the  holders.  Of  the  third 
class,  §251,000,  there  are  now  convertible  into 
Stock,  whenever  demanded,  §58,000,  converti- 
ble after  June  1861,  $53,000,  aud  convertible 
after  June  1865,  $140,000. 

The  current  debt  of  the  Company,  payable 
in  cash,  is  small,  being 

For  balances  due  other  Companies $0,080  70 

For  balances  of  Estimates  not  called  for 1,249  80 

Foi  D'vidends  unclaimed   4,588  00 

For  balances  of  Invoices  of  articles  purchased....  5.500  00 
Forbahinees  due  contractors 2,494  22 

S .9.912  72 

The  funds  of  the  Company  have  been  con- 
stantly loaned  at  seven  per  cent,  interest,  se- 
cured by  Stocks.  The  balance  called  for  by 
the  Treasurer's  statement  is  §308,460  14.  It 
consists  of  monev  on  hand  and  in  Bank,  $87,- 
186  16,  and  Bills  Receivable,  $221,282  98. 
The  whole  of  the  Bills  Receivable,  except  §6,- 
994  55  will  be  paid,  with  interest  due  and  to 
grow  due  thereon  ($2,809  17)  on  the  loth  Aug.. 
(the  time  at  which  the  Dividends  declared  to- 
day are  payable).  The  above  $6,994  55  will 
be  paid  on  the  1st  of  December  next.  The 
interest  made  on  loans  amounts  to  $72,350  10. 
On  the  15th  of  August,  the  amount  will  be 
$75,059  27.  The  money  has  been  paid  on  the 
Railroad,  except  $45,49*8  14,  the  balance  in 
hand  after  paying  the  Dividends  declared. 

Four  hundred  tons  of  rails  to  continue  re- 
laying, heretofore  ordered,  have  recently  ar- 
rived. The  cost  of  the  same — about  $20,000 — 
will  be  payable  in  the  course  of  a  month.  The 
balance  of  Cash  and  Bills  Receivable,  after 
paying  the  Dividends,  as  mentioned  above, 
$45,498  14,  is  ample  to  pay  the  current  debt 
aud  the  cost  of  the  four  hundred  tons  of  rails. 

There  being  no  longer  any  object  in  keeping 
the  extension  accounts  separate  in  the  books, 
the  sum  of  $1,513,418  85 — -the  cost  of  road, 
so  far,  beyond  Smithville — has  been  added  to 
the  pre-existing  account  of  cost  of  Road  and 
equipment,  and  hereafter  the  extension  Stock 
as  well  as  the  original  Stock  will  appear  in 
one  account. 

The  whole  cost  of  the  road  and  equipment, 
then,  to  the  31st  of  July  last,  has  been  $3,770,- 
425  34  as  shown  by  the  Treasurer's  statement. 
This  amount  will  be  increased  by  the  sum  of 
$5,800  89,  being   for  estimates  not  yet  called 
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for  by  Contractors  and    by  the  further  expen- 
ditures hereinafter  show. 

The  Board  in  their  last  Annual  Report,  fur- 
ther said  to  the  Stockholders : 

"At  the  end  of  another  year  we  shall  be  at  the  end  of  our 
lahors  in  road  building.  The  Capital  Stoek  of  the  Company 
and  the  bonded  debt  together,  will  not  exceed  $3,400,000. 
The  ro^d  and  equipment,  however,  will  have  cost  more  than 
$3,400  000.  When  the  Road  is  finished,  or  at  the  beginning 
of  the  next  fiscal  year,  (August,  I860),  it  will  be  the  duty 
of  the  Board  to  consider  the  propriety  of  issuing  Stock,  by 
way  of  Dividend,  to  Stockholders,  to  such  an  amount  over 
■$3,4011,000,  as  the  value  of  the  property  may  exceed  that 
sum.  That  the  property  can  be  placed  at  more  than  $3,400,- 
000  and  still  pay  a  certain  Dividend  of  eiykl  per  cent,  seem 
to  this  Board  very  clear." 

The  bridge  at  Eufaula  was  omitted  in  that 
estimate  of  83,400,000. 

When  the  last  Annual  Report  was  present- 
ed, the  Stock  of  the  Company  was  still  selling 
under  par.  The  Board,  as  will  be  seen,  from 
the  whole  tenor  of  the  Report,  did  not  suppose 
the  holders  of  bonds  would  to  any  great  ex- 
tent, convert  them  into  Stock.  The  business 
of  the  Company  immediately  after  August, 
1859,  was  very  prosperous,  and  the  Stock  went 
up  rapidly  in  the  market.  The  consequence 
of  this  was,  that  the  holders  of  Bonds  convert- 
ed them  into  Stock  rapidly.  The  amount  of 
capital  allowed  by  law  is  $3,500,000,  and  now, 
amount  without  the  allowance  by  the  Legisla- 
ture of  a  further  increase  of  capital,  there  can 
not  be  a  Stock  Dividend.  This  will  be  made 
apparent 

The  Stock  issued  is $3,931,000  00 

Stock  due  to  Contractors  for  work  done 85,961  91 

Yet  to  be  issued  to  Contractors 15,917  36 

There  are  Bonds  which  can  be  converted  into 

Stock  at  the  periods  before  stated 394.500  01' 

Total 83,318,279  27 

That  the  road  with  its  equipment,  is  fully 
■worth  $4,000,000  and  would  pay  dividends  of 
eight  per  cent,  per  annum  on  that  sum,  with 
certainty,  no  one  can  reasonably  doubt. 

If  the  Stockholders,  at  their  next  annual 
meeting,  shall  please  to  order  the  capital  raised 
to  four  millions  of  dollars,  and  the  Legislature 
shall  allow  the  increase,  a  stock  dividend  to 
the  amount  of  a  sum  sufficient  to  cover  what 
has  been  taken  from  profits  of  the  road,  can 
be  made,  with  reliance  upon  dividends  at  the 
rate  of  eight  per  cent,  per  annum.  The  Board 
will  apply  to  the  Legislature  for  an  increase  of 
capital,  and  they  do  not  apprehend  that  their 
request  will  be  refused.  But  the  Board,  upon 
mature  consideration  of  the  subject,  and  after 
having  consulted,  informally,  some  of  the  large 
Stockholders,  is,  unanimously,  of  opinion  that 
it  will  best  not  to  increase  the  capital  by  a 
Block  dividend,  even  if  we  shall  obtain  the 
right  to  increase.  The  Board  believes  that 
regular  semi-annual  dividends  of  five  per  cent. 
(ten  per  cent,  per  annum)  can  be  made  on  a 
capital  of  $3,500,000,  and  thinks  that  the  stock, 
on  that  basis,  would  be  preferred  to  an  eight 
per  cent,  stock  on  an  increased  capital.  The 
Board  has  been  gratified  to  be  able  to  declare 
the  usual  half  yearly  dividend  of  four  per  cenrk. 
and  to  add  to  it  the  handsome  extra  dividend 
of  Jive  per  centum.  Considering  the  receipt 
by  the-  Stockholders  of  this  extra  dividend,  the 
Board  is  fully  convinced  that  the  true  policy  is 
now  to  keep  the  capital  at  $3, 500,000 — looking 
to  dividends  of  ten  per  cent.  But  the  Board 
will  obey  the  instructions  of  the  Stockholders 
in  this  respect,  if  it  shall  be  their  pleasure  to 
instruct. 

Upon  the  conversion  of  Bonds  of  the  Com- 
pany into  Stock  and  the  issuing  of  Stock  to 
contractors,  the  capital  stock  will  be  $3,318,- 
279  27.  There  are  Bonds  not  convertible  into 
stock  to  the  amount  of  $102,000 — which  must 
be  paid  in  cash  in  1801,  1802,  but  the  Board 
desires  to  anticipate  the  payment  of  them. 
The  Board  has  agreed   to  issue  to  the  Central 


Railroad  and  Banking  Company,  one  hundred 
thousand  dollars  of  stock  at  par,  and  it  is  in- 
tended to  apply  the  money  to  the  payment  of 
these  Bonds.  The  Central  Company,  besides 
endorsing  this  Company's  Bonds  to  the  amount 
of  $210,000,  without  any  commission  or  charge 
whatever,  when  we  were  about  to  extend  our 
road  beyond  Smithville  to  the  Chattahoochee, 
at  the  request  of  this  Company,  passed  a  reso- 
lution to  take  one  hundred  thousand  dollars  of 
the  stock  of  this  Company  at  par,  whenever 
called  on  by  this  Company  to  do  so.  At  that 
time  the  stock  of  this  Company  was  under  par. 
Without  this  assurance  and  support  from  the 
Central  Company,  the  Board  would  not  have 
undertaken  to  extend  the  Road — thus  support- 
ed and  encouraged  they  did  not  hesitate  to  go 
on.  This  Board  was  glad  of  the  opportunity, 
therefore,  to  show  to  the  Central  Company  how 
highly  the  liberality  of  that  Company  was  es- 
teemed, by  granting  them  one  hundred  thous- 
and dollars  of  Stock  at  par,  after  the  dividends 
of  this  day. 

The  Board  indulged  the  hope  of  reporting 
at  this  time,  the  completion  of  the  road  and 
the  settlement  of  the  accounts  for  the  same. 
There  has  been  a  little  delay — which  is  satis- 
factorily explained  by  the  Chief  Engineer,  who 
gives  the  assurance  that  the  road  will  be  open- 
ed to  the  river  Chattahoochee,  both  at  Fort 
Gaines  and  Eufaula,  within  thirty  days. 

There  will  yet  be  required  funds  for  the 
road,  as  shown  by  the  Chief  Engineer's  report, 
to  build  the  bridge  at  Eufaula  and  to  finish  en- 
tirely the  road  and  depots,  $233,294  14.  This 
amount  will  be  payable  in  Stock,  Bonds  and 
Cash,  in  the  following  proportions: 

Stock $14,118  62 

Bonds 84.2H0  80 

Cash 134,893  72 


233,294  14 

It  has  been  shown  above,  that  upon  the  con- 
version of  the  Bonds  of  the  Company  into 
Stock,  and  upon  the  issuing  of  Stock  to  con- 
tractors, the  capital  stock  will  be  $3,318,279 
27.  Add  to  this  $100,000  to  be  issued  to  the 
Central  Company,  and  the  amount  will  be,  $3,- 
418,279  27.  There  will  be  left  a  margin  of 
Stock  yet  to  be  disposed  of,  of  $81,720  73. 
This  stock  can  be  sold  at  a  premium,  and  the 
proceeds  applied   to  the   road,  thus   reducing 

The  above  amount  of  $2:13,994  14  to..  $151,573  47 
The  Bonds  to  be  issued  as  above 84,280  80 

Will  reduce  the  amount  to 67,292  57 

Which  can  be  raised  at  any  moment  by  sale 

of  Bonds. 

Then  at  this  period,  the  Stock  will  be  full $3,500,000  00 

And  the  Bonds  will  be 151,573  37 


Making  Capital  and  Bonded  debt  together.  .3,651,573  37 

Upon  this  plan,  the  Bonds  hereafter  to  be 
issued,  cannot  be  made  convertible,  or  the  pe- 
riod of  conversion  must  be  postponed.  The 
outstanding  Bonds  which  can  be  converted  into 
Stock  may  not  be  converted — nevertheless,  the 
result  will  be  as  stated,  that,  at  the  close,  if 
the  estimates  of  the  Chief  Engineer  be  sus- 
tained, the  combined  capital  stock  and  debt 
will  not  exceed  $3,651,573  37.  In  the  judg- 
ment of  the  Board,  the  interest  and  dividend 
of  ten  per  cent,  per  annum  can  be  paid  on  that 
sum. 

It  is  due  to  Virgil  Powers,  Esq.,  the  Chief 
Engineer,  (and  now  Superintendent)  to  say, 
that  his  knowledge  of  his  profession,  his  un- 
tiring energy,  good  judgment  and  upright- 
ness, have  endeared  him  to  the  President  and 
Directors  of  the  Company.  His  management 
as  Superintendent,  has  been  highly  satisfacto- 
ry. The  Board  takes  pleasure  in  recognizing 
the  valuable  services  of  the  several  assistants 
of  Mr.  Powers,  in  the  construction  of  the  road, 


the  transportation  and  repair  department  and 
the  Company's  shops.  All  the  officers  of  the 
Company  have  discharged  the  duties  respec- 
tively devolving  on  them  to  the  satifaction  of 
the  Board. 

The  account  of  Profit  and  Loss  after  the  ad- 
dition thereto  of  the  surplus  of  $3,570  32,  be- 
fore shown,  will  be  $358,555  85.  The  last 
mentioned  sum  shows  the  amount  of  earnings 
which,  from  time  to  time,  (after  paying  divi- 
dends of  eight  per  cent,  per  annum)  have 
been  expended  on  the  road  and  its  equipments. 
There  should  be  added  thereto,  the  sum  of 
$24,072  05 — which  heretofore  has  been  carried 
to  the  credit  of  cost  of  Road  from  forfeited 
Stock,  making  $380,627  90.  The  opinion  has 
been  expressed,  that  the  road  would  certainly 
pay  eight  per  cent,  per  annum,  on  a  capital  of 
$4,000,000,  and  that,  upon  an  increase  of  cap- 
ital being  allowed  by  the  Legislature,  a  stock 
dividend  to  the  amount  of  near  $400,000,  could 
safely  be  made.  If  that  plan  were  pursued, 
the  item  of  "profit  and  loss"  would  be  wiped 
out  by  the  stock  dividend.  Upon  the  plan  re- 
commended by  the  Board,  the  account  of  pro- 
fit and  loss  must  be  closed  by  carrying  the 
same  to  the  credit  of  cost  of  Road — reducing 
the  cost  so  much  Then  the  Stockholders  will 
be  reimbursed  for  earnings  which  have  gone 
into  the  road — by  the  holding  of  a  ten  per  cent., 
instead  of  an  eight  per  cent,  stock. 
Respectfully  submitted, 

R.  R.  CUYLER,  Brest. 


CAIRO  CITY  ILLINOIS. 

Agreement — The  Illinois  Central  Railroad  Company,  with 
the  trustees  of  the  Cairo  City  Properly. — Memorandum  of 
an  Agreement  made  provisionally,  this  eleventh  day  of 
June,  one  thousand  eight  hundred  and  fifty-one,  between 
Thomas  S.  Taylor  and  Charles  Davis,  Trustees  of 
the  Cairo  City  Property,  of  the  first  part,  and  the  Ilh  - 
nois  Central  Railroao   Company,  of  the  second  part  : 

1.  It  is  hereby  mutually  agreed,  that  pro- 
per deeds,  conveyances  and  instruments  nee 
essary  to  secure  the  proper  performance  of 
this  agreement,  shall  be  executed  by  the  res- 
pective parties  hereto,  when  prepared  in  due 
form  of  law  and  with  accurate  descriptions. 

2.  It  is  also  agreed,  that  the  site  of  Cairo 
City,  substantially  as  shown  on  a  map  thereof 
made  by  H.  C.  Long,  dated  June,  1S51,  and 
annexed  hereto,  shall  be  established  by  the 
parties  of  the  first  part,  and  maintained  by 
them  against  the  abrasoin  and  wear  of  the 
waters  of  the  rivers ;  and  that  all  the  construc- 
tions, of  whatever  nature,  for  the  purposes  of 
forming,  maintaining  and  protecting  the  site 
of  the  city,  shall  be  made  by  and  at  the  cost 
of  the  parties  of  the  first  part. 

3.  It  is  agreed,  that  this  site  shall  be  en 
composed  entirely  by  a  levee  or  embankment 
of  adequate  height  to  exclude  the  waters  of 
the  rivers  at  any  stage  or  rise  ".f  the  same  now 
known,  to  be  established  for  the  purpose  of 
this  agreement  by  the  engineers  of  both  par- 
ties, which  shall  be  so  formed  and  graded  as 
to  furnish  a  street  or  roadway  as  nearly  level, 
transversely,  as  may  be  deemed  proper,  of  not 
less  than  eighty  feet  in  width,  and  beyond  the 
width  adopted  for  the  level  street  or  roadway' 
to  slope  toward  the  rivers,  on  a  desent  of  one 
foot  in  five  to  the  natural  surface  of  the  land  I 
which  slope  is  to  be  continued  towards  the 
river  to  a  point  to  be  selected  by  the  engineers 
as  low  water  mark;  but  a  level  surface  (trns- 
versely)  may  be  introduced  between  the  slope 
or  the  levee  or  embankment,  and  the  slope 
down  to  low  water  mark,  in  case  the  width  of 
the  bank  between  the  water  and  the  levee 
should  make  it  necesary  or  expedient,  and  it 
should  be  so  arranged  by  the  engineers  of  both 
parties.     All  of  which  embankment  or  levee 
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and  slopes,  and  intermediate  level,  if  any  there 
be,  shall  be  made,  formed  and  graded  by  and 
at  the  cost  of  the  parlies  of  the  second  part. 

4.  It  is  agreed,  that  the  location  of  the  le- 
vee or  embankment  shall  be  such  as  will  sup- 
ply from  the  excavation  and  removal  of  the 
earth  forming  the  slope  to  the  low  water  mark, 
all  the  earth  necessary  for  the  formation,  gra- 
ding and  construction  of  the  levee  or  embank- 
ment, with  only  such  variations  in  the  plan  as 
the  engineers  of  both  parties  may  agree  upon 
as  absolutely  necessary. 

5.  It  is  agreed,  that  when  the  levee  street 
is  formed  and  graded  of  a  width  not  less  than 
eighty  feet  on  the  top,  and  the  slope  of  the  le- 
vee wharf  formed  and  graded,  that  the  same 
shall  be  considered  as  completed  under  this 
agreement,  and  that  no  further  protection  or 
construction,  such  as  paving,  planking.  &e, 
shall  be  required  of  the  parties  of  the  second 
part;  but  all  repairs,  work  and  constructions 
which  may  thereafter  become  essential  and 
necessary  for  the  preservation,  maintenance 
and  repair  of  the  levee  or  embankment  shall 
be  m  ade  by  and  at  the  cost  of  the  parties 
of  the  second  part ;  and  such  as  may  be  essen- 
tial and  necessary  for  the  preservation,  main- 
tenance and  repair  of  the  level  in  front  of  the 
levee  or  embankment,  and  of  the  slopes  or  le- 
vee wharf,  shall  be  made  by  and  at  the  cost 
of  the  parties  of  the  first  part,  except  in  front 
of  those  parcels  of  land  to  be  appropriated  to 
the  parties  of  the  second  part,  extending  to 
and  into  the  waters  of  the  rivers,  where  the  le- 
vel, slopes  or  levee  wharf  shall  be  maintained 
and  repaired  by  and  at  the  cost  of  the  parties 
of  the  second  part,  but  not  so  far  as  to  dis- 
charge the  parties  of  the  first  part  from  the 
agreement  to  establish  and  maintain  the  site 
of  the  city  No.  2. 

6.  It  is  agreed,  that  the  parties  of  the  sec- 
ond part  may  whenever  they  see  fit,  lay  down, 
construct  and  operate  a  single  line  or  dou- 
ble line  of  rails,  of  such  form  of .  rail,  gauge 
and  manner  of  construction,  as  they  deem  ju- 
dicious, upon  or  along  the  levee  or  embank- 
ment, or  any  parts  thereof;  and  may  use  the 
same  for  the  transportation  of  passengers, 
goods  and  merchandise,  by  steam  or  other  pow- 
er— subject  only  to  such  reasonable  and  just 
rules  and  regulations  as  to  the  use  of  their 
tracks,  as  may  be  made  and  imposed  by  the 
proper  authorities  of  Cairo  City  for  the  time 
beinc;  but  no  rules  or  regulations  shall  be  im- 
posed, or  if  imposed  need  be  respected,  which, 
in  effect,  would  essentially  impair  or  entirely 
destroy  the  right  of  constructing  and  operating 
the  tracks  on  the  levee  or  embankment. 

7.  It  is  agreed,  that  cross  levees  or  embank- 
ments shall  be  made  and  maintained  by  and 
at  the  cost  of  the  parties  of  the  second  part, 
of  adequate  height  and  width  for  the  purposes 
proposed  for  them,  which  shall  cross  from  the 
levee  or  embankment  ou  the  Mississippi,  to 
that  on  the  Ohio,  one  of  them  on  and  upon  the 
strip  of  land  colored  blue,  on  the  annexed  map, 
and  marked  A,  and  the  other  on  and  upon  the 
strip  of  land  at  the  northern  boundary  of  the 
city,  also  colored  blue  on  the  annexed  map, 
and  marked  B;  but  no  public  streets  or  high- 
ways are  to  be  laid  out  upon  these  levees  or 
embankments,  except  to  cross  the  same  nearly 
or  exactly  at  right  angles;  and  the  tracks  and 
rails  laid  thereon  are  not  to  be  subject  to  any 
rules  or  regulations  other  than  those  which 
are  impoeed  upon  the  parties  of  the  second 
part  by  their  act  of  incorporation  and  the  laws 
of  the  land. 

8.  It  is  agreed,  that  the  parties  of  the  sec- 
ond part  shall  proceed  with  due  diligence  in 
the  construction  of  the  cross  levee  or  embank- 
ment on  the  lower  strip  marked  A,  and  of  the 
levee  or  embankment  below  the  same,  and  en- 


tirely around  the  point  of  the  city,  confluence 
of  the  rivers,  as  shown  on  the  map;  but  that 
they  may  postpone  to  such  time  as  they  may 
deem  reasonable  and  proper,  the  construction 
of  the  cross  levee  or  embankment  on  the  uper 
strip  of  land,  marked  B,  and  the  levees  or  em- 
bankments to  connect  with  those  previously 
constructed  on  the  lower  portion  of  the  city     . 

9.  It  is  agreed,  that  the  parties  of  the  sec- 
ond part  may  locate  their  railroad  from  the 
northern  line  of  Cairo  City,  upon  the  line  of 
the  width  of  roadway  shown  on  the  annexed 
map,  being feet,  to  a  point  to  be  establish- 
ed and  fixed  by  the  engineers  of  the  two  par- 
ties, in  the  northern  line  of  the  cross  strip  of 
land  colored  blue,  and  marked  A,  on  the  an- 
nexed map,  and  below  and  south  of  that  point 
on  and  over  all  the  land  colored  blue,  on  said 
map,  to  be  surveyed  and  described  by  metes 
and  bounds  ;  and  also  on  and  over  all  the  lands 
also  colered  blue  on  the  annexed  map,  above 
the  northely  line  of  the  city;  and  also  on  and 
over  the  strip  of  land  marked  B,  including  in 
the  preceding  description  the  station  lots,  de- 
pot grounds  and  levee  wharves  shown  on  the 
said  map,  and  colored  bine. 

10.  It  is  agreed,  that  when  the  above  loca- 
tion shall  have  been  made  according  to  law, 
that  deeds  of  release  and  cession  shall  be  made 
executed  and  delivered  by  the  parties  of  the 
first  part,  to  the  parties  of  the  second  part,  in 
consideration  of  the  agreement  on  their  part, 
for  the  construction  and  maintenance  of  the 
levees,  embankments  and  slopes  above  de- 
scribed, of  all  the  lands  and  premises  to  which 
references  has  heretofore  been  made,  and 
which  on  the  annexed  map  are  colored  blue, 
and  which  are  to  be  particularly  surveyed, 
and  accurately  located  and  described,  to  hold 
the  same  absolutely  and  in  fee  simple,  for  the 
uses  and  purposes  of  the  said  railroad,  and  its 
business,  and  for  the  transportation  of  passen- 
gers, goods  and  merchandise,  and  the  station 
accommodations,  storage,  receipt  and|delivery 
and  safe  keeping  of  the  same,  and  for  the  ma- 
chine and  repair  shops,  engine  and  car  houses, 
turn  tables,  water  tanks,  and  generally  for  all 
the  wants  and  requirements  of  the  railroad 
service,  so  long  as  the  said  parties  of  the  sec- 
ond part,  shall  continue  to  use,  occupy,  and 
operate  the  same  for  the  purposes  above  intend- 
ed. 

11.  It  is  agreed,  that  the  parties  of  the  sec- 
ond part,  may  lay  down,  maintain  and  operate 
their  lines  of  tracks  and  rails,  upon  the  above 
described  lands,  in  such  manner  and  form  as 
they  may  deem  proper ;  and  may  use  thereon 
steam,  or  other  power  of  any  kind  subject  on- 
ly to  the  general  liabilities  of  land  owners,  as 
to  the  use  of  their  property,  but  exempt  from 
any  special  rules  or  obligations  imposed  or  at- 
tempted to  be  imposed  by  the  parties  of  the 
first  part,  or  any  and  every  grantee  of  the 
"Cairo  City  Property." 

12.  It  is  agreed,  that  the  tracks  or  lines  of 
rails  of  the  parties  of  the  second  part,  to  be 
laid  clown  on  the  strip  of  land,  of  one  hun- 
dred feet  in  width  running  entirely  round  the 
city,  shall  be  laid  as  nearly  as  may  be,  at  and 
under  each  street  crossing,  upon  the  natural 
level  or  grade  of  the  land,  in  order  to  gain  as 
much  elevation  as  possible  under  the  bridges, 
to  be  erected  by  the  parties  of  the  first  part, 
and  each  and  every  street  crossing;  but  the 
grade  may  vary  from  the^natural  surface  at  all 
other  points,  as  the  parties  of  the  second  part 
may  see  fit. 

13.  It  is  agreed,  that  the  cross  streets  are  to 
be  located  by  the  parties  of  the  first  part,  across 
and  over  the  strip  of  laud  mentioned  in  the 
preceding  article,  with  a  space  of  at  least  four 
hundred  feet  between  them;  and  are  to  be 
graduated  so  as  to  cross  the  strip  of  land  on 


bridges,  with  at  least  sixteen  feet  of  space 
above  the  rails  of  the  parties  of  the  second  part, 
for  the  passage  of  engines,  and  that  no  cros- 
sing shall  be  laid  out  to  cross  the  tracks  in 
any  other  way,  than  with  sufficient  space  be- 
low it  for  the  passage  of  engines,  and  that  no 
crossing  shall  be  laid  through  or  upon  any  of 
the  station  or  depot  lands. 

14.  It  is  agreed,  that  the  parties  of  the  first 
part,  are  to  build  and  maintain  all  the  bridges 
or  street  crossings,  at  their  expense  and  cost, 
and  that  the  barties  of  the  second  part,  are  to 
drain  and  protect  the  strip  of  land  above  men- 
tioned, by  sewers,  drains,  culverts  and  fences, 
at  their  expense  and  cost. 

15.  It  is  agreed,  that  the  parties  of  the  sec- 
ond part,  shall  release  and  convey  to  the  par- 
ties of  the  first  part,  all  their  right,  title  and 
interest  of,  in,  and  to  a  certain  depot  lot  in  the 
city  of  Cairo,  containing  ten  acres  of  land, 
conveyed  to  them  by  the  State  of  Illinois,  by 
deed  dated  the  twenty-fourth  day  of  March, 
one  thousand  eight  hundred  and  fifty-one,  re- 
corded on  the -day  of one  thou- 
sand eight  hundred  and  fifty-one,  and  also  of, 
in  and  to  all  the  roadway  of  the  railroad  here- 
tofore located  in  the  city  of  Cairo,  and  also 
conveyed  to  them  by  the  above  mentioned  in- 
denture, so  far  as  the  same  may  not  be  inclu- 
ded within  the  boundaries  of  the  laud  and 
premises,  which  are  intended  to  be  conveyed 
to  the  parties  of  the  second  part,  under  this 
agreement. 

16.  Finally,  it  is  agreed,  that  in  case  of  the 
necessity  of  any  further  convenants  or  arrange- 
ments to  carry  out  the  purposes  of  this  agree- 
ment, or  explanatory  of  the  same,  but  not  to 
essentially  modify  or  impair  the  same,  that 
both  parties  will  proceed  to  adjust  and  exe- 
cute the  same,  in  the  full  spirit  of  mutual  con- 
fidence in  which  this  agreement  has  been  ne- 
gotiated and  settled,  and  that  in  the  event  of 
any  misunderstanding  or  disagreement  of  any 
kind,  or  in  any  way  connected  with  this  agree- 
ment, its  purposes  and  object,  that  the  points 
of  disagreement  or  dispute  shall  be  reduced  to 
writing,  and  in  that  form  submitted  to  the  ar- 
bitrament and  decisien  of  three  referees,  to  be 
chosen  in  the  usual  manner. 

Ix  Witness  Whereof,  the  said  parties  of  the 
first  part,  hereunto  set  their  hands  and  seals, 
and  the  said  parties  of  the  second  part  have 
caused  their  corporate  seal  to  be  hereunto  affix- 
ed, and  these  presents  to  be  signed  by  Robert 
Schuyler,  their  President,  the  day  and  year 
first  above  written. 

The  Illinois  Central  Raidroad, 
iy  ROBERT  SCHUYLER,  President,  £e.     [seal' 
Sea2ed  and  delivered  \  T.  S.  TAYLOR,     [seal' 

in  presence  of         1  CHAS.  DAVIS,    [seal 

\Svl.  Talmagk, 
S.  Alofsen, 


KAILWAY  LEGAL  DECISION. 

Vharles  Seeling  vs.  The  City  of  Racine. — 
We  give  below  portions  of  an  opinion  recently 
delivered  by  Judge  Miller,  in  the  District  Court 
of  the  United  States,  for  the  district  of  Wis- 
consin :  1.  Where  the  constitution  of  a  State 
requires  that  all  general  laws  shall  be  publish- 
ed before  going  into  effect,  a  legislative  act, 
authoriziug  a  city  to  issue  bonds  for  stock  in 
a  railroad  company,  is  not  a  general  law  with- 
in the  constitutional  provision  ;  and  the  bonds 
are  valid,  although  the  act  was  not  publsihed 
until  after  they  were  issued,  and  then  in  the 
volume  of  private  and  local  acts.  2.  The  city 
issuing  such  bonds,  in  pursuance  of  the  act, 
can  not  controvert  the  constitutional  power  of 
the  Legislature,  to  declare,  in  the  body  of  the 
act,  that  it  shall  take  effect  immediately  after 
its  passage.     3.    After  the  act  was  published, 
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the  city  authorities  paid   the   interest   on   the 
bonds  for  several  years;  and   the  inhabitants 
of  the  city  elected   commisioners  to  represent 
the  stock  received  for  the  bonds,   while   they 
were  passing  as  promissory  notes  payable   to 
bearer.     These  acts   are  in  affirmance  of  the 
bonds  in  favor  of  a  bona  fide  holder.     He  was 
not  bound  to  look  further  than  the  act.     4.  An 
act,  authorizing  a  city  to  issue  bonds  payable 
in  twenty  years  from  the  date  of  the  act.     The 
bonds  are  valid,  although  they  were  not  made 
payable  twenty  years  from  their  date.     At  the 
trial  of  this  case,  it  was  shown,  that  the  legis- 
lature of  this  State  passed  an  act,  entitled  "An 
act  to  authorize  the  city  of  Racine  to  aid  in  the 
construction  of  certain  railroads,"  which   was 
approved  February  10,  1853.     The  act  author- 
ized the  city  council  to   borrow  on  the   credit 
of  the  city  three  hundred  and  fifty   thousand 
dollars,  for  twenty  years,  in  such  sums  as  they 
may  deem  proper,  on  interest   not   exceeding 
seven  per  cent,  payable  annually  in  the  city  of 
New    York,   for    the   purpose    of    investing 
three  hundred  thousand  dollars  of  the  same  in 
the  capital  stock  of  a  railroad  company,  author- 
ized to  construct  a  railroad   from   the  city   of 
Racine  westwardly  towards  the  Mississippi  riv- 
er ;  and  fifty  thousand  dollars   to  the  capital 
stock  of  a  company  authorized  to  construct  a 
railroad  on  the  shore  of  Lake  Michigan.     Or, 
in  case  the  money  should  not  be   borrowed,  to 
subscribe  for  so  many   shares   of  the   capital 
stock  of  those   companies    in   the    proportion 
a,bove  named,  and  pay  for   the   same   in  the 
bonds  of  the  city,   payable  as   above   stated. 
The  shares  of  the  stock   in  the  said   railroad 
companies,    and   all   dividends   arising   from 
them    are  pledged  for  the  payment  of  the  prin- 
cipal and  interest  of  the  city  bonds.     The  city 
council  shall  annually  levy  a  tax  upon  the  tax- 
able property  of  the   city  sufficient  to  pay  the 
interest  of  such  bouds,  after  deducting  the  divi- 
dends due   the    city   on  the   shares  of  stock. 
The  legal  voters  of  the  city,   at   each   anunal 
election,  shall  choose  one  railroad  commission- 
er, who  shall  attend  the  annual   meeting   of 
stockholders  of  said  corporations  for  the  elec- 
tion of  directors  thereof,  and  shall  be   entitled 
to  cast  one  vote  for  every  share  of  stock  which 
said  city  shall   hold  in  said   corporations  res- 
pectively.    And  this  act  shall   take  effect  im- 
mediately.    The  act  was  first  published  in  the 
month   of  October,  1853,  in  the  volume  of  pri- 
vate local  acts,  passed  by  Legislature  of  Wis- 
consin, in  the  year  1853.     A  resolution  of  the 
common   council,    authorizing    the    issue    of 
bonds  to  the  Racine  and  Mississippi   Railroad 
Company,  in  persuance  of  the  act,  was  read. 
The  bonds  bear  date  March  15,    1853;   and  it 
was  proven  that  they  were   all   issued  by  the 
month  of  May  following.     The  bonds  are  pay- 
able on  the  tenth  day  of  February,  1873,  to  the 
Racine  and  Mississippi  Railroad  Company,  or 
or  to  the  holder  thereof,  at  their  office   in  the 
city  of  New  York,  with  interest  thereon  at  the 
rate  of  seven  per   cent,    per  annum,   payable 
annually  on  the  tenth   day  of  each    February 
thereafter,  for  stock  subscribed  by  the  city  in 
the  said  company.     And  the  company   agrees 
that  this  obligation,  and  all  rights  and  benefits 
arising    therefrom,    may    be    transferred  by 
general  or  special  endorsement,  or  by  delivery, 
as  if  the  same  were  a  note  of  hand  payable  to 
bearer.     And  the  Mayor  of  the  city  annexed  a 
certificate  to  each  bond,  that  is  issued   by  the 
city  in  persuance  of  a  special  act  of  the  lecis- 
lature  of  llie  State  of  Wisconsin,  entitled  "An 
act  to  authorize  the  city  of  Racine   to  aid  in 
the  construction  of  certain  railroads,"  approv- 
ed February  10th,  1853,  and  by  an  unanimous 
vote  of  the  city  council  of  said  city,    passed 
March  15th,  1853.     Appended  to  each  of  said 
bonds  are  coupons,  signed  by  the  Mayor  of  the 


city,  for  seventy  dollars  each,  for  the  payment 
of  the  annual  interest.     The  coupons  for   the 
interest  payable  in  the  years  1854,  1855,  1856, 
1857,  and  1858,  are  detached  from  the  bonds. 
This  suit  is  to  recover  the  contents  of  the  cou- 
pons payable  in  February,  1859,  on  thirty   of 
the  bonds.     The  bonds  are  not  endorsed.     It 
was  conseded  thai  the  stock  was   issued,   and 
that  railroad  commissioners  were   eledted  to 
represent  the  city  at  the   annual   elections   of 
the  railroad  company.     It  was   contended  at 
the  trial,  that  the  bonds  were  illegal,   and  not 
binding  on  the  city,  as  the  act  of  the  legisla- 
ture had  not  been   previously   published,  and 
that  they  are  made  payable  before  twenty  years. 
The  court,  for  the  purposes  of  the  trial  of  the 
issue,  overruled  these  points,  and  directed  the 
jury  to  find  a  verdict   for  two  thousand   one 
hundred  dollars,  the  amount  of  the  face  of  the 
coupons  ;  with  request,  to  the   counsel  for  the 
defendent,  to  move  for  a  new  trial;  which  was 
done.     The   motion,    having  been   argued,  is 
now   to  be   disposed  of.     The  constitution  of 
this  State  directs   that  "The   legislature  shall 
provide  by  law  for  the   speedy  pnblieation  of 
all  the  statute  laws,  and  of  such  judicial  deci- 
sions made  within  the  State  as  may  be  deemed 
expedient.     And  no   general   law  shall  be  in 
force  until   published."     The   legislatnre  did 
provide   by   law  for    the    publication    of  all 
the  statutes   or   acts;    and   in   pursuance  of 
the    law,    the    act  in  question,  with   similar 
acts,  was  published.     The    act   is    particular- 
ly stated   on  the  face  of  the  bonds,  by  the  cer- 
tificate of  the  Mayor,  to  be  the  authority  under 
which  they  were  issued   by  the  city;  and,  on 
the  faith  of  the  act  in  force  immediately  after 
its  passage,  the  plaintiff  purchased  them.     By 
previous  decision,  the  city  cannot  go  behind  its 
representation  on  the  face  of  the  bonds,  to  show 
irregularities  in  the  preliminaay   proceedings 
required  by  the  act.     The   bonds  were   issued 
in  pursuance  with  a  public  statute.     It   is  the 
duty  of  the  court  to  enforce  the  statute.     The 
act  carried  on  its  face  all  the  legislative  forms 
and  requirements  of  a  valid  and  constitutional 
statute,  in  force  from  the  day  of  its  passage, 
The  legislature  passed  the  act  as  a  private   or 
local  act,  to  take  effect  immediately,    and  not 
from  its  publication.     As  such  private  act,  the 
the  people  and  authorities  of  the  city  of  Racine 
accepted  it.     As  such,  the  city  council  unani- 
mously authorized  the  bonds  to  be   issued,  in 
pursuance  of  its  authority.     And   the    Mayor 
and  City  Clerk  issued  them  under  the  corpor- 
ate seal.     The  plaintiff  was  not  bound  to  look 
beyond  the  act.     Even  if  the  act  should  be  con- 
sidered by  the  courts  to  be   a  general  law  in 
the  sense   of  the   constitution,    affecting   the 
whole  people  of  the  State,   and  which   should 
have  been  published  before  going  into   effect, 
contrary  to  the  legislative  declaration   and  in- 
tention, yet  the  contract   was  entered  into   by 
the  city  with  this  plaintiff,  under  a  law  acknowl- 
edged by  all  parties  to  be  valid  at  the  time  this 
plaintiff  parted  with  his  money.     The  plaintiff 
is  before   the  court  as  a  bona  fide   holder  of 
the  bonds  and  coupons,  for  a  valuable  consid- 
eration, innocently   paid   on  the  faith   of  the 
validity  of  the  act,  and  the  court  can  not,  by  a 
technical  construction  of  the  act,   release  the 
city  from  the  payment  of  a  just  debt.     Under 
the  authority  of  the  act,   the  city   issued  the 
bonds,  and  on  the  faith  of  it  the   plaintiff  pur- 
chased them,  and  the  court   will  not   allow  a 
supposed  technicality  to  defeat  the  recovery  of 
a  debt  thus  honestly  contracted.     If  the  ques- 
tion here  attempted  to  be  raised  were  availa- 
ble, and  taxpayer  of  the  city,  by  a  proper   ap- 
plication to  the  Circuit  Court  of  Racine  county, 
might  have  restrained  the   city   from  issuing 
thelbonds.     The  judge  disclaims  any   conflict 
with  the  decision  of  the  Supreme  Court  of  the 


State,  but  observes  :     It  is  the  appropriate  du- 
ty of  the  Supreme  Court  of  the  State  to   con- 
struct the  constitution  and  statutes  of  the  State, 
and  it  is  the  bounden  duty  of  this  court  to  adopt 
such  construction,  in  cases  involving  or  re-  " 
quiring  it,    but   not   where   the  construction 
contended  for  on  behalf  of  a  party  is  not  rec- 
ognized  as   a  legitimate    matter  of  defense. 
The  act  was  approved  February  10, 1853,  which 
authorized  the  city  of  Racine  to  issue  the  bonds 
payable  in  twenty  years.     The  bonds  are  pay- 
able February  10,  1873,   and  the  coupons  are 
payable  on  the  10th  of  February  in  each  year. 
The  bonds  bearing  date  Maaeh  15,    1853,  did 
not  allow  tv-entv  years,  nor   one  full  year  for 
the  first  year's  interest  to  run.     This  is   not  a 
suit  for  the  principal  of  the  bonds  nor  for  the 
first   year's  interest,   and    consequently  that 
objection  to  these  bonds  is  not  tenable.     The 
city  authorities  put  their  own  construction  up  - 
on  the  act,  and  carried  it  outby  issuing  bonds 
as  they  did,  and  approved  their  acts  by  paying 
the  annual  interest  on  the  bonds  for   several 
years  after  the  publication  of  the  act,    and  re 
ceiving  certificates   of  stock   in  the   railroad 
company  as  consideration  for  the  bonds.     And 
the  people  of  the  city  approved  of  all  this  by 
electing  commissioners,  under  the  act,  to  rep- 
resent the  stock  thus  received  for   the  bonds, 
at  the  annual  elections  of  the  company,  while 
the  bonds  were  in   circulation   as   promissory 
notes,  payable  to  bearer.     I  think  they  should 
not  now  be  permitted  to  object  to  the  validity 
of  their  own   acts.     The  people  of  the  city  of 
Bridgeport  confirmed  similar  bonds  to   these. 
See  The  City  of  Bridgeport  v.      The  Houstonic 
Railroad  Company,  15  Connecticut   R-eports, 
475.     The  motion  for  a  new  trial  will  be  over- 
ruled, and  judgement  entered  on  the   verdict. 
— Am  Law  Register. 

• Mil  i  |i  i  yarn 

{tgSyHis  honor,  Mayor  Bishop,  has  appointed 
the  following  gentlemen  upon  the  committee 
contemplated  by  the  last  Railroad  meeting  at 
the  Exchange :  Wm.  H.  Clement,  Larz  Ander- 
son, Robert  Mitchell,  and  Joseph  Torrence,  of 
Cincinnati;  and  Wm.  Ernst  of  Covington,  Ky 


MONETARY  AND  COMMERCIAL- 

There  has  been  a  good  supply  of  currency  during  the  past 
week,  and  much  ease  has  been  experienced  in  the  market. 
All  moderate  demands  for  money  ha3  been  met  by  the  bank- 
ers at  usual  rates.  There  is  much  lesspaper  being  done  out 
side  than  is  commonly  to  be  found  on  the  street,  and  the 
rates  for  street  operations  are  more  modest. 

There  is  a  good  demand  for  Eastern  Exchange,  with  firm 
close  market.  Exchange  being  scarce,  sorting  is  conducted 
to  a  considerable  extent  to  create  a  supply,  which  is  with 
difficulty  accomplished.  Some  enquiry  is  begining  to  be 
made  for  New  Orleans  sight,  and  quotations  are  \  per  cent, 
higher.    We  quote 

Buying.  Selling. 

New  York  Sight f    prem    %@,\    prem 

Philadelphia -£-    prem    #@-J-    prem 

Boston ....  25@30    prem     »©*    prem 

Baltimore 23@.30    prem    f@£    prem 

New  Orleans par  £     prem 

AmericanGold 35@36    prem  37@40  prem 

A  change  has  been  made  in  one  of  the  local  banking 
houses  of  which  the  Commercial  says  : 

"Mr.  B.  J.  Fallis,  who  since  the  dissolution  of  the  firm  of 
Fallis,  BroAin  &  Co.,  has  been  prosecuting  the  banking  bus- 
iness alone,  has  associated  with  himself  Mr.  John  Young,  of 
this  city,  under  the  firm  name  of  Fallis  &.  Co.  By  this  ac- 
cession the  new  firm  will  enjoy  enlarged  facilities  fordoing  a 
general  banking  business,  and  with  the  guarantee  of  the 
pastexperience  and  reputation  of  its  principal  manager,  will 
fill  a  more  useful  and  important  place  in  our  city's  private 
banking  interests.1' 

Our  new  York  advices  say:  that  Western  Shares  are  quiet^ 
Erie  having  advaoced  to  42}.  The  gross  receipts  of  the 
Erie  for  September  were  in  round  numbers  $650,000.  Har- 
lem was  23 >£  for  old,  and  53>a  for  the  Preferred  stock  and 
active.  Central  advanced  to  91,  at  which  itclosed.  Rocfc 
Island  recovered  \  per  cent  of  the  decline  of  the  morning, 
Toledo  improved  £  3er  cent,  and  Galena  was  steady.  Old 
Southern  was  better,  but  Guaranteedfelloff  ^percent. 
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MAYOR'S  PROCLAMATION. 
Mayor's  Office.     1 

ClTY.   OF    ClNCINKATI.  ) 

In  pursuance  of  a  resolution  adopted  by  the  City  Coun- 
cil, on  the  I5th  day  of  August,  IfiCM,  notice  is  hereby  given 
to  the  Electors  of  the  City  of  Cincinnati,  that  an  Election 
will  be  held  on  the  NINTH  DAY  OF  OCTOBER  NEXT 
(second  Tuesday,)  for  five  Justices  of  the  Peace. 

The  Polls  will  be  opened  at  the  usual  places  of  voting  in 
each  Wardp  between  the  hours  of  6  and  7  o'clock  in  the 
morning,  and  close  at  G  o'clock  in  the  evening. 

Given  under  ray  hand  and  the  Corporate  Seal 

;  seal.  :  of  said  City,  this  28th  day  of  September,  I860. 

R.  M  BISHOP,  Mayor. 

PROCLAMATION.— I,  William  Dennison,  Governor  of 
the  State  of  Ohio,  do  hereby  notify  the  qualified  Elec- 
tors of  the  State  of  Ohio  to  assemble  in  their  respective 
Townships  and  Wards,  at  the  usual  places  of  holding  elec- 
tions, on  TUESDAY,  being  the  sixth  day  of  November,  A. 
D  .  1860,  and  then  and  there  to  proceed,  as  the  law  directs 
to  elect  twenty-three  Electors  of  President  and  Vice  Presi- 
den  t  of  the  United  States,  in  pursuance  of  the  Constitution 
and  laws  of  the  United  States,  and  of  this  State- 
In  testimony  whereof  1  have  hereunto  set  my  hand,  and 
caused  the  Great  Seal  of  the  State  of  Ohio,  to  be  affixed,  at 

Columbus,  this  seventeenth  day  of  September, 

;  seal.  *    in  the  yeaj  of  our  Lord,  one  thousand  eight 

hundred  and  sixty,  and  of  the  Independence 

of  the  United  States  the  eighty-fifth.       By  the  Governor 
WILLIAM  DENNISON. 


PROPOSALS. 

Office  of  the  Mobile  and  Ohio  K.  R.  Co.) 
Mobile,  Sept.  8th,  1800. j 

I}K0P0SALS,  addressed  to  the  undersigned,  will  be 
.  received  until  the  20th  October  next,  for  furnishing 
First  Class  Sleeping  Cars  for  the  Through  Trains  on  this 
Road. 

The  proposals  must  state  the  name  of  tho  Patent  under 
which  the  cars  will  be  constructed,  the  time  they  can  be 
delivered,  and  the  price  at  which  the  Company  can  purchase 
them— including  the  patent  right  to  use  the  same— at  the 
expiration  of  one  or  two  years  after  date  of  deliver  on  the 
Koad. 

L.  J.  FLEMING, 
Chief  Eng.  &  Gen'l  Supt. 
Sept.  20,  td. 

^^.jpyil  16,  I860, 


Cincinnati,  Hamilton   and  Dayton 


SIX    DAILY    TRAINS 

LEAVE    TEE    SIXTH    STREET  DEPOT 
(Sundays  Excepted). 

All  Trains  run  by  Columbus  Time,  which  is  Seven 
Minutes  fastf.r  than  Cincinnati  Time, 

XHSOHGM    TICKETS 
FOB, 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 


6  A.  M.-EXPEESS  TRAIN  — For  Hamilton, 
Richmond,  Indianapolis,  Logansport.  Daytcn,  Springfield, 
Urbana  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

8  A.  M.— ACCOMMODATION  TRAlJf- 
Fornaamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.— COLUMBUS  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  NewYork,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 

2.30  P.  M.  TRAIN— For  Dayton,  Springfield,  Ur- 
bana and  Beilefontaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  aud  all  points  West. 

3.50  P.M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield,  Urbana  and  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada.  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

JXTf^For  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:— No.  109  Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

T>.  McLAREN,  Superintendent. 


PROSSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  BOILER  MAKERS 

AXD 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveyinjr  Steam  or 
Water,  Shaf  ti  ng  tc.  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 
PiEIS'S  PATENT  GLASS  ENAMELED  IRON  TUBES 

for  Water,  Acids.  &c. 

PATENT    LAP-WELDED    STEEL   TUBES. 

THOS.  PROSSEB  &  SOU, 

28  Piatt  Street,  Hew  York. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AXD 

CINCINNATI,  HAMILTON  &  BAYTQN 
haixjUOads. 


On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows : 

6:00  A.  Ml  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:30  A.  BI.  Express. — From  Little  Miami  Depot,  and 
from  Cincinnati,  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland;  via  Columbus,  Crestline  and 
Pittsburg;  vin  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Bellair  and  Benwood;  and  via  Columbus,  riellair 
and  Piltsbtirgh;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with.  D.  and  M.  Koad  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

30:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columhus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  Beile- 
fontaine; also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
llton  for  Oxford,  &c. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago  ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond.  Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  ^Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh ;  via 
Columbus,  Crestline  and  Pittsburg ;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood,  and  via 
Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Burnet  House ;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices, 
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Patent  Portable  Forge  and  BeJIws. 

THESE  FORGES  are  superior  to  all  otfe«Mff»r  feuild' 
ers  of  railroads,  mines,  quarries,  guoflmUhs,  locn- 
smilhs,  machine  shops,  boiler  makers,  tjas  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  tho 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 
K.iilroad  companies  andothers  in  want  of  Portable 
oaes  willaddress  VV.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 
SHORTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11-50  P-  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MOD  A  TIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

G-00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^iCs"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis. 

03*  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through' 

TnRoUG  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 


address  at  either  office. 


H.  C.  LORD,  President. 


CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 

Two  daily  trains.  at6  A.  M  .and  6  P.  M.,from  Little  Mi- 
ami Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive  ICincinnati  at  8  A.  M.  and 
4.41)  V.  M. 

Through  and  Local  Tijkets        sale  at  Depot  Ticket 

Offices  of  Little  Miami  Kind. 

V  OND         eiver 


RAILROAD  IRON. 

THE  undersigned,  Agentsfnr  the  Manufacturers,  are 
prepared  J  contract  to  deliver  free  on  board,  at 
shipping  paruin  England,  or  at  ports  of  dischaarge  in 
theUnitetStaSes.Railsnfsuperioi quality, and  of  weight 
ofpattero    traaj  oe  required. 

VOSE, LIVINGSTON  &  CO. 
New  York,  Ap  3, 1856.  9  South  Wlliam  Street. 

T,  F.  RANDOLPH  &  BHO. 

Mathematical   Instrument  Makers 

o.G7       estGtBfcSt.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NA TIONAL  BO UTE  TO 


BALTIMORE,  PHILADEPHIA,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City* 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.  New  York  and  Boston. at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS, 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelei'3,  for  pleasure  or.information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph-lines ;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

UTr"  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH.  Mn  titer  Transportation,  B.  &  O.  R.  R. 

J.  H.  SULLIVAN,   Gen.  West.  Agt.,  B.fy  O  II   R. 
L.  M.  COLE.  Gen.  Ticket  J3?t.<  B.  $  O.  R.  R. 
H.  J.  .TEWETT;  Preset  C.  O.  R.  R. 
3.  W.  BROWN.  Oev.  Tirlcet  Jigf..^  Q.   O.  R.  R. 


G.    "W.    MORRILL., 


G.    B.    BOWERS 


Successors  to  and  members  of  the  lato  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  lor 

Railroad  Cars  of  Every  Description, 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  usshall  be  ofth 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  asscrance.that 
no  pains  will  be  spared  to  give  entire  satisfaction  in 
al    uses.  6 


IRON  BOILER  FLUBS 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

LAP«WiL®t®  IQsliLER  FU3)ISS 

7  in  cites  outside  diameter,  cut  to  definite  length 
as  required. 
WUOITGHT  IKOIV  WJULDED   TUBES, 

From  Jjf  to  5  inches  bore,  with  Screw  and  SocketCon- 

uections.    T's,  L's,  Stops,  Valves,  Flanges  ,  etc.,  etc 

Warehouse,  209  South  X laird  St., 

PHILADELPHlAi  jc.ug 

Stephen  morris,  cixas.  wukelsr.  jr. 

TUOS.  T.  TASKER,  JR. )  9.  P,  M  Ti.dKKR. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of  "  T       Bail 

".PATENTED,  NOV.  %  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig-  1  is  a. 
view  of  outside  plate  C,  which  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  protect 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegefianof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfinethe  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them-*  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and  D,  constructed,  and  applied,  and 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  theraila 
together,  both  vertically  and  laterally,  in  the  firmest  possi 
ble  manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that 
her  can  move  without  the  other. 


Anothergreatadvantagcis,  theallowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slotrin  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  "vith  the  breaking  of  rails,  whee 
and  axles,  preventing  the  loss   of  life  and  destruction 
property,  and  saving  at  iejtst  fifty  per  cent,  on  the  wea 
the  rollinir  stock  of  the  road. 

>y.  HARVEY,  Inventor  amd  Patent* 
41  Jefferson-btreet,  Albany, 
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GEO.  H.   KNIGHT    &    BROTHER 

J 

Patent  Attorneys, 

IV.  E    Corner  Vine  &  4tti. 

Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju.24.  6m. 
U.  G.  LOBDELL.        1.  S.  M'OOMBS.        B.  P.  BUSH. 

BDSH&LOBBELL, 

Wilmington  -------  Uciawarc 

MANUFACTURERS  OF 


For  K.  11.  Cars  &  Locomotive  Engines, 

AKE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    U  THEIR 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  FITTED 
To   Hammered  or    Boiled    Axles, 

In  the  beatraanner,  attheshortest  notice, andon    the 


Most  Reasonable  Terms. 


an  2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories* arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices;  Rates 
of  Foreign,  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post- Office  De- 
partment, fl&C.,  fl&C. 

COMPILED  BY  E.  PENROSE  JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE   FOLLOWING  CERTIFICATE. 
U.S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     \ 
This  wort  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
Her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices.  especially  of  the    Western,   North- Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  (&c.,for  P.  O.Pcpart. 

The  book  makes  an  actavo  pamphlet  of  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
ruler  is  promptly  advised  of  all  jVSsw  Offices*  Changes  ard 
Regulations  of  the  Department, the  informationis  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  listis  aiTanged  by  Stales  and  Coun 
tes,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  ]85b\  There 
are  30(10  more  offices  in  this  than  in  any  book  heretofore 
issued,  lite  Priceis  one-half  that  of  any  work  of  the  kind 
now  published. 

TCj-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps      Five  Copies  sent  for  ,$].0U,  or  Ttvslve 


Copies  for  $2.00, 
Addresi. 


SEWING  MACHINES. 

WM.    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 


Columbus,  O., 
Dayton,  O., 

Zanesville,  O. 


Louisville,  Ky., 
Lafayette,  Ind., 

Indianapolis,  Ind 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
importantimprovements.  at  a  reduction  on  former  prices  J 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style-,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Wive   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  alike  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  Fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

in?  Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fel>12.  WM.  SUMNER  &  CO. 


WROUGHT   IRON 

ARCH  BRIDGES 

— AND«= 

Gorragated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OP  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street,  Cincinnati,  Ohio. 

Snt.8.  MOSELEY  &  CO. 


C.S.  W1LL1IAMS! 
194  Walnut  Street, 
Psn»>»»ti,  Ohio. 


JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 

AL  INSTRUMENT  MAKERS, 

S.W.  CORNER  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Earoine- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.al- 
ays  on  hand.    Repairing  attended  to. 

H  TWITCHELL,  JAMES  FOSTER,  Jr. 


Street  and  Other  Railroad  Iron. 


WOOD,  MORBELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Bails  on  terms  "favorable  to  parties  wanting  to  pur- 
chase Ag.4,  m.6. 

FREEDOM  1E0N  COMPANY," 

MAXTJFACTCTERS    OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pomp  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery- 

Lewistown,  Mifflin  Co.,  Penn, 

J  OH IV  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


Leave  Albany.  Arr.  Buffalo.  Arr.  8.  Br. 

SteamboatExp..  7  00  a.  M.  700p.m.  7  00  p.m. 

Mail 9.00a.m.  12.50a.m.     

New  York  Exp. .11. 15  a.  m.  9.00  p.  m  9.00  p.m. 

NightExp 5.00p.m.  4.O0a.m.  4.00a. m 

UticaAccom'n..  6.00  p.  m.    Ar.  TJ.  10.00  p.  M  -      -. 

N.T.Mail 11.15p.m.  IO.Oi  a.  m.  10.00a,m. 

Leave  Buffalo.  Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15  a.  M.  5.15  a.m.  3.30  p.m. 

Steamboat  Exp..  8.00  a.  m.  8.00  a.  m.  8.00  p.  m. 

Mail. ...........  — — —                    £.30  p.  M 

Cleveland  Exp..  6.00  p.m.  6.00  p.  m.  4.40  a.  u'.. 

Cincinnati  Exp. 11.00  p.  a.  11.00  p.  M  e.30  a.  m, 

UticaAccom'n.. — — —  10.00  a.    j 


CINCINNATI 
LOCOMOTIVE  WORKS. 


The  undersigned  are  prepared  to  furnish  Loconiotiv 
equal  in  efficiency  and  durability  to  the  bes^  Easte 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  fcinds  of  heav 
forging  and  casting  done  at  short  notice.  Also,  bolts  fo 
bridges cu   withdispatch. 
a.    j  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Tisitorsappointed  by  the 
State,  is  under  the  superintendence  ot  Col.  E.  "W  , 
MORGAN 5  a  distinguished  graduate  01  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taugli  tin  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chines, Construction,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  La nguages,accompaniedbvttaily  and 
regulated  exercise. 

Schools   of   Architectare,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means, and  ohjectofProfessiorialpreparaiion.both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, $109 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs, Ky.  "or  the  undersigned. 

P.  DUDLEY. 
President  of  th  Boar 
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JE.  D   MANSFIELD, 
T.  WBIGHTSOJST. 


Editors. 


CINCINNATI: 

Thursday  morning,    Oct.  11,    1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSOIM  &  CO. 

OFFICE -No.  167    Walnut    Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  id  Great  Britain,  13s.  6d.  (S3)  payablein 
advance. 


■  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singleinsertion, $1  till 

»        "        per  month, 3  00 

"       "        six  months, 12  00 

«•      "       per  annum, 20  00 

"    column,  single  insertion, 5  00 

«'        *•        per  month, 10  00 

"       "        six  months, 40  00 

'•       "        perannum 80  00 

"    page,  singleinsertion, 15  00 

"        *          permonth, 25  00 

"        •'         sixmonths, 110  00 

*«        "        perannum 200  00 

Cards  not  exceeding  four  lines,  $5, 00  perannum. 


THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers,the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subsi'ribersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sentto  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — "We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

Cincinnati  and  Chicago  Short-line  Rail- 
road.— In  consequence  of  this  road  being 
nearly  finished  through  to  Chicago,  and  of  the 
fast  increased  freight  business  from  this  city, 
Mr.  W.  0.  White  has  been  appointed  to  assist 
Mr.  S.  W.  Chapman,  General  Freight  Agent, 
at  his  office,  130  Walnut-street.  Mr.  White 
has  had  considerable  experience  in  freight 
matters,  having  been  in  the  employ  of  the  New 
York  and  Erie  Railroad  at  Dunkirk,  and  with 
the  Buffalo  and  Lake  Huron  Road  at  Buffalo, 
and  will  be  a  valuable  assistant  in  his  new  po- 
•itiou. —  Gin.   Enquire 


Wisconsin  Railroads.— The  railways  of  Wis- 
consin are  now  fully  employed  and  will  pre- 
sently begin  to  give  traffic  returns  with  plump 
round  figures,  as  compared  with  the  attenuated 
sums  of  last  year.  In  DS59  Wisconsin  suffer- 
ed severely  from  the  crop  failure ;  wheat  was 
not  much  more  than  one  half  or  two  thirds  an 
average  crop,  and  corn  was  almost  an  entire 
failure,  to  say  nothing  of  the  great  injury  to 
other  crops.  This  year  the  wheat  crop  is  un- 
exampled, the  yield  ranging  as  high  as  from  30 
to  35  bushels,  aud  in  Bome  instances  40  bushels 
to  the  acre,  while  the  quantity  is  at  the  same 
time  superior.  Corn,  too,  is  abundant,  and 
everything  cultivated  by  the  farmer  has  thriven 
to  maturity  and  abundance  in  about,  the  same 
ratio  as  last  year  the  same  products  wilted  and 
decayed  under  frost  and  blight. —  Western  Rail- 
road Gazette. 


POPULATION  AND  GROWTH  OF 
OHIO. 

The  census  is  not  yet  complete,  but,  we  have 

some  fragments  of  it,  and  we  know  so  much  of 

other  facts,  concerning  the  general  growth  of 

the  State,  that  we  can  approximate  sufficiently 

near  the  truth,  to   make   inquiry   interesting. 

According   to   the   newspapers,  we  have  the 

population  of  the  following  counties,  viz: 

Ratio  of 

1850.  I860.  increase. 

Adams 18  943  20,310          7  per  cent. 

Athens 18,217  31,406  18        " 

Clinton 18.837  21.001  15        " 

Butler 30.794  35,853  17        " 

Gallia 17,064  22,l'51  30        " 

Greene 21,947  26,500  20        " 

Harding 14.119  15,978  13        " 

Cuvahoga 48,105  78,1100  62        " 

Meigs 17,960  26.779  50        " 

Mercer  7,712  14,110  85        " 

Miami    24,957  28,928  16        " 

Monroe 28.367  31,121  10        " 

Morgan 28  593  22.120  decrease. 

Noble 21.779  — 

Perry 20,774  19.678  decrease. 

Pickaway 21,110  23,469  10  per  cent. 

Ross 32.l'84  35.(76          9        " 

Scioto 18,721  24,547  32        " 

Shelby 13,956  17.511  25        " 

Washington 29,512  36.000  20        " 

20Counlies 421,772      542,798       29  per  cent. 

These  twenty  counties  are  a  fair  average  of 
the  88  counties  in  the  State,  as  it  regards  in- 
crease. Some  of  the  slowest  and  some  of  the 
fastest  growing  are  included.  The  County  of 
Noble  has  been  made  since  1850,  and  was 
from  Guernsey,  Monroe,  Morgan  and  Wash- 
ington. It  is  for  this  reason  that  Morgan  has 
decreased,  and  probably  Guernsey  also.  If  we 
assume  29  per  cent,  as  the  ratio  of  increase 
for  the  State,  the  population  of  1860  will  be 
2,554,000.  We  may  safely  assume  that  it  ex- 
ceeds 2,500,000.  Let  us  now  compare  the  de- 
eenial  growth  of  half  a  century.  It  is  as  fol- 
lows, viz : 

In  1810 230,760 

1S20 581.432  150  per  cent. 

1^30 937,903  60 

1840 1,519.467  61        " 

1850 1.980.960  30        " 

1800 2,5(10,000  26 

It  is  probable,  that  the  growth  of  this  State 
will  average,  at  least  20  per  cent  decennially 
for  forty  years  to  come.  In  that  case,  the  fu- 
ture increase  will  be  as  follows: 

In  I860 2,500.000 

1870 3,000,0110 

1880 3,600,0(0 

1H90 4,320,100 

1900 5,184,000 

The  State  is  fully  capable  of  sustaining  a 
a  population  of  twelve  millions ;  but,  after  it 
attains  a  density  of  100  per  square  mile,  (which 
gives  4,000,000  of  people)  it  will  probably  grow 
very  slowly,  as  there  will  still  be  immense 
amounts  of  land  vacant  in  the  West.  Massa- 
chusetts has  now  a  density  of  150  per  square 
mile  (which  would  give  Ohio  6,000,000  of  peo- 
ple), but  Massachusetts  is  much  more  of  a 
manufacturing  State  than  Ohio  will  ever  be- 
come. The  iron  and  coal  region  will  indeed 
develops  manufactures,  but  not  in  so  great  a 
variety  as  those  of  New  England.  With  the 
growth  of  the  British  possessions  in  the  North, 
the  commerce  of  Northern  Ohio  on  the  Lakes 
will  also  grow,  to  an  extent,  not  now  immagined; 
but  with  the  fertile  soil  and  mild   climate  of 


this  State,  agriculture  must  long  be  its  main 
element  of  production.  The  growth  oflndian 
Corn  in  Ohio  for  the  year  1860,  will  probably 
exceed  one  hundred  millions  of  bushels ;  one 
half  of  which  is  sufficient  bread  stuff  for  ten 
millions  of  people  !  Enormous  quantities  are 
fed  to  animals,  and  nearly  ten  millions  of 
bushels  consumed  in  whiskey  I  In  1839  the 
corn  crop  of  Ohio  was  33,668,000  bushels,  in 
1849,  it  was  59,0T8,695,  and  in  1859,  it  was 
76,000,000  of  bushels.  Thus  in  twenty  years, 
the  crop  oflndian  Corn  increased  43,000,000 
of  bushels,  or  130  per  cent.  This  rapid  growth 
indicates  very  clearly  the  capacity  of  this  State 
for  agricultural  development,  and  its  strong 
tendency  that  way.  In  twenty  years  more,  the 
single  crop  of  corn  in  Ohio  will  probably  reach 
near  200,000,000  of  bushels,  and  be  worth  one 
hundred  millions  of  dollars.  It  must  be  re- 
membered, that  the  demand  for  Indian  Corn  as 
food  in  Europe,  is  constantly  increasing,  and  the 
general  demand  is  so  good,  that  the  price  of 
corn  is  constantly  rising. 


From  Vie  American  Railway  Journal. 

NEW  YORK  AND   ERIE  RAILROAD. 

FINANCIAL   TEAR   ENDING  30TH   SEPT.,   1859. 


Board  of  Directors  and  Officers,  1859— '60. 
— Daniel  Crew,  William  B.  SI-:idmore,  Herman 
Gelpcke,  Ralph  Mead,  J.  C.  B  Davis,  Henry 
Sheldon,  D.  A.  Cushman,  George  T.  Cobb,  Ro- 
bert H.  Berdell,  Nathaniel  Marsh,  Henry  L. 
Pierson,  New  York  City;  John  Arnot,  Elmira; 
A.  S.  Murray,  Goshen ;  D.  S.  Gregory,  Jersey 
City,  New  Jersey;  William  Evans  and  William 
F.  Splatt,  London,  England.  Samuel  Marsh, 
President,  New  York  City;  Nathaniel  Marsh, 
Receiver,  New  York  City;  Talman  J.  Waters, 
Treasurer,  New  York  City;  Chas  Mi  not,  Gen. 
Superintendent,  New  York  City;  Principal  Of- 
fice, Erie  Place,  West  Street,  New  York. 

LENGTH   OF   ROAD. 

Miles. 
Piermontto  Dunkirk 446 

Newburg  Branch,  Chester  Junction  to  Newburg 19 

Tatal  length  of  road  owned  by  Company .465 

LEASED   ROAD. 

Miles. 

Union  ^Ramapo)  Railroad 25 

l'aterson  and  R;imapo  Railroad 15.00 

Paterson  and  Hudson         "       14.00 

Chemung  "       17.50 

Elmira,  Jefferson  and  Canandaigua  Railroad 49.00 

Total  length  of  Leased  Road 95.75 

Total  length  of  road  operated  by  Company.... 5G0.75 

Second  Track,  including  sidings  and  turnouts 2*2.50 

Equivalent  Length  in  single  track .....842.50 

The  second  track  (179J  milesl  is  distributed  as  follows: 

Miles. 

From  Bergen  to  Pateracn -• 14 

Sufl'erns  to  Port  Jervis 564 

Delaware  to  Elmira  Junction 1004 

On  the  Piermont  Branch - 9 

Total 1791 

ROLLING   STOCK. 

Locomotive  Engines 219 

Passenger  (eight-wheel)  cars,  HirstClass 100 

"  'k  '*     Second  Class  and  Em'gt.     19 

Baggage,  mail  and  express  f eight-wheel )  cars 45 

Freight  (eight  wheel)  cars 2,763 

The  New  York  and  Erie  Railroad  Company 
was  chartered  on  the  24th  April,  1832.  The 
work  of  construction  was  commenced  on  that 
portion  of  the  Delaware  DivisioD,  between 
Delaware  and  Callieoon  Creek,  a  distance  of 
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41  miles;  and  also  upon  the  10  miles  nearest 
Piermont  in  1836,  To  aid  tlie  work,  the  Legis 
latiire.  at  its  session  in  1836  granted  to  it  the 
credit  of  the  State  to  the  amount  of  $3,000,000, 
but  upon  terms  that  could  r.ot  be  complied 
u  ith  by  the  company;  in  consequence  of  which 
and  of  the  commercial  revolutions  which  fol- 
lowed, the  work  of  construction  was  suspend- 
ed for  the  next  two  years. 

In  1838,  terms  of  the  State  loan  were  so 
modified  as  to  allow  the  company  to  draw  it  in 
sumsof  $100,000each,  provided  equal  amounts 
■were  first  collected  from  the  stockholders  and 
expended  on  the  road.  Up  to  September,  1839, 
$300,000  had  been  collected  and  expended, 
and  an  equal  amount  of  the  State  loan  ren- 
dered available,  from  which  the  company  real- 
ized only  $245,225— the  State  bonds  (U  per 
cent.)  selling  at  a  discount  of  13£  per  cent,  in 
addition  to  commissions. 

In  1839,  the  unlet  portion  of  the  road  from 
Piermont  to  Goshen  was  put  under  contract; 
and  in  Feb.,  1840,  the  Susquehanna  Division, 
between  Binghampton  and  Hornellsville.  In 
1840,  the  terms  of  the  State  loan  were  further 
modified  so  as  to  allow  $100,000  of  the  same 
to  be  drawn  for  every  $50,000  collected  from 
the  stockholders,  and  expended  on  the  road. 
Under  this  arrangement,  the  balance  of  the 
State  loan  was  made  available,  and  the  work 
prosecuted  upon  the  Delaware,  Susquehanna, 
and  Western  Divisions;  in  all  about  three  hun- 
dred miles. 

In  September,  1841,  the  first  section  of  the 
road  from  Piermont  to  Goshen,  46  miles,  was 
opened  for  use.  About  this  time  the  Company 
became  again  involved  in  financial  embarrass- 
ments, which  resulted  in  placing  the  road  in 
tho  hands  of  assignees,  under  whose  manage 
ment  it  was  extended  to  Middletown,  7  miles 
west  of  Gorhen,  on  the  7th  of  June,  1843;  af- 
ter which  the  work  was  again  suspended. 

The  suras  expended  up  to  the  1st  of  Febru- 
ary 1844,  were  as  follows: 


Received  from  capital  atock . 

Proceed*  of  St'ite  loan 

Interest  on  same • 

Rents     

Donations 

Earning*  prior  to  assignment 

Indebtedness  of  the  Company 573.814 


...a  1,501. two 

...    S,599.5U 

30.942 

2.928 

362 

1K.559 


Total 184,736,919 

Of  this  amount  only  about  $2,000,000  be- 
came subsequently  available  to  the  Company, 
the  balance  being  expended  in  interest,  and  in 
work  abandoned;  a  portion  of  the  being  piling 
on  the  Susquehanna  Division,  and  grading  on 
the  Western. 

At  this  juncture  a  renewed  effort  was  made 
to  prospcute  the  work.  The  Company's  engi 
neer  estimated  the  amount  necessary  to  be  ex- 
pended to  complete  the  road  to  Lake  Erie  and 
equip  it,  at  $7,000,000.  In  1845,  by  an  act 
passed  on  the  14th  of  May  of  that  year,  the 
State  agreed  to  release  its  claim,  which  con- 
stituted by  law  a  first  mortgage  on  the  road, 
provided  the  Company  should  complete  the 
entire  line  to  Lake  Erie  in  six  years  from  that 
time.  As  a  further  inducement  to  additional 
subscriptions  to  the  stock  of  the  Company,  the 
old  stockholders  agreed  to  surrender  one-half 
of  the  stock  held  by  them,  provided  new  sub- 
scriptions to  the  capital  stock  to  the  amount 
of  $3,000,000  should  be  obtained;  a  sum,  with 
an  equal  amount  of  bonds,  to  be  issued,  be- 
lieved to  be  sufficient  to  complete  the  road; 
authority  having  been  granted  for  the  issue  of 
such  bonds,  to  take  precedence  of  the  State 
loan,  provided  the  terms  of  the  act  referred  to 
were  complied  with 

Prior  to  its  organization  in  1845,  its  liabili- 
ties were  as  follows: 


Slate  loan 83,100/00 

Floating  flock (-5.571 

Six  percent,  certificates 2*> "> .-*j  1 5 

Seven  percent,  certificates 163.146 

Sock  (nrrendered)      ...  742.10" 

New  stock  from  old 917'  01 

Billspayahle 2,9'4 

Old  6tock  not  surrendered 12.400 

Total §5,109,887 

Upon    the  reorganization    of  the  Company, 

these  liabilities  were  reduced  so  as  to  stand  as 

follows: 

New  stock 8748.100 

Seven  per  cent,  certificites 503.86* 

Outstanding  liabilities 14.215 

Cash  paid  on  old  accounts 101,433 

Total 51,361,616 

— relieving   the  Company  of  liabilities   to  the 
amount  of  $3,807,671. 

Although  the  Company  was  relieved  for  the 
present  of  pecuniary  embarrassments,  a  ques- 
tion of  location  arose  which  delayed  for  some 
time  the  commencement  of  construction  west 
of  Otisville,  the  point  of  divergence  between 
what  was  termed  the  interior  route  through 
Sullivan  county  and  the  route  up  the  Delaware 
River.  The  surveys  which  had  been  made, 
showed  the  latter  to  be  the  best  route.  A  por- 
tion of  this  lay  in  the  State  of  Pennsylvania, 
which  the  Company,  by  its  charter,  was  forbid- 
den to  enter.  The  charter  was  subsequently, 
(in  1847),  modified  in  this  particular,  and  per- 
mission obtained  from  the  State  of  Pennsylva- 
nia to  traverse  a  portion  of  its  territory  on  the 
payment  of  the  sum  $10,000,  annually.  Upon 
the  removal  of  these  obstacles,  the  work  of 
construction  was  vigorously  prosecuted,  and 
continued  without  interruption  till  its  comple- 
tion to  Lake  Erie — the  several  sections  being 
opened  at  the  following  dates,  viz:  On  the  3d 
of  November,  1846,  from  Middletown  to  Otis- 
ville, eight  miles;  on  the  6th  January,  1848, 
from  Otisville  to  Port  Jervis,  thirteen  miles; 
on  the  28th  December,  1848,  from  Port  Jervis 
to  Bingharaton,  one  hundred  and  twenty  seven 
miles;  one  the  1st  June,  1849,  from  Bingham- 
ton  to  Oswego,  twenty-two  miles;  in  October 
of  the  same  year  to  Elmira,  thirty-six  and  a 
half  miles;  on  the  1st  of  January  1850,  from 
Elmira  to  Corning,  seventeen  miles;  on  the 
3d  September,  1850,  from  Corning  to  Hornells- 
ville, forty-one  miles;  and  on  the  22d  April, 
1851,  the  whole  line  from  the  Hudson  to  the 
Lake,  four  hundred  and  forty-six  miles  The 
Newburg  Branch  was  opened  in  1850. 

The  Union  Railroad  is  a  short  branch  con- 
necting the  main  line  of  the  road  in  New  York 
with  the  Paterson  and  Ramapo,  and  Paterson 
and  Hudson  Railroads  in  New  Jersey.  It  was 
built  under  a  separate  charter,  and  leased  to 
this  Company,  in  perpetuity,  on  the  10th 
day  of  September,  1852,  at  an  annual  rent  of 
$3,500. 

The  Paterson  and  Ramapo  Railroad  is  leas- 
ed in  perpetuity  to  the  New  York  and  Erie 
Railroad  Company;  its  owners  to  receive  as 
rent  for  the  same  $26,500,  payable  on  the  1st 
of  January  and  1st  of  July.  Date  of  lease 
September  9th,  1852. 

The  Paterson  and  Hudson  Railroad  is  also 
leased  to  the  New  York  and  Erie  Railroad 
Compnny  in  perpetuity ;  its  owners  to  receive 
as  rent  for  the  same  $45,600,  payable  half-year- 
ly, on  the  1st  of  January  and  1st  of  July. 
Date  of  lease  September  9th,  1852. 

These  two  roads  were  constructed  before  the 
Erie  Company  obtained  permission  to  make 
its  terminus  at  Jersey  City,  and  their  adoption 
was  necessary  in  order  to  avail  themselves  of 
this  privilege.  The  trains  of  the  New  York 
and  Erie  Company  run  on  the  New  Jersey  Rail- 
road for  a  distance  of  about  two  miles  in  Jer- 
'  sey  City,  an   addition  rail  having   been  laid 


down    for   the   accommodation    of  the   broad 
gauge  of  this  Cora  pan  v. 

The  Chemung  Railroad  is  leased  for  a  peri- 
od of  20  years,  from  the  1st  of  January,  1859, 
at  an  annual  rent  of  $30,000,  payable  half- 
yearly,  in  New  York. 

The  Elmira,  Jefferson  and  Canandaigua 
Railroad  is  leased  for  a  period  of  twenty  years, 
from  the  1st  of  January,  1859,  at  an  annual 
rent  of  $25,000,  payable  half-yearly  in  New 
York. 

For  the  use  of  the  "Bergen  Cnt"  the  Compa- 
ny pays  to  the  New  Jersey  Transportation 
Company  (by  which  it  is  owned,)  12  cents  per 
ton  for  every  ton  of  merchandise  passing 
through  it,  and  6  cents  for  every  passenger 
coming  from  any  point  east  of  Sufferns  Sta- 
tion, and  four  cents  for  every  passenger  from 
west  of  that  station.  The  aggregate  amouDt 
of  the  pavments  made  to  this  Company  i3 
about  $30,000  annually. 

The  Company  also  pay  $2,800,  annually,  on 
account  of  widening  the  '"Cut,"  and  $5,000 
annually  for  the  use  of  land  leased  of  the  Pa- 
terson and  Hudson  Railroad  Company  at  Jer- 
sey City. 

LOMJ   DOCK. 

The  Long  Dock  is  the  name  of  the  improve- 
ment designed  to  connect  the  lower  portion  of 
the  road  with  the  Hudson  River  at  Jersey  City, 
(for  which  purpose  the  road  of  the  New  Jersey 
Transportation    Companv   is  now  used.)    by  a 
tunnel  and  railroad  (2}  miles),  throngh  Bergen 
Ridge,  and  by  docks  and  piers  at  Jersey  City. 
The  improvement  has  nominally  been  carried 
forward  by  a  company  incorporated,  under  the 
above  title,  by  the  State  of  New  Jersey.     The 
capital  stock  is  $800,000,  (which  is  fully  paid). 
The   Company  has  also   authority  to  purchase 
and  hold  lands,  and  improve  the  same  by  the 
erection    of    buildings,    the    construction     of 
streets,  dock  wharves,  etc.,  etc.:  to  establish  a 
ferry  between  the  property  purchased  and  the 
City  of  New  York;  to  issue   bonds,  bearing  7 
per  cent,  secured   by  a  mortgage  of  the   pro- 
perty, but   not  to  be  sold  at   less  than    10  per 
cent,  below   their  par   value.     ITnder  this  or- 
ganization, purchases  of  real  estate  were  made, 
amounting   in    value    to   S773.440.  on    which 
about   $450,000   is  still   unpaid.     As  the   im- 
provement was  designed   for  the  accommoda- 
tion of  the  Erie  Railroad,  a  lease   was  execu- 
ted of  the  same,  on  the  1st  day  of  July.  1856, 
by  which  the  New  York  and  Erie  R.R.  Compa- 
ny agreed  to  pay  10  per  cent,  on  the  stock  of 
the  company — the   payment  to  be  made   half- 
yearly  on  the  1st  of  January  and  July;  the  in- 
terest  on  any  sura   or  suras  expended    on  ac- 
count of  the  purchase  of  lands  to  be  taken  as 
part  of  the  rent.     Under  this  organization  and 
assignment,  the  New  York  and   Erie  Railroad 
Company  has  advanced    the  sum  af  $341,300, 
which    has  been  invested   in  the  stock  of  the 
Company;  also  the  sum  of  $123,027  by  way  of 
rent;  and  also  the  further  sum  of  $644,5li  in 
payment  for  work   done  on  the  tunnel,  docks, 
etc.,  etc.     The  tunnel  is  nearly  completed.     Its 
length  is  4,8S0  feet.     A  large  amount  of  work 
yet  remains   to  be  done   on  the   docks  to  pre- 
pare them  for  use.     The  annual  charge  on  ac- 
count of  the  stock  not  owned  by  the  Company 
is  $45,870,  payable  half-yearly,  on  the  1st  days 
of  June  and  December. 

The  total  expenditure  on  account  of  the  im- 
provement up  to  the  1st  of  January,  1860,  was 
about  $1,500,000. 

The  New  York  and  Erie  Railroad  Company 
has  the  right  of  becoming  the  purchasers  of 
all  the  property  of  the  Long  Dock  Company, 
on  the  payment  thereto  of  the  full  amount  of 
the  capital  stock  of  this  company,  and  assu- 
ming its  liabilities,  at  any  time  after  the  1st  of 
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January,  1862,  on  giving  twelve  months  notice 
of  sueb  intention. 

The  Long  Dock  Company  has  executed  a 
mortgage  upon  its  property  as  secur  ty  for  an 
issue  of  bonds  to  the  amount  of  $500,000, 
bearing  7  per  cent,  interest,  dated  August  15th, 
1857,  and  payable  1st  of  June,  1882,  for  the 
purpose  of  raising  money  to  carry  forward  "the 
improvement.  Interest  payable  1st  of  June 
and  December.  Of  these  bonds  about  $100,- 
000  have  been  issued. 

In  addition  to  the  real  estate  necessary  to 
the  use  of  the  road  and  for  the  construction 
of  piers,  docks,  etc  ,  the  Long  Dock  Compa- 
ny own  about  8,000  lots  at  Jersey  City,  meas- 
uring 25  by  100  feet. 

Capital  Stock— Authorized  and  paid  in, 
$11,000,000. 

FLOATING   DEBT. 
$2,074,795— as  follows: 

Bills  payable *?,1HS? 

Accounts  payable Sffi  *J" 

Unpaid  coupons "i7^.> 

Small  accounts ailn 

Kent  Chemung  Railroad „,,'o.„ 

Bent  of  Union  Railroad iU.BoU 

Camparative  Statement  of  Balance  of  Gen 
eral  Ledger  of  the  New  York  and  Erie  Rail- 
road Company,  on  the  30th  of  September,  1852, 
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•Transferred  to  Construction. 
Debt. 


tDeducted  from  Funded 


FUNDED  DEBT. 

$25,362,505:  in  detailed  as  follows: — First 
Mortgage,  7  per  cent,  coupon  bonds,  $3,000,- 
000— dated  1st  of  May,  1846,  and  payable  1st 
of  May,  1867;  interest  payable  semi-annually, 
1st  of  May  and  1st  of  November. 

Second  Mortgage,  7  per  cent,  coupon  bonds, 
$4,000,000— dated  1st  March,  1849,  and  paya- 
ble 1st  March,  1859;  interest  payable  1st  of 
March  and  1st  of  September.  This  class  of 
bonds  was  not  paid  at  maturity.  The  Compa- 
ny propose  to  extend  the  same  for  a  period  of 
five  years,  and  have  issued,  and  are  prepared 
to  issue,  coupons,  (en'itling  the  holders  to  in- 
terest at  the  rate  of  7  per  cent,  per  annum) 
to  cover  the  period  named.  Issues  of  Coupon 
Sheets  have  been  made  to  holders  of  bonds  to 
the  amount  of  $2,700,000.  The  interest  on 
this  class  of  bonds  remains  unpaid  since  and 
including  September  1st  1859. 

Third  Mortgage,  7  per  cent,  coupon  bonds, 
$6,000,000— dated  1st  March,  1853,  and  paya- 
ble 1st  March,  1883;  interest  payable  1st  March 
and  1st  November.  The  Mortgage  in  this 
case  provided  for  an  issue  of  $10,000,000— $4,- 
000,000  being  retained  to  retire  the  Second 
Mortgage  bonds  as  they  fell  due,  and  which 
are  still  held,  the  Company  having  been  una- 
ble to  sell  them  at  satisfactory  rates.  The  in- 
terest on  this  class  of  bonds  remains  unpaid 
since  and  including  1st  of  September,  1859. 

Fourth  Mortgage,  7  per  cent,  coupon  bonds, 
$3;729,000— dated  1st  October,  1857,  and  pay- 
able 1st  of  October,  1880;  to  be  presently 
due  in  case  of  failure  to  pay  the  interest  on 
the  bonds  6  months  after  due  and  demand; 
interest  pavable  1st  October  and  1st  April. 
The  mortgage  in  this  case  provided  for  an  is- 
sue of  bonds  to  the  amount  of  $6,000,000. 
About  one-half  the  interest  due  1st  April,  1859, 
and  all  since  that  date  remains  unpaid.  These 
bonds  were  issued  for  the  purpose  of  retiring 
to  convert  the  same  into  this  class  of  bonds  at 
par.  Holders  of  unsecured  bonds  were  also 
entitled  to  purchase  them,  paying  one-half  in 
cash  and  one-half  in  Unsecured  Bonds.  No 
bonds  of  this  class  have  been  issued  except  in 
pursuance  to  these  provisions. 

Fifth  Mortgage,  7  per  cent,  coupon  bonds, 
$1,277,000— dated  1st  of  June,  1858,  and  pay- 
able June  1st,  1888;  interest  payable  1st  of 
June  and  1st  December.  The  mortgage  in 
this  case  provided  for  an  issue  of  bonds  to  the 
amount  of  $4,000,000.  This  class  of  bonds 
were  issued  to  the  holders  of  the  Unsecured 
Bonds,  who,  on  subscribing  for  Fourth  Mort- 
gage Bonds,  and  paying  therefor  in  the  man- 
ner stated,  were  entitled  to  convert  Unsecured 
Bonds,  equaling  in  amount  half  of  such  pur- 
chases, into  Fifth  Mortgage  Bonds.  All  the 
bonds  of  this  class  have  been  issued  in  accor- 
dance with  this  provision,  The  interest  there- 
on remains  upaid  since  and  including  1st  of 
June,  1859. 

Convertible  Bonds  of  1851,  $2,618,000— 
dated  1st  of  February,  1851,  and  payable  1st 
of  February,  1871;  interest  payable  1st  of 
February  and  1st  of  August.  The  total  issue 
of  these  bonds  was  $4,351,000.  The  interest 
on  these  bonds  remains  upaid  since  and  inclu- 
ding 1st  of  February  1858. 

Convertible  Bonds  of  1852,  $2,443,000— 
dated  1st  January,  1852,  and  payable  1st  Jan- 
uary,1862;  interest  payable  1st  January  and 
1st  July.  The  total  issue  in  this  case  was  $3,- 
500,000.  The  interest  of  these  bonds  remains 
upaid  since  and  including  January,  1858. 

Sinking  Fund  Bonds  of  1855,  $2,193,500— 
dated  1st  February,  1855,  and  payable  1st  Feb- 
ruary, 1855,  and  presently,  in  case  of  non-pay- 
ment of  Sinking  Fund;  interest  payable  1st 
February  and  1st  August.     The  total  issue  in 


this  case  was  $4,000,000.  The  interest  on 
these  bonds  remain  unpaid  since  and  including 
1st  February,  1858.  This  class  of  bonds  was 
issued  to  take  up  what  were  termed  Income 
Bonds,  dated  st  February,  1850,  and  payable 
1st  February  1855.  It  provided  for  a  Sinking 
Fund  equal  to  $35,000  monthly,  to  be  invested 
in  the  bonds.  The  contributions  to  the  fund 
were  regularly  made  up  to  October,  1857,  when 
they  ceased.  The  amount  of  bonds  retired  by 
the  operations  of  the  Sinking  Fund  have  been 
$1,462,000. 

The  conversion  of  Unsecured  Bonds  into 
Fourth  and  Fifth  Mortgage  Bonds  accounts 
for  the  difference  between  the  amounts  out- 
standing, and  the  original  issues. 

Seven  per  cent,  certificates,  $26,505 — these 
are  outstanding  obligations  convertible  at  the 
pleasure  of  the  holder  into  Fourth  Mortgage 
Bonds,  bearing  7  per  cent,  interest.  Interest 
paid. 

Acceptance  due  in  18G0,  $40,000— dated  in 
1850,  and  payable  1st  February,  1860.  They 
were  given  for  real  estate  in  Newburg,  pur- 
chased on  account  of  the  Newburg  Branch. 
Interest  paid. 

The  amount  of  overdue  interest  at  the  close 
of  the  fiscal  year  was  $1,207,987;  of  which 
$684,687  was  interest  on  mortgage  debt,  and 
$523,300  on  the  unsecured  debt. 

Statement  showing  the  earning,  expenses 
and  interests  and  dividends  paid  for  a  period 
of  seven  years  ending  September  30th,  1859: 
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RECAPITULATION. 

Total  earning $36,035,567 

Expenses  of  all  kinds 23,324,eM 

Net  earnings $13,611,363 

Rent  of  Union  aod  other  Roads. ...      8659  C:4 
Interest  on  funded  and  floating  debt.  1 1 ,824 .800 

12,4S3,F04 

Balanceof  neat  earnings  after  paying  expenses 
of  a  I  k'nds,  rent  of  leased  roads,  and  in- 
terest on  funded  and  floating  debt 11,127,498 
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INCOME    ACCOUNT     FOR  THE     TEAR   ENDING    SEP- 
TEMBEB  30TII,   1859. 
Jiee&lpU— 

Freight $3,195,870 

Fassenger 1,154,1184 

S  trirage ~-wn 

Telegraph 9.829 

Bents... 20,370 

Transportation  of  Mails 97,852 

Sleeping  Cars 1,932 

Balance -      70  .007 

Total 85,190,758 

Expenditures — 

Balance 8198,020 

Ordinary  expenses  year  1859 2,9/1.2-28 

Bills  of  18.58,  paid  18.il) 34,144 

Taxes  08.941 

Interest  on  Mortgage  Debt 1,1 '6  484 

"         Unsecured  "   507,308 

"        Floating       "  39.877 

Rent  of  Union  Railroad 83,400 

Chemung  Railroad 3,,l(0 

Klmira.  JeO'erson  and  Canandaigua  Rail- 
road        16,796 

Total $3  190,758 

MEMORANDUM. 

Gross  earnings  for  year  ending  September  30th, 

1859 $4,482,149 

Transportation  expenses $2,974  227 

Expenses  185.8,  paid  1859 32.8H0 

Hire  of  cars 1,204 

Taxes 08,941 

—. .-  5  077,312 

Net  earnings $1,404,837 

Interest  on M/irhrsge Debt SI ,176,484 

"         Unsecured  "  567  307 

"        Floiting      "  39.877 

Bent  of  Union  Railroad 83.400 

"      Chemung     "     31,500 

**      Elmira,  Jefferson  and  Canan- 
daigua Railroad 16,796 

J. 915,424 

Deficit $5.0587 

On  the  16th  of  August,  1859,  at  the  suit  of 
the  Fourth  Mortgage  Bondholders  for  the  fore- 
closure of  this  mortgage,  a  Receiver  was  ap- 
pointed to  take  charge  of  the  road  and  its  ef- 
fects. He  was  directed  to  pay,  in  the  first 
place,  all  arrearages  due  employees  of  the 
road;  also  for  supplies  used  in  operating  it; 
also  other  charges  incident  to  its  protection 
and  maintenance,  and  to  hold  the  net  earnings 
subject  to  the  order  of  the  Court.  There  were 
received'by  him  from  earnings  and  other 
sources,  up  to  1st  January,  1860,  $2,421,452. 
The  payments  in  the  meantime  were  as  fol- 
lows : 

Payments  on  account  of  interest  on  First  Mort- 
gage Bonds $207,270 

Paymentson  accountof  ourrentexpenses, arrear- 
ages, etc.,  etc 2,145  007 

Payments  on  account  of  judgments  against  the 

Company 45,000 

Cash  on  hand  January  1st,  1800 27,175 

Total $2,424,452 

The  following  proposition  has  been  made 
for  adjusting  the  affairs  of  the  Company: — 
To  capitalize  the  Unsecured  Bonds,  with  the 
interest  due  on  the  same,  and  for  2  years  in  ad- 
vance, into  a  Preferred  Stock,  bearing  7  per 
cent,  interest;  the  First  Mortgage  Bondhold- 
ers to  extend  the  term  for  the  payment  of 
their  coupons  to  March  1st,  1860;  the  Second 
Mortgage  to  September,  1860;  the  Third  Mort- 
gage to  March,  1861;  the  Fourth  and  Fifth 
Mortgages  to  December  1st  1861.  In  case  of 
foreclosure,  the  same  relations  between  the 
different  classes  of  bondholders  and  stockhold- 
ers to  be  preserved. 

In  the  meantime  it  is  expected  that  the  net 
earnings  will  discharge  the  liabilities  of  the 
Company,  the  overdue  coupons,  and  supply  the 
means  lor  the  completion  of  the  Long  Dock, 
(estimated  at  $500,000). 

Upon  the  re-organization,  on  the  plan  pro- 
posed, its  capital  account  will  stand  as  fol- 
lows:— 


Common  Stock $ll.0l0.0'0 


Preferred  seven  percent. 
First  Mortgage  Bonds. 
Second    "  " 

Third       "  "      . 

Fourth    "  " 

Filth        "  "      . 


8.911.0110 
3.000.00-- 
4.000  000 
O.OO'i.OOO 
3  700  000 
1,25.1,000 


Total $37,864,000 

GENERAL   LLEDGER    BALANCE     SHEET,    30l'H    SEP- 
TEMBER,   1859. 

Debtor. 
Construction,  per  schedule $35,320,90" 


Cash  and  cash  items  on  hand. 

Materials  on  hand 

Fuel  on  hand 

Owners  of  Lake  Erie  propellors. 
Owners  of  Lake  Erie  steamers-  • 

Realrstate 

Bonds  of  other  companies 

Rent  of  Dock  property 

Stock  of  Long  Dock  Company. . 
Bills  and  accounts  receivable- • . 

Cascade  store 

Unadjusted  accounts 

Profit  and  loss,  per  schedule 


39  715 
445.032 
275.510 
150.173 

40.000 
5.776 
644.5)2 
12H,02i 
341  300 
277.591 
2,047 

19.306 
708  6  7 


Total $38,401,300 

Credit. 
Capital  Stock  issued,  including  Dividend  No  6.-311,010,000 

First  Mortgage  Bonds  due  1807 3.000,1.1.0 

Second    -  "  •'     J859 4.00'U'UO 

Third       "  "  "     1883 G.000IOII 

Fourth    "  "  "     1880 3,729.010 

Fifth        "  "  "     1888 1,277.111:0 

Convertible  Bonds  due  1871 2  018.000 

t(  't        "     1862 , 2.443.001) 

Sinking  Fund  Bonds  due  1875 3,193,000 

Acceptances  due  1860 40,0:>0 

Seven  per  cent.  Certificates 20,505 

Bills  and  accounts  payable,  per  schedule  2,074,795 

Total $38,401,300 

TRAIN     MILEAGE    AND     TRAFFIC    1852—59. 


Year  e  od- 
in  g  30th 

Sept.  Pass'gers. 
1852....  1,062,424 
1853. ...1,357,889 
.1.496,000 
.1,464.839 
.1.329,531 
.1,315,825 
.1,784,991 
1,289,854 


1854. 
1855. 
1850. 
1857. 
1858. 
1859. 


8years.ll, 101,953 
Av...  1,387,744 


Miles  run  by  trains. 


Freight. 
1,320.846 
1,249.594 
1,466,823 

1,076,500 
1.86.  .602 
1,736.816 
1.216.378 
1572,714 

12,109,303 
1,513,063 


PasseDgers  carried. 


Number. 

864,330 

1,151,437 

1,125,124 

1,033,392 

1,124,38-2 

1,010  0^7 

793,071 

860,840 

7,978,283 
997,2  3 


One  Mile 
81.179.654 
98,432,361 
90,603.719 
64.009,398 

im  .108,220 
85,302,657 
64.931,457 
57.568,01b 


519.315,972 
79,914,490 


Tons  Freight  carried. 
Number.  One  Mile. 


1852.. 

1853. . 

1854. 

1855. 

1856. 

1857. 

1858. 


456.400 

631,039 

743.250 

842.055 

983.221 

978.069 

.810  964 


96,097,095 
101,626.522 
130.808,034 
150.073.997 
lr3,458,04t 
166,775.978 
165,895.636 
197,127.039 


1859 809,072 


Eight  vears 6,570,226 

Average 421,278 


PASSENGER  TRAFFIC  FOR  THE  TEARS  1855-59, 


1,193,002.944 
149,132,868 


INCLUSIVE. 


East'd. 

1855...., , 25,532 

1856 52.2911 

185! 28,904 

1858 24,233 

1859 26,000 


Through  Passengers. 


West'rd. 
3n,8l4 
73,759 
70.902 
51,063 
55,000 


Five  years. .. 
Average 


.139,959 
.  37,992 


181,538 
36.307 


East'd. 

1855 448,258 

1856 496,250 

1857 431,558 

1858 351,128 

1859 302,920 


Fire  years. . 
Average.... 


2,121.120 

....    424,224 


Eastw'd. 

1855 474,790 

1856 531,546 

1857 460.402 

1858 3  5,301 

1859 418,920 


Wav  Passengers. 
West'rd. 
527,783 
5 19. 077 
484,723 
367.247 
39  .920 

2,291,755 
458,351 

Total  Passengers 
West'rd. 
558,602 
592,836 
555,025 
418  :tlo 
447,921) 


Total. 
50  3)6 
11.9.049 
99,806 
75,295 
81.00J 

321,197 
64,299 

Total. 
977,046 
1,015,333 
916,281 
718  375 
785,840 

4,412,875 
882,575 


Five  years 2,263,079 

Average 452,610 


2,571,293 
514,258 


Total, 
1 ,033,382 
1,194.7)82 

1,0  6.037 
793,671 
666,84-1 

4,834,372 
906,85 


FREIGHT     TRAFFIC    FOR    THE     TEARS,    1855-59, 
INCLUSIVE. 

Through  Freight. 

East'rd.            West'rd.  Total. 

1855 113.330                42,238  155,508 

1856 202  182                78,748  280  830 

1857 157,828                60271  23-1.099 

1858 '.24.880                6],0CR  285,'5« 

1859 171,206                07,805  239,011 

Fiveyears 869.332             330.130  1,199462 

Average 173,806                 60,020  239.892 

Wav  Freight. 

East'rd.         West'rd.  Total. 

1855 380,789            305.798  Of  0  5-7 

J850 360.300            33S.K73  712.239 

1857 340017            393.323  739.970 

1858 208.010            202.994  53I.O10 

1859 302,799            327.2'2  030,161 

Five  years 1.064.017        1,025,250  3,289.807 

Average 332,923            325,050  057,973 

Total  Freight. 

East'rd.           West'Jd.  Total. 

1855 494.119            348.036  842.1.55 

1H56 ,',6*.448            414.021  9-3  069 

lf57 504.475            473,594  978.O09 

1858 492.902            324.002  816.964 

ie59 474.005            395.1.67  869,073 

Fiveyears 2,533.949          1,955,330  4,4-9,329 

Average 506,789            391.070  697,805 

COST,  EARNINGS,  EXPENSES,  ETC.,  ETC.,  TEARLT. 
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Note, — By  the  terms  of  the  re-organization  in  1847,  in- 
terest at  the  r.ite  of  6  per  cent,  was  agreeil  to  be  paid  on  the 
shares  till  the  road  was  opened  tn  Lake  Erie, 

The  dividend  in  1857,  In  ptr  cent,  was  paid  in  stock.  In 
the  table,  only  the  cost  of  the  completed  portion  of  the  road, 
while  it  was  in  progress,  is  given. 
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TOTAL  FREIGHT  (TONS)  CLASSIFIED  FOR  1852'-59 
INCLUSIVE. 


tip 

a  H 

S  o 

-"3  3 

u 

a 

Is 

si 

o  g 

5h 

Pk" 

Cm 

1852 

.  ?(;,9'i8 

75,943 

56,929 

2,419 

1853 

.12J.087 

99  755 

8"  808 

9,349 

1854 

.  i:'5,?d7 

136,499 

99  293 

12.2:16 

1855 

.  11B.-135 

155  596 

1I6.U93 

8.071 

.118,378 

170.099 

148,9)3 

13,556 

.  l'JS.i  93 

145.957 

1211.617 

13.909 

1858 

.  98,5.50 

178,076 

154  534 

10.^85 

1859 

.  97,754 

170.32J 

112,7ia 

15,106 

8  years 

887,962 

1,132347 

890.003 

86,031 

Average 

110,695 

141,531 

111,250 

10,751 

"  5,  £  £  ° 

(H  .        g  S3  &  H 

1852 74,847  50.687  118,725  456.160 

1853 112.281  68,7-12  135,459  031,039 

1854 10,446  79014  170,008  743  250 

1855 96,495  106  509  240,856  842.055 

1*56 110.769  155.473  268.0H3  983,221 

1857 143,338  143,716  284.539  978.069 

1858 8^,976  128.709  103.234  816,904 

1859 94.265  179,051  199,848  869,072 

8years..Kr.4l4  911.901  1,580572        6,320230 

Average.103,927  113,995  197,584  7!i0,i>28 

Ngtb.—  The  total  amount  received  for  passengertranspor- 
tation  for  the  period  embraced,  (8  years)  has  been  SI  1.914,272; 
and  for  freight,  S27.125.4I0.  which  is  at  the  rate  of  SI. 07  for 
the  former,  and  $2  32  for  the  latter  per  mile  run  by  trains. 
Tiiese  rates  would  'oh  slightly  increased  by  adding  receipts 
from  mails  and  miscellaneous  sources.  Theavjsrhge receipts 
for  passengers  has  been  $0  til. 92  per  passenger  per  mile, 
and  for  freight,  SO  12  29  per  ton  per  mile.  The  division  of 
passengers  into  "through1' and  ''way"  for  the  year  1859  is 
estimated,  the  detailed  statement  of  the  passenger  traffic  for 
the  year  not  haviug  been  made  up. 


WHEAT:   ITS  HISTORY   AND   ITS 

CULTURE. 

The  following  account  of  one  of  the  most  use- 
ful crops  of  this  country,  and  particularly  of 
the  great  industrial  West,  is  well  worth  pre- 
serving in  the  pages  of  a  work  like  the  Mer- 
chants' Magazine,  dedicated,  as  it  is,  to  com- 
merce in  all  its  relations  to  Agriculture  and 
that  other  germain  sister  Manufacture.  We 
therefore  copy  from  the  Prairie  Farmer  a  brief 
history  of  its  past  and  present  culture : 

There  are  five  kinds  of  grain  upon  which 
mankind  principally  subsist:  wheat,  rye,  Indian 
corn,  rice,  and  oats.  Wheat  grows  in  a  great 
variety  of  climates.  The  isothermal  curve  of 
fifty-seven  degrees  and  two  minutes  appears 
to  be  its  utmost  boundary  in  North  America, 
though  in  Europe  it  grows  at  Dront'ueim  in 
Norway,  in  sixly  five  degrees  north,  a  mean 
temperature  of  forty  degrees  in  summer.  It  is 
not  grown  nearer  the  equator  than  within 
twenty  degrees. 

1622,  wheat  was  introduced  and  sown  on  the 
Elizabeth  Island,  Massachusetts.  In  1611,  it 
was  sown  in  Virginia,  and  in  1648  hundreds  of 
acres  of  it  were  grown  in  that  colony,  though 
soon  afterward  tobacco  claimed  precedence, 
and  wheat  became  neglected.  It  was  in  1718 
that  it  was  first  grown  in  the  Mississippi  Val- 
ley, but  it  did  not  succeed  well,  owing  to  the 
peculiar  character  of  the  soil,  growing  too 
much  to  straw,  and  producing  but  little  grain; 
however,  in  1746,  in  consequence  of  a  better 
culture  perhaps,  it  was  expurted  from  the  Wa- 
bash Valley  to  New  Orleans. 

During  the  last  fifteen  years  the  gain  in  the 
production  of  this  crop  in  the  United  States 
has  been  over  sixteen  million  bushels,  while 
at  the  same  time  it  has  decreased  in  New  Eng- 
land over  one  million  bushels..  It  is  estimated 
that  one  bushel  of  seed  is  used  to  every  ten 
produced,  and  that  three  bushels  are  used  an- 
nually lo  every  individual  of  the  population. 

There  are  elven  species  or  sub-species  named 
by  botanists,  but  it  is  more  than  probable  that 


some  of  them  are  mere  varieties.  In  this  coun- 
try two  only — winter  and  spring  wheals — are 
generally  grown.  The  grain  of  spring  wheat 
is  not  usually  as  large  as  that  of  winter  wheat, 
but  it  contains  more  gluten,  and  is  preferred 
by  many,  who  think  it  makes  a  more  palatable 
bread.  It  is  unpopular  except  where  it  is  im- 
practicable to  grow  the  winter  species.  Sir 
John  Sinclair  tells  a  story,  the  correctness  of 
which  we  doubt  somewhat,  as  we  do  some 
other  things  which  he  has  written,  that  the 
Scotch  farmer-  were  in  the  habit  of  sowing  fall 
wheat  in  March,  and  that  it  ripened  as  well 
as  fall-sown  wheat.  The  experiment  has  not 
yet  been  tried  in  this  country,  to  our  know- 
ledge, but  we  should  not  expect  much  from  the 
trial.  Spring  wheat  should  be  sown  as  early  as 
possible,  the  soil  may  belighter  than  (hatneces-  j 
sary  for  winter  wheat,  but  to  insure  a  good  crop 
it  must  be  in  good  condition  as  to  fertility. 
Rolling  the  land  after  sowing,  especially  if  the 
soil  is  light.,  is  highly  important.  From  one- 
and-a-half  to  two  bushels  is  the  quantity  of 
seed  per  acre.  Grass  seeds  generally  do  well 
with  spring  wheat,  and  they  should  seldom  be 
omitted. 

The  varieties  of   wheat  are  very  numerous, 
differing  in  appearance,  in  constituent  quali- 
ties, in  adaptation  to  soil  and  climate,  in   their 
power  to  resist  disease  and  insects,  and  in  pro 
ductiveuess. 

Under  our  present  system  of  culture  here,  is 
one  fact,  of  general  application  regarding  wheat, 
which  is,  that  a  given  variety,  though  it  suc- 
ceeds belter  than  any  other  when  first  intro- 
duced, by-and-by  begins  gradually  to  deterio- 
rate in  the  qualities  which  first  recommended  it. 
We  are  not  prepared  to  say  that  this  is  owing 
to  bad  management  or  improper  culture  alto- 
gether— -we  should  not  like  to  make  this  accu- 
sation againsfour  bestfarmers.  They  willagree 
with  us,  however,  as  to  the  fact  alluded  lo.  That 
we  sow  a  great  deal  of  impeifect  seed,  which  in 
turn  produces  imperfect  grain,  or  grain  lacking 
a  strong  vitality  and  vigor,  and  which  in  its 
turn  again  produces  weak  and  feeble  plants, 
bearing  a  diminished  product,  no  observant 
farmer  doubts.  Yet,  is  this  cause  alone  suffi- 
cient to  account  for  the  deterioration  spoken 
of?  We  are  not  able  to  determine  this  ques- 
tion. 

Gen.  Harmon,  of  New  York,  one  of  the  best, 
most  extensive,  and  observant  wheat  growers 
in  the  country,  gave  the  following  as  the  best 
varieties  of  wheat  in  the  United  States: 

1.  While  Flint,  probably  introduced  from  the 
Black  Sea  into  New  Jersey  in  1814.  Its  pecu- 
liarities are  strong  straw,  solid  grain,  with  thin 
bran;  the  chaff  adheres  to  the  grain  so  that  it 
does  not  readily  shell  out;  is  little  affected  by 
frost;  has  withstood  the  Hessian  fly  better 
than  any  other  now  cultivated.  Its  usual  yield 
is  from  twenty  to  twenty-five  bushels  per  acre. 

2.  Improved  White  flint.  It  is  superior  to  the 
last  in  the  size  of  the  berry,  thinness  of  the 
bran,  and  the  weight  per  bushel. 

3.  White  Province,  introduced  from  France. 
It  grows  rapidly,  yielding  much  straw;  ripens 
four  or  five  days  earlier  than  the  common  vari- 
eties; withstands  cold,  and  is  not  injured  by 
insects,  but  the  slraw  is  soft  and  apt  to  fall 
down.  It  is  bald;  berry  very  large  and  white, 
yielding  flour  well  and  of  good  quality. 

4.  Old  Red  Chaff.  This  originated  in  South- 
ern Pennsylvania.  It  is  a  bald  wheat  wilh  a 
red  chaff,  but  a  white  grain,  and  in  other 
respects  is  similar  to  the  last.  On  new 
oak  lands  it  succeeds  admirably,  when  the  sea- 
son is  just  right,  but  on  old  lands  it  is  subject 
to  rust,  mildew,  insects,  and  winter  killing. 

5.  Kentucky  White.  Bearded  (Hutchison  White 
Flint,  Canada  Flint,)  a  white  chaff;  bearded 
wheat,  which  endures  dry  weather  remarkably. 

6.  Indiana  Wheal,  originated  in  Indiana;  white 
chaff,  bald  wheat,  peculiarly  adapted  to  strong 
soils. 


7.  Velvet  Beard  or  Crete  Wheat,  introduced 
from  England  twenty-five  j'ars  "fo;  a  red 
chaff;  bearded,  large  berried  wheat.  It  is 
very  hardy,  not  apt  to  be  thrown  out  by  frost 
nor  injured  by  insects. 

8.  Wheatland  Red,  originated  from  the  Virgi- 
nia May,  by  Gen.  Harmon;  a  red  chaff,  bald 
wheat,  and  not  apt  to  rust. 

9.  Golden  Drop,  an  English  variety. 

10.  Mediterranean,  introduced  from  the  south 
of  Europe  in  1829.  It.  is  a  light  chaff,  beardid; 
berry  red  and  long,  bran  thick,  and  flour  inte- 
rior, but  it  is  not,  injured  by  insecls,  and  ripens 
early.  (Since  Gen.  Harmon  wrote  this,  a  great 
improvement  in  grinding  this  wheat  has  been 
accomplished,  and  it  bears  a  better  character 
for  bread,  and  is  in  better  repute  in  matket.) 

11.  Blue  Stem,  culiivaled  in  Virginia  about 
sixty  years  since,  but  now  generally  grown  in 
the  Northern  states.  Formerly  it  was  a  rfd 
wheat,  but  now  it  is  changed  lo  a  beautift.l 
white.  It  is  very  productive.  This  list  might 
be  much  extended,  but  it  would  be  of  no  prac- 
tical utility. 

Sprengal  analyzed  100,000  parts  of  dry  wheat 
and  obtained  the  following  inorganic  constitu- 
ents:— 

SUBSTANCES    IN    THE  GRAIN  AND  STRAW. 

Ora:n.  Straw  • 

Potash i-25  20 

Sorla 240  29 

lime 96  240 

Magnesia 690  32 

Alumina 26  80 

Silica 400  2,1-70 

Sulphuric  acid 50  37 

Phosphoric  acid 40  170 

Chlorine 10  30 


1/ 


3,518 


The  organic  portion  of  wheat  consists  of  al- 
bumen, gluten,  starch,  more  than  half  gum,  dex- 
trine, sugar,  &c. 

The  time  of  cutting  affects  the  weight  of  pro- 
duce as  well  as  the  quantity  of  organic  matter, 
and  the  relative  proportions  of  flour  and  bran. 
Johnston  gives  some  experiments  in  cutting 
with  the  following  resulls:  That  cut  twenty 
days  before  ripe  gave  160  pounds  of  grain;  that 
cut  ten  days  before  gave  220  pounds;  that  fully 
ripe  209  pounds.  The  yield  of  flour  and  bran 
were  the  same  in  proportion — in  favor  of  the 
portion  cut  ten  dayn  before  ripe. 

The  best  wheat  soils  are  those  which  contain 
a  good  porlion  of  clay  with  lime  and  potash. 
Boussingault  estimates  "rich  wheat  lands"  to 
contain  75  per  cent  of  clay,  10  of  sand,  4  of 
lime,  and  11  of  humus;  but  we  do  not  deem  it 
at  all  necessary  for  the  production  of  the  lar- 
gest crops  that  the  soil  shall  consist  of  three- 
fourths  clay — not  at  all.  Nor  is  4  per  cent 
of  lime  essential.  In  Great  Britain,  good  crops 
of  wheat  are  taken  from  very  sandy  soils,  where 
the  alternating  system  is  employed.  By  adopt- 
ing a  good  system  of  rotation,  with  turnips  aDd 
clover,  and  sheep,  we  can  produce  wheat  on 
any  arable  soil. 

As  a  scourging  crop,  wheat  must  be  placed  at 
the  head  of  the  lists  of  grains.  According  to 
Boussingault, a  medium  crop  takes  from  one  acre 
of  ground,  in  grain  and  straw  17  pounds  phos- 
phoric acid,  2  pounds  sulphuric  acid,  1  of  chlo- 
rine, 16  pounds  of  lime,  13  pounds  magnesia, 
24  pounds  potash  and  soda,  121  pounds  silica — 
all  in  the  straw,  and  2  pounds  of  oxides  of  iron 
and  alumina.  It  is  therelore  found  impolitic, 
and  indeed  impracticable,  to  grow  this  grain 
for  several  years  in  succession. 

Wheat,  more  than  any  other  grain  crop  ex- 
cept barley,  requires  a  dry  soil.  It  can  not  en- 
dure an  excess  of  water  either  in  the  soil  or 
sub-soil.  It  is  water  which  by  freezing  and 
thawing  canses  the  much  complained  of  winter 
killing,  rusting,  &c.  Wheat  was  never  known 
to  winter  kill  on  a  dry  soil,  and  seldom  to  rust 
A  dry  soil,  therefore,  is  the  first  requisition  in 
growing  wheat  with  profit.  Next  in  import- 
ance is  good  condition.    No  farmer — and  espe-. 
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cially  no  poor  farmer — can  afford  to  raise  a 
poor  crop  of  wheat.  Three  poor  crops  of  wheat 
in  succession — where  this  grain  is  made  the 
almost  sole  dependence  as  it  is  in  the  West — 
■will  cripple  his  energies  for  twice  that  number 
of  years  to  follow.  The  land  should  not  only 
bo  well  cultivated,  but  should  be  supplied  with 
all  the  elements  taken  up  by  the  crop  as  indi- 
cated by  the  above  analysis. 

Wheat  may  be  safely  and  profitably  grown 
after  corn,  barley,  or  oats,  providing  the  land 
is  in  good  condition;  otherwise  it  is  a  bad 
practice  under  aDy  circumstances.  Taking  a 
series  of  years  into  the  account,  estimating  the 
influenoe  of  seasons  and  the  depredations  of 
insects,  there  is  no  better  method  of  growing 
wheat  than  the  old  fallow  system  affords.  If 
there  is  more  labor,  there  is  also  less  hazzard 
or  risk.  If  there  is  a  loss  of  the  use  of  the 
land  during  one  summer  crop,  there  is  gener- 
ally again  in  the  amount  of  crop  sufficient  to 
make  it  up.  This  system  admits  of  thoroughly 
working  the  land  which  the  plan  of  sowing  af- 
ter another  crop  will  not  in  every  case  allow, 
and  this  consideration  is  one  of  the  highest  im- 
portance. What  can  not  be  done  in  the  best 
manner,  had  better  be  let  alone  altogether. 
This  is  the  first  rule  in  arable  farming. 

The  waste  of  seed  is  very  great  in  our  com- 
mon broadcast  way  of  seeding.  Stephens  made 
the  following  calculation : — Wheat  at  63  pounds 
to  the  bushel  gives  87  of  its  seeds  to  the 
drachm;  or  701,268  apothecaries'  weight,  or 
865,170  in  avoirdupois  weight.  Now  three 
bushels  of  seed  arc  sown  to  the  acre,  or  2,595,- 
510  grains  of  wheat.  Suppose  that  each  grain 
produces  one  stem,  and  every  stem  boars  an  ear 
containing  the  common  number  of  32  grains, 
the  produce  of  an  acre  would  be  96  bushels; 
but  the  heaviest  crop  in  Scotland  rarely  ex- 
ceeds 64  bushels  to  the  acre,  or  33  per  cent,  of 
the  seed  is  lust,  in  the  best  crops,  and  58  per 
cent  in  an  ordinary  one  of  40  bushels.  This  is 
a  subject  of  great  magnitude,  although  we  sel- 
dom sow  more  than  a  bushel  and  a  half  or  two 
bushels  of  68  pounds  to  the  acre.  The  loss  of 
seed  is  attributable  to  two  causes,  imperfect 
grain  and  covering  too  deeply.  We  are  too 
careless  in  the  preparation  of  seed  for  the 
field.  The  small  light  grains  should  all  be  ta- 
ken out,  and  this  may  be  done  to  grest  perfec- 
tion with  the  "eagle  fan,"  now  manufactured 
by  Jarvis  &  Co.,  atLaporte,  Indiana. 

Then  we  sow  in  a  very  inconsiderate  man- 
ner— dashing  the  seed  on  the  ground  so  rough 
and  uneven  that  it  is  with  difficulty  he  who 
casts  the  grain  can  keep  a  straght  coarse  or  an 
even  step  across  the  field.  In  no  case  should 
wheat  be  hurried  deeper  than  two  inches.  In 
order  to  germinate  freely  the  seed  must  have 
air,  warmth,  and  moisture.  If  it  is  covered  too 
deeply  it  will  not  sprout  for  want  of  air  and 
beat.  Old  wheat  is  better  fot  sowing  than  new. 
It  is  less  affected  by  bad  weather  and  insects, 
and  the  stalks  are  more  numerous  and  vigorous. 
The  proper  way  to  keep  old  wheat  for  seed,  is 
not  to  thresh  it  and  let  it  remain  exposed  to 
air  in  the  bin,  but  put  upon  some  safe  scaffold 
let  it  remain  unt.hreshed  until  seeding  time  ar- 
rives. Then  let  the  threshing  be  done  by 
horses. 

In  judging  of  seed  the  dimpled  end  should  be 
distinctly  marked,  and  the  point  from  which 
the  roots  protrude  must  be  somewhat  prominent 
as  if  it  was  swollen. — Bunt's  Merchants'  Maga- 
zine. 


.The  Little  Miami  Railroad  Company — 
approximate  earnings  of  the  road  for  the 
month  of  September,  compared  with  the  same 
period  last  year: 

September,  ISIiil $llli,934  29 

September.  1859 115  9ri2   16 

Increase $9*2  13 

The    company  advertises   to  pay  the  interest 

coupons  due  in  N.  Y.  on  the  2d  Nov.,  at  their 

ffice  in  this  city,  at  any  time  before  28th  inat. 


THE  NEW  YORK  CENTRAL  RAIL- 
ROAD COMPANY  AND  THE  STATE 
SUIT  FOR  BACK  TOLLS. 

"We  publish  below  the  answer  of  the  New 
York  Central  Railway  Company  to  the  extra- 
ordinary action  of  Attorney-General  Myers, 
in  claiming  for  the  canal  fund  back  tolls  on 
the  railways  of  the  State,  which  were  repealed 
and  abolished  by  the  State  nearly  ten  years 
ago — aud  never  since  reclaimed  by  the  State 
herself:  nor  by  the  Attorney  for  the  canal 
fund  until  the  recent  initiation  of  this  proceed- 
ing. The  legal  and  constitutional  points  made 
by  the  Company  will,  we  think,  be  found  of  the 
most  conclusive  and  irrpsistable  nature:" 

Supreme  Codet. — The  People  of  the  State 
of  Now  York  vs.  The  New  York  Central  Rail- 
road Company : 

First — The  defendant,  answering  the  com- 
plaint of  the  plaintiff  in  the  action  above  enti- 
tled, denies  that  the  defendant  is  subject  to  the 
provisions  in  section  29  of  the  act  of  the  Leg- 
islature, entitled  ''An  act  to  authorize  the  for- 
mation of  railroad  corporations,  and  to  regu- 
late the  same,"  passed  April  2,  1850,  referred 
to  in  said  complaint. 

The  defendant  further  answering,  denies 
each  and  every  allegation  in  said  complain,  in 
rgeard  to  tolls  refered  to  in  said  complaint, 
forming,  becoming,  or  being  a  part  of  the  rev- 
enues of  the  State  Canals. 

And  the  said  defendant,  further  answering, 
denies  that  the  tolls  collected  under  and  by 
virtue  of  the  act  passed  May  12,  1847,  accru- 
ing during  the  period  of  canal  navigation,  were 
derived  and  arose  from  freights,  appurtenant 
and  belonging  to  the  said  canals,  as  is  alleged 
in  the  said  complaint. 

And  the  defendant  further  answering,  denies 
that  there  is  no  other  mode  by  which  the  said 
freight  could  or  would  be  transported,  except 
the  said  railroad  and  the  said  canals,  as  is  alleg- 
edin  said  complaint.  And  the  defendant  says 
that,  without  said  canals  and  railroad,  very 
much  of  said  freight  could  and  would  have 
been  transported  by  other  modes  and  through 
other  channels,  some  of  which  have  been  made 
and  opened  by  the  authority  and  aid  of  the 
plaintiff,  by  which  large  amounts  of  trade  and 
business  have  been  diverted  from  said  canals 
and  railroad. 

The  said  defendantfurtber  answering,  denies 
that  the  Syracuse  and  Utica  Railroad  Compa- 
ny was  required  by  its  charter  to  pay  tolls  into 
the  canal  fund ;  and  to  the  allegations  in  said 
complaint,  stating  that  said  several  railroad 
companies  assumed  the  obligations  imposed 
by  the  said  act  passed  May  4,  1844,  and  car- 
ried and  transported  large  quantities  of  freight, 
and  paid  into  the  canal  fund  large  sums  of 
money  for  tolls  by  said  actimposed,  thedefen- 
dant  says  that  it  has  no  knowledge  or  infor- 
mation sufficient  to  form  a  belief  as  to  said  alle- 
gations, or  to  any  or  either  of  them,  or  any 
part  thereof. 

The  defendant,  further  answering,  denies 
each  and  every  allegation  in  said  complaint, 
alleging  that  the  railroad  companies  referred 
to  in  said  complaint,  or  any  or  either  of  them, 
after  Dec.  1,  1851,  carried  freight  subject  by 
law  to  the  payment  of  canal  tolls,  and  said  de- 
fendant further  denies  that  such  tolls  amount 
to  the  sum  of  §5,000,000,  or  any  other  sum. 

Second — And,  for  a  secoud  and  further  de- 
feuce,  the  defendant,  further  answering,  says 
that  the  cause  of  action  mentioned  in  said 
complaint,  so  far  as  it  embraces  a  claim  to  re- 
cover for  tolls  on  freight  carried  by  the  sever- 
al railroad  companies  consolidated  into  the 
Corporation,  defendant,  and  also  as  to  a  large 
portion  of  the  claim  for   tolls  on  freight   car- 


ried by  the  defendant  since  such  consolidation, 
did  not,  nor  did  any  part  thereof  accrue  with- 
in six  years  next  before  the  commencement  of 
this  action,  and  the  defendant  says  that  ail 
that  part  of  the  cause  of  action  mentioned  in 
said  complaint  for  tolls  on  freight  carried  more 
than  six  years  before  the  commencement  of 
this  action,  is  barred  by  the  statute  of  limita- 
tions. 

Third — And,  for  a  third  and  further  defence, 
the  defendant  further  answering  says,  that  on 
the  10th  day  of  July,  1851,  the  Legislature  of 
the  State  of  New  York  passed  an  act  entitled 
" An  act  to  abolish  tolls  on  railroads ;"  that 
the  question  on  the  final  passage  of  said  act 
in  each  House  of  said  Legislature  was  taken 
by  ayes  and  noes,  which  were  duly  entered  on 
the  Journals  thereof,  and  three  fifths  of  all 
the  members  elected  to  either  House  of  said 
Legislature  were  present  at  the  passage  of 
said  act  in  such  House  and  voted  for  the  same. 

The  said  act  was  du'y  approved  and  signed 
by  the  Govenor  of  said  State,  and  ever  since 
has  been,  and  is  now  a  valid  law  of  said  State; 
that  said  act  provided  that  it  should  not  be 
necessary  for  any  railroad  company  in  this 
State  to  pay  any  sums  of  monev  into  the  Trea- 
sury of  this  State  on  account  of  the  transporta- 
tion of  property  on  any  railroad  on  and  after 
Dec.  1,  1851,  nor  to  make  to  the  Comptroller 
monthly  statements  of  the  property  carried  on 
its  railroad,  and  said  act  repealed  all  acts  and 
parts  of  acts  requiring  the  payment  of  State 
tolls  by  any  railroad  company  for  the  trans- 
portation of  property  on  any  railroad,  after 
said  1st  day  of  December,  so  far  as  they  con- 
flict with  said  act,  and  the  defendant  says  that 
this  action  was  commenced  and  is  prosecuted 
without  the  authority  of  the  plaintiff. 

Fourth — And  for  a  fourth  and  further  de- 
fence, the  defendant  further  answering,  says 
that  all  those  parts  of  the  acts  passed  May  7, 
1844,  and  May  12,  1S47,  refered  to  in  said  com- 
plaint, and  all  other  acts  of  the  Legislature 
requiring  the  payment  of  State  tolls  by  any 
railroad  company  for  the  transportaiion  of  pro- 
perty on  railroads,  are  void,  for  the  reason  that 
they  are  in  conflict  with  sections  8,  9  and  10 
of  article  1  of  the  Constitution  of  the  United 
States;  and  the  defendant  says  that  the  power 
to  alter  or  repeal  the  said  acts  of  May  7,  1844, 
and  May  12,  1847,  was  reserved  therein  respec- 
tively, 

Fifth — And  for  a  fifth  and  further  defence, 
the  defendant  further  answering,  says  that  on 
10th  day  of  April,  1850,  the  Legislature  of  this 
Stale  in  due  form  passed  an  act,  entitled  "An 
act  to  authorize  the  transportation  of  live  stock 
and  fresh  meats  on  railroads  free  from  canal 
tolls,"  by  which  it  is  enacted  that  neat  cattle, 
horses,  sheep  and  pork  meat  might,  after  the 
passage  of  said  act,  be  transported  upon  any 
railroad  in  this  State  without  being  liable  to 
the  payment  of  canal  tolls  and  that  the  same 
should  take  effect  immediately ;  which  act  from 
the  day  of  its  passage  has  been  and  is  yet  a 
valid  law  of  this  State. 

The  defendant  further  answering  says,  thai 
in  the  years  1853  and  1854  the  plaintiff  amen- 
ded the  State  Constitution  by  providing  a  sub- 
stitute for  section  3  of  article  7  of  said  Consti- 
tution, by  which  substitute  the  plaintiff,  among 
other  things,  authorized  the  Canal  Board,  with 
ihe  concurrence  of  the  Legislature,  to  reduce 
the  rate  of  canal  tolls  and  to  remove  them  en- 
tirely in  its  direction,  whereby  the  plaintiff  rati) 
tied  the  said  acts  of  the  Legislature  of  April 
10,  1850,  and  July  10,  1851. 

The  defendant  further  answering  says,  that 
since  the  adoption  of  the  present  Constitution 
of  the  State,  the  Canal  Board  with  the  concur- 
rence  of  the  Legislature,  has  reduced  the  rates 
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of  tolls  on  property  transported  on  the  State 
Canals  so  as  materially  to  diraenish  the  reve- 
nues of  the  canals,  and  the  plaintiff's  officers 
and  agents  have  otherwise  misappropriated, 
diverted  and  squandered  said  revenues,  and 
as  to  the  allegation  in  said  complaint  that  the 
State  Canals  are  unfinished,  and  that  the  State 
debt  is  unpaid,  the  defendant,  upon  informa- 
tion and  belief,  avers  that,  but  for  such  reduc- 
tion, diversion,  misappropriation  and  squan- 
dering of  said  revenues,  the  requirements  of 
sectionl,  2  and  3  of  article  7,  of  said  Consti- 
tution would  have  been  fulfilled  and  the  State 
Canals  would  have  been  finished. 

The  defendant  further  answering,  says  that 
the  rates  of  tolls  for  property  transportee  on 
the  State  Canals  have  been  frequently  changed 
by  the  authority  of  the  plaintiff  since  the  pas- 
sage of  the  aforesaid  act  of  July  10,  1851,  and 
that  since  the  passage  of  that  act  the  Canal 
Board  has  made  no  rules  or  regulations  as  re- 
quired by  sections  4  and  5  of  said  act  of  May 
7,  184J-,  and  by  section  4  of  said  act  of  May 
12,  1847,  and  that  the  commissioners  of  the 
canal  fund  have  never  in  any  way  since  said 
act  of  July  10,  1851,  until  May  4,  1860,  made 
any  rule  or  regulation  or  direction,  as  required 
by  section  3  of  said  act  of  May  7,  1847. 

The  defendant  further  answering,  says  that, 
relying  upon  the  validity  of  the  aforesaid  act 
of  July  10,  1851,  the  defendant  accepted  its 
charter  and  has  contracted  large  obligations 
for  which  its  bonds  are  now  outstanding  un- 
paid, and  has  charged  and  received  compen- 
sation for  carrying  property  on  its  railroad 
(which  compensation  has  been  less  than  it 
would  have  been  if  said  act  of  July  10,  1851, 
had  not  been  passed)  and  has  issued  scrip  for 
its  capital  stock,  large  amounts  of  which  have 
been  bought  and  sold  by  its  stockholders  rely- 
ing upon  the  validity  of  the  said  act  of  Juiy 
10,  1851. 

The  defendant  further  answering,  says  that 
it  will  suffer  damages  to  a  large  amount  if 
said  law  of  July  10,  1851,  is  declared  void,  and 
the  defendant  claims  and  insists  that  the  plain- 
tiff is,  by  its  acts  above  mentioned  ;  in  the  pas- 
sage of  said  acts  of  the  Legislature  of  Apr  1 
10,1850,  and  July  10,  1851,  and  by  its  good 
faith  thereby  solemnly  pledged  to  the  defen 
dant ;  in  the  amendment  of  the  constitution  of 
the  State  in  the  omision  of  the  Canal  Board, 
and  the  commissoiners  of  the  canal  fund  to 
adopt  rules  as  above  stated,  in  the  reduction 
and  alteration  of  the  rates  of  tolls  on  the  State 
Canals,  as  above  stated,  and  by  its  conduct  in 
authorizing  and  aiding  in  the  construction  of 
other  channels  of  trade  by  which  business  has 
been  diverted  from  said  canals  and  defendant's 
railroad,  estopped,  in  equity  and  by  the  law  of 
the  land,  from  denying  the  validity  of  said  act 
of   its   Legislature,  passed  July  10,  1851. 

S.  T.  Fairchild  Deft' s  Attorney. 

Albany  County,  ss. — Gilbert  L.  Wilson  be- 
ing duly  sworn,  says  that  he  is  the  Treasurer 
and  Secretary  of  the  New  York  Central  Rail- 
road Company,  named  as  defendant  in  the 
foregoing  answer,  and  that  said  answer  is  true 
to  deponent's  knowledge,  except  as  to  those 
matters  stated  upon  information  and  belief, 
and  as  to  those  matters  he  believes  it  to  be  true. 
Gilbert  L.  Wilson. 

Sworn  before  me,  September  17,  1860. 
J.  Sternberoii, 
Cornnir  of  Deeds  for  ike  city  of  Albany. 


BS?*The  Albany  and  Vermont  Railroad  Com- 
pany last  week  passed  a  formal  resolution  to 
discontinue  the  road  from  Johnsoiiville  to  Ea- 
gle Bridge,  and  have  conected  the  track  at  the 
former  poiut  with  the  Troy  and  Boston  Rail- 
road. 


Council  Bluffs  and  St.  Joseph  Railroad. 
— The  work  upon  this  road  is  steadily  progress- 
ing. Mr.  Jones  has  completed  the  grading  to 
within  one  and  ahalf  miles  of  the  southern  line 
of  the  country,  and  in  the  course  of  the  next 
two  weeks  will  be  at  or  across  the  line.  The 
work  from  Pacific  City  northward  is  nearly 
half  completed  in  distance  and  more  than  half 
finished  in  work,  and  the  grading  of  the  entire 
line  from  this  city  to  Pacific  City  will  be  com- 
pleted this  fall. 

The  work  though  progressing  steadily,  is 
not  going  ahead  as  fast  as  it  might  go,  if  some 
of  our  wealthy  men  who  thus  far  have  not  con- 
tributed a  single  dime  towards  its  construction, 
would  now  come  forward  with  the  aid  which 
they  have  been  promising  so  long. 

They  profess  to  be  great  friends  to  railroads, 
and  they  say  to  us,  "we  are  as  fast  a  friend  of 
this  road  as  you  are;"  yet  they  never  have 
shown  that  friendship  by  contributing  a  cent 
towards  its  construction.  If  they  do  not  prove 
their  ftiendship  by  their  acts,  we  shall  before 
long  begin  to  conclude  that  their  professions 
are  all  hypocritical,  and  that  they  only  desire 
to  keep  on  the  good  side  until  the  road  is  fin- 
ished, when  they  will  talk  about  "our  road, 
what  a  magnificent  thing  for  the  country — we 
of  Council  Bluffs  had  to  labor  harfdor  its  con- 
struction; but  joe  surmounted  all  opposition." 
This  will  be  the  kind  of  talk  that  wilU-ome  from 
these  professed  but  do  nothing  friends  of  the 
road,  when  they  visit  Baltimore  and  Charles- 
ton and  other  eastern  cities  on  a  tour  of  self- 
aggi-andizement. 

Let  the  real  friends  of  the  road  be  of  good 
cheer.  The  road  will  be  built,  and  it  will  be 
the  first  road  to  Council  Bluff's.  Already  eas- 
tern companies  are  seeking  to  get  control  of 
it;  bnt  the  company  have  thus  far,  and  we  hope 
will  continue,  to  avoid  all  entangling  alliances. 

Every  farmer  can  do  something  to  aid  in  the 
construction  of  the  road,  and  it  gives  us  plea- 
sure to  be  able  to  state  that  several  have  pro- 
mised to  make  donations  to  the  company  so  soon 
as  they  can  realize  anything  from  this  year's 
crop.  Thi3  is  right — -"let  others  go  and  do 
likewise." 

•—&-* 

LETTER  FROM  SWITZERLAND. 

The  railway  system  of  Switzerland  is  mak- 
ing rapid  progress.  It  already  furnishes  an 
almost  unbroken  connection  between  all  the 
most  considerable  towns  of  the  confederacy, 
and  bids  fair  soon  to  scale  the  gigantic  barrier 
of  the  Alps,  and  to  form  a  junction  with  the 
roads  which  in  various  directions  cross  the 
great  Lombard  plain  and  penetrate  the  moun- 
tain regions  of  Piedmont  on  the  west  and  south. 
The  Swiss  Central  Railway,  leading  from  Basil 
towards  Berne,  after  piercing  the  mountain 
wall  of  the  Hauenstein,  by  a  tunnel  twenty 
seven  hundred  yards  in  length,  branches  or 
fall  into  other  roads,  which  run  in  every  di- 
rection. From  Olten  a  line  runs  northeast  to 
Badin,  Zurich,  St.  Gall,  and  doubling  the  moun- 
tain cape,  at  the  entrance  of  the  Rhine  into 
Lake  Constance,  it  ascends  for  the  most  part 
the  left  bank  of  that  river  to  Chur  in  the  Gri- 
sons.  From  Aarburg  another  line  runs  to  Lu- 
cerne. A  third,  from  Herzogenbuchsee,  by 
Solothurn,  Neuchatel,  Yoerdon  and  Lausanne, 
extends  to  Geneva,  having  only  a  small  link 
yet  incomplete  along  the  lake  of  Bienne;  and 
yet  a  fourth  from  the  same  poiut  to  Berne  and 
Thun.  Here  the  last  named  line  strikes  the 
steupendous  mountain  range  of  the  Bernese 
Oberland  The  Jungfrau,  Eigher,  Monch, 
Schreckhorn  and  Finster-Aarhorn  will  hardly 
permit  their  untrodden  snows,  during  the  pre- 
sent century,   to  be  trampled   by  the   hoofs  of 


the  iron  horse.  A  road  is  in  progress  from 
Berne  to  Lausanne,  by  the  way  of  Freiburg, 
and  on  the  first  of  the  present  month  was  open- 
ed as  far  as  the  latter  city.  Another,  passing 
from  Lausanne  around  the  eastern  end  of  Lake 
Geneva,  will  soon  connect  the  city  of  Geneva 
with  the  so-called  Italian  line  in  the  Vallais. 
This  latter  railway  extends  from  the  eastern 
end  of  the  lake  up  the  valley  of  the  Rhone. 
During  the  present  season  it  has  been  comple- 
ted as  far  as  Sion.  From  this  point,  the  capi- 
tal of  tiie  Canton,  it  is  to  be  carried  to  Brief, 
and  is  destined,  I  believe,  to  scale  the  Alps, 
by  the  great  Semplon  pass.  A  line  across  the 
Alps  is  also  in  contemplation  further  east  by 
some  one  of  the  Grison  passes;  and  I  have  re- 
cently read  an  article,  in  one  of  the  Swiss 
journals,  warmly  defending  the  claims  of  the 
Lukmanier  route,  by  the  valleys  of  the  Vorder 
Rhine  and  Medels,  which  was  surveyed  some 
years  since. 

In  my  last  I  gave  some  account  of  my  visit 
to  the  field  of  Morgarten.  In  this  I  must'trans- 
port  myself  to  the  Canton  of  Berne.  The  ap- 
proaching eveninff  of  one  of  the  last  days  of 
June  found  me  seated  in  the  railway  train,  on 
the  line  between  Herzogenbuchsee  and  Berne. 
Two  years  since,  on  this  line,  the  passengers 
were  obliged  to  alight  some  two  miles  north  of 
the  city,  to  which  they  were  conveyed  by  om- 
nibuses. At  present,  as  above  stated,  trie  line 
is  finished  to  Thnn.  Passing  the  former  ter- 
minus, the  road  crosses  the  Aarby  a  bridge 
suspended  at  a  fearful  height  above  the  river- 
bed, and  reaches  the  elevated  peninsula,  upon 
which  the  town  is  built,  in  the  rear  or  western 
extremity  of  the  city.  Here  I  found  a  mag- 
nificent depot,  coresponding  in  the  solidity 
of  its  structure  with  the  well  known  massive 
architecture  of  Berne. 

On  former  visits  I  had  uniformly  lodged  at 
the  Falcon  ;  but  wishing,  at  present,  to  make 
several  excursions  into  the  neighboring  coun- 
try, I  prefered  a  situation  nearer  the  railways, 
and  upon  a  sufficient  recommendation,  took 
my  quarters  at  the  Schweitzer  Hof,  opposite 
the  Depot,  a  new  hotel,  which  I  found  to  offer 
comfortable  and  even  elegant  accommoda- 
tions.— Price  Crurent. 


RAILWAY  ENTERPRISE  IN  KANSAS. 

The  Leavenworth,  Pawnee  and  Western  Rail- 
road Company  has  recently  obtained,  by  trea- 
ty with  the  Delaware  Indians,  about  200,000, 
acres  of  land.  This  land  is  situated  between 
the  Missouri  and  Kansas  rivers.  A  condition 
of  the  cession  of  this  tract  of  land  is,  that  the 
company  shall  construct  a  railroad  from  some 
point  on  the  Missouri  river  to  the  western  limit 
it  of  the  Delaware  reserve. 

The  contemplated  railroad  will  commence 
at  Leavenworth  and  be  constructed  to  Law- 
rence. From  the  latter  place  it  will  be  push- 
ed westward  to  Fort  Riley,  and  thence  up  the 
Smoky  Hill  valley  toward  Pike's  Peak. 

As  a  railroad  route  the  Kansas  valley  pos- 
sesses this  advantage,  that  it  accommodates 
and  can  command  the  traffic  of  Utah  on  the 
north,  of  Pike's  Peak  to  the  west,  and  of  Mexi- 
co and  Arizona  to  the  southwest.  In  this  res- 
pect it  is  far  superior  to  the  valley  of  the  Ar- 
kansas, which  is  to  far  south  to  serve  as  an  av- 
enue for  rhe  trade  of  Utah.  In  like  manner 
the  Platte  route  is  so  far  north  as  to  be  inac- 
cessible from  New  Mexico  and  Arizona. 

It  is  estimated  that  there  are  at  present  eigh- 
teen thousand  heavy  freight  teams  engaged  in 
the  trade  with  Utah,  Pike,s  Peak.  New  Mexico 
and  Arizona.  The  amount  of  freight  moved 
to  the  West  by  these  teams  is  not  less  than  six- 
ty thousand  tons,  while  the  eastern   freight  is 
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about  ten  thousand  tons.  This  business.,  is 
rapidly  increasing.  When  the  present  slow, 
cumbersome  and  expensive  modeof'conveyanee 
shall  have  been  supplanted  by  the  railroad,  this 
traflic  will  assume  a  magnitude  of  which  we 
can  at  present  form  little  conception. 

The  Leavenworth,  Pawnee  and  Western 
Railroad  Company  will  be  connected  with  the 
Hannibal  and  St.  Joseph  railroad,  and  also 
with  the  Pacific  Railroad,  which  is  now  grad- 
ually approaching  Kansas  City.  When  these 
results  are  obtained,  the  contemplated  road 
will  have  a  close  railroad  connection  with  the 
two  great  centers  of  western  trade — Chicago 
and  St.  Louis — and  will  therefore  be  in  com- 
munication with  every  important  commercial 
point  from  the  Lakes  on  the  North  to  the  Gulf 
on  the  South. 

The  company  intend  to  push  the  work  vig- 
ourously,  and  in  a  year  from  the  present  time 
it  is  anticipated  that  the  ruad  will  be  opened 
most  of  the  way  to  Fort  Riley.  The  route  is 
very  level,  running  along  the  rich  Kansas  bot- 
tom lands — so  level  and  feasible  that  in  one 
place  there  is  forty  miles  of  continuous  straight 
line  I 

The  treaty  which  has  been  made  with  the 
Delawares  will  give  this  company  abundant 
resources,  and  capitalists  in  New-York  and 
Boston  are  ready,  as  we  learn,  to  invest  in  the 
-enterprise.  The  Delawars  have  still  eigh- 
ty thousand  acres  of  choide  lands — enough  to 
supply  each  man,  woman  and  child  of  its  tribe 
with  a  farm  of  eighty  acres — quite  as  much, 
probably,  as  they  will  ever  need  for  agricul- 
tural purposes.  The  vigor  with  which  this  en- 
terprise is  entered  upon  indicates  that,  before 
many  twelve  months  have  passed,  there  will 
be  railway  communication  with  the  rapidly 
growing  cities  of  the  central  gold  regions  of 
the  continent.  While  members  of  Congress 
are  making  speeches  about  Northern,  South- 
ern, central  and  sectional  lines,  private  enter- 
prise is  steadily  at  work,  extending  from  the 
Atlantic  to  the  Pacific  sea  the  iron  bonds  of 
union. — Boston  Juornal. 
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Toledo,  Oct.  4. — A  meeting  of  the  stock- 
holders of  the  Toledo  &  Wabash  Railroad  Com- 
pany was  held  in  this  city  yesterday.  The  fol- 
lowing Board  of  Directors  was  unanimously 
elected  for  the  ensuing  year:  A.  Boody,  J.  B. 
Varnum,  J.  H.  Knox,  G.  J3.  Morgan,  B.  Wilson, 
John  Richardson,  James  T.  Soulier,  Henry  A. 
Kent,  H.  Morrison,  Wm.  Baker,  Warren  Cal- 
houn, Geo.  Cecil,  James  Spears,  Robt.  Breckin- 
ridge, W.  Kent.  The  officers  of  the  road  presi- 
dining  last  year  were  all  re-elected  with  the 
exception  of  B.  Varnum,  of  New  York,  elected 
Treasurer,  vice  B.  Wilson. 


8£5J~  We  notice  an  article  in  the  Texas  Pio- 
neer, of  the  14ih  inst.,  in  relation  to  the  line  of 
the  Central  R.  R.  From  what  we  learn,  and 
upon  good  authority,  the  company  designs  to 
maintain  its  original  base  line,  and  although 
it  may,  in  the  progress  of  construction,  be  made 
to  diverge  a  few  miles  to  the  right  or  left  of  it, 
from  motives  of  economy  and  expediency,  it.  wili 
be  made  to  bear  toward  the  neighborhood  of 
Horn  Hill,  in  Limestone  county,  which  the 
Company  feels  bound  to  do.  The  planters 
along  the  Brazos  Valley  have  also  been  liberal 
subscribers  to  the  stock  of  the  Company,  and 
are  therefore  entitled,  especially  as  they  have 
now  taken  hold  to  help  forward  the  work  and 
superstructure  of  the  road,  to  some  considration 
in  regard  to  the  line,  which,  while  benefiting 
themselves  regards  also  the  interests  of  the 
stockholders  of  Freestone  county,  by  aiding 
the  progress  of  the  road  to  a  degree  that  will 
enable  the  Company  to  comply  with  the  Acts 
in  relation  to  the  land  bonus. — Houston  ( Texas) 
Tel. 


CONVENTION   OF  WESTERN  RAIL- 
ROADS AT  COLUMBUS. 

Columbus,  October  11th,  18G0. 

The  Convention  assembled  at  the  Neil  House 
at  2  o'clock,  P.  M.  The  following  roads  were 
represented: 

Bellefontaine  Line;  Little  Miami  and  Co- 
lumbus and  Xenia;  Cincinnati,  Hamilton  and 
Dayton;  Cleveland,  Columbus  and  Cincinnati; 
Central  Ohio;  Pittsburg,  Columbus  and  Cin- 
cinnati; Indiana  Central;  Columbus  and  Piqua; 
Ohio  and  Mississippi;  Dayton  and  Michigan; 
Cincinnati  and  Chicago;  and  New  Albany  and 
Salem. 

John  S.  Newman,  President  of  the  Indiana 
Central,  was  chosen  President,  and  L.  Deven- 
ny  of  the  Pittsburg,  Columbus  and  Cincinnati 
Line,  Secretary.  John  Brough,  Esq.,  Chairman 
of  the  committee  to  confer  with  the  Eastern 
lines,  reported  the  result  of  that  conference. 

The  Eastern  lines  had  recommended  the 
Western  roads  to  form  an  organization  similar 
to  that  of  the  Trunk  lines,  and  that  the  Presi- 
dents of  each  organization  be  authorized  to 
act  in  concert  upon  the  basis  of  the  Saratoga 
compact,  and  had  passed  the  following  resolu- 
tion: 

Resolved,  That  we  recognize  and  cordially 
approve  of  the  operation  of  the  two  lines  of 
railroad  connecting  the  East  with  Cincinnati 
and  Indianapolis,  and  will  agree  to  consult 
hereafter,  in  making  any  changes  in  the  rates 
of  Eastward  bound  traflic,  the  head  of  such 
association. 

On  motion  of  H.  J.  Jewett,  of  Central  Ohio 
Railroad,  the  following  committee  were  ap- 
pointed to  prepare  and  submit  a  plan  of  per- 
manent organization: 

H.  J.  Jewett,  of  Central  Ohio;  Jno.  Brough, 
Bellefontaine  Line;  L.  M.  Hubby,  Cleveland, 
Columbus  and    Cincinnati;  S.  L'Hommedieu, 

Cincinnati,  Hamilton  and   Dayton;  and 

Chapman. 

The  committee  then  retired  for  consultation 
and  the  convention  adjourned  until  7  o'clock 
P.  M. 

The  Convention  met  at  7  P.  M.  The  Com- 
mittee reported  as  follows: 

Sec.  1.  Your  Committee  recommend  that 
the  Roads  forming  the  lines  from  Cincinnati, 
Louisville,  Madison,  Indianapolis,  Dayton  and 
Columbus,  to  Parkersburg,  Wheeling,  Pitts- 
burgh, Dunkirk  and  Buffalo,  form  themselves 
into  an  organization  for  the  maintenance  of 
of  rates  and  the  protection  of  their  mutual  in- 
terests generally. 

Sec.  2.  That  the  control  and  management 
of  the  rates  on  freight  shall  be  vested  in  an 
Executive  Committee  of  eight  executive  offi- 
cers of  Roads  in  interest 

Sec.  3.  Said  Committee  shall  divide  their 
body  so  that  one  half  the  members  shall  be  on 
duty  alternate  months ;  but  on  any  point  of 
disagreement,  it  may  be  referred  at  any  time 
to  the  whole  Committee. 

Sec.  4.  The  acting  Committee  shall  meet 
serai-monthly  at  such  points  as  they  may  desig- 
nate, and  oftener,  when  required  by  two  of  the 
members,  and  shall  give  prompt  notice  to  all 
parties  in  interest  of  changes  made  in  rates. 

Sec.  5.  If  any  complaint  with  evidence  sub- 
stantiating the  same  be  made  to  the  Executive 
Committee  that  any  Road,  party  to  this  organi- 
zation, has  violated  the  rates  as  fixed,  the 
Committee  shall  give  notice  to  the  party  so 
charged,  and  appoint  a  time  and  place  to  hear 
and  determine  the  facts  of  the  case,  and  if  they 
decide  against  the  party  charged  with  such 
violation,  and  their  decision  is  not  submitted 
to,  or  the  violation  is  continued,  then  they  shall 
give  notice  to  the  Roads  connected  with  the 


organization,  and  thereupon  throught  tickets 
and  freight  arrangements  with  the  offending 
Road  or  Roads,  shall  be  suspended  until  such 
violation  of  rates  shall  cease. 

Sec.  6.  The  said  Executive  Committee  shall 
determine  the  difference  to  be  made  between 
all  rail  and  rail  and  water  rates  from  the  sev- 
eral points  named,  holding  such  difference  as 
near  to  rate  of  insurance  as  practicable.  Your 
committee  also  recommed  that  the  aforesaid 
Executive  Committee  consist  of  the  following 
gentlemen  : 

N.  L.  Wilson,  W.  k  C. 

W.  H  Clement,  L.  M.  &  Col.  k  X 

Jno.  Brough,  Bellefontaine  Line. 

Jno.  S.  Newman,  Ind.  Central 

R.  M.  Shoemaker,  Dayton  k  Michigan. 

T.  L.  Jewett,  Steubenville  Line. 

L.  M.  Hubby,  C.  C,&  C. 

H.  J.  Jewett,  Central  Ohio. 

Which  report  was  adopted  by  the  Convention. 

Resolved,  That  the  Time-table  Committee 
meet  at  Pittsburg,  on  Wednesday,  24th  insL, 
at  12  o'clock. 

Committee  directed  to  meet  as  soon  as   pos- 
sible, and  enter  upon   the   discharge  of  their 
duties.     Adjourned — Commercial. 
>*n*> 

Cleveland  and  Toledo  Railroad. — The 
following  circular  has  been  issued  by  a  Com- 
mute ot  Directors,  urging  the  funding  of  the 
remainder  of  the  floating  debt  of  the  Com- 
pany: 

For  the  purpose  of  enabling  this  Company 
to  pay  off  its  floating  debt  and  place  the  finan- 
cial affairs  on  a  permanent  basis,  so  that  its 
future  earnings,  after  paying  the  interest  on 
its  bonds  can  be  appropriated  to  the  payment 
of  dividends  on  its  capital  stock,  the  directors 
(under  authority  of  the  stockholders  at  their 
June  meeting)  have  authorized  the  sale  of 
$600, 000  of  the  sinking  fund  mortgage  bonds 
of  the  Company  to  the  stockholders  at  eighty- 
five  cents  on  the  dollar,  and  interest  which  has 
accrued  on  the  bonds  siuee  July  1st,  1860. 
Payments  to  be  made  as  follows: 

Ten  per  cent  on  the  1st  of  November  next, 
and  the  balance  in  five  successive  monthly  in- 
stallments, receiving  the  bonds  of  the  last  five 
installments  in  proportion  to  the  payments,  and 
the  first  payment  of  ten  per  cent,  to  be  applied 
on  the  last  installment.  Payments  to  be  made 
to  Messrs.  Carpenter  &  Vermilye,  44  Wall 
street.  New  York,  who  are  authorized  to  receive 
the  money  for  the  Company  and  deliver  the 
bonds.  The  subscription  will  not  be  binding 
unless  §250,000  of  the  bonds  are  subscribed 
for,  and  not  exceeding  §300,000  of  the  bonds 
will  be  disposed  of.  The  undersigned  are  of 
the  opinion  that  with  this  arrangement  carried 
out,  and  the  increasing  traffic  of  the  road,  divi- 
dends can  be  resumed  at  no  very  distant  dav. 
Please  sign  the  annexed  proposal,  with  the 
amount  you  will  take,  and  forward  the  same  to 
Messrs.  Carpenter  &  Vcrmilye,  New  York. 

JOHN  GARDINER,  Pres.  P.  T.  "1  r      ,. 

W.  R.  VERMILYE 

C.  T.  GLYPH  A. \T, 

A.  A.  RAMSDELL, 


of  the 
j  Board. 


US^'A  meeting  of  the  citizens  of  Warren 
county,  Kentucky,  was  called  for  yesterday  for 
the  purpose  of  taking  such  steps  as  may  be  deem- 
ed necessary  to  manifest  their  co-operation  with, 
and  indorsement  of,  the  enterprise  now  on 
foot  by  the  citizens  of  Memphis  and  Cincin- 
nati, to  construct  a  railroad  from  Bowlinggreen 
to  Danville,  thereby  securing  a  direct  route 
between  the  above  named  points  and  other 
Northern  .and  Southern  cities." — Louisville 
Democrat 
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MONETARY  AND  COMMERCIAL. 

Nothing  new  has  transpired  during  the  week  past  to  mate-  ) 
rially  affect  financial  affairs.  The  calm  in  trade  universally- 
observable  preceding  an  important  election  is  resting  over 
most  departments  of  business,  in  which  that  of  fiDance  fully 
sympathizes  ;  but  little  of  a  stir  in  business  can  be  expected 
until  the  presidential  contest  is  fairly  over.  True,  a  few  sharp 
and  active  dealers  are  always  on  the  wing,  but  the  bulk  of 
traders  have  local  interest  at  home  that  need  their  attention, 
and  their  stock  of  goods  is  made  to  last  until  they  have 
more  leisure  to  make  their  purchases,  and  although  the  Oc- 
tober and  two  first  weeks  of  November  sales  will  fall  far  be- 
low a  full  standard,  yet  the  entire  fall  trade  will  be  much 
above  the  average.  Currency  is  in  good  supply,  and  good 
paper  is  readily  diapostd  of  at  the  market  rates. 

No  change  has  taken  place  in  exchange  since  our  last  is" 
sue.  The  market  is  firm  and  rates  fully  maintained.  Quo- 
tations are: 

Buying.  Selling. 

New  York  Sight i    prem    f@i    prem 

Philadelphia i    prem    J®4    prem 

Boston    30@37J-  prem     J@£     prem 

Baltimore 2.i@30     prem    j@i    prem 

New  Orleans •' par       j@J     premj 

AmericanGoId 25@30    prem  37@40  prem 

Western  currency  is  bought  at  1  per  cent,  discount  for 
Missouri,  Illinois  and  Wisconsin,  and  in  some  cases  dealers 
have  paid  I  to  ^  more. 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the  fol- 
lowing rates: 

BONDS. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  0  per 

cent.,  95  &  Int. 

Covington  &  Lexington  R.  R.  First  Mortgage 

Bonds,  7  per  cent 85 

Covington  and  Lexington  R.  R  Co.  First  Mort-_ 

gage  Bonds,  0  per  cent 75        u 

Covington  &.  Lexington    R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent. 75        " 

Indianapolis  &.  Cincinnati  R.  R.  First  Mort- 
gage Bonds  7  per  cent ■ 85 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 

Mortgage.  *  per  cent.  Bonds 81         " 

Indianapolis   &  Cincinnati   R.  R.   Co.,    First 

Mortgage  Bonds,  10  percent 387 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 

Mortgage,  7  per  cent.  Bonds 97@100 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds.  7  per  cent 85        4t 

Ohio   and   Mississippi  Railroad,   Construction 

Bonds, 7  percent 20 

Dayton  and   Western  R.    R.,  First   Mortgage 

B'>nds,  7  per  cent 60 

Indiana  Central   R.   R.  Co.,  First  Mortgage 

Bonds,  7  per  cent 85 

Indiana  Central  R.  R.  Co..   Second    Mortgage 

Bonds.  1"  per  cent 87 

Dayton  &  Michigan  R.  R.  Co.,  endorsed  Mort- 
gage 81,7  percent 75 

Citv   of  Cincinnati,  Municipal  Bonds,  6  per 

cent 95®fi6 

City  of  Cincinnati,  Railroad  Bonds,  6  per  cent.  95@86 
City  of  Cincinnati,  Wharf  Bonds,  6  per  cent..  83 
stocks. 

Cincinnati.  Hamilton  At  Dayton  R.  R»» 77 

Little  Miami  K.  R '0 

Columbus  &  Xenia  R.  R ....  88 

Indianapolis  k.  Cincinnati  R.  R ,.,....,   49 

Ohio  &  Mississippi  R   It 1  5 

Farmer's  Bank  of  Kentucky 127 

Northern  Bank  of  Kentucky 130 

Ohio  Life  Insurance  &  Trust  Co.'s  Certificates.  B 
Ohio  &  Mississippi,  Trustees  Scrip 15 

The  earnings  of  the  Great  Western  Railroad  Company  of 
Illinois  were  for 

July  1860 $40,52(1  39 

Earnings  for  August  I860 48,195  23 

The  Sandusky,  Mansfield  and  Newark  Railroad  earnings 
were  for 

July  1800 $17,393  18 

Earnings  for  August  I860 18,747  36 

Cleveland  and  Mahoning  Railroad,  earnings  andexpenses 
for  September: 

Passengers $7,097  54 

Kreight I4,IH7  94 

Coal 18,074  72 

Mail 418  75 

$40,378  95 

Expenses 12,224  .MS 

Net  earnings $28,154  39 

The  Hudson  River  Railroad  earnings  are,  for 

September,  1*60 $180.(00  14 

September,  1859 150.972  80 


Monthly  Statement  of  the  Earnings  of  the  St.  Louis,  Al- 
ton and  Chicago  Railroad  for  Sept.,  1800: 

Passengers $36,?82  09 

Freight 55,03187 

Mails  and  Express 3.000  01) 

Total $94,713  96 

Corresponding  period  in  1859 82.884  (10 

Increase  in  1860 11,829  96 

The  following  is  a  statement  of  the  earnings  of  theBuO'alo, 
New  York  and  Erie  Railroad  (Buffalo  to  Corning)  for  the 
month  of  September,  1860,  compared  with  the  same  month 
last  year: 

1859.  1860. 

Passengers $15,417  58        $15,557  69 

Freight 34,44196  50  343  83 

Other  sources 1,686  88  1,726  46 


Total $51,540  40       $67,028  18 

51,540  40 


Increase $16,081  78 

The  following  is  a  statement  of  the  earnings   of  the  Great 
Western  Railway  for  the  week  ending  September  28,  1860: 

Passengers $30,403  86 

Freight  and  Live  Stock 29,419  41 

Mail  and  sundries 1,3*3  73 


Total $61207  00 

Corresponding  week  of  last  year 45.190  36 


Increase. ... 


$16,016  64 


The  earnings  of  the  Chicago,  Burlington  andQuincy  Rail- 
road Line  in  the  month  of  September,  were: 

26  working  days  for  1859.        25  working  days  for  I860. 

Freight $117,09045     $17153540     Inc.$53,785  55 

Passengers 46,09    10         51.1)77  K)     Inc.     4,98764 

Mails  and  Miscel's      5.024  88           3,283  29    Dec.     1,71150 
Pass,  for  U.  S.  fair    12.19695  Dec.   12.196  95 


Total $181,06144    $225,896  09     Inc.$44.834  65 

Inc.  exclusive  of  earnings  in  1859  for  U.  S.  Fair. $57 ,031  60 

The  earnings  of  the  Michigan  Central  Railroad,  for  Sep- 
tember, were  as  follows: 
1860 $251,433  00 


1859 


. .  210,837  40 


Increase 840,585  60 

The  details  of  the  earnings   of  the  Galena  and   Chicago 
Union  Jiailroad  for  the  week  ending  September  29,  are: 
1859.  1860. 

Freight $35,540  31     844,402   15     Inc.  $8,961  84 

Passengers 8,470  89         9,220  50     Inc.        749  61 

Mails,  &c 875  01)  1 ,250  00     Inc.         375  00 


Total $44,986  20     $54,872  65     Inc.    10,1-86  45 

Whole  month  of  September $221,618  3(1 

Corrected  earnings  for  the  month  of  August....    166,540  34 

The  Michigan  Southern  Road  earned  in  September: 
I860 $236,100 


Increase. 


i.75,000 


The  New  York  Central  Railroad    Company  report   for 
earnings: 

September,  I860 $851,795  62 

September,  1859 743,598  98 


Increase 108.196  64 

The  earnings  of  the  Toledo  and  Wabash  Railway  Company 
for  September,  were  as  follows: 

Passengers $24,539  62 

Freight 78.115  08 

Mail  and  Express •       3,445  62 

Total 106,100  32 

Lastyear 74.689  09 

Increase 31,411  23 


The  estimated  earnings  of  the  Chicaj 
Railroad  Company  for  the  month  of 

September,  I860 

September,  1859 


o  and  Rock  Island 


$130,580 
114,788 

15  "92 
30  409 
26  786 


Earnings  for  the  last  three  years  in  September: 

1858 $140,871  92 

1959 156,972  80 

I860 190,000  14 

The  Milwaukee  and  Mississippi  Railroad  earned  in  Sep- 
tember: 


1800. 
1859 . 


$108,000 
104,000 


Increase $4,000 

The  earnings  of  the  Chicago  and  Northwestern  Road  the 
fourth  week  in  September  were: 

Fourth  week,  1800 $27,200 

"  "      1859 10,459 


Increase 

Fourth  week  in  September,  1860. 
Fourth  week  in  September,  1859. 

Increase •••.  3  633 

The  earnings  of  the  Illinois  Central  R.  R.  for  the  fourth 
of  September,  were 

Fourth  week,  I860 $63,568  36 

Fourth  week,  1*59 57,765  75 

Increase 5,862  61 

The  land  sales  of  the  Illinois  Central  Road  on  the  2d,  were 


Increase $  1 0,74 1 

Earnings  for  September,  1860 81,209 

1859 51,319 


Increase $29,881 

The  Cleveland  and  Toledo  Railroad  earnings  in  Septem- 
ber were: 

Fourth  week,  1860 $23,060 

'•        1859 23.U84 


$24 


Decrease ■ 

The  whole  month  foots  up  as  follows  : 

September,  1H59 $64,075 

1860 73,000 


Increase $11,075 

The  earnings  of  the  Hannibal  and  St.  Joseph  Railroad,  for 
the  month  of  August,  1860,  were: 

Passengers $34,400  40 

Freight! 36.921  08 

Miscellaneous 3,761  47 


Total $73.0-'2  25 

1859 60,977  51 


Increase $14,105  44 

Grand  Trunk  Railway  of  Canada. — AuniT  Depart- 
ment.— The  Traffic  receipts  of  the  Grand  Trunk  Railroad 
of  Canada  for  the  week  ending  Sept.  22,  1860,  have  been  as 

follows  : 

No.  Amount. 

Local  Passengers 14,500  $23  533  59 

Foreign         do      3,101  7,921  21 

Emigrants 222  855  65 

Mails.  Express,  &c 3.316  09 

Local  Freight  and  Livestock  (Tons).     8,314  28,995  99 

"     Timber  and  lumber — 

696,650  ft.  (757J  tons) 1,803  65 

"    Firewood,  1, 436i  cords,  2,154i  tons...  1,470  61) 

Foreign  Freight  and  Livestock 2,7)41  11,10139 


Total 

Week  ending  3d  Sept.,  1859. 


Miles. 
970      $79,094   17 
880        51,585  50 


Incease 90       27,508  67 

Total  traffic  from   July    1,    1860,    to 

date $721,062  (13 

Total  for  same  period  last  year 524,236  50 

The  La  Crosse  and  Milwaukee  Road  earnings,  we  learn 
unofficially,  are  $110,000  for  September,  giving  a  net  earn- 
of  about  $05,000 

The  following  table  shows  the  amount  of  grain  held  in 
store  by  the  Western  Elevating  Company,  on  the  roorn- 
.ng  of  Monday,  October  8,  1800. 

Spring  wheat,  bush 306. US 

Club  wheat,  bush 174,357 

Red  winter,  bush 1I3.22S 

White,  winter,  bush   61.648 


Total  wheat,  bush 
Sound  corn,  bush. . 
Hot  corn,  bush 


.655,447 

.567,777 
.  55,000 


Total  corn,  bush 632,777 

Oats,  bush 1 2,267 

Barley,  bush 23.172 

Rye,  bush 19,760 

Peas,  bush l-»fl 

Total  grain,  bush 1,343,370 

The  receipts  of  the  Erie  Road  are  exceedingly  large. 
To  day  they  were  $35,000,  and  the  aggregate  for  the  seven 
working  days  of 


Increaae (23,027  34     $20,000,  and  the  collections  $11,000. 


.216.605 
.  126,457 


October  is •• 

1859 

Increase 90,149 

The  whole  month  at  this  rate  would  give  some  $350,000 
increase.  The  company  are  paying  to-day  two  coupon,  7 
per  cent,  on  $6,00  1,000  of  Third  Mortgage  Bonds,  amount- 
ing to  420,000.  Anothsr  coupon,  anil  the  only  one  over 
due,  will  be  paid  in  a  few  days.  The  money  is  already  pro- 
vided. 

On  the  5th  inst.  the  Illinois  Central  land  collodions  were 
7,000,  and  the  new  sales  reached  I  ,000.  This  is  in  one) 
day  nearly  half  as  much  as  the  mcnthly  sales  of  late, 
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APPLEGATE  &  CO., 

AWitS'.UA'riH   &:   «'«.,  Book- 
Riiik-r.f,    .S(;iri<jner.s    and    B  1  it  II  k-  b  uok 

Manufacturers,  *13  Main    Street,  Cincin- 
nati, invito  the  attention   of  Booksellers, 
Country  mercii  buib,  'JVuchcre, 

iL-uil   others    to  our  varied  and 

exteiHive  stock  of  School,  Classi- 

cal,Tli  mo  logical,  Scii  niilic,    Siari- 

d.iril,  aiiU  uiucellaneoua  Iiyuks,  Paper. 
IS {'ink -books,    Stationery,    etc.,  efc.j 
which,  from  our  numerous  and  favora- 
ble   a  r  r  a  n  g  o  incuts    with    the 
leading  publish  ers,  as  well  as 
tin1  u  ri  n  I'ipul                   manufacturers 
and    imutinors              of  Paper  and  Star 
tioiufry,  we  can  offer  superior  iniluce- 
nn'iiii  to    purchaser'.^       ll  ■■  respectfully 
Bolicit  (i  comparison  of  siocK  uu..  prices 
Willi  any   other  house    in   tho    West 

Our   Stork    of    Stntionery 
is  very  complete,     embracing 
in   part    all    the    varieties    of  Cap, 
Letter,   Packet,    Commercial,   Bath 
and   Nolo  paiers,  together  with  Blotting, 
7'iwsiK*,    Drawing, 
and  Tea  w  ra  p- 
hoards,  E  n  v  eT- 
IV  ii  s,  Ponhotd- 
rac  k  s,   Copying 
Book$i   Ink  and 
sores.  Sealing 
Slnrcs.  RTiicilagn, 
Book  iv*N,  Bill 
vi*]"p»*  and   Card  cases  $  Onsl' 
Office  b<»\r^,  Rnlern,  Lrfl 


Envelope,  Manilla 
ping ;  Bonnet 
opes.  Cold  Si  Kteel 
ers,  Pencils,  Pen- 

?r  e  r  s  e  s ,    and 
nlwtands  ;   Kra- 
w  n  x.   \V  a  fe  ra, 
Banker's  cases, 
head  boxes,  En- 
id    Post 
•s.  Clips, 


Weigbrs  mid  Kile*  :  Pate  Calendars," 

together  with  all  other  articles 

used  in  ibe  conn  ting-  house. 

STATIONERS, 

To   our  Blank    Books   wo 
especially    call    attention,    as 
they  are  ui.m  ufaoturcd  at   our  own 
Rtablishme-nt.  of  the  best  material,  and 
1  neatly  paired,  including  all  sizes,  from 
random    book  to 
Boyal  and  Impe- 
bound  in  a  great 
a  n  d  of  superior 
Books    made    to 
Bired  pa  t  Te  r  n, 
printed  headings 
give    satisfaction 
per,    aeeiiracv   of 
ruling    and  durability  of  bind.ing ;  ail  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  nny  kind  domain  best 
style.     We  challenge  a  compa- 
rison witli  any  other  house. 

Blank    Book    Manufacturers, 


the 

small  m'e'mo- 

th 

*  large  Super 

nn 

f,  d;;er,  and 

var 

Kv   of  stvhjs 

W  O 

ik  in  a  nshi'p. 

wi 

i  or  without 

am 

warranted  to 

in 

innliiy  n  f  pa- 

We  are   prepared   Io 

Print  and  Bind  books 

tion  and  in  any  stylo 

sired,  .i.  rate-s  as  low 

quality  of  work 

cute  d  in  this 

w  h  e  i-  e.      Our 

executing  these 


Stereotype- 
of  any  descrip' 
that  may  be  da- 
ns t,  h  o   s  a  m  o 

can  be  oie- 
city  or  else- 
facilities  fur 
branches  oi* 


the   U'tuie   are  ample-,  &u  d 
authors  may  depend  upon  having 
their  hooks  published  in  tho  best 
tyle  and  on       short   notice 


Merchants  and 
Bills  of  Lading, 
Railroad     a  nil 
Ca  r  ds.   Circulars,  or 
tion  of  printing,  will 
that  wr  do  such     ohs 
despatch-.     Order.'  vo- 


others  wishing 
Bill    Hoads, 

Dray    receipts, 
any  other  descrip- 
please  hear  in  mini 
with  neatness  aui 
spect  fully  solicited. 


PUBLISHERS, 

(Hi.iH.sudAji.o4  tp^iiv       in  9AV 
•aBcajd  114  [tia  ion  uuj  yuup^o     iduioo 
jpojs  alio  u;iiau  'A"jdijUA  syojpua  ui  Hid 
-UUJ4C4S  puu   b^OO^I    pUtt   'UOJ4lpUU.l  A"J3A3 
oj   pdjius  sijouy  "e-injuoAptt 

pun  .(Ajjiu.iuu  jo  Bijou^ 

'OAJ4DUJ4SU!  punSmsnmu  ssioojt 
'ppi  pae  .wan  's^ooy  'ncuis  puua3.ii3T 
'wJtoot]  qjjM  adi(4dJou)  'asoqj,    -ojo  l-ap* 
'aHUUdy     s.Udpog    'aoiiuupj;    MPl^AY 
'eouepg    wjuuivh    •s.iopuoAV    pa.iong 
jo  uiinjo  'aojiijjjdg  'suudasof  'seAjl 
s^ipuupt^  'Aao^sjiJf  iuoiouy  s.aji 
*1  o-ji  'SJiao^YS^ioE'satt 

-  «  4  U  f)  UI  -UIO[)     ,S  0)[   i  X  J  £) 

*ojii   tpiqu    'jnautumid  uaotn  aqj  }o  uotj 
-uidumud  nn  111044  .).mui  e.iinb'ej  04  ujjdiu 
geauSui      em  40  s>|jo.w  su  u.won?]  i[d,A 
00^  flJK  8UOI1U0JI  pi  n  d  a.wo  juo 
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MAYOK*S  PROCLAMATION. 
Mayor's  Office.     ) 
City  or  Cincinnati.         ( 
In  pursuance  of  a  resolution  adopted  by  the  City  Coun- 
cil, on  the  15th  day  of  August,  IHS»,  notice  is  heie»>y  siven 
to  the  Electors  of  the  Citv  of  Cincinnati,  that  an  Bleetfnn 
will    he  held  on  the   NINTH  DAY  OF  OCTOBER  NEXT 
(second  Tuer-d-y,)  for  five  Justices  of  the  Peace. 

The  Polls  will  be  opened  al  the  usual  places  of  voting  in 
each  Ward,  between  the  hours  of  G  and  7  o'clock  in  the 
morning,  and  close  at  G  o'clock  in  the  evening. 

Given  under  my  band  and  the  Corporate  Seal 

;  skal.  ;  of  said  City,  this  28th  day  of  Seotemher.  1860. 
R.  M   BISHOP,  Mayor. 

PROCLAMATION.— I.  William  Dennison.  Governor  of 
the  State  of  Ohio,  do  hereby  notify  the  qualified  Elec- 
tors of  the  State  of  Oliio  to  assemble  in  their  respective 
Townships  and  Wards,  at  the  usual  places  of  holding  elec- 
tions, on  TUESDAY,  being  tie  sixth  day  of  November,  A. 
D  .  1PGH,  and  then  and  there  to  proceed,  as  the  law  directs 
to  elect  twenty-three  Electors  of  President  anrt  Vice  Presi- 
dent of  the  United  States,  in  pursuance  of  the  Constitution 
and  laws  of  the  United  States,  and  of  this  State- 

In  testimony  whereof  1  have  hereunto  set  my  hand,  and 
caused  the  Great  Seal  of  the  Siate  of  Ohio,  to  he  affixed,  at 

Columhus,  this  seventeenth  day  of  September. 

I  seal.  *    in  the  yeaj  of  our  Lord,  one  thousand  eight 

hundred  and  sixty,  and  of  the  Independence 

of  the  United  States  the  eighty-fifth.       By  the  Governor 
WILLIAM  DENNISON. 


PROPOSALS. 

Office  of  the  Mobile  and  Onto  R    R.  Oo.J 
Mobile,  Sept.  8th.  16G0.| 

1  PROPOSALS,  addressed  to  the  undersigned,  will  be 
received  until  the  20th  October  next,  for  furnishing 
First  Class  Sleeping  Cars  fur  the  Through  Trains  on  this 
Road. 

The  proposals  must  state  the  name  of  the  Patent  under 
which  the  cars  will  he  constructed,  the  time  they  can  be 
delivered,  and  the  juice  at  which  the  Company  can  purchase 
them— including  the  patent  right  to  use  the  same, — at  the 
expiration  of  one  or  two- years  after  date  of  deliver  on  the 
Road. 

L.  J.FLEMING, 
Chief  Eng.  &.  Gen'l  SupU 
Sept.  20,  td. 

-A--tpiril  Xts,  I860, 


Cincinnati,  Hamilton   and  Dayton 

SIX    DAILY    TRAINS 

LEAVE    THE    SIXTH   STREET  DEPOT 
(Sundays  Excepted). 

All  Trains  hun   by  Columbus  Time,  which  is  Seven 
Minutes  faster  than  Cincinnati  Time. 

THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 


G  A.  W.-EXPRFSS  TRAIN— For  Hamilton, 

Richmond,  IndLinapolis,  Losansport.  Day  ten,  Springfield, 
Urbjma  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

8  A.  Jfi;—  ACCOMMODATrOEV  TRAIN— 
For  Ilaamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.— COJLU3IBUS  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  New  York:,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2.30  P.  OT.  TRABN— For  Dayton,  Springfield.  Ur- 
ban a  and  Bellef^ntaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.  IM.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield.  Urbana  and  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  ;ill  points  in  Canada  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

JtTrFor  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:— No.  !<{£>  Walnut  street,  hetween 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
PepoU 

D.  McLAREN,  Superintendent. 


PROSSERS'   PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUBULAR  BOILER  MAKERS 

AND 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  fcc,  screwed  or  coupled  together, 
iu  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 
PARISH  FATEOT  GLASS  EX431ELED  1B9.\  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-V/ELDED    STEEL   TUBES. 

THOS.  PEOSSER  &  SON, 

28  Piatt  Street,  New  York. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 


INCINNATI,  HAMILTON  4  DAYTON 


On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows : 

6:00  A.  M.  Express — Prom  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond.  Indianapolis, 
Logansport.  Dayton,  Greenville,  Union  &c. 

7:30  A.  M.  Express— From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Beilair  and  Benwood;  and  via  Columbus,  Bel  air 
and  Pittsburgh  ;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — Fr^m  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Spriogfield, 
Urbana  nnd  Sandusky;  and  with  D.  and  M.  Road  for"Tr«»y, 
Piqua.  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detmit  and  all  points  in  Canada. 

8:00  A.  M- — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommo  'ation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:110  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Beilair  and  Benwood;  via  Col- 
umbus, Beilair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  p  M.  Express— Prom  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  Belle- 
font  line;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot;  for  Hamilton  and  ail  way  stations;  connects  at  Ham 
lltnn  for  Oxford,  &c. 

4:00  P  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:'H)  p.  M. — From  Little  Miami  Depot— Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— Fur  Dayton.  Sprinefield,  Urbana  and  San- 
dusky ;  for  Troy.  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago',  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  vii  Hamilton  for  Richmond   Losansport,  etc. 

11:00  P.M.  Express-— From  Little  Miami  ^Depot— Con- 
nects via  Columbus.  Steubenville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Beilair  and  Benwood  and  via 
t-olumbus-  Beilair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  I  Burnet  House  ;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time. 

P.  W.  STR.ADER. 

General  Ticket  Asent 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices* 
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Patent  Portable  Forge  and  J^lows. 

fpHKSE  FORGKS  are  superior  to  ait  nUii£i«f«r  build 
X  era  of  railroads,  mines,  quarries,  guiuuhltlie,  Iock- 
smiths,  machine  simps,  boiler  makers,  jas  fitters  and 
mathematical  and  optical  instrument  makers.  They 
ar2  the  only  forge  made  that  can  oe  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 

Railroad  companies  andothers  in  want  of  Portable 
ors.es  willaddress  W,  G.  HYNUMAN, 

ap23  41  Bast  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


R.AIliR.0  A  T>. 

SHOKTEST  ROUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


TIIREE  PASSEN'^R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.'—  Arrives  at  Indiana- 
polis at  1(1:47  A.  M.,  Chicago  at  8  P.  M. 

II. SO  P.  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:511  P.  M. 

6.00  P.  M.-CHICAOO  EXPRESS.— Arrives  at  Ind- 
ianapolis atlU:45  P  M.;  Chicago  at?:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^03*  Be  sure  you  are  in  the  rizht  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis. 

K^FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through" 

TIIROUG^  TTCKETS. 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner.  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  frnai  each  Train,  and  will  call  for 
passengers  at  ill  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

n.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON^ 

AND  ZANESVILLE 
RAIIiB    O  A  ID>  . 

Two  daily  trains,  at  6  A.  M  .-ind  6  P.  M.,from  Little  Mi 
ami  Depot.  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Rktornino  Trains — Arrive 
4.40  P.  M. 

Through  and  Local   Ti.kets 
Officea  of  Little  Miami  It  ml. 


V 


tCincinnati  at  8  A.  M.  and 
sale    t  Depot         Ticket 
OND         eirer 


RAILROAD  ISDN. 

THK  underaigned.  Agentsfnr  the  Manufacturers,  are 
prepared  3  contract  lo  delWer  free  on  hoard,  at 
shtppingrpjrUin  England, or  at  ports  of  dischaarge  In 
theUnitccI^iiilEs.Rails"f9uperioi  quality, and  of  Weight 
ofpatterii    ,may  ne  required. 

VORE,  LIVINGSTON  &  CO. 
New  York,  Ap3,185fi.  9  South  Wlliam  Street. 

T.  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

o.67       est  6 Hi  St.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

QREA T  NA  TIONAL  RO  UTE  TO 

BALTIMORE,  PHILADEPni  A,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL 

AND 


OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columns  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

"West,   South-West  and  North  "West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.  New  York  and  Boston. at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  HI  astern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

Sr;KEPTNGC.\RH  ATTACHED  TO  ATX  NTGHT TRAINS, 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  fit  a  comparatively  small  ex- 
pense. The  scenerv  is  celehiated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Dnuhle  track; 
its  fine  Motels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort, 

Th'ou^h  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  AVest. 

TJ-?3  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P    SMITH.  Matter  Transportation ,  B.  &  O.  R.  R. 

J.  II.  SULMVAN.   Gen.  West.  Atr'..  R.8?  O  R.  R. 
h.  M.  COfiR.    Gen.   Tir.ket    tpt..   R.  $  O.  R.  R. 
H.  J.  .IEWRTT    Pres't  0.   O.  R.  II. 
J.  W.  BROWN.  Ge»     Wrtst  A{/t.,  C.   O.  R.  R. 


G.    W.    MORRILL. 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  *  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  fui  nished  by  up  shall  be  nf  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  that 
no  pains  will  he  spared  to  2ive  entire  satisfaction  it. 
al    anep  6 


IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

LAP»WIL©E©  iQCLi&  FLUBS, 

7 inches  outside  diameter,  cut  to  definite  length 
as  required. 

nKorr.HiiRoiv  wixorD  tubes, 

From  %  to  5  inches  bore,  with  Screw  and  SocketCon- 
oections.    T*s,  L's,  Stops,  Valves,  Flanges,  etc.,  etc 
Warehouse*  209  South  Third  St., 
PH  ILADELPH  1A  *  \p.ug 

STEPHEN  MORRIS,  rilAfl.  WHEEL**,  JR. 

TH08.  T.TABKEtt,  JR.,  B.  P.  M    TX4KKEU 


■  W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of  "  T       Bail 

\PATE2tT&Di  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
viewof  outside  plate  C,  wbu  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  to;  till  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  bevend  the  head  of  the  rails,  ir  it  would  interfere 
withte  shegeflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  tests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  tocenfinethe  plate  C  The  ends  of  the  lonirues  are 
furnished  with  vertical  slots  to  receive  keys,  which  art 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  ioint  tie  hy 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  P.  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  their  place. 

The  plates  C    and    T),   constructed,   and    applied,    an 
tongued  together,  hy  the  tongues  passing  through  the  rails, 
amf secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  posai 
ble  manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  Bydriving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  * 
her  can  move  without  the  other. 


Anothergreat  advantagcis,  theallowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot:' n  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    Thip  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  andtakes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  tha 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  vith  thebreakingof  rails,  whee 
and   axles,  preventing  th*  loss   of  life  and   destruction 
property,  and  saving  at  i«*at  fifty  percent,  on  the  wea 
the  roiling  stock  of  the  road. 

W.  HARVEY,  Inventor  a*d  Pa.tbktji 
41  Jefferaon'&treet,  Albany, 
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GEO.   H.    KNIGHT    &    BROTHER 

Patent  Attorneys, 

IV.  K    Corner  Vine  &  4th. 

Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia, 

Ju  24.  6m. 
ti.  G.  LOBDELL.        H.  S.  M'COMBS.        I).  P.  EUSH. 

BUSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  R.K.Ciirs&  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Extttit 

F    It   THEIR 

CELEBRATED     WHEELS, 

EITHER   SINGLE  OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    Rolled    Axles, 

In  the  beet  manner,  at  the  shortest  notice,  and  on    the 


WHEELER  &  WILSON'S 


Most  Reasonable  Terms. 


apO 


A  Book  for  Everv  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories*  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Officex;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular ;  Abstract 
of  the  Laws  and  Regulations  of  the  Post- OJlce  De- 
partment, <j&C,  &c* 

COMPILED    BY   E.   PENKOSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   T  wenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
U.  S.  Blank  Agency,  Cincinnati  Post-Office, ) 
January,  1859.     ( 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
Iter  sources,  and  contains  the  most  complete  list  of  Post- 
Offices    especially  of   the    Western,    North-Western,  and 
South-Western  States,  yet  published. 

MAHLoN  H    MEDARY, 
Ageni  and  Inspector  of  Blanks,  <£c,  for  P.  0.  Depart. 

The  book  makes  an  actavo  pnmphletof  about  1(10  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  jV«io  Offices,  Changes  ar  a 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed- 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Conn 
ies,  making  it  especially  valuable  to  business  men.  No 
similar  airaugement  has  been  published  since  ]85ti.  There 
are  3000  more  offices  in  this  thai  in  any  book  heretofore 
issued.  77te  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

K  r  Single  copies  sent  by  mail  (postng  prepaid)  to  any 
address,  upon  receiving  Twenty-rive  Cent*  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  SJ  00,  or  Ttv«lve 
Copies  for  £'J.*r0. 

Addres*.  C  S.  "WILLIIAMS] 

194  Waln.u  Street, 


SEWING  MACHINES. 

TO.    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH   OFFICES: 


Louisville,  Ky., 

Lafayette,  lnd., 

Indianapolis,  lnd., 


Columbus,  O., 
Dayton,  O., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  noon,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Wive   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ee  os 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

]PP8end  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

feMS.  WM.  SUMNER  &  CO. 


WROUGHT   SRON 

ARCH  BRIDGES 

— AND-^ 

Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATELl  SHEETS,  OP  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  liO  West  Third  Street,  Cincinnati,  Ohio. 

Snt.2.  MOSELEY  &  CO. 


JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 

AL  INSTRUMENT  MAKERS, 

S.W.COKNEK  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermometers, Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand,    riepairing  attended  to. 

*"  "WITCHELL,  JAMES  F0STER,Jr. 


Street  arid  Other  Railroad  Iron. 

WOOD,  MORBELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania, are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,  m.6. 

"  FREEDOM  IRON  COMPANY, 

MAKUFACTUTERS    OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

iewistown,  Miifiin  Co.,  Penn, 

JOHN  A.  WRIGHT,  SupH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  In  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  ia 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 


New  Time  Table 

OF    THE 

KEW  YORK  CENTRAL  R.  R. 


Leave  Alh^Dy. 
Steamboat  Exp . .  7  no  a.  m. 

Mail 0.10a.  m. 

New  York  Exp..  11-15  a.  m. 

Night  Exp 5.011p.m. 

Utica  Accom'n..  6  no  p. 

N.  Y.Mail 11.15P.  M. 

Leave  Bunalo. 
New  York  Exp..  5.15  a.m. 
Steamboat  Exp..  8.00  a.  m. 

Mail 

Cleveland  Exp..6.Pn  p.m. 


Ar. 


Cincinnati  Exp.  11.00  p. 
UticaAccom'n.. 


Arr.  Buffalo. 

Arr.  S.  Br. 

7  00  P.  M. 

7  00  p.  x. 

l'J.50  A.  M. 

S.'llp.  M 

9.00  p.  M. 

4.00  A.  M. 

4.00  a.  M 

r.  io.no  p. m 

— 

m.o  a.m. 

10.00  a,  m. 

Leave  Bridge. 

Ar.  Alb'y 

5.15  a.  M. 

3  30  p.  m. 

8.00  A.  M. 

8.00  P.  M. 

2.30  p.  KJ 

6.(10  p.  M. 

11.00  p.  M 

S.30  a.  M, 

— — — 

10.00  a.     , 

CINCINNATI 

LOCOMOTIVE  WORKS, 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efticiencYaud  durability  to  the  bes/  Easte 
manufacture.   Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
forcing  an  dcasting  done  at  short  notice  ,  Also,boltsfo 
bridges  cu   Tvithdispatch. 

MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Yisitorsappointed  by  the 
State,  is  underthe  superintendence  01  Col.  E.  tt, 
IHORGAlV,  a  distinguished  graduate  ot  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Colleges 
hut  more  extended  in   Mathematics,  Mechanics,   Ma 
chines, Construction,  Agricultural t'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sni 
time  means, and  object  ofProfessionalpreparatiOD;  both 
belore  and  after  graduating. 

The  twelfth  annual  ternTis  now  open.  Charges, §109 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  **  Military  Institute 
Franklin  Springs, K.y,  ''or  theundersiffned. 

F/DUDLEY. 
Preeidsutcitb   Boar 
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E.  D    MANSFIELD. 
T.  WEIGHTSOB, 


Editors. 


CINCINNATI: 
Thursday   Morning-,    Oct.  18,     1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WEIGHTSON  &  CO. 

OFFICE -No.  167   Walnut   Street. 

SUBSCRIPTIONS— %%  Per  Annum,  in  Advance. 

To  subscribers  in   Great  Britain,   13s.  6d.  (S3)  payablein 
advance. 


ADVERTISEMENTS. 

A.  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  single  insertion, $1  00 

"        "        per  month, 3  00 

**        "        six  months, 12  00 

*  *      **        per  annum, 20  00 

'*    column,  sin  pie  insertion, 5  (10 

"        "        per  month,. 10  00 

"        *'        six  months, 40  00 

'•        «*        per  annum, 80  0(1 

**    page,  single  insertion, 15  00 

'*        *'         per  month 25  00 

**        ■*         sixmonths, - 110  00 

44        "        perannum 200  00 

Cardsnotexceeding  four  lines,  $5,00  per  annum. 


THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
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THE  CONNECTION  OF  ASIA  AND 
AMERICA. 

In  immediate  connection  with  the  question 
of  the  Pacific  Railroad,  is  that  of  the  commer- 
cial connections  of  America  and  Asia.  For, 
if  the  Pacific  Railroad  be  made  (of  which  we 
shall  speak  hereafter) — where  is  it  to  termi- 
nate? And,  with  whom  connect?  It  must 
be  plain,  that  one  of  the  most  important  ques- 
tions connected  with  the  location  of  a  railroad 
from  the  Atlantic  to  the  Pacific,  in  our  own 
country,  is  how  best  to  bring  over  it  the  trade 
of  Asia?  It  is  absolutely  certain  that  a  rail- 
road across  our  continent,  would  revolutionize 
the  course  of  Asiatic  commerce.  It  is  inevi- 
table, as  to  our  own  trade  with  Asia,  for  no 
one  will  pretend  to  bring  Asiatic  commerce 
round  Cape  Horn,  or  over  the  Isthmus  of  Pana- 
ma, when  8.000  miles  of  distance  is  to  be 
saved  in  one  case,  and  3,000  in  the  other. 
This  is  a  fact — after  the  necessity  of  connect- 
ing the  distant  parts  of  our  own  country,  the 
great  question  of  the  Pacific  Railroad.  It  is 
the  one  question  of  profit  to  the  owners  of  the 
road;  for  if  the  road  be  so  made  that  it  can 
command  the  trade  of  Asia,  the  question  of 
profit  is  settled.  For  if  there  be  one  line  of 
road  only  over  this  continent,  having  no  com- 


petitor, and  therefore  commanding  the  whole 
internal  trade  of  this  continent,  and  to  that  be 
super  added  the  whole  commerce  of  China  and 
Japan  with  this  country,  it  is  beyond  question 
that  the  road  must  be  profitable.  The  trade 
both  external  and  internal  must  be  immense. 
The  practical  question  of  a  Pacific  Road,  to 
be  made,  or  aided,  by  Government  is  this: — 
Where  shall  a  Pacific  Road  be  made,  so  as  to 
make  the  shortest  and  cheapest  connection  with 
Asia — especially  Japan,  and  China?  On  this 
subject  we  must  recognize  in  the  beginning 
certain  historical  and  geographical  facts  which 
have  scarcely  been  considered  at  all. 

I.  Where  is  the  natural  or  original  transit 
between  Asia  and  America?  In  reply  to  this, 
we  say  that  America  was  originally  settled 
from  Asia.  At  this  time,  there  is  no  question 
as  to  that  fact  among  ethnologists.  The  red 
Indian  is  a  Mongol,  and  his  exact  counterpart 
is  now  found  in  Monohoona  on  the  Amoor  Ri- 
ver, and  throughout  the  Mongol  country.  How 
did  he  come  over?  There  is  no  doubt  about 
this.  He  came  over  the  Gulf  of  Tartary  or 
through  (he  Japan  Straits  and  Kunti  Islands 
to  the  country  opposite.  The  seas  are  calm, 
and  the  climate  mild,  as  compared  with  that 
of  the  same  latitude  on  the  Atlantic.  The  ac- 
tual connection  between  Asia  and  America 
was  made  just  where  the  distance  was  shortest 
and  the  voyage  easiest.  So  far  we  are  in- 
structed historically  as  to  the  natural  route. 
The  most  important  fact  is  the  geographical 
one.  The  present  great  port  of  China  trading 
with  America  is  Canton.  The  great  American 
port  is  San  Francisco.  Now,  suppose  this 
changed,  and  the  American  port  to  be  on  the 
Straits  of  Fuca,  and  the  Asiatic  on  the  Island 
of  Jesso  in  Japan,  what  follows?  The  present 
route  of  Asiatic  commerce  from  Canton  to 
San  Francisco,  (supposing  the  last  to  be  the 
port,  when  in  fact  it  is  New  York)  is  double 
that  by  Vancouver,  the  Kunti  Islands  and  Ja- 
pan. If,  now,  as  we  must  all  admit,  the  routes 
by  Cape  Horn,  and  Panama  can  not  compete 
with  that  by  San  Francisco  (if  a  railroad  be 
made  to  that  point)  it  is  also  plain  that  the 
San  Francisco  route  cannot  compete  with  thai 
by  Vancouver.  Here  then  is  an  all  important 
fact,  that  with  an  interior  railroad  to  the  Amer- 
ican cities,  no  route  to  Asia  can  compete  with 
that  by  the  Straits  of  Fuca.  The  only  objec- 
tion which  could  be  urged  to  that,  or  any  high- 
er point,  is  that  of  a  cold  climate;  but  this  is 
an  assumption.  It  is  not  a  cold  climate.  On 
the  contrary,  the  line  of  mild  temperature  ex- 
tends several  degrees  on  the  Pacific  above  that 
on  the  Atlantic.  The  climate  laws  have 
changed;  and  ports  above  Vancouver,  both  on 
the  American  and  Asiatic  coasts  are  abundant- 
ly mild,  in  climate,  for  any  commercial  pur- 
poses. This  ob.iection  is  nothing.  There  is 
no  such  fact  to  be  set  up.  Again,  we  have  re- 
cently come  to  the  knowledge  of  another  great 
fact,  which  will  have  an  important  bearing 
upon  our  future  trade  with  Asia.     This  is  the 


position  ar.d  importance  of  the  Amoor  River. 
The  Amoor  and  its  Valley,  is  now  the  subject 
of  contest  between  Russia  and  China.  The 
river  lies  in  the  province  of  Mandshuria,  a 
port  of  China.  But  the  Russians  are  taking 
possession,  by  building  forts,  establishing  na- 
val stations  and  preparing  steamboats.  The 
result  is  by  no  means  uncertain.  The  whole 
Valley  of  the  Amoor  will  fall  into  the  hands 
of  the  Russians.  The  navigation  of  the  river 
and  the  Gulf  of  Tartary  will  be  made  in  steam- 
boats— and  a  great  revolution  in  the  Northern 
commerce  of  Asia  accomplished.  Now,  we 
in  this  country,  are  not  aware  that,  notwith- 
standing the  immense  population  of  China,  this 
Northern  country,  originally  Mongol,  or  Tar- 
tar, is  yet  sparely  populated.  There  is  yet  an 
immense  deal  to  be  done,  a  new  civilzation 
and  commerce  to  be  introduced.  In  one  word 
that  is  the  country  of  future  Asiatic  Progress. 
Let  us  then  look  at  the  position  and  import- 
ance of  the  Amoor  River. 

I.  The  Amoor  lies  mainly  between  the  45° 
and  50°  of  latitude,  and  running  in  a  tortuous, 
but  easterly  direction  to   the  Gulf  of  Tartary. 

II.  The  length  of  the  main  river  is  about 
2,200  miles,  or  about  that  of  the  Mississippi. 
In  its  general  character  it  is  very  much  like 
the  Mississippi,  except  in  the  more  northern 
part;  the  principal  forest  trees  are  the  same 
as  on  the  Upper  Mississippi.  The  soil  is  rich 
and  the  country  undoubtedly  capable  of  con- 
taining a  dense  population.  The  whole  of  it 
is  yet  to  be  reclaimed  from  nature;  for  in  1,300 
miles  there  is  in  the  immediate  valley  but 
seven  thousand  people,  according  to  the  esti 
mate  of  Mr.  Perry  Collins,  a  recent  American, 
traveler  in  that  region — -the  only  person,  we 
believe,  who  has  given  any  accurate  account 
of  it.  In  the  Valley  of  the  Amoor  there  must 
be  at  least  100,000  square  miles  of  good  coun- 
try, and  that  country  must  soon  have  ten  mil- 
lions of  people.  Opposite  lies  the  peninsula 
of  Kamtschatka,  which  will  be  speedily  filled 
up  also. 

The  intelligent  mind  must  see  at  once  the 
connection  of  these  facts  with  the  location  of 
a  Pacific  Railroad.  In  (be  latitude,  very  near- 
ly of  the  Straits  of  Fuca  lies  the  great  Valley 
of  the  Amoor;  opposite  that  the  peninsula  of 
Kamtschatka;  below,  the  Kunti  Islands,  till 
we.  came  to  the  great  Islands  of  Japan,  with 
twenty  millions.  To  all  this  immense  region 
— and  even  to  all  that  around  Pekin — the 
distance  to  the  Straits  of  Fuca  are  less  than 
half  that  to  San  Francisco.  But  more  than 
this,  it  is  nearer  to  any  part  of  the  Chinese 
coast  above  Canton  to  Fuca,  than  to  San  Fran- 
cisco. We  see  then  that  the  Strains  of  Fuca 
is  the  position  on  the  American  coast  which 
commands  Northern  Asia,  and  especially  with 
the  growing  part  of  it.  On  the  other  hand, 
the  region,  scarcely  as  yet  touched  by  civilized 
man,  around  the  Straits  of  Fuca,  is  immense, 
soon  to  be  filled  up  with  millions  of  poeple. 
This  great  country — say  from  45°  to  55°  (a  cli- 
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mate  sufficiently  temperate)  stretching  back  to 
the  Lakes,  will  be  filled  up,  and  furnish  an  im- 
mense trade  to  any  railroad  line  which  shall 
be  made  there,  while  nearly  the  whole  trade  of 
Asia  will  pass  over. 

This  view  of  our  future  connection  with  Asia) 
is  suggestive  of  the  importance  of  a  Northern 
Pacific  Railroad,  whose  ultimate  termination 
must  be  on  or  near  the  Straits  of  Fuca. 


CHICAGO  AND  ROCK  ISLAND  RE 

Below  we  give  a  brief  abstract  of  the  An- 
nual Report  of  the  Chicago  and  Rock  Island 
Railroad  Company,  being  all  we  can  find  space 
for  this  week : 

The  gross  earnings  for  the  year    from  Jill 

sources  were SI, 093,933  77 

And  the  operating  expenses  for  the  same  pe- 
riod...          622,061  4.) 


Net  earnings 

Interest  paid  on  Bonds $97,790 

Kent  of  Peoria  Branch 125,0011 

Taxes  on  Keal  Estate 30,701  79 


Net  incomes  for  the  year 82 1 1 ,777  55 

There  has  been  purchased  and  used  upon 
the  road  89,375  ties  of  the  best  quality  of 
white  oak,  and  470  tons  of  new  rails  re-rolled. 
There  has  been  also  during  the  same  time,  15,- 
467  rails  repaired. 

A  large  amount  of  ballasting  has  been  ad- 
ded to  the  Road-bed  during  the  past  season,  so 
that  the  superstructure  and  Road-bed  were 
never  in  better  condition.  Several  new  stone 
culverts  and  embankments  have  been  substi- 
tuted in  the  place  of  piles  and  trestle  bridges. 
It  has  been  the  policy  of  the  Directors  to 
put  the  Road  and  Equipment  in  the  best  pos- 
sible condition  for  moving  the  large  crop  of 
the  present  season;  and  by  referring  to  the 
table  of  "Disbursements  for  operating  and 
maintaining  the  Road,"  it  will  lie  seen  that  the 
sum  of  $272,107  26  has  been  expended  in  re- 
pairs of  Road-iied,  Equipment,  Station  Build- 
ings, &c  ,  daring  the  year. 

Notwithstanding  the  gross  earnings  are 
larger  than  the  preceding  year,  there  is  a  fall- 
ing off  in  the  passenger  traffic.  The  failure 
of  crops  for  the  past  three  years  has  not  only 
taken  from  the  people  of  the  country  the 
means  of  traveling,  but  has  also  compelled 
them  to  economize  in  their  expenses  of  living, 
which  has  greatly  diminished  the  western 
bond  freight  from  what  it  otherwise  would  have 
been.  Besides  the  business  which  the  extra- 
ordinary crop  now  upon  the  ground  will  o-ive 
us  in  carrying  it  to  market,  it  can  not  fail  also 
to  greatly  increase  our  outward  bound  freight 
and  passenger  traffic,  as  soon  as  the  people 
have  realized  on  a  portion  of  their  new  crop. 
The  sum  of  $42,000  was  charged  to  the 
Sinking  Fund  in  1859,  and  a  sum  of  $200,000 
has  been  charged  to  the  same  account  the  pre- 
sent year;  making  in  all,  $242,000,  which  has 
been  charged  out  of  the  Income  Account  as 
will  be  seen  by  reference  to  that  account. 

The  Mississippi  and  Missouri  Road  has  been 
extended  since  our  last  report  to  the  Home- 
stead, so  called,  twenty  miles  west  of  Iowa 
City,  and  trains  will  commence  running  to 
that  place  in  September.  [October  2, 1860. — 
The  road  is  now  extended  and  opened  for  bus- 
iness to  Marengo,  thirty  miles  west  of  Iowa 
City,  or  87  miles  from  Davenport,  and  running 
into  the  best  portion  of  Iowa.]  The  grading 
and  bridging  is  under  contract  to  Grinnell,  a 
further  distance  of  thirty-seven  miles,  and  is 
.in  such  a  state  of  forwardness  as  to  give  rea- 
sonable expectation  that  it  will   be  completed 


in  January  next.  It  is  expected  the  iron  will 
be  laid  and  this  extension  ready  for  use  next 
Spring,  or  early  the  ensuing  Summer.  When 
this  is  completed,  the  main  lino  west  of  the 
Mississippi  River  at  Davenport  will  be  one 
hundred  and  twenty-three  miles  directly  west 
of  the  river,  and  reachin°-  within  fifty-two  miles 
of  Des  Moines.  Add  to  this  the  fifty-two  miles 
of  the  Washington  Branch,  and  we  have  in 
western  connection  in  Iowa  one  hundred  and 
seventy  five  miles  of  road  passing  through  the 
most  fertile  country  in  the  West,  and  now 
having  a  large  surplus  of  produce  ready  for 
transportation  as  soon  as  the  road  is  comple- 
ted. 

STATEMENT. 
Stowing  the  Earndnqs  from 

Ete  ,  for  each  month  from 

1st,  1860. 

Passengers. 

July.  1859 820.337  38 

August 29,3-19  15 

September.' 44.120  30 

October 34 ,905  63 

November 29  990  87 

December 25,607  19 

January.  I860....    21,303  18 

February 22.188  86 

March 28,910  66 

April 27,423  41 

Nay 32,570  79 

June 25.325  32 

Total ,8343,092  80        8706,79121       S«,049  66 

BALANCE  SHEET. 
Credit  Balance. 

Capital  Scock  Account 85,603,000 

Mortgage  Bonds 1,397,100 


Passengers,  Freight,  Mails- 
July  the  1st,  1859, to  Julyllie 


"Freights. 

Mails. 

S30.793  42 

S3  045  67 

5-1,777  50 

3.10.5  92 

72,837  19 

3.095  66 

88.145  73 

3.038  54 

67.391  33 

3,157  91 

53,266  14 

3,318  67 

48,482  14 

3,048  67 

41.J97  06 

3.016  66 

45.343  07 

3.154  09 

55.659  15 

6.0S7  54 

68.662  95 

3,038  67 

72,035  68 

3,041  06 

Railroad  Bridge  Company 

Profit,  balance  of  Income  Account . 


-87,000,000  00 
4,791   10 
432.3:8  39 


Total 87,437,019  49 

Debit  Balance. 

Cost  of  Road  and  Equipment S6,913,5">4  42 

Illinois  and  Mississippi  Telegraph  Company.         13,7c5  52 

1,015  shares  Chicago  and  Rock  Island  Railroad 

Company  Stock,  at  par 101 

Bills  Receivable 15 

Sundry  small  balances 

Siock  of  fuel  on  hand 

Iron  and  other  materials  on  hand 

Balance  due  from  other  roads,  cash  and  unset- 
tled accounts  in  Cashier's  hands,. Chicago.      219 

Cash  in  hands  of  Treasurer 54 


son  oo 

000  I  0 


,663  26 
719  35 


.912  19 
582  10 


Total. 


.87.437,949  49 


RAILROAD  TO  THE  PACIFIC. 

Office  of  the  Leacemcorlh,  Fort  Riley  &  West 
em  Railroad   Company. 

Leavenworth  City,  Kansas,  Sept.  11,  1860. 
lo  the  Editor  of  the  Xew  York  Tribune  : 

Sir — In  yourissue  of  the  5th  iust.,  I  observe 
a  special  dispatch  from  Washington  City  ot  the 
4th  inst,  headed  "Indian  Lands  for  a  Rail- 
road," as  follows: 

"It  seems  that  the  Delaware  Indians  of 
Kansas  are  to  be  subjected  to  a  loss  of  half 
their  lands,  through  treaty  stipulations,  by 
which  they  are  to  go  to  aid  in  the  construc- 
tion of  a  railroad  to  run  west  from  Kansas 
City.  The  insignificant  proceeds  are  to  go  to 
the  tribe,  but  the  thing  looks  as  if  very  much 
more  land  had  been  conveyed  than  was  neces- 
sary to  any  legitimate  railroad  purposes.  The 
remaining  half  of  the  reservation  is  to  he  so 
surveyed  that  every  Indian  will  have  his  por- 
tiou  properly  secured  to  him." 

Your  special  dispatch  agent  has  been  im- 
posed upon  most  egregiously  by  some  design- 
ing person,  in  relation  to  the  contents  of  the 
Delaware  Treaty  (which  was  ratified  by  the 
United  States  Senate  on  the  27th  of  June  last 
without  a  dissenting  voice),  or  he  has  not  read 
it  with  any  other  object  than  to  misrepresent 
its  contents,  and  thereby  do  the  greatest  in- 
justice to  our  Railroad   Company,  with  which 


the  material  interests  of  Central,  Southern  and 

Western  Kansas,  and  more  especially  the  val- 
ley of  the  Kansas  River,  are  so  closely  identi- 
fied. _  Believing  this,  I  feel  it  my  duty  to  cor- 
rect in  this  manner,  any  erroneous  impressions 
that  may  be  created  by  the  said  dispatch. 

You  have  heretofore  been  the  steadfast 
friend  of  Kansas  and  her  interests,  and  I  can- 
not believe  that  you  will  give  countenance  to 
anything  that  would  militate  in  the  slighest 
degree  against  the  yreal  interest  of  the  Terri- 
tory, viz:  the  Leavenworth,  Fort  Riley  and 
Western  Railroad,  from  this  city  up  the  Yallc-y 
of  the  Kansas  River  by  Fort  Riley;  in  the  di- 
rection of  the  gold  region  of  Pike's  Peak,  due 
west  of  us.  This  city,  with  her  10,000  people 
and  her  large  Western  trade;  this  vallev  and 
itsflourishing  towns  and  farms;  and  the  Rocky 
Mountain  region  of  gold  west  of  us,  are  all 
familiar  to  you,  as  you  were  but  recently  in 
our  midst.  I  feel,  therefore,  that  I  am  address- 
ing a  friend  of  our  interests,  and  of  our  rail- 
road enterprise  especially.  With  this  land, 
the  subscription  obtained,  and  the  credit  of  the 
road,  we  hope  to  be  able  to  build  it  to  Fort 
Riley,  116  miles  distant  by  the  line  of  the  road. 
This  is  the  only  road  that  has  a  solid  basis 
west  of  the  Missouri  River.  All  of  the  rival 
enterprises  projected  west  of  this  river  are  re- 
lying largely  upon  city  and  county  bonds,  and 
town  lots  at  fabulous  prices,  tor  a  basis.  They 
are  gotten  up  by  parties  having  large  town  in- 
terests, and  are  puffed  into  notorietv  by  barbe- 
cues and  celebrations,  to  make  lots  sell.  These 
things  do  not  deceive  sensible  men.  If  lands 
should  be  granted  for  railroad  purposes  by 
Congress  to  Kansas,  no  contemplated  road 
west  from  any  point  on  the  river  would  get  any 
land  for  the  first  hundred  miles,  because  the 
land  is  in  second  hands.  Therefore  none  of 
the  many  spejulative  projects  could  raise 
the  means  to  build  to  the  land,  if  they  had 
it  granted  to  them.  How  different  is  it 
with  the  Leavenworth,  Fort  Riley  and  Western 
Railroad.  The  Delaware  tribe  consists  of 
about  1,100  Indians.  This  treaty  gives  to  each 
80  acres  of  land  in  fee  simple,  without  the 
power  of  alienation;  the  residue  (220,000  or 
230,000  acres)  is  to  be  sold  to  the  Leavenworth, 
Fort  Riley,  and  Western  Railroad  Company, 
at  not  less  than  SI. 25  per  acre.  The  proceeds 
the  Indians  receive,  to  improve  their  farms. 
The  Company  pay  for  this  land  in  six  months 
after  the  surveys  are  made  When  the  Com- 
pany build  and  equip  25  miles  of  road,  a  pa- 
tent issues  for  one-half  the  land;  and  when 
the  road  is  built  and  equipped  20  miles  further, 
to  the  western  boundary  of  the  reservation, 
the  patent  issues  for  the  balance.  This  is  the 
substance  of  the  treaty.  The  government  has 
rarely  if  ever  paid  over  10  cents  per  acre  for 
Indian  lands,  and  very  frequently  not  over  10 
and  20  cents.  It  has  bought  millions  of  acres 
in  this  Territory  at  these  prices.  It  is  now 
selling  as  good  land  at  80  and  90  cents  per 
acre  for  land  warrants;  the  cash  price  is$1.25. 
Can  there  be  anything  unfair,  unjust,  or  op- 
pressive to  the  Indian  in  this  treaty?  A  great 
many  of  these  Indians  are  as  intelligent  and 
well  educated,  probably,  as  your  correspondent, 
and  understand  their  own  business  quite  as 
well  as  he  does.  Congress  has  given  millions 
of  acres  of  land  for  railroad  purposes  in  the 
various  States  for  nothing,  and  there  has  been 
no  complaiut;  but  the  moment  a  railroad  com- 
pany iu  Kansas  buys  from  the  Indians  200,000 
or  300,000  acres  of  their  land  at  $1.25  per 
acre,  it  is  a  suspicious  affair,  and  somebody  is 
clu-ated.  In  the  face,  too,  of  the  fact  that 
land  grants  and  appropriations  for  the  puulic 
buildings,  bridges,  etc.,  have  been  refused  us, 
I  must  say  there  is  a  degree  of  inconsistency 
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in  the  course  of  your  correspondent  that  I  can- 
not comprehend. 

By  an  examination  of  the   map  of  Kansas, 
you  will  see  that  the  northern  boundary  of  this 
reservation  is  within  six  and  one-half  miles  of 
this  city;  it  is  from  ten  to  sixteen   miles  wide 
from  south  to  north,  and  forty  miles  in  length, 
from  east  to  west,  extending  from  the  Missou- 
ri River   to  six   miles  west   of  Lecompton  on 
the  Kansas  River.     The  road  will  pass  through 
these  lands,  and  very  near  if  not  through  the 
88,000  acres   reserved   by  the   Indians,  which 
will  be  doubled  and   quadrupled   in  value   by 
building  this  road.     The  laud  is  snrroundedVm 
all  sides  by  flourishing  towns,  such  as  Leaven- 
worth City,    Quindaro,  Wyandotte,   Parkville. 
Kansas  City,  Westport,  Lawrence,  Lecompton, 
Teeumseh,  Topeka,    Osawke,  Askaloosa,   etc 
It  is  in  the  midst  of  the  most  densely  popula- 
ted and  flourishing   portion  of  Kansas.     It  is 
surrounded  on  all  sides  by  well  improved  agri- 
cultural districts,  and  here  in  this  center  is  this 
large  and  fertile,  well  watered   and  well   tim- 
bered   tract   of  land,  unsettled,    uncultivated, 
unimproved,  and  to  all   intents  and   purposes 
valueless  to  the  Indian  and  white  man.     I  ask 
you,  how  much  better  for  both  to  have  a  good 
and  substantial  farmer  on  each  160  acres,  and 
a  good  railroad  passing  through  it  and  the  cen- 
ter of  the  Kansas  valley      Your  correspondent 
is  as  much  at  fault  in  his  geography,  as  in  his 
knowledge  of  the  contents  of  the  treaty.     His 
idea  is  that  the  Leavenworth,  Fort   Riley  and 
Western  Railroad  starts  from  Kansas  City  in 
Missouri.     The  fact   is  it  starts   from  Leaven- 
worth   City,   adjoining   Fort    Leavenworth   in 
Kansas;  it  is  the  largest  city  west  of  St.  Louis 
on   the  Missouri   River,  and   the   commercial 
emporium  of  Kansas  and  the  West.     The  road 
passes  up  the  Kansas  River  valley  to  Fort  Ri- 
ley; three-fourths  of  the  route  is  almost  a  na- 
tural roadway,  the  valley  being  level  and  from 
three  to  ten   miles  wide.     The   valley  extends 
by  the  Smoky  Hill  Fork  of  the  Kansas   River 
to   within    a   short   distance   of   the   base   of 
"Pike's  Peak;"  there  is  an  abundance  of  coal 
wood  and  water  and  grass  all  the  way  to  Den- 
ver and    Colorado    Cities.     A  good    emigrant 
road  has  been  recently  established  and  opened, 
which  makes  the  distance    over  one    hundred 
miles   shorter   than    by  any  other   route   now 
traveled.     There  are  only  ten  miles  of  sandy 
road,  and  only  one  place  where  it  is  eighteen 
miles  between  the  streams,  on  the  whole  route. 
At  Fort  Riley,  the   trade  and  travel   of  New 
Mexico,  the  "Gold  Regions,"  and  Utah,  can  be 
concentrated,  as  well   as  troops,  munitions  of 
war,  and  the  mails  to  and  from   the  far  West 
It  is  the  only  road  running  west  from  the  Mis- 
souri River  which  will  have  for  several  years  a 
way  trade   and   travel,    exclusive   of  through 
business,  that  will  pay  running  expenses.     The 
first  division   is  already  located,  over  a  cheap 
and  excellent  route.     We   are  making  our  ar- 
rangements as  rapidly  as  possible  to  locate  the 
remainder  by  Spring,  and  put  the  whole  under 
contract  to  Fort  Riley,  a  distance  of  116  miles 
from  this  point.     Leavenworth    City  is   about 
24  mile  north-west  from  Kansas   City,  the   fu- 
ture terminus   of  the  St.  Louis   Pacific  Road. 
We  hope   next  year   to  put  a  road    under  con- 
tract which  will  connect  with  the  Pacific  Road 
at  its  terminus.     Our  nearest  point  to  the  Han- 
nilial  and  St.  Joseph  Railroad  is  Cameron,  45 
miles   distant.     The   Counties   of  Platte   and 
Clinton    in  Missouri,  in  conjunction   with   our 
county,  will    commence  building   a  road   con- 
necting the  two  points,  in  the  Spring;   the  mo- 
ney is  nearly  all  raised  to  do  it,     The  Hanni- 
bal and  St.  Joseph,  and  Platte  County  Roads, 
will    complete,  by  the    1st   day  of  June   next, 
their  road    from  St.  Joseph   down  the  river  to 
Weston,  within  six  miles  of  this  place. 


I  have  gone  thus  fully  into  this  matter,  that 
you  and  your  readers  may  fully  understand 
our  condition  and  position  as  a  railroad  point 
between  the  East  and  West.  If  agreeable  to 
you,  I  may,  on  some  future  occasion,  call  your 
attention  to  other  matters  connected  with  this 
enterprise. 

Respectfully,  vour  obedient  servant, 

J.  H."  Mc-DOWELL,  President 

Leavenworth,  Ft.  Riley  &  Western  R.R.  Co. 


EAILWAY  LEGAL  DECISION. 

Coleman  vs.  West  Hartlepool  Harbor  and 
Railway  Company. — Injunction. — Publica- 
tion of  proceedings  in  a  cause  during  pro- 
gress. 

A  party  to  a  suit  has  no  right,  during  the  pro- 
gress of  it,  to  publish  any  statement  of  the 
proceedings  which  may  prejudice  the  mind  of 
the  public  against  his  opponents. 

It  is  a  strong  prima  facie  presumption  that 
such  a  narrative,  published  by  a  party  to  the 
suit,  can  not  be  an  impartial  representation  of 
such  proceedings. 

The  court  wiil  restrain  a  party  from  publish- 
ing, or  offering  for  sale,  during  the  progress  of 
a  suit,  any  pamphlet  or  book  containing  un- 
fair statements  of  the  proceedings  in  such 
suit. 

This  was  a  bill  filed  by  the  plaintiff  on  be- 
half of  himself  and  all  the  other  shareholders, 
except  the  defendants,  against  the  West  Har- 
tlepool Harbor  and  Railway  Company,  to  re- 
strain them  from  purchasing  steam-vessels  for 
the  purposes  of  marine  traffic,  or  purchasing 
collieries,  interests  in  collieries,  in  making 
loans,  or  in  any  other  way  exceeding  the  pow- 
ers which  had  been  conferred  upon  them  by 
their  Act.  of  Parliament,  and  for  an  account 
of  moneys  so  improperly  expended.  The 
cause  being  at  issue,  the  parties  proceeded  to 
take  their  evidence.  During  the  progress  of 
the  examination  taken  before  the  examiner, 
and  on  the  19th  cf  July,  1860,  the  plaintiff 
published  in  the  Londou  Times  a  notice  of  a 
certain  pamphlet  he  had  issued,  attacking  the 
Directors  of  the  Company.  An  interim  order 
had  been  obtained  by  the  defendants,  on  the 
l'Jth  of  July,  to  restrain  the  further  publica- 
tion of  the  pamphlet,  and  a  motion  was  now 
made — That  the  plaintiff,  his  solicitots,  ser- 
vants, agents,  and  workmen,  might  be  restrain- 
ed from  printing,  publishing,  or  offering  for 
sale,  a  book  or  pamphlet  called  "A  Reply  to 
the  Proceedings  of  a  Meeting  held  at  West 
Hartlepool  on  the  28th  of  June,  1860,  address 
ed  to  the  Share  and  Debenture  Holders  of  the 
West  Hartlepool  Harbor  and  Railway  Com- 
pany." 

The  defendants'  counsel  was  not  called  upon 
to  reply. 

The  ViCE-CHAjvXELLORsaid:  I  have  already 
expressed  my  dissatisfaction  at  the  mode  of 
proceeding  adopted  by  the  party  applying  for 
this  injunction,  by  saying  that  I  would  not  call 
upon  the  other  side  to  make  any  answer  as  to 
the  costs  of  the  motion,  considering,  as  I  do, 
that  he  has  provoked  a  good  deal  of  this  which 
is  now  before  me,  as  far  as  he  is  individually 
concerned.  The  present  motion  I  consider 
one  of  importance  to  the  public,  as  far  as  re- 
gards the  administration  of  justice,  and  I  can- 
not agree  with  the  view  which  has  been  urged 
as  to  the  third  branch  of  the  reasons  assigned 
by  Lord  Hardwicke,  in  considering  a  publica- 
tion of  this  description  a  contempt,  namely, 
that  its  tending  to  prejudice  mankind  against 
one  of  the  parties  litigant  is  a  question  at  all 
confined  to  the  parties.  According  to  that 
'  view,  if  one  party  is   guilty  of  suborning  wit- 


nesses, the   other   side   may  be   guilty  of  the 
same  practice.     Could  that  be  supposed  not  to 
affect  the  administration  of  justice?     I  appre- 
hend, if  the  one  party  endeavors  to  prejudice 
the  public  in  any  way  against  the  other  litigant 
party,  there  is  not  the  slightest  justification  for 
the  other  party  doing  the  same;  and  this  court 
in  the  administration  of  justice,  always  takes 
care  that  neither  party  shall  do  it.     Now,  as  to 
the  course  of  conduct  which  has  been  pursued 
in   this  case,  I   say  this  for   the  sake   of  both 
sides,  who  seem  to  have  conducted  this  matter 
quite   unbecoming    men   of    sense.      If    this 
should   be  repeated    I   shall    certainly  commit 
one  or  the  other  of  these  parties.     Now,  as  re- 
gards the  publication  of  this  pamphlet,  what  I 
have  to  consider  is,  whether   there  is  or  is  not 
in  it  an  unfair  or  improper  publication  of  the 
proceedings  in  this  court.     I  quite  agree  with 
the  respondent's  counsel  in  thinking  that  the 
presrnt  times  are  very  different  from  those  of 
Lord  Hardwicke,  and  that  the  present  feeling 
and  the  general  judgment  of  mankind,  as  to 
what  is  or   is  not   proper  to   be  published,  are 
exceedingly  different  to  what  they  were  at  that 
time.     That  may  at  once  be  conceded;  but.  at 
the  same  time,  even   as  regards   the  publicity 
of  proceedings  in  courts  of  justice,  and  when 
it  is  a  qustion  between  parties  who  are  not  lit- 
igant, but  between  one  of  the   parties  litigant 
and  the  publisher  of  a  newspaper,  for  instance : 
even    as  between   those  parties  the   court   in 
these  days  recognizing  in  the  highest  possible 
degree  the  importance  of  the  public  being  duly 
and  fairly  informed  of  all  that  takes  place,  yet 
does  take   care  that  there  shall   only  be  such 
proper  information  published  in  a  fair  and  rea- 
sonable manner.     I    mean  that  courts   of  jus- 
tice, in  giving  directions  to  a  jury  as  to  the  ul- 
timate result   in  that  which  is  or  is  not  a  fair 
publication,  always  leaves  it  for  the  considera- 
tion of  such  jury,  whether  or  not  an  independ- 
ent,   or  supposed   to  be   independent,  person 
who  has  published  a  narrative  of  proceedings 
of  a  court  of  justice  has  published   them  in  a 
fair  and  reasonable  manner,  heing  anxious  to 
inform  the  pnblic-or  whether  thtre  is  evidence 
of  malice  in  the  mode  in  which  the  report  was 
framed.     Now,  this  court   in  dealing  between 
litigants  shall  not,  by  such  foolish  attempts  as 
appear  to  me  to  have  been  made  on  both  sides 
here,  create  public   prejudice  each  against  his 
opponent   in   the   progress  of  the   litigation, 
which  ought   to  be  conducted  with  all  proper 
calmness  and  discretion;  and  for  the  purpose 
of  eliciting  truth.     I  have  to  look  at  this  pam- 
phlet to  see  whether,  regard  being  had   to  the 
mode  in  which  the  statements  are  made  as   to 
the  matters  that  are  going  on  before  the  court, 
there  is  that  fair  legitimate   mode  of  stating 
them  that  the  court  would  require,  or  any  jury 
would  require,  with  reference  to  the  case  of  an 
alleged  libel  in  the  publication  of  the  proceed- 
ings before  a  court  of  justice.     *     *     *     * 
I  think  this  by  no  means  a  common    mode  of 
obtaining  evidence — sending  printed   bills  as 
it  were  broadcast  to  different  solicitors  in  the 
country  to  know   if  evidence  could   be  got  up 
to  support  the  case  of  the  plaintiff.     The  plain- 
tiff himself  has   nothing  whatever   to  do  with 
that  part  of  the  case.     What  the  solicitor  says, 
in  his  view,  was,  that  it  was  necessary  to  pro- 
cure a  large  amount  of  evidence,  that  a  large 
mass  of  evidence  was  to  be  procured  over  the 
whole  district.     That  may  be  so,  but   is  it  not 
of  importance  that  makind  should  not  be  pre- 
judiced,   that   all   those   numerous   witnesses 
which  may  be  called  upon   to   give  evidence 
should  not   be  biased  by  ex  parte  allegations  ? 
I  can  not  see  on  the  face   of  things  that   any 
very  important   matter   of   evidence   will   be 
brought  forward,  except  the  books  and   docu- 
ments of  the  company,  for  they  will   disclose 
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what  seems  to  be  the  principal  facta  in  the 
case.  But,  assuming  that  view  to  be  correct, 
that  numerous  witnesses  are  wanted  from  all 
parts  of  the  adjoining  district,  syp  those  gen- 
tlemen who  are  wanted  as  witnesses  to  have  put 
into  their  hands  a  pamphlet  containing  a 
statement  that  the  principal  defendant  is  one 
who  conducts  himself  throughout  evasively  on 
his  cross-examination,  and  makes  a  false  exhi- 
bition of  himself  with  regard  to  all  the  testi- 
mony he  adduces!  Surely  that  can  not  be  a 
mode  in  which  justice  can  be  properly  admin- 
istered, or  a  course  of  proceedings  which  the 
court  ought  to  allow  to  be  pursed  by  one  of  the 
litigating  parties.  With  regard  to  another  ob- 
servation made  by  the  respondent's  counsel, 
nobody  feels  more  sensibly  than  myself  the 
advantage  of  having  a  fair  publication  of  all 
that  takes  place  in  a  court  of  justice;  but  I 
make  this  observation,  that  whenever  one  of 
the  ligitantsi  is  the  party  making  the  statement, 
that  is  a  very  strong  prima  facie  presumption 
against  its  being  at  all  fair,  and  that  in  any 
case  in  which  a  litigant  makes  a  publication, 
it  is  exceedingly  different  from  that  which  a 
newspaper  reporter  would  publish  simply  in 
the  discharge  of  what  was  his  duty.  Such  a 
case  is  widely  different;  I  am  not  aware  that 
any  case  precisely  like  this  has  occurred  before, 
but  I  had  no  hesitation  in  granting  the  interim 
order  for  the  injunction,  in  the  first  instance, 
because  I  was  aware  of  what  the  course  of  all 
times  has  been  with  reference  to  keeping  its 
proceedings  pure  from  this  false  description 
of  excitement,  which  would  tend  to  bring  wit- 
nesses into  the  witness-box,  with  their  imagi- 
nations colored  and  prejudiced  by  ex  parte 
statements  sent  and  circulated  among  them  by 
one  of  the  litigant  parties,  and  consequently 
it  is  a  case  in  which  one  ought  to  prevent  any 
suchundue  use  being  made  of  the  proceedings 
of  the  court.  The  case  referred  to  in  the  H. 
of  L.  {Fleming  vs.  Newion)  came  from  Scot- 
land, and  is  a  very  different  one  from  the  pre- 
sent. It  was  the  case  of  a  registry  in  Scotland 
of  a  promissory  note;  which  appears  to  be 
somewhat  like  the  case  of  the  register  or  book 
which  is  kept  in  this  country,  and  published 
by  some  person,  containing  all  the  judgments 
that  are  registered  against  individuals;  and  I 
believe  that  there  has  been  no  application  made 
to  the  court  to  restrain  this  latter  publication. 
This  is,  however,  very  different  from  a  publi- 
cation, by  one  of  two  litigants,  of  a  .certain 
portion  of  the  proceedings  which  he  thinks 
may  tend  to  create  a  prejudice  against  his  op- 
ponent. In  this  case,  I  am  bound  to  say,  the 
plaintiff  has  had  great  provocation,  and  for 
that  reason  I  did  not  wish  to  hear  his  counsel 
on  the  subject  of  costs.  I  think  the  calling  a 
meeting  of  the  shareholders  to  consider  the 
course  of  conduct  pursued  by  the  plaintiff,  as 
affecting  the  company,  and  especially  coupled 
with  very  intemperate  and  improper  resolu- 
tions passed  on  that  occasion,  was  not  the 
way  in  which  a  question  of  this  kind  should 
be  considered.  It  would  be  quite  legitimate 
to  call  together  the  shareholders  to  con- 
sider a  bill  filed  on  behalf  of  himself  and  the 
other  shareholders.  The  simple  form  would 
have  been,  to  hcve  called  a  meeting  to  consi- 
der the  propriety  of  that  bill,  and  to  express 
their  opinion  thereon.  That  would  have  been 
perfectly  legitimate,  because  it  is  a  bill  on  be- 
half of  himself  and  all  the  ether  shareholders, 
and  the  directors  might  seriously  wish  to  be 
advised  as  to  whether  or  not  the  other  share- 
holders concurred,  and  if  they  did,  there  would 
have  been  a  greater  inducement  to  take  a  dif- 
ferent view  from  what  they  would  take  tor  their 
defense  under  other  circumstances.  But  when 
we   read  this  speech  at  the   meeting,  bearing 


in  mind  al.»o  the  fact,  that  the  speaker  is  chal- 
lenged as  being  the  instigator  of  the  newspa 
per  articles,  and  that  he  contents  himself  by 
simply  saying  that  he  did  not  write  them,  and 
looking  to  the  language  that  he  has  used,  and 
especially  as  regards  that  species  of  invitation 
as  to  a  portion  of  the  proceedings,  which  he 
rather  suggests  that  the  plaintiff  would  not 
wish  to  have  published,  I  can  not  be  surprised 
that  the  plaintiff  should  be  betrayed  into  a 
course  of  conduct  which  I  think  not  right  for 
the  preservation  of  the  due  administration  of  j 
justice  Therefore,  in  making  the  order  I  am  j 
about  to  make,  I  do  not  direct  any  cost  to  be 
paid  by  the  plaintiff,  hoping,  in  future,  the  par- 
ties will  conduct  their  litigation  like  other  rea- 
sonable men,  and  as  other  suitors  in  this  court. 
they  will  leave  the  cause  to  be  conducted  by 
their  legal  advisers  on  both  sides,  and  abstain 
from  making  speeches  and  publishing  pam- 
phlets, or  anything  that  may  tend  to  excite 
ment.  I  think  the  proper  order  to  be  made 
will  be  the  following: — That  an  injunction  be 
awarded  to  restrain  the  plaintiff,  his  solicitors, 
agents  and  workmen,  from  publishing  so  much  i 
of  the  pamphlet  marked  A  in  the  affidavit  of 
Ralph  Ward  Jackson,  mentioned  (stating  the 
objectionable  passages),  and  from  publishing 
or  offering  for  sale,  during  the  progress  of  this 
suit,  any  book  or  pamphlet  contain"  statements 
of  the  proceedings  in  this  suit;  and  also  from 
making  public  any  such  proceedings,  otherwise 
than  in  the  due  course  of  the  prosecution  of 
this  suit,  until  the  hearing  of  this  cause,  or 
until  the  further  order  of  this  court. — London 
Law   Times. 
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Injunction   to   Prevent  Removal  of  Rails  be- 
tween Junction  and  Eagle  Bridge. 

Supreme   Court. — The  People  of  the  State  of  New  York 
vs.  The  Albany  and  Vermont  Railroad  Company. 

This  is  a  motion  to  continue  until  the  hearing 
of  the  preliminary  injunction  heretofore  issued, 
restraining  the  defendant  from  removing  the 
iron  rails  upon  some  twenty  miles  of  the  eastern 
portion  of  this  road.  In  1851,  a  corporation, 
known  as  the  Albany  Northern  Railroad  Com- 
pany was  organized  under  the  general  railroad 
act,  to  construct  a  railroad  from  the  city  of  j 
Albany  to  Eagle  Bridge,  iu  Rensselear  county.  ■ 
The  road  was  coa. pleted  and  put  in  operation  ' 
some  where  about  1853,  and  was  run  until  Sep- 
tember, 1859.  This  railroad  was  sold  under  a 
mortgage  foreclosure  on  the  19th  of  September, 
1859.  The  purchaser,  with  certain  associates, 
on  the  6th  of  October,  1859,  organized  the  road 
anew,  over  the  same  track,  by  its  present  name 
ot  the  Albany  and  Vermont  Railroad  Compauy, 
but  with  the  exception  of  some  twenty  days, 
the  defendant  has  not  run  or  in  any  manner 
operated  the  said  eastern  portion  of  its  road 
since  that  time,  and  the  defendauthas  removed 
a  portion  of  the  iron  rail  therefrom.  On  the 
12th  day  of  June,  1800,  the  defendant  leased  to 
the  Rensselaer  and  Saratoga  Railroad  Company 
during  defendant's  corporate  existence,  that 
portion  of  its  road  lying  between  the  city  of 
Albany  and  a  point  one  thousand  feet  north  of 
its  intersection  with  the  Rensselaer  and  Sara- 
toga Road,  at  au  annual  rent  of  twenty  thou- 
sand dollars,  with  a  clause  in  the  lease  making 
itvoid  at  the  option  of  the  lessee  iu  case  any 
part  of  the  defendant's  road,  east  of  the  Hudson 
river,  should  be  operated  to  carry  freight  or 
passengers.  This  provision  applies  to  that 
portion  of  the  road  now  in  controversy. 

It  appears  that  the  defendant's  road  origin- 
ally cost  over  two  millions  of  dollars,  more  than 
half  of  which.was  contributed   by  the   citizens 


of  Albany,  and  that  the  city,  in  its  corporate 
capacity,  advanced  $300,000  towards  the  com- 
pletion of  the  road,  but  that  it  cost  its  present 
owners  only  about  S160.000;  that  a  responsible 
offer  to  hire  said  road  an  I  its  property  for  ten 
years  at  an  annual  rentof  $21  000,  and  to  keep 
the  same  in  good  running  order,  was  made  to 
defendant  before  it  made  the  lease  above  allud- 
ed to.     This  offer  was  declined. 

It  also  appears  that  parties  owning  stock  in 
the  Rensselaer  and  Saratoga  Company  uniting 
with  stockholders  in  the  Troy  and  Boston  Com- 
pany, or  that  the  friends  of  those  roads  in 
April,  1860,  purchased  a  majority  of  defend- 
ants stock,  and  thereafter  controlled  the  de- 
fendant's road,  and  under  their  direction  the 
lease  was  made  to  the  Rensselaer  and  Saratoga 
Road,  and  the  track  on  the  eastern  portion  of 
defendant's  road  is  directed  to  be  taken  up. 

In  this  way  all  connection  by  defendant's 
road  from  Albany  to  Eagle  Bridge  and  to  Rut- 
land is  cut  off.  Passage  for  all  north  or  east  of 
Rutland  may  be  had  to  Albany  direct  by  the 
way  of  Whitehall  over  the  Rensselaer  and  Sar- 
atoga road  ;  and  from  Rutland  to  Eagle  Bridge 
and  thence  by  way  of  Troy  to  Albany,  but  a 
transhipment  of  freights  is  thus  made  neces- 
sary to  cross  the  river  at  Albany,  and  a  large 
increase  of  expense  thereby  necessarily  in- 
curred. 

J.  Gibson  and  J.  H.  Reynolds  for  tie  motion. 

J.  B.  Gale,  A.  B.  Olin  and  W.  A.  Beach  op- 
posed. 

Pkckham,  J. — The  complaint  herein,  on  be- 
half of  the  people,  asks  for  an  injunction,  and 
also  prays  ihai  the  defendant  may  be  compelled, 
by  the  decree  of  this  court,  to  put  its  road  in 
repair  as  to  its  eastern  portion,  and  to  operate 
the  same.  This  case  is  novel  in  this  country, 
and  by  no  means  free  from  difficulties. 

By  the  present  arrangement,  the  main  pur- 
pose for  which  the  defendant's  road  was  origin- 
ally constructed,  's  destroyed.  Yet,  if  no  law 
has  been  violated,  the  remedy  is  not  with  the 
court. 

Several  objections  are  urged  to  this  applica- 
tion which  I  shall  briefly  consider: — 

First,  it  is  said  that  the  people,  through  their 
.Attorney  General,  have  no  right  to  bring  this 
action.  The  contrary  has  been  held  in  this 
court  in  the  "People  vs.  The  Mayor,  etc.,  of 
New  York,"  in  19  Howard,  155;  a  case  entirely 
analagous  in  principle,  and  I  shall  be  governed 
by  that  decision.  The  following  are  also  au- 
thorities in  the  same  direction:  ;- The  People 
vs.  The  Mayor,  etc.,  of  New  York,  ' — an  able 
opinion  by  Judge  Hogeboom,  on  application  for 
an  injucntion  in  reference  to  the  Brooklyn 
Perry;  also,  Doolittle  vs.  Supervisors  of  Broome 
County,  18  New  York  R.,  160. 

It  is  next  insisted,  that  the  defendant  has  a 
right  to  abandon  any  portion  of  its  road  when- 
ever it  chooses,  and  the  public  is  without 
remedy;  that  there  is  no  imperative  direction 
by  any  Statute  requiring  its  continued  opera- 
tion— hence  that  this  court  has  no  power  to 
compel  defendant  to  repair  its  road.  The  de- 
fense has  failed  to  find  any  Statute  authorizing 
a  railroad  company,  absolutely  at  its  pleasure, 
to  abandon  part  of  its  road;  and  I  am  not  aware 
of  any  common  law,  or  inherent  right  to  do  so 
after  the  road  is  completed.  The  Statute  au- 
thorizes the  directors  of  a  road  to  change  its 
route,  or  any  part  of  it,  by  a  vole  of  two-thirds 
of  their  whole  members,  if  it  shall  appear  to 
them  that  the  line  can  be  improved  thereby. 
2  R.  S.,  5th  ed.,  p.  677,  §26. 

The  defendant  insists,  that  at  a  meeting  of 
"more  than  a  majority"  of  its  directors,  on  the 
29th  ult,  they  resolved  to  discontiuue  that  por- 
tion of  their  road  lying  east  of  Johnsonville,  in 
Rensselaer  couuty.  If  this  is  claimed  as  an 
exeicise  of  its  right  to  change  its  route,  it  is  a 
sutficient  answer  lo  say  that  it  does  not  appear 
that  the  chauge  was  made  by  a  vote  of  two- 
thirds  of  its  directors,  and  the  resolution  was 
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therefore  void.  But  the  motion  evidently  re- 
fers to  a  change,  not  to  a  discontinuance  of  its 
route,  or  any  part  of  it.  This  resolution  recites 
that  the  track  of  defendant  "is  connected  at 
Johnsonville  with  the  track  of  the  Troy  and 
Boston  Koad,  and  thereby,  the  same  points  of 
termination  are  reached  by  railroad  communi- 
cation, that  have  been;  or  may  be,  reached  by 
the  present  line  of  the  road  of  this  company," 
and  as  it  is  unprofitable  and  unnecessary  for 
this  company  louger  to  operate  that  part  of  its 
road,  etc.,  therefore  it  is  resolved  to  discontinue 
it. 

This  resolution  entirely  fails  to  comply  with 
the  statute  authorizing  an  agreement  to  be 
made  by  two  companies,  "embracing  for  a  por- 
tion of  their  lines  the  same  location  of  line," 
for  the  construction  of  so  much  of  said  line  as 
is  common  to  both,  by  one  of  said  companies, 
and  for  the  manner  and  terms  upon  which  the 
business  thereon  shall  be  performed.  Any  road 
so  connecting  may  alter  and  amend  its  articles 
of  association,  so  as  to  terminate  at  the  point 
of  intersection,  etc.  These  sections,  especially 
the  first,  would  seem  to  apply  to  roads  not  yet 
constructed,  and  an  arrangement  is  to  be  made 
with  the  road  constructing  the  single  line,  to 
do  the  business  of  the  other,  for  a  certain  dis- 
tance on  that  line.  [2  R.  S.,  5th  ed.,  693-4,  §  68 
69.]  Here  no  arrangement  of  that  sort  is  pre- 
tended. In  fact,  it  would  be  contradictory  of 
the  defendant's  whole  course  of  action,  as  it  ad- 
mits its  intention  to  abandon  and  not  operate 
any  part  of  its  road  east  of  its  junction  with 
the  Rensselaer  and  Saratoga  road.  Hence  it 
could  have  no  business  to  do  at  or  near  or  east 
of  Johnsonville  in  regard  to  which  it  could 
make  any  agreement.  There  is  a  provision  in 
the  Statute  in  regard  to  turnpike  roads,  au- 
thorizing them  to  discontinue  any  part  of  their 
road  in  the  manner  there  pointed  out.  Thus, 
by  implication,  expressing  the  sense  of  the 
Legislature,  that  such  authority  was  necessary 
to  that  end.  Authority  is  also  given  upon  cer- 
tain terms  to  railroads  by  the  section  before 
referred  to,  to  terminate  their  road  at  the  point 
of  intersection.  This  section,  however,  con- 
templates the  substantial  continuance  of  the 
road  through  another  and  the  same  full  accom- 
modation of  the  public.  The  act  is  permissive, 
not  prohibitory.  The  roads  may  terminate, 
not  that  they  shall  not  terminate;  thus  evinc- 
ing the  sense  of  the  Legislature  that  they  could 
not  otherwise  change.  These  rail  roads  are 
constructed  for  the  public  use.  They  are  au- 
thorized to  go  over,  occupy  and  own  the  land 
of  any  citizen,  against  his  will,  thus  exercising 
the  right  of  emiuent  domain,  on  the  sole  ground 
that,  such  road  is  for  the  public  use  and  benefit. 
In  some  cases,  lands  are  donated  to  them  to  aid 
in  their  construction.  If  they  are  for  the  public 
use,  it  would  seem  rational  that  the  public 
should  have  some  rights  in  respect  to  them  after 
their  construction. 

It  is  laid  down  as  a  general  principle,  that 
there  is  an  implied  obligation  on  the  part  of 
the  grantees  of  all  franchises  to  execute  the 
conditions  and  duties  prescribed  in  the  grant, 
the  grantee  of  the  franchise  of  a  ferry  "  is 
obliged  to  provide  and  maintain  facilities  for 
accommodating  the  public  at  all  times  with 
prompt  and  convenient  passage,"  the  public 
have  an  interest  in  such  franchise.  [3  Kent's 
Common  Title  Franchises,  p.  458-9  ] 

The  statute  provides  that  every  railroad 
"shall  start  and  run  their  cars  for  the  trans- 
portation of  passengers  and  property  at  regular 
times,  to  be  fixed  by  public  notice," — and  shall 
take,  transport  and  discharge  such  passengers 
and  property  on  the  due  payment  of  the  freight 
or  fare  legally  authorized  therefor,  and  shall 
be  liable  to  the  party  aggrieved  in  an  action 
for  damages  for  any  neglect  or  refusal  in  the 
premises. 

This  provision  seems  to  be  plain  and  impera- 
tive. Railroads  are  common  carriers  in  this 
State,  and  it  is  tljeir  duty  to  be  ready  and  pre- 


pared   at   all    reasonable    times     to    transport 
freight  and  passengers. 

Suppose  a  road,  without  necessity,  ceases  to 
run  over  a  portion  of  its  track  for  a  week  or  a 
month  would  that  be  any  answer  to  an  action 
for  not  transporting  freight  tendered  for  trans- 
portation ?  I  think  not.  Would  it  be  any  bet- 
ter answer  for  the  road  to  say  it  had  concluded 
not  to  carry  freight  over  that  portion  any  more 
at  all  ?  If  not,  then  this  proceeding  to  tear  up 
its  rails,  and  to  abandon  transporting  of  per-  [ 
sons  and  property  on  its  eastern  portion,  is  a 
violation  of  its  duty  and  of  its  charter. 

Abandoning  a  portion  of  a  road  after  large 
business  interests  have  grown  up  in  connection 
therewith,  to  further  other  rival  interests  of 
roads  or  communities,  must  operate  disastrously 
and  oppressively,  and  if  done  without  authority 
there  should  be,  and  I  think  there  is,  a  remedy 
in  the  courts  to  see  that  it  is  not  done  without 
imperious  necessity. 

If  the  obligation  of  the  defendant  be  con- 
ceded to  continue  the  operation  of  its  road,  I 
do  not  understand  the  right  and  power  of  the 
court  to  prevent  the  defendant  by  injunction 
from  depriving  itself  of  the  power  of  fulfilling 
its  chartered  obligations  in  that  respect  to  be 
seriously  centested. 

I  think  the  power  of  the  court  is  sustained 
both  by  principle  and  authority.  I  will  refer 
to  a  single  case  in  the  Court  of  King's  Bench, 
in  England,  In  Rex  vs.  The  Severn  and  Wye 
Railroad  Company,  2  Bain  and  Aid.  R.  646. 
The  railroad  company,  with  a  view  of  favoring 
a  particular  colliery,  discontinued  a  branch  of 
their  road,  and  took  up  the  iron  thereon — the 
chief  owners  in  the  road  having  become  inter- 
ested in  the  favored  colliery.  The  court,  on 
application,  unanimously  granted  a  mandamus 
against  the  company  to  compel  them  to  relay 
and  operate  their  road.  Best,  J.,  after  alluding 
to  speculators  obtaining  charters  from  Parlia- 
ment under  the  idea  of  great  public  benefits, 
adds  "and  where  their  sanction  is  obtained, 
is  it  to  be  permitted  to  those  persons  to  say  that 
they  will  do  only  that  which  is  beneficial  to 
themselves,  and  disregard  entirely  the  interests 
of  the  public?" 

It  is  urged  here  that  the  court  should  not  in- 
terfere because  any  one  now  has  a  right  to 
make  a  road  along  the  track  proposed  to  be 
abandoned  under  the  general  railroad  act. 
The  Legislature  had  the  power  to  grant  that 
right  to  any  one  prior  to  the  prssage  of  the 
general  law,  so  that  the  principle  is  unchanged. 
Since  the  decision  of  the  Supreme  Court  of  the 
United  States  in  the  Charles  River  Bridge 
Company  vs.  The  Warren  Bridge,  11  Peters' 
U.  S.  R.,  420,  the  power  of  the  Legislature  on 
this  subject  has  been  unquestioned.  Again,  it 
is  insisted  that  the  defendant  can  not  operate 
its  whole  road  without  a  loss  and  without  en- 
dangering its  solvency.  If  that  were  so  I 
should  not  interfere:  no  court  would  be  justi- 
fied in  doing  so  ;  but  I  am  not  satisfied  that 
such  is  the  fact.  There  is  great  diiference  in 
the  statements  on  this  subject  by  the  parties, 
and  a  decided  impression  is  left  upon  my  mind, 
that  the  motive  for  abandonment  is  not  appre- 
hension of  loss  to  the  owners  so  far  as  respects 
this  road.  The  proposition  to  lease  and  run 
the  whole  road  for  $21,000  per  annum,  seems  to 
have  failed  to  command  any  attention  from  the 
defendant,  though  it  would  have  paid  a  large 
interest  upon  the  present  owner's  investment. 
It  seems  to  me  the  public  interest  demands  the 
running  of  this  branch  of  the  road.  The 
owners  thought  so  in  October  last,  and  so  de- 
clared in  their  articles  of  association  organiz- 
ing the  road  anew.  It  is  said  that  a  large  por- 
tion of  the  rails  will  have  to  be  removed  in  any 
event,  even  with  the  view  of  putting  the  road 
in  order  for  operation.  This  I  have  no  doubt  is 
the  fact,  and  the  injunction  should  restrain  the 
removal  only  of  that  portion  not  indispensably 
necessary  to  repair  and  refit  the  road  for  opera- 


tion. In  this  modified  form,  in  my  opinion,  the 
injunction  should  issue,  and  it  is  ordered  ac- 
cordingly. 

<~«>-o 

RAILROADS  AS  AIDS  TO  AG- 
RICULTURE. 

We  have  before  us  a  pamphlet  copy  of  an 
Address  delivered  before  the  Merameo  Agri- 
cultural Society,  of  Allenton,  St.  Loius  Coun- 
ty Missouri.  We  give  below  a  most  interesting 
extract: 

"  In  this  connection,  the  means  of  transpor- 
tation enjoyed  in  our  day  are  worthy  of  re- 
mark. The  improved  sailing  vessels,  the  steam- 
er, and  even  the  common  wagon,  are  each 
and  all  superior  to  any  machine  known  before 
the  present  century.  Their  importance  in  the 
production  and  distribution  of  wealth  is  so 
great,  that  an  adequate  statement  would  seem 
fabulous.  But  I  can  only  mention  particulars 
of  one  branch  of  our  transporting  machinery 
— the  railroads,  which  are  now  become,  to  tho 
internal  industry  and  commerce  of  the  coun- 
try, an  agency  of  incalculable  value. 

Six  years  ago,  in  addressing  the  people  of  a 
portion  of  Missouri  on  the  advantages  and 
growth  of  railroads,  it  seemed  extravagance 
when  I  predicted  that  thirty  thousand  miles  of 
railroad  would  be  made  in  the  United  States 
by  1860;  yet  railroad  authorities  now  say  that 
the  predition  is  already  history.  A  late  publi- 
cation, the  Railroad  Record,  gives  the  figures 
of  our  present  establishment  as  follows: 

Whole  len  gth  of    ailroads — miles 30.000 

1-uel  consumed  yearly — as  wood  in  cords 3,1100,0011 

Persons  employed  of  all  grades — number 80.000 

Locomotives — number 6,0"0 

PaBsenger  cars — number 5,000 

Freight  cars — number fi0,C00 

Aggregate  cost  of  railroads 31,175  OHO  0011 

Gross  annual  revenue S  120,1100,000 

For  labor  and  materials  alone,  the  annual  out- 
lays of  these  roads  are  told  by  millions.  Eighty 
thousand  employees,  at  an  average  of  only  one 
dollar  a  day  each,  take  twenty-five  millions  a 
year  in  wages.  These  employees  maybe  taken 
to  represent  each  a  family  of  four  persons; 
giving  some  three  hundred  and  twenty  thous- 
and persons  dependent  on  the  railroads  for 
subsistence — one-tenth  as  many  people  as  all 
the  colonies  had  in  the  Revolution.  The  meat 
and  bread  alone  of  this  army  are  estimated  at 
from  ten  to  twelve  millions  of  dollars  a  year, 
going  to  the  farmers.  The  annual  outlay  for 
locomotives  is  about  ten  millions,  and  for  cars 
about  five  millions  more;  so  that  the  three 
items  of  wages,  engines  and  cars,  amount  to 
forty  millions  of  dollars  a  year!  For  timber, 
'iron,  paints,  mechanical  aid,  etc.,  in  keeping 
up  the  roads,  millions  more  are  paid,  going  to 
the  farmers,  the  merchants  and  the  mechanic. 
The  fuel  alone,  estimated  as  wood  in  cords, 
requires  a  yearly  outlay  of  about  six  millions 
of  dollars;  and  at  fifty  cords  to  the  acre.it 
would  require  60,000  acres  each  year  to  supply 
the  demand — nearly  three  six-mile  square 
townships.  Part  of  the  fuel,  however,  is  coal; 
but  agriculture  feeds  the  miners  and  grows  the 
materials  to  clothe  them  and  to  light  the  un- 
der-ground chambers  where  they  work. 

It  is  difficult  to  conceive  of  the  magnitude 
of  this  railroad  system.  The  track  laid  in  the 
United  States  is  more  than  long  enough  to 
reach  round  the  globe.  You  might  imagine 
it  an  iron  equator  belting  the  earth,  with  enough 
left  over  for  a  lateral  branch  to  the  North  Pole! 
Or,  you  may  imagine  the  diurnal  rotation  of 
the  earth  checked  for  a  moment,  and  this 
length  of  railroad  set  up  on  end,  pointing  to- 
wards the  moon,  and  it  would  reach  one  eighth 
of  the  distance  to  that  luminary  I     The  6,000 
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locomotives,  end  to  end,  would  reach  fifty 
miles — say  from  St.  Louis  to  South  Point;  and 
the  5,000  passenger  cars  would  extend  the 
Osage.  The  80,000  freight  cars,  end  to  end, 
would  reach  about  six  hundred  miles  -say 
from  St.  Louis  to  Independence  and  back 
again.  Coupled  in  a  line,  the  locomotives  and 
cars  of  all  kinds  would  more  than  reach  from 
St.  Louis  to  Pittsburgh;  and  if  they  were  all 
moved  forward  in  procession,  at  the  rate  of  00 
miles  an  hour — faster  than  the  average  flight 
of  birds — it  would  require  a  long  summer  day 
for  the  train  to  pass  any  one  point!  What  a 
wondrous  and  sublime  mass  of  mechanical 
achievement!  and  all  the  creation  of  about 
thirty-five  years!  in  a  country  where  different 
sections  now  threaten  to  overturn  the  Govern- 
ment! What  are  the  Pyramids,  the  Appian 
Way,  or  the  Chinese  Wall  in  comparison? 

Suppose  these  (i,000  locomotives  all  assem- 
bled in  a  field — their  black  bodies  covering 
about  sixty  acres  of  ground,  and  then — all  to 
whistle  at  once!  What  an  anthem  to  Civiliza- 
tion ! — the  te  deum  of  labor,  art,  and  science! 
— the  Pa?an  of  Progress! 

But  the  interesting  facts  to  agriculture  a»-e 
these:  that  the  railroads  carry  crops  to  market, 
and  bring  merchandise  in  return;  that  they 
economize  the  time  of  the  people  by  rapid 
journeys:  and  that  the  human  force  operating 
this  vast  concern  must  have  food  and  raiment 
supplied  by  agriculture.  With  the  extension 
of  agriculture  by  new  and  enlarged  farms,  and 
better  culture,  these  roads  will  increase;  new 
lines,  new  tracks,  more  tracks,  more  cars,  and 
a  larger  army  of  employees,  will  inevitably 
follow.  Consumption  of  farm  products  will  be 
immensely  increased.  For  transporting  facil- 
ities create  markets;  and  they  not  only  insure 
to  the  farmer  better  prices  for  what  he  sells, 
but  bring  to  him  cheaper  what  he  buys." 


WHEAT  IN   I860. 

The  interest  which  now  attaches  to  the  traf- 
fic in  this  great  staple  is  scarcely  less  absorbing 
than  the  Presidential  canvass.  The  exchanges 
of  the  country  are  largely  affected  by  it,  and 
millions  of  money  are  used  in  its  purchase. 
Hundreds  of  thousands  of  our  population  are 
engaged  in  its  transportation.  More  than  half 
the  earnings  of  12,000  miles  of  railway,  for  the 
remainder  of  the  year,  will  come  from  the  tolls 
of  this  kingly  grain.  Not  less  than  50,000  cars 
and  200  locomotives  are  constantly  engaged  in 
hauling  it  to  the  great  markets  northwest  of  the 
Ohio  river. 

The  settlement  of  the  immense  regions  of  the 
northwest  has  given  a  space  to  th».  cultivation 
of  wheat  unknown  in  the  previous  history  of 
the  world.  Many  farms  devoted  to  its  cultiva- 
tion are  larger  than  a  New  England  township, 
and  many  thousand  farmers  have  raised  more 
than  a  hundred  acres  the  past  season.  Small 
farms  in  Illinois  and  Wisconsin  will  sell  500 
bushels,  and  ordinary  farms  of  100  acres  will 
average  1,000  bushels  each. 

The  average  amount  of  wheat  produced  by  a 
number  of  European  countries,  is  as  follows:  — 

France 191.422  248 

Great  Britain ■ 145.81)0,000 

Two  Sicilies, 64,ni;0,00l> 

Spain , 4b.il  1 4, MiO 

Austria 27,73>,5IW 

Sardinia, 19,975,0110 

By  the  returns  of  the  United  States  census 
for  1850,  the  wheat  crop  was  put  down  at  100 
585,844  bushels.  From  the  most  reliable  re- 
turns we  can  find,  the  crop  of  the  whole  coun- 
try, until  the  present  year,  has  never  exceeded 
100,000.000  bushels.  The  crop  just  harvested 
we  have  taken  some  pains  to  ascertain,  and  find 
it  will  not  much  exceed  180,000,000  bushels. 
This  is  very  unequally  divided  among  the 
States.     New  York  and    Pennsylvania    have 


raised  nearly  enough  for  their  own  consump- 
tion— Ohio  and  Missouri  a  small  surplus,  'the 
remainder  of  the  States,  except  the  following, 
have  a  deficiency  for  consumption.  The  main 
surplus  crops  have  been  gathered  in  Indiana, 
Illinois,  Michigan,  Wisconsin,  Iowa  and  Minne- 
sota. The  crop  of  these  six  States  we  estimate 
as  follows  :  — 

Illinois,     bushels 25.0110.(1(10 

Wisconsin,     ■'         25.010.000 

Indiana,         "        lii.miiui  0 

Michigan,        "         12,0011,' On 

Iowa,  "         lO.IOll.'Oa 

Minnesota,      "         G  01  0.0  0 

Total, 94.(1011,0110 

Unquestionably  these  Stales  have  produced 
half  the  entire  wheal  of  the  country.  Some, 
usually  good  authorities  in  bre.adstuffs  statis- 
tics, make  the  crop  as  high  as  220,000,000 
bushels.  This  is  positively  too  large  an  esti- 
mate, as  we  can  show  by  the  following  com- 
parative figures.  Our  usual  surplus  is  less 
than  15,000,000  bushels;  we  consume  and  use 
for  food  the  balance  of  the  crops.  There  can  be 
no  mistake  about  this.  It  takes,  by  general 
calculation  at  the  East,  four  and  a-haif  bushels 
to  each  inhabitant.  Although  this  is  too  high 
for  many  States,  particularly  where  corn  and 
rye  are  largely  in  use,  still  we  will  adopt  the 
figures  for  our  estimates.  Our  estimate  would 
be  for  the  crop  of  1860 — 

Consumption, 135.0C0,'  Oil 

1'or  soil  and  work, 36.i  00.0"t) 

Surplus, 9.000  000 

Whole  crop, 18o,0ut>,u00 

Add  to  our  surplus  9,000,000  bushels  20,000, 
000  from  Canada,  and  the  real  surplus  to  be 
shipped  abroad  from  the  crop  of  1800  will  be 
20,000,000  bushels,  or  more  than  double  the 
usual  quantity.  Can  we  fairly  look  for  more? 
The  yield  of  wheat  in  the  States  has  ranged 
from  five  to  sixteen  bushels  per  acre.  New 
York,  in  early  times,  produced  as  high  as 
twenty  bushels.  The  country  round  about 
Albany  only  produced  thirty  bushels  of  wheat 
to  the  acre;  it  now  barely  yields  an  average  of 
six  bushels  to  the  acre.  Ohio,  once  the  great 
wheat.  State  of  the  Union,  producing  in  one 
year  28,000,000  of  bushels,  and  sixteen  bushels 
to  the  acre,  has  gradually  fallen  off  till  now 
the  average  is  only  seven  bushels  to  the  acre, 
and  her  crop  not  more  than  10,000,000  to  18, 
000,000.  in  England  the  yield  per  acre  has 
been  raised  from  thirteen  to  thirty-six  bushels. 
Single  fields  have  often  produced  forty-five  to 
sixty  bushels.  The  largest  we  remember  to 
have  seen  recorded  was  eighty-eight  bushels 
for  one  acre.  The  depths  of  the  ocean,  the 
islands  of  the  sea,  and  the  battle-fields  of  the 
world,  have  been  ransacked  for  their  deposits 
of  phosphates,  ammonia,  and  other  rich  produc- 
ing properties,  in  order  to  arrive  at  this  won- 
derful productiveness.  In  Wisconsin  and  Illi- 
nois the  crop  in  1860  is  the  most  remarkable 
ever  harvested.  Several  other  States  have  un- 
usually large  crops. 

In  Wisconsin  the  yield  has  never  before 
averaged  more  than  twenty  bushels  to  the  acre. 
It  now  averages  twenty-eight  bushels  to  the 
acre.  Instances  are  constantly  quoted  in  the 
local  press  ot  the  State,  where  farms  have  aver- 
aged forty  to  fif  y  bushels.  One  gentleman,  in 
Walworth  county,  harvested  seventy -two  bushels 
from  an  acre.  In  Illinois,  the  average  yield  of 
the  State  this  year  is  probably  twenty  bushels. 
The  entire  grain  crop  of  Illinois  for  I860  will 
be  about  100  bushels  to  each  inhabitant.  Per- 
haps no  territory  of  the  same  extent  and  popu- 
lation ever  produced  as  much.  In  wheat  alone, 
the  yield  in  Wisconsin  for  1S60  is  over  thirty- 
one  bushels  for  every  inhabitant,  and  over  200 
bushels  for  every  voier  at  the  last  Presidential 
election.  In  England  the  production  is  five 
bushels  per  head;  in  Spain  four  bushels;  in 
Ohio  ten ,  in  New  York  five  and  a-half;  in 
the  United  States  (1S50),  four  and  a-half;  in 
1860  six  bushels 


The  cost  of  raising  wheat,  including  interest 
on  Ihc  land,  in  the  northwebtern  States  is  about 
S9  per  acre.  This,  with  a  yield  of  eighteen 
bushels,  would  make  the  cost  of  the  wheal  to  the 
farmer,  at  barely  a  living  price,  50  cents  per 
bushel.  With  a  yield  of  twenty-eight  bushels, 
the  cost  would  be  reduced  to  about  35  cents  per 
bushed.  The  price  of  wheat  at  the  farmer's 
market  in  the  northwest  will  not  average  as 
low  as  50  cents.  The  crop  of  1860  has  thus  far 
yielded  the  farmer,  at  his  door,  75  cents  per 
bushel.  No  crop  is  more  certain  or  pleasanter 
of  cultivation.  Four-fifths  of  the  entire  crop  of 
the  great  Stales  enumerated  above  is  spring  or 
summer  wheat,  and  ihe  best  of  it  is  nearly 
equal  to  common  red  winter.  The  "amber 
Iowa"  and  "  Milwaukee  Club"  have  world- 
wide reputations. 

The  extent  of  ihe  wheat  trade  of  Chicago  and 
Milwaukee  at  this  time  is  marvelous.  The 
historical  importance  of  Dantzic,  Hamburg  and 
Odessr,  dwindle  into  colonial  insignificance, 
compared  with  these  new  wheat  emporiums  of 
the  northwest.  The  grain  commerce  of  Lake 
Michigan  is  greater  than  that  of  the  Atlantic 
Ocean.  Chicago  and  Milwaukee  receive  and 
ship  more  wheat  lhan  any  four  cities  on  the 
globe.  The  receipts  of  wheat  at  these  twn  cities, 
since  harvest,  have  been  nearly  ten  miliums  of 
bushels!  The  receipts  for  any  day  ihe  past 
week,  at  these  markets,  would  give  one  bushel 
to  every  inhabitant  of  Vermont;  and  ihe  re- 
ceipts for  the  week  would  feed  all  Massachu- 
setts for  six  months. 

It  is  no  figure  of  speech  to  say,  that  the 
northwest  can    "  feed  the  world." 


ATLANTIC  AND  GREAT  WESTERN 
RAILROAD. 

The  fo[lowing  facts  and  statements  relative 
to  this  great  enterprise,  from  the  Jamestown, 
New  York,  Journal,  will  no  doubt  be  read 
with  interest  by  the  friends  of  the  Road  in  this 
region : 

This  great  enterprise,  which  has  for  a  de- 
cade of  years  absorbed  the  interest  of  capital- 
ists and  commercial  men,  as  well  as  the  busi- 
ness public,  both  east  and  west,  and  which  in 
its  vastness  of  design  unites  the  valley  of  the 
Mississippi,  (and  ultimately  the  Pacific  slope) 
to  the  graat  emporium  of  the  Atlantic  shore, 
has  reached  a  stage  of  its  completion  that  as- 
sures its  speedy  and  indisputable  success.  Its 
line  traverses  the  very  garden  of  the  States, 
the  central  region  through  Pennsylvania,  Ohio 
and  Indiana,  so  well  known  to  producers  and 
buyers  as  the  great  market  ground  between  the 
Lakes  and  the  Gulf  States,  and  it  will,  when 
completed,  be  the  graud  artery  of  commerce 
and  travel  through  the  country. 

On  the  6th  day  of  April  last,  the  tnegotiaJ 
tions  which  had  been  for  some  time  going  on 
between  the  Erie  &  New  York  City  Railroad, 
and  the  Atlantic  and  Great  Western  Railroad 
Company,  were  brought  to  a  close,  satisfactory 
to  all  the  parties  in  interest,  The  result  was, 
the  adoption,  by  the  latter  Company  of  38 
miles  of  the  Erie  and  New  York  City  Railroad 
line.  The  principal  part  of  the  work  done  up- 
on this  38  miles  was  in  grading. 

On  the  26th  of  the  same  month,  the  Engi- 
neers of  the  new  Company  placed  their  instru- 
ments upon  the  line  for  the  first  time;  and 
about  the  first  of  May  the  Contractors  com- 
menced operations  at  the  junction  with  the 
New  York  and  Erie  Railroad,  near  Great  Val- 
ley, now  called  Salamanca. 

On  the  3d  day  of  July  the  iron  was  laid 
down  to  Randolph,  sixteen  miles  from  the  New 
York  and  Erie  Junction.  The  subsequent  pro- 
gress has  been  more  speedy,  as  larger  forces 
of  men  have  been  employed  on  the  work 
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Tlie  great  fact  so  long  anticipated  by  our 
citizens,  and  a  widely  interested  public  has  at 
last  transpired.  The  Atlantic  and  Great  Wes- 
tern Railroad  has  run  its  lirst  train  of  cars  in- 
to Jamestown  opening  thirty  three  miles  of 
this  great  throughfare  of  travel  and  transport. 
The  vigor  of  the  English  Engineer,  the  cool- 
ness and  energy  of  his  American  associate, 
Mr.  Hill,  and  the  almost  incessant  urging  of 
the  work  by  the  able  Contractors,  Messrs  Doo- 
little  and  Streader,  have  achieved  the  resilt. 
Such  a  systematization  of  labor,  such  a  skil- 
ful selection  of  architects  and  workmen,  and 
such  a  husbanding  of  time,  material  and  re- 
sorces,  have  been  seldom  seen,  even  up  on  the 
largest  public  works.  The  enterprise  has  been 
literally  driven  through — not,  however,  with 
any  lack  of  the  most  through  oversight  and 
execution.  Sixteen  hundred  men  have  been 
employed  in  all  departments  of  the  enterprise, 
and  all  kept  sharply  at  work  by  the  admirable 
organization  of  the  force  by  the  Contractors. 
As  a  specimen  of  the  rapidity  of  the  operations, 
we  may  mention  that  the  track  laying,  when 
unobstructed,  was  carried  on  at  the  rate  of 
one  mile  per  day,  and  that  one  day,  two  and 
one-fifths  miles  were  laid.  The  work  has  been 
prosecuted  for  the  last  two  or  three  days  in  the 
midst  of  heavy  storms  of  driving  rain,  and 
even  at  that,  "the  night  has  been  joint  laborer 
with  the  day." 


ON  ROAD  LOCOMOTIVES. 

EARL   OF    CAITHNESS. 

My  present  object  is  not  to  enter  into  any 
detailed  history  of  the  steam  engine  from  its 
commencement,  or  to  tra-e  its  gradual  im- 
provement, but  to  place  before  you  as  briefly 
as  possible  some  rf  the  advantages  that  may 
accrue  from  it  as  a  means  of  transit  on  our 
common  roads. 

The  public  mind  is  usually  set  against  any 
thing  new.  When  steamers  were  first  spoken 
of  they  were  looked  on  as  a  most  wild  and 
dangerous  expedient.  They  would  be  con- 
stantly on  fire, — would  not,  or  could  not  go  to 
sea, — and  if  they  did,  who  would  be  found  mad 
euough  to  go  with  them  ?  Mr.  Miller,  of  Dals- 
winton,  found  this  to  the  cost  of  mind  and  per- 
son; and  Mr.  Bell,  though  more  successful  with 
his  first  boat  on  the  Clyde,  had  his  battle  to 
fight  against  public  opinion.  Railways  at  first 
were  looked  on  as  wild  and  visionary,  and  dan- 
gerous in  the  extreme  to  Her  Majesty's  sub- 
jects. Thanks  to  George  Stephenson,  his  per- 
severance had  its  reward,  not  only  to  himself, 
but  in  a  much  larger  degree  to  us. 

My  object  is  to  lay  before  you  what  in  my 
opinion  may  some  day  work  nearly  as  great 
a  benefit  on  society  as  our  railways.  The  sub- 
ject is  now  new,  but  I  am  not  aware  that  it 
has  ever  been  brought  before  the  British  Asso- 
ciation. It  is  road  locomotion  by  steam.  It 
seems  the  more  important  at  this  time  to  dis- 
cuss the  subject,  as  at  present  a  bill  is  before 
parliament  to  enact  certain  tolls  on  locomo- 
tives ;  and  so  much  fear  is  expressed  by  va- 
rious parties  as  to  the  freedom  from  danger 
of  these  machines,  that  I  think  it  a  favorable 
opportunity  to  bting  the  subject  before  meeting. 
Various  "plans  have  been  tried,  and  vast  sums 
of  money  expended,  in  endeavoring  to  perfect 
a  good  road  locomotive.  Watt  designed  one 
to  cary  two  persons,  but  it  was  not  constructed, 
his  other  employment  taking  up  so  much  time 
as  to  prevent  him  carrying  it  out.  The  first 
actual  steam  carriage  we  read  of  was  made 
by  a  Frenchman  named  Cujnot,  who  showed 
it  to  Marshal  Saxe  in  1763.  He  afterwards 
made  one  that,  when  first  set  in  motion,  went 


through  a  wall,  and  being  by  this  means  or 
other  violent  exhibitions  of  its  powers  consid- 
ered very  dangerous,  was  placed  in  the  Arse- 
nal Museum  at  Paris,  where  it  now  is.  An 
American,  Oliver  Evans,  also  invented  a  steam 
carriage  in  1772,  but  it  did  not  come  into  use. 
William  Symington  conceived  the  same  idea 
for  Scotland,  but  the  roads  were  then  so  bad, 
that,  to  speak  in  a  slang  way,  it  was  ''no  go  ;" 
this  was  in  1786.  The  next  investor  was  Wil- 
liam Murdoch,  who  in  178-1  made  a  model  of 
a  steam  carriage,  which  is  still  in  possession 
of  a  relative  of  Murdoch's.  Another  inventor 
of  steam  carriages  was  Thomas  Allen,  of  Lon- 
don, who  in  1789  designed  one  to  carry  goods 
and  passengers. 

The  most  successful,  however,  seems  to  have 
been  a  locomotive  built  by  Richard  Trevethick, 
of  Cornwall,  and  Andrew  Vivian,  his  cousin, 
(Trevethick  was  a  pupil  of  William  Murdoch.) 
He  took  out  a  patent  for  it  in  1802.  His  car- 
riage was  like  a  common  stage-coach.  It  had 
only  one  cylinder.  This  was  the  first  success- 
ful engine  made  to  work  with  high-pressure, 
moving  the  piston  both  ways  against  the  pres- 
sure of  the  atmosphere  only.  The  first  road 
steam-carriage  was,  on  the  whole,  wonderfully 
successful.  It  caused  great  excitement  in  his 
neighborhood.  This  carriage  safely  reached 
London,  and  was  publicly  exhibited  on  an  in- 
closed piece  of  ground  where  Euston-station 
now  stands. 

Having  thus  shown  that  in  the  early  days 
of  steam,  carriages  were  made  and  driven  on 
common  roads,  I  am  about  to  bring  the  sub- 
ject before  this  meeting,  in  the  hope  if  it  is 
now  taken  up,  and  backed  by  the  British  As- 
sociation, we  shall  have  this  most  useful, 
and  now  well  understood  power,  brought  to 
bear  as  a  most  efficient  means  of  conveying 
heavy  goods  and  passengers,  as  tenders  to  our 
railways,  instead  of  making  so  many  short 
branches  of  railways  that  do  not  pay 

Mr.  Scott  Russell,  many  years  ago,  made  a 
successful  steam  carriage  that  ran  between 
Glasgow  and  Paisley ;  and  if  it  had  not  been 
for  a  most,  unfortunate  misunderstanding  be- 
tpeen  the  promoters  of  the  carriage  and  the 
road  trusters,  whereby  a  fatal  accident  took 
place,  I  believe  it  would  then  have  made  a 
great  stride  in  the  right  direction.  It  per- 
formed its  journey  very  well  for  some  time. 

One  of  the  great  reasons  why  we  may  now 
look  for  success  in  road  locomotives  is,  that 
instead  of  as  formerly  having  a  heavy  machine 
or  carriage  worked  with  a  comparatively  light 
pressure  of  steam,  we  now  have  alight  car- 
riage and  worked  at  a  heavy  pressure.  We 
now  have  the  means  of  making  very  strong 
boilers  very  light,  and  to  stand  a  high  pres- 
sure. 

A  number  of  plans  have  been  tried,  all  more 
or  less  successful.  The  first  one  that  came 
out  of  late  was  Mr.  Boydell's,  with  its  end- 
less railway  attached  to  its  wheels.  This  car- 
riage, though  [  have  not  seen  it  at  work,  has, 
I  understand,  drawn  great  weights  after  it  at 
a  cost  much  less  than  that  horse-power;  and 
though  clumsy  in  appearance,  yet  that  may 
be  got  over.  The  first  thing  in  my  mind  is  to 
establish  the  actual  working  of  this  mode  of 
hauling. 

We  have  now  another  and  also  a  most  suc- 
cesful  steam  carriage  in  Mr.  Bray's.  It  is 
very  ingenious.  It  has  now  been  working  (or 
some  time  with  perfect  success  ;  and  though 
it  was  unfortunately  transmogrified  last  year 
into  a  green  dragon,  and  for  a  time  gave  in, 
yet  there  is  no  reason  why  it  should  not  turn 
out  a  most  useful  machine.  Indeed  it  has 
proved  itself  so  a  great  many  times  within  a 
few  months,  in  taking  large  loads  through 
London.     Ithas  drawn  over  thirty  tons  through 


the  most  crowded  throtighfares  of  London,  and 
in  no  instance  has  any  accident  occurred  du- 
ring its  employment,  The  economy  in  its  use 
has  been  equal  to  a  saving  of  one  half  the  cost 
of  employing  horse-power.  > 

Mr.  McConnell,  to  whom  the  world  is  largely 
indebted  for  very  valuable  improvements  in 
the  locomotive  engine,  has,  I  believe,  underta- 
ken to  give  his  able  attention  to  this  subject, 
with  a  view  to  bring  out  a  simpler  engine  than 
that  now  in  use.  This  I  feel  can  be  done  with, 
ease,  so  as  to  make  a  much  more  workable 
and  less  costly  machine.  I  think  great  speed 
should  not  be  looked  for  in  traction  engines. 
What  is  wanted,  in  my  opinion,  is  a  means  of 
taking  large  loads  at  a  small  cost,  It  is  a 
great  mistake  to  suppose  that  injury  is  done 
to  the  road  by  the  use  of  steam  carriages.  The 
truth  is  that  there  is  much  less  injury  done 
than  by  using  horses, — the  broad  wheels  ac- 
ting like  rollers,  and  so  rather  improving  than 
hurting  the  road. 

The  Marquis  of  Stafford  has  had  a  small 
steam  carriage  in  use  now  for  two  years,  and 
it  works  with  great  ease.  It  was  made  by  Mr. 
Rickett,  of  Castle  Foundry,  Buckingham. 
Since  it  was  made  Mr.  Rickett  has  made  two 
others,  introducing  great  improvements,  being 
direct  acting  instead  of  being  driven  by  a  pitch 
chain.  One  of  these  carriages  has  been  built 
for  myself.  It  weighs  one  ton  and  a  half,  and 
I  have  had  a  speed  of  nearly  twenty  miles  an 
hour  out  of  it.  I  gave  a  suggestion  as  to  the 
mode  of  placing  the  axle  in  connection  with 
the  driving  gear,  which  I  will  explain.  I  plac- 
ed the  axle  of  the  road  wheel  in  radial  seg- 
ments, so  that  the  springs  rise  and  fall  by  the 
action  of  the  road,  the  driving  gear  or  toothed 
wheels  are  never  allowed  to  be  at  a  greater 
distance  from  each  other  at  any  time  ;  the  axle 
as  it  rises  or  falls  performing  a  part  of  a  revo- 
lution round  a  crank  shaft,  on  which  is  fixed 
the  smaller  wheel  which  gives  the  action  to  the 
road  wheels.  Its  action  is  perfect,  as  the  teeth 
of  the  wheels  are  always  in  gear  to  the  same 
depth  ;  and  the  consequence  is  that  the  springs 
act  most  perfectly,  and  it  goes  along  the  road 
without  trouble.  I  have  now  had  several  trips 
on  it  from  Buckingham  to  Wolverton,  a  dis- 
tance of  ten  miles,  and  this  has  been  done  with- 
in the  hour  including  stoppages. 

Another  advantage  of  steam  on  roads  over 
horse-power  is,  that  instead  of  requiring  twen- 
ty or  thirty  horses,  forming  quite  a  troop,  to 
take  a  carriage  containing  some  heavy  weight, 
you  place  before  the  said  carriage  a  steam  en- 
gine. This  power  will  cost  but  a  small  sum 
in  comparison  with  horses;  it  will  be  a  con- 
stant power  so  long  as  it  gets  coal  and  water. 
It  will  take  up  but  little  room,  not  being  much 
larger  than  a  common  carriage.  This  seems 
a  most  important  reason  for  the  advancement 
of  steam,  as  at  this  present  day  saving  of  time, 
money,  space,  and  at  the  same  time  gaining 
increase  of  power,  are  cogent  reasons  for  ad- 
vocating any  cause. — Proc.  Brit,  Asso.,  1850. 


MIT  The  Debuque  Times  says,  Messrs.  Ed- 
gerton  &  Co.,  contractors  on  the  Cedar  Falls' 
and  Minnesota  Railroad,  commenced  work  a 
Cedar  Falls'  last  Monday. 


8gg=  The  Motreal  Gazette,  of  the  8th  inst., 
says  rumors  have  been  current  for  some  time 
past  of  a  sweeping  reduction  in  the  staff  and 
cost  of  working  the  Grand  Trunk  Railway 
Company.  Indeed  the  Kingston  News  goes  so 
far  as  to  say  the  running  of  the  road  will  be 
stopped  shortly  for  a  time,  in  order  to  bring 
the  new  regulation  into  effect. 


4=16 
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Nashville  and  North-Western  Railroad. 

The  Nashville  Union  of  the  14th  inst.  gives 

the  following  account  of  the  progress  of  the 
Western  division  of  this  road  to  Nesham's,  in 
the  Harpeth  Valley  When  completed  _it  will 
connect  Hickman,  on  the  Mississippi,  with 
Nashville  : 

The  road  has  now  been  completed,  and  the 
cars  are  making  regular  trips  seventeen  miles 
out  from  Nashville.  It  is  one  of  the  best  and 
smoothest  roads  upon  which  we  ever  traveled, 
the  work  having  been  done  in  the  most  sub- 
stantial manner.  It  will  compare  in  this  re- 
spect with  the  best  roads  in  the  country.  The 
work  of  track-laying  is  being  pushed  forward 
by  M.  P.  Manning,  Esq.,  the  contractor,  with 
all  pomble  speed,  and  the  remaining  eight 
miles  ready  to  receive  the  iron  will  be  put  in 
running  order  in  the  course  of  two  or  three 
weeks. 

From  the  Tennessee  river  the  work  of  grad- 
ing is  progressing  rapidly  in  this  direction, 
and  in  a  few  days  eighteen  miles  will  be  ready 
to  receive  the  iron,  and  track-laying  will  soon 
be  commenced  at  the  Tennessee  river.  It  is 
the  intention  of  the  Company  to  have  the 
work  of  traek-laXing  progressing  from  both 
ends,  until  the  whole  section  between  Nash- 
ville and  the  Tennessee  river  (seventy-eight 
miles)  is  completed. 

On  the  western  end  the  cars  are  running  to 
some  point  near  Huntington,  and  will  reach 
that  place  in  a  few  days.  From  Huntington 
to  the  Tennessee  river  the  work  of  grading  is 
being  pushed  forward  with  as  much  dispatch 
as  indomitable  energy  can  bring  to  bear.  The 
directors  confidently  expect  to  have  the  whole 
road  graded  and  ironed  by  the  1st  of  Novem- 
ber, 1861.  The  only  break  then  will  be  the 
Tennessee  river  bridge,  and  that  they  expect 
to  have  completed  by  the  1st  of  January,  1862. 

When  the  road  is  fully  completed,  it  will  be 
stocked  with  new  engines  and  passenger  cars 
of  the  latest  and  most  approved  style,  looking 
to  speed  and  safety. 


Panama  Railroad. — Some  facts  taken  from 
the  letter  of  the  president  of  the  Panama  Rail- 
road to  the  chairman  of  the  Packet  and  con- 
tract Committee  of  the  House  of  Commons, 
are  interesting.     He  says: 

"The  length  of  the  Panama  Railroad  is  47  J 
miles,  extending  from  the  city  of  Aspinwall, 
the  Atlantic  terminus,  to  Panama,  on  the  Pa- 
cific. It  has  been  built  in  the  most  substan- 
tial manner,  at  a  cost  of  eight  millions  of  dol- 
lors  and  notwithstanding  the  character  of  the 
country  through  which  it  passes,  and  the  ex- 
cessive rains  it  is  exposed  to  for  seveaal  months 
in  the  year,  has  acquired  a  solidity  and  firm- 
ness fully  equal  to  that  of  any  similar  work 
with  which  I  am  acquainthd.  Following  the 
course  of  the  Chagres  river  for  the  greater 
part  of  the  first  25  miles,  and  crossing  the 
Cordilleras  at  an  elevation  of  283  feet  above 
tide  water,  no  heavy  grades  are  encountered, 
the  greatest  being  one,  for  a  short  distance 
only,  on  the  Pacific  slope  of  60  feet  to  the 
mile.  It  therefore  seems  superfluous,  to  add 
that  the  railroad  is  competent  to  perform  any 
kind  of  service  that  can  ever  be  required  of 
it.  This  is  fully  evinced  by  the  experience  of 
the  last  four  yeasr. 

i»ph 

Annexed  ia  the   September  report  of  the  receiver  of  the 
Milwaukee  and  Mississippi  railroad: 

1859.  186f. 

Freight : $78,743  10  $113,0116  07 

Passengers 24,300  20  22,K14  70 

Mails,  .Sic 1,(95  41  3,502  87 

Total $104,878  71         3140,043  04 

Increase S35.164  S3 


Pittsburg,  Fort  Wayne  and  Chicago  Rail- 
road.— Going  to  and  returning  from  Cincinnati 
a  few  days  since,  we  wsre  astonished  at  the 
improvement  in  the  whole  line  of  road  between 
the  two  cities.  The  improvement  in  the  track 
of  the  Columbus  and  Xenia  railroad  was  mark- 
ed and  decidedly  agreeable  to  the  travel.  But 
we  specially  noted  the  smooth  track  and  reg- 
ular running  of  the  train  on  the  Pittsburg,  Fort 
Wayne  and  Chicago  Railroad,  between  Pitts- 
burg and  Crestline,  a  distance  of  188  miles, 
which  we  accomplish  in  six  and  a  half  hours. 
The  busy  scene  all  along  the  line  of  the  road 
of  the  sons  of  labor,  with  their  spades,  picks, 
tamping  bars,  chairs,  spikes  and  new  rails  ac- 
counted for  the  easy  rides,  but  did  not  so  for- 
cibly impress  us  with  the  amount  of  labor 
necessary  to  accomplish  the  work,  as  the  fol- 
lowing figures  which  we  obtained  from  an  au- 
thentic source  :  From  the  1st  of  May  to  the 
first  of  September  there  has  been  used  in  the 
track  of  this  Road  between  Pittsburg  and  Crest- 
line, 208,166  feet  of  new  rails,  or  about  40 
miles;  91,455  feet  of  repaired  iron,  or  about 
17J  miles;  142,221  new  cross-ties  or  about  70 
miles.  We  understand  that  the  operation  or 
renewal  of  track,  will  be  actively  continued 
through  this  and  next  month. — Pittsburg  post. 


Accident  to  the  Master  of  Transporta- 
tion of  the  Baltimoae  and  Ohio  Railroad. 
— The  Baltimore  American,  of  Saturday,  gives 
the  following  account  of  an  accident  to  Mr. 
Wh.  Prescott  Smith,  mastor  of  transportation 
of  the  Baltimore  and  Ohio  Railroad: 

"At  the  time  the  affair  transpired  he  was  in 
the  act  of  jumping  off  a  passenger  train  whilst 
it  was  passing  over  the  trestle  work  at  Harp- 
er's Ferry,  and,  making  a  misstep,  was  thrown 
near  the  track.  He  supposed  there  was  an  ad- 
ditional step  to  the  car,  which  was  the  cause 
of  his  fall.  The  wheels  passed  over  his  left 
foot,  cutting  off  two  toes,  and  it  is  surprising 
that  he  escaped  with  such  an  injury.  Upon 
rising  Mr.  Smith  supposed  his  injuries  were  of 
a  serions  character,  but  after  moving  his  legs 
about  found  he  had  the  use  of  them.  The 
guests  of  the  road  with  whom  he  was  traveling 
were  much  alarmed  on  his  account,  and  pro 
posed  to  abandon  the  excursion,  but  Mr.  S. 
would  not  listen  to  such  a  proposition,  conse- 
quently they  proceeded  on  the  trip  the  day 
following,  and  he  reached  home  yesterday, 
after  receiving  the  attention  of  the  physician 
at  Harper's  Ferry." 


Southern  Pacific  Railroad. — Col.  V.  K 
Stevenson,  having  accepted  the  Presidency  of 
the  Southern  Pacific  Railroad,  has  gone  to 
Europe  to  negotiate  for  means  to  build  the 
road. 

The  Nashville  Banner  learns  that  the  New 
York  agent  of  a  French  and  German  house 
has  signified  to  Col.  Stevenson  that  his  prin- 
cipals will  contract  to  build  the  entire  road, 
taking  one-half  of  the  pay  in  the  stock  of  the 
road  with  a  mortgage  of  the  lands  of  the  com- 
pany as  security. — New  York  Tribune. 


Mobile  and  Great  Northern  Railroad. — 
The  Mobile  Adcertisdr,  of  Saturday,  says,  two 
cargoes  of  iron  for  this  road  are  by  this  time 
on  the  way,  one  for  this  port,  the  other  for  Pen 
sacola,  aud  seven  locomotives  have  been  pur 
chased  for  the  use  of  the  road.  The  prospects 
for  the  early  completion  of  the  portion  east  of 
the  Tensaw  are  very  favorable,  the  only  delay 
that  can  occur  being  on  the  first  division  be- 
yond the  river.  If  the  completion  of  the  gra- 
ding there — which  is  the  heaviest  on  the  road 
— is  not  delayed  for  want  of  hands,  we  are  as- 
sured that  the  cars  will  ruu  through  by   July. 


West  Side  Tunneling  — The  railway  tunnel 
at  Lake  St.  Bridge  of  the  Pittsburg,  Port 
Wayne  &  Chicago  R.  R  is  progressing  rapidly 
to  completion.  Workmen  have  already  com- 
menced excavating  for  the  tunnel  on  Randolph 
street.  At  this  rate  the  tunnels  will  be  fin- 
ished before  the  commencement  of  winter,"  a 
consummation  most  devoutly  to  be  wished." 
—  West.  B.  R.   Gazette. 


figg-The  Cedar  Valley  Times  says :  We  learn 
from  W.  W.  Walker,  Chief  Engineer  of  the  Ce- 
dar Rapids  and  Missouri  River  Raihoad,  that 
the  preliminary  surveys  of  the  first  division  of 
70  miles,  of  that  road,  were  completed  last 
week.  The  est! mates  are  now  bei ng  made  out, 
and  we  understand  that  the  final  location  will 
be  made  in  the  course  of  a  few  days. 


8QF"The Illinois CentralRailroad  Company's 
sales  of  lands  last  month  were  larger  than  in 
any  single  month  since  1856!  and  it  is  quite 
evident  that  a  steady  emigration  to  this  State 
of  practical  farmers  is  now  going  on.  The 
number  of  acres  sold  was  8,495  for  §137,902  16. 
These  are  divided  among  127  purchasers  being 
an  average  of  about  70  acres  each.  The  de- 
sire to  purchase  whole  sections  of  land  has  cau- 
sed the  ruin  of  many  a  settler  in  our  State,  and 
this  feature  of  the  present  sales  is  very  impor- 
tant. 

Eighty  acres  are  quite  enough  for  the  main- 
tenance of  a  family,  and  we  are  glad  to  see 
a  class  of  buyers  who  are  not  likely  to  over- 
burden themselves  with  debt.  The  Company's 
terras  are  upon  a  credit  of  from  four  to  seven 
years,  with  interest  at  6  per  cent  per  annum 
in  advance.  Thus  the  purchaser  of  80  acres 
at  §12  pays  about  §60  per  annum  for  the  first 
three  years,  and  subsequently  annual  payments 
of  about  $250,  which  secures  him  a  valuable 
homestead. —  The   Chicago  Press 


The  earnings  of  the  Tyledo  and  Wabash  Railroad,  the 
first  week  in  October  were: 

1859.  1860. 

From  Passengers 35,361!  93        S7.313  23 

FromFreiglit 10,311  49         13.110  61 

Total S15.675  42      $25,926  66 


A  train  of  twenty  freight  caJs  loaded 
entirely  with  cheese,  recently  passed  over  the 
Connecticut  Valley  line  of  railroad,  from  Ver- 
mont to  New  York. 


DeBow's  Review  for  October — The  work 
is  much  enlarged  and  improved,  and  the  range 
of  subjects  greatly  extended.  It  is  one  of  the 
cheapest  Magazines  published. 

Terms — Five  dollars  per  annum,  or  three 
copies  for  ten  dollars.  The  numbers  or  volumes, 
for  previous  years,  may  still  be  had  from  the 
office.  Twenty  nine  volumes  have  been  pub- 
lished, and  the  circulation  is  increasing  in 
every  quarter.  The  leading  offices  are  at  New 
Orleans  and  Washington  City. 

We  give  the  contents  of  the  October  num- 
ber:— Southern  Statesmanship;  Reminiscences 
of  Central  America;  Milton,  Southey  and  By- 
ron; Quo  Tendimus;  The  South — In  the  Union 
or  Out  of  It;  Commercial,  Agricultural  and 
Intellectual  Independence  of  the  South;  Greece 
and  England;  Southern  Industry;  The  Press 
of  Mississippi;  Cotton  Seed  Product  of  the 
South;  Canaan  and  the  Negro  Identical. 
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MONETARY  AND  COMMERCIAL. 

There  has  been  a  slight  but  gradual  increase  in  the  demand 
for  money  since  our  last  issue;  which  has,  however,  been 
freeiy  met  by  bankers  at  the  usual  rates  to  customers.  No 
serious  difficulty  is  experienced  by  parties  having  good 
banking  acquaintance  to  locate  all  acceptable  paper.  The 
time  is  however  fast  approaching  when  the  available  means 
will  be  principally  absorbed  by  the  grocers  and  pork  men, 
and  more  difficulty  will  be  experienced  by  other  parties  in 
getting  their  wants  supplied,  and  it  will  be  wise  for  such 
pai  ties  to  look  a  little  ahead. 

The  demand  for  Eastern  Exchange  has  been  good,  but 
without  any  change  of  rates.  Market  firm  and  close.  Quo- 
tations are 

Buying.  Selling* 

New  York  Sight f    prem    £©£    prem 

Philadelphia £    prem     £@i     prem 

Boston 35©37£  prem    %®k    prern 

Baltimore 2->©30    prem     §@£    prem 

New  Orleans >a@T     dis    par©*-    prem 

American  Gold 25@30    prem  37<«i*10  prem 

Western  funds  are  bought  at  one  per  cent  discount.  The 
New  York  Tribune  gives  the  following  as  the  closing  quo- 
tations for  Bonds  and  Stocks: 

"  Tennessee  State  5s,  90£©UQ£;  Virginia  State  5s.  9P£@ 
90?;  Missouri  Gs,79©79'<, :  CaILfoi:riiaState7s;93@94;  Mel- 
aware  and  Hudson,  95 >£©96;  Pennsylvania  Coal.  82@83; 
Cumberland  Coal,  1'refe  ned,  13@I4,  Pacific  Mail,  80£©87j  ; 
New  York  Central,  RHi®^;  Kiie,  30$©39>-a;  Hudson,  63.4 
@6H;  Harlem  Preferred,  5t>i©5 1;  Reading,  47£@47i-;  Mi- 
chigan Central  W+@,p>?i%\  Michigan  Southern  and  Northern 
Indiana.  21  £©2 1  >»;  Michigan  Southern  Guaranteed.  48^© 
4H;  Panama,  121@125;  Illinois  Central,  83J@84;  Galena 
and  Chicago  Railroad,  773@77»^;  Cleveland  and  Toledo 
Railroad,  45^@46£;  Chicago  and  Rock  Island  Railroad,  73* 
@73|;  Chicago,  Burlington  and  Quincy  Railroad,  89@-9£." 

The  net  receipts  of  the  Harlem  Railroad  for  the  month  of 
September  are  as  follows: 

1859 $97,218  02 

I860 ] 05,473  33 

Netincrease $8,254  71 

The  net  receipts  for  the  same  month  for  the  last  three  three 
years  were  as  follows: 

1858 $84,883  31 

3859 97,218  01 

I860 105,473  33 

On  the  5th  inst.  the  Illinois  Central  land  collections  were 
$7,(  00,  and  the  new  sales  reached  $17,0(10.  Thi9  is  in  one 
day  nearly  half  as  much  as  the  monthly  sales  of  late. 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
havebeen  made  during  the  past  week  in  this  city  at  the  fol 
lowing  rates: 

BONDS. 

Little  Miami  R.  R.  1st.  Mortgage  Bond?,  G  per 
cent.,  86 

Covington  &  Lexington  R.  R.  First  Mortgage 
Bonds,  7  per  cent P5 

Covington  and  Lexington  11.  R  Co.  FlrstMort- 

gage  Bonds,  0  per  cent 17@80 

Covington  &  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent. ...  7S@S0 

Indianapolis  &.  Cincinnati  R.  It.  first  Mort- 
gage Bonds  7  per  cent 85 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  '•  per  cent.  Bonds 85 

Indianapolis  &  Cincinnati  R.  It.  Co.,  Third 
Mortgage  Bonds,  7  percent 70 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 
Mortgage,  7  per  cent.  Bonds 100 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds,  7  per  cent 86 

Ohio  and  Mississippi  Railroad,  Construction 
Bonds, 7  percent 20 

Dayton  and  Western  R.  R.,  First  Mortgage 
Bunds,  7  per  cent CO 

Dayton  and  We  tern  Railroad,  Second  Mort- 
gage Bonds,  7 percent. 50 

Daytor.  and  Western  Railroad, Third  Mortgage 
Bonds,  7  percent 15 

Indiana  Central  R.  R.  Co.,  First  Mortgage 
Bonds,  7  per  cent 86 

Indiana  Central  R.  R.  Co.,  Second  Mortgage 
Bonds.  1»»  per  cent 85 

Dayton  Sc  Michigan  It.  It.  Co.,  endorsed  Mort- 
gage 81,7  per  cent 75 

City  of  Cincinnati,  Municipal  Bonds,  6  per 

cent 95@96 

Cily  of  Cincinnati,  Railroad  Bonds.  6  percent.  85©86 

City  of  Cincinnati,  Wharf  Bonds,  6  per  cent..  84@H5 

New  Maionic  Hat  I  7  per  cent.  Hods 95 

STOf-'KS. 

Cincinnati.  Hamilton  At  Dayton   R.  R.  Ex-div,  74 

Little  Miami  K  .  It ,  .     8{l©90 

Columbus  &  Xenia  R.  R 88J@H9 

Indianapolis  &  Cincinnati  R.  R *..,..   4U©50 

Ohio  &  Mississippi  R   It U 

Farmer's  Hank  of  Kentucky 12£©  127 

Northern  Bank  of  Kentucky I2i-©130 

Ohio  Life  Insurance  &•  Trust  Co.'s  Certificates.  7i@8 
Ohio  it  Mississippi,  Trustees  Scrip. 15©15  % 


American  Securities  in  Europe.— Messrs.  D.  Bell,  Son 
Sl  Co..  report  as  follows: 

In  the  market  for  American  Securities  there  is  no  particu- 
lar feature  to  notice.     There  has  been  a  fair  amount  of  busi- 
ness transacted  during   the  past  week,  and  the  market  con- 
tinues firm,  and  prices  steady. 
American  Railways,  &c.  Closino  Price. 

United  States  0  #>  cent.  18G8 98  ©  09 

United  States  5  per  cent.  1874 93£©  93$ 

Kentucky  0  per  cent.  1868-72 91  @  93 

Maryland5  <g>  centBonds, 93  ©  95 

Massachusetts  5  per  cent     J 02  ©104 

Mississippi  Union  Bank,  5  per  cent 14  @  16 

Pennsylvania  5  per  cent 85  @  87 

Pennsylvania  5  per  cent.,  1877 88  @  89 

South  Carolina  5  per  cent.,  1866 86  @  88 

Tennessee li  per  cent,  divers SO  @  82 

Virginia  G  $>  centBonds,  181-G 82  ©  ^3 

Virginia  5  &  cent.  Bonds,  1888 80  ©  82 

Illinois  Central  7  $>  cent.  1875 89  @  91 

Illinois  Central  6   #  cent.  1875 88  @  90 

II  inois  Central  shares, 17j@   1G>£ 

Michigan  Central  8  #>  cent.  1809 90  @  91 

Michigan  Central  shares 62  ©  G4 

New  York  Central  G   $>  cent,  not  convertible 

1883 80  ©  90 

New   York   Central  7   per  cent.,   cenvertible 

1804 93  @  95 

New  York  Central  shares 80  ©  82 

New  York  Central  7  per  cent.  First   Mortgage 

Bonds,  1887 93  ©  95 

New  York  Central  7  per   cent.   Second  Mort- 
gage Bonds,  1859 89  ©  90 

New  York  Central  7  per  cent.  Third  Mortgage 

Bonds,  1883,  ex 78  ©  80 

New  York  Central,  Convertible,  1862 57  ©  59 

New  York  Central  shares 3t)  @  :2 

Panama  7  per  cent.  First  Mortgage,  1865-,...  101  ©105 
Panama  7  per  cent.  Second  Mortgage,  1872  ..  9C  ©101 
Pennsylvania  Central  Bonds,  First  Mortgage, 

1880 90®,  91 

The  earnings  of  the  New  York  and  Erie  Railroad  for  the 
month  of  September  were  in 

I860 $000,124  06 

1859 4rJ,798  45 

Increase $137,326  51 

Joseph  W.  Alsop,  Receiver  of  the  Ohio  and  Mississippi 
Railroad,  has  filed  his  fifth  monthly  report  with  the  Clerk  of 
the  United  States  District  Court.  The  following  is  an  ab- 
stract. 

To  balance  on  hand  from  f  uly  account $26,935  43 

RECEIPTS. 

From  express  freight  earnings  of  July. $1,651  78 
From  passenger  earnings  prior  to  Aug.  7,480  58 
Fiom  freight  earnings  prior  to  August.   4,295  82 

13,423  18 

From  passengers  on  account  August. $30,298  79 
From  freight  on  account  August...   .  21,515  35 

57,814  14 

Mail  service  up  to  June  30th J  0,850  25 

Other  sources 1U  130  92 

Total $119,173  97 

DISBURSEMENTS. 

Paid  on  account  of  First  Morigage  Bonds, 
Coupons  of  interest  due  July  1st.  1858.. $245  00 

Paid  on  account  of  First  Mortgage  Bonds, 

Coupons  of  interestdue.)  in'y  1st,  1850.8,780  00 

On  account  of  interest  and  discount 759  11 

On  account  of  office  and  other  expenses..    707  64 

On  account   of  charges   advanced    on  ac- 
count with  other  roads 191  99 

On  account  of  telegraph  line 51  54 

On  account  of  former  arrearages. 37i  46 

On  account  of  current  operating  expenses 
and    construciive    work    lor   month    of 

July 57,591  01 

68,698  78 

Balance  on  hand  carried  to  September  account- .$54,475  19 
The  Central  Ohio  Railroad  receipts  for  the  month  of  Au- 
gust amounted  to  the  following 

August $63,023  00 

July 48,042  81 

Increase $14,380  19 

The  earning  of  the  Dayton  and  Michigan  Railroad  for  Sep- 
tember are  as  follows: 

Freight $19,517  37 

Passengers 17.G7G  50 

Express  Mail 2,402  5U 

Total $38,656  37 

Being  an  increase  of  about  $400  over  the  month  ef  Au- 
gust. 

The  earnings  by  the  Chicago,  Burlington  and  Quincy  roih 
road  line  in  the  first  week  of  October  were: 
1859.  1860. 

Freight ..,.835,493  GO     $47,!0u  00     Inc.  $11,G42  40 

Passengers 12,277  21        12,037  92*)     .         .nna.  A1 

Excursion  train..  10^5  3oJ   do      10-"6G  01 

Total.. $47,740  81     $69,469  22  $21,728  41 


The  fiscal  year  of  the  Baltimore  and  Ohio  Railroad  Com- 
pany ended  September  30th.  The  business  of  the  year  com- 
pares with  the  previous  year  as  follows: 

1859.  1858.  "^ 

October $410,929  61  $391,39.  10 

November 431,297  56  3W  870  75 

December 365,663  13  336,202  25 

1860.  1P59. 

January $282,070  64  $3 1 4  201  00 

February 332.743  77  303.031  70 

March 425,487  08  40:1,984  08 

April 401,428  3G  300,761    15 

May 435,133  28  391,019  17 

June  274,437  59  350,444  16 

July 383,037  91  304.101  25 

August 453.397  07  374,124  93 

September 464,382  93  393 ,203  96 

Total $4,760,997  98        $4,301,009  18 

4,700,997  98 

Total  increase  present  fiscal  year $459,988  80 

The  rreight  forwarded  over  the  Illinois  Central  Railroad  is 

as  follows:  * 

Wheat  bushels. 512,110  791.914  1,680,648  2.390,443 

Rye            " 2.941  15.936  5,157  47.902 

Corn         •"      13,112  125210  356,488  2.801201 

Oats          »      78,490  50,769  212.914  976.988 

Barley      "        15,723  18.781  30,939  47.529 

Flour,  barrels 27,800  29,733  74,987  142,316 

The  collections  by  the  land  department  of  the  Illinois  Cen- 
tral Railroad  Company  this  month  average  six  thousand 
dollars  per  day— $59,283  to  the  10th,  and  in  the  same  period 
$90,000  worth  of  land  has  been  sold.  A  large  proportion  of 
the  cash  collected  applies  to  the  interest  fund  than  hereto- 
fore, inasmuch  as  the  arrears  of  interest  are  being  paid  up. 
Since  the  1st  of  September  nearly  $250,000  of  sales  have 
been  made,  in  parcels  of  forty  to  eighty  acres* 

The  traffic  of  the  Illinois  Central  for  the  first  week  of  Oo  ■ 
tobcr  was: 

1S60 $67,618  05 

1859 51,^86  58 

Increase $15,833  58 

The  earnings  of  the  Cleveland  and  Toledo  road,  the  first 
week  of  October  shows  os  fo.lows: 

First  weok  1860 $20,817 

Viral  week  1859 17,477 

Increase..... #3,340 

"We  hear  unofficially  that  the  Galena  and  Chicago  road,  in 
the  first  week  of  October,  gives  a  total  earning  of  near  $65,- 
000— again  of  $10,0(10  on  the  large  week  of  last  year. 

The  Chicago,  Burlingtonand  Quincy,  the  first  week  of  Oc- 
tober, shows  a  very  large  increase — $21,0  i0  ia  excess  of  the 
Bame  week  last  year. 

The  official  statement  of  the  September  earnings  of  the 
Milwaukee  and  Mississippi  road  will  give  a  gain  of  about 
*40,000. 

The  Harlem  Railroad  Company  will  increase  their  rates 
of  fare  to  Albany  to  three  dollars  on  and  after  the  15th  of 
this  month. 

The  receipts  of  the  FJrie  Road  are  exceedingly  large.  On 
the  8th  they  were  $35,000,  and  the  aggregate  for  the  seven 
working  days  of  this  month  is 

October  I860- $216,606 

1859 126.457 

Increase $90,149 

The  whole  month  at  this  rate  would  give  some  $350,000 
increasa.  The  Company  are  paying  two  coupons,  seven 
per  cent,  on  $6,0i»0,0"0  of  Third  Mortgage  Bonds,  amount- 
ing to  $420,0t;0.  Another  coupon,  and  the  only  one  over 
due,  will  be  paid  in  a  few  days.  The  money  is  already  pro  - 
vided. 

The  September  earnings  of  the  Milwaukee  and  Mississippi 
Road  were  reported  at  some  $5,000  or  $6,000  increase  on 
1859.  A  letter  from  the  President  states  that  these  figures 
will  be  largely  exceede.d  Agreeably  with  there-organization 
plan  of  the  creditors  of  this  road,  a  decree  of  foreclosure, 
under  the  First  Mortgage,  has  been  entered  in  the  District 
Court  of  Wisconsin.  This  was  assented  to  by  the  City  of 
Milwaukee,  so  that  the  only  remaining  obstacle  to  a  com- 
plete and  harmonious  reorganization  of  the  concern  is  re- 
moved. 

The  Cleveland,  Columbus  and  Cincinnati  railroad  earned 
in  September: 

1860 $122,356  54 

1859.... 97,613  71 

Increase $24,742  83 
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APPLEGATE  &  CO., 

Afl'I.E^ATi:    &■  <:«.,  Boolc- 
sellurd,   stationers  and    Blank-book 
Manufacturers)  -i'i  Main   Street,  Cincin- 
nati, invito  the  attention    of  Booksellers, 
Country  ruercli  auu*,  Teachers, 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal,Theological,  SountiJic,    Stan- 

dard, and  miscellaneous  Books,  Paper, 
Blank -books,    Stationery,    etc.,  ei<\; 
which,  from  our    numerous  and  favora- 
ble   arrange  ments    with    tlio 
leading  publish  ers,  as  well  as 
the  p  r  i  n  eipal                 m  a  n  u  fa  c  t  urers 
and    importers              of  Paper andSta- 
tionery,   we  can  offer  superior   induce- 
ments to    purchasers.       We  respectfully 
solicit  u  comparison  of  stock  and  prices 
with  any   other  house    in  the   West 

©©«§&&», 

Our   Stock   of    Stationery 
is  very  complete,    embracing 
in  part   all  the    varieties    of  Cap, 
Letter,   Packet,    Commercial,    Bath 
and   Note  papers,  togother  with  Clotting, 
Tissue,    Drawing,  Envelope,  Manilla 

ping ;  Bonnet 
opes,  Cold  &  steel 
ers,  Pencils,  Pen- 
presses,  and 
Inkstands ;  Era- 
\tax,  Wafers, 
Banker's  cases, 
head   boxes,  En- 


find  Tea  w  r  a  p- 
boards,   Env  el- 
Pens,  Pcnhold- 
rac  k  s,  Copying 
Books,  Ink  r>nd 
b ilres,   Sealing 
Slates,  Mucilage, 
Book  rests.  Bill 
velope  and   Card  cases ,  Casb  and    Post 
Office  boxes,  Rulers,  Letter  seaks,  Clips, 
Weights,  and  Files  ;  Date  Calendars, 
together  with  all  other  articles 
used  in  the  counting-house. 

STATIONERS, 

To  our  Blank    Bonks   wo 

especially    call    attention,    as 

they  are  manufactured  at  our  own 

establishment,  of  the  best  material,  and 

all  neatly  paged,  including  all  sizes,  from 


the  small  memo 
the  large  Super 
rial  Ledger,  and 
variety  of  styles 
w  nrk  m  aijship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  o  f  pa- 


randum  book  t  o 
Royal  and  Impe- 
bound  in  a  great 
and  of  superior 
Books  made  to 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy   of 


in  quality  oi    pa-  per,    accuracy   u 

ruling    and    durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

Blank   Book   Manufacturers, 


Wo  Are   prepared  >'o 

Print  and  Bind  books 

tion  and  in  any  style 

sired,  iii  rates  as  low 

quality  of  work 

cuted  in  this 

where.      Our 

executing  these 


Stereotype, 
of  any  descrip- 
that  may  be  de- 
as  the   sama 

can  be  oxa- 
city  or  else- 
facilities  for 
branches  of 


the   trade   a  r  e  ample,  an  d 
authors  may  depend  upon  having 
their  books  published  in  the  best 


style   and  on 

Merchants   and 

Bills  of  Lading, 

Railroad    and 

Cards,   Circulars,  or 

tion  of  printing,  will 

that  we  do  such  -obs 

despatch.     Orders  ve- 


il o  r  t  no  tice. 

others  wishing 
Bill    Heads, 

Dray  receipts,  Aj£ 
any  other  descrip- 
please  bear  in  mind 
with  neatness  and 
spcctfully  solicited. 


PUBLISHERS, 

•omtoid  o,  iny  jou  unto  pau  040      idiuuo 
tjoojb  .1110  o^ism  'A'jaijTi.v  uso[pu3  ui  A'aa 

-U0H«4S  pUU    SllOOi£   pUU    'UOl}l[)UOD  AJ3A0 

©3  pjjuis  s>[OOJi  'eatiiaaADB 

pUU  3AIJ1UJUU    JO  SlJOua 

'SAiioiijjsui  puu  Saisnras  s3toog 
(pio  puv  A\oti  'ssib'og  'iiiinis  puB9Sjut 
*63loug  OfllJi  J3illa3oj  'osoiix    '°J8  ''O^3 
'QTiuud£)     s,ue[tog    'aoituojtf    s4qq0jVV 
'eoasrcg    jviiiuiK^i    'sjapuo^   pejoyg 
jo  uikijo  laoji:p9dg  'einptosof  'sb-ul 
8,4011:4111^  'Aao4S]h  ^uopuy  sta^ 
-lo^i  *K;iao^vs,>p:0'sau 

* v 4  uom  -11109   ,s 0 35  1  v  1  0 

*aiv   qoiqAV    'inaniuio.itl  OJOlu  s\\}  }0  nol} 
-uiotuuuo  mi  uiiqi  oaoiu  a.imbo.i  oj  '4U31U 
^eoqriiq      oqj  10  sjjjoav  eu  u.worni  hoai 
©o>  oab         suopuoi  ;q  u  d  uavo  .1110 

43  S1A1N  STREET  CIIV. 


MAYOR'S  PROCLAMATION. 
Mayor's  Office. 
City  of  Cincinnati.        i 
In  pursuance  of  a  resolution  adopted  by  the  City  Coun- 
cil, on  the  15th  day  of  August,  I860,  notice  is  hc-iel.y  civen 
to  the  Electors  of  the  Citv  of  Cincinnati,  that  an  Eleetion 
will   be  held  on  the   NINTH  DAY  OK  OCTOBER  NEXT 
(second  Tuesday,)  for  five  Justices  of  the  l'eace. 

The  Polls  will  be  opened  at  the  usual  places  of  voting  in 
each  Ward,  between  the  hours  of  G  and  ?  o'clock  in  the 
morning,  and  close  at  G  o'clock  in  the  evening. 

Given  under  my  hand  and  the  Corporate  Seal 

•  seal.  :  of  said  City,  this  28th  day  of  September.  1860. 
R.  JI  BISHOP,  Mayor. 


PROCLAMATION.— I.  William  Dennison,  Governor  of 
the  State  of  Ohio,  do  hereby  notify  the  qualified  Elec- 
tors of  the  State  of  Ohio  to  assemble  in  their  respective 
Townships  and  Wards,  at  the  usual  places  of  holding  elec- 
tions, on  TUESDAY,  being  the  sixth  day  of  November.  A. 
D  .  1P0II,  and  then  and  there  to  proceed,  as  the  law  directs 
to  elect  twenty-three  Electors  of  President  and  Vice  Presi- 
dent of  the  United  Suites,  in  pursuance  of  the  Constitution 
and  laws  of  the  United  States,  and  of  this  State 

In  testimony  whereof  1  have  hereunto  set  my  hand,  and 
caused  the  Great  Seal  of  the  Slate  of  Ohio,  to  be  affixed,  at 

Columbus,  this  seventeenth  day  of  September, 

;  seal.  "    in  the  yea!  of  our  Lord,  one  thousand  eight 

'- hundred  and  sixty,  and  of  the  Independence 

of  the  United  States  the  eighty-fifth.      Kv  the  Governor 
WILLIAM  DENNISON. 


PROPOSALS. 

Office  of  the  Mobile  and  Ohio  R.  R.  Co.) 
Mobile,  Sept.  8th.  1860.  ( 

PROPOSALS,  addressed  to  the  undersigned,  will  be 
received  until  the  20th  October  next,  for  furnishing 
First  Class  Sleeping  Cars  for  the  Through  Trains  on  this 
Road.  , 

'1  he  proposals  must  state  the  name  of  the  Patent  under 
which  the  cars  will  be  constructed,  the  time  they  can  be 
delivered,  and  the  price  at  which  the  Company  can  purchase 
them— including  the  patent  right  to  use  the  same— at  the 
expiration  of  one  or  two  years  after  date  of  deliver  on  the 
Road, 

L.  J.FLEMING, 
Chief  Eng.  &  GenU  Supt. 
Sept.  20,  td. 

*&.T£3X-±1L  XfcJ,  I860, 

Cincinnati,  Hamilton   and  Dayton 

^^®&^@^©« 

SIX    DAILY     TRAINS 

LEAVE    THE    SIXTH   STREET  DEPOT 
(Sundays  Excepted). 

All  Trains  run   by  Columbi-s  Time,  which  is  Seven- 
Minutes  FASTfiR   THAN  CINCINNATI  TlME. 

THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 


G  A.  III.-ESPKESS  TRAIN— For  Hamilton, 
Richmond,  Indianapolis,  Logansport.  Daytcn,  Springfield, 
Urbana  and  Sandusky.  For  Troy,  Piqua.  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for.  Toledo,  Detroit,  and 
all  points  in  Canada. 

5  A.  i*l.— ACCOMMODATION  TBAIK- 
For  Haamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.-COLEMBI1S  EXPRESS- For 
Cleveland  Dunkirk,  Buffalo,  NewYork.  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

3.30  P.  M.  TRAIN— For  Dayton,  Springfield.  Ur- 
bana and  Bellefuntaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  poiDts  West. 

3. SO  P.  I'l.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  IW.  EXPRESS  TRAIN— For  Dayton, 
Springfield.  Urlvma  and  Sandusky.  For  Troy,  Piqua.  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo. 
Detroit,  and  all  points  in  Canada-  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

JJ33  For  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:—  No.  169  Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot* 

D.  MoLAREN,  Superintendent. 


PROSSERS'   PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUBULAR  BOILER  MAKERS 

A>'D 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  ic,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 
PALTi'S  PATENT  GLASS  ENTjIELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-V/ELDED   STEEL   TUBES. 

THOS.  PEOSSER  &  SON, 

28  Piatt  Street,  Hew  York. 

"LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  4  DAYTCN 


Z^-^XXjX1.C>-A.X>S. 


On  and  after  MONDAY,  Jane  11, 1860,  Trains  will  de- 
part as  follows : 

G:"0  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport.  Dayton,  Greenville,  Union  &.c. 

7:30  A.  M.  Express. — From  Little  Miami  Depot,  and 
from  Cincinnati.  Hami;toa  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Sleubenville  and  Piltsburg;  via 
Columbus,  Bellair  and  Benwood;  and  via  Columbus,  Beliair 
and  Pittsburgh  ;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  H- — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:01)  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Colomhus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton.  Springfield.  Urbaua  and  Belle- 
font  line;  also  at  Dayton  for  Columbus;  connects  -via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:30  P.M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot ;  for  Hamilton  and  ail  way  stations;  connects  at  Ham 
ilton  for  Oxford,  &c. 

4:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  "Way  Stations;  also  for 
Springfield. 

6:'»>P-M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Daytrm  Depot— For  Dayton.  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima.  Fort  Wayne  and 
Chicago ",  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond   Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  "Depot — Con- 
nects via  Columbus,  Steub^nville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood(  and  via 
i-  olumbus  Bellair  and  Pittsburg. 

Sleeping:  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Buri-et  House  ;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
taster  than  Cincinnati  time, 

P.  W.  STRAPER, 

General  Ticket  Acent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  TicketOBacea* 
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W.  ft  HYNDMAK'S 


fe~23K 


Patent  Portable  Forge  and  Allows. 

THESH»FORGES  are  superior  to  all  nU«jBfflr  build 
era  of  railroads,  mines,  quarries,  guoamlthc,  Iock- 
smilhs,  machine  shops,  boiler  makers,  Q'as  titters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  De  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  tothe  flue 
by  a  pipe. 
Kailroad  companies  and  others  in  want  of  Portable 
or&es  will  address  W  .  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 

SHORTEST  KOXJTE  BY  THIKTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN'^SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  V.  M. 

II. SO  P.  M— TERRE  HAUTE  AND  LAFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  V.  M. 

G.OO  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line, and  run  through  to  Chicago  without  changeof 
cars. 


^ff^- Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  LawrejicebiKrg  &  Indianapolis 

ay  PARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIlROUG11  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  J  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President- 

CINCINNATI,      WILMINGTON, 

AND   ZANESVIXLE 
I=*t  -A.  ILR   O  «A.  X>  . 

Two  daily  trains,  at 6  A.  M  .and  6  P.  St.,  from  Little  Mi- 
ami Depot,  East  Front  Street.  Morning  train  makes  closo 
connections  for  all  points  East. 

JlKTtiRNiNo  Trains — Arrive  (Cincinnati  at  8  A.  M.  and 
4.41)  P.  M. 

Through  and  Lnent  Tic  Wets        sale    t  Depot  Ticket 

Offices  of  Little  Miami  K.nd. 

*y  GNB         eirer 


RAILROAD  IRQJT. 

THE  undersigned,  Agents  for  the  Manufacturers,  are 
prepared  j  contract  to  deliver  free  on  board,  at 
shippinjpart^in  England,  or  at  porta  of  dischaarge  in 
theUniteftgtatee.Raiis'ifsupeTioi  quality, and  of  weight 
ofpatteru    (may  oe  required. 

VOSE, LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street. 

T.  F.  RANDOLPH  &  BR9. 

Mathematical   Instrument  Makers 

o.67       est  utH  St.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADEPHI  A,  NEW  YORK  &  BOSTON 
And  only  Brad  to  Washington  City. 


CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South-West   and   North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.  New  York  and  Boston. at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollar3only. 

SLEEPING  CARS  ATTACHED  TO  AU  NTGHT  TRAINS 

Tickets  good  until  used,  with  the  privilege  of  stopping  ofl 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  suhlimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  he  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

HT1  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P    SMITH.  Master  Transportation,  E.  &  O.  E.  R. 

J.  H.  SULLIVAN.  Gen.  West.  J?t„  B.  %  O  R.  E. 
L.  M.  COLB.  Gen.  Ticket  Asrt.,   E.  8?  0.  E.  E, 
H.  J.  .1EWETT-  PveaH  C.  O.  E.  R. 
J.  W.  BROWN.  Oen.  TVrhet  Agt.,  O.   0.  E.  E. 


G.    W.    MORRILL, 


G.    B.    BOWERS 


Successors  to  and  members  of  the  lato  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  bad  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  tr»at 
no  pains  will  be  spared  to  give  entire  satisfaction  in 
al   asee  6 


IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

RSTABLtSHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7 inches  outside  diameter,  cut  to  definite  length 

as  required. 

HKOIGHT  IRON   WKLDCD   TUBES, 

Prom  %  to  5  inches  bore,  with  Screw  end  SocketCon- 

oections.    T's,  L's,  Stops.  Valves,  Flanges, etc.,  etc 

Warehouse,  209  South  Third  St., 

PHILADELPHIA,  |  s-.wg 


IW.  HABVEY'S  SAFETY  JOINT; 

For    Coupling    the    Ends    of   "  T       Rail 
^PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  0,  whn  h  is  applied  on  the  outer  aide 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeUes  of  the  rails. 
This  plate  may  be  of  such  form  as  to}  fill  up  the  recess  in 
the  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3. 


stephen  morris, 
Thus,  t.tasker,  -jr., 


m  as.  vHEKLra,  jr. 

B.  P.M    TJL4KKA.   ' 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyend  Lhe  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  ALd  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
acta3  hearings  for  the  tongues  C  C.  and  serving,  also, in 
part,  to  cenfinethe  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  kevs,  which  are 
driven  through  them,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses  areprovided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  theplatea 
are  in  their  place. 

The  plates  C   and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi 
ble  manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By. driving  through  two  keya 
they  clamp  and  lock  the  plates  firmly  together,  so  that  * 
her  can  move  without  the  other. 


Another  great  advantagcis,  theallowance  which  ismade 
for  expansion  ami  contraction  between  the  tongues  and 
slot::  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  he  seen  that  one 
part  assists  and  takes  thcBtrain  off  the  other,  in  such  a  man- 
ner that  there  is  no   particular  strain  on   any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  vith  the  breaking  of  rails,  wbee 
and  axles,  preventing  the  loss   of  life  and  destruction 
property,  and  saving  at  iaiat  fifty  per  cent,  on  the  we» 
the  rolling  stock  of  the  road. 

W.    1IARVKV,   iNVENTOfi    AND    PATENTS 

41  Jefferson-btreet,  Albany, 
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GEO.  H.   KNIGHT    &.    BROTHER 

Patent  Attorneys, 

IV.  E    Corner  Vine  &  4th. 

Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju.24.  6m. 
<*.  G.  LOEDELL.        H.  S.  M'COMBS.        I>.  P.  BUSH. 

BlJSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS  OF 

issaaai  we  ass® 


For  R.R.  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    U  THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


an  2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFIGK  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-0$ees  in  the  United  States 
and  Territories ,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices;  Rates 
of  foreign  and  Domestic  Letter  Postage;  Rates  of 
Printed  Matter ,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, ific,  <&c. 

COMPILED    BY   E.   PENROSE   JOJNES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Tweiaty-Five   Cents* 

READ  THE   FOLLOWING  CERTIFICATE. 
U.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  ]8o9.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.    Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
Dcinnati  P.  0.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Oflices,   especially  of   the    Western,    North-Western,  and 
South-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  .Blanks,  dec,  for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphlet  of  abon  1 100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
niler  is  promptly  advised  of  kllJ/ew  Offices,  Changes  ard 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observk,  That  this  list  is  arranged  by  States  and  Coun, 
»es,  making  it  especially  valuable  to  business  men.  No 
Similar  arrangement  has  been  published  since  1856.  There 
are  30(10  more  offices  in  this  than  in  any  book  heretofore 
issued.  Tlie  Priceis  one-half  that  of  any  work  of  the  kind 
now  published. 

IC  r  Single  copies  sent  by  mail  (postrtg  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  SI. 00,  or  Twelve 
Copies  for  #2.00 

Address,  C  S.  W1LL1IAMS? 

194  Walnnt  Street, 


LSON'S 


SEWING  MACHINES, 

WM.    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 

Louisville,  Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifiy'Five   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.be  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  nr 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  "successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICr'Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

feb!2.  WM.  SUMNER  &  CO. 


MOSBLEY'S 
WROUGHT  IRON 

ARCH  BRIDGES 

— AND-= 

Corrugated  Iron    Roofs 

ARCHED  AND  FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street,  Cincinnati,  Ohio. 

Snt.  2.  MOSELEY  &.  CO. 


JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL  INSTRUMENT  MAKERS, 

S.W.COKNEK  FIFTH  ANBBACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Earonie- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  band.    Kepairing  attended  to. 

"WiTCHELL,  JAMES  FOSTER,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.G. 

~  FREEDOM  IRON  COMPAJSTT 

MANTJFACTUTERS  OP 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Milflin  Co.,  Penn. 

JOHX  A,  WRIGHT,  Sup't, 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  whicfi  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  R. 


!KSS; 


.  .^^aCi^^  ^^^.j-a!^, 


Leave  Albany. 
SteamboatExp..  7  U0  i.  k. 

Mail O.io  a.m. 

New  York  Exp. .11-15  a.  m. 

Night  Exp 5.01:  P.  M. 

Utica  Accom'n..  6  lit)  p.  m. 

N.  Y.Mail 11.15P.  m. 

Leave  Buffalo 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8. U0  a.  m. 

Mail 

Cleveland  Exp..  6.00  p.  m. 
Cincinnati  Exp. 11.01)  p.  >. 
Utica  Accom'n.. 


Arr.  Buffalo. 

7  In)  p.  m. 

12.5(1  A.M. 

9.00  p.  b 

4.00  A.  M. 

Ar.  IT.  10.00  p.  m 
ifl.o-  a.  m. 

Leave  Bridge. 
5.15  a.  m. 

8.00  A.  M. 


6.00  p.  m. 
11.00  P.  n 


Arr.  S.  Br. 
7  00  p.  m 

9.00  r.  H. 
4.oo  a.  a 

10.00  a,  m 
Ar.  Alby 
3.31)  P.  M. 
8.00  p.  m. 
2.30  p.  M 
4.40  a.  », 
8.30  a.  -.■ 

10.00  a.     , 


CINCINNATI 

LOCOMOTIVE  WORKS, 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  bes>Easte 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  hear 
forgingandcastingdoneatshortnotice .  Also,holtsfo 
bridges  cu    -withdispatch. 
a  MOORE  <fe  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  th« 
State,  is  under  the  superintendence  o!  Col.  E.  W  , 
MORGAlV»  a  distinguished  graduate  oi  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,   Ma 
chines,  Construction,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages,  accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architectare,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sui 
time  means, and  objectofProfessionalpreparation;  both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges,S103 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs, Ky.  "or  the  undersigned. 

P.  DUDLEY". 
President  of  tb.   Boar 
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Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  thosewho 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

OUR  CONNECTIONS  WITH  ASIA. 


THE    PACIFIC    RAILROAD    AND   THE   AMOOR   RIVER. 

Events  are  rapidly  determining  some  of  the 
great  questions  involved  in  our  Pacific  trade, 
and  developing  the  necessary  route  of  the  Pa- 
cific Road  and  our  Asiatic  commerce.  In  our 
last,  we  noticed  the  fact  that  the  nearest  and 
best  route  between  Asia  and  America  was  be- 
tween the  Straits  of  Fuca,  and  upper  Japan, 
the  Gulf  of  Tartary  and  the  Amoor  River. 
There  undoubtedly  occurred  the  first  emigra 
tion  from  Asia  to  America.  The  inhabitants 
on  both  sides  belong  to  the  same  race.  The 
Mongol  of  Asia  is  the  same  man,  who,  under 
the  name  of  the  red  Indian,  has  crossed  the 
narrow  and  smooth  seas  of  the  Pacific  from 
the  coast  of  Tartary  or  Northern  China,  to  the 
Peninsula  of  Kamtschatka  and  the  coast  of 
America.  The  distance  from  America  to  Asia, 
is  there  shorter  by  one  half  than  from  Califor- 
nia. The  distance  from  the  Mississippi  Valley 
to  Asia  is  there  not  one-third  what  it  is  by  Cape 
Horn,  and  scarcely  one-half  that  by  Panama. 
These  are  irresistible  facts  which  will  inevita- 
bly carry  the  main  Pacific  route  from  the  Lakes 
to  Puget  Sound,  the  Straits  of  Fuca,  and  the 
Gulf  of  Tartary  and  the  Sea  of  Japan.     We 


say  events  are  rapidly  determining  the  great 
route  of  Asiatic  Commerce.  Within  a  few 
weeks  an  officer  of  the  United  States  Army 
reports  the  discovery  of  a  new  pass  in  the 
Rocky  Mountains,  near  the  4Gth  degree  of  lat- 
itude, 2,500  feet  lower  than  any  yet  known. 
This  is  extremely  probable,  and  at  any  rate, 
the  practicability  of  that  route  is  not  in  ques- 
tion, for  the  United  States  Explorations  have 
determined  it.  The  point  where  the  new  pass 
is  said  to  exist  is  just  about  where  the  main 
branch  of  the  Missouri  has  its  origin.  It  is, 
therefore,  a  probable  thing.  Looking  then  at 
the  geographical  position  of  the  leading  places 
in  this  route,  we  have  the  following: 

Deg.  Min 

Fond  du  Lac  ( Lake  S  uperior) 46       30 

Pass  of  the  Rocky  Mountain 46 

Straits  of  Fuca /. 48        30 

Head  of  Jesso  (Japan) 4? 

Mouth  of  the  Amoor  (Gulf  of  Tartary) 53 

There  is  a  line  from  the  central  lakes  of 
America  to  the  heart  of  Northern  China, 
through  the  temperate  zone,  and  in  Asia,  where 
the  latitude  is  highest  of  mild  temperature. 
Through  the  land  portion,  on  both  sides,  the 
soil,  water,  forest  and  productions  are  all  good' 
On  the  American  side  a  large  portion  of  sur- 
face is,  it  is  true,  occupied  with  the  ranges  of 
mountains  constituting  the  great  American 
Chain.  But  on  the  other  hand,  there  are  large 
valleys  and  intervals,  while  from  the  mountain 
to  Lake  Superior,  there  is  a  Broad  and  beauti- 
ful expanse  of  rich  plains,  and  gentle  ridges 
which  constitute  the  North- Western  slope  of 
Mississippi  river.  From  the  analogies  which 
exist  both  North  and  South,  in  the  mountains, 
we  may  safely  conclude  that  they  are  rich  in 
valuable  deposits  of  various  metals'  In  addi- 
tion to  all  this,  there  exists  the  singular  fact 
that  in  Northern  China,  or  rather  in  Moncho 
Tartary,  in  that  immense  region  through  which 
the  Amoor  flows,  there  is  very  little  population, 
production,  culture  or  art.  In  other  words  it 
is  a  country  yet,  in  a  large  degree,  to  be  set- 
tled and  civilized.  Like  our  own  Great  West, 
it  is  yet  to  be  developed;  while  it  possesses  in 
the  highest  degree  all  the  elements  of  prosper- 
ous settlement,  and  successful  growth.  While 
but  a  few  degrees  below,  on  the  same  coast, 
we  find  the  great  city  of  Pekin,  and  a  little 
north  of  it  the  Great  Wall  of  China,  within 
which  grows  and  thrives  the  densest  population 
upon  earth.  Here  in  the  region  of  Northern 
Tartary,  we  find  a  comparative  wilderness,  yet 
filled  with  abundance  of  resources,  and  wait 
ing  the  footsteps  of  man.  There  undoubtedly 
is  to  be  the  seat  and  devolopment  of  some  new 
nation,  which  like  our  own,  shall  spring  from 
the  midst  of  ancient  nations,  to  a  new,  a  bet- 
ter and  stronger  expansion  of  social  and  com- 
mercial power.  This  kind  of  growth  is  rapid, 
and  as  our  own  people  fill  up  the  Great  West 
ern  field,  the  Asiatic  will  rise  to  meet  it.  The 
Russians,  whose  empire  extends  over  six  thou- 
sand miles  of  longitude,  have  seized  upon  the 
mouth  of  the  Amoor  River,  as  they  already 
had  possession  of  its  sources,  within  the  limits 


of  Siberia.  Stations  are  forming,  shops  build 
ing,  steamboats  running,  on  that  same  Amoor 
which  ten  years  since  only  beheld  the  few  boats 
of  the  Tartars.  Life  and  commerce  will  soon 
fill  that  region,  where  still  stand  on  the  Amoor 
the  monuments  which  mark  the  limits  of  the 
once  proud  Tartar  Empire. 

In  connecton  with  this  subject,  we  may  refer 
to  the  work  of  an  American  traveler,  which 
throws  much  light  on  that  portion  of  Asia. 
Mr.  Perry  M.  Collins  having  studied  some 
thing,  while  in  California,  upon  the  American 
commerce  with  Asia,  and  having  heard  of  the 
Russian  enterprise  on  the  Amoor,  immediate- 
ly formed  the  idea  of  visiting  that  region.  Un- 
der the  auspices  of  the  American  Government 
he  visited  Russia,  and  performed  for  the  first 
time,  by  an  American,  the  immense  and  hazard 
ous  journey  from  St.  Petersburg  through  Sibe^ 
ria  to  the  mouth  of  the  Amoor,  a  distance  of 
more  than  six  thousand  miles.  Two  or  three 
extracts  will  Confirm  what  we  have  said. 

The  sources  of  the  Amoor,  as  we  said,  are 
in  Russian  Siberia ;  but  the  Russian  territory 
ceases  beforthe  main  Amoor  commences.  For 
five  thousand  miles,  Mr.  Collins  says,  he  had 
been  passing  Russian  sentry  boxes,  and  he 
thus  describes  his  passage  through  the  eastern 
gate  of  the  Russian  Empire: 

"I  felt  like  parting  from  an  old  and  tried 
traveling  companion  and  friend,  when  I  look- 
ed upon  that  little  frontier  sentry-box  beyond 
the  last  house  of  Gorbitza,  near  the  mouth  of 
the  Little  Gorbitza  River,  dividing  the  'Central 
Kingdom"  from  that  of  the  'Northern  Bear.' 

"'There  it  is;  I  see  it  yet.  Look!  look  1' I 
exclaimed  to  Captain  Fulyhelm,  'we  have  pass, 
ed  through  the  eastern  gate  of  the  mighty 
Muscovite  Empire.'  I  still  gazed  from  the 
roof  of  our  boat  as  we  passed  the  little  river 
dividing  the  two  empires.  The  gate  and  sen- 
try-box were  still  to  be  seen,  but  the  force  of 
the  current  was  sweeping  us  along,  and  we 
were  soon  carried  beyond  a  projecting  point, 
when  the  town  of  Gorbitza  was  lost  to  my  view, 
perhaps  forever.  The  last  white  man's  house, 
the  last  log  cabin,  the  last  civilized  dog  even, 
sitting  upon  the  shore  and  wagging  his  tail,  as 
we  whistled  to  him  from  our  boat,  has  been 
passed  on  the  left  shore,  and  on  the  right  is 
one  solitary  village,  and  that  is  the  last  of 
Russian  civilization  until  you  reach  the  sea." 

The  Amoor,  including  its  main  branch,  is 
more  than  two  thousand  miles  in  length  and 
is  described  by  Mr.  Collins  as  very  like  the 
Mississippi  in  all  particulars.  Its  rapid  cur- 
reut,  frequent  sand  bars,  numerous  islands,  and 
forest  trees  on  its  banks,  all  reminded  him  of 
the  Mississippi.  He  was  the  first  American 
who  has  decended  the  Amoor,  and  felt  no  lit- 
tle exultation  at  the  fact.  He  thus  describes 
his  arrival  at  the  head  of  the  river: 

"The  morning  was  really  delightful,  the 
thermometer  indicating  70°.  We  rowed  along 
assisted  by  the  current,  watching  every  open- 
ing in  the  bends  of  the  river,  to  catch  a  glimpse 
of  the  Kara  Amur.  Wo  were  not  kept  long  in 
suspense.  Rounding  a  point,  we  saw  the  op- 
posite mountains  of  the  Argoon,  between 
which  and  ourselves  a  low  point  made  out,  be- 
hind which,  as  we  supposed,  was  the  Argoon; 
consequently  the  sheet  of  water  before  us.  be- 
yond the  low  point  of  sand  on  the  right,  mnst 
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be  the  Amoor.  We  pulled  in  under  the  right 
shore,  and  skirting  along  a  low  willow  island 
that  forms  between  the  Schilkah  and  Argoon, 
landed  on  the  Schilkah  side,  a  hundred  yards 
above  the  point  of  a  bar  at  their  junction. 

"It  must  be  confessed,  as  I  stepped  on  shore 
I  felt  a  high  degree  of  exultation.  I  had  not 
been  the  first  to  discover  this  river,  neither  was 
I  the  first  white  man,  like  DeSoto  on  the  bank 
of  the  Mississippi,  but  I  was  the  first  live  Yan- 
kee who  had  seen  it,  and,  as  the  road  had  been 
a  pretty  long  one,  and  some  of  it  rather  hard 
to  travel,  I  felt,  I  must  admit,  a  little  proud  of 
the  American  people,  inasmuch  as  I  had  per- 
severingly  set  my  face  toward  it  two  years  since 
and  had  never,  for  a  moment,  turned  my  back 
upon  it,  and  had  confidently  looked,  with  hope 
and  faith,  as  well  as  works,  to  the  day  when  I 
should  stand  at  the  head  of  the  Amoor. 

"I  felt  proud  of  the  day  and  hour  on  which 
I  set  foot  on  that  little  point  of  land— Thurs- 
day June  4th,  1857,  at  10  A.  _M.,  about  ^fifteen 
thousand  miles  from  my  starting  point." 

In  the  close  of  his  work,  Mr.  Collins  de- 
scribes the  character  of  the  Amoor  Valley, 
which  he  divides  into  three  parts. 

I.  The  first  or  upper  part  extends  to  the 
mouth  of  the  river  Tea.  This  country  resem- 
bles the  better  pan  of  Siberia.  It  runs  much 
of  the  way  through  a  mountainous  country 
with  numerous  bends,  having  considerable  fer- 
tile bottom  lands,  covered  with  excellent  grass, 
and  well  but  not  heavily  timbered  with  white 
and  black  birch,  pitch  pine,  inferior  oak  and 
linden. 

With  the  rapid  advance  of  summer  you  find 
the  climate,  soil,  and  productions  evidently 
changing  for  the  better,  while  the  mountains 
are  gradually  receding  from  the  river  as  you 
descend,  and  large  extents  of  country  are 
spreading  off  into  extensive  plains,  and  by  the 
time  you  have  reached  the  Zea  you  find  a ' 
country  certainly  adapted  to  both  agriculture 
and  grazing  purposes,  with  sufficient  timber 
for  all  necessary  wants. 

II.  The  southern  division  or  the  region  from 
the  Zea  to  the  Ousuree,  again  about  one-third 
of  the  whole  distance.  This  country  has  ex- 
tensive prairies,  with  plenty  of  wood  upon  the 
mountains.  Here  the  Amoor  has  made  an 
immense  sweedto  the  south,  receiving  the  mild 
air  from  that  quarter  unobstructed  by  moun- 
tains and  also  the  warmer  waters  of  its  more 
southern  affluents,  and  being-  besides  well  pro- 
tected from  the  cold  blasts  of  the  Frozen 
Ocean  by  the  distant  banier  of  the  Altai,  and 
the  country  assumes  quite  a  southern  aspect. 
From  the  Zea  to  the  Songahree  the  mountains 
recede  to  the  south,  forming  an  extensive  plain, 
through  which  the  Amoor  flows  like  a  second 
Mississippi. 

The  soil  is  generally  good  and  though  near- 
ly all  the  varieties  of  timber  heretofore  enu- 
merated grow  in  this  division,  yet  they  are 
not  so  plentiful.  The  forests  consist  princi- 
pally of  birch,  oak,  ash,  maple,  cork,  and  elm; 
good  timber  for  building  purposes  is  only  found 
upon  the  distant  mountains,  where  cedar,  pine 
and  larch  grow  to  great  perfection  and  inabun. 
dance.     But  the  best   mode  of  supplying  this 


section  is  to  cut  it  on  the  streams  above  and 
float  it  down  in  rafts,  as  practiced  on  our  west, 
ern  rivers.  Innumerable  flowers  of  rich  and 
varied  hue,  grape-vine,  pea,  clover,  and  grass, 
rich  and  luxuriant,  attests  its  fitness  for  the 
abode  of  civilized  man. 

III.  From  the  Ousuree  to  the  Straits  of  Tar- 
tary  will  constitute  the  eastern  division,  again 
about  one-third  of  the  whole  distance  from  the 
head  to  its  mouth.  This  region  on  the  south 
of  the  Amoor,  is  mostly  covered  with  dense 
forests;  the  country  gradually  rising  from  the 
Ousuree  to  the  Ocean  forms  a  mountainous 
district,  which  declines  abruptly  at  the  coast. 
This  accounts  for  the  fact  that  no  river  of  any 
considerable  size  enters  the  Sea  of  Japan,  for 
a  distance  covered  by  15°  of  latitude  south  of 
the  Amoor  towards  Corea. 

It  is  evident  from  description,  that  the  whole 
valley  of  the  Amoor  is  capable  of  habitation 
and  cultivation  to  an  extent  nearly  equal  to 
the  greater  part  of  Europe;  and  there  can  be 
no  donbt,  that  under  Russian  civilization,  en- 
terprise and  energy,  this  region  will  soon  be 
developed,  in  the  same  way  that  our  North- 
Western  country  is  now  doing,  and  that  in 
time,  the  connection  of  the  two,  by  steam  navi- 
gation, on  both  sea  and  land,  will  form  the 
grandroute  of  eommercialintercourse,  between 
the  two  greatest  quarters  of  the  earth. 


MISSISSIPPI  AND  TENNESSEE  E.E. 

president's  report. 

Office  Mississippi  &  Tennessee  R.R.   Co. 

Memphis,  October  1st,  1860. 

The  President  and  Directors  of  the  Missis, 
eippi  and  Tennessee  Railroad  Company  re- 
spectfully submit  to  their  Stockholders  the  fol- 
lowing report  of  the  condition  of  their  road 
and  its  history  during  the  corporate  year  just 
ended. 

By  reference  to  our  Chief  Engineer's  Report, 
it  will  be  seen  that  during  our  past  corporate 
year  sixteen  miles  of  track  have  been  laid,  and 
the  graduation,  bridging,  etc.,  of  that  portion 
of  the  route  completed,  and  likewise  that  por- 
tion of  the  route  between  where  the  track  ter- 
minates and  Garner's  Station,  very  nearlv 
completed  in  its  graduation,  &c. 

In  a  few  days  we  expect  track-laying  to  re. 
commence  and  continue  without  further  inter- 
ruption to  Garner's  Depot,  and  about  eleven 
miles  from  Grenada,  the  terminus  of  our 
road. 

On  this  eleven  miles  of  route,  over  fifty 
thousand  dollars  of  work  has  been  done  in 
the  way  of  graduation,  bridging,  &c,  and  we 
can  see  no  reasonable  impediment  in  the  way 
of  its  being  completed  within  the  contract 
time,  that  is,  the  first  of  March,  1861. 

Owing  to  our  anxiety  to  have  the  road 
speedily  completed,  aud  being  satisfied  that  it 
could  not  be  done  by  Messrs.  Pope  and  Stronsr, 
the  contractors,  within  their  eontract  time,  wc 
let  out   to  other   parties,  and   have  had  work 


done  amounting  to  $57,785  46:  this  being 
done  with  the  consent  of  Messrs.  Pope  and 
Strong. 

The  entire  amount  of  estimates  returned  by 
our  Chief  Engineer  for  work  done,  and  iron, 
etc.,  purchased  during  the  last  corporate  year, 
aggregates  $195,667  42. 

These  expenditures,  with  the  heavy  floating 
debt  of  the  Company — at  its  last  annual  meet- 
ing amounting  to  $319,518  06 — and  the  amount 
paid  for  additional  rolling  stock,  has  kept  the 
Company  always  hard  pressed  for  money.  But 
owing  to  heavy  receipts  from  freight  and  pas- 
senger service,  and  an  unsullied  credit,  I  am 
happy  to  be  able  to  say  that  the  progress  of 
the  work  has  not  been  sensibly  retarded. 

We  mentioned  in  our  last  annual  report  that 
the  Company  owned  only  S150,000  of  their  first 
mortgage  bonds,  and  that  these  were  deposited 
with  certain  South  Carolina  banks  as  collate 
ral  security  for  a  loan  of  one  hundred  thou- 
sand dollars,  which  the  Company  advanced  to 
Messrs.  Pope  aDd  Strong,  their  graduation  con- 
tractors. These  bonds  were  taken  by  the  banks 
in  payment  of  our  indebtedness  to  them — they 
having  the  option  at  the  prevailing  market 
rates. 

We  have  likewise  sold,  absolutely,  888,500 
and  engaged  $50,000  of  our  income  bonds. 

Owing  to  the  high  rate  of  interest  we  pay 
upon  these  bonds,  and  the  high  character  of 
their  security,  we  determined  not  to  sell  them 
at  less  rate  than  par,  allowing  commission  for 
selling.  We  have  been  able  to  obtain  this  rate 
for  those  sold  and  engaged,  and  are  resolved 
to  adhere  strictly  to  our  position,  whatever 
may  be  the  exigencies  of  the  Company. 

Notwithstanding  the  heavy  expenditures  of 
the  corporate  year,  the  floating  debt  of  the 
Company  has  been  reduced  from  $319,518  06 
$241,731  76.  This  reduction  has  been  caused 
by  the  sale  of  bonds  and  by  the  heavy  receipts 
of  the  operative  portion  of  the  road. 

Our  receipts  aggregate  $233,527  09,  which 
shows  an  increase  of  $57,064  35  over  the  re- 
ceipts of  the  year  before. 

This  increase  has  resulted  mainly  from  sev- 
enty two  miles  of  operative  road,  an  addition 
of  abont  thirteen  miles  to  the  road  we  opera- 
ted the  year  before. 

Receipts  from  freights,  passengers  and  mail  for 

year  1858...... ¥191,C01  49 

Receipts  from  freights,  passenger  and  mail  for 

year  1S59 176.462  64 

Receipts  from  freights,  passengers  and  mail  for 

year  1860 233,527  09 

Showing  a  satisfactory  increase  of  the  re- 
ceipts each  successive  year. 

The  operative  expenses  of  the  year  IS60  amount 

to 599,392  41 

The  operative  expenses  of  the  vear  1859  amount 

to 6'- 029  49 


Increase $39,362  92 

Showing  a  considerable  increase  in  amount 

and  in  per  centage  on  receipts.     This  increase 

in  expenses  is  satisfactorily  accounted   for  by 

the  Superintedeut  in  his  report. 

The  additional  track  to  be  kept  up — it  being 

new   and  fresh — the  unsatisfactory  condition 
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of  the  rolling  stock  at  the  commencement  of 
our  last  corporate  year,  all  evince  the  necessi- 
ty of  great  addition  operative  expenses.  The 
fact  that  $16,350  65  of  these  expenses  were 
spent  upon  repairs  of  engines,  and  $9,287  upon 
repairs  of  bridges,  culverts  and  trestles, 
and  $3,400  upon  new  cross-ties,  signifi- 
cantly points  to  the  necessity  of  a  considera- 
ble increase  in  expeditures.  By  reference  to 
the  Superintendent's  report  you  will  see  that 
the  track,  locomotives  and  cars  are  now  in  ex- 
cellent order  to  commence  this  season's  heavy 
work.  You  will  find  the  machine  shops  to  be 
in  a  satisfactory  condition,  sufficiently  equip- 
ped to  do  all  the  Company's  repairs,  and  like- 
wise to  construct  freight  and  passenger  cars. 

Our  operative  expenses  are  a  fraction  less 
than  43  per  cent,  on  gross  receipts,  which  will 
compare  favorably  with  other  roads,  notwith- 
standing extraordinary  repairs.  There  has 
been  a  satisfactory  increase  in  every  depart- 
ment of  transportation  on  our  road  during  the 
corporate  year; 

1859.  I860. 

Passenger  Receipts $65,394  24  $77,598  28 

Mail                "          4,425  00  4,425  00 

Adams  Express  Receipts 1,447   10 

Freight  Receipts 100,643  55  150,056  09 


$  176,462  79      $233,527  09 
176,462  79 


Increase $37,064  30 

Deducting  $99,392  41,  operative  expenses, 
from  $233,527  09,  gross  receipts,  leaves,  net, 
$134,134  58.  This  amount  is  subject  to  a  fur- 
ther deduction  of  the  salaries  of  President, 
Treasurer,  Book  Keeper,  office  rent,  and  inter- 
est on  funded  and  floating  debt. 

Salaries  of  President,  Treasurerand  Book-Keeper. $6,5*0  00 

Rent  and  Stationery  of  Treasurer's  Office 800  00 

Interest  on  t  unded  Debt 38,057  00 

Intereston  Floating  Debt,  premium,  exchange,  etc. 19,748  10 

Total 365'  07  00 

Which  deducted  from  $134,134  68  net  re 
ceipts  after  paying  operative  expenses,  leaves 
as  pure  net  earnings  of  the  last  year,  $69,427 
62.  Thus  it  will  be  seen  that  the  local  earn- 
ing of  our  road  should  be  satisfactory  to  the 
stockholders;  what  its  earnings  on  through 
business  will  be  when  we  connect  with  the  New 
Orleans  roads  at  Grenada,  we  can  make  no  re- 
liable calculations.  If  our  Company  can  ef- 
fect a  satisfactory  arrangement  with  the  Mis- 
sissippi Central  Railroad  Company  in  regard 
to  through  freight  and  passenger  service,  our 
business  of  that  character  will  be  quite  large. 
But  if  obstacles  are  thrown  in  the  way  of  this 
connection,  we  can  cotexpect  much  of  through 
business  until  we  effect  a  connection  with  the 
New  Orleans,  Jackson  and  Great  Northern 
Road  by  means  of  our  branch  down  the  Yazoo 
valley.  A  large  amount  of  stock  has  already 
been  subscribed  to  that  enterprise,  and  hopes 
are  entertained  that  a  sufficiency  will  be  sub- 
scribed this  fall  and  winter  to  justify  the  un- 
dertaking of  the  work. 

Whenever  the  requisite  amount  of  $600,000 
is  taken,  it  would  be  advisable  to  hold  a  meet" 
ing  of  the  stockholders  of  the  trunk  road  and 
branch  road,  and  let  them  determine  their  fu- 


ture relations  with  each  other.  Whether  the 
branch  road  desires  a  separate  government 
and  organization;  whether  they  would  be  con- 
tent to  be  managed  by  the  officers  of  the  trunk 
road,  and  be  represented  in  the  trunk  road  di- 
rectory, and  various  other  matters  arising  from 
the  relation,  should  properly  be  referred  to  the 
stockholders  for  consideration  and  adjustment. 
We  are  well  satisfied  with  the  various  officers 
of  the  Company,  and  commend  them  to  the 
good  opinion  of  the  stockholders. 

P.  M.  WHITE,    Prest. 

treasurer's   report. 
Statement  of  General  Ledger  of  the  Mississippi  and  Tennes- 
see Railroad  Company. 

Debtor. 

Graduation,  bridging  and  masonry $737  789  81 

Water  stations 9,384  15 

Turn-tables 3.007  93 

Engineering  and  contingent  engineering 55,668  75 

Cars 96,796  86 

Rightofway 24,880  88 

Crossties 64,683  15 

Track  laving 45,790  02 

Iron  rails 590,127  03 

Equipment 4,150  22 

Locomotives 71,406  23 

Machinery  for  shops 2,107  05 

Maintenance  cars 8,387  56 

Buildings 44,828  76 

Depot  grounds 11,961  20 

General  and  contingent  expenses 73,300  16 

Stock  killed 384  58 

Lost  goods 607  57 

Interest  and  discount 379,787  1 1 

Motive  power 1858-9 3,304  70 

Maintenance  of  way "      2  889  85 

Conducting  transportation     '*      5  038  25 

Motive  power 1859-60 22.793  84 

Maintenance  of  way *     '*      25,124  96 

Conducting  transportation      "      20.703  04 

Bills  receivable 12,915  05 

Ledger  balances 11,438  41 

Total $2,329,917  76 

Credit. 
$820,526  69 


Capital  Stock. 
Cash 


Bills  payable: 

Running  to  Maturity $179,122  94 

Due  in  1864 11,882  52 

Due  in  1865... 18.941  21 


209.946  67 
98.000  00 
400.000  00 


Tennessee  Bonds,  due  in  1885 

First  Mortgage  Bonds,  due  in  1876 

Income  Bonds,  due  in  1870 88.S00  00 

Mississippi  State  Loan 199,200  00 

Mississippi  2  per  cent,  fund 20,949  07 

1'rofit  and  Loss 929.088  35 

Freight  account 137.953  45 

Passage  accou  nt 74 ,523  6o 

Transportation  of  Mails 4,425  00 

Express  service 1,455  05 

Privileges 177  50 

Ledger  balance 43,223  49 

Total $2,329,917  76 

C.  F.  VANCE,  Treasurer. 
Memphis,  September  15th,  1?60. 

OFFICERS. 

F.  M.  White,  James  Elder,  Barnett  Graham, 
Samuel  Mosby,  Memphis,  Tennessee;  J.  C.  N. 
Robertson,  A.  N.  Mackay,  DeSoto  County,  Mis- 
sissippi; Edward  F.  McGehee,  N.  R  Sledge, 
Wm.  B.  Dickins,  Panola  County,  Mississippi; 
Nathaniel  Howard,  Grenada,  Mississippi;  Ro- 
bert S.  Rayburn,  Yalobusha  County,  Mississip- 
pi; Directors.  F.  M.  White,  President.  C.  F. 
Vance,  Secretary  and  Treasurer.  N.  Meri- 
wether, Chief  Engineer.  R.  Hough,  Superiu- 
dent. 


{[©"George  L.  Barringer,  the  popular  con- 
ductor on  the  Indianapolis  and  Cincinnati 
Railroad  has  been  appointed  General  Freight 
Agent  of  that  road.  A  better  appointment 
could  not  have  been  made.  To  every  requisite 
qualification  of  the  business  man  he  unites  the 
genial  grace  of  a  gentleman,  and  will  make 
new  friends  for  the  road  wherever  he  goes. — 
Lafayette  Courier. 


LA  CEQSSE  AttD  MILWAUKEE  E.R. 

A  Committee   of  holders   of   Land   Gran 
Bonds  of  the  LaCrosse  Railroad,  composed  o 
Messrs.  Charles   H.    Robets,  Nathaniel  Ross, 
and  some  eight  others,  have  made  a  report  of 
which  the  following  are  the  material  points: 

The  undersigned  Committee  authorized  their 
Chairman  to  proceed  to  Milwaukee  in  August 
last  in  behalf  of  the  Bondholders,  who  recog- 
nize an  equality  in  the  value  of  the  bonds  is- 
sued with  the  Land  Grant  $4,000,000  mortgage, 
and  represent  their  interest  in  the  United  Dis- 
trict Court  then  in  session,  and  there  to  take 
such  action  as  might  be  best  calculated  to  ad- 
vance the  interests  of  the  bondholders  at  the 
hearing  in  the  suit  for  foreclosure  and  sale  of 
the  road. 

On  the  13th  of  Augast  an  application  was 
made  for  a  decree  authorizing  a  sale  of  the 
western  division  or  Land  Grant  portion  (105 
miles)  of  the  road  under  the  $4,000,000  Land 
Grant  Mortgage,  and  at  the  same  time  for  a 
sale  of  the  eastern  division  (95  miles)  under 
the  second  mortgage  on  that  portion  of  the 
road.  To  these  applications  numerous  objec- 
tions were  interposed,  and  certain  bondholders, 
who  claim  that  a  distinction  ought  to  be  made 
between  the  bonds  issued  with  the  $4,000,000 
Land  Grant  Mortgage  were  permitted  to  come 
in  as  defendants  with  leave  to  put  in  an  an- 
swer and  take  testimony  in  relation  to  their 
claim.  This,  with  other  causes,  necessarily 
operated  to  postpone  the  final  hearing  on  th 
merits  in  the  foreclosure  suit,  and  the  same 
has  been  set  for  argument  at  the  term  to  be 
held  in  November  next,  when  your  Committee, 
in  your  behalf,  propose  to  attend  by  counsel, 
whose  special  duty  it  will  be  to  protect  your 
interests.  We  are  happy  in  being  able,  through 
the  attention  of  our  sub-committee,  who  made 
a  thorough  examination  not  only  as  to  the  le- 
gal proceeding  in  progress,  but  also  of  the 
bonds  and  papers  at  the  Receiver's  office,  of 
the  works  and  property  of  the  Company,  of 
the  entire  line  of  road  and  of  the  tributaries, 
which  are  deemed  eminently  valuable  to  the 
road  itself,  to  communicate  much  that  may  be 
of  interest  to  all  the  bondholders.  The  road 
and  property  are  in  the  hands  of  a  competent 
and  faithful  Receiver,  who  devotes  his  whole 
time  to  the  duties  of  his  office,  and  who,  under 
the  direction  of  the  Court,  appropriates  the 
earnings  of  the  road  to  their  proper  use,  and 
so  that  whatever  is  expended  will  benefit  the 
parties  in  interest.  This  fact  saves  us  from 
the  injury  heretofore  consequent  upon  the  de- 
lay in  our  legal  proceedings,  when  the  earn- 
ings of  the  road  were  not  applied  to  legitimate 
purposes,  but  retained  to  the  injury  of  unpaid 
employees,  many  of  whom,  however,  have  re- 
ceived their  back  dues  from  the  Receiver,  un- 
der the  authority  of  the  Court.  These  and 
other  legal  claims  against  the  Company  are  in 
the  course  of  adjustment  and  payment,  and 
ere  long  the  road  will  be  freed,  we  trust,  from 
numerous  minor  claims  that  have  been  a  source 
of  great  embarrassment. 

By  the  judicious  action  of  the  Receiver  the 
road  is  gradually  emerging  from  its  embarrass- 
ments, and  we  have  the  satisfaction  of  believ- 
ing that  before  long  net  earnings  enough  will 
have  accrued  to  justify  the  expectation  that 
some  portion  of  the  interest  accrued  upon  the 
Company's  securities  can  be  paid.  By  the 
books  in  the  Receiver's  office  it  appears  that 
there  remained  in  the  bands  of  Selah  Cham- 
berlain, Lessee  of  the  Road,  of  its  net  earnings 
from  October  1st,  1859,  to  December  1st,  1859, 
while  the  same  was  in  his  possession,  after  de- 
ducting all  the  disbursements  claimed  by  him, 
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the  sum  of  $262,186  86,  and  that  such  sum 
yet  remains  in  his  hands,  subject  to  his  claims 
against  the  Company,  which  are  large,  but 
which  it  is  believed  are  utterly  unfounded  as 
against  the  bondholders  and  other  creditors  of 
the  Company. 

The  road  was  is  possession  of  P.  Dow,  agent 
for  the  Trustees  of  the  bondholders  from  Dec. 
1st,  1859,  to  June  9,1860.  On  the  11th,  it 
was  delivered  over  to  the  Receiver.  Of  the 
net  receipts  from  the  Road  during  this  agent's 
administration,  he  has  in  hand  the  sum  of 
$28,830  04,  Your  Committee  know  of  no  rea- 
son why  these  moneys  are  applicable  to  the 
■wants  of  the  Company  and  the  debts  due  the 
bondholders. 

The  work  shops  and  engine  houses  of  the 
Company  are  sufficient  for  present  purposes. 
The  deficiency  heretofore  existing  in  the  roll- 
ing stock  of  the  road  has  been  in  a  great  mea- 
sure obviated  by  the  purchase  of  three  loco- 
motives, and  by  the  conversion  of  platform 
cars  into  freight  cars,  and  by  such  additions, 
in  the  limits  authorized  by  the  Court  as  have 
put  the  road  in  condition  to  better  answer 
the  requirements  that  will  be  made  upon  it  by 
the  unusually  large  crop  of  that  region  seeking 
a  market,  and  which  must  bo  carried  over  the 
road.  The  receipts  of  the  road  are  evidently 
on  the  increase.  We  have  partial  returns  up 
to  the  27th  of  September,  and  have  good  rea- 
son to  believe  that  the  Receiver's  estimate  of 
$125,000  for  that  month  is  not  too  large.  The 
road  itself  particularly  the  JLand  Grant  divi- 
vision,  was  found  to  be  in  much  better  order 
than  was  expected.  The  road  is  well  graded 
and  ballasted  and  generally  in  excellent  con- 
dition. More  depot  accommadations  are  need- 
ed at  La  Crosse  for  facilitating  traffic  with  the 
upper  Mississippi,  and  workshops  on  the  west- 
ern end  of  the  road  would  greatly  contribute 
to  its  economical  management. 

The  value  of  the  Land  Grant  portion  of  the 
road  as  a  connecting  link  between  the  eastern 
division  and  the  Mississippi  can  hardly  be  over- 
rated. As  such  link,  it  must  be  the  channel 
through  which  the  vast  products  of  North- 
Western  Wisconsion  and  of  Minnesota,  whose 
agricultural  wealth,  brought  over  roads  whose 
termini  will  center  near  LaCrescent,  must  ulti- 
mately find  their  outlet  at  LaCrosse;  and  when 
either  the  two  divisions  under  one  manage- 
ment, shall  pass  into  the  hands  of  its  real  own- 
ers, or  the  Land  Grant  portion  shall  find  an 
outlet  by  the  way  of  Madison  to  Chicago,  the 
Land  Grant  bondholder  will  find  their  securi- 
ties of  far  more  value  than  is  now  indicated 
by  their  market  price.  Their  present  depres- 
sion may  be  attributed  to  the  protracted  litiga- 
tion, to  the  singular  claim  of  the  eastern  divi- 
sion to  the  ownership  of  the  whole  of  the  roll- 
ing stock,  and  to  the  pertinacity  with  which 
unfounded  claims  against  the  Company  are 
pressed — not  so  much  in  'he  hope  of  ultimate 
success  in  the  Courts,  as  by  delay,  produced 
with  a  view  to  wearying  the  bondholders  into 
a  compromise,  and  to  the  most  remarkable  of 
all  the  demands  made  by  those  who  are  instru- 
mental in  protracting  the  contest,  that  of  in- 
sisting that  of  the  bonds  issued  with  the  $4,- 
000,000  Land  Grant  Mortgages  some  are  worth 
more  than  others.  A  careful  examination  of 
the  intrinsic  and  prospective  value  of  the  road 
from  Portage  City  to  LaCrosse,  when  in  con- 
nection with  the  Land  Grant  attached,  cover- 
ing 207,200  acres  of  land,  which  it  is  not 
doubted,  may  be  secured  for  the  benefit  of  the 
bondholders,  renders  it  difficult  to  see  any  so 
powerful  reason  for  the  present  unnatural  de- 
pression of  the  bonds,  as  this  claim  of  distinc- 
tion in  the  issue. 

A  large  mrjority  of  the  bonds  held  by  those 
whom  we  represent  are   of  the  low  numbers, 


but  they  seek  no  invalid  or  unfair  distinction, 
and  hence  we  are  advised  to  press  on  with  all 
reasonable  dispatch  to  a  settlement  of  all  the 
questions  in  controversy. 


CONNECTION   WITH  TEXAS  BY 
RAILROAD. 

Two  letters,  addressed  to  Wm.  G.  Hewes, 
president  of  the  Opelousas  and  Texas  Rail- 
road, by  G.  W.  R.  Bayley,  its  chief  engineer, 
are  before  us,  and  are  inserted  on  account  of 
the  valuable  information  which  they  give  in 
regard  to  the  progress  of  Southwestern  im- 
provement:— De  Bow. 

Dear  Sir  : — My  report  to  you  on  the  railways 
of  Texas,  having  attracted  some  attention,  and 
induced  inquiries  as  to  the  progress  of  our 
road,  I  now,  agreeably  to  your  suggestion,  give, 
in  this  form,  the  desired  information. 

Our  road  from  Algiers  to  Brashear,  eighty 
miles  in  operation,  is  now  in  perfect  order. 
The  present  terminus  of  the  road,  at  Brashear, 
is  upon  the  east  bank  of  Berwick's  bay,  or  the 
Atchafalaya  river.  Here,  as  it  is  well  known, 
is  our  sea  connection  with  Texas,  by  a  tri- 
weekly line  of  steamships,  to  which  another, 
now  being  built,  will  be  added  in  October  or 
November  next.  As  it  is  intended  that  the 
new  steamship  shall  make  two  trips  per  week 
to  Galveston,  there  will  there  be  five  arrivals 
and  five  departures  weekly. 

Continuing  the  line  of  our  road,  we  here  cross 
the  Atchafalaya,  seventeen  hundred  feet  wide, 
by  a  steam  ferry-boat,  now  building,  that  will 
transport  the  trains  without  breaking  bulk, 
and  with  but  little  detention.  Near  the  west 
bank,  the  line  crosses  a  point  of  cypress  swamp 
and  marsh,  about  three  miles  wide;  the  em- 
bankment across  this  is  half  done,  and  steadily 
progressing,  under  a  contract  wdth  Mr,  Knox, 
who  will  finish  the  work  by  the  1st  of  Novem- 
ber. Thence,  our  line  passes  up  the  south 
bank  of  the  Bayou  Teche,  through  the  rich  su- 
gar plantations  of  St.  Maty  and  St  Martin,  to 
New-Iberia,  is  under  contract  with  Mr.  Bisbee, 
and  is  being  rapidly  pushed  forward  at  three 
different  points.  The  cross-ties  are  all  con- 
tracted for,  and  a  portion  of  the  rails,  so  that 
it  may  be  set  down  as  sure  that  this,  our  sec- 
ond division  of  the  road,  will  be  entirely  com- 
pleted and  in  running  order  by  the  1st  of  July 
next.  New-Iberia  is  one  hundred  and  twenty- 
five  miles  from  New-Orleans. 

At  this  place  (New-Iberia)  the  whole  of  the 
Texas  railways,  feeders  to  the  Texas  and  New- 
Orleans  railway,  will  by  that  road  unite  with 
ours,  bringing  to  New  Orleans,  as  stated  in 
my  former  communication,  the  immense  busi- 
ness of  a  country  tributary  to  about  seven 
hundred  and  fifty  miles  of  finished  railway, 
immediately  after  this  connection  is  made, 
ivhieh  will  be  done- by  the  close  of  next  year, 
and  as  the  railways  of  Texas  are  being  rapidly 
extended  in  several  directions  from  the  city  of 
Houston,  the  extent  of  connecting  roads  will 
be  annually  increased. 

There  will  then,  very  shortly,  be  a  continu- 
ous railway  from  New  Orleans  to  the  city  of 
Houston,  in  Texas,  three  hundred  and  forty- 
seven  miles ;  to  the  city  of  Austin  five  hun- 
dred miles  ;  and  to  San  Antonio,  five  hundred 
and  fifty  miles ;  and  this  alone,  in  view  of  the 
immense  business  in  passengers,  cotton,  cattle, 
and  other  freight,  that  must  necessarily  be 
added  to  it  by  the  connecting  link,  the  Texas 
and  New-Orleans  road,  will  make  the  New-Or 
leans,  Opelousas,  and  Great  Western  Railway, 
one  of  the  most  important  and  best  paying 
roads  in  the  United  States. 


_  But  this  is  not  all ;  at  this  point  (New-Ibe- 
ria) we  are  only  half  way,  with  our  main  trunk 
road  to  our  western  terminus  on  the  Sabine 
river.  Here  commences  our  third  division, 
which  extends  to  Opelousas,  fortv  miles 
through  a  rich,  fertile,  and  beautiful  prairie 
country,  capable  of  producing  sugar,  cotton, 
and  corn,  in  abundance;  where  lands  are  now 
in  great  demand,  at  prices  ranging  from  ten 
to  thirty,  and  even  forty  dollars,  per  acre. 
Nearly  one  half  of  the  graduation  of  this  divi- 
sion is  already  completed,  and  if  the  work  is 
steadily  continued,  we  should  raeh  Opelousas 
with  our  cars  by  the  close  of  next  year. 

By  the  construction  of  this  division,  our 
company  will  acquire  full  ownership  and  pos- 
session of  a  very  large  body  of  the  most  valu- 
able lands  in  Louisiana,  now  in  great  demand, 
the  sale  of  which  will  furnish  means  for  the 
rapid  extension  of  the  road  to  the  Sabine  river. 

Proceeding  northwestwardly  from  Opelou- 
sas, through  the  same  prairie  country,  tweoty- 
five  miles,  we  arrive  at  a  point  of  the  utmost 
importance  to  New-Orleans,  in  respect  to  its 
connection  with  the  immensely  wealthy  and 
populous  valley  of  Red  river;  this  point,  on 
our  main  trunk  line,  is  Pine  Prairie,  one  hun- 
dred and  ninety  miles  from  New-Orleans. 

Here,  by  a  branch  railway  of  only  twenty 
miles,  we  come  into  communication  with  the 
rich  sugar  and  cotton  district  of  Bayou  Boeuf, 
unite  with  the  Alexandria  and  Bayou  Boeuf 
railway,  and  established  a  daily  connection — 
in  eleven  hours  running  time — between  Alex- 
andria and  New-Orleans. 

The  immence  importance  of  such  a  commu- 
nication to  that  section  of  the  State,  and  to 
New-Orleans — the  business  relations  of  both 
being  so  intimately  connected — when  the  de- 
lays, losses  and  difficulties,  incident  to  the 
uncertain  navigation  of  Red  river  during  its 
protracted  periods  of  low  water,  are  taken  into 
consideration,  must  be  so  well  understood  by 
all  as  to  render  anything  but  the  mere  state- 
ment of  it  here  unnecessary.  That  ihe  trade 
both  ways  will  be  very  great,  all  can  see  and 
understand,  particularly  when  it  is  known  that 
active  measures  are  in  progress  for  railway 
extension  up  the  valley  to  Natchitoches,  Mans- 
field, Shreveport,  and  Fulton — several  hun- 
dred miles. 

The  construction  of  railways  from  Fulton 
into  Kansas,  by  way  of  Fort  Smith,  on  the  Ar- 
kansas river,  and  from  Alexandria,  through 
the  northern  parishes  of  our  State,  to  Little 
Rock,  is  merely  a  matter  of  time ;  for  the  want 
of  the  most  direct  communication  by  railway 
with  New-Orleans,  the  natural  importing  and 
exporting  depot  of  the  Sotuhwest,  will  cause 
such  to  be  built  eventually. 

From  Pine  Prairie  our  main  line  is  contin- 
ued to  it  s  western  terminus,  on  the  Sabine 
river,  at  Thompson's  Bluff,  near  lat.  31°,  pas- 
sing through  forresls  of  very  valuable  South- 
ern pine,  varied  occasionally  by  the  bottoms 
of  rivers  and  creeks.  This  portion  of  our  line 
is  sixty-eight  miles  long;  the  total  distance 
from  New  Orleans  to  the  Sabine  river  being 
two  hundred  and  fifty-eight  miles.  At  its  ter- 
minus, the  road  will  receive  all  the  produce 
tributary  to  the  Sabine  river  above,  for  a  dis- 
tance of  several  hundred  miles,  or  to  Smith, 
Wood,  and  Upshur  counties,  in  northeastern 
Texas.  From  our  terminus  on  the  Sabine,  a 
railway  must  necessarily  be  extended  into  Tex- 
as to  San  Augustin,  Nacogdoches,  Rush,  and 
Dallas.  This  road  must  connect  or  intersect 
with  every  other  in  northern  Texas. 

Dallas,  by  this  line,  will  be  four  hundred  and 
eighty  miles  distant  from  New-Orleans,  or  at 
least  one  hundred  and  fifteen  miles  less  than 
anv  other  route,  and  as  Dallas  is  the  business 
and  geographical  centre  of  the  great  wheat  re- 
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gion  of  Texas,  the  importance  of  the  saving 
in  distance  will  secure  to  our  road  the  wheat 
trade. 

It  will,  therefore,  be  seen  that  the  New-Or- 
leaus,  Opelousas,  and  great  Western  Railway, 
has  connection  with  the  entire  seacoast  of  Tex- 
as, and  all  her  ports,  by  the  line  of  steamers 
from  Atehafalaya  ;  that  it  will  have  connection 
with  all  the  railways  in  the  southern  half  of 
Texas,  by  means  of  the  Texas  and  New-Or- 
leans Railway,  to  unite  with  our  main  trunk  at 
New-Iberia;  that  all  of  the  northern  half  of 
Texas  will  be  secured  by  the  extension  of  the 
line  from  the  Sabine  terminus  to  Dallas,  and 
by  the  Sabine  river  navigation,  and  that  the 
Red  river  branch  will  connect  New-Orleans 
with  all  northwestern  Louisiana. 

This  is  an  outline  of  the  plan  of  construc- 
tion, present  condition  and  prospects  of  our 
road,  without  reference  to  its  existing  or  future 
way-business,  and  this,  I  presume,  is  all  the 
information  desired. 

With  much  respect,  your  obedient  servant, 

G.    W.    R.    BaYLEY. 

Dear  Sir: — I  have  just  returned  from  Tex- 
as, after  having  made  a  tour  of  inspection  of 
the  Texas  and  New-Orleans  Railway,  and  of 
the  railways  radiating  from  the  city  of  Hous- 
ton. In  view  of  the  great  importance  of  the 
speedy  completion  of  that  portion  of  our  road 
(now  in  construction)  between  our  present  ter- 
minus on  Berwick's  Bay  and  New-Iberia,  forty- 
five  miles,  the  following  information  is  sub 
mitted: 

The  Texas  and  New-Orleans  Railway  com- 
mences at  New-Iberia,  one  hundred  and  twen- 
ty-five miles  from  New-Orleans,  by  our  line, 
and  extends  westwardly,  through  Louisiana, 
one  hundred  and  sixteen  miles  to  the  Sabine 
river;  and  thence  one  hundred  and  six  miles 
to  the  city  of  Houston — total  length,  two  hun- 
dred and  twenty-two  miles. 

The  line  through  Louisiana  is  all  under  con- 
tract, and  it  is  expected  that  the  same  will  be 
completed  by  the  close  of  next  year.  The 
Texas  division  is  well  advanced,  and  will  be 
finished  during  the  present  year.  Nearly  one 
half  of  it  is  complesed  and  in  operation  all 
ready,  while  the  grading  of  the  other  half  is 
nearly  finished,  the  ties  on  hand,  and  the  rails, 
chairs,  and  spikes,  on  the  ground. 

From  a  personal  inspection  of  the  works  in 
progress,  and  a  knowledge  of  the  energy,  ca- 
pacity and  ability  of  those  in  charge  of  this 
great  work,  I  am  convinced  of  its  complrtion 
in  1861  to  New-Iberia. 

The  immense  importance  of  this  great  fee- 
der to  our  road  can  hardly  be  overestimated, 
when  we  consider  the  extent  of  its  connections 
in  Texas. 

The  distance  from  New-Orleans  to  Houston 
will  be  three  hundred  and  forty-seven  miles. 
In  Louisiana,  the  Texas  and  New-Orleans  Rail- 
road traverses  a  country,  which  recent  devel- 
opments prove  is  capable  of  producing  sugar, 
cotton,  and  corn,  abundantly,  while  cattle, 
sheep,  hogs,  &c,  and  lumber,  will  add  largely 
to  its  business. 

The  Bayou,  Vermillion,  theTortue,  Plaque- 
mine,  Brusle,  Mermenton,  and  Calcasieu,  will 
each  be  important  sections. 

The  shipments  of  cotton  for  the  yearendino- 
in  April,  I860,  from  the  Sabine,  equaled  30,000 
bales;  from  the  Neches,  15,000  bales;  Trinity 
river,  50,000  bales,  while  the  production  nearly 
doubles  itself  annually, 

The  Texas  and  New-Orleans  Railroad  must 
do  an  immense  way  business,  while  it  will 
have  for  its  feeder  the  Houston  and  Texas 
Railway,  to  extend  from  Houston  to  Dallas 
and  Red  river.  The  road  is  now  completed  to 
Navisota,  seventy  miles,   ani   its   receipts,  in 


April  last,  nearly  equaled  $50,000,  while  the 
business  for  October,  November,  December, 
and  January  next,  is  estimated  to  reach  $60, 
000  per  month.  The  gross  earnings  for  the 
year  commencing  October  1st,  I860,  are  put 
at  $600,000  by  Mr.  Groesbeck,  president,  and 
and  for  the  year  following  at  $1,250,000.  This 
company  will  have  eighty-two  and  a  half  miles 
finished  by  the  1st  October  next,  and  one  hun- 
dred and  twenty-five  miles  by  August  1st,  1861. 
Dalla  is  two  hundred  and  fifty  miles  from 
Houston. 

The  Houston  and  Texas  Central  Railroad 
will  have  for  its  feeder  the  Washington  Coun 
ty  Railroad,  extending  from  Hempstead  (fifty 
miles  above  Houston)  to  Brenham,  twenty-two 
miles,  into  one  of  the  richest  portions  of  Tex- 
as. Eleven  miles  of  this  road  are  already 
completed,  the  grading  done,  with  ties  and 
rails  on  hand  for  the  balance,  only  awaiting 
the  erection  of  the  Brazos  river  bridge,  now 
building. 

From  Brenham  to  Austin,  sixty-two  miles, 
the  Air-Line  Railroad  Compony  are  now  call- 
ing for  proposals  for  construction,  and  as  their 
private  subscription  is  large,  the  early  eoinple 
tion  of  their  road  is  beyond  doubt. 

The  business  of  the  Houston  and  Texas  Cen- 
tral Railroad  must  be  very  greatly  increased 
by  the  completion  of  the  Washington  County 
and  Air-line  Railways.  The  number  of  bales 
of  cotton  conveyed  over  this  road  for  the  year 
ending  May  1st,  1859,  was  59,925,  and  this 
must  have  been  greatly  increased  in  1860. 

When  it  is  considered  that  this  railroad  must 
be  rapidly  extended  to  Dallas,  the  centre  of 
the  wheat  region,  two  hundred  and  fifty  miles 
from  Houston,  and  that  the  Washington  Coun- 
ty and  Air-Line  roads,  together  one  hundred 
and  four  miles,  will  soon  be  built,  the  vast  im- 
portance of  these  feeders  to  the  Texas  and 
New-Orleans  road,  and  of  all  to  the  New  -Or 
leans,  Opelousas,  and  Great  Western  road,  will 
be  appreciated. 

The  next  great  feeder  to  be  considered,  is 
the  Buffalo,  Bayou,  Brazos  and  Colorado  Rail- 
road, which  crosses  the  Brazos  river  at  Rich- 
mond ;  thence  extends  to  Columbus,  on  the 
Colorado,  eighty  and  a  half  miles  from  Harris- 
burg  thence  to  La  Grange,  twenty  eight  miles ; 
and  thence  to  Austin,  about  one  hundred  and 
forty  miles  from  Houston. 

From  Columbus,  on  the  Colorado  river,  an- 
other road  will  run  to  Gonzales  and  San  An- 
tonio, about  one  hundred  and  twenty-five  miles, 
and  it  is  expected  that  twenty-five  miles  of 
this  road  will  be  built  during  1861.  The  total 
distance  from  New-Orleans  to  San  Antonio 
will  be  about  five  hundred  and  fifty  miles,  and 
there  can  be  but  little  doubt  of  the  ultimate 
extension  thence  to  Guaymas,  and  also  to 
Mazatlan,  of  this  route  from  New-Orleans  to 
San  Antonio;  thus  developing  a  Southern  Pa- 
cific Railroad  route,  which  though  possessing 
merits  of  a  very  superior  order,  has  not  vet 
deen  brought  permanently  before  the  public. 
The  entire  distance  from  New-Orleans  to  the 
Pacific,  would  be  about  thirteen  hundred  miles; 
the  route  would  afford  a  lucrative  way  busi- 
ness throughout  its  whole  length,  and  its  ter- 
mini on  the  Mississippi,  and  upon  the  Pacific 
coast,  would  be  accessible  to  shipping — a  very 
important  consideration. 

It  remains  to  notice  the  Houston  Tap  and 
Brazoria  Railway,  commencing  at  Houston, 
and  extending  to  Columbia,  on  the  Brazos 
river,  and  thence  to  Wharton,  on  the  Colo- 
rado river  ;  also  the  road  from  Houston  to  Gal- 
veston, fifty  miles  now  in  operation. 

The  Houston  Tap  and  Brazoria  Railway,  is 
finished  to  Columbia,  fifty  miles,  and  this  por- 
tion of  the  route  traverses  the  rich  sugar  dis- 
trict of  Oyster  creek. 


It  is  expected  that  this  road  will  be  com- 
pleted to  Wharton,  eighty  eight  miles,  by  the 
1st  of  January,  1861,  and  from  Columbia  it 
is  contemplated  to  extend  it  to  Matagorda. 
Considering  the  preceding  exhibit  of  the  con- 
dition and  prospects  of  the  Texas  railways  ra- 
diating from  Houston,  and  the  certainty  of 
the  speedy  completion  of  that  of  the  Texas 
and  New-Orleans  Company  to  New-Iberia, 
where  it  will  unite  with  the  New-Orleans,  Opel- 
ousas, and  Great  Western,  opening  at  once  to 
New-Orleans  about  seven  hundred  and  fifty 
miles  of  finished  railway,  to  be  worthy  the  at- 
tention of  our  company,  and  of  the  citizens  of 
New-Orleans,  it  is  respectfully  submitted, 
your  obedient  servant, 

G.  W.  R.  Bayley, 

Chief  Engineer. 


CLEVELAND  AND  PITTSBURG  K,  R. 

IMPORTANT   MOVEMENTS   IN   PROGRESS. 

We  take  the  following,  in  regard  to^  the 
above  road,  from  the  N.  Y.  Times : 

A  well  informed  railway  authority  who  has 
studied  closely  the  figures  and  history  of  the 
Cleveland  and  Pittsburg  Company,  sends  us 
the  following  statement  of  the  present  condi- 
tion of  the  concern.  It  will  be  born  in  mind 
that  the  Company  was  brought  into  serious 
financial  embarrassment  in  1857,  its  affairs  be- 
ing involved  with  the  Ohio  Life  &  Trust.  The 
road  was  subsequently  placed  under  a  respon- 
sible local  direction,  the  President,  Mr.  McCul- 
lough,  being  made  Receiver  for  account  of  all 
the  parties  (mortgages  and  others)  in  interest: 

First  Mortgage  Bonds  on  Main  Line,  due  March 
1st.  18  O.but  extending  twenty  years,  with  new 
sheets  of  Coupons,  bearing  seven  percent....    $800,000 

Second  Mortgage  Bonds  on  Main  Line  and  First 
Mortgage  on  River  Line 1,198,000 

Third  Mortgage  Bonds  on  Main  Line  and  Second 

Mortgage  on  River  Line 1,165,000 

Unsecured  Bonds,  (River  Line.)  bearing  seven  per 

cent.,  including  unpaid  Coupons  attached....    1,286,000 

Dividend  seven  per  cent 408,000 

Income  seven  per  cent ■>...       112,000 

Unsecured  Debt,  old  bills  payable  under 

protest $340,000 

Judgements  against  the  Company 135,000 

Unpaid  Coupons,  Second  &l  Third  Mort- 
gage Bonds 100,000 

. 575.000 

Capita]  Stock 3,142,368 

Total  Liabilities 89,486,368 

For  the  purpose  of  restoring  the  road  to  its 
stockholders,  it  is  proposed  to  create  a  new 
general  mortgage,  and  issue  the  Company's 
bonds  under  it,  reimbursable  in  thirty  years, 
bearing  6  per  cent,  interest,  for  the  purpose  of 
absorbing  the  unsecured  bonds,  and  to  take 
the  old  bills  payable,  which  have  been  under 
protest  since  1857,  in  the  following  ratio: 
The  River  line  bonds  with  the  accrued  interest 
to  date:  as  well  as  four  coupons  that  will  be- 
come due  in  1861,  together  with  the  old  bills 
payable,  including  judgments  against  the 
Company,  with  interest  accrued  and  accruing 
to  January,  1862,  at  40  percent.,  the  dividend 
and  income  bonds,  together  with  interest  to 
January,  1862.  These  items  will  consume 
about  $900,000  of  the  proposed  issue.  For  the 
Baldwin  claim  and  the  back  due  mortgage  cou- 
pons, amounting  in  the  aggregate  to  about 
$220,000,  it  is  proposed  to  pay  in  full  from  the 
earnings  of  the  road. 

The  Company  owes  no  debt  contracted  un- 
der the  present  administration,  and  the  work- 
ing of  the  road  is  reduced  to  as  perfect  a  system 
of  economy  as  can  be  adapted,  consistent  with 
safety  and  a  proper  regard  for  the  property  of 
the  Company. 

The  drawback  to  the  prosperity  of  the  Com- 
pany has  heretofore  existed  in  the  necessity 
of  entering   Pittsburg  on  the  track  of  a   riva} 
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line  for  24  miles.  This  difficulty  is  about  to 
be  obviated  by  an  arrangement  for  an  inde- 
pendent track,  which  will  bring  the  cars  into 
the  Pennsylvania  railroad  depot.  For  this 
extension  it  is  proposed  to  issue  bonds  for  the 
cost,  estimated   at   from  $800,000   to   $1,000, 

000,  including  a  bridge  over  the  Allegheny 
river.  Arrangements  have  been  consummated 
for  the  construction  of  this  24  miles  from  Ro- 
chester to  Pittsburg,  to  be  commenced  as  soon 
as  the  unsecured  debt  is  funded.  This  exten- 
sion to  Pittsburg  will  save  an  annual  rent  of 
$85,000,  now  paid  to  the  Pittsburg,  Fort  Wayne 
&  Chicago  road,  besides  some  $20,000  to  $25, 
000  for  half  of  the  repairs  of  the  track  leased.- 
This  saving  of  $105,000  is  equal  to  10  per  cent 
interest  upon  $1,050,000,  exclusive  of  a  dis- 
crimination against  the  Cleveland  &  Pittsburg 
Company  for  the  suburban  business  on  a  rival 
road  leading  from  so  populous  a  city  as  Pitts- 
burgh. 

With  these  arrangements  carried  out,  the 
annual  charge  upon  the  net  earnings  of  the 
road  will  be  $851,550  for  interest,  and  $1,800 
for  a  sinking  fund,  or  $800,000  renewed  bonds; 
total  $369,550.  The  earnings  from   December 

1,  1860,  to  November  30,  1861,  are  estimated 
$1,025,000,  at  an  expense  not  to  exceed  50  per 
cent,  which  includes  repairs  and  new  work.  It 
only  wants  the  same  good  management  for 
another  year  to  bring  this  road  back  to  a  con- 
dition it  enjoyed  before  its  unfortunate  compli- 
city with  the  Ohio  Life  and  Trust  Company, 
and  make  once  more  regular  dividends  to  its 
stockholders. 


TICKET  AGENTS  CONVENTION- 

The  regular  semi  annual  Convention  of  Gen- 
eral Ticket  Agents  assembled  at  Cleveland  on 
Tuesday  of  last  week.  F.  R.  Myers,  of  the 
Cleveland  and  Pittsburg  road,  President  of  the 
Association,    presided. 

The  President  appointed  the  following  com- 
mittees: ' 

On  Credentials — George  W.  Bartlett,  Toledo 
and  Wabash  Railroad,  and  Chas.  Wood,  Terre 
Haute  and  Richmond. 

On  Business— H.  C.  Marshal,  Cleveland,  Col- 
lumbus  and  Cincinnati;  L.  L.  Houpt,  Penn- 
sylvania Central;  J  M.  Kimball,  Lacrosse  and 
Indiana;  L.  R  Kimball,  Great  Western  of  Illi- 
nois; and  G.  C.  Hathaway,  Pittsburg,  Fort 
Wayne  and  Chicago. 

The  following  Agents  presented  their  cre- 
dentials as  representatives  of  their  several 
roads:  Julius  Movius,  Great  Western  of 
Canada,  and  Detroit  and  Milwaukie;  H.  C. 
Marshall,  Cleveland,  Columbus  and  Cincin- 
nati; L.  L  H  nipt,  Pennsylvania  Central; 
George  C.  Hathaway.  Pittsburg,  Fort  Wayne 
and  Chicago;  S.  W.  Chapman,  Cincinnati  and 
Chicago;  George  W.  Wheeler,  Galena  and 
Chicago  Union ;  F.  R  Myers,  Cleveland  and 
Pittsburg;  M.  C.  Clapp.  Sandusky,  Dayton  and 
Cincinnati;  H  Parrott,  Indiana  Central;  W. 
J.  Dill,  Sandusky,  Mansfield  and  Newark;  A. 
W.  Blakesly,  Quiney  and  Toledo;  L.  R.  Kim- 
ball, Great  Western  of  Illinois;  J.  M  Kim- 
ball, Lacrosse  and  Indiana ;  S.  E.  Cary,  Mis- 
sissippi Central ;  Charles  Wood,  Terre  Haute 
and  Richmond;  G.  W.  Bartlett,  Toledo  and 
Wabash;  H.  J.  Spauldiug,  Michigan  Central; 
C.  B.  Follet,  Logansport,  Peoria  and  Burling- 
ton ;  W.  E.  Wilson,  North  Missouri ;  Ira  A. 
Hutchinson,  Pittsburg,  Columbus  and  Cincin- 
nati; William  Savage,  Michigan  Southern  and 
Northern  Indiana;  John  W.  Parsons,  Cleve- 
land and  Toledo  ;  Thomas  Frazer,  Michigan 
Central;  J.  W.  Carey,  Cleveland  and  Erie; 
L.  H.  Walkley,  Peoria,  Oquawka  and  Burling- 
ton; P.  ~W.  Strader,   Little   Miami;  John  F. 


Marlott,  Little  Miami;  T.  Lough,  Ohio  and 
Mississippi  ;  Charles  E.  Noble,  Michigan  Cen- 
tral;  William  R.  Barr,  Lake  Shore  Line. 

Mr.  Movius  offered  a  resolution  requesting 
the  Committee  on  Business  to  report  upon  the 
expendiency  of  abolishing  the  issue  of  second- 
class  tickets  westward  after  November  1.  The 
resolution  was  referred  to  the  Committee. 

The  Committee  on  Business  reported  the  fol- 
lowing resolutions  : 

Resolved,  That  the  roads  issuing  tickets  be 
requested  to  check  baggage  to  destination  of 
tickets,  and  collect  for  extra  baggage  through, 
to  be  reported  pro  rata  to  the  routes  over  which 
the  ticket  passes;  Provided,  That  baggage 
shall  not  be  checked  westward  to  points  lying 
west  of  the  Mississippi  River, 

Resolved,  That  we  recommend  to  the  five 
trunk  lines,  and  all  their  connections  issuing 
mixed  tickets,  that  such  tickets  be  entirely  dis- 
continued ;  that  two  classes  of  tickets  each 
way  be  allowed,  viz:  first-class  and  emigrant 
westwrad,  and  first  and  second  class  eastward. 

Resolved,  That  the  emigrant  rate  shall  be 
one-half  first  class  fare,  and  the  second-class 
rates  two-thirds  of  first-class,  this  resolution  to 
take  effect  from  December  1,  1860. 

Resolved,  That  rates  shall  not  be  understood 
to  include  omnibus  fares — that  any  route  hav- 
ing a  ferry  or  omnibus  line  at  its  terminus 
shall  add  the  charge  for  such  ferry  or  omni- 
bus to  the  through  rates. 

Resolved,  That  the  question  of  first-class 
fares  be  referred  to  the  Association — the  com- 
mittee have  no  recommendation  to  offer  on  the 
subject. 

Resolved,  That  a  committee  of -be  ap- 
pointed by  this  Association  to  subdivide 
through  rates,  and  publish  the  same  in  book 
form  at  the  expense  of  the  Association;  that 
the  committee  base  their  calculations  upon 
principal  routes  only,  their  action  to  be  bind- 
ding  upon  every  road  represented  in  this  As- 
sociation. 

The  first  resolution  was  taken  up  and  dis 
cussed.  A  general  feeling  was  exhibited  in 
favor  of  the  move. 

Mr.  Movius  offered  the  following  amend- 
ment to  follow  the  resolution  : 

Providing  that  any  company  refusing  to  so 
collect  for  and  report  extra  baggage  to  con- 
necting lines,  be  requested  not  to  check  extra 
baggage  beyond  the  terminus  of  their  own  line, 
and  the  check  placed  upon  said  baggage  shall 
have  a  distinctive  mark  from  the  ordinary 
check  used   by  said  company. 

After  some  discussion  the  amendment  was 
adopted,  as  was  also  the  resolution  as  amend- 
ed. 

Mr.  Houpt  moved  that  the  charges  for  one 
hundred  pounds  for  extra  baggage  be  ten  per 
cent,  of  first-class  fare.     Carried. 

The  second  resolution  was  taken  up. 

Mr.  Parsons,  from  the  Lake  Shore  Road, 
spoke  in  favor  of  selling  second-class  rates 
westward.     It  was  necessary  to  have  them. 

Mr.  Movius  was  decidedly  opposed  to  sell- 
ing second-class  tickets  during  the  winter  sea- 
son, when  there  was  no  propeller  trade  to  com- 
pete with.  The  emigrants  took  freight  trains, 
and  there  was  no  reason  why  the  companies 
should  not  take  what  advantage  of  the  win- 
ter's trade  they  could.  He  moved  that  the 
resolution  lay  on  the  table.  It  was  laid  on  the 
table  until  Wednesday  morning. 

The  third  resolution  was  also  laid  on  the 
table  till  morning. 

The  fourth  resolution,  after  considerable  dis- 
cussion, was  lost. 

The  sixth  resolution  was  passed. 

The   resolution  regarding  the  appointment 


of  a  Committee  on  Fares  was  passed,   but  the 

number  of  the  committee  was  left  blank,  until 

Wednesday  morning. 

Nr.  Movius  offered  the  following  resolution: 
Resolved,  That  W.  R.  Barr,  Thomas  Frazer, 

J.  M.  Kimball,  P.  W.  Strader,  Lewis  L  Houpt, 

F.  R.  Mycs,  H    0.  Marshal,  Charles  E.  Follet, 

G.  M.  Wheeler,  H.  Parrott,  George  W  Bartlett 
and  W.  Savage  be  appointed  a  committee  to 
prepare  and  report  passage  rates  to  this  Con- 
vention.    Adopted. 


General  Strader. — Among  the  numerous 
gentlemeD  of  the  railway,  now  in  Cleveland, 
we  notice  General  P.  W.  Strader,  of  Cincin- 
nati, the  distinguished  Railroad  Asrent.  Gen- 
eral Strader's  name  is  ahousehould  word  from 
Portland  to  New  Orleans.  He  is  Napoleonic 
in  his  line,  and  has  elevated  himself  to  his  pre- 
sent fine  position  by  his  own  energy,  command- 
ing ability,  and  a  courtesy  which  nothing  short 
of  an  Iowa  tornado  could  disturb.  He  is  wel- 
come to  "the  Venice  of  the  Lakes.'' — Cleve- 
land Plaindealer,  18th. 


Mississippi  and  Tennessee  Railroad. — The 
regular  annual  meeting  of  the  stockholders  of 
this  Company  was  held  on  Thursday  at  the 
Gayoso  House,  at  which  an  election  took  place 
for  a  Board  of  Directors,  resulting  in  the 
unanimous  re-election  of  the  old  Board.  Sub- 
sequently a  meeting  of  the  board  was  held,  at 
which  the  following  officers  were  elected:  CoL 
F.  M.  White,  President;  C.  F.  Vance,  Esq., 
Secretary  and  Treasurer;  Niles  Merriweather, 
.,  Chief  Engineer;  R.  Hough,  General  Su- 
•intendeut. — Memphis  Appeal. 


ONE  HUNDRED  MILES  AN  HOTTB, 

We  have  very  often  seen  statements  of 
the  progressive  increase  in  the  speed  of  rail- 
roads, beginning  with  15  miles  an  hour  in 
1825,  and  ending  generally,  with  100  miles  an 
hour  in  1S50.  It  is  certain  that  railroad  speeds 
are  greater  now  than  they  were  thirty  years 
ago,  but  the  increase  is  very  much  less  than  is 
generally  supposed,  and  certainly  a  great  deal 
less  than  the  statements  in  question  would  go 
to  show.  Some  of  the  earliest  locomotives 
ever  built  have  run  upwards  of  a  mile  a  min- 
ute, wnile  on  the  other  hand  there  is  no  au- 
thenticated instance  of  any  locomotive  speed 
greater  than  78  milesan  hour.  The  Ironsides, 
one  of  M.  W.  Baldwin's  first  engines,  was  run 
nearly  thirty  years  ago  at  the  rate  of  62  miles 
an  hour  on  the  Philadelphia  and  German- 
town  Railroad.  Mr.  Petit,  who  is  still  con- 
nected with  Messrs.  Baldwin  &  Co.'s  establish- 
ment, ran  the  engine  at  the  time,  and  her  speed 
was  carefully  noted  by  Mr.  Franklin  Peale, 
others  who  took  part  in  the  performance.  The 
old  DeWitt  Clinton,  built  in  1830  at  the  West 
Point  Foundry  of  New  York,  was  run  by  John 
Hampson  and  David  Matthews  at  a  speed  of 
upwards  of  40  miles  an  hour  on  the  Mohawk 
and  Hudson  Railroad,  new  part  of  the  New 
York  Central.  We  believe  Mr.  G.  S.  Griggs 
run  the  Whistler,  on  one  occasion,  more  than 
twenty  years  ago,  at  the  rate  of  50  miles  an 
hour,  on  the  Boston  and  Providence  Railroad. 
The  Herald,  an  engine  built  by  Robert  Ste- 
phenson for  the  Baltimore  and  Susquehanna 
Railroad,  uearly  30  years  ago,  was  often  run 
at  a  terrific  rate  by  John  Lawson,  its  engineer. 
The  old  Rocket,  built  by  Robert  Stephenson, 
in  1829,  for  the  Liverpool  and  Manchester 
Railroad,  was  run  on  one  occasion,  at  the  rate 
of  60  miles  an  hour,  aud  an  engine,  the  Liver- 
pool, built  in  1830  by  Bury,  Curtis  &  Kennedy, 
of  Liverpool,  was  run  5S  miles  an  hour  with  a 
trainof  twelve  of  the  short  wagous  of  the  day. 
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As  for  very  high  speed,  we  have  often  heard 
that  Brunei  had  at  one  time  achieved  a  speed 
of  something  like  100  miles  an  hour  on  the  7 
feet  gauge  of  the  Great  Western  Railroad,  all 
the  express  engines  of  which  have  8  feet  dri- 
vers, while  three  engines  at  one  time  on  the 
line  had  drivers  10  feet  in  diameter.  We  took 
some  pains,  after  Mr.  Brunei's  death,  to  ascer- 
tain if  there  was  any  record  of  such  a  speed, 
but  none  of  Mr.  Brunei's  former  assistants 
were  able  to  refer  to  any  notes  of  speed  great- 
er than  78  miles  an  hour,  nor  did  the  men  on 
the  Great  Western  road  give  us  to  understand 
that  any  greater  speed  than  13  miles  in  ten 
minutes  had  ever  been  realized.  At  the  In- 
stitution of  Civil  Engineers,  the  great  exchange 
of  professional  information,  and  of  which  Bru- 
nei was  for  some  time  Vice-President,  there 
was  no  knowledge  of  any  speed  greater  than 
that  just  mentioned,  and  this  speed  was  attain- 
ed also  by  Mr.  T.  R.  Crampton  with  one  of  his 
express  engines  on  the  London  and  North 
Western  line.  From  all  the  information  ac- 
cessible, therefore,  it  appears  that  a  speed  of  62 
miles  an  hour  was  attained  twenty-six  years 
ago,  and  that  up  to  the  present  time  the  in- 
crease of  speed  has  been  only  16  miles  an 
hour. 

It  is  not  to  be  supposed,  however,  that  78 
miles  an  hour  is  the  limit  of  railroad  speed. 
Speed  is  a  question  of  power  an  resistance, 
and  velocities  greater  than  78  miles  an  hour, 
which  is  rather  less  than  7000  feet  per  minute, 
are  attained  in  various  kinds  of  machinery,  as 
in  circular  saws,  fan  blowers.  &c.  The  high- 
est speed  of  locomotive  piston  yet  attained  is 
about  1100  feet  per  minute,  and  with  a  2  feet 
stroke  and  an  8  feet  wheel  this  would  give  78 
miles  an  hour;  but  with  a  20  inch  stroke  and 
the  same  speed  of  piston  and  diameter  of  dri- 
ving wheel,  the  running  speed  would  be  up- 
wards of  93  miles  an  hour.  Now  as  it  is  cer- 
tain that  pistons  of  20  inch  stroke  have  been 
run  at  1100  feet  per  minute,  when  turning  five 
feet  wheels,  it  is  presumable  that  they  could 
maintain  the  same  speed  when  turning  8  feet 
wheels,  supposing  the  latter  to  turn  as  easily 
as  the  former;  or  supposing  the  pressure  on 
the  piston  to  be  sufficiently  increased  to  com- 
pensate for  the  increased  resistance,  whatever 
it  might  be.  If,  however,  the  resistance  of  a 
train  was  twice  as  great  at  100  as  at  50  miles 
an  hour,  the  boiler  would  be  required  to  evapo- 
rate four  times  as  much  water  per  hour,  at  the 
later  speed,  as  would  suffice  when  going  half 
as  fast.  For  not  only  would  the  pressure  on 
the  piston  require  to  be  doubled,  whereby  twice 
as  much  steam  would  be  necessary;  but  as  the 
piston  would  run  oft'  at  twice  the  speed,  this 
double  quantity  of  steam  would  be  again  dou- 
bled, or,  in  all,  quadrupled.  To  quadruple  the 
evaporative  power  of  a  boiler,  which  was 
already  capable  of  supplying  the  cylinder  at 
50  miles  an  hour,  would  involve  an  almost  cor- 
responding addition  to  the  weight  of  the  boil 
er,  and  a  large  addition  to  the  weight  of  the 
framing  or  running  gear.  Even  if  the  track 
was  so  perfected  that  the  resistance  at  100 
miles  an  hour  was  no  greater  than  at.  50,  this 
resistance  would  be  overcome  in  half  the  time 
at  the  former  speed,  whereby  the  evaporative 
power  of  the  boiler  would  require  to  be  dou- 
bled. In  this  necessity  for  increased  evapora- 
tive power  at  high  speed,  a  corresponding  in- 
crease of  weight  is  inevitable.  With  increase 
of  engine  weight  not  only  does  the  load  on  a 
single  wheel  become  greater,  perhaps,  than  the 
rail  can  safely  bear,  but  the  resistance  of  the 
engine  itself  is  increased  in  proportion.  At 
very  high  speeds,  when  the  trains  are  necessa- 
rily light,  the  resistance  of  the  engine  and 
tender  always  forms  the  greater  proportion  of 


the  whole  resistance  to  be  overcome.  At  ex- 
cessive speed  also,  the  influence  of  unbalanced 
weight  in  the  moving  parts  is  very  great.  A 
grinding  wheel,  running  at  the  rate  of  several 
thousand  feet  a  minute,  will  if  it  be  a  few 
ounces  out  of  balance,  almost  shake  down  a 
heavy  building.  In  locomotives  and  cars,  how- 
ever, the  wheels  of  which  have  occasionally  to 
run  off  5000  feet  per  minute,  the  revolving  and 
reciprocating  parts  are  more  generally  out  of 
balance  than  otherwise.  To  attain  very  high 
speeds,  therefore,  increased  attention  must  be 
paid  to  counter  balancing  and  accuracy  of 
workmanship,  while  boilers  of  much  greater 
evaporative  power  must  be  provided.  As  no 
more  adhesion  is  required  at  high  than  at  low 
speed,  supposing  the  draught  to  be  the  same 
in  each  case,  it  should  be  attempted,  by  the 
use  of  the  strongest  materials  so  disposed  as 
to  involve  the  least  weight,  to  keep  the  locomo- 
tive boiler  as  light,  if  possible,  as  at  present. 
It  is  in  this  general  direction  that  we  are  to 
look  for  the  attainment  of  a  speed  of  one  hun- 
dred miles  an  hour — a  speed  never  yet  attain 
ed  by  man,  unless  it  may  have  been  iu  a  ba- 
loon. —  tolburn's  Engineer. 


THE   IMPORTANCE   OF  CORK"   AND 
COTTON. 

The  London  Gazette,  of  the  8th  of  Septem- 
ber, discusses  this  question  with  a  great  deal 
of  philosophy  and  penetration.  Talking  of 
the  importance  of  these  two  primary  articles 
of  the  pabulum  of  humanity  all  over  the 
world,  it  says: 

The  growth  of  two  important  articles  of 
daily  use  and  consumpton — corn  and  cotton — 
claims  the  most  serious  attention  of  all  classes 
of  society  at  this  moment,  not  only  from  the 
prospects  held  out  of  abundant  supplies,  but 
likewise  from  ihe  effect  which  those  supplies 
are  likely  to  have  upon  value  and  upon  the  ex- 
change in  the  largest  consuming  countries  in 
the  world.  The  total  import  of  cotton  into 
Liverpool  since  the  1st  of  January,  current 
year,  has  amounted  to  2,681,998  bales,  against 
2,027,785  bales  in  the  corresponding  period  in 
1859.  It  follows,  therefore,  that  we  have  re- 
ceived 641,263  bales  more  cotton  this  season 
than  last;  and  the  most  remarkable  circum- 
stance connected  with  this  import  is,  that  it 
has  failed  to  prevent  a  continuous  drain  of 
gold  from  America — that  is  to  say,  the  ex- 
changes have  continued  in  favor  of  England. 

With  respect  to  the  consumption  of  cotton 
in  this  country,  it  would  appear  that  1,652,020 
bales  have  been  used  since  the  1st  of  January 
to  the  present  date,  against  1,494,640  bales 
last  year.  The  increase,  therefors,  is  only 
156,380  bales;  but  it  fortunately  happens  that 
it  has  followed  what  may  be  termed  a  prosper- 
ous period  for  our  manufacturers.  In  the  ex- 
ports there  is  an  increase  this  year  of  153.290 
bales — the  figures  being  381,940  bales  for  1850, 
and  228,650  for  1859.  When  we  bear  in  mind 
that  France  has  imported  over  100,000  bales 
more  cotton  direct  from  America  than  last 
year,  and  that  prices  of  all  kinds  have  ruled 
high,  an  increased  shipment  of  153,290  bales 
from  this  country  is  a  highly  satisfactory  fea- 
ture in  the  trade. 

The  present  state  of  the  crop  seems  to  in- 
dicate a  supply  equal  to  that  amount,  and  an 
increased  anxiety  on  the  part  of  the  growers 
to  sell,  since  we  find  that  already  5,250  bales 
of  the  new  growth  have  reached  the  shipping 
ports,  agaiust  1,250  bales  to  the  same  period  in 
1859. 

Whilst  our  impression  is  that  the  continent 
of  Europe  will  gradually  increase  the  demand 
for  cotton,  from  the  efforts  now  made   both  in 


France  and  Germany  to  import  more  of  the 
raw  and  less  of  the  manufactured  material, 
we  think  that,  notwithstanding  the  compara- 
tive activity  in  the  demand  for  cotton  goods, 
there  is  room  for  what  may  be  termed  easier 
quotations,  but  not  such  a  decline  in  them  as 
would  lead  to  embarrassment  among  the  trade 
We  have  shown  that  consumption  in  Europe  is 
still  increasing,  and  that  the  trade  is  sound. 
In  the  United  States,  however,  consumption 
still  represents  but  a  small  portion  of  the  en- 
tire growth.  For  instance,  the  quantity  con- 
sumed there  this  year  is  only  695, 1S5  bales, 
against  697,600  bales  last  season.  It  follows, 
therefore,  that  Great  Britian  alone  consumes 
nearly  one  million  bales  more  cotton  year  by 
year  than  the  Unted  States. 

We  have  now  to  consider  how  far  we  are 
justified  in  taking  the  same  view  as  respects 
the  grain  crops.  From  all  parts  of  the  Union 
the  most  glowing  accounts  have  reached  us  on 
the  subject  of  production,  and  we  believe  that 
those  accounts  are  substantially  correct.  We 
will  allow  a  wide  margin  for  exaggeration;  still 
there  is  no  doubt  whatever  that  the  wheat  and 
maize  crops  this  year  are  about  the  most  abun- 
dant on  record.  One  account  gives  the  an- 
nexed figures  of  the  produce  of  the  former: 

1858  185!)  I  son. 

States.  Bushels.  Bushels.  Bushels. 

New  York 20.100  000  22.000. "00  25,0  o,0  0 

Pennsylvania 211.090  000  25.00  , OHO  25,0011000 

Virginiaand  N.  C..  18,501.000  2n,n.  o  000  18,000  '  00 

Kentucky 8,50",' "n  11.000.001)  9  0  m.OUt) 

Ohio  22,i0i.(.0l)  26.110(1,0110  28.000.1  00 

Indiana 13  000,000  17.0000::0  10  000  I  00 

Illinois 14,500.100  20,000,00.)  2j.001l.000 

Other  States 42  000,000  69,00,001)  80,000,000 

Total 158,500,000      200,000,(100      229,1100,000 

These  returns  indicate  great  prosperity  in 
the  States.  In  the  first  place  they  prove  that 
agriculture  is  flourishing;  and,  in  the  next, 
that  capital  is  more  freely  invested  in  the  pro- 
duce of  the  soil.  Indeed,  they  altogether 
throw  overboard  the  assumption  in  this  coun- 
try that  a  large  extent  of  land  has  gone  out  of 
cultivation  in  America.  If  we  allow  a  fair 
margin  for  consumption,  say  at  the  rate  of  five 
bushels  to  each  person — which,  by  the  way  is  a 
large  estimate — we  preceive  that  the  surplus 
growth  will  amount  to  about  74,000,000  bush- 
els, exclusive  of  the  old  stocks  which  yet  re- 
main in  the  hands  of  the  growers  in  the  West- 
ern States,  and  which  are  now  coming  freely 
to  hand  for  export  purposes.  The  maize  crop 
appears  to  be  equally  large,  even  in  the  North- 
ern States,  and  the  surplus  for  export,  there- 
fore, is  likely  to  equal  the  demand.  The  pros- 
pect of  a  continuous  influx  of  food  from  Amer 
ica  has,  for  some  time  past,  had  considerable 
influence  upon  the  trade  in  this  country.  That 
influence  will,  we  imagine,  continue  for  seve- 
ral months,  until  perhaps,  we  have  a  very  large 
accumulation  of  stock  in  our  warehouses, 
should  we  be  favored  with  a  continuance  of 
fine  weather  for  the  ingathering  of  the  crops, 
which  is  now  progressing  rapidly. 

Although  we  do  not  anticipate  any  serious 
falling  off  in  our  importations  of  bullion  from 
the  States,  there  is  no  reson  at  present,  to  ap- 
prehend any  shipments  of  gold  to  America  to 
pay  for  food,  and  it  is  quite  clear  that,  without 
an  enlarged  market  for  our  manufactures,  the 
arrivals  of  specie  will  be  on  a  very  moderate 
scale  between  this  and  the  end  of  the  year. 
This  appears  to  be  the  light  in  which  the  ques- 
tion of  a  supply  of  gold  is  viewed  by  the  di- 
rectors of  the  Bank  of  England.  Hence  they 
are  wisely  using  every  effort  to  increase  the 
amount  of  bullion  in  their  cotters  to  prepare 
for  any  emergency  that  may  arise.  Already, 
it  should  be  observed,  large  quantities  of  bul- 
lion have  been  shipped  to  Spain  and  Germany 
in  payment  for  wheat,  flour,  et.,  and  it  is  rea- 
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sonable  to  suppose  that  the  balance  of  trade 
in  our  favor  in  the  United  States  will  be  lessen- 
ed by  a  very  large  demand  for  agricultural 
products.  If  our  own  harvest  should  turn  out 
only  moderate  in  quantity  and  quality,  we 
shall  have  reasonable  prices  for  bread.  There 
will  be  a  steady  sale  for  American  breadstuff's, 
and,  possibly,  a  much  greater  demand  for  cot- 
ton for  home  use.  Dear  bread,  however,  would 
be  an  opposite  result  as  regards  cotton. 


FROM  CAIRO,  ILLINOIS. 

A  line  of  railway  between  Memphis,  Tennes- 
see, and  Cairo,  Illinois,  has  been  projected; 
and  there  is  much  to  encourage  the  belief  that 
the  enterprise  will  be  esteemed  of  sufficient 
importance  to  call  forth  liberal  public  encour- 
agement. The  company  controlling  the  project 
is  operating  under  charters  from  the  Legis- 
latures of  Kentucky  and  Tennessee  (granted 
during  the  last  session  of  these  bodies);  and 
is  said  to  be  composed  of  gentlemen  well  versed 
in  railroad  affairs,  and  possessed  of  all  neces- 
sary energy  and  enterprise.  The  preliminary 
survey  has  already  been  made  and  the  corps 
of  engineers  have  returned  to  Memphis  to 
commence  the  work  of  permanent  location. 
The  route  surveyed  is  nearly  an  air  line,  there 
being  but  four  or  five  per  cent,  of  curvature  in 
the  whole  route.  At  no  point  will  the  curve 
exceed  one  degree  to  the  hundred  feet,  or  the 
grade  exceed  forty  feet  to  the  mile.  The  length, 
as  surveyed,  is  one  hundred  and  fifty  miles. 
By  the  roads  now  operating  the  distance  to 
Memphis  is  185  miles;  by  the  reve  it  is  240 
miles. 

The  cost  of  this  road  will  not  exceed  $2,- 
800,000.  Of  the  ability  of  the  city  of  Mem- 
phis and  the  country  interested  to  furnish  this 
amount,  and  of  the  existing  willingness  to 
furnish  it,  the  Directors  of  the  Road  seem  to 
entertain  but  little  if  any  doubt.  Three  hun- 
dred thousand  dollars  have  already  been  sub- 
scribed by  citizens  of  Memphis,  and  it  is  taken 
for  granted  that  this  sum  will  be  swelled  by 
them  to  half  a  million,  Fully  a  half  million 
more  is  expected  from  the  counties  through 
which  the  road  will  run,  and  if  more  should  be 
needed  to  prepare  the  work  for  the  super-struc- 
ture, State  aid  from  Tennessee  is  counted  upon 
with  every  degree  of  confidence.  The  name 
applied  to  this  road  is  the  "Mississippi  Rail- 
way." 

The  Illinois  Southern  Railroad,  extending 
from  Cairo  to  Vincennes,  Indiana,  has  progres- 
sed but  slowly  during  the  past  summer,  owing 
to  financial  embarrassments  under  which  the 
company  labored;  but  arrangments  have  re- 
cently been  perfected  with  the  Pennsylvania 
Railroad  Company,  I  learn,  which  insures  a 
vigorous  prosecution  of  the  work  in  the  future. 
This  last  named  Company  have,  I  understand, 
obligated  themselves  to  furnish  iron  for  the 
entire  route,  and  to  prosecute  the  work  of  con-" 
struction  to  an  early  completion.  In  pursu- 
ance of  this  arrangement  they  have  already 
commenced  delivering  iron  for  the  first  twen- 
ty-five miles  leading  from  Vincennes,  and  will 
send  more  forward  as  needed.  For  ten  years 
after  the  completion  of  the  road,  it  is  under- 
stood it  will  be  leased  to  the  Pennsylvania 
Central  Company.  Respecting  the  good  faith 
of  the  parties  to  this  arrangement,  persons 
professing  to  be  advised  speak  in  terms  of  the 
highest  confidence. 

These  roads  will  certainly  be  built  in  the 
course  of  a  few  years.  If  the  companies  now 
charged  with  their  construction  fail,  other 
companies  will  be  formed  and  will  carry  them 
forward.  They  are  esteemed  improvements,  ' 
not  only  of  vast   local   consequence,  but   the 


very  links  in  our  railroad  system  which  are  re- 
quired to  perfect  the  communication  between 
the  Northeast  and  the  Southwest.  While  they 
will  serve  to  direct  to  Cairo  the  immense  agri- 
cultural surplus  of  the  great  Wabash  Valley, 
and  of  the  richest  regions  of  Southern  Ken- 
tucky and  Tennessee,  they  will  also  furnish  a 
line  of  travel  and  transportation  between  New 
York  and  Philadelphia  and  the  leading  cities 
of  the  South,  eighty-nine  miles  shorter  than 
any  line  now  in  existence.  The  country  the 
Illinois  Southern  traverses  in  Illinois  is  the 
finest  portion  of  the  State,  abounding  in  coal, 
rock  and  minerals,  and  presenting  the  finest 
p  prairie  and  the  most  picturesque  hill-lands  in 
the  Mississippi  Valley.  The  regions  tapped  by 
the  Mississippi  Railway,  in  Kentucky  and  Ten- 
nessee, are  unsurpassed  in  fertility  of  soil,  and 
are  justly  regarded  the  finest  tobacco  growing 
regions  in  those  States.  To  these  facts  the 
public  are  becoming  aroused,  and  one  result 
of  that  awakening  will  be  shown  in  the  com- 
pletion of  these  roads  before  the  lapse  of  four 
year,  at  farthrest,  from  the  present  period. 

E.  L.  J. 


THE  DECAY  OF   TIMBER  AND   ITS 
PREVENTION. 

BY  H.  LETHEBY,  M.  B.,  M.  A.,  &C, 

[Professor    of   Chemistry  in  the    College  of  the  London 
Hospital.] 

Sir: — I  regret  that  I  was  not  able  to  be  pres- 
ent at  the  Society  of  Arts,  on  the  30th  May, 
during  the  reading  of  Mr.  Burnell's  very  valu- 
able paper  on  the  causes  of  decay  in  building 
woods,  and  the  means  of  preventing  it;  for,  as 
I  have  directed  much  attention  to  the  subject, 
and  especially  to  the  modtis  operandi  of  creo- 
sote, or  dead  oil,  in  preserving  timber,  I  should 
have  taken  part  in  the  discussion. 

Mr.  Burnell  does  not  attach  too  much  im- 
portance to  the  process  of  creosoting  timber, 
when  he  regards  it  as  the  most  effective  of  all 
the  processes  known  for  the  prevention  of  de- 
cay; for,  in  truth,  the  dead  oil  of  common 
coal-tar  contains  all  the  elements  which  are 
necessary  for  giving  permament  stability  to 
organic  compounds,  by  checking  decomposi- 
tion, by  opposing  the  processes  of  oxidation, 
and  by  destroying  the  vitality  of  the  lower 
forms  of  animal  and  vegetable  life.  If,  indeed, 
the  application  of  creosote  to  timber  has  ever 
failed  in  preventing  decay,  it  has  been  because 
of  the  improper  use  of  it  ,  or  the  use  of  an  oil 
which  has  not  contained  a  due  proportion  of 
its  most  effective  constituent — carbolic  acid. 
This  it  is  which  is  chiefly  concerned  instrength- 
ening  the  weak  affinities  of  the  young  or  im- 
mature constituents  of  wood.  It  coagulates 
the  albumen  and  gives  firmness  to  the  cellulose 
matters  that  are  so  prone  to  decay,  and  which 
communicate  by  a  sort  of  catalytic  influence, 
their  decomposition  to  the  neighboring  and 
more  mature  tissues.  So  powerful  is  the  an- 
tiseptic property  of  this  acid  that,  when  sepa- 
rated from  coal  tar,  it  will  at  once  arrest  the 
decomposition  of  every  kind  of  organic  matter. 
I  have  seen  it  stop  the  putrefactive  changes  of 
sewage  and  cess-pool  matter  instantly,  and  it 
will  even  stay  the  more  active  decomposition 
of  putrefying  animal  flesh.  It  is  to  be  regret- 
ted that  all  samples  of  dead  oil  do  not  contain 
a  like  proportion  of  this  valuable  constituent. 
I  have  found  that  it  ranges  from  0'05  per  cent, 
to  rather  more  than  6  per  cent,  of  the  oil ;  and 
as  the  value  of  the  oil  is  depedeut  on  the  pro- 
portion of  this  acid,  it  is  a  matter  of  some  im- 
portance to  know  how  its  presence  can  be  dis- 
covered. A  rough  estimate  may  easily  be 
made  by  shaking  up  about  half  a  pint  of  "dead 


oil  with  its  own  bulk  of  a  rather  weak  solution 
of  caustic  potash.  After  standing  for  a  little 
while,  the  oil  will  separate,  and  "the  potash. 
solution  of  the  carbolic  acid  maybe  poured  off. 
On  acidulating  this  with  sulphuric  acid,  the 
the  carbolic  acid  will  separate,  like  an  oil,  and 
it  may  be  known  by  its  creosote-like  odor. 

Another  important  constitu  nt  of  dead  oil  is 
the  hydro-carbon,  which  gradually  discolors 
the  oil  and  thickens  it  by  absorbing  atmos- 
pheric oxygen  and  forming  a  solid  pitch,  This 
operates  in  preserving  wood  by  appropriating 
the  oxygen  which  may  be  within  its  pores,  and 
so  checking  ligneous  eremacausis.  The  resi- 
noid  body  which  is  formed  shuts  up  the  pores 
of  the  wood  and  effectually  protects  it  from 
the  action  of  air  and  moisture.  The  presence 
of  this  hydro-carbon  may  be  known  by  the 
darkening,  and,  as  it  vere,  drying  of  the  oil 
when  it  is  put  upon  white  filter  paper  and  ex- 
posed to  the  air.  In  the  distillation  of  the  oil 
this  compound  comes  over  most  freely  at  the 
time  when  naphthaline  distils  ;  and  as  far  as 
my  experiments  have  gone,  I  am  led  to  think 
that  the  best  dead  oil  (that  charged  with  most 
carbolic  acid,  and  the  resinafiable  hydro-car- 
bon) comes  over  at  from  360°  to  490°  FahrJ 
The  carbolic  acid  is  most  abundant  in  the  run- 
nings at  or  near  to  the  first  temperature,  and 
the  media  for  holding  them  in  solution  and 
applying  them  to  the  timber  at  the  last  Naph- 
thaline, and  paranaphthaline,  or  salts,  as  they 
are  sometimes  termed,  will  of  coruse  come  over 
at  these  temperatures  ;  but  as  these  substan- 
ces are  of  no  value  whatever  in  preserving 
timber,  they  should  be  separated  as  far  as  pos- 
sible by  submitting  the  oil  to  cold  and  to  the 
action  of  time.  Dead  oil  should  not  be  expo- 
sed to  the  air  more  than  is  necessary,  in  order 
that  oxygen  may  not  be  absorbed  and  the  oil 
thickened  and  discolored.  Lastly,  I  may  say 
that  carbolic  acid  and  the  hydro-carbons  of 
dead  oil  are  among  the  most  powerful  poisons 
to  fungi,  and  acori,  and  all  the  lower  forms  of 
organic  life.  The  oil,  therefore,  acts  as  a  phy- 
siological preservative  of  timber.  In  point  of 
fact  its  preservative   action  is  of  four   kinds  : 

1.  It  coagulates  albuminous  substances,  and 
gives  stability  to  the  constituents  of  the  cam- 
bium and  cellulose  of  the  young  wood. 

2.  It  absorbs  and  appropriates  the  oxygen 
which  is  within  the  pores  of  the  wood,  and  so 
checks,  or  rather  prevents,  the  eremacausis  of 
the  ligneous  tissue. 

3.  It  resinifies  within  the  pores  of  the  wood, 
and  in  this  way  shuts  out  both  air  and  mois- 
ture. 

4.  It  acts  as  a  positive  poison  to  the  lower 
forms  of  auimal  and  vegetable  life,  and  so  pro- 
tects the  wood  from  the  attacks  of  fungi,  acori, 
and  other  parasites. 

No  doubt  the  action  of  the  oil  is  injurious  to 
higher  forms  of  animal  life.  It  is  even  offen- 
sive to  ourselves,  and  hence  the  objection  to 
its  use  in  the  interior  of  buildings.  But  I  am 
led  to  think  that  this  objection  may  be  over- 
come by  the  use  of  agents,  which,  like  nitric 
acid  in  its  action  on  the  benzole  of  the  lighter 
oil  of  coal  tar,  may  give  to  the  dead  oil  a  less 
offensive,  if  not  a  positively  pleasant  odor. 
When  this  is  accomplished  there  can  be  no 
objection  to  its  use  in  the  interior  of  buildings, 
or  for  the  preservation  of  ships. 


ILr'The  following  are  the  estimated  earnings  of  the  Illi- 
nois Central  Railroad  for  the  second  week  in  October,  1C61: 

Passengers §32,468  05 

Freight 5(1,16^  20 

Mails,  &c 4.0i0  00 

Total S~6,036  26 

Corresponding  week  in  1659 62,796  15 

Increase ..$]3,S40  11 
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PASSENGER  RATES. 


Below  we  give  the  schedule  of  rates  from 
Cincinnati  to  the  points  named,  as  agreed  upon 
at  the  General  Ticket  Agents'  Convention  in 
Cleveland,  on  the  18th  instant,  which  go  into 
effect  on  the  1st  of  November. 

A  number  of  changes  have  been  made  in 
the  price  of  tickets,  from  Cincinnati  to  various 
points,  the  principal  advances  upon  the  sum 
mer  rates  being  the  following:  To  Kansas  City 
50  cents;  Lake  City,  Wisconsin,  $5;  Leaven- 
worth $1.50;  Pittsburg  50  cents;  Prescott  and 
Hastings  $6.50;  Redwing  $6.75;  St.  Paul  $7  50; 
Wabash  and  Heed's  Landing,  $4.25;  Winona 
$1.95. 

The  following  is  the  full  schedule  to  be  ob- 
served after  November  1st: 

WINTER    PASSENGER    RATES. 

From  Cincinnati  to —  From  Cincinnati  to — 

Alton 9-25  Mansfield 5.65 

Atlanta Marengo 18.45 

Baltimore 16.00  Mattoon 7.75 

Bellefontaine 3.35  Memphis 16.51) 

Beloit 12.85  Milwaukee 12  50 

Bloomingtou lu.05  Milwaukee  viaD.&M..  

Burlington 14. (!0  Mineral  Point.. 15.75 

Cairo 10.no  Minnesota  Junction.  ..14  35 

Canton 24.011  Mobile 

Cedar  Rapids 17.00  Monroeville 6.20 

Chattanooga Montgomery. 


Chicago 10.00     Mt.  Vernon 5 


Cincinnati. 
Cleveland. 
Clyde 


Muscatine 16 

.00    Naples 11 

i.75     Nashville 10 

Columbus 3.50    Newark 4 


New  Orleans 30 

Oshkosh 10 

Ottumwa 1 


Crestline 5.25 

Dayton 1.75 

Decatur 9.10 

Detroit 8  10  Pana 9 

Dunkirk 10.90  Peoria 11.1 

Dunleith 15.60  Peru 5.20 

Erie 9.50  Philadelphia 18  00 

Evansville 7.50  Pittsburg 10.01 

Fonddu  Lac 15  50  Prairie  duChien 17.50 

Forest 4.50  Prescot  and  Hastings. .27.75 

Fort  Wayne.... 6.75  Quincy 12.25 

Freeport 13.60  Redwing 26.75 

Galion 5.10  Eockford 12  75 

Galena 15  10  Rock  Island 15  00 

Grand  Junction 16  50  Sandusky 6.25 

Grenada 20.00  Shelby 5. 

Hannibal 11.75  Ssringfield,  Ohio 2 


Holly  Springs. 


.17.50     Springfield,  III. 


...10 


Landing 24 

Washington  City 1 


Horicon 14.25  Steuben  ville 

Humbolt 13.50  St.  Louis 10 

Indianapolis 3.50  St.  Joseph... 1 

Independence,  Iowa 17.80  St.  Paul 2 

Iowa  City .   ...17.':5  Terre  Haute 5. 

Jackson > 25.00  Toledo 6 

Jacksonville 11.30  Tolono 8 

Jonesville 13.00  TJrhana 2 

Joliet 11.(10  Vickshurg 27 

Kansas  City 23  75  Vincennes 5 

LaCrosse 18.75  Wabash   and  Reed's 

Lafayette 5.50 

Lake  City 25.75 

LaSalle 12.00  Washington.  Iowa....  18 

Leavenworth 23.35  Bridgeport    opposite 

Lexington 

Logansport 5.50  Winona 

Louisville.... 3.35  Xenia 1.95 

Madison 14.50  Zauesville 5.00 

Manchester,  Iowa 17.30 

The  second-class  fares  have  also  been  ad- 
vanced to  nearly  every  point.  The  following 
are  the  rates  from  Cincinnati: 

Cincinnati  to  Buffalo $8.75 

"  to  Cleveland 5.25 

"  to  Dunkirk 8.00 

"  to  St.  Louis 6.50 

11  to  Wheeling 5.25 

"  to  Cairo 6.50 


Wheeling 


New  and  Important  Georgia  Railroad. — 
The  Milledgevill  (Ga. )  Recorder  says:  "We 
learn  that  the  Warrenton,  Milledgeville  and 
Macon  Railroad  has  been  located  to  Sparta, 
that  there  are  300  hands  now  at  work  grading 
it,  east  of  the  Ogechee,  and  that  there  will  be 
in  a  few  days  200  more  placed  on  it,  between 
the  Ogechee  and  Sparta,  making  in  all,  500 
employed  on  contracts.  A  part  of  the  corps 
are  now  surveying  the  road  from  Macon  to 
this  city.  The  entire  route  will  he  ready  for 
letting   by  the  1st  of  January.' 


MONETARY  ABTD  COMMERCIAL. 


Money  matters  are  without  any  serious  change,  the  demand 
having  slightly  increased  since  our  last  report,  t;.ere  is  a 
good  supply  of  currency, and  the  total  absence  of  any  spec- 
ulative movement  render  the  market  comparatively  easy. 
Good  paper  that  is  known  to  bankers  is  read'ly  disposed  of. 
while  that  not  so  well  known  docs  not  find  so  ready  a  mar- 
ket.    Rates  as  before  quoted,  H'®12;  street  rates  15@I8. 

The  Exchange  market  is  firm,  with  a  fair  demand  and 
moderate  sppply.     Quotations  are  as  below. 

Buying. 

New  York  Sight |    prem 

Philadelphia £    pi-pm 

Boston 35@37£  prem 

Baltimore 2.'i@30    prem 

New  Orleans par 

AmericanGold 25@30    prem  37@40  prem 

Western  currency  is  bought  at  ]  per  cent  discount  for 
Missouri,  Illinois  and  Wisconsin,  and  %  per  cent,  discont 
for  Indiana  Free  Bank 

Jlj-"The   earnings    of  the  Tolrdo,  Wabash    and  Western 
Railway  for  the  week  ending  October  14th  are  as  follows: 
Week  ending  October  14th   ]66U $27,120  00 

'4  "         "  "     1659 14.o3G  So 


Sell 

ng. 

iwi 

prem 

m*t 

prem 

iwi 

prem 

mi 

prem 

t 

prem 

Increase $12,483  85 

It  will  be  noticed  that  this  very  handsome  increase  is  al- 
most equal  to  the  entire  receipts  for  the  week  last  year. 

P~pThe  earning  of  the  Chicago,  Burlington  and  Quincy 
Railroad  in  the  second  week  of  October,  were: 


Total $56,862  07 

Corresponding  month  in  18.39 40.371  96 

Increase $16,390  11 

]L  r'The  following  table  showsthe  earnings  of  the  Galena 
and  Chicago  Union  Railroad  for  the  week  ending  October 
15th: 


Freight $40,281  39 

Passengers...      9.676  94 
Mails  4tc 1,125  00 


$47,855  30 
9  610  37 
1,250  00 


$7,563  91   Inc. 

66  57  Dec. 

125  (10  Inc. 


Total... $51,083  33        $58,705  67        $7,622  34  Inc. 

JLf-*The  earnings    of  the   St.   Louis,  Alton  and    Chicago 
Railroad  for  the  week  ending  8th  of  October,  1800,  were: 

Passengers $13,875  95 

Freight 15,114  70 

Mails  and  Express 858  53 


Total $29,849  18 

Corresponding  period  1859 24.025  50 


Increase  in  1860 $  5,823  68 

JI^pThe  earnings  of  the  Hannibal  and  St.  Joseph  Railroad 
for  the  month  of  September  were; 

Passengers $37,937  27 

Freight 67,679  60 

Sundries 3,607  70 


Total $11:9.274  77 

September,  1858 74,223  80 

Increase $35,050  97 

TPr'The  receipts  of  the  Chicago  and  North-Western  Rail- 
road the  second  week  in  October,  were: 

From  Passengers $6,800  00 

From  Freight  &c 16,800  00 

Total $23,600  00 

Same  week  in  1859: 

From  passengers 4,039  14 

From  freight,  &c 6,708  92 


Total $10,748  06 

Increase  in  I860 12,857  94 

]J~j=>The  business  of  the  Macon  and  Western  Railroad  in 
September,  was  as  follows: 

Earnings $31,959  07 

Expenses 17,248  09 


Net  Earnings. 


.$14,710  9S 


Tf^The  earning  of  the  Cleveland  and  Toledo  Railroad 
for  tlte  second  week  in  October  were: 

Passenger $10,222  $11,953 

Freight 7,019  8,207 

$17,241        S20,190 

Increase $2,949 

lO^The  following  is  a  statement  of  the  earnings  of  the 
Great  Western  Railway  for  the  week  ending  October  5th, 
1800: 

Passengers $23,869  12 

Freight  and  Livestock 33.1'42  43 

Mail  and  Sundries 1,636  79 

Total $63,708  31 

Corresponding  weeklastyear 50,809  73 

Increase $12,953  62 


IT^The  traffic  receipts  of  the  Grand  Trunk  Railway  o 
Canada,  for  the  week  ending  October  6th,  1860,  were: 

Local  Passengers 13,858        $21,238  51 

Foreign     do        2,792  5,945  03 

Emigrants 259  644  00 

Mails,  Express,  &c 2.836  09 

Local  Freight  and  Live  Stock  (Tnns).ll,631i        36,072  54 
Local  Timber  and  Lumber — 

926,304  feet  j  177  H  tons) 2,019  04 

Local  Firewood,  963i  cords,  901  tons..  1,147  30 

Foreign  Freight  and  Live  Stock 2,765$        10,020  98 

Miles.  _ 

Total 970        $80,523  47 

Week  ending  October  8th  1859 880  58,697  96 

Increase 90        S21.825  51 

Total  traffic  from  July  1st,  186",  to  date $883,140  14 

Total  for  same  period  last  year 653,838  04 

Increase $229,302  10 

JT~pThe  total  earnings  of  the  Central  Ohio  Railroad  for 
September  is  $65,481  32,  being  $978  93  less  t>  an  August. 
The  freight  earnings  showed  an  increase  of  $5,957  27;  while 
the  passenger  receipts  fell  off  $6,936  20, 

The  earnings  of  lhe  St.  Louis.  Alton  and  Chicago  Railroad 
for  the  week  ending  October  16th,  were: 

This  month 
Present  week,    to  Oct.  It.th 

Passengers $10,951  93         $24,827  88 

Freight 18,230  88  33  345  58 

Mails  and  Express 858  83  1,717  36 

Total $30,041  64       $59,890  22 

Corresponding  period  in  1859 23,100  21  47.185  71 

Increase  in  1860 $6,881  43      $12,795  11 

PROPOSALS. 

Office  of  the  Mobile  and  Ohio  K.  R.  Co.) 
Mobile,  Sept.  8th.  1860.) 

1  PROPOSALS,  addressed  to  the  undersigned,  will  be 
received  until  the  20th  October  next,  for  furnishing 
First  Class  Sleeping  Cars  for  the  Through  Trains  on  this 
Road. 

The  proposals  must  state  the  name  of  the  Patent  under 
which  the  cars  will  be  constructed,  the  time  they  can  be 
delivered,  and  the  price  at  which  the  Company  can  purchase 
them— including  the  patent  right  to  use  the  same — at  the 
expiration  of  one  or  two  years  after  date  of  deliver  on  the 
Road. 

L.  J.FLEMING, 
Chief  Eng.&Gen'l  Supt. 
Sept.  20,  td 

-A.i>ril  JLfcS,  I860, 


Cincinnati,  Hamilton    and  Payton 


SIX     DAILY    TRAINS 

LEAVE    THE    SIXTH    STREET  DEPOT 
(Sundays  Excepted). 

All  Trains  run   by  Columbus  Time,  whihh  is  Sevkk 
Minutes  faster  than  Cincinnati  Time. 

THROUGH    TICKETS 

FOE. 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN    CITIES. 

6  A.  ITI.— EXPRESS  TRABN  —  For  Hamilton, 
Richmond,  Indianapolis,  Logansport.  Daytcn,  Springfield, 
L'rbana  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada.  __ 

8  A.  i»I.-At)COMMODATIOW  TKABN- 
For  Ilaamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc.  , 

10.00  A.M.-COLI'MSSl'S  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  NewYork,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 

Cities.  „ 

2-30  P.  M.  TRAIN— For  Dayton,  Springfield,  Ur- 
ban a  and  Bellefontaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.M.  ACCOMMOOATIOW  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.IU.  EXPRESS  TRAIN— For  Dayton, 
Springfield,  Urbana  and  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada.  Connects  at  Hamilton 
forOxford,  Richmond,  Logansport,  etc. 

Jt^For  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:— No.  169  Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between  the 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth  Street 
Depot. 

D.  McLAREN,  SupqrintwcUiiU 
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APPLEOATE  &  CO., 

AD'B»IJ{fiATE   Sc  CO.,  Book- 
seller*, Stationers  and   Blank-book 
Manufacturers,  43  Main   Street,  Cincin- 
nati, invito  tho  attention    of  Booksellers, 
Country  merch  ant  a,  Teachers, 

a  ii  d   others   to  our  varied  and 

extensive  stuck  of  School,  Classi- 

cal,Theological,  Scientific,    Stan- 

dard, and  miscellaneous    Bouks,  Paper, 
Blink-books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble  arrange  ments   with   the 
leading  publish  ers,  as  well  as 
the  p  ri  n  cipal                m  an  u  fa  c  turers 
and    importers               of  Taper  and  Sta- 
tionery,  we  can  offer   Buprrior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   stock  and  prices 
with  any   other  house    in  tho  West. 


soiramais 


*S@B 


Onr   Stock    of    Stationery 

is  very  complete,     embracing 

in   part    till   the    varieties    o  f  Cap, 

Letter,    Pac  k  e  t,    Commercial,    Bath 

and   Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
boards,  E  n  v  el- 
Pen  s,  Penhold- 
r.'vcks,  Copying 
Books,  Ink  and 
suroa,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping ;  Bonnet 
opes,  Gold  &  steel 
ersj  Pencils,  Pen- 
presses,  an  d 
Inkstands  ;  Era- 
wax,  Wafers, 
Banker's  cases, 

head  boxes,  En- 


velope and    Card  cases,  Cash    an  d    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

STATIONERS, 

To   our  Blank    Books  we 
especially    call    atten tion ,    as 
they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from 
tho    small  memo- 
the  large  Super 
rial  Ledger,  and 
variety  of  styles 
w  n  rkm  anship. 
order  of  any  de- 
with  or  without 
and  warranted  to 
in  quality  o  f  pa- 
ruling   and  durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.    We  challenge  a  compa- 
rison with  any  other  house. 

Blank    Book    Manufacturers, 


ran dt mi  book  to 
Royal  and  Impe- 
bound  in  a  great 
an  d  of  superior 
Books  made  t  o 
sired  pattern, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


We   are   prepared   io 

Print  and  Bind  books 

tion  and  in  any  stylo 

sired,  nl  rates  as  low 

quality  of  work 

cuted  in  this 

wher  e.      Our 

executing  these 


Stereotype- 
of  any  descrip- 
that  may  be  de- 
as   the    sam.9 

can  be  exe- 
city  orolse- 
facilitiesfor 
branches  of 


the   trade    are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
stylo   and  on      short   notice. 


Merchants  and 
,     Bills  of  Lading, 

Kail  road     and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch.     Order;  so- 


others wishing 
Bill  Heads, 
Dray  receipts, 
any  other  descrip. 
please  bear  in  mini 
with  neatness  an4 
spectfully  solicited- 


;«' 


PUBLISHERS, 

'IfBOU  SU0Al5  01  J  [110)1  A  UI   9^ 

•9BB8|d  05  jna  iou  uuo  puu  030      piuioo 
Tpojs  jiio  oipjiu  'jtyBUUA  ssqpuo  UI  A"aa 
-noiju-is  puif  simoa  uuu  'uorjipuoo  a\ioa9 
oj  pa)  I  us  shoojj  'ean^u^Apu 

pa-B  3Ajji!j.t\:u  .jo  simog; 

'eAiiatujsui  puis  Jjursnmu  stioojj 
*p[o  puu  avou  'simog  *iiuuispuua§j'B[ 
*siiooa  qjiAi  isq^dSc)  'asaqj,    -o%a  '-o^a 
'uauuao    s.uapog    '.ioituopj    s.qq^Al 
'eouopg    aiiiiftuu^    'ejopuo^v   poaous 
jo  uroqQ  'jujwjoadg  'snqdasof  l69A^1 
stuo.iw4ul<i  'a\io}sitj  ^uatouy  s<ar[ 
*1  °  31  *s5lJOA\.  s^piQ'saa 

- b ^  u  0  in  -cuoq   [S 03[i « [  fj 

*&iv  uou[a\   'jnanirao.id  worn  aqj  jo  not) 
•uiaiunua  ux?  uuqj  ajooi  ojinbe.i  oj  '^uaui 
^eaq^iq      cq-j  jo  b^iom  si;  ua\ou3[  [[Dai 
©oj  oju         suojjw.il  iqn  d  uavo  jnQ 

43  MASK  STREET  CIN. 


ANDERSON,  GATES  &  YVIUCnT, 

STATIONERS,  BOOKSELI  ERS, 

— 'a  n  d  — 

Blank  Book  Manufacturers, 

No.  lia  MAIN  STREET, 

East  Side,  between  Third  and  Fourth  Streets. 

KEEP  constantly  on  haul  a  large  and  well  selected 
assortment  ofeverything  in  their  line  whichthey 
offer  on  favorable  terms. 

RAILROAD    AXD   OTHER   BLANKS, 
Printed  to  order  in  the  best  manner. 

Kulinj;  done  to  ord«r,  of  any  Pattern. 

Blank   Books  of  every  descpiption,  with  or  without 
orinted  headings. got  up  on  short  notice. 

ANDERSON,  LrATES  &  WRIGHT, 
(Successors  to  Jvcob  Krnst, 
112,   Main  Street,  Cincinnia 

A.  BRIDGES  &  CO. 

Manufacturers  and  Dealers  In 

RAILROAD  AND  CAR  FINDINGS 

AND 

DVt  A  O  II  X  1ST  2£  IF2.  Y, 

Of  Every  Description. 

No.  64  COURTLANDT  STREET 
NEW   YORK. 

Albert  Bridges.  Joel  C.  Lake. 

S.  C.  THOMSON  &  CO 

MANUFACTORERSOF 

For  Railroad  S  witches.  Merchandise  Cars 
tores  .Cemeteries.  Iron  Safes,  &c. , 
Cor .  Railroad  Avenue  and  Marke  tst. , 
1  n2^  NEWARK  .N   J. 

D .    M.     CARHART, 

TURN-TAT^Lx]  BUILDER. 

THE  superiority  of  the  undersigned's  method  of  turn 
ing  locomotive  engines  of  the  largest  dimensions  *>y 
a  patent  and  t*materiat*'impi*oved  method,  has  been  es- 
bliahed  beyond  a  precedent.    From  the  fact  of  a  long 
nrsonal  practice,  and  by  experience,  have  spared  nei- 
*ier  pains  or  expense  in  improving  them,  when  ever  that 
experience  has  proved  them  in  any  particular  deficient, 
my  tables  are  capable  of  being  lumed,  with  an  engine 
and  tender, by  one  man,  in  less  time  than   any  other 
uild.er's. 

For  plans,  or  reference  from  fifty-eigh*  different  rail* 

oaas  in  the  United  States  and  Canadas,  please  address. 

Respectfully  Yours, 

U.  M.  CAR  HART, 
oct29-6m  Box  183  J  Cleveland,  Oh'o. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY,  N.Y 

rpHESE  WORKS  HAVING  BEEN  ENiAHGED  and 

X    improved,  and  having  received  extensive  additions 

totneirtoole  and    machinery,  are  prepared  to  receive 

nd  execute  ordeis  for 

AND  TENDERS,  AND 
RAILROAD  MACHINERY 

generally ,  with  the  utmosi  promptness  and  despatch 

ind  in  the  best  style. 
The  above  works  being  located  on  the  New  York  Cer 
•j  I  Kailroad,  near  the  center  of  the  state,  possess  su 

nerior  facilities  for  forwarding  the  i  work  to  any  partol 
be  country,  without  delay  . 

JOMft  ELLIS.  Agent. 

WALTEK   McQIiFEN     Siip't.  AulG.ly 

PROCLAMATION.— I.  "William  Dennison-  Governor  of 
the  State  of  Ohio,  do  hereby  notify  the  qualified  Elec- 
tors of  the  State  of  Ohio  to  assemble  in  their  respective 
Townships  and  Wards,  at  the  usual  places  of  holding  elec- 
tions, on  TUESDAY,  being  the  sixth  day  of  November,  A. 
D  .  18GU,  and  then  and  there  to  proceed,  as  the  law  directs 
to  elect  twenty-three  Electors  of  President  and  Vice  Presi- 
dent of  the  United  States,  in  pursuance  of  the  Constitution 
and  laws  of  the  United  States,  and  of  this  State- 

In  testimony  whereof  1  have  hereunto  set  my  hand,  and 
caused  the  Great  Seal  of  the  State  of  Ohio,  to  he  affixed,  at 

Columbus,  this  seventeenth  day  of  September, 

;  seal.  '     in  the  yeaj  of  our  Lord,  one  thousand  eight 

hundred  and  sixty,  and  of  the  Independence 

of  the  United  States  the  eighty-Bfth.      i-iy  the  Governor 
"WILLIAM  DENNISON. 


PROSSERS*    PATENT 

Lap-weided  Iron  Boiler  Tubes, 
TUBULAR  BOILER  MAKERS 

— AXD — 

ENGINEERS'  TOOLS. 

TubeB  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  ic,  screwed  or  coupled  together, 
iu  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 

PARJS'S  PATENT  GLASS  ENAMELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED   STEEL   TUBES. 

THOS.  PROSSER  &  SON, 

28  Piatt  Street,  New  York. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 

^:gg-^v--.^  ^ >rL*i,~""'^--:  ^.i/j.if-"^^^  ^M7^^nr& 


On  and  after  MONDAY,  June  11,1860,  Trains  will  de- 
part as  follows : 

6:<iU  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:30  A.  M.  Express— From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot— Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  vi;i  Columbus,  Sieubenville  and  Pittsburg;  via 
Columbus,  Bellair  and  Benwood;  and  via  Columbus,  iJeliair 
and  Pittsburgh  ;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — Frum  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney.  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton,  Sprincfield.  Urbana  and  Belle- 
fontnine;  also  at  Dayton  for  Columbas ;  connects  via 
Hamilton  for  Richmoud,  Indianapolis,  and  all  points 
"West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
ilion  for  Oxford,  &c. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:0(i  P.M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield,  Urban  a  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima.  Fort  Wayne  an  d 
Chicago  ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond-  Loeansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  "Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh ;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood,  and  via 
Columbus.  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  J  Burnet  House;  No.  5  East  Third 
Street ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Oflices, 
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W.  (J,  HYNDJMES'S 


Patent  Portable  Forge  and  Be  J  laws, 

THESE  FORGES  are  superior  to  all  nlfc«jr*f»r  build 
ers  of  railroads,  mines,  quarries,  gurwmithn,  Iock- 
Bniiths,  machine  shops,  boiler  makers,  0'as  fitters  and 
mathematical  and  optical  instrument  makers.  Tney 
are  the  only  forge  made  that  can  tie  used  without  filling1 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
or$,es  willaddress  VV.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 
SHORTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

THREE  PASSEN^R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Will  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11-50  P-  M— TERRE  HAUTE  AND  AFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

G.OO  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

^03"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Indianapolis. 

Eg"  FARE  THE  SAME  and  TIME  SIIORTER  than  by 
any  other  route. 

Baggage  checked  through" 

TllKOUCi"  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House.  Corner;  at  the' Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON^ 

AND  ZANESVIXLE 
Tt.iV.IUIt   OAD. 

Two  daily  trains,  at6  A.  M  .lnd6  P.  M.,from  Little  Mi 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  poiDts  East. 

in  ■  i  in  mm.  Trains— Arrive  tCincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  sale  t  Depot  Ticket 
Ofiices  of  Little  Miami  R o-jd. 

W  OND         eiver 


RAILROAD  IRON. 

THE  undersigned,  Agentsfor  the  Manufacturers,  are 
prepared  i  contract  to  deliver  free  on  board,  at 
shipping partlin  England,  or  at  ports  of  dischaarge  in 
theUniteGS,,a»t.Railsnfsuperioiquamy,and  of  weight 
ofpatterc    «may  oe  required. 

VOSE,  LIVINGSTON  &  CO. 
New  York,  Ap  3, 1856.  9  South  VVlliam  Street 

T,  F.  RANDOLPH  &  HBO. 
Mathematical   Instrument  Maker;! 

o.GT       est  6th  St.  bet  Wa  nut  *  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHI  LADEPHI  A,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City. 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

RAIIaHOAI>- 

TERMINATE8  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South-West   and   North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.New  York  and  Boston, at  the  oostof  a  ticket  to  New 
York  or  Boston  alone  hy  other  lines. 

Through  tickets  can  also  be  procurer!  via  Washin2ton 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  A T.LXTGHT  TRAINS 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  forpleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Nipht  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Ooubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  "West. 

Tpp  Ask  for  tickets  via  Baltimore'  and  Ohio  Rmlroad. 
W    P    $M\TW*  Matter  1*a*ni>ortatiot>i  B.  A  O.R.  R. 

J.  II.  SULLIVAN.   Gen.  West.  Apt.,  B.$  O  R.  R. 
L.  M.  COLE.  Gen.   Ticket  Aot.,   R  fr  0.  R   R. 
H.  J.  .TEWETT    Pree't  O.   O.  R.  li. 
J.  W.  BROWN.   Osn    THrJc.et.  J3gt,,  C.   O.  R.  R. 


G.    W.    MORRILL, 


G-    B.    BOWERS 


M0HRILL  &  BOWERS, 

Successors  to  and  members  ofthe  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  lor 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Waaon,  we  feel  warranted  in  saying  to  railroad  men 
ofthe  West  that  all  work  furnished  by  us  shall  be  of  tb 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assnrsneetnat 
no  pains  will  be  spared  to  give  entire  satisfaction  ir. 
al    asep  6 

IRON  BOILER  FLUES 
PASCAL  IRON  WORKS. 

ESTABLISHED  1S2I. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

LAP»Wii®10>  1CHL1EI  rPLCMSj 

7 inches  outside  diameter,  cut  to  definite  length 

as  required . 

WROUGHT  IfltOIV   WGLDC9   TUBES, 

From  %  to  5  inches  bore,  with  Screw  and  SocltetCon- 

oections.    T's^L's,  Stops,  Valves,  Flanges  .  etc.,  etc 

Warehouse,  20!)  South  Third  St., 

PHILADELPHIA,  [ ».  og 

StEPHRM  MORRIS,  CIIA8.  WHKELKX,  JU. 

TUOS.  T  TA3K.ER,  JR.,  a.  P,  M    Ti-<«KKR. 


IW.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T       Rail 
^PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  whu  h  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  to^  fill  up  the  recess  in 
tire  side  of  the  rail,  hetween  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  aq  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  ofthe 
rails*  and  partly  upon  the  outside  lip  of  ihechair,  as  shown 
in  Fig.  3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  bey  end  the  head  of  the  rails,  jr.it  would  interfere 
withte  shegetianof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  ofthe  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  pbUe,  projects  two 
strong  horizontal  tongues  C  C-  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
actas  hearings  for  the  tongues  C  C,  and  serving,  also, in 
part,  to  cenfine  the  plate  0.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  kevs,  which  arfi 
driven  through  them,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  ioint  tie  hy 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are iii  their  place. 

The  plates  C    and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therailSi 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi 
ble  manner,  so  tliatneither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  hick  the  plates  firmly  together,  so  that  * 
her  can  move  without  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot;  In  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    Thip  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  ofthe 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road, thereby  doing  away  Tith  the  breaking  of  rails,  whee 
and  axles,  preventing  ths  loss   of  life  and  destruction 
property,  and  saving  at  iaist  fifty  per  cent,  on  the  wea 
the  rolling  stock  of  the  road. 

W.    1IARVEV,    INVENTQB    *-D   PiTKSTE 

41  Jefferson-btreet,  Albany, 
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GEO.  H.   KNIGHT    &    BROTHER 

Patent  Attorneys, 

N.  E    Corner  Vine  &  4th. 

Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia, 

Ju.24.  6m. 
<i.  G.  LOBDELL.        H.  S.  M'COMBS.        I>.  P.  BUSH. 

BbSH&LOBDELL, 

Wilmington  .......  Delaware 

MANUFACTURERS  OF 


For  R.R.Carsfe  Locomotive  Engines, 

ARE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Extent 

F    R  THEIR 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OK  DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FBTTEO 
To    Hammered  or    ESolIed    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


an2 


A  Hook  for  Ever.  Business  Man! 

JUST    PUBLISHED 

— THE— 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories  ^arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post- Offices;  Bates 

l  of  foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and,  Regulations  of  the  Post-Office  De- 
partment, (fe.,  <fec» 

COMPILED    BY    E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati, 

Price   Twenty-Five   Cents. 

READ  THE   FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office, ) 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnatiP.  O.^rom  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Pnst- 
Offices,   especially  of   the    Western,    North-Western,  and 
South-Western  States,  yet  published. 

MA11LON  II    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &c.,for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
yiiler  is  promptly  advised  of  al]JV«<M)  Offices^  Changes  and 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  orranged  by  Stales  and  Coun 
«es,  making  it  especially  valuable  to  business  men.  No 
similar  airaugement  has  been  published  since  185(3.  There 
are  3000  more  ofiices  in  this  than  in  any  book  heretofore 
issued.  Ihe  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

X[>  Single  copies  sent  by  mail  (posing  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Vive  Copies  sent  for  SJ.Ou,  or  Twelve 
Copies  for  $2.00, 

Address.  C  S.  W1LL1IAMS 

W4  Walnut  Street, 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 

WM.    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 


Louisville, Ky., 
Lafayette,  Ind., 

Indianapolis,  Ind.. 


Columbus,  O., 
Dayton,  O., 

Zanesville,  O. 


We  offer  the  Wheeler  Sc  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices ; 
and  to  meet  the  demand  for  a  noon,  low-priced  Family 
Machine,  have  introduced  a  new  style*  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Tifty-Tive    Dollars* 

The  elegance,  speed,  noiselessneps  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  auke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  ourvarious  offices  we  sell  at  New  York  prices, and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

JppSeml  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehlS.  WM.  SUMNER  &  CO. 


WROUGHT   BRON 

ARCH  BRIDGES 


— AND-= 


Corrugated  iron    Roofs 

ARCHED  AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  WestThird  Street.  Cincinnati, Ohio. 

Sut.2.  MOSELEY  &  CO. 


JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL  INSTRUMENT  MAKERS, 

S.W.COKNEK  FIFTH  AND  B.ACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barorue- 
ers,  Thermometers, Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Repairing  attended  to. 

.  "  W  1TCHELL,  JAMES  F0STKK,  Jk. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORR.ELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur* 
chase  Ag.4,m.6. 

"FREEDOM  IRON  rOMPANY," 

MAXCFACTCTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mitflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  Snp't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 

or  THE 

MEW  YORK  CENTRAL  R.  R. 


Leave  Alhany 
Steamboat  Exp. .  7  00  a.  M. 

Mail 9.00  a.  M. 

New  York  Exp..  11  -15  a.  h. 

Night  Exp 5. 00  p.  m. 

Utica  Accom'n..  6  nu  p.  m. 

N.  Y.  Mail 11.15P.  M. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  fcxp..  8.00  a.  m. 

Mail _  

Cleveland  Exp ..  6.00  p.  m. 
Cincinnati  Exp. 11.01)  p.  a. 
UticaAccom'n.. 


Arr.  Buffalo. 

Arr.  S.  Br. 

7  00  P.  M. 

7  00  p.  x. 

1:1.50  a.  M. 

9.00  p.  M 

9.00  p.  M. 

4.00  A.  H. 

4.00  a.  m 

Ar.  r.  10.00  p.  h 

— 

10.0'   A.  M. 

10.00  a,  m. 

Leave  Bridge. 

Ar.  Alb'y 

5.15  a.  m. 

3.30  p.  M. 

8.00  A.  H. 

8.00  p.  h. 

2.30  p.  M' 
4.40  a.  a'. 

6.00  p.  M. 

11.00  P.  M 

8.30  a.  K, 

10.00  a.     , 

CINCINNATI 

LOCOMOTIVE  WORKS. 


I       "^r'SffiSff^l 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  bes>  Easte 
manufacture.  Also,  Shaping  and  Slotting  Jdachines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
forgingandcastingdoneatshortnotice .  Also.boltsfo 
bridge^  cii    withdispatch. 
a.  MOORE  &  RICHARDSON. 


THE  KENTUCKY 

MILITARY  INSTITUTE, 


lhe  course  ol  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in    Mathematics,  Mechanics,  Ma 
chines, Const  ruction,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages,  accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object offrofessionalpreparation; both 
before  and  after  graduating. 


Deiore  and  alter  graduating. 

The  twelfth  annual  term  is  now  open.    Char; 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  M  Military  I 
Franklin  Spriugs,K.y.  vor  the  undersigned. 

P.  DUDLEY. 
Fresldentofth   Boar 


Chargcs,$lCB 
nstitute 
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£3.  D    MANSFIELD. 
T.  WEIffHTSON , 


Editors. 


CINCINNATI: 
Thursday  morning-,    Nov.   1,    1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORmm, 

BYWBIGHTSON  &  CO. 

OFFICE -No.  167   Walnut   Street. 

SDBSCRIPTIQSS— %l  Per  Annnm,in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  (S3)  payablein 
advance. 


D  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  singleinsertion, $1  OU 

"        "        per  month, 3  00 

fi        "        six  months, 12  00 

*'      **        per  annum, 20  00 

"*    column,  single  insertion, -.       5  00 

"        **        per  month, 10  00 

**        "        six  months, 40  00 

6*        *'        per  annum, 80  00 

*'    page,  single  insertion,...,. 15  00 

fl*        *"        permonth, 25  00 

"        •*         SLxmonths, 110  00 

*'        "        per  annum 200  00 

Cards  no  texceeding  four  lines,  $5,00  per  annum. 


THE  LAW  OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers,the  publisher  may  continue  to  send  them  until  all 
arrearag-es  are  paid. 

If  subseribersneglect  or  refuse  to  take  their  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible until  they  have  settled  the  bills  and  ordered  them 
discontinued. 

I  ^subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sentto  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


NORTH  EASTERN  ASIA  AND  NORTH 
WESTERN  AMERICA. 

In  our  recent  articles,  we  have  given  a  gen- 
eral outline  of  the  ultimate  connections  be- 
tween Asia  and  America.  The  view  we  have 
taken  has  more  force  than  would  at  first  seem, 
for  these  facts  :  1.  All  great  improvements  to 
be  successful,  must  be  on  the  line  of  national 
and  commercial  growth.  In  other  words,  a 
great  enterprise,  to  bring  great  results,  must 
be  in  comparatively  new  countries,  where  pop- 
ulation and  commerce  must  grow  with  rapid- 
ity, and  not  where  they  are  already  fully  de- 
veloped. We  shall  not  stop  to  argue  this 
point;  but  consider  it  settled  by  history  and 
observation.  2.  Pursuing  this  idea,  we  find 
that  by  far  the  largest  surfaces  of  unoccupied 
and  uncultivated  land  on  the  earth,  within  the 
temperate  climate,  is  in  North-Eastern  Asia 
and  North-Western  America.  We  leave  out 
of  view  the  frozen  region  round  the  Arctic 
circles,  and  the  burning  land  of  Africa. 
Neither  of  these  will  ever  be  cultivated  by 
white  men,  to  any  considerable  extent.  We 
speak  of  such  countries  as  may  be  readily  and 
profitably  cultivated  by  the  Europo-American 
race.     We  say  then  that  the  unoccupied  land 


for  that  race,  lies  in  North-Eastern  Asia  and 
North-Western  America.  Let  us  look  at  it 
for  a  moment  geographically  and  statistically, 
and  we  shall  see  how  true  this  is.  Prom  the 
wall  of  ChihA  to  the  head  of  the  sea  of 
Okhotsk  is  about  20°,  and  from  the  sea  back 
about  30°,  is  a  country  comprising  about  2,- 
400,000  square  miles,  very  thinly  inhabited, 
but  once  possessed  by  a  great  people.  This  is 
the  land  of  the  ancient  Mongols, — the  original 
inhabitants  of  America, — having  come  over 
the  very  route  we  have  pointed  out.  This 
country  is  like  the  Northern  partof  the  United 
States,  capable  of  raising  wheat,  barley,  pota_ 
to^s,  and  grass;  and  therefore,  capable  Of 
sustaining  a  population  more  dense,  than 
much  of  the  United  States  now  has;  say  100 
to  the  square  mile.  There  must,  therefore, 
be  before  long,  (250,000,000)  two  hundred  and 
fifty  million  of  people  there.  Now  let  us  turn 
to  the  North-west  part  of  America.  Our  line 
goes  only  to  the  49th  degree ;  but  the  good 
land  and  climate  go  to  the  60th.  So  that, 
from  the  head  of  the  Gulf  of  California  to 
Lake  Athabasca,  and  from  the  Mississippi 
river  to  the  Pacific,  there  are  1,200,000  square 
miles  to  be  filled  up,  and  it  will  be  filled  very 
rapidly,  and  will  contain,  at  a  small  estimate 
one  hundred  and  twenty  millions  of  people  at 
an  early  day. 

The  rapid  advances  of  California,  Oregon, 
and  Kansas  show  ^ith  what  a  vigorous 
growth,  this  North-Western  country  will  extend 
in  population.  About  one  million  seven  hun- 
dred thousand  people  have  passed  West  of  the 
Mississippi,  within  the  last  twenty  years.  We 
hazard  nothing  in  saying,  that  in  1870,  the 
States  West  of  the  Mississippi  will  have  five 
million  of  people,  and  aftertthat  must  increase 
with  still  greater  rapidity.  If  there  are  monn, 
tains  and  barren  spots,  so  also  there  are  inex- 
haustible mines,  and  every  possible  advantage 
for  manufacturing.  The  mind  can  readily 
conceive  the  advances  that  country  is  destined 
to  make. 

Let  us  now  turn  to  the  Asiatic  side.  The 
land  of  Mandshuria,  Mongolia,  and  Turkestan 
is  well  watered,  and  the  growth  of  forest  trees 
on  the  Amoor,  at  the  Northern  side,  proves 
the  fitness  of  the  climate  for  vegetation.  Let 
us  take  again  the  evidence  of  our  friend  Col- 
lins, as  he  descends  the  Amoor  river.  It  will 
show  both  the  character  of  the  country,  and 
the  navigation  of  the  river. 

"We  are  now  on  the  Southernmost  bends  of 
the  Amoor,  below  the  Ousuree,  and  about  eight 
hundred  miles  above  its  mouth.  The  main 
river  is  so  broad,  and  the  shores  so  masked 
with  islands,  that  the  navigation,  with  only 
oars  and  the  current,  is  very  tedious;  for 
when  the  wind  is  blowing,  as  it  does  nearly  all 
the  time  at  this  season  of  the  year,  if  it  hap- 
pens to  be  adverse,  you  are  confined  to  the  lee- 
shore,  and  pretty  much  at  the  wind's  mercy; 
the  river  being  so  wide,  that  to  reach  the  oppo- 
site shore  with  oars  is  out  of  the  question. 
The  river  is  truly  a  grand  one,  and  since  we 
passed  the  Zea,  more  and  more  resembling  the 


Mississippi ;  and  since  we  passed  the  Songah- 
ree,  and  now  the  Ousuree,  in  many  places  with 
its  cut  and  crumbling  shores,  falling-in  timber, 
and  the  muddiness  of  its  waters,  and  its  huge, 
sand-bars,  the  resemblance  had  become  almost- 
perfect. 

"  Prom  the  Songahree  the  Amoor  is  certainly 
a  more  considerable  river  in  breadth  than  the 
Mississippi  below  the  month  of  the  Ohio.  The 
expanse  of  water,  the  numerous  islands,  and 
the  many  navigable  chutes,  some  of  them 
thirty  miles  in  extent,  must  give  it  more 
breadth  than  the  Mississippi.  As  for  instance, 
above  the  Ousuree  the  river  is  divided  into  two 
parts  ;  one — the  right — usually  navigated, 
into  which  falls  the  Ousuree,  deep,  and  about 
the  size  of  the  Ohio ;  the.  other,  broad  and 
filled  with  islands,  bars,  and  chutes,  certainly 
as  large  as  the  Mississippi  above  Memphis, 
and  looking  very  like  it. 

"We  have  seen  but  two  Tartar  villages  to- 
day, and  only  a  solitary  old  man  came  to  us  in 
a  canoe.  We  showed  him  our  map  of  the 
river,  and  asked  him  for  certain  villages  which 
were  indicated  on  it,  at  which  he  was  much 
surprised.  We  found,  through  him,  our  posi- 
tion, of  which  we  had  been  ignorant  since 
yesterday. 

"  We  passed  in  the  afternoon  a  range  of 
elevated  land  on  the  left,  which  was  truly  such 
a  country  as  a  farmer  would  select  for  heal- 
thiness of  locality,  richness  of  soil,  and  beauty 
of  scenery.  He  would  have  timber  and 
prairie  land  at  his  option,  with  abundant  graz- 
ing for  cattle,  horses  and  sheep. 

"  The  natives  dress  usually  in  the  summer 
in  clothing  made  of  fish  skins.  I  saw  a 
woman  to-day  preparing  some  of  these  gar- 
ments, which  are  durable,  and  well  adapted 
to  the  necessities  of  the  fishing  season.  They 
shed  rain  as  well  as  an  india-rubber  coat,  and 
are  light  and  pliable,  while  some  of  them  are 
quite  becoming  in  style  and  finish.  The 
young  girls,  dressed  in  these  new,  shining  fish- 
skin  robes,  trimmed  off  with  shells,  beads,  and 
trinkets,  laughing  and  frolicking  along  these 
wild  shores,  are  doubtless  quite  as  attractive 
to  the  youug  men  around  them  as  are  their 
crinolined  sisters  of  Broadway  or  Pennsylva- 
nia Avenue  to  the  youth  of  New  York  or 
Washington." 

We  have  in  this  interesting  statement,  three, 
things  prove  satisfactory.  1.  That  there  is  a 
country  there  capable  of  being  improved  and 
thickly  inhabited.  2.  There  is  a  grand  river, 
like  the  Mississippi,  to  float  off  its  produce. 
3.  That  it  is  now  thinly  inhabited  by  compara- 
tively uncivilized  people.  These  facts  are 
enough  for  the  general  purposes  of  this  argu- 
ment. On  both  sides  then,  in  Asia  and  Amer- 
ca,  lies  a  vast  extent  of  uninhabited  territory ; 
and  yet,  are  both  contiguous  to  great  popula- 
tions of  powerful  nations,  China,  Russia,  and 
the  United  States,  the  last  two  of  which  are 
developing  themselves  with  immense  activity. 
It  is  to  connect  these  great  regions,  that  our 
Pacific  improvements  should  extend;  looking 
at  the  same  time  to  the  overland  connection 
with  Japan  and  China,  all  of  which  will  be 
accomplished,  by  debouching  on  the  Pacific 
side,  on  the  Staits  of  Puca. 


Lafayette  and  Indianapolis  Raidroad.— 
The  fiscal  year  of  the  Lafayette  and  Indian- 
apolis Railroad,  which  closes  January  1st,  will 
probably  foot  up  $250,00°)  an  increase  over 
1859  of  some  $25,000. 
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Detroit,  October  29th,  18C0. 
Editors  Railroad  Record,    Cincinnati: 

Dear  Sirs: — 0n  Thursday  the  Detroit  and 
Milwaukee  Railway  Company  was  re-organized 
and  christened  the  D.  &  M.  Railroad  Compa- 
ny. Subsequently  the  following  Board  of  Di- 
rectors was  elected : 

C.  J.  Brydges,  Thomas  Reynolds,  Hamilton, 
Canada  West,  Edmund  A.  Brush,  W.  K.  Muiti 

C.  C.  Trowbridge,  H.  N.  Walker,  Detroit, 

Kellum,  and Gage,  Canada. 

The  new  Board  elected  C.  J.  Brydges,  Pres- 
ident; Thomas  Reynolds,  Vice-President;  and 
C.  C.  Trowbridge,  Secretary. 

This  new  organization  is  based  upon  and 
depends  upon  two  contingencies,  namely:  the 
assent  of  the  holders  of  the  First  and  Second 
Mortgages  to  suspend  their  interest  for  two 
years — new  mortgages  being  issued,  and  the 
agreement  of  the  Third  and  Fourth  Mortgage 
Bondholders  to  take  seven  per  cent  preferable 
shares  instead  of  their  present  ten  per  cent, 
mortgages. 

Of  course  no  doubt  is  entertained,  but  that 
the  bondholders  of  all  these  classes  of  mort- 
gages, will  agree  to  the  new  programme,  it  be- 
ing, it  is  said,  so  much  to  their  interest  to  do 
so.  Under  this  new  organization  the  prospects 
of  the  road  are  decidedly  encouraging.  The 
business  is  increasing  wonderfully,  and  it  is 
calculated  that  the  net  earnings  for  the  next 
two  years  will  range  between  four  and  five 
hundred  thousand  dollars,  which  will  be  sufln. 
cient  to  clear  off  the  floating  debt,  after  which 
the  earnings  will  be  sufficient  to  pay  the  in- 
terest on  the  debt,  make  repairs,  etc. 

The  new  Company  has  issued  a  million  and 
a  half  of  stock,  covering  the  amount  for  which 
the  road  was  sold,  and  have  authorized  the  is- 
sue of  as  much  more  preferred  stock,  to  cover 
the  floating  debt,  should  that  amount  be  re- 
quired. 

This  arrangement,  if  completed,  will  place 
the  road  in  a  tolerably  comfortable  financial 
position,  and  with  a  series  of  good  crops  will 
soon  extricate  it  from  all  difficulty. 

The  press  of  eastern  bound  freights  on  all 
the  Michigan  roads  is  tremendous,  and  none 
of  them  have  freight  cars  enough  to  take  the 
half  that  is  offering,  and  if  they  had,  it.  would 
be  impossible  to  it  all  forward  from  here  and 
Toledo.  The  Michigan  Southern  has  just  or- 
dered one  hundred  new  freight  cars,  and  the 
Central  is  building  them  as  fast  as  possible. 
At  Toledo  all  the  side  tracks  are  filled  with 
loaded  cars,  waiting  to  unload,  and  whole 
rains  are  on  the  west  side  of  the  river  biding 
their  turn  to  the  warehouses.  The  pressure  is 
mostly  of  grain  which  is  seeking  lake  convey- 
ance to  Buffalo.  Rates  on  the  lakes  have 
reached  a  high  figure,  but  prices  will  still  fur- 
ther advance,  as  there  is  enough  now  in  store 
to  employ  all  the  marine  of  the  lakes  until  the 
close  of  navigation,  and  the  grain  houses 
along  the  line  are  full  to  overflowing.  A  few 
Buch  harvets  as  the  last  would  demonstrate  the 


fact  that  instead  of  two  many  railways,  we  have 
not  enough  to  carry  off  our  surplus. 

The  earnings  of  the  Michigan  Central  for 
the  third  week  in  October,  were$70,843,  against 
$49,983,  last  year,  showing  a  gain  of  42  per 
cent,  or  $20,800. 

The  Great  Western,  of  Canada,  shows  a  cor- 
responding increase,  and  on  the  Grand  Trunk 
we  have  the  following  for  the  week  ending  Oc- 
tober the  19th : 

Gross  earnings,  1P60 $00,014 

Gross  earnings,  1859.. •. 60,03-2 

Increase S20,fe'82 

With  a  total  increase  since  July  1st,  of  $250,- 

000  over  the  corresponding  period  of  1859. 

This  state  of   things  is   very  encouraging 

Yours,  Truly, 

D. 


[From  Poor's  Tlistorv  of  Railroads  and  Canals. 

NEW  YORK  STATE  CANALS. 

The  valleys  of  the  Hudson  and  Mohawk 
rivers,  being  depressed  below  the  general  level 
of  the  country,  were  naturally  seize'!  upon  by 
the  earliest  explorers  and  traders  as  the  most 
convenient  route  between  the  interior  and  the 
Atlantic  coast.  The  waters  of  the  Mohawk 
took  their  rise  in  a  plateau,  which  was  also 
drained  in  parts  by  streams  running  into  Lake 
Ontario.  These  waters  so  intermingled  that 
in  times  of  floods  the  Indian  in  his  canoe 
could  pass  from  one  to  the  other.  At  these 
periods,  a  continuous  water-line  extended 
between  Lake  Ontaiio  and  the  harbor  of  New 
York. 

The  progress  of  population  westward  sug- 
gested at  an  early  day  the  improvement  of 
this  natural  highway.  In  1724,  Cadwallader 
Colden,  then  surveyor  general  of  the  colony 
of  New  York,  suggested  a  system  of  works 
somewhat  similar  to  that  now  existing.  In 
1768,  Sir  Henry  Moore,  the  governor  of  the 
colony,  recommended  to  the  Legislature  the 
improvement  of  its  inland  navigation  as  wor- 
thy of  attention.  Action  upon  these  recom 
mendations  was  necessarily  postponed  by  the 
political  troubles  which  soon  followed.  The 
idea,  however,  was  not  lost  sight  of,  and  in  the 
midst  of  the  revolutionary  struggle,  Governor 
Morris  predicted  that,  "at  no  distant  day,  the 
waters  of  the  great  western  inland  seas  would, 
by  the  art  of  man.  break  through  the  barriers 
and  mingle  their  waters  with  those  of  the 
Hudson," — a  prediction  which  in  after  life  he 
aided  to  fulfill. 

With  the  independence  of  the  country,  the 
project  was  renewed.  No  definite  action  was 
taken,  however,  till  1808,  when  the  subject  was 
presented  to  the  attention  of  the  Legislature 
of  the  State,  and  a  reconnoisance  of  the  route 
proposed,  which  was  subsequently  ordered,  and 
a  sum  of  six  hundred  dollars  voted  to  defray 
the  expense.  The  survey  was  committed  to 
James  Geddes,  who  was  instructed  by  Mr.  De 
Witt,  the  surveyor  geueral — first,  to  examine 
"  what  may  appear  the  best  place  for  a  canal 
from  Oneida  Lake  to  Lake  Ontario;"  and 
next,  "the  ground  between  Lake  Erie  and 
Lake  Ontario,  with  a  view  to  determine  what 
will  be  the  most  eligible  track  for  a  canal  from 
below  Niagara  Falls  to  Lake  Erie."  The  inte- 
rior route  was  treated  as  a  subordinate  object, 
or  only  thought  of  "as  a  work  by  itself,  to  be 
undertaken  hereafter,  should  government  deem 
it  necessary." 

The  Report  of  Mr.  Geddes  was  made  on  the 
12th  of  January,  1809,  and  though  necessarily 


imperfect,  by  reason  of  the  inadequate  means 
voted  for  the  survey,  fully  proved  the  practiea- 
bility  of  the  interior  route,  and  the  benefits  it 
would  secure  to  a  fertile  country  that  could  be 
reached  by  no  exterior  rente.  No  immediate 
legislative  action  followed,  but  the  steps  taken 
served  to  excite  increased  interest  on  the  sub- 
ject of  the  proposed  improvements. 

Before  proceeding  further  with  the  historical 
sketch  of  the  New  York  Canals,  it  will  be  prop- 
er to  record  the  efforts  already  made  by  incor- 
porated companies  to  open  communications, 
by  water,  between  the  Hudson  River,  Lake 
Ontario  and  Lake  Champlain. 

On  the  loth  of  February.  1791,  a  joint  com- 
mittee of  the  Legislature  was  appointed  to 
enquire  into  the  means  of  removing  the  ob- 
structions to  the  navigation  of  the  Mohawk 
and  Hudson  rivers,  and  on  its  recommenda- 
tion, an  act  was  passed  providing,  among 
other  things,  for  the  survey  of  the  ground 
between  Wood  Creek  and  the  Mobawk  River, 
and  between  the  Hudson  River  and  Wood 
Creek  of  Lake  Champlain,  and  for  estimates 
of  the  cost  of  constructing  canals  on  the  re- 
spective routes.  An  effort  to  make  them 
State  works  was  unsuccessful ;  and  the  report 
of  the  commissioners  resulted  in  the  incorpora- 
tion, in  1792,  of  the  Western  and  the  Northern 
Inland  Navigation  companies  —the  one  author- 
ized to  make  a  lock  navigation  from  the  Hud- 
son to  Lake  Ontario,  and  the  other  a  similar 
navigation  from  the  Hudson  to  Lake  Cham- 
plain. 

In  1796,  the  Western  Company  surveyed  a 
line  for  their  proposed  work,  and  soon  after 
constructed  a  canal  around  Little  Falls,  one 
mile  long,  with  five  locks;  another  over  the 
Genesee  Flats,  with  two  locks,  and  a  thini 
from  the  Mohawk  to  Wood  Creek,  running 
into  Oneida  Lake,  with  two  locks  and  a  feeder. 
Several  dams  and  locks  were  constructed  on 
Wood  Creek.  These  works  were  completed  in 
1802,  allowing  the  passage  of  boats  of  15  tons 
burden  from  Oneida  Lake  to  the  Lower  Mo- 
hawk, at  a  cost  of  SISO^OOU  Toward  these 
improvements  the  State  contributed,  as  a 
stockholder,  §92,000.  From  their  limited 
capacity  and  imperfect  construction,  they 
proved  unreniunerative,  their  cost  exceeding 
four  times  the  estimates.  The  company  dis- 
couraged by  the  result  suspended  farther  ope- 
rations. 

The  Northern  Company  did  little  or  nothing 
toward  the  construction  of  the  works  assigned 
to  it. 

As  the  people  of  the  State  became  more  fa- 
miliar with  the  country  on  the  route  now  occu- 
pied by  the  Erie  Canal,  and  as  the  need  of 
such  a  work  became  greater  with  the  increase 
of  population,  the  subject  was  again  brought 
to  the  attention  of  the  Legislature;  and  on 
1st  March,  1810,  a  resolution  was  adopted  by 
that  body  for  the  appointment  of  a  commission 
to  examine  the  route,  the  condition  of  the 
western  navigation,  the  improvements  expedi- 
ent to  be  made,  and  to  report  in  full  to  the 
Legislature  at  its  next  session  their  estimates 
and  opinions  thereon.  The  report  was  in  favor 
of  the  interior  route,  and  estimated  the  cost  of 
a  canal  upon  it  at  $5,000,000,  and  recom- 
mended that  the  enterprise  should  be  offered 
to  the  general  government.  An  act  passed  on 
14th  March,  1812,  continued  the  commission, 
and  authorized  an  application  for  aid  to  Con- 
gress and  the  Legislatures  of  the  several  States, 
and  the  appointment  of  engineers — appropria- 
ting $15,000  to  the  service. 

The  aid  of  Congress  was  refused.  The  re- 
port to  this  effect,  made  to  the  Legislature,  in 
March,  1812,  aroused  the  State  pride,  and  a 
determination  on  the  part  of  the  people  to  rely 
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on  their  own  resources  in  the  prosecution  of 
the  proposed  works.  It  was  followed  by  an 
act  passed  in  June,  authorizing  the  commis- 
sioners to  borrow  $5,000,000,  in  Europe,  on 
the  credit  of  the  State.  Iri  consequence,  how- 
ever, of  the  hostilities  which  at  that  time  were 
existing,  no  loan  was  effected,  and  in  1814  the 
act  was  repealed,  and  all  proceedings  relative 
to  the  canal  suspended. 

With  the  return  of  peace  the  project  was  re- 
vived. Public  meetings  were  held  to  discuss 
the  proposed  works,  and  numerous  petitions 
presented  to  the  Legislature  in  their  favor.  It 
•was  not,  however,  till  1816  that  an  act  was 
passed  which  was  the  incipient  step  in  the 
construction  of  the  present  system  of  public 
■works.  This  act  provided  for  the  appointment 
•of  a  board  of  commissioners,  to  examine  the 
■whole  subject  and  report  their  doings  to  the 
succeeding  Legislature.  The  duties  imposed 
were  faithfnlly'discharged.  The  commission- 
ers reported  detailed  surveys  and  estimates, 
laying  the  foundation  for  future  action.  On 
the  15th  April,  1817,  the  act  "concerning 
navigable  communications  between  the  Great 
Western  and  Northern  Lakes  and  the  Atlantic 
■Ocean  "  was  passed.  It  continued  the  com- 
missioners previously  appointed  ;  established  a 
Canal  fund  ;  authorized  the  commencement  of 
the  work,  by  opening  communications  by 
canals  and  locks  between  the  Mohawk  and 
Seneca  rivers,  and  between  Lake  Champlain 
and  the  Hudson,  and  empowered  the  commis- 
sioners to  purchase  the  rights  of  the  Western 
Inland  Transportation  Company,  and  to  assess 
§250,000  upon  lands  on  or  within  25  miles  of 
the  route. 

On  the  27th  June  following  the  first  contract 
was  given  out,  and  on  the  14th  July  the  ground 
for  the  Erie  Canal  was  broken  near  Rome. 
The  whole  line  was  divided  into  three  sections  : 
the  Western,  extending  from  Lake  Erie  to  the 
Seneca  river;  the  middle,  from  that  river  to 
Utica,  and  the  Eastern,  from  Utica  to  the 
Hudson.  The  middle  section,  including  a 
branch  from  Syracuse  to  Onondaga  Lake,  was 
rendered  navigable  in  October,  1819.  In  1819 
and  1820,  43  miles  on  the  western  section, 
chiefly  on  the  east  of  the  Genesee  river;  and 
in  1820,  26  miles  on  the  eastern  section  were 
put  under  contract  Operations  were  con- 
ducted on  both  sections  simultaneously.  In 
the  early  part  of  1821,  the  residue  of  the  eas- 
tern, and  that  part  of  the  western  below  the 
Genesee  and  Tonawanda  Creek  were  let.  In 
November  of  the  same  yeai,  boats  descended 
as  far  as  the  Little  Falls  on  the  Mohawk.  To- 
wards the  close  of  1822,  boats  navigated  220 
miles  of  the  canal;  and  in  October,  1823,  280 
miles  were  finished,  and  boats  from  the  north 
and  west  entered  the  Hudson  at  Albany.  On 
the  26lh  October,  1825,  the  first  boat  passed 
from  Lake  Erie  to  the  Hudson.  The  period 
between  the  commencement  and  completion 
of  this  canal  was  eight  years  and  three  and  a 
half  months.  The  union  of  the  waters  was 
appropriately  celebrated  in  the  city  of  New 
York,  on  the  4th  November,  1825. 

The  Champlain  Canal  was  commenced  in 
October,  1816;  was  uavigable  in  November, 
1819,  and  was  finally  completed  in  1823. 

In  1820,  the  State  acquired  by  appraisement 
and  purchase  the  rights  and  property  of  the 
Western  Island  Navigation  Company,  paying 
for  them  the  sum  of  $151,821.  The  interest 
of  the  State  as  a  stockholder,  in  this  viluation, 
amounted  to  §60,205. 

No  sooner  were  the  works  which  constitute 
the  great  feature  of  the  system,  the  Erie  and 
Champlaiu  Canal,  opened,  than  attention  was 
directed  to  the  improvements  suggested  to  the 
wants  and  topographical  features  of  the  State. 


These  were  supplied  by  a  number  of  lateral 
canals — the  Oswego,  reaching  to  Lake  Onta- 
rio; the  Black  River,  connecting  the  Erie  Ca- 
nal with  the  basin  of  the  St.  Lawrence ;  the 
Chanango,  the  Cayuga  and  Seneca,  the  Crook- 
ed Lake,  and  the  Chemung  Canals,  connecting 
it  with  the  Susquehanna,  and  the  Genesee 
Valley  Canal,  connecting  it  with  the  Allegha- 
ny river. 

The  dimensions  of  these  several  canals,  as 
established  by  the  commissioners  in  1817,  were 
40  feet  in  width,  4  feet  deep,  with  locks  90  feet 
by  15  feet.  Their  capacity  was  soon  found  to 
be  inadequate  to  meet  the  wants  of  a  growing 
commerce.  So  early  as  1834,  this  had  become 
apparent,  and  in  his  message  to  the  Legisla- 
ture at  its  opening  in  that  year,  Governor 
Marcy,  after  alluding  to  the  rapid  increase  of 
the  trade  of  the  Lakes  and  Canals,  said — "  It 
has  already  become  quite  evident  that  the  ca- 
pacity of  the  Erie  Canal  will  not  much  longer 
be  adequate  to  the  exigency  of  the  business 
on  it.  The  improvements  that  will  soon  be 
required  are  double  locks  to  facilitate  the  pas- 
sage of  boats,  and  the  enlargement  of  the 
canal  in  its  width  and  depth  ;"  and  on  the  29th 
January,  the  Canal  Commissioners  made  a 
special  communication  to  the  Assembly  in  fa- 
vor of  doubling  the  locks  east  of  Syracuse, 
and  rebuilding  the  acqueduct  at  Rochester. 
In  view  of  these  demands,  an  act  was  passed 
in  1834  authorizing  the  Canal  Commissioners 
"  to  construct  a  second  set  of  lift  locks,  of 
such  dimensions  as  they  should  deem  proper, 
on  the  Erie  Canal,  from  Albany  to  Syracuse." 
In  the  summer,  preparations  were  made  to 
carry  this  into  effect:  but  at  the  session  of 
1835,  the  act  of  1834  was  repealed,  and  another 
act  passed  for  enlarging  the  Erie  Canal  in  its 
whole  extent,  and  to  re-construct  the  acqueduct 
aforesaid,  with  a  40  foot  water-way.  At  this 
session  were  also  passed  the  several  acts  au- 
thorizing the  Black  River,  Genesee  Valley  and 
other  canals. 

In  July,  1835,  the  Canal  Board  resolved, 
"That  the  canal  be  enlarged,  so  as  to  give  6 
feet  depth  and  60  feet  width  of  water  on  the 
surface,  and  that  the  locks  be  105  feet  long 
and  15  feet  wide  in  the  clear."  At  an  ad- 
journed meeting,  held  in  the  following  Octo- 
ber, it  was  voted  to  increase  the  depth  of  the 
canal  7  feet;  its  width  to  70  feet,  and  the  locks 
to  18  by  110  feet.  The  estimated  cost  of  the 
enlargement,  to  the  extent  proposed,  with 
double  locks  (but  not  including  land  damages), 
was  $12,416,150.  Little  was  done  toward  the 
enlargement  till  1837,  when,  $636,312  was 
expended.  For  the  next  five  years,  about 
$2,000,000  were  annually  expended,  when  the 
work  was  suspended  by  act  of  the  Legislature, 
in  1842.  In  1847,  an  act  was  passed  for  the 
resumption  of  the  work  of  enlargement,  under 
which  it  was  resumed  and  has  steadily  pro- 
gressed to  the  present  time. 

The  total  length  of  all  the  canal  and  river 
improvements,  with  their  navigable  feeders, 
belonging  to  the  State  on  the  30th  September, 
1859,  was  886  miles.  In  this  length  are  in- 
cluded the  unfinished  works  on  the  Black  Riv- 
er, and  on  the  extension  of  the  Genesee  Val- 
ley Canal. 

There  is  no  doubt  that  the  Erie,  the  leading 
work  in  the  system  of  the  New  York  Canals,  is 
by  far  the  moat  important  artificial  highway 
in  the  United  States,  both  in  the  extent  of  its 
present  commerce  and  in  the  influence  it  has 
exerted  in  advancing  the  population,  wealth 
and  material  interests  of  the  country.  Its 
opening,  in  fact,  gave,  for  the  first  time,  com- 
mercial value  to  the  products  of  the  Interior. 
According  to  a  report  made  in  1817,  to  the 
Legislature  of  the  State  of  New  York,  the  cost 


of  transporting  a  ton  of  merchandise  from 
Buffalo  to  Albany  equaled  $100,  a  sum  far  ex- 
ceeding the  value,  in  New  York,  of  most  of 
the  agricultural  products  of  the  country.  The 
time  required  was  20  days.  The  canal  at 
once  reduced  the  cost  from  $100  to  $20,  and 
the  time  from  20  to  8  days.  With  the  im- 
provements on  the  canal,  and  the  enlargement, 
the  cost  of  movement  has  been  steadily  re- 
duced, so  that  for  the  past  year  the  average 
charge  for  transporting  a  ton  of  merchandise 
from  Albany  to  Buffalo  was  $2,40  including 
tolls.  The  tabular  statements  accompanying 
this  memoir,  present  in  a  condensed  manner 
the  progress,  amount  and  value  of  the  com- 
merce of  this  great  work. 

Statement  of  the  Receipts  and  Payments  on  account  of 
all  the  State  Canals  from  the  commencement  of  the, 
wonts  to  llieZOt&Septcmler,  1859. 
Receipts— 

Loans  (anil  revenue  certificate  of  1651-2) £50,449,552 

Premiums  on  loans,  etc 2,521,443 

Temporary  loans 2,851,467 

Gross  tolls 10.na.~2~: 

Tax 3.827.191 

Vendue  duty 3.592,039 

Salt  duty 2,055,458 

Steamboat  Tax 73,509 

Sales  of  land 320,518 

Interest  on  investments  and  deposits 3,484,504 

Rent  of  surplus  water 76,024 

General  fund  for  deficiencies 1,386,499 

E.  and  C.  C;inal  for  B.  11.  Canal  and  Erie  Canal 

feeder 290,098 

E.  and  C.  Canal  for  deficiencies 4,540.971 

Miscellaneous 1,213,083 


Total $140,858,123 

Payments — 


Discounts  on  loans > 

Principal  of  loans 

Premium  on  purchase  and  investment  of  Stock 

Temporary  loans 

Interest  on  loans 

Canal  Commissioners — construction 

Seneca  Lake  Navigation  Company. 

B.  R.  Canal  for  Erie  Canal  feeder 

General  fund 

General  fund  debt 

Deficiencies  of  lateral  canals  and  Oneida  River 

improvement 

Oneida  Lake  Canal  feeder 

Repairs  of  Canal — contractors • 

l*  **      Superintendents . 

Collectors  and  inspectors 

Weigh  masters 

Miscellaneous 

Balance  on  hand  3l'th  September,  1859 


$  390,06  1 

28,214.645 

366,777 

2,G43,!!67 

87,413,493 

55,106,814 

53,872 

2911,093 

4,137,603 

3,884,417 

4,540,971 

50,000 

571.364 

16,360*716 

1,526,638 

182,928 

2,194,716 

],319,1C4 


Total $146,1:58,123 

Statement  ehoicing  the  amount  of  Tolls  {including  rents 
from  surplus  icaisr)  and  the  cost  of  collection  and  r«* 
pairs  from  1826,  yearly. 

Fiscal                                             Gross  tolls  Expenses 

years.                                              collected.  &  repairs. 

1826 $R54,£08  $5111.676 

1827 881.134  494,701 

1828 831,002  393,518 

1S29 817,919  357,588 

1810 1,045,163  292,674 

1831  (9  months) 751,269  224.42U 

loS2 1,112  918  428,965 

1833 1,388.381  487,797 

1834 1,387,715  534.1-98 

1835 1,484.596  510,525 

1836 1,598,455  467,599 

1837 1,325,010  008,994 

183H 1,462,275  622,027 

1839 1,655,789  514,758 

1840 1,6116,827  575,»21 

1841 1,989,6-7  514.518 

1842 <rK...  1,797 .454  642,584 

1843 1,953,829  531,140 

1844  2,388.457  636.858 

1845 2,375,533  738,106 

1840 2,798.850  639,353 

1847 3,463.710  643,768 

1848 3,156,968  855,851 

1849 3.3,8.920  686,804 

1850 3,:»3,0Bl  835,966 

1P5I 3,703,999  907,730 

1852 3,174,857  1,049.046 

1853 3,162,190  1,098,377 

1854 2.982,115  1,237.868 

1855 2.632,901  989,792 

1856 3,721.741  786.633 

1857 2.531,804  970,453 

1858 2,047,391  1,078,879 

1859 1,814.362  897,879 

Total $69,564,425  $22.075  768 

Average 2,046,013  666,934 
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TIME  TABLE  CONVENTION. 

The  Western  Time  Table  Convention  met  at 
■  7  o'clock  on  Thursday  evening  last  at  the  Bur- 
net House.  N.  H.  Jewett,  was  appointed 
Chairman,  and  H.  C.  Marshall  and  L.  Deven- 
ny,  Secretaries. 

The  following  representatives  were  present: 
Bellefontaine  Line,  John  Brough,  President; 
Illinois  Central,  W.  R.  Arthur,  Superintendent; 
Little  Miami,  and  Columbus  and  Xenia,  W  H. 
Clement,  Pres.,  E.  W.  Woodward,  Supt.  Ohio 
and  Mississippi,  G.  K.  McClellan,  Gen.  Supt., 
W.  A.  Biddle,  East  Division,  E.  F.  Fuller,  Gen. 
Agent.,  T.  Lough,  Gen.  W.  Agt;  Cleveland  & 
Pittsburg,  J.  N.  MeColloch,  Pres.,  C.  E  Goram, 
Asst.  Supt ,  F.  R.  Myers,  Gen.  Ticket  Agt.;  In- 
diana Central,  John  S.  Newman,  Pres.,  H.  L. 
Pope,  Supt.;  Terre  Haute  and  Richmond,  E. 
J.  Peck,  Pres.  and  Supt.;  Pittsburgh,  Colum- 
bus and  Cincinnati,  L.  Devenny,  Gen.  Ft.  Agt, 
Ira  Hutchinson,  Gen.  Ticket  Agt.;  Memphis 
and  Charleston,  Samuel  Tate,  Pres.,  S.  S.  An- 
derson, Gen.  Ticket  Agt.;  Eaton  and  Hamil- 
ton, Daniel  Barnet,  Pres.,  D.  M.  Morrow,  Supt.; 
Central  Ohio,  H.  J.  Jewett,  Pres.,  D.  S.  Gray, 
Gen.  Ticket  Agt;  Dayton  and  Michigan,  C. 
Deitrich,  Pres.,  R.  M.  Shoemaker,  Gen.  Supt.; 
Jeffersonville  A.  S  Crothers,  Supt;  Baltimore 
and  Ohio,  John  H.  Sullivan,  Gen.  W.  Agt ; 
Cleveland,  Columbus  and  Cincinnati,  S.  M. 
Hubby,  Pres.,  E.  S.  Flint,  Supt.;  North  Missou- 
ri, Jos.  H.  Gamble,  Master  of  Transportation; 
Columbus,  Piqua  and  Indiana,  Jas.  A.  Roos- 
velt,  Receiver,  J.  H.Bradley,  Agt.;  Cincinnati, 
Hamilton  and  Dayton,  S.  S.  L'Hommedieu, 
Pres.,  D.  McLaren,  Supt,;  Louisville  and  Nash- 
ville, J.  B.  Anderson,  Supt.;  Mississippi  Cen- 
tral, E.  G.  Barney,  Supt.;  Lafayette  and  In- 
dianapolis, J.  O.  Lilley,  Supt;  Terre  Haute, 
Alton  and  St.  Louis,  W.  D.  Griswold,  Pres.; 
Cleveland  and  Toledo,  S.  D.  Rucker,  Supt,; 
Cleveland  and  Erie,  A.  Stone,  Jr.,  Pres.,  H. 
Nottingham,  Supt.;  Indianapolis  and  Cincin- 
nati, fl.  C.  Lord,  Pres.;  Mobile  and  Ohio,  J.  J. 
Williams,  Supt.;  Marrietta  and  Cincinnati,  Or- 
land  Smith,  Auditor  and  acting  Supt. 

The  President  presented  the  following  com- 
munication from  the  Committee  of  the  meet- 
ing of  trunk  lines: 

St.  Nicholas 
October 

To  the  Chairman  of  the  Time  Table  Conven 
lion  to  assemble  at  Cincinnati,  October  2bth, 
1860. 

Dear  Sir: — At  an  informal  meeting  this  day 
the  undersigned  have  fixed  upon  the  following 
hours  for  leaving  New  York,  on  and  after  Mon- 
day, November  19th: 

Morning  Express  7:00  A.  M.,  arrive  at  Buf- 
falo 11:30  P.  M. 

Evening  Express  5:00  P.  M.,  arrive  at  Buf- 
falo 11:00  A.  M. 

Two  Eastward  through  trains  will  leave  Buf- 
falo at  such  hours  as  our  Southern,  Western 
and  Northwestern  connections  may  agree  upon 
to  deliver  them  at  that  point. 

We  respectfully  suggest  that  your  Conven- 
tion should  appoint  a  Committe  with  full  pow- 
ers to  meet  the  Eastern  trunk  lines  in  New 
York  on  the  8th  day  of  November,  to  perfect 
winter  time  tables. 

The  forgoing  has  been  submitted  to  the  offi- 
cers of  the  Grand   Trunk  and   Southern  lines 
and  meets  with  their  approval. 
Very  Respectfully, 

NATHANIEL  MARSH, 

New  York  &  Erie  R.R.. 
ERASTUS  CORNING, 
Pres't  N.  Y.  Central  R.R. 


Hotel,  N.  Y.  ) 
•  19th,  1860.      J 


On  motion  of  W.  R.  Arthur,  the  President 
was  authorized  to  appoint  a  committee  of  ten, 
to  arrange  a  time-table. 

On  motion  of  A.  Stone,  the  number  of  the 
committee  was  raised  to  fifteen. 

The  President  appointed  the  following  gen- 
tlemen as  that  committee: 

John  Brough,  Bellefontaine  Line;  E.  W. 
Woodward,  L  M.  &  C.  &  X.;  G.  B.  McClellan, 
Ohio  and  Miss.;  Samuel  Tate,  Memphis  and 
Charleston.;  D.  S.  Gray,  Central  Ohio;  J.  H. 
Sullivan,  Bait.  &  Ohio;  S.  D.  Rucker,  Cleve- 
land &  Toledo;  H.  Nettingham,  Cleveland  & 
Erie;  W.  R.  Arthur,  Illinois  Central;  J.  J. 
Williams,  Mobile  &  Ohio;  E.  G.  Barney,  Mis- 
sissippi Central;  W.  D.  Griswold,  Terre  Haute, 
Alton  &  St.  Louis;  J.  S.  Newman,  Indiana 
Central;  J.  B.  Anderson,  Louisville  &  Nash- 
ville; John  N.  McCullough,  Cleveland  &  Pitts- 
burg. 

On  motion,  A.  S.  Crothers,  of  the  Jefferson- 
ville Railroad,  and  D.  McLaren,  of  the  Cin- 
cinnati, Hamilton  and  Dayton,  were  added  to 
the  Committee. 

The  Convention  then  adjourned,  to  meet  at 
10  o'clock  on  Friday  morning. 

The  Committee  met  immediately  after  the 
adjournment  of  the  Convention,  in  order  to  pre- 
pare a  Time  Table  Schedule. 

Over  three  hundred  and  fifty  millions  of  cap- 
ital were  represented  in  the  Convention. 

Friday,  2  o'clock,  P.  M. — The  Convention 
met  persuant  to  adjournment.  The  committee 
to  arrange  the  Time  Table  Schedule  made  the 
following  report: 

The  Committee  appointed  to  arrange  the 
Time  Card  Table  for  the  winter  of  '60  and  '61, 
offer  the  following  schedule  for  the  considera- 
tion of  the  Convention: 

GOING  WEST. 

Leave  New  York 7.00  a.m.  and   5.00  p.m. 

Anive  at  Buffalo 11.30  p.m.  and  11. 0'l  a.m. 

Leave  Buffalo 11.30    •'     ■'     II. tin     •> 

Arrive  at  Cleveland 7.30  a.m."       7.00pm. 

Leave  Cleveland 8.00    "      "       7.311    " 

Arrive  at  Toledo 12  40  p.m.  "      12. 10  a.m. 

LeaveToledo 12.50    »      "      12.30    " 

Arrive  at  Chicago 11.20    •'      "     10.30    »' 

GOING   SOUTH. 

Leave  Cleveland 8.10  a.m.  and  7.40  p.m. 

Arrive  at  Columbus 1.40p.m."  1.30  a.m. 

Arrive  at  Cincinnati 7.10    "      "  7.10     " 

LeaveChicago 10.10  "       "  9.00    " 

Leave  Maltoon 5.50a.m.  "  4.40  p.m. 

LeaveOdin 9.20    "       "  8.45     " 

Arrive  at  Cairo 3.20p.m."  3.45  p.m. 

GOING  WEST. 

"Leave  Cincinnati 8.10  p.m.  and   8.10a.m. 

Leave  Seymour  12.10  a.m.     "    12.10p.m. 

Arrive  at  St.  Loui3 12.10p.m.    "    12.10  a.m. 

GOING   SOUTH. 

Leave  Cairo 3.20p.m.  and  2.45  a.m. 

Leave  Columbus 5.50    "      ''  5.15    " 

Leave  Jackson 10.35   "      "  I0C0  " 

Leave  Grand  Junction 2. CO  a.m.  ■'  1.3llp.m. 

Arrive  at  New  Orleans 1.20    "       "  1.00    " 

Morning  trains  80 >a  hours  from  New  York. 

Evening  trains  92  hours  from  New  York. 

EASTWARD   BOUND   TRAINS. 

Leave  Chicago 6.00  a.m.  and  6.00  p.m 

Arrive  at  Toledo 3.36p.m."  3  40  am. 

LeaveToledo.. 4.15     '•       "  4.45    " 

Arrive  at  Cleveland. 8.38     "       "  8.55  am. 

Leave  Cleveland 9.1  0    "       "  9.45     " 

Arrive  at  Buffalo 4.35  a.m.   '*  5.20p.m. 

Leave  St.  Louis 6.Q0     "      "  4.00    " 

Leave  Cincinnati 10.30p.m.  "  9. 30  a.m. 

Arrive  at  Cleveland 9.00a.m.    "  8.45  p.m. 

On   motion   of  Mr.    Stone,   the   report  was 

adopted. 

On  motion  of  Mr.  Brough,  it  was 
Resolved,  That   the  time  table,  as  reported, 

take  effect  on  Monday,  the  19th  of  November 

proximo. 


On  motion,  the  following  committee  was  ap- 
pointed by  the  Convention  to  confer  with  the 
five  Eastern  Trunk  lines,  with  full  power  to 
mature  time  tables:  Mr.  Stone,  Mr.  Clement, 
H.  J.  Jewett,  Mr.  Arthur  and  Col.  Tate. 

On  motion  of  Judge  Newman  the  Conven" 
tion  adjourned  sine  die. 


THE  MOUNTAINS  OF  WESTEEN 
NOETH  AMEEICA. 

Having  previously  spoken  of  the  publi- 
cation of  Warreus  memoir  to  accompany 
the  map  of  the  western  territory  of  the  Uni- 
ted States,  and  also  of  the  map  to  which 
it  refers,  we  copy  the  following  paragraphs 
from  the  conclusion  of  the  Memoir,  in  order 
to  meet  the  erroneous  opinions  which  are 
prevalent  in  respect  to  the  "Rocky  Mountains," 
and  the  erroneous  presentation  of  their  direc- 
tion which  is  given  in  most  of  the  popular 
maps. 

"The  mountains  in  onr  territory  west  of  the 
Mississippi  river,  from  where  they  rise  above 
the  horizontal  strata  of  recent  geological  for- 
mations on  the  east  to  their  disappearance  un- 
der the  waters  of  the  Pacific  Ocean,  form  a 
nearly  continuous  mass  of  upheaved  ridges, 
with  occasional  intervening  level  plateaus. 
The  direction  of  the  central  line  of  this  mass 
between  the  22d  and  49th  parallels  of  north 
latitude,  is  about  north  20°  west  The  great- 
est width  perpendicular  to  this  direction  is 
along  the  line  passing  from  the  vicinity  of  San 
Francisco  through  that  of  the  Great  Salt  Lake 
to  Fort  Laramie.  This  distance  is  about  1,000 
miles,  or,  if  we  include  the  Black  Hills  of  Ne- 
braska, 1,125  miles. 

"The  great  mountain  mass,  of  which  that 
in  our  territory  forms  but  a  part,  extends  with 
varying  breadth  nearly  on  the  line  of  a  great 
circle  of  the  globe  from  Cape  Horn  north  to 
Behring  Straits,  and  thence  south  along  the 
western  part  of  Asia  to  the  island  of  Sumatra. 
Its  length  is  about  2-40  degrees,  or  18,560 
miles,  being  two-thirds  of  the  circumference 
of  the  earth. 

"The  area  occupied  by  and  included  in  this 
mountain  mass  in  our  territory,  is  about  980,- 
000  square  miles.  Large  as  this  is,  it  is  pro- 
bably only  a  small  portion  of  the  upheaved 
formations  between  the  32d  and  -19th  parallels. 
A  few  ridges  and  peaks  projecting  above  the 
surface  of  the  Pacific  as  islands,  or  above  the 
level  tertiary  and  cretaceous  strata  of  the  east- 
ern plains,  give  evidence  of  the  existence  of 
vast  areas  whose  extent  must  forever  remain 
unknown.  Throughout  the  portions  now  visi- 
ble, proofs  are  abundant  of  great  abrasions; 
in  some  cases  whole  ridges  even,  having  been 
swept  away  or  bkoken  into  separate  portions. 

"Already  enough  has  been  learned  to  estab- 
lish the  existence  in  these  mountains  of  the 
equivalents  of  many  of  the  geological  forma- 
tions; and  it  is  probable  when  investigations 
have  been  carried  to  the  same  extent  as  in  the 
civilized  portions  of  the  earth,  that  the  geolo- 
gist will  find  here  new  and  still  more  complex 
fields  for  research. 

"The  classification  of  the  separate  parts  of 
this  mountain  mass,  so  as  to  present  its  physi- 
cal characteristics  clearly  to  the  mind,  is  a 
great  desideratum.  It  has  in  part  been  at- 
tempted at  various  times,  but  as  yet  unsuccess- 
fully from  the  want  of  sufficient  information; 
the  theorist's  idea  being  often  proved  to  be 
wrong  by  new  discoveries  almost  as  soon  as 
uttered. 

"The  publication  of  the  Pacific  Railroad 
maps  will  probably  change  some  of  the  for- 
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mer  ideas  of  these  mountains,  and  give  rise  to 
new  speculations  as  to  their  directions,  equiv- 
alents, and  connections  of  different  parts. 
Every  one  knows  how  easy  it  is  to  generalize 
ideas  where  facts  are  lew,  and  in  accordance 
with  this,  those  who  have  traveled  most  in  the 
region  have  theorized  the  least,  having  seen 
the  immensity  of  the  subject  and  the  difficul- 
ties which  must  be  overcome  to  comprehend 
it.  Those  who  have  investigated  merely  the 
travels  of  others,  have  had  only  the  imperfect 
representations  of  the  latter  on  which  to  theo- 
rize. 

"It  may  not  be  inappropriate  here  to  give 
some  of  the  general  ideas  which  have  succes- 
sively prevailed  in  regard   to  these  mountains. 

"In  the  earlier  periods  of  North  American 
discovery  it  was  known  that  there  were  moun- 
tains in  the  interior  at  its  northern  and  south- 
ern parts,  and  rivers  flowing  from  them  to  the 
two  great  oceans  east  and  west.  It  was  natu- 
ral to  connect  these  mountains  by  hypothesis, 
and  to  consider  them  as  one  great  chain,  sepa- 
rating the  sources  of  these  streams.  Such  an 
idea  prevailed  at  the  time  of  Humboldt's  New 
Spain.  Even  now  many  well  informed  persons 
consider  that  a  road  has  but  one  mountain 
summit  to  cross  from  the  Mississippi  river  to 
the  Pacific  Ocean. 

"When  after  the  publication  of  the  charts 
of  Vancouvor,  map  makers  became  aware  of 
the  extent  of  the  mountains  near  the  Pacific 
coast,  nothing  seemed  more  natural  than  to 
suppose  two  great  mountain  chains — one  near 
the  Pacific  and  one  in  the  interior.  If  this  the- 
ory were  true,  we  should  find  a  great  longitu- 
dinal valley  between  the  ranges  similar  to  that 
separating  the  interior  mountains  from  the  Al- 
leghanies,  and  we  should  have  but  two  moun- 
tain summits  to  pass  between  the  Mississippi  and 
the  Pacific.  This  idea  is  practically  as  erroneous 
asthatof  one  summit;  although  it  still  prevails, 
such  a  prominent  place  did  this  longitudinal 
valley  hold,  in  the  opinions  of  geographers  of 
earlier  times,  that  we  find  in  Humboldt's  New 
Spain:  'M.  Malte  Brun  has  started  important 
doubts  concerning  the  identity  of  the  Tacou- 
che  Tess'e  and  the  river  Columbia.  He  even 
presumes  that  the  former  discharges  itself  in- 
to the  Gulf  of  California:  a  bold  supposition, 
which  would  give  the  Tacouche  Tesse  a  course 
of  an  enormous  length.  It  must  be  allowed  that 
part  of  the  west  of  North  America  is  still  but 
very  imperfectly  known.' 

"The  explorations  of  Lewis  and  Clark  proved 
that  the  Tacouche  Teche  did  not  empty  into 
the  Gulf  of  California,  and  that  it  was  proba- 
bly the  surce  of  the  Columoia.  Without  con- 
sidering the  character  of  the  pass  of  the  Co- 
lumbia river  through  the  Cascade  range,  the 
belief  now  became  general  that  the  overland 
route  in  this  latitude  crossed  but  one  summit, 
and  was  therefore  more  favorable  than  any 
other.  This  erroneous  idea  with  some  still 
prevails. 

"The  idea  of  rivers  traversing  great  moun- 
tain chains,  now  known  to  be  so  common  in 
the  mountains  west  of  the  Mississippi,  was  so 
repugnant  to  the  opin'uns  of  even  philoso- 
phers in  earlier  times,  that  we  find  Humboldt 
saying,  'every  geographer  who  carefully  com- 
pares Mackenzie's  map  with  Vancouver's  will 
be  astonished  that  the  Columbia,  in  descend- 
ing from  the  Stony  mountains,  which  we  can- 
not help  considering  as  a  prolongation  of  the 
Andes  of  Mexico,  should  travese  the  chains  of 
mountains  which  approach  the  shore  of  the 
great  ocean,  whose  principal  summits  are  Mt. 
St.  Helen  and  Mount  Rainior.  " 

"The  distinguished  explorers,  Lewis  and 
Clarke,  having  determined  that  the  Columbia 
river  broke  through  the  Cascade  range,  consi- 


dered from  the  size  of  the  Willamette  at  its 
mouth,  that  it  also  broke  through  this  chain, 
having  its  source  in  the  Rocky  mountains,  near 
the  position  of  the  Great  Salt  Lake.  We  then 
see  the  American  maps  representing  moun- 
tains surrounding  the  valleys  of  the  Columbia 
and  Colorado,  and  separating  them  from  that 
of  the  San  Joaquin  and  Sacramento.  On  the 
English  maps  of  that  date,  the  Sierra  Nevada 
is  not  represented,  and  two  or  three  great  ri- 
vers are  made  to  flow  from  large  lakes  in  the 
interior  to  the  Pacific;  nearly  allof  their  com- 
pilers making  false  applications  of  the  princi- 
ples of  hydrography  laid  down  by  Humboldt. 

"The  first  map  which  represented  these  ri- 
vers and  lakes  correctly  was  that  of  Captain 
Bonneville,  of  which  I  have  given  a  reduced 
copy.  There  we  see  the  Great  Salt  lake  and 
Bear  river  and  Utah  lake  forming  one  basin; 
to  the  west  lies  the  Man"  or  Ogden's  river,  with 
its  lakes  forming,  another  enclosed  basin;  the 
San  Joaquin  and  Sacramento  rivers  in  their 
right  position;  and  the  Willamette  reduced 
to  its  proper  length.  The  positions  given  on 
this  map  are  not  geographically  correct,  nor 
are  there  many  mountains  indicated;  but  it 
gives  the  first  correct  idea  of  the  hydrograph- 
ic  character  of  the  country;  and  by  giving  too 
little  rather  than  too  much,  escapes  the  errors 
into  which  others  had  fallen. 

"The  explorations  of  Captain  Fremont  fixed 
these  great  rivers  and  basins  in  their  proper 
geographical  positions;  but  his  maps  have 
given  rise  to  many  erroneous  impressions  in 
regard  to  the  mountain  ranges.  Still,  making 
a  'false  application  of  the  principle  of  hydro- 
graphy,' he  represented  all  the  basins  as  if 
surrounded  by  mountains  or  'rims,'  and  thus 
introduced  mountain  chains  which  have  no  ex- 
istence in  nature. 

"Since  Fremont's  expedition  began,  a  large 
portion  of  the  area  of  these  mountains  in  the 
territory  of  the  United  States  has  been  exam- 
ined, and  many  new  attempts  have  been  made 
to  systematize  the  knowledge  acquired.  The 
most  important  theory  advanced  is  that  of  the 
parallelism  in  the  ranges,  the  foundation  of 
which  I  shall  briefly  indicate. 

"On  the  map  of  Lewis  and  Clarke  the  Rocky 
mountain  ranges  are  represented  parallel  to 
each  other  with  a  northwest  trend.  That  this 
was  their  theory  is  evident,  from  the  fact  that 
they  indicated  the  Black  Hills  about  the  source 
of  the  Shyenne  as  having  this  same  trend, 
though  they  never  saw  them,  and  only  know 
of  their  existence  from  hearsay. 

The  maps  of  Captain  Fremont  showed  a 
parallelism  and  general  north  and  south  di- 
rection of  the  mountain  ranges  from  the  Wa- 
satch, east  of  the  Salt  Lake,  to  the  Sierra  Ne- 
vada, including  all  the  numerous  intermediate 
ranges. 

"The  maps  made  by  Major  Emory,  near  the 
32d  parallel,  and  in  New  Mexico  showed  a  re- 
markable parallelism  of  the  mountain  ridges, 
those  in  this  latitude  having  a  northwest  trend 
nearly  parallel  to  the  Rocky  mountains,  as 
shown  by  Lewis  and  Clarke. 

"The  maps  of  Lieutenants  Abert  and  Peck, 
of  Lieutenant  Simpson,  of  Lieutenant  Beck- 
with,  Lieutenant  Parke,  have  all  shown  a  local 
parallelism  to  exist  in  different  parts  of  the 
mountains.  The  system  of  ridges  have  courses 
varying  from  a  few  degrees  north  of  east  to 
north  45°  west. 

"The  idea  has  lately  begun  to  prevail  that 
this  local  parallelism  is  the  characteristic  of 
the  great  mountain  mass  throughout  its  whole 
extent.  Whether  this  idea  has  been  true  or 
not,  it  has  been  attended  with  some  practi- 
cal advantages.  Instead  of  one  or  two  main 
summits  for  an  overland  road  to  pass,  it  shows 


us  that  wamust  expect  many.  On  every  route 
explored  across  the  continent,  at  least  four 
well-defined  summits  have  been  discovered, 
and  on  some  of  them  many  more.  Some  of 
these  ridges  enclose  interior  hydrographic  ba- 
sins. Others  are  traversed  by  rivers,  but  the 
passes  thus  made  are  generally  impracticale, 
and  for  the  purposes  of  travel,  might  almost 
as  well  never  existed. 

"In  many  places,  however,  the  mountain 
ridges  have  not  this  local  parallelism,  of  which 
a  few  instances  will  be  cited.  Uintah  Moun- 
tains, east  of  the  Great  Salt  Lake,  trend  near- 
ly east  and  west;  the  Wind  River  mountains 
about  north  45°  west;  and  the  Humboldt  range- 
about  north  20°  east;  these  three  ranges  being 
comparatively  near  to  each  other. 

"Humboldt  in  speaking  of  the  Sierra 
Nevada,  says  'it  soon  separates  into  three 
branches.' 

"  Lieutenant  Abbot,  in  the  sixth  volume  of 
the  Pacific  Railroad  Reports,  says.-  'Shasta 
Butte,  although  generally  considered  apeak  of 
the  western  chain  of  the  Sierra  Nevada,  is  in 
truth  the  great  centre  from  which  radiate,  be- 
side several  smaller  ridges,  the  Cascade  range, 
the  Coast  range,  and  the  western  chain  of  the 
Sierra  Nevada.' 

"There  are  many  other  portions  of  this 
mountain  region  from  which  the  ridges  seem 
to  radiate.  Such  as  Long's  Peak,  the  junction 
of  the  Sierra  Nevada,  and  Coast  ranges  in 
Southern  California,  &c,  as  is  evident  on  an 
inspection  of  the  map.  The  parallel  system 
of  ridges  has  been  considered  a  matter  of  im- 
portance, as  being  in  accordance  with  some 
supposed  laws  of  mountain  formation,  but  that 
of  centres  of  upheaval  are  not  less  consistent 
with  those  laws.  At  any  rate  it  does  not  ap- 
pear that  we  are  at  liberty  to  assume  a  paral- 
lelism of  ridges  till  examination  has  shown 
this  to  be  the  case. — Amer.  Jour,  of  Science 
and  Art. 


Grand  Trunk  Railroad. — The  Toronto 
Globe  states  that  the  Sheriff  of  Waterloo  on 
Friday  last  took  possession  of  some  cars,  wood 
and  other  property  belonging  to  the  railroad 
at  Berlin,  at  the  suit  of  Mr.  Reist,  who  holds 
a  judgment  against  the  company  for  damages, 
and  presumes  that  similar  seizures  will  soon 
take  place  along  the  line.  The  Leader,  the 
Toronto  organ  of  the  Provincial  Goxernment, 
says: 

"It  has  been  a  thousand  times  repeated  that 
the  question  of  giving  additional  pecuniary  as- 
sistance to  this  company,  in  its  extiemity,  has 
been  considered  by  the  Government,  and  that 
a  conclusion  which  is  variously  stated,  has 
been  come  to.  It  may  be  as  well  to  say,  for 
the  information  of  the  public,  that  the  state- 
ment is  wholly  devoid  of  truth.  The  journal 
announces  that  certain  American  creditors  are 
on  the  point  of  seizing  the  portion  of  the  line 
between  Portland  and  the  province  frontier, 
and  exacting  their  own  terms  for  freight;  an- 
other assures  the  public,  with  great  gravity, 
that  the  government  has  resolved  to  take  the 
line  into  its  own  hands,  by  some  unexplained 
process,  and  carry  it  on  as  a  provincial  work; 
a  third  has  made  the  discovery  that  that  there 
is  to  be  an  additional  subsidy  of  ten  millions 
of  dollars  at  least;  a  fourth  not  to  be  outdone 
by  his  competitors  in  the  art  of  inventing  im- 
portant intelligence,  assures  a  certain  number 
of  readers  that  Mr.  Ross  insists  on  the  con- 
struction of  a  second  bridge  across  the  Law- 
rence near  Qeubec,  and  the  continuation  of 
the  road   to  the  New  Brunswick  frontier,  as  a 
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means  of  getting  over  the  present*fjnancial 
difficulty.  These  are  only  a  few  of  the  absurd 
stories  to  which  the  public  is  daily  as  undoubt- 
ed verities.  Every  one  of  them  is  equally 
false,  and  they  only  differ  from  one  another  in 
degrees  of  absurdity.  If  the  American  credi- 
tors seized  the  Portland  section — if  it  were 
possible  for  them  to  do  so — they  would  proba- 
bly find  that  they  had  got  an  unprofitable  bar- 
gain. As  to  the  government  working  the  road, 
we  see  no  probability  of  the  opportunity  ari- 
sing; and  in  any  case  the  notion  is  too  absurd 
to  be  entertained  by  any  person  in  his  sober 
senses. 

Any  further  increase  of  the  public  debt,  on 
account  of  this  enterprise,  is  just  as  much  out 
of  the  question  as  the  working  of  the  road  by 
the  government.  The  construction  of  a  second 
Victoria  Bridge  may  be  all  very  well  as  a  mag- 
nificent speculation ;  a  luxurious  sort  of  day 
dream;  but  the  living  generation  will  see 
nothing  of  the  kind  realized.  And  certainly 
the  gentleman  who  is  so  kindly  credited  with 
the  paternity  of  this  project,  as  a  remedial 
measure — a  way  out  of  the  present  financial 
embarrassment — is  about  the  last  man  living 
likely  to  be  guilty  of  such  folly.  It  is  highly 
probable  that  the  original  conception  of  the 
Grand  Trunk — a  road  from  Halifax  to  the 
western  frontier  of  Canada — will  one  day  be 
realized;  but  just  now  those  who  have  to  de- 
vise a  way  out  of  the  present  financial  difficul- 
ties of  the  Grand  Trunk  have  something  else 
to  think  of." 


English  Railway  Decision. — An  action  of 
avery  singular  character  hasjustbeen  brought 
a»ainst  the  Lancashire  and  Yorkshire  Railway 
Company  in  the  Salford  Hundred  Court  of 
Record.  It  was  an  action  by  Messrs.  Haigh, 
coal  proprietors  at  Todmorden,  to  recover 
damages  for  an  accident  which  occurred  to 
their  horse  while  cressing  the  defendants'  rail- 
way near  Todmorden,  on  a  level  crossing, 
which  the  plaintiffs  alleged  was  not  kept  in 
proper  repair.  It  appeared  that,  on  the  2d  of 
February,  the  plaintiffs'  horse  was  passing  over 
the  crossing  with  an  empty  cart,  when  a  part 
of  its  shoe  got  "fast"  between  the  "sets,"  and, 
consequently,  the  horse  was  thrown  down.  In 
the  attempt  of  the  animal  to  get  up  the  shoe 
was  disengaged,  but  the  horse  was  so  much 
injured,  that  it  was  utterly  unable  to  do  any 
work  afterwards.  The  points  put  to  the  jury 
by  the  plaintiffs  were:  Had  the  plaintiffs  a 
right  to  use  the  road  ?  if  so,  was  the  road  kept 
in  proper  repair?  and,  if  the  road  was  not  in 
proper  state  of  repair,  did  the  plaintiffs  con- 
tribute to  the  accident  by  improperly  shoeing 
the  horse,  and  improperly  managing  it?  The 
plaintiffs,  of  course,  contended  that  they  had 
a  right  to  use  the  road,  that  the  horse  was  pro- 
perly shoed  for  winter,  and  properly  managed, 
and  the  accident  was  attributable  to  the  defec- 
tive state  of  the  road,  for  the  repair  of  which 
defendants  were  liable.  On  behalf  of  the  de- 
fendants it  was  urged  that  the  road  was  in  a 
proper  state  of  repair,  and  that  the  accident 
arose  from  the  peculiar  construction  of  the 
horse's  shoe,  the  prong  and  heels  of  which 
were  so  sharp  that  they  penetrated  between 
the  sets.  If  the  projections  of  the  shoe,  it  was 
contended,  had  been  blunt,  as  was  commonly 
the  case,  the  accident  would  not  have  happen- 
ed. The  defendants  admitted  that,  if  a  ver- 
dict was  found  against  them,  it  would  be  for 
£35,  the  alleged  value  of  the  horse;  upon  which 
the  plaintiffs  agreed  to  forego  the  claim  for  the 
amount  of  the  veterinary  surgeon's  bill.  The 
jury,  after  some  consideration,  found  a  ver- 
dict for  the  plaintiffs  for  £35. — London  Engi- 
neer. 


Buffalo,  Bradford  and  Pittsburgh  Rail- 
road.— We  have  a  very  pleasant  announce- 
ment to  make  to  our  readers — which  is  nothing 
less  than  that  the  entire  line  of  the  Buffalo, 
Bradford  and  Pittsburgh  Railroad,  from  its 
junction  with  the  New  York  and  Erie  Railroad 
to  the  coal  fields  of  McKean  county,  Pa.,  is 
being  put  in  readiness  for  the  iron,  and  that 
the  contractors,  Messrs.  John  S.  King  and 
Edward  L.  Lee,  are  pushing  forward  their 
work  in  the  expectation  of  having  this  portion 
of  the  road  opened  for  traffic  by  the  first  of 
December — only  a  little  beyond  a  month  from 
the  present  time.  By  the  time  that  Winter 
has  fairly  established  his  rigorous  rule,  if 
nothing  happens  to  disappoint  present  antici- 
pations, our  citizens  may  look  for  the  intro- 
duction of  the  Tunnungwant  coal  into  this 
market. 

When  so  much  has  been  accomplished,  with 
the  stimulus  that  has  been  ^re-imparted  to 
enterprise  this  year  by  the  astonishing  revival 
of  business  and  trade  in  all  departments,  it 
seems  reasonable  to  expect  rapid  progress 
hereafter  in  the  work  of  completing  the  long 
talked  of  direct  connection,  by  railroad,  be- 
tween Buffalo  and  the  coal  regions  of  Penn- 
sylvania. Following  that,  in  the  necessary 
order  of  events,  must  begin  a  new  era  in  the 
history  of  Buffalo — the  era  of  manufacturing 
greatness.  More  than  ever  does  this  appear 
the  logical  sequence  of  that  event,  since  the 
fundamental  enterprises  which  have  been 
inaugurated  during  the  past  year.  The  pros- 
pect lends  great  significance  to  the  event 
which  wejannounce,  and  we  can  not  but  con- 
gratulate our  citizens  upon  its  near  approach. 

The  rails  for  the  line  of  road  which  is  near 
completion,  are  from  the  "Bay  State  Iron 
Co.'s  Works,"  and  are  being  delivered  via 
Piermont  and  the  N.  Y.  &  Erie  road.  This 
Company  have  adopted  the  chair  known  as 
"Ransford's  Patent,"  of  Troy.  The  peculiar- 
ity of  this  invention  is  the  jaw  rising  on  the 
outside  of  the  chair  to  a  level  with  the  top  of 
the  rail,  transferring,  in  part,  the  bearing  of 
the  wheel  at  the  joints,  and  securing  in  effect 
the  action  of  a  continuous  rail.  The  preser- 
vation of  the  rails  at  the  joints  is  fully 
attained  by  this  invention. — Buffalo  Express. 


J8@="  Ralph  Farnham,  the  veteran  of  Bunker 
Hill,  who  has  recently  visited  Boston,  causes 
the  following  letter  to  be  written  to  the  papers 
of  that  city: 

Acton,  Me.,  Oct.  23,  1860. 

"I  will  give  you  a  brief  account  of  my  jour- 
ney home.  When  we  arrived  at  Lawrence 
there  was  a  large  crowd  at  the  depot.  They 
requested  me  to  hold  my  hat  out  of  the  win- 
dow, which.  I  did,  when  they  showered  the 
'  needful'  into  it  as  I  never  expected  to  see  in 
my  life;  then,  as  the  train  moved  on,  we 
left  them  amid  such  cheers  as  I  shall  never  for- 
get. 

"At  Dover,  N.  H.,  I  received  a  like  recep- 
tion, and  the  worthy  Mayor  very  kindly  attended 
me  over  to  Great  Falls,  and  presented  me  with 
a  $10  bill. 

"  At  Great  Falls  I  met  with  the  same  demon- 
stration as  at  Lawrence  and  Dover,  and  the 
Ticket  Master  of  the  Great  Falls  Branch 
Railroad  invited  mo  to  a  dinner  that  I  enjoyed 
very  much. 

"After  leaving  Great  Falls,  I  was  received 
with  hearty  cheers  all  the  way  along,  until  I 
arrived  at  Acton.  I  told  them,  when  I  got 
home,  that  'I  had  seen  the  elephant,'  and  was 
very  glad  to  get  back. 

"  I  am  in  good  health,  and  my  friends  think 


I  am  better  than  when  I  started  on  my  jour- 
ney.    I  am  sure  that  I  am  an  well. 

"  I  am  very  grateful  for  the  honor  done  me, 
by  the  invitation  to  visit  Boston,  and  the  many 
attentions  which  I  received  when  there.  I 
remember,  with  special  pleasure,  my  visit  to 
Bunker  Hill,  attended  by  the  Charlestown 
city  authorities,  the  military  and  music;  also, 
the  addresses  delivered  on  that  occasion  by 
the  Mayor  and  Mr.  Frothingham. 

"  I  am  also  greatly  indebted  for  the  liberal 
sums  of  money,  and  the  many  presents  I 
received.  My  thanks,  which  is  all  I  have  to 
offer,  seem  but  a  poor  return  for  so  many 
favors.  I  ought  especially  to  mention  Mm. 
W.  Farnham  Lee,  and  the  company  of  Lan- 
cers, and  Mayor  Dana,  of  Charlestown,  and 
Mr.  Gilmore's  Concert  Band,  for  their  liberal 
presents. 

"Though  I  am  in  ray  105th  year,  I  am  not 
past  all  usefulness;  I  split  my  own  kindling 
wood,  and  build  my  own  fire3.  I  am  the  first 
one  up  in  the  morning,  and  the  first  one  in 
bed  at  night.  I  never  sleep  or  lie  down  in  the 
day  time,  but  rise  at  5  and  retire  at  7,  and 
this  I  continue  summer  and  winter.  I  have 
always  been  temperate,  and  for  over  thirty 
years  past  I  have  not  tasted  a  drop  of  spiritu- 
ous liquors,  or  even  cider.  I  was  never  sick 
in  my  life,  so  as  to  require  the  attendance  of  a 
physician.  About  twenty-five  years  ago  I 
broke  my  thigh  by  falling  on  the  ice,  and  had 
a  surgeon  to  set  it,  but  this  is  the  only  time  a 
doctor  ever  attended  me.  I  live  on  plain 
farmers'  diet,  drink  tea  and  coffee,  and  eat  a 
very  light  supper,  never  eating  meat  after 
dinner.  I  have  no  doubt  it  is  owing  to  these 
abstemious  and  regular  habits,  and  the  avoid- 
ance of  medicine  at  all  little  ailments,  that 
my  life  has  been  so  prolonged.  I  voted  for 
Gen.  Washington  for  President,  and  have 
voted  at  every  Presidential  election  since,  and 
hope  to  vote  at  the  next  election.  This  is  the 
duty  of  every  Christian  freeman. 

"  This  letter,  which  my  grandson  has  writ- 
ten at  my  direction,  I  have  carefully  read  and 
approved,  and  I  sign  it  with  my  own  hand. 
RALPH  FARNHAM." 


ERRORS  IN  ESTIMATING. 

It  is  a  humiliating  thingtohave  to  acknowl- 
edge that,  after  all  the  advances  made  in  sci- 
ence, we  are  not  able  to  determine  accurately, 
beforehand,  and  at  once,  the  strength  of  ma- 
terials required  in  the  parts  of  a  machine,  the 
actual  efficiency  of  the  machine  when  con- 
structed, nor  the  cost  of  its  production,  these 
important  facts  have  to  be  determined  and 
ascertained  by  repeated  trials;  yet  there  is 
hardly  a  new  machine  constructed  but  is  built 
upon  the  supposition  that  they  can  all  be 
guessed  at,  even  without  calculation.  This 
leads  to  continual  disasters  to  inventors. 
Their  machines,  or  apparatus,  are  built  at  once 
full-sized  and  at  ruinous  expense.  If,  then, 
when  the  machines  are  completed,  the  ma- 
chines do  not  fulfill  extravagant  expectations, 
the  inventions  themselves  are  deemed  to  be 
failures  ;  the  inventors  are  cast  off  as  visiona- 
ries, and  capitalists  are  prevented  carrying  to 
perfection  the  inventions,  all  these  evils  are 
by  simple  want  of  prudence.  We  happen  to 
know  of  one  capitalist  who  expended  upon  a 
certain  machine  ten  thousand  dollars.  If  he 
had  expended  one  hundred  dollars  in  having 
a  working  model  made  to  an  exact  scale,  he 
never  would  have  been  led  into  such  ruinous 
loss.  We  know  of  a  massive  machine  now 
built  in  this  city,  which  would  never  have  ta- 
ken the  clumsy^   unwieldy  form  it  now  has,  if 
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a  working  model,  to  a  scale  of  one  inch  to 
the  foot,  had  been  made  beforehand  The 
model  would  probably  have  cost  from  80  to 
120  dollars.  The  now  useless  machine  has 
cost,  we  are  informed,  $12,000.  But  it  is  need- 
less to  multiply  examples — every  man  acquain- 
ted with  the  getting  up  of  a  new  thing,  knows 
that  the  great  source  of  loss  to  inventors  and 
capitalistsis  to  be  found  in  the  errors  incident 
to  estimating  upon  new  constructions. 

The  following  statements  may  be  taken  as 
embodying  the  philosophy  of  models- — working 
models — to  an  exact  scale  : 

The  general  form,  appearance,  and  size  of 
the  finishing  machine  can  be  accuratelyjudged 
of  from  models,  and  from  them  only. 

The  difficulties  incident  to  getting  the  parts 
to  work  and  fit  can  be  all  met  in  the  model, 
so  a.6  to  be  obviated  when  a  full-sized  machine 
is  wanted. 

The  relative  size  and  weight,  and  the  exact 
forms  of  parst,  can  be  determined  satisfacto- 
rily in  a  model,  so  that  the  exact  weight,  size, 
and  shape  of  each  may  be  known  beforehand 
for  the  full-sized  machine. 

The  kind  of  material  desirable  for  each  part 
can  best  be  determined  in  a  model. 

Indeed  10  be  convinced  of  the  reasonable- 
ness and  utility  of  getting  models  made  to  ex- 
act scale,  one  has  only  to  examine  those  made 
by  Schlarbaum  for  various  engineers  in  the 
city,  or  those  in  his  workshop,  and  be  com- 
pletely satisfied  that  they  are  the  only  rational 
guides  for  the  building  of  large  machines. 
Were  it  not  that  it  would  be  invidious  to  men- 
tion names,  we  could  now  point  out  some  men 
starting  on  the  common  ruinous  career  of 
building  the  first  machine  to  full  size  ;  and  we 
could  tell  them  the  result  beforehand,  viz.  : 
they  will  not  succeed  to  perfection  at  the  first 
offer;  their  patrons  will  not  stand  by  them  for 
a  second  or  third  trial,  and  they  will  waste  a 
year  or  two  of  the  prime  of  their  life. 

Making  a  neat,  accurate,  proportional  mod- 
del  would  issue,  for  these  same  men,  almost 
immediately  rewards  for  their  ingenuity. — - 
Practical  Mechanic. 


Length,  Cost,  Business  and  Earnings  of  the 
New  York  and  Pennsylvania  Kailroads. 


Roads  in 
operation. 
State.  Miles. 

New  York 2,027 

Pennsylvania 2,086 


Cost  of  Pas- 
roads  in  senders 
operation.  carried. 
8147,980,403  21  12,13^,059 
150,373,»T6   10  0,607,111 


Over  Peon's. . . 
Over  N.  York. . 


411 


Tonnage. 
State.  Tons. 

New  York 3,859,283 

Penn'a 20,851,102 


$2,392,673  "9 
Receipts 
from  pas- 
sengers. 
87,018,78.5  69 
5,281,861  00 

82,337,574  69 


5,470,918 

Receipts 

frooi 

freight. 

S9.907.216  62 

11,394,455  00 


Over  Penn'a,  

OverN.  York. 16,991,819 

Total  receipts 
Slate.  from  all  snnrces. 

New  York $18,^63,004  58 

Pennsylvania 18,180,604  00 


$1,417,238  38 

Total 

expenses. 

811,089,5511  91 

14,107,444  01) 


Over  Pennsylvania..      8174,400  53 
Over  New  York 


83,017,393  09 

In  the  cost  of  the  several  works,  Pennsylva- 
nia is  $2,392,07:5.79  aehad  of  New  York.  In 
the  passenger  traffic,  seven-eights  of  the  num- 
ber reported  in  Pennsylvania  are  local,  and  the 
same  may  be  said  of  the  tonnage,  of  which 
9,133,348  tons  were  coal,  1,900,864  tons  were 
merchandise,  and  the  balance  iron,  iron  ore 
flour,  lumber,  etc.,  products  of  the  Sttae.  The 
Pennsylvania  Central  being  the  only  line  con- 
nected with  the  West,  but  little  of  what  is 
culled  ''through  freight"  has  been  carried  over 
it. 

Out  of  an  average,  during  the  last  five  years, 
of  772,549  tons,  it  carried  east   14  per  cent., 


west  10}  per  cent.  The  Baltimore  and  Ohio, 
out  of  an  average  of  810,802  tons,  carried  east 
16|  per  cent,  west  7^  per  cent.  The  Erie, 
out  of  864,624  tons  carried  east  20f  per  cent., 
west  7.5-  per  cent.  And  the  N.  Y.  Central  out 
of  776.940  tons,  carried  east  25}  per  cent, 
west  5|  per  cent.  On  the  Erie  Canal,  out  of 
the  average  of  3,804,907  tons,  its  through  ton- 
nage east  was  1,928,613,  west  254,670  tons  in- 
eluding   the  local  traffic. 

The  traffic,  therefore,  on  the  Pennsylvania 
roads  has  hitherto  been  local.  Hereafter, 
when  the  connections  and  the  second  track  is 
complete  on  the  Pennsylvania  Central,  and 
when  the  Sunbury  and  Erie  is  complete  to 
Erie,  and  the  branch  extending  to  Pittsburg, 
the  results  will  be  greater.  Nine  millions  tons 
of  coal  is  an  item  of  some  importance;  and 
when  we  realize  the  fact  that  the  business  in 
pig  metal  was  last  year  over  90,000  tons  grea- 
ter than  the  product  of  all  other  States  togeth- 
er :  that  the  manufacture  of  railroad  iron,  in 
1856,  was 83, S 94  tons,  out  of  141,554  tons  made 
in  the  country;  that  the  anthracite  iron  trade, 
in  1856,  reached  236,160  tons,  in  1857,  281, 
880  tons,  and  that  the  leading  branches  of  in 
dustry  in  $185,000,000  per  annum.  But  the 
State  is  a  "one-horse  team,"  and  as  the  trade 
at  Philadelphia  ten  years  since,  was  moved  by 
7.000  vessels,  and  last  year  32,000,  exclusive 
of  those  required  in  the  movement  of  3,000,000 
tons  through  the  Delaware  and  Raritan  Ca- 
nal, were  required,  we  may  recognize  an  im- 
provement The  organization  of  a  line  of  pro- 
pellers to  bring  over  the  coal  at  a  reduction  of 
50  cents  per  ton,  is  another  of  the  schemes  in 
which  New  York  is  interested.  Fifty  cents  a 
ton  off  4,000,000  tons  consumed  in  the  east- 
ern market,  is  $2,000,000  per  annum — enough 
almost  to  purchase  the  canal  and  make  it  a 
free  channel  to  the  producer.  It  may  also 
indicate  to  our  citizens  that  the  route  of  which 
the  canal  forms  a  part  may  enable  them  to 
reach  and  intercept  the  trade  they  are  about 
to  lose  on  the  north,  and  perhaps  bring  back 
to  our  waters  the  Gaul-way  and  other  lines 
that  have  left  us. — £New  York  Courier  and 
Enquirer. 


The  Illinois  River  Railroad  and  Great 
Western  Railroad  of  Illinois. — The  Illi- 
nois River  Railroad  is  now  open  fcr  travel  be- 
tween Peoria  and  Jacksonville,  and  connects 
at  the  former  city  with  the  Bureau  Valley  Rail- 
road to  a  junction  with  the  Rock  Island  rail- 
way, thus  forming  a  continuous  line  from  Jack- 
sonville to  Chicago.  It  passes  through  Pekin, 
Bath,  Havana,  and  other  flourishing  towns, 
and  when  the  road  now  building  between  St. 
Louis  and  Jacksonville  is  finished  another  di- 
rect route  between  this  city  and  Chicago  will 
be  opened.  These  roads  run  through  some  of 
the  richest  agricultural  lands  of  Illinois,  and 
if  their  trade  can  be  brought  to  our  roads  it 
will  add  materially  to  our  business  interests, 
and  obviate  forever  the  annoyance  caused  by 
low  water  in  the  Illinois  river.  We  couple  the 
Great  Western  Road  with  this  enterprise  be- 
cause of  the  difficulties  that  company  has  had 
to  contend  against  in  obtaining  a  share  of  the 
business  of  our  city.  This  has  been  owing  to 
the  supposed  conflicting  interests  of  the  Chi- 
cago and  Alton  and  the  Terre  Haute,  Alton 
and  St.  Louis  roads  in  the  struggle  for  through 
business.  The  Wabash  Valley  line  has  deliv- 
ered and  received  its  through  freight  for  and 
from  St  Louis  at  Naples,  and  been  dependent 
for  all  rail  facilities  on  the  other  roads  men- 
tioned, hut  by  the  completion  of  the  Jackson- 
ville road  will  have  an  independent  track  to 
work  on.  When  that  is  accomplished,  it  is 
intended  to  work  the  entire  road  from  St.  Lou- 


is to  Toledo,  Ohio,  a  distance  of  466  miles, 
as  a  single  line,  and  in  the  season  of  naviga- 
tion it  is  bound  to  carry  a  large  proportion 
of  the  lake  freights,  and  eventually  reap  a  rich 
harvest  in  return  for  its  enterprise. — {^Missouri 
Democrat. 


Illinois  Central  Railroad. — Through  the 
kindness  of  Mr.  John  C.  Stanton,  we  were 
enabled,  a  few  weeks  past,  to  lay  before  our 
readers,  the  important  fact  that  a  contract  for 
thirty-five  miles  of  iron  had  been  consum- 
mated between  the  Messrs,  Stanton's  and  the 
firm  of  Wood,  Morrell  &  Co.,  of  Philadelphia. 

This  week  we  have  the  further  gratifying 
intelligence  that  two  hundred  tons  of  the  rails, 
weighing  forty-three  ponnds  to  the  yard,  were 
shipped  at  Wood,  Morrell  &  Co.'s  Works,  at 
Johnstown,  Pa.,  on  the  2d  and  3d  inst,  for 
Vincennes.  According  to  the  terms  of  the 
contract,  the  iron  will  be  shipped  from  time  to 
time,  during  the  months  of  October,  Novem- 
ber and  December,  until  the  twenty-five  miles 
are  complete,  when  a  new  contract  may  be 
entered  into,  contingent  however,  upon  a  suit- 
able subscription  upon  the  part  of  counties 
south  of  Wabash.  White  county,  we  are  con- 
fident, is  waiting  only  to  see  the  track  laid  to 
Mount  Carmel.  She  has  done  nobly  in  the 
onset  of  the  enterprise,  and  will  do  all  that 
may  be  reasonably  required  of  her,  when  once 
satisfied  that  she  is  not  wasting  her  energies, 
but  rather  putting  them  to  good  use. 

The  grading  above  St.  Francisville  is  nearly 
completed,  and  the  bridge  is  progressing  rap- 
idly.— Ml.  Carmel  Register. 


Valuable  Marble  Deposit  Discovery. — 
A  few  months  since,  Mr.  J.  H.  Smith,  of  Gal- 
latin in  Columbia  County,  discovered  a  valua- 
ble bed  of  white  marble  in  the  town  of  Salis- 
bury, Conn.,  on  the  line  of  the  Harlam  Rail- 
road. The  vein  has  since  been  opened,  and 
about  twenty  tons  taken  out.  The  supply  ap- 
pears to  be  inexhaustible,  and  the  quality  is 
pronounced  superior  to  the  Rutland  statuary 
marble,  which  has  been  held  in  high  repute 
for  many  years. 


New  Motive  Power. — The  Paris  correspon- 
dent of  the  London  Star  states  that  the  whole 
of  the  scientific  world  is  in  a  state  of  revolu- 
tion at  the  bare  prospect  of  the  success  obtain- 
able by  M.  Lenoir's  new  motivepower,  for 
which  we  have  been  prepared  for  many  months 
past.  The  trial  has  been  made  at  last,  and 
result  has  excited  the'  greatest  interest 
throughout  Paris.  As  usual  in  all  great  dis- 
coveries, that  made  by  M.  Lenoir  is  found  up- 
on the  simplest  fact  in  science,  being  merely 
the  application  upon  a  large  scale  of  one  of 
the  elementary  experiments  of  chemistry — 
that  of  the  synthesis  of  water  in  the  radiome- 
ter. He  has  simply  utilized  the  principle  of 
the  expansion  of  air  when  at  a  lofty  tempera- 
ture, by  means  of  combustion  through  the 
spark  of  induction  of  hydrogen.  The  econo- 
my produced  is  calculated  at  not  less  than  40 
per  cent,  by  the  suppression  of  the  boiler,  the 
chimney  and  the  other  accessaries  hitherto 
used  in  the  construction  of  steam  engines. 
The  machine  itself  offers  a  saving  of  thirty 
per  cent.  Several  engines  varying  from  five 
to  ten  horse  power,  constructed  by  Marinoni, 
have  been  dispatched  to  England  and  Belgi- 
um. M.  Hardouin  has  ordered  one  of  twenty- 
horse  power  for  the  works  hurrying  on  in  the 
Isthmus  of  Suez.  This  new  machine,  which 
seems  to  realize  every  dream  of  inventor  and 
manufaetuer,  by  offering  an  immense  result  of 
power  in  exchange  for  a  merely  nominal  sup- 
ply of  fuel,  is  about  to  be  tried  in  some  of  the 
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French  railways.  Until  then  it  would  be  pre- 
mature to  pronounce  the  assertions  made  by  the 
inventor  and  his  friends  as  the  results  of  proof. 


Our  Railroad. — We  are  gratified  to  inform 
our  readers  that  the  result  of  the  meeting  held 
in  Linden  on  Tuesday  last,  was  a  determina- 
tion of  running  the  road  from  Linden  to 
Cababa.  What  amount  was  reported  to  the 
meeting  we  did  not  learn,  but  a  friend  has 
promised  to  furnish  us  with  all  the  facts  con- 
nected with  the  enterprise,  for  publication.  In 
the  meantime  we  refer  our  readers  to  an  arti- 
cle in  another  column  on  this  subject— -Cahaba 
Slaveholder. 


Kansas  Railroad  Convention". — A  conven- 
tion will  be  held  at  Topeka,  Kansas,  Wednes- 
day, October  17th,  for  the  purpose  of  devising 
a  system  of  Railroad  Land  grants  for  the  Ter- 
ritory, to  be  petitioned  for  at  the  session  of 
Congress. 

The  Wyandotte  Gazette  says: 

No  Railroad  convention  has  been  held  in  the 
Territory  since  its  organization,  which  has  af- 
forded anything  like  so  full  and  lair  an  oppor- 
tunity to  bring  together  and  harmonize  all  our 
conflicting  railroad  interests,  and  adopt  some 
general  plan  to  lay  before  Congress,  as  will  be 
afforded  by  the  proposed  convention  at  Topeka. 
The  people  of  the  entire  Territory  have  had 
ample  and  timely  notice  of  this  meeting,  and 
may,  if  they  will,  be  represented. 

M4S**- 

The  Smith  Locomotive  Head  Light. — We 
noticed,  several  months  since,  the  experiments 
of  our  townsman,  Dr.  Geo.  Hand  Smkh,  with 
a  light  of  his  invention  of  wonderful  power 
and  brilliancy.  This  light,  the  result  of  chem- 
ical combination,  was  placedupon  the  locomo- 
tive "Williuk,"  belonging  to  the  N.  Y.  Cen- 
tral Railroad  Company,  a  year  ago  last  August, 
and  has  since  been  in  use  constantly,  and  its 
use  has  been  fully  and  fairly  demonstrated. 
During  this  time  the  most  careful  and  accu- 
rate tests  have  been  made  with  this  light,  with 
a  view  to  its  utility  and  economy.  The  exper- 
iments were  satisfactory  to  alPwho  witnessed 
their  results.  A  short  time  since  the  "  Wil- 
link"  was  sent  to  Albanj',  and  the  experiments 
were  repeated  there  in  presence  of  the  Direc- 
tors and  officers  of  the  Railroad  Company. 
On  this  occasion  the  fine  print  of  a  newspa- 
per was  read  on  the  track  2,400  feet  distant 
from  the  light.  The  experiments  were  so  sat- 
isfactory that  the  Central  Railroad  Company 
resolved  to  adopt  the  light  for  general  use 
upon  the  locomotives  of  ther  road. — -Rochester 

Union. 

■  ♦  B . 

Fort  Erie  and  Chippewa  Railroad. — This 
enterprise  was  commenced  about  the  first  of 
this  month,  and  since  then  a  hundred  men 
have  been  employed  grading  at  Black  Creek, 
a  point  nearly  half  way  between  the  Fort  and 
Chippewa.  We  understand  that  the  right  of 
way  has  been  secured  on  almost  the  whole  of 
the  line.  The  Company  expect  to  have  the 
road  ready  for  the  iron,  which  has  not  yet  been 
purchased,  about  the  first  of  May,  and  cars 
will  be  put  on  in  time  for  the  summer's  busi- 
ness. Connection,  of  course,  will  be  made 
with  the  Erie  and  Ontario  Road,  which  route 
will  be  rendered  much  more  serviceable  by  the 
line  to  Fort  Erie. 

We  hear  it  hinted,  as  not  impossible,  that 
some  arrangement  may  be  made  by  which  the 
Great  Western  may  use  the  Fort  Erie  and 
Chippewa  Railroad  as  a  means  of  exit  via  this 
city  to  the  East,  and  Buffalo,  New  York  and 
Erie  to  be  the  line  used  in  this  connection. 
This,  however,  is  a  mere  rumor,  as  yet. — Jinj- 
falo   Coarier. 


JtKSf  The  largest  sugar  estate  in  Cuba  con- 
tains 11.100  acres,  employs  8G0  slaves,  and 
turns  out  15,000  boxes  of  sugar.  The  small- 
est number  of  slaves  employed  on  any  estate 
is  300,  and  no  estat:  has  less  than  6,000  acres. 
The  yield  to  each  slave  is  10,000  pounds  of 
sugar.  There  are  2,000  sugar  estates  on  the 
Island. 


RAILROAD  EARNING. 

JLj^The  Receiver  of  the  Cincinnati,  "Wilmington  and 
Zanesville  Railroad  has  filed  with  the  United  8tates  District 
Court  his  Seventeenth  Monthly  Report  of  the  operations  of 
the  road  for  the  month  of  September,  181)11: 

EARNINGS. 

Passengers 88,623  99 

Mail 790  25 

Exptess 460  7> 

Freight 12,443  75 


Total  gross  earnings 

EXPENSES. 


.332,332  74 


Total  ordinary  expenses §15,935  6' 

Extraordinary  expenses 1,050  72 

Capital  account 22  07 


T.Hal  expenses 817,009  00 

Balance  on  hand  September  1st 10,270  4K 

Received  during  September 27,439  50 

343,709  93 

H~xThe  earnings  of  the  Illinois  Central  Railroad  for  the 
third  week  of  October  were: 

Third  week  1300 382,628  20 

Third  week  1859 54,629  00 

Increase 327,8!  9  14 

These  are  the  largest  weeks  earnings  in  the  history  of  the 
Company.  The  grain  movement  has  been  largely  to  Cairo 
and  St   Louis,  to  supply  the  Southern  market. 

]J3=The  earnings  of  the  Galena  and  Chicago  Railroad  the 
third  week  of  October  show  the  following: 

Third  week  1300 $.V7,eiiO 

Third  week  1859 38,301 


In  ere 


$19,559 

Jfj-'The  Michigan  Central  Ra'lroad  earned  the  third  week 
of  October: 

Third  week ,  1300 S70.843 

Thud  week.  1859 49,983 

Gain  (equal  to  42  percent; $20,680 

lO^The  Toledo  and  Wabash  Railroad  earned  the  third 
week  of  October: 

Third  week  KM $28,700 

Thud  week  1859 16,500 


Increase $  (2,200 

I[~J=The  gross  earnings  of  the  Panama  Railroad  Compa- 
ny for  the  months  of  August  and  September,  I860,  were  as 
follows: 

From  passengers S3 1,409  75 

From  freight — merchandise 122,77a  24 

From  freight — treasure 22,607  68 


Total 220,855  67 

It3pWe  learn,  unofficially,  that  the  third  week's  earnings 
in  October,  on  the  Chicago,  Burlington  aud  Quincy  Railroad 
show  a  gain  of  g  17,1:00,  aud  the  Rock  Island  $6,000. 

TJj=The  traffic  of  the  Grand  Trunk  Railway  of  Canada 
for  the  week  ending  the  19th  iust.  was  as  follows: 

Passengers $26,961  50 

Freight 51,387  16 

Mails  and  Express 2,830  09 


Total 970  miles.. 

Week  ending  Oct.  15,  1859 830  miles. 


.$80,914  75 
.    60,032  40 


..820,882  29 


Total  traffic  from  July  1,1860,  to  date $964,063  89 

Total  for  the  same  period  last  year. 713,870  60 

IO=The  Grain  delivered  in  Chicago  on  the  22d,  were  as 
follows: 

bush.      hush.    bush.    hush.    bush. 
Wheat.   Corn.   Oats.     Rye.   B'rly. 

402         

9.302     29,377    5,500        355    

54,737 
4,550 
10,550 
24,095 
18.010 
1,750 


bills. 
Flour. 

Lake 50 

Canal 

G.  &C.  U.  R.R.l,0ti9 
C.  &  R.  1.  R.  R.  1-5 
111.  Central  R.R  31  0 
C.  B.  &  Q.  It  R-  704 
C.  &N.W.  RR.1.553 
C.  A.&.S;.LRR 


(i«2 
5,250 
7,1,09 
3,330 

3,057 


1,189    2,590  3,412 

350     

1,050  9(10 

2,738 

30  700 


500 
382 
346 
200 


Jij^The  Chicago,  Burlington  &  Quincy  Company,  it  is  re- 
ported, have  declared  a  dividend  of  4  per  cent.  The  Com- 
pany will  have  a  fair  surplus  after  paying  the  divided. 

U7j=The  St.  Louis,  Alton  and  Chicago  earned  for  three 
weeks  ending  October  24th: 

Present  week,  This  month, 

from  17lh  to  24th.  to  24th  inst. 

Passengers 811,448  6G  835  270  54 

Freight 17,199  25  50,45183 

Mails  and  Express 858  83  2.576  19 


Total S29.416  74 

Corresponding  period  in  1859..    22,900  11 


Increase  in  1860 36,456  62 


839.397  50 
70.145  83 


819,101  73 


Itlr'The  business  of  the  Illinois  Central  Railroad  Compa- 
ny in  the  land  and  traffic  departments  makes  a  very  favora- 
ble exhibit  as  compared  with  1859.  The  figures  are  as  fol- 
lows: 

The  sales  of  land  in  October,  1859  were 814,f37  00 

To  this  date  this  month 237,200  00 


Increase  of  sales $222,363  CO 

The  cash  collections  for  lands  in  October  1859. .    $55,674  25 
Cash  collections  this  month... 121,000  00 


Increase 304,925  75 

For  the  first  three  weeks  the  traffic  has  been  $227.1132  51, 
against  $169,511  08,  a  gain  of  $57,570  83.    This  showing: 

Sales  of  land $237,200  00 

Cash  collected  for  lands  151,600  (-0 

Traffic— three  weeks 227,(82  51 

] Lj-'The  earnings  of  the  SL  Louis,  Alton  and  Chicago 
Railroad  for  thepresent  monthwere: 

Passengers $10,951  96        $24,827  88 

Freight 18,230  88  33,345  58 

Mail  and  Express 858  83  1,712  36 

Total ...$3(1,04164        $59.890  82 

Corresponding  period  in  1659 23,100  21  47.185  71 


Increasein  1860 $6,881  43       £12,705  11 

JJ-/1 Annexed  is  the  Annual  Report  of  the  Buffalo,  New 
York  and  trie  Railroad,  showing  its  condition  on  the  1st  of 
August; 

FUNDED  DEBT. 

First  Mortgage  Bonds,  7  per  cent,  interest,  due 

in  18i7 $2,000,000 

Second  Mortgage  Bonds,  7  per  cent  interest,  due 

in  1879 360,000 


Total $2,380,010 

or  per  mile,  $10,760  96 
No  arrearages  of  interest. 

FLOATING  DEBT,  AUGUST  1,  I860. 

Bills  payable 8115,527  94 

Payroll 31,921   14 

Other  roads 5,8*9  70 

Individuals 53,553  00 


Total.. 


$206,891  88 


Cash  balance  due  and  material  on  line $91,597  54 

Interest  held  in  other  and  connecting  roads 165,135  72 


Total....  4, 866    122,080    49,290 
Same  day  in'59  6,310     83,844      7,778 


7,781 
5,081 


5,145    7,750 
1,848    7,298 


Total $256,733  26 

Capital  stock  $980,000,  in  shares  of  $100  each. 
Total  cost,  $6,150,000. 

Cost  to  present  Company  $1,150,762.    (September  the  39th, 
1859.) 

First  11  mo's.       SecM  year. 
1859.  1859 

Gross  receipts $474,378  78        $531,249  60 

Gross  expenses 333.48128  368.928  24 

Net  earnings .$141,152  45        $172,821  36 

Third  year,  10  months, 

1859.  Total. 

Gross  receipts $457,463  77  $  1,473,492 

Gross  expenses 275,190  40  97o,T30 


Net  earnings $182,266  78 


8495,758 


JJ^pThe  receipts  of  the  Great  Western  Railway  of  Can- 
ada, for  the  week  endiug  the  19th  of  October,  were  as  fol- 
lows: 

Passengers S24,032  29>i| 

Freight  and  Live  stock 2?  ,332  05 

Mails  and  Sundries 1,658  04  }i 


Total $54,'I22  49 

Corresponding  week  last  year 48.9c5  81 

Increase $5,039  63 

UU^The  following  is  a  statement  of  the  earnings  of  the 
Pottsdam  and  Watertown  Railroad,  (now  owned  by  the  Wa- 
tertown  and  Rome  Rail,  oad,)  for  the  month  of  September,  in 
1659  and  I860: 

Passengers S6.114  03 

Freight 3,912  10 

Mails  and  Miscellaneous 567  79 


Total $10,613  98 


$11,46984 
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MONETARY  AND  COMMERCIAL. 

Banking  continues  to  present  a  moderate  quiet  aspect,  with 
no  very  noticeable  features.  There  19  considerable  money  be- 
ing used  at  the  present  time  in  the  interior,  in  th1,  purchase 
of  hogs,  cattle  and  produce,  which  together  with  the  sort- 
ing that  is  going  on,  renders  currency  a  little  scarce.  No 
difficulty,  however,  is  experienced  in  disposing  of  gilt-edge 
paper  at  fair  rates.  Business  in  general  has  a  quiet  air,  and 
can  not  be  expected  to  assume  a  more  brisk  appearance  un- 
til after  the  excitement  of  the  election  has  fairly  passed 
away;  although  our  merchants  and  manufacturers  have  had 
no  serious  reason  to  complain  of  their  fall  trade.  What  they 
have  done  has  been  on  a  healthy  basis,  and  the  amount  already 
sold  is  perhaps  equal  to  former  years,  but  not  fully  up  to  the 
large  crop  expectations. 

Exchange  is  firm,  with  a  moderate  supply,  kept  up  by 
sorting  freely  and  is  without  any  change  in  rates.  Quota- 
tions are  as  follows: 

Buyin; 

New  York  Sight | 

Philadelphia £ 

Boston ....  1 

Baltimore £ 

New  Orleans £ 

American  Gold 23®30 

The  New  York  stock  market  has  been  undergoing  various 
spasmodic  changes,  produced  by  the  influence  of  the  stock 
and  political  gamblers  that  infest  Wall  street,  and  the  best  of 
securities  have  been  made  to  feel  their  power-  The  closiug 
prices  of  Saturday's  sale  were  as  follows: 

New  York  Central  Railroad.  e0$@£0£;  Erie,  28£©28$; 
Hudson  River, 5t3 )£®S7\  Harlem  Railroad.  I5@<15%;  Har- 
lem Preferred, 3S£©39;  Reading4l$@4J;  Michigan  Central, 
60@G0^£;  Michigan  Southern  and  Northern  Indiana,  15^© 
]j>a;  Michigan  Southern  Preferred,  3b"  i£<&37;  Illinois  Cen- 
tral, 7)}@71g;  Galena  hnd  Chicago  Railroad,  u"8£®'j8£; 
Cleveland  and  Toledo  Railroad,  :i2@:i2i;  Chicago  and  Kock 
Island  Railroad,  <>\!@b'2|}  Chicago,  Burlington  and  Qniucy 
Railroad,  79£@.7(J$. 

The  effects  of  the  gambling  tricks  of  Wall  streetbears  and 
political  panic  makers,  is  shown  by  the  following  table  of 
comparative  prices  of  leading  stocks,  in  the  intrinsic  value 
of  which  there  has  been  no  change  whatever  except  for  the 
better: 


prem 

i®k 

prem 

prem 

£®4 

prem 

prem 

i<Bh 

prem 

prem 

§©£ 

prem 

dis. 

par 

prem 

2-5 

prem 

Oct.  13, 
N.  Y.  Central... 89| 

Erie 39£ 

Hudson 63J 

Harlem ...21* 

Harlem  Pref....5U 

Mich.  Cent GHi 

Mich  South Slf 

Mich.  Guar 43£ 


Oct.  27 
80* 
27J 
66? 

38£ 
59£ 
15 
35 


Oct.  13,    Oct.  28 


Panama 126 

Reading 47$ 

Illinois  Central..  84ar 

Galena 17 

Toledo 46 

Rock  Island....   73>£ 
Chicago, Burling- 
ton &l  Quincy.  88$ 


J21 
41 
70J 
67* 
3U 
614 

79£ 


Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
havebeen  made  during  the  past  week  iu  this  city  at  the  fol- 
lowing rates: 

BONDS. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  6  per 
cent . , 86 

Covington  &  Lexington  R.  R.  First  Mortgage 
Bonds,  7  per  cent 85 

Covington  and  Lexington  R.  R  Co.  first  Mort- 
gage Bonds,  11  per  cent 76 

Covington  &.  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent 79 

Indianapolis  &c  Cincinnati  R.  R.  First  Mort- 
gage Bonds  7  per  cent » 85 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds 84 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Third 
Mortgage  Bonds,  7  percent 70 

Cincinnati,  Hamilton  &  Dayton  R.R.  Co.,  First 
Mortgage,  7  per  cent.  Bonds 100 

Cincinnati,  Hamilton  Sc  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds,  7  per  cent 86 

Ohio  and  Mississippi  Railroad,  Construction 
Bonds, 7  percent 13 

Indiana  Central  R.  R.  Co.,  First  Mortgage 
Bonds,  7  per  cent 85 

Indiana  Central  R.  R.  Co.,  Second  Mortgage 
Bonds.  10  per  cent 87 J 

Dayton  Sc  Michigan  11.  R.  Co.,  endorsed  Mort- 
gage 81,7  per  cent 75 

City  of  Cincinnati,  Municipal  Bonds,  6  per 
cent ■ 95@96 

City  of  Cincinnati,  Railroad  Bonds,  6  per  cent.  86 

City  of  Cincinnati,  Wharf  Bonds,  6  per  cent..  85 

STOCKS. 

Cincinnati,  Hamilton  At  Dayton  R.R 75 

Little  Miami  K.  II f-9 

Columbus  &.  Xenia  R.  R 88 

Indianapolis  &  Cincinnati  R.R 49 

Ohio  Sc  Mississippi  R.R H 

Farmer's  Bank  of  Kentucky, 127 

Northern  Bank  of  Kentucky 130 

Ohio  Life  Insurance  &  Trust  Co. 'a  Certificates.  7J- 
Ohio  Sc  Mississippi,  Trustees  Scrip 15 

JIT^The  October  earnings  of  Milwaukee  and  Mississippi 
Railroad  promise  to  reach  $1G5,QU0,  which  is  nearly  double 
those  of  October,  1859. 


UTT'The  Cleveland  and  Toledo  road  1 
the  third  week  of  October. 


ive3  a  gain  of  $2,000 


American  Securities  in  Europe. — Messrs.  D.  Bell,  Son 
&  Co.,  of  London,  report  as  follows: 

The  market  for  American  Securities  remains  without  change 
of  importance.  Thepast  week  has  not  been  one  of  very  ac- 
tive business,  but  the  market  ("more  particularly  for  State 
stocks)  is  steady  and  prices  firm. 

American  Railways,  Sec.  Closing  Price. 

United  States  6  $>  cent.  1868 98  ©  09 

United  States  5  per  cent.  1874 93i©  9(i 

Kentucky  6  percent.  1868-72 92  @  94 

Maryland 5  $  centBonds, !>3  ©  95 

Massachusetts  5  per  cent     100  @IU2 

Mississippi  Union  Bank,  5  per  cent 12  @  14 

Pennsylvania  5  per  cent 85  ©  87 

Pennsylvania  5 per  cent.,  1877 88  @  89 

South  Carolina  5  per  cent.,  1SGG 80  @  88 

Tennessee 6  per  cent,  divers 80  @  82 

VirginiaO  £>  cent  Bonds,  I8f(i 82  ©  *3 

Virginia  5  E>  cent.  Bonds,  1888 So  @  82 

Illinois  Central  7  $  cent.  1875 87  ©  89 

Illinois  Central  G   £>  cent.  1875 87  ©  89 

Illinois  Central  shares ■ dis.  19  ©  18 

Michigan  Central  8  $  cent.  18G9 91  ©  93 

Michigan  Central  shares - 02  @  64 

New  York  Central   6   $>  cent.  1883 89  ©  91) 

New   York    Central   7   per  cent.,  1864 91  ©  95 

New  York  Central  shares HI   ©83 

New  York  and  Erie  7  per  cent.,  18G7 93  @  95 

New  York  and  Krie  7  £>  cent,  1859 89  @.  91 

New  York  and  Erie  7  $>  cent  1883 ex.  82  @  84 

New  York  and  Erie  shares 40  ©  41 

Panama  7  per  cent.  First  Mortgage,  I860 101  ©103 

Panama7  $>  cent  Secend  Mortgage 99  ©101 

Pennsylvania  Central 6  per  cent 90  ©  91 

Jl^The  earnings  of  the  Eaton  and  Hamilton  Railroad  for 
September,  were: 

1860 $14, P00 

1859 11,5011 


Increase. 


$3',300 

TCr"The  annual  report  of  the   Hartford,  Providence  and 
Fishkill  Railroad  shows: 

Receipts  for  the  past  year $305,377 

Expenses 2I>3,2~6 

Net  earnings 5102,051 

HTFThe  earnings  of  the  Galena  and  Chicago  Union  Rail- 
road, for  tne  weeek  ending  October  22d,  were  as  follows: 
1859.  I860. 

Freight $28,263  86        $48,423  36        $20,159  50  inc. 

Passengers...      6.912  64  8,190  64  726  00  Dee. 

Mails,  &c...      1,125  CO  1,250  00  125  00  Inc. 


Total. 


.$38,301  50        *5?,800  90        $19,558  50  Inc. 


THE    GLOBE, 

THE    OFFICIAL 

PAPER  OF  CONGRESS. 


I  PUBLISH  NOW  MY  ANNUAL  PROSPECTUS  OF 

THE  DAILY  GLOBE, 

— AND— 

THE  CONGRESSIONAL  GLOBE  AND  APPENDIX, 

1^0  REMIND  SUBSCRIBERS,  AND  INFORM  THOSE 
who  may  desire  to  subscribe. that  Congress  will  meet  on 
the  first  Monday  of  next  December,  when  I  shall  resume 
publishing  the  above  named  papers.  They  have  been  pub- 
lished so  long,  that  most  public  men  know  their  character, 
and  therefore  I  deen,  it  needless  to  give  a  minute  account  of 
the  kind  of  matter  they  will  contain. 

The  Daily  Globe  will  contain  a  report  of  the  Debates  in 
both  brunches  of  Congress  as  taken  down  by  reporters,  equal, 
at  least,  tu  any  corps  of  short-hond  writers  in  this,  or  in  any 
other  country.  A  majority  of  them  will,  each,  be  able  to 
report,  verbatim,  ten  thousand  words  an  hour,  while  the 
average  number  of  words  spoken  rarely  exceeds  seven  thou- 
sand five  hundred  words  an  hour.  When  the  debates  of  a 
day  do  not  make  more  than  forty  five  columns,  they  will  ap- 
pear in  The  Daily  Globe  of  the  next  morning,  which  will 
contain,  also,  the  news  of  the  day,  together  with  such  edito- 
rial articles  as  may  be  suggested  by  passing  events. 

The  Congressional  Globe  and  Appendix  will  contain 
a  report  of  all  the  Debates  in  Congress,  revised  by  the  speak- 
ers, the  Messages  of  the  President  of  the  United  States,  the 
Annual  Reports  of  the  Heads  of  the  Executive  Departments, 
the  Laws  passed  during  the  session,  and  copious  indexes  to 
all.  They  will  be  printed  on  a  double  royal  sheet,  in  book 
form,  royal  quarto  size,  each  number  containing  sixteen 
pages.  The  whole  will  make,  it  is  believed,  at  least '2,000 
pages.  This  acknowledged  to  be  the  cheapest  work  ever 
sold  in  any  country,  whether  a  reprint  or  printed  from  man- 
uscript copy,  taking  for  (lata  the  average  number  of  words 
it  contains. 

The  coming  session  will,  without  doubt,  be  an  unusually 
interesting  one,  because  the  debates  will  in  a  great  measure, 
be  upon  the  policy  of  the  President  elect,  and  The  Globe  will 


be,  as  it  has  always  been  for  many  years  past,  the  only  sourco 
from  which  full  debates  of  Congress  can  be  obtained. 

The  Congressional  Glohe  and  Appendix  pass  free  through 
the  mails  of  the  United  States,  as  will  be  seen  by  reading  the 
following  Joint  Resolution  passed  by  Congress  the  6th  of 
August,  I£52: 

Joint  Resolution  providing  for  the  distribution  of  tha 

Laics  of  Congress  and  the  Debates  thereon. 

With  a  view  to  the  cheap  circulation  of  the  laws  of  Con- 
gress and  the  debates  contributing  to  the  true  interpretation 
thereof,  and  to  make  free  the  communication  between  the 
representative  and  constituent  bodies: 

Be  it  resolved  by  the  Senate  aud  House  of  Representatives 
of  the  United  States  of  America  in  Congress  assembled,  That 
from  and  after  the  present  session  of  Congress,  the  Congress- 
ional Globe  and  Appendix,  which  contain  the  laws  and  the 
debates  thereon,  shall  pass  free  throngh  the  mails  so  long  as 
the  same  shall  be  published  by  order  of  Congress:  Provided, 
That  nothing  herein  shall  be  construed  to  authorize  the  cir- 
culation of  the  Daily  Globe  free  of  postage. 

Approved,  August  0th,  1852. 

TERMS. 

For  a  copy  of  The  Daily  Globe,  for  four  months $3  00 

Fur  one  copy  of  the  Congressional  Globe  and  Appen- 
dix, during  the  Session 3  00 

For  two  copies  of  the  Congressional  Globe  and  Appen- 
dix, when  ordered  at  the  same  time 5  00 


No  attention  will  be  paid  to  any  order  unless  the  money 
accompany  it. 

Bank  notes,  current  in  the  section  of  the  country  where  a 
subscriber  resides,  will  be  received  at  par      The  whole  or  any 
part  of  a  subscription   may  be  remitted   in  postage  st  imps, 
which  is  preferable  to  any  currency,  except  gold  or  silver. 
JOHN  C.  RIVES. 

Washington,  Oct.  18th,  1800. 

PROPOSALS. 

Office  of  the  Mobile  and  Ohio  11.  R.  Co.) 
Mobile,  Sept.  8th,  1800.) 

PROPOSALS,  addressed  to  the  undersigned,  will  be 
received  until  the  20th  October  next,  for  furnishing 
First  Class  Sleeping  Cars  for  the  Through  Trains  on  this 
Road. 

The  proposals  must  state  the  name  of  the  Patent  under 
which  the  cars  will  be  constructed,  the  time  tht^y  can  be 
delivered,  and  the  price  at  which  the  Company  can  purchase 
them — including  the  patent  right  to  use  the  same — at  the 
expiration  of  one  or  two  years  after  date  of  deliver  on  the 
Road, 

L.  J.FLEMING, 
Chief  Eng.&GenH  Supt. 
Sept.  20,  td 

•Ajpxrxl  IB,  I860, 

Cincinnati,  Hamilton    and  Dayton 


SIX    DAILY    TRAINS 

LEAVE    THE    SIXTH    STREET  DEPOT 
(Sundays  Excepted). 

All  Trains  run  by  Columbus  Time,  which  is  Ssveh 
Minutes  FASTaR  than  Cincinnati  Time. 

THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN    CITIES. 

6  A.  M.— EXPRESS  TRAIN- For  Hamilton, 
Richmond,  Indianapolis,  Logansport.  Day  ten,  Springfield, 
Urbana  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

8  A.  M.— ACCOMMODATION  TKAI1V- 
ForHaamilton  and  all  w&y  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.— COLUMBUS  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  New  York,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2.30  P.  M.  TRAIN— For  Dayton,  Springfield,  Ur- 
bana and  Bellefuntaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.5O  P.M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

O  P.  M.  EXPRESS  TRAIN— For  Dayton, 
Springfield,  Urbana  and  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

JO^  For  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:—  No.  IfiO    Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  betweent 
Post  Office  and  the  Burnet  House ;  or  at  the  Sixth    t 
Depot. 

D.  McLAREN,  Superintendent* 
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APPLEGATE  &  CO., 

APPLEGATU   &  CO.,  Book - 
fibtlord,   Stationers  and    Illank-buok 
Manufacturers,  43  Main    Street,  Cincin- 
nati, invito  the  attention   of  Booksellers, 
Country  mercli  aula,  Teachers, 

and   others    to  our  varied  and 

extensive  stock  of  School,  Chissl- 

cal, Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blank -books,    Stationery,    etc.,  etc.; 
which,  from  our   numerous  and  favora- 
ble  arrange  merits   with   the 
leading  publish  crs,  as  well  aa 
tlie  p  i'i n  cipal                 m  a n  u  la c  t  urera 
and   importers              of  Paper  and  Sta- 
tionery,  we  can  offer  superior   induce- 
ments to    purchasers.       We  respectfully 
solicit  a  comparison  of  stock  and  prices 
with  any   other  house    in  the  West. 

Our   Stock   of    Stationery 

is  very  complete,     embracing 

in  part   all   the    varieties    o  f  Cap, 

Let  tor,   Packet,    Commercial,    Bath 

and  Note  papers,  together  with  Blotting, 


Tissue,  Drawing, 
and  Tea  w  rap- 
hoards,  E  n  v  el- 
Pen  s,  Penhold- 
rac  k  s,  Copying 
Books,  Ink  and 
suroD,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


Envelope,  Manilla 
ping;  Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 
preBses,  and 
Inkstands  ;  Era- 
wax,  Wafers, 
Banker's   cases, 

head   boxes,  En- 


velope and    Card  cases,  Cash    and    Post 

Office  boxes,  Rulers,  Letter  scales,  Clips, 

Weights,  and  Files  ;  Bate  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

STATIONERS, 

To  our  Blank    Books   we 
especially    call    attention,    ns 
they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  and 
all  neatly  paged,  including  all  sizes,  from 
the    small  memo-  ramhtm    book  to 

the  large  Super  Royal  and  Impe- 

rial Ledger,  and  bound  in  a  great 

variety  of  styles  and  of  superior 

wo  rk  m  a  nship.  Books,  made    to 

order  of  any  do-  sired  pattern, 

■with   or  without  printed  headings 

and  warranted  to  give    satisfaction 

in  quality  of  pa-  per,    accuracy   of 

ruling    and   durability  of  binding;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.    We  challenge  a  compa- 
rison with  any  other  house. 

Blank    Book    Manufacturers, 


Wo  are   prepared   to 

Print  and  Bind  books 

tion  and  in  any  style 

sired,  a:  rates  as  low 

quality  of  work 

c  u  t  e  d  iu  this 

where.     Our 

executing  these 


Stereotype,, 
of  any  descrip- 
that  may  be  do- 
as  t  ho   sama 

can  be  ese- 
city  or  else- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style   and  on      short  notice. 


Merchants   and 
'*     Bills  of  Lading, 

Railroad    a  n  d 
Cards,  Circulars,  or 
tion  of  printing,  will 
that  we  do  such  -obs 
despatch.    Orders  re- 


others  wishing 
Bill     Heads, 

Bray  receipts,  fj, 
any  other  descrip- 
please  bear  in  mind 
with  neatness  atvi 
spectfully  solicited- 


PUBLISHERS, 

■||rai  sno.viSo;  (p:oii\       hi  o^\ 
•essopl  oj  [ivj  iou  uuo  p»u  ajo     piuioa 

TJOOJS    JUO    OipjUI   'jt^SUUA  bSOJpUO    Lit  AJ8 

-UOIJV4S  puu  sirnog  puu  'uoijipuoo  /aOA9 
05  pojins  si[ooa  'ejii^uoAp-o 

puu  baijiujuu  }o  6^003 

■eAi}Otu;sui  piruSutsnmu  siroog; 
£p[o  pux*  avou  'si[ooi[  'nunjs  puua3ju[ 
's^ooa  mjAi  jomosoj  'asaqx    '^0  l'W 
'auuudo     s^uopog    'jojuurpr    s.qq^AV 
*9Duaps    xmpiuiDjj    'Ri'apuo'j^    pa.iong 
jo  upjqo  'Jojwjoadg   'euqdaso'f  'sqajI 
s^Ljaumia  'ajo^sijj  juapuy  s^aH 

•I  O  21  'SH-IO  AA.  8,^01(1*8911 

■iijuora  -tuoo   (Sola's  i  0 

•sati   qaiijA\   'inaatrao.nl  ujom  aqi  jo  uoi^ 
-Bjjtutma  iiw  uwqj  ojolu  ojiubfu  01  'luoui 
flcoqiiiq      eqi  m  s^joai  su  uaiou^  \\at\. 
ooj  qjlv         suoijvji  jq  n  d  UAiO  iuq 

43  JUA1W  STK£LX  CIIV. 


ANDERSON,  GATES  k  WIUGE1T, 

STATIONERS,  BOOKSELLERS, 

— 'a  no- 
Blank  Book  Manufacturers, 

No.  112  MAIN  STREET, 

East  Side,  between  Third  and  Fourth  Streets, 

KEEP  constantly  on  fcai.il  a  large  and  well  selected 
assortment  ofeverything  in  their  line  whictithey 
Oder  on  favorable  terms. 

RAIUilUP   AND   OTHER  BLANKS, 
Printed  to  order  in  the  best  manner. 

Ruling  done  to  order,  of  any  Pattern. 

Blank  Books  of  every  descpiption,  with  or  without 
orinted  headings,  got  up  on  short  notice. 

ANDERSON,  GATES  6c   WRIGHT, 
(Successors  to  Jacob  Ernst, 
112,   Main  Street,  Cincinnia 

A.  BRIDGES  &  CO. 

Manufacturers  and  Dealers  In 

RAILROAD  AND  CAR  FINDINGS 

— AND — 

OVE  -A-  O  IEX I  JNT  33  2=t  "5T, 

Of  Every  DK6ciuprioN. 

No.  6<L  COURTLANDT  STREET 
NEW  YORK. 

Albert  Bridges.  Joel  C.  Lane. 

S.  C.  THOMSON  &  CO 

MANUFACTURERS  OF 

Messrs  i?  a  id  &©®ra- 

For  Railroad  Switches, Merchandise  Cars 
tores, Cemeteries. Iron  Safes, &.C., 
Cor .  Railroad  Avenue  and  Marke  tat. , 
1  n2j  NEWARK. N   J. 

D.    M.     CARHART, 

TURN-TABLE  BUILDER. 

THE  superiority  of  the  undersigned's  method   of  turn 
ing  locomotive  engines  of  the  largest  dimensions  by 
a  patent  and  **materiar*improved  method,  has  been  es- 
•   blishedbeyond  a  precedent.    From  the  fact  of  a  long 
ftrsonal  practice,  and  by  experience,  have  spared  nei- 
"io  r  pains  or  expense  in  improving  them,  when  eve  rth  at 
experience  has  proved  them  in  any  particular  deficient, 
my  tables  are  capable  ol  being  turned,  with  an  engine 
and  tender,  by  one  man,  in  less  time  than   any  other 
uilder's. 
For  plans,  or  reference  from  fifty-eigh'  different  rail- 
oaas  in  the  United  States  and  Canadas,  please  address, 
Respectfully  Yours, 

D.  M.  CARHART, 
oct29-6m  Box  183  l  Cleveland,  Ob'o. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.Y 
'THESE  WORKS  HAVING  BEEN  ENLARGED  anci 

1    improved,  ard  having  received  extensive  addition* 
to  tneir  tools  and    machinery,  are  prepared  to  receive 

nd  execute  ordei a  for 

AND  TENDERS,  AND 
RAILROAD  MACHINERY 

'ene.ally,  with  the  utmost  promptness  and  despatch 
uul  in  the  best  style. 
The  above  works  being  located  on  the  New  York  Ccr 
q  I  Railroad,  near  the  center  of  the  state,  possess  su 
nerioi  facilities  for  forwarding  the  i  work  to  any  part o I 
he  country,  without  delay. 

JOHN  ELLIS,  A^eiBt. 

WAXTElt   TOcQliEEIN     Siip't.  Auifi.ly 

PROCLAMATION.— I,  "William  Dennison,  Governor  of 
the  State  of  Ohio,  do  hereby  notify  the  qualified  Elec- 
tors of  the  State  of  Ohio  to  assemble  in  their  respective 
Townships  and  Wards,  at  the  usual  places  of  holding  elec- 
tions, on  TUESDAY,  being  the  sixth  d;iy  of  November,  A. 
D  .  lSGii,  and  then  and  there  to  proceed,  as  the  law  directs 
to  elect  twenty-three  Electors  of  President  and  Vice  Presi- 
dent of  the  United  States,  in  pursuance  of  the  Constitution 
and  laws  of  the  United  States,  and  of  this  State- 
In  testimony  whereof  I  have  hereunto  set  my  hand,  and 
caused  the  Great  Seal  of  the  Suite  of  Ohio,  to  he  affixed,  at 

Columbus,  this  seventeenth  day  of  September, 

;  seal.  *    in  the  yea*  of  our  Lord,  one  thousand  eight 

hundred  and  sixty,  and  of  the  Independence 

of  tbe  United  States  the  eighty-fifth.      l>y  the  Governor 
WILLIAM  DENNISON. 


PROSSEES'   PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUBULAR  BOILER  MAKERS 

AXD 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  fcc,  screwed  or  coupled  together, 
iu  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 
PABIS'S  PATENT  GLASS  EXAMELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED   STEEL   TUBES. 

THOS.  PEOSSER  &  SON, 

28  Piatt  Street,  New  York. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 


is.-^:e:e,:r.c>^i>s. 


On  and  after  MONDAY,  Jane  11,1860,  Trains  will  de- 
part as  follows : 

C:t!(J  A.  M.  Express — from  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport.  Dayton,  Greenville,  Union  &c. 

7:3U  A.  M.  Express. — From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  :ind  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  SteubeDville  and  Pittsburg;  via 
Columbus,  Bellair  and  Benwood;  and  via  Columbus,  rieliah" 
and   Pittsburgh;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  wilb  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney.  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:110  A.  M-  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbana  and  Belle- 
fontnine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
ilton  for  Oxford,  &c. 

4:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

U:'!0P.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:til)  P.  M-  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot — For  Dayton.  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond.  Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  ^Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus.  Bellair  and  Benwood(  and  via 
Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  nouse  ;  No.  1  Buri.et  House;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time. 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices. 
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Patent  Portable  Forge  and  Bellows. 

THESE  FORGES  are  superior  to  all  ntihinfav  build 
ers  of  railroads,  mines,  quarries,  gunsmith*),  Iock- 
Bmilhs,  machine  shops,  hoiler  makers,  0'as  fillers  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  he  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  fie 
cylinder,  under  the  fire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  tothefiue 
by  a  pipe. 

Railroad  companies  and  others  in  want  of  Portable 
orj,es  willaddress  VV.G-.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEi»"-3R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:4?  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M— TERRE  HAUTE  AND  APAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:5(1  P.  M. 

0.00  P.  M.-CIIICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.  51. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  ran  through  to  Chicago  without  change  of 
cars. 


^flCs"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawreneeburg  &  Indianapolis* 

03- FARE  THE  SAME  and  TIME  SHORTER  thau  by 
any  other  route. 

Baggage  checked  through" 

THROUG11  TICKETS, 
Good  until  us^d.  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  I  Burnet  House,  Corner;  at  the  Wal- 
nut Street  nouse,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

H.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 
FE.uA.XXjX?  o  .a.  d  . 

Two  daily  trains.  atG  A.  M  .!ind  6  P.  M.,from  Little  Mi- 
ami Depot,  East  Front  Street.  "Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive  tCincinnati  at  8  A.M.  and 
4.40  P.  M. 

Through  and  Local  Tickets        sale    t  Depot  Ticket 

Offices  of  Little  Miami  Road. 

V  OND         elver 


EAILROAB  IRON. 

THE  undersigned.  Agents  for  the  Manufacturers,  are 
prepared  3  contract  to  deliver  free  on  board,  at 
shipping  p attain  England  ,  or  at  porta  of  dischaarge  in 
theUnitecStiites.RailsofsupeTioi  quality, and  of  weight 
ofpatterc    tmay  ne  required. 

VORE, LIVINGSTON  &  CO. 
New  York,  Ap3, 185fi.  9  South  Wlliam  Street 

T.  F.  RAJ 

Mathematical   Instrument  Makers 

o.G7       est  6t Ha  St.  bet  Wa  nut  3c  Viae 

CINCINNATI  O 

GREA T  NA TIONAL  BO  UTE  TO 


BALTIMORE,  PHILADKPIIIA,  NEW  YORK  &  BOSTON 
And  only  ESoad  to  Washington  City* 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Pbiladel 
phia.  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SlKEPINGCARS  attached  to  at.lntohttraixs. 

Tickets  good  until  used,  with  the  privilege  of  slopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or. information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Do table  track; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger,  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

TJT?3  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH.  Matter  Transportation*  B.  <£  O.  R.  R. 

J.  II.  SULLIVAN,   Oen.  West.  A$t.,  B.ty  O  H.  R. 
L.  M.  COLE.  Gen.   Ticket  Jlstt.*   /?.  ,«f  O.R.It. 
H.  J.  .TEWF.TT.  Pves't  0.  0.  R.  li. 
J.  W.  BROWN.  Oen.  Ticket  Jigi..,  O.  0.  R.  II. 


G.    W.    MORRILL, 


G.    B.    BOWERS 


MORKILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description, 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  he  of  th 
bestqualily  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  that 
no  pains  will  be  spared  to  give'  entire  satisfaction  it. 
al   asee  C 


'? 


IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7  icches  outside  diameter,  cut  to  definite  length 
as  required . 
\\  BIOTTCS HT  IRON   WELDED   TUBES, 
From  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T*s,L*s,  Stops,  Valves,  Flanges, etc.,  etc 
Warehouse,  209  South  Third  St., 
PHILADELPHIA*  |».ug 

STKPnCN  MORRIS,  Ol  Afl.  WHKELKft.  JR, 

TUQfl.  T  TASK  Ell,  JR.;  B.  P,  M    Ti~JKKlL 


For 


L  HARVS¥rS  SAFETY  JOINT 

Coupling    the    Ends    of   "  T       Bail 
°  PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Bail.  Fig-  1  is  a 
view  of  outside  plaieC,  whn  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  race 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails- 
This  plate  may  be  of  such  form  as  to^  fill  up  the  recess  in 
tfce  side  of  the  rail,  between  the  head  and  base,  or  only  to 
hear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  bist  men- 
tioned form  is  theoue  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  the  chair,  as  shown 
inFig.3. 


Fir.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  protect 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  At.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  ihe  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also, in 
part,  tocenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  ar« 
driven  through  them,  and  corresponding' vertical  slntsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by- 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner",  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  I).  in  which  re- 
cesses nreprovided  fr-r  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  theirplace. 

The  plates  C   and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi 
ble  manner,  so  that  neither  can  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  * 
her  can  move  without  the  other. 


Anothergreatadvantageis,  the  allowance  which  is  made 
Snr  expansion  and  contraction  between  the  tongues  and 
slot:  :n  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  offthe  other,  in  such  a  man- 
ner that  there  is  no   particular  strain  on   any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  "yith  the  breaking  of  rails,  whee 
and  axles,  preventing  the  loss  of  life  and  destruction 
property,  and  saving  at  iajiat  fifty  per  cent,  on  the  wea 
the  rolling  stock  of  the  road. 

W.    HARVEY,   IKVENTOK    AND  PATENT* 

41  Jefferaon-btreet,  Albany, 
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GEO.    H.   KNIGHT 


&.    BROTHER. 

Patent  Attorneys, 

IV,  E    Cornier  Vine  &  41S1. 


Railroad  Car  Grease, 


Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  nse.     Manufactured  by 

TAW  &  BEERS  Philadelphia, 

Ju.24.  6m. 


«f.  G.  LOEDELL.        H.  S.  M'COMBS. 


I>.  P.  BUSH. 


Wilmington  -------  Ocluwarc 

MANUFACTURERS  OF 


For  E.K.  Cars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    R   THEIE 

CEEEiilATBC    WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  ESTTESS 
To    Hammered   or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


«r>  a 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

■      CONTAINING 
A  Complete  List  of  Past-Offices  in.  the  United   States 
\  and  Territories, arranged  by  Bates  and  Counties;  A 

Complete  List  of  all  Distributing  Post-Offices;  Pates 
I  of  foreign  and  Domestic  Letter  Postage ;  Pales  of 
;  Printed  Matter,  Transient  and  Regular ;   Abstract 

of  the  Laws  and  Regulations  of  the  Post-Office  De- 
t  partment,  <£c,  i£c, 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Coasts. 

KEAD  THE   FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  ]t?59.     t 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnatiP.  0.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of  the    Western,   North -Western,  and 
(tilth-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &c.,far  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  2$ew  Offices^  Changes  and 
Regulations  of  the  Department,  the  informationis  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Odserve,  That  this  list  is  arranged  by  States  and  Coun 
*e«,  making  it  especially  valuable  to  business  men.  No 
similar  aiTaugement  has  been  published  since  1856.  There 
are  3000  more  offices  in  this  thai  in  any  book  heretofore 
issued.  TJie  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

ILr  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cent3  in  Silver  or 
Postage  Stamps      Five  Copies  sent  for  $1.00,  or  Twelve 


Copies  for  £2.00 
Address 

.tf  V 


c.s.  williiams: 

194  Waln»t  Street, 
Q;pc''r9%'.i)CLi0t 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 

W1VL    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH   OFFICES: 


Louisville,  KyM 
Lafayette,  lnd., 

Indianapolis,  lnd., 


Columbus,  0., 
Dayton,  0., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine. with 
importantimproveraents.  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style*  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Hollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
roth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesl  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICf^Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehl".  WM.  SUMNER  &  CO. 


WROUGHT   IRON 

ARCH  BRIDGES 

— AND~ 

Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street.  Cincinnati,  Ohio. 

Sot.  2.  MOSELEY  &  CO. 


JAMES  FOSTER,  Jr.  &  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W.COKNEK  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  or  all  Kinds,  Uarome* 
ers,  Thernlomoters,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Kepairing  attended  to, 

.  TWITCEELL,  JAMES  FOSTER,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  M0REELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4.m.6. 

'  FREEDOM  IRON  COMPANY, 

MAXtTFACTUTEKS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pnmp  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all   Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  coJd-blast  char* 
coal  Pig  Iron,  refined  with  Charcoal  in  the  old-fashioDed 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  Janett. 

New  Time  Table 


HEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp  •■  J  00  a.m. 

Mail O.iUa.m. 

New  York  Exp.  .]1. 15  a.  m. 

Night  Exp 5.06  p.m. 

Utica  Accom'n..  6till  p.m.   Ar 

N.  Y.Mail 11.15p.m. 

Leave  Buffalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.60  a.  m. 

Mail 

Cleveland  Exp..  6.0n  p.  m. 
Cincinnati  Exp.  11.011  p.  m. 
UticaAccom'n.. 


Arr.  Buffalo. 

"OOP.  M. 

12.50  a.  M. 

9.00  p.  M 

4.00  A.  M. 

TJ.  10.O0P.M 

in.O'  i.  m. 

Leave  Bridge. 
5.15  a.  m. 
8.00  A.  M. 


6.00  p.  m. 

11.00  P.  M 


Arr.  S.  Br. 
7  00  p.  M. 

9.00  p.  B. 
4.00  a.  M 

10.00  a,  M 
Ar.  A  Ib'y 
3.30  p.  m 
8.00  p. M 
2.30  p.  M 
4.-1U  a.  M 
8.30  a.  K 

IO.OOa. 


CINCINNATI 

LOCOMOTIVE  WORKS, 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efriciencj  and  durability  to  the  Des>Easte 
manufacture.  Also,  Shaping  and  Slotting  i\ia chines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
forgingand  casting  do  neat  short  notice.  Also,  bo  Its  fo 
bridgetcu    withdispatch. 

b  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State,  is  under  the  superintendence  ol  Col.  E.  W, 
IVIOKGAlV9  a  distinguished  graduate  oi  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  laugh  tin  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,   Ma 
chines, Construction,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accompaniedby  daily  and 
regulated  exercise. 

Schools   of    Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studiesto  sui 
time  means,  and  object  of  Profession  alp  reparation;  both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  *?  Military  Institute 
Franklin  Springs,  K.y.  ''or  the  undersigned. 

P.  DUDLEY. 
Prosidentofth   Boor 
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E.  D    MANSFIELD, 
T.  WEIGHTSOH. 


j   Editors. 


CINOIM  NATI: 
Thursday  Morning;,    Nov.    8,    18G0. 


THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE-No.  167  Walnut   Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  33s.  Gd-  ($3)  payablein 
advance. 


0  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,. single  insertion, $1  00 

"        **        per  month, 3  00 

M        "        six  months, 12  00 

*  *      **        per  annum, 20  00 

■•    column,  single  insertion, 5  00 

'*        **        per  month, 10  00 

"        '*        six  months, 40  00 

*"        **        perannum, -    80  00 

"    page,  single  insertion, 15  00 

"        *-        permonth, 25  00 

"       **        SLxmonths, 110  00 

**        "        perannum 200  00 

Cardsnolexceeding  four  lines,  $5,00  per  annum. 


THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled  the  bills  and  ordered  them 
Irscontlnued. 

If  subscribers  move  to  otherplaces  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGI1TSON  &  CO., 

Publishers  and  Proprietors. 

To  AnvERTiSERS. — We  call  the  attention  of  thosewho 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Jiecord. 


TEE  PACIFIC  RAILROAD. 

It  is  well  known  that  in  times  past  we  said 
and  did  what  we  could  to  interest  the  public 
in  the  Texas  Pacific  Road.  At  that  time  there 
were  many  circumstances  in  its  favor.  Texas 
had  offered  in  lands  an  immense  bounty  for 
the  construction  of  the  road  through  her  ter- 
ritory, about  seven  hundred  miles  in  length, 
and  considered  as  a  line  from  ocean  to  ocean, 
it  was  the  shortest  from  the  Mississippi  to  San 
Diego.  The  United  States  had  just  acquired 
Arizona,  and  the  Colorado  of  the  South  was 
navigable  to  Fort  Yuba,  the  southern  limit  of 
the  new  territory.  If  the  United  States  had 
then  stepped  in  and  taken  efficient  measures 
for  its  construction,  the  work  would  now  have 
been  so  far  under  way  as  to  insure  a  Pacific 
Road  at  an  early  day.  Besides  this,  the  cli- 
mate there  was  mild;  and  the  road  would  have 
been -much  easier  run  than  those  farther  north. 
It  must  be  admitted  there  were  some  argu- 
ments in  its  favor,  and  we  do  not  regret  having 
given  them  to  the  public.  We  must  now  take, 
not  an  opposite,  but  a  different  view  of  the 
case.  The  local  reason  for  the  construction 
of  a  Pacific  Road  through  Texas  remains  the 
same;  but   the  general  circumstances,  which 


surrounded   the  question  then,  are  very  much 
changed;  especially  in  regard  to  the  action  of 
the  United  States  Government,  and   (short  as 
the  time  has  been)  to  our  relations  with  Asia. 
We  have  come  into  the  trade  of  Eastern  Asia 
on   the  level  with  Great   Britain,  Russia   and 
France;  and  in  regard  to  Japan,  with  greater 
advantages,  than  either.     Russia  is  rapidly  de- 
veloping, as  we  have  seen,  the  trade  of  North- 
ern Asia,  in   the  Valley  of  the   Amoor.     Our 
own  best  outlet  on  the  Pacific  is  the  Straits  of 
Fuca,  connecting  with  Puget's  Sound.     North- 
ern Japan  lies  just  opposite;  and  it  is  evident 
that  there  must   spring  up  an   immense   com- 
merce in  that  region.     These  facts  give  a  new 
and  extraordinary  impulse  in  favor  of  aNorthJ 
ern   Pacific  Road.     They  ought  not   to  be  un- 
derated,  and  as  our  own  population  is  flowing 
with  its  greatest  current   on  the  Upper  Valley 
of  the  Mississippi  and  the  Missouri,  and  through 
the  basin  of  the  Lakes,  it  is  quite  obvious  that 
a  Northern    Pacific   Railroad   will   sooner  or 
later   be  forced   through.     In  the  meanwhile 
the  great  central  States  and  their  rich  and  popu- 
lous communities  find   themselves  in  a  direct 
line  with  San  Francisco,  and  the  great  land  route 
to  California,  and  we  see  no  reason  why  the 
Pacific  Road  should  not  be  made  on   the  mid- 
dle and  well  know  route.     If  these  three  routes 
are   to  be   rivals  of  one  another,  which    shall 
prevail?     We  see  advantages  in  each  of  them. 
The  Southern  route  has  the  advantages  of  cli- 
mate and  cheapness;  the  middle  route  of  pre- 
sent population  and  directness;  the  Northern 
are  of  future  growth,  progress  and  commerce; 
a  shorter  passage  across  the  ocean,  and  in  the 
end,  of  greater  preponderance   of  wealth  and 
population.     There  was   a  time,  as   we   have 
shown,  when  that  was   the  natural  route,  and 
nations  passed   across  from  Asia  to  America, 
and  Japan  grew  up,  and  the  great  Empire  of 
the  Tartars  pom'ing   through   Northern   Asia, 
erected    monuments   on   the   Amoor.       That 
time  will  come  again,  and  the  Straits  of  Fuca 
and  Puget's  Sound  will   teem  with  multitudes 
of  vessels  bringing  commerce   of  Asia,  to  be 
borne  over  a  great  Northern  Pacific  Railroad. 
If  we  do  not  make  that  road,  Great  Britain  will. 
The  British  Parliament  will  not  stop  at  a  few 
millions  to  accomplish  s  work  which  will  give 
British  America  the  supremacy  over  Northern 
Commerce. 

But  the  question  remaius,  how  is  either  of 
these  roads  to  be  made?  Will  the  Congress 
of  the  United  States  do  anything?  If  not, 
what  can  be  done  ?  We  have  no  doubt  about 
the  future.  Great  as  the  work  is,  it  will  be 
done  without  the  aid  of  government  if  it  must, 
but  that  will  require  four  fold  the  time  which 
would  be  required  if  the  government  embark- 
ed heartly  in  the  enterprise.  How  shall  gov- 
ernment do  this?  We  shall  here  give  the 
plan  of  a  writer  in  Hunt's  Merchants'  Maga- 
zine. This  is  simply  to  aid  three  routes,  and 
advance  half  the  means.  In  round  numbers 
the  cost  of  three  routes  would  be  $300,000,000. 


The  sum  required  of  government  would  be 
$150,000,000.  This  can  be  easily  done,  by 
Constitutional  means,  and  thus  remove  the  ob- 
jections of  the  strict  constructionists.  Let  it 
be  a  contract  with  three  companies  to  carry  the 
mails,  munitions  of  war,  and  other  things  of 
the  government  for  twenty  years,  the  pay  be- 
ing advanced  for  the  construction  of  the  road; 
but  paid  only  as  the  work  advances,  say  for 
each  twenty  miles  of  road  made.  Thus  the 
government  would  advance  nothing  for  which 
it  would  not  receive  a  consideration.  Suppose 
the  work  was  ten  years  in  construction.  Then 
the  government  need  advance  but  $15,000,000 
per  annum,  and  would  have  the  use  of  the 
road,  as  far  as  made  each  year.  The  writer  to 
whom  we  refer,  evidently  favors  the  Northern 
Route,  but  concedes  that  all  three  must  be 
made.     He  says: 

"At  the  western  end  of  Lake  Superior  the 
Canada,  Michigan  and  Wisconsin  roads  will 
have  united  on  one,  and  exhausted  State  aid. 
From  that  salient  point  nearest  to  the  Pacific, 
so  well  supported  by  local  trade,  a  vast  inter- 
est is  theie  concentrated  in  expectation  of  gov- 
ernment aid.  The  whole  network  of  Western 
railroads  is  now  in  a  state  of  abeyance.  Im- 
mense sums  have  been  expended  in  that  re- 
gion, but  revulsion  has  overtaken  it.  The 
railroad  securities  are  heavily  depressed,  and 
vast  sums  sunk  in  land  are  utterly  inconverti- 
ble at  the  present  monent,  while  the  local  traf- 
fic has  fallen  to  a  low  point.  It  is  very  evi- 
dent that  the  moment  the  government  should 
grant  such  aid  as  would  give  vitality  to  a  road 
connecting  all  those  interests  with  the  Pacific, 
revival  will  take  place.  The  British  interests 
will,  in  common  with  the  States,  have  a  cheap 
and  short  connection  with  the  Pacific,  on  a 
line  which  will  bring  the  Asiatic  trade  on  the 
most  direct  route  to  the  markets  most  adapted 
to  it.  Every  Western  road  will  have  an  outlet, 
and,  as  a  consequence,  every  material  interest 
will  revive.  It  is  not  only  the  direct  results  of 
the  railroad  traffic  through  the  government 
lands,  leading  and  giving  locality  to  emigrants, 
but  it  is  to  restore  to  the  whole  West  that  ac- 
tivity which  existed  a  fev  years  since,  and 
which  was  so  suddenly  crushed  out  by  the  re- 
vulsion of  1857. 

"It  is  not  proposed  that  government  should 
authorize  this  road  exclusively,  but  that  it 
should  grant  the  right  of  way,  and  aid  the  two 
other  sections.  Thus,  on  the  estimate  that  the 
roads  would  cost  $50,000  per  mile,  or  in  round 
numbers  $100,000,000  each,  if  Congress  were 
to  grant  $50,000,000  to  each  road  authorized 
north,  central,  and  south,  taking  a  first  lien 
upon  the  roads,  it  is  evident  that  it  would  have 
provided  the  means  of  making  its  own  lands 
available  in  case  the  roads  were  built.  The 
public  would  then  have  a  strong  interest  in 
each  undertaking,  and  that  which  was  adjudged 
the  most  feasible  would  command  the  confi- 
dence of  capitalists  at  once.  The  northern 
route  that  we  have  indicated  would  at  once 
command  the  attention  of  the  North,  of  Can- 
ada, and  of  England.  It  would  become  as  it 
were,  an  international  work,  without  any  dan- 
ger of  foreign  control,  since  the  western  ter- 
mini are  on  American  soil.  The  work,  com- 
bining such  interests,  would  become  a  new 
bond  of  peace  between  the  two  countries,  and 
British  capital  and  government  would  become 
interested  in  its  prosecution,  less  from  a  pros- 
pect of  pecuniary  returns,  than  to  subserve 
other  intersts. 

"The  intervention  of  wars  in  Europe,  which 
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are  reasonably  to  bo  relied  on  during  the  next 
ten  years,  would  become  rather  a  stimulant 
than  a  drawback  upon  the  construction  of  the 
road,  and  for  the  reason  that,  with  Russian 
presence  on  the  Pacific  at  the  month  of  the 
Amoor  River,  and  on  the  opposite  American 
coast,  with  vast  Indian  and  Australian  inter- 
ests of  England  at  stake, a  railroad  connection 
between  her  Atlantic  and  Pacific  colonies 
would  become  indispensable,  and  English  capi- 
tal would  pour  freely  upon  the  enterprise  se- 
cured by  $50,000,000  of  United  States  Govern- 
ment bonds.  Following  that  expenditure  would 
be  the  whole  train  of  operations  such  as  we 
have  witnessed  at  the  West  in  the  five  or  six 
years  ending  with  1857.  The  sums  contribu 
ted  directly  to  railroads  were  swollen  by  other 
sums  in  the  hands  of  the  thousands  of  emi- 
grants, and  by  the  large  sums  attracted  there 
to  speculate  in  the  rising  values  which  that 
migration  and  expenditure  inevitably  pro- 
duced." 

Looking  to  the  rivalry  of  routes,  and  inter- 
ests, the  writer  says: 

"If  the  government  moves  at  all  in  the  mat- 
ter, it  is  evidently  impossible  for  it  to  aid  one 
section  and  not  the  others.  The  three  great 
sections,  being  equal  partners  in  the  common 
property  of  the  whole  country,  must  be  made 
to  feel  that  out  of  the  common  funds  each  has 
its  just  share  of  aid.  To  adjust  the  question 
on  any  other  basis  would  only  lead  to  strife 
instead  of  harmony.  Those  facts  are  palpable 
to  all.  Each  of  these  sections  has  large 
means  that  can  be  applied  to  the  construction 
of  a  road  that  would  serve  their  necessities, 
but  which  could  not  be  enlisted  in  favor  of  one 
that  would  be  of  no  direct  benefit.  If,  there- 
fore, the  government  should  give  authority  for 
the  construction  of  three  roads,  with  grant  of 
six  mile  sections  along  the  route  of  each,  and 
in  addition  aid  each  by  a  grant  of  $50,000,000 
of  five  per  cent,  bonds,  taking  a  first  lien  upon 
the  road,  the  local  interests  of  each  section 
would  complete  the  balance." 

The  plan  of  action  is  as  follows : 

"In  order  to  secure  harmony  of  action  in 
Congress  in  relation  to  the  locality  of  the  three 
routes,  it  has  been  proposed  that  Congress 
should  by  bill  authorize  the  reception  of  bids 
for  the  three  routes,  to  be  opened  by  a  commit- 
tee of  the  two  houses  of  Congress,  from  re- 
sponsible parties.  By  rhis  means  the  friends 
of  either  route  would  be  enabled  to  secure 
bids,  and  Congress  would  be  able  to  collect  a 
vast  fund  of  valuable  information  in  relation 
to  the  details  of  each  route,  and  of  the  choice 
of  routes.  Each  bid  should  specify  the  mode 
and  amount  of  payment  by  government,  the 
terminus  of  each  route,  etc." 

This  is  an  entirely  feasible  plan,  if  Congress 
has  the  courage  to  adopt  it.  We  believe  with 
such  aid  as  Congress  can  reasonably  give,  all 
these  works,  may  be  made  within  ten  years. 
Their  effect  on  the  country  would  be  wonderful 
All  the  great  activity  and  growth  of  American 
Commerce  would  be  still  farther  stimulated  and 
tens  of  thousands  of  people  would  soon  (ill  up 
the  green  valleys  of  the  now  silent  mountains. 

Pittsburgh  and  Cleveland  Railroad — 
Burned  Locomotives  Repaired. — Six  of  the 
eight  locomotives  belonging  to  the  Cleveland 
&  Pittsburgh  Railroad,  which  suffered  in  the 
recent  fire  at  Manchester,  Pa.,  through  the 
perseverance  of  Master  Machinist  Hovey,  and 
his  army  of  faithful  employees,  will  again  be 
on  the  track  this  week. —  Wheeling  Intelli- 
gencer, 


THE   AMERICAN  RAILWAY  TIMES 
ON  THE  MOSELEY  BRIDGE. 

The  writer  of  the  American  Railway  Times, 
who  has  commissioned  himslf  as  growler  in 
general  over  everything  which  he  personally, 
does  not  fully  understand,  is  out  again  with 
another  tirade  against  the  Moeeley  Bridge 
Ltke  the  contemptible  cur  that  snaps  against 
every  strange  face,  while  he  throws  himself  in- 
to ecstacies  of  delight  on  the  slightest  appear, 
ance  of  his  master — he  growls  at  every  men- 
tion of  a  Moseley  Bridge,  or  a  Z  rail  or  any 
other  device  or  structure  not  in  the  immediate 
line  of  his  friendships,  while  at  the  same  mo- 
ment his  ecstacies  over  wooden  rat-traps  not 
fit  for  any  use,  and  especially  railroad  use,  are 
simply  ridiculous. 

In  the  commencement  of  his  article,  which 
is  to  crush  the  Bridge,  he  says:  "A  late  num- 
ber of  the  Railroad  Record  informs  us  that 
the  bridge  which,  if  it  didn't  break  down,  was 
to  have  been  completed  some  months  ago,  is 
now  done " 

This  elegeant  and  classical  expression  of 
good  feeling  towards  a  mechanical  structure 
under  criticism,  deserves  the  thanks  of  the 
manufacturers  and  the  unbounded  applause  of 
the  reading  community.  ''The  bridge,  if  it  didn't 
break  down,"  is  a  gratuitous  compliment,  and 
evidences  a  spirit  of  justice,  fairness,  liberality, 
good-feeling,  coolness  of  judgment,  clearness 
of  criticism  and  logical  acumen,  that  can  not 
fail  to  convince  the  reader  he  will  be  served 
with  the/acfe  free  from  prejudice  and  bias. 
Long  live  the  writer  in  the  Railway  Times — 
the  unbiased  critic,  the  unprejudiced  mechani- 
cian and  the  great  friend  of  improvement  and 
progress.  "The  bridge,  which,  if  it  didn't 
break  down,  was  to  have  been  completed  some 
months  ago,  is  now  done."  Now  for  the  criti- 
cism: "Said  bridge  has  been  tested,  and  from 
the  account  in  the  Record  stood  the  test  well; 
but  we  are  not  told  what  it  cost." 

What  a  pity!  The  writer  of  the  Times  does 
not  know  what  it  cost.  In  our  ignorance  of 
what  was  necessary  to  enable  the  Times  to 
properly  criticise  the  safety  of  the  Moseley 
Bridge,  we  simply  gave  the  tests  to  which  it 
was  subjected  and  omitted  to  give  its  cost. 
Peccavimus—peccavimus— miserere  domine.  In 
our  simplicity  we  supposed  the  cost  to  concern 
more  nearly  the  bargain  between  the  purchaser 
and  the  builder  than  the  calculation  of  safety. 
But  it  is  admitted  that  the  "said  bridge  has  been 
tested,  and  from  the  account  in  the  Record  stood 
the  test  well."  The  Times  to  have  been  on  the 
side  of  safety  ought  to  have  said,  from  the  ac- 
count in  the  Record,  said  bridge  has  been  test- 
ed, etc.,  etc.,  etc.  He  would  not  then  have 
committed  the  grave  mistake  of  asserting  for 
a  fact,  what  he  only  learned  from  the  columns 
of  the  Record. 

But  the  critic,  as  sir  oracle  proceeds:  "How- 
ever strong  our  convictions  are  that  no  struc- 
ture shows  good  engineering,  where  the  chief 
feature  consists  in  subjecting  wrought  iron  to 


compression."  It  is  but  a  few  months  ago 
that  the  Times  published  a  series  of  articles 
showing  that  wrought  iron  when  subject  to  ten  . 
sion,  undergoes  a  gradual  change  of  structure 
and  becomes  unreliable  and  brittle;  the  writer 
now  claims  that  it  should  not  be  subjected  to 
compression,  in  a  few  words  iron  should  not  be 
used  at  all.  What  a  step  the  Times  would 
have  us  make— backwards.  He  continues  "yet 
we  have  never  said  that  the  plan  used  by  Mr. 
Moseley  could  not  be  made  to  hold  up  a  railway 
train  "  What  a  conclusion  to  a  criticism  with 
such  a  formidable  commencement.  "The 
bridge  which,  if  it  didn't  break  down."  "Yet 
we  have  never  said  that  the  plan  used  by  Mr. 
Moseley  could  not  be  made  to  hold  up  a  railway 
train."  Such  conclusions  seem  to  be  common 
with  the  Times. 

Here  is  another  one.  "This  rail,  which 
promises  marked  advantages,  etc.,  we  believa 
to  be  wrong  in  principle,  and  we  are  quite  sure 
it  would  be  farfrom  economical."  "Mr.  Bavlev 
has  got  a  most  excellent  joint,  at  once  finished 
and  supported."  Now  while  we  in  the  benight" 
ed  backwoods  of  America,  might  be  willing  to 
defer  to  the  superior  wisdom,  knowledge  and 
skill  of  the  wise  men  of  the  east  in  cases  where 
opinion  alone  was  concerned,  yet  we  can  not, 
even  at  the  risk  of  the  severe  criticisms  of  the 
Times,  refrain  from  expressing  an  opinion 
based  on  public  tests  and  actual  experience. 
And,  while  we  would  disclaim  any  desire  to 
disturb  the  sensitive  nerves  of  the  thunderer 
of  the  Times,  who  bottles  the  sunlight  and  an- 
nihilates rails  and  bridges — we  would  repeat 
our  opinion,  that  wrought  iron  is  the  best  mp. 
terial  that  we  know  of  for  bridges,  and  that 
the  Moseley  arches  are  the  safest  and  best  form 
in  which  to  dispose  of  that  material.  We  have 
already  given  the  public  the  tests  to  which 
turnpike,  acqueduct  and  railroad  bridges  on 
this  plan  have  been  subjected,  and  wheu  the 
writer  in  the  Times,  or  any  one  else  is  desirous 
to  contract  for  the  erection  of  any  of  these 
various  styles,  we  have  no  doubt  that  Moseley 
&  Co.,  of  this  city,  will  be  happy  to  give  them 
a  satisfactory  bid. 


STEAM  WAGONS   FOR    COMMON 
ROADS. 

This  is  an  age  of  progress  and  improve 
ment,  and  we  know  of  no  place  where  improve, 
ment  is  more  needed  or  where  there  is  a  o-reat- 
er  field  for  it  than  in  the  means  of  locomo- 
tion on  turnpikes  and  common  roads.  When 
the  steam  engine  first  began  to  exert  its  labor- 
saving  influence,  considerable  attention  was 
given  to  its  application  to  locomotion;  and  the 
results  of  this  direction  of  inventive  genius 
have  been  the  Railroad  Locomotive  of  the 
present  day.  Genius  has  had  such  a  rich  field 
for  study  and  progress  in  this  latter  and 
more  perfect  mode  of  locomotion,  that  the  pri- 
mary idea  has  been,  in  a  great  measure,  lost 
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sight  of  in  the   grand  developments   of  the 
more  perfect  system.     But  now  that  we   have 
almost  covered   the   civilized  portions  of  the 
world  with  a  net  work  of  railroads,  we  are  be" 
ginning  to  revert  again  to   the  parent  notion 
and  inquire,  is  it  feasible  to  construct  a  steam 
wagon  for  traveling    on    our    common    roads. 
Can   we  successfully   introduce    steam   as  a 
means  of  propulsion  for   loaded   wagons   and 
stage   coaches   traveling    on   ordinary    turn- 
pikes ?     Most  assuredly  we  can,   provided   we 
are  willing  to  undertake  the  labor   necessary 
to  make  the  practical  application  of  the  pow- 
er to  the  load.     The  locomotive  of  thirty  years 
ago  weighed  three  tons,  and  was  a  very  differ- 
ent thing  both  in  structure  and  appliance  from 
the   ponderous   iron   lunged   steed   that   now 
sweeps  over  our  roads  at  its  easy  gait  of  thirty 
miles  per  hour.     So  it  will  be  with  the  steam 
wagon,  its  first  application  will  be   far   differ- 
ent from  its  perfected  form  and  it  is  but   rea- 
sonable to  suppose  that  time  and   experience 
will  both  improve  and  cheapen   it.     The   per- 
fected machine  will  be   as    much  superior   to 
the  first  attempts  as  they  will   be   superior   to 
the  present  mode  of  moving  by  horse  power. 
But  we  should  not,    on   that  account,   fail  to 
avail  ourselves  of  the  earlier  improvements  as 
they  are  made.     It  is  certainly  much  cheaper 
to  furnish  wood  or  coal  for  a  boiler  than   oats 
or  corn  for  an    equivalent   number  of  horses. 
And  for  ease  of  management  and  docility   to 
the  will  of  the  driver,  there   can   be   no   com- 
parison between  the  almost  animate  machine 
and  the  baulky   animal.     The  difficulties  that 
have   hitherto    beset  the  inventors  of  steam 
wagons  have  mostly  arisen  from  the  fact  that 
their  ideas  were  fixed  upon  too  grand  a  scale, 
they  have  aimed  to  make   a   machine  of  pon- 
derous power,  one  that  would  carry   along   a 
huge  train  and  drag  its  hundreds    of  tons    of 
burden.     A  more  practical  way   would   be  to 
begin  with  an  engine  of  given   capacity,   say 
ten  horse  power,  and   adapt   it   to  a   wagon, 
and   determine  by  experiments  on  a  moderate 
scale  what  would  be  its  capacity  for  transport- 
ing  loads.     In   this  manner  at  a  trifling   cost 
the  most  important  question  could  be   readily 
determined    and     settled.     From    this    com- 
mencement the  inventor  could    build   up    and 
improve,  as  his  success  in  the  first  experiment 
indicated. 

In  a  recent  visit  to  New  York  City  we  had 
■the  pleasure  of  examining  a  road  en- 
gine invented  and  built  by  Mr.  J.  K.  Fisher, 
and  designed  for  transporting  passengers  at 
a  rapid  rate.  The  drivers  are  two  wooden 
wheels  five  feet  in  diameter  and  six  inches 
broad  on  the  face  of  the  tire,  driven  by  two 
cylinders  of  seven  inches  bore,  and  fourteen 
inches  stroke,  acting  directly  upon  the  driving 
wheels.  The  boiler  is  an  upright  tubular  boil- 
er thirty-two  inches  diameter,  live  feet  high. 
The  whole  was  originally  placed  on  a  wooden 
frame  resting  on  easy  springs  and  was  design- 
ed to  be  run  at  the   rate  of  twelve   to   fifteen 


miles  per  hour.  Experimental  trips  were 
made  and  a  speed  not  merely  twelve  to  fifteen 
miles,  but  twenty-two  and  a  half  miles  per 
hour  obtained.  No  difficulty  was  experienced 
in  ascending  hills,  the  speed,  of  course  being 
lessened.  This  engine  is  now  undergoing 
some  modifications  such  as  suggested  by  ex- 
perience, and  has  been  placed  upon  an  iron 
frame  and  will,  we  understand,  be  shortly  tested 
again.  With  the  improvements  already  made 
we  have  no  doubt  it  will  fulfill  the  most  san- 
guine expectations  of  its  inventor. 

This  experiment  on  our  own  shore,  together 
with  the  success  of  recent  inventions  in  Eng- 
land and  Scotland,  warrant  us  in  the  belief 
that  steam  will  be  successfully  applied  to  stage 
coache3.  And  the  fact  that  a  steam  engine 
has  been  recently  constructed  which  does 
successfully  drag  ten  plows  is  sufficient  evi- 
dence that  it  can  also  be  applied  to  slow  loco- 
motion for  loaded  trains.  We  hope  to  see 
more  attention  hereafter  devoted  to  this  sub 
ject. 


TEXAS  RAILROADS. 

We  are  indebted  to  James  Converse,  Esq., 
Engineer  of  the  Galveston  &  Houston  Railroad, 
for  the  following  reume  of  the  Railroad  in  Tex- 
as which  are  in  actual  progres.  It  will  be 
seen  by  a  reference  to  the  roads  on  a  map 
that  a  network  of  important  commercial  routes 
is  much  farther  advanced  in  this  State  than  has 
hitherto  been  supposed.  Mr.  Converse  passed 
through  this  city,  on  the  6th  inst.  en  route  for 
Texas.  We  wish  him  entire  success  in  the 
prosperity  of  the  undertaking  in  which  he  is 
engaged,  and  hope  to  see  all  the  roads  of  this 
enterprising  and  growing  State  prosper. 

Cixcinnati,  Nov.  6th,  1860. 
To  the  Editors  of  the  Railroad  Record : 

Dear  Sirs  : — At  your  request  I  send  you  the 
information  you  desire  relating  to  Texas  Rail- 
roads, in  progress  and  in  contemplation,  which 
may  be  interesting  to  those  interested  in  the 
prosperity  of  Texas.  The  roads  alluded  to  are 
running  in  the  direction  of  the  rich  agricultu- 
ral sections  of  the  State,  and  will,  when  they 
are  completed,  develop  the  largest  bodies  of 
the  most  desirable  cotton  and  corn  lands  in 
the- southern  country.  I  speak  from  personal 
examination  of  the  character  of  the  country 
through  which  the  roads  alluded  to  will  pass, 
and  not  from  general  report. 

First — The  Texas  and  New  Orleans  Road 
better  known  as  the  Gentry  Road,  commencing 
at  the  town  of  Orange,  on  the  eastern  bounda- 
ry of  the  State  and  running  thence  to  Beau- 
mont and  to  the  city  of  Houston.  There  are 
same  fifty  miles  of  this  road  in  operation,  and 
the  balance  is  partially  graded.  A  force  of 
about  three  hundred  hands  are  engaged  in 
clearing,  grading  and  track  laying,  and  every 
effort  is  being  made  by  the  energetic  President, 
Col.  A.  B.  Gentry,  to  have  the  Texas  portion 
completed  from  the  Sabine  River  to  the  city  of 
Houston   by  the  first  day  of  September,  18C1, 


and  as  much  before  as  possible.  This  road, 
in  connection  with  the  New  Orleans  and  Ope- 
lousas  Road,  will  form  a  continuous  line  of 
rail  from  New  Orleans  to  the  city  of  Houston, 
and  there  connecting  with  the  Texas  Central, 
Galveston,  Houston  and  Henderson,  Buffalo 
Bayou,  Brazos  k  Colorado,  and  the  Houston 
&  Columbia  Railroads,  in  operation,  and  the 
Houston  &  Tyler  Road,  in  progress,  you  will 
perceive  that  the  Houston  &  New  Orleans 
Road  is  emphatically  the  trunk  road  of  the 
State,  and  will  be,  when  completed,  one  of  the 
best  paying  roads  in  the  South. 

The  Texas  Central  Road,  beginning  at  Hous- 
ton and  running  thence  to  the  Brazos  River, 
and  thence  up  said  river  to,  and  crossing  the 
Navisota  River,  and  then  following  the  di. 
vide  between  the  two  rivers  to  Robinson  Coun- 
ty. There  are  about  ninety  miles  of  this  road 
in  operation,  and  the  next  division  of  fifty 
miles  nearly  ready  for  the  track.  This  road  i 
doing  a  very  heavy  freighting  and  passenger 
business;  its  ultimate  destination  is  Preston 
on  Red  River  in  Grayson  County.  The  region 
of  country  traversed  by  this  road  is  rich  and 
productive,  following  along  the  valley  of  the 
Brazos  for  seventy-five  to  one  hundred  miles 
and  thence  into  the  finest  wheat  lands  in  the 
northern  portion  of  the  State. 

The  Buffalo  Bayou,  Brazos  &  Colorado 
Road,  commencing  at  Harrisburg  on  Buffalo 
Bayou  and  running  thence  to  Richmond  on 
the  Brazos,  and  thence  to  Elyton  Station,  a 
short  distance  from  Columbus,  on  the  Colora- 
do River  and  thence  up  the  Colorado  to  La- 
grange. 

This  road  is  in  operation  to  Elyton  Station, 
eighty-seven  miles  from  Harrisburg,  and  is  do- 
ing a  fine  business  both  in  passengers  and 
freight.  The  portion  of  road  from  Elyton  to 
Lagrange,  twenty-eight  miles,  is  under  con- 
tract, and  will  probably  be  completed  to  La- 
grange by  the  first  of  September,  1861,  in  time 
for  the  fall  crop. 

The  Galveston,  Houston  &  Henderson  Rail- 
road, begins  at  the  city  of  Galveston  and  runs 
to  Houston,  a  distance  of  fifty  miles.  1  his 
road  has  been  in  operation  since  January,  and 
connects  with  the  B.  B  ,  B.  &  C.  R.R.  at  Har- 
risburg, and  with  the  Texas  Central,  and  the 
Houston  and  Columbia  Railroad  at  Houston. 

The  Houston  £  Columbia  Railroad,  know  as 
the  Sugar  Road,  commences  at  Houston  ard 
runs  to  Columbia,  on  the  Brazos  (in  operation) 
and  in  progress  to  Wharton   on  the  Colorado. 

The  Houston  &  lyler  Road,  in  progress, 
commences  at  Houston  and  runs  to  Tyler,  in 
Smith  County.  The  Company  intend  having 
twenty-five  miles  of  this  road  in  operation  by 
September  next.  The  iron  for  this  twenty  five 
miles  has  been  purchased  and  will  be  deliver- 
ed in  Galveston  this  winter.  Few  roads  have 
better  prospects  than  this  one  of  an  early  com- 
pletion; the  President,  Capt.  Henly,  is  a  gen- 
tlemen of  indomitable  perseverance,  and  will 
accomplish  whatever  he  undertakes. 


4=48 


THE    RAILROAD    RECORD. 


I  intended  being  more  minute  in  detail,  and 
will  on  my  return  give  you  a  more  extended 
history  of  the  different  roads  and  their  pros- 
pects, which  will  enable  you  to  form  a  more 
correct  opinion  of  the  roads  in  our  State,  and 
of  the  country  through  which  they  will  pass, 
which  I  have  said  nothing  about.  The  San  An- 
tonio, the  Southern  Pacific,  and  Eastern  Texas 
roads,  are  progressing.  I  will  try  and  learn 
something  definite  about  them  on  my  return. 
Yours  truly, 

JAS.  CONVERSE. 


sections,  two  of  which  accompany  the  present 
volume. 

The  price  of  the  first  volume,  with  the  maps 
in  cases,  will  be  five  dollars.  Orders  should 
be  addressed  to  Henry  V.  Poor,  No.  9  Spruce 
St.,  New  ifork. 


History  of  the  Railroads  and  Canals  of 
the  United  States  of  America,  exhibiting 
their  Progress,  Cost,  Revenues,  Expendi- 
tures, and  Present  Condition.  By  Henry 
V.  Poor,  Esq.,  Editor  of  the  Railroad  Jour- 
nal, with  Maps.     2  Vols. — 8  vo. 

Mr.  Poor  has  undertaken  a  work  of  giant 
magnitude  and  great  importance,  not  merely 
to  the  capitalist  who  may  wish  to  invest  his 
money  in  stocks  and  bonds  but  to  the  Railroad 
Companies  of  the  whole  Union.  So  far  as  we 
know  this  is  the  first  attempt  to  gather  in 
book  form  the  statistics  of  the  Railroads  of 
our  country  and  whoever  has  attempted  to  ob- 
tain the  statistical  history  of  a  single  road  that 
has  been  in  existence  for  more  than  one  year, 
can  readily  appreciate  a  few  of  the  difficulties 
that  beset  his  path,  even  where  there  was  an 
honest  desire  to  give  all  the  needed  informa- 
tion. But  when  the  effort  is  made  to  obtain  it 
from  unwilling  sources  the  task  is  both  diffi- 
cult and  ungracious,  i'et  Mr.  Poor  has  done 
his  work  well.  He  has  given  us  the  organiza- 
tion and  present  financial  condition  of  each 
Company,  the  date  of  Charter,  line  of  road, 
equipment,  classes  of  share  capital  and  fund- 
ed debt,  rates  of  interest  paid  and  when  paya- 
ble, annual  receipts,  current  expenses,  net 
earnings,  dividends,  &c.  The  work  is,  in  fact, 
a  full  and  complete  history  of  each  enterprise 
from  its  organization  to  the  present  time.. 

The  first  volume  contains  612  pages,  royal 
octavo,  and  embraces  the  railroads  of  the 
States  of  Maine,  New  Hampshire,  Vermont, 
Massachusetts,  Rhode  Island,  Connecticut, 
New  York,  New  Jersey,  Pennsylvania,  Dela- 
ware, Maryland,  and  the  District  of  Columbia. 
It  is  illustrated  by  two  large  Maps^one  of  the 
New  England  States,  including  Canada  East; 
and  the  other  of  the  States  of  New  York,  New 
Jersey,  Pennsylvania,  Delaware,  Maryland, 
Ohio,  and  Canada  West.  The  maps  have  been 
drawn  and  engraved  under  the  direction  of 
Mr.  G.  Woolworth,  Colton,  and  no  pains  have 
been  spared  to  render  them  entirely  accurate. 
They  are  on  a  large  scale,  and  each  station 
on  every  road  is  laid  down.  They  are  the  first 
maps  of  the  kind  ever  published,  and  are  ad- 
mirable specimens  of  geographical  accuracy 
and  artistic  skill. 

The  second  volume  is  now  in  course  of  pre- 
paration. The  whole  work  will  be  illustrated 
by  seven  maps — one  a  general  map  of  the 
United  States,  and  six  maps  of  the  different 
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Quebec,  Oct.  26th,  1860. 
The  Journal  de  Quebec,  Mr.  Cauchon's  pa- 
per, contains  a  rather  remarkable  article  on 
the  Grand  Trunk  Railroad,  which  I  deem  it 
well  to  translate  for  the  Spectator.  Here  it  is 
— increasing  in  force  as  it  proceeds: 

"The  Grand  Trunk  Railway  Company's  af- 
fairs ought  to  be  looked  at  from  two  points  of 
view — one  monetary,  the  other  political. 
English  capitalists  only  look  at  the  monetary 
question,  while  Canadian  politicians  seek  in 
this  difficult  subject,  embarrassing  for  all  gov- 
ernments, a  means  for  attaining  that  power 
which  for  many  long  years  they  have  in  vain 
attempted  to  seize. 

"The  enterprise  is  so  immense,  and  the  ma- 
terial interests  at  stake  so  important  and  wor- 
thy of  exclusive  attention,  that  the  reader  will 
easily  understand  why  we  shall  for  the  mo- 
ment be  perfectly  heedless  of  the  personal  am- 
bition and  the  political  aspirations  of  all 

"The  Economist  (London)  examines  the 
subject  in  a  very  lengthy  article,  and  after 
enumerating  the  advantages  which  have  re- 
sulted to  Canada  from  the  construction  of  this 
grand  line  of  communication,  informs  us  that 
we  ought  again  to  come  to  the  assistance  of 
the  concern  by  fresh  legislation  and  fjiesh 
taxes." 

"Now,  starting  from  the  very  same  premises 
we  come  necessarily  and  logically  tD  quite  a 
different  conclusion.  Mr.  Jackson  formerly 
came  to  this  country,  in  company  with  Mr. 
Ross,  then  the  engineer  of  Peto,  Brassey,  Betts 
and  Jackson,  but  subsequently  transferred  to 
the  Grand  Trunk  by  these  contractors  at  the 
salary  of  £3,500  stg.  per  annum.  The  Prov- 
inces had  collectively  asked  the  Imperial  Gov- 
ernment to  help  them  to  build  the  Halifax 
railroad,  and  the  Colonial  Secretary  had  an- 
swered in  the  affirmative,  provided  Major  Rob- 
inson's line  were  followed.  Mr.  Hincks  an- 
swered with  some  temper  that  he  would  have 
the  road  on  the  line  of  the  St.  John  or  not  at 
all.  He  only  spoke  with  that  independence 
because  he  was  in  concert  with  the  men  we 
speak  of,  and  soon  after,  the  Canadian  Legis- 
lature, at  the  invitation  of  the  Governor  of 
Barbadoes,  adopted  the  project  which  now  oc- 
cupies the  attention  of  the  Economist. 

"The  contractors,  trusting  to  the  reports  of 
their  partner,  Mr.  Jackson  had  such  confi- 
dence in  the  undertaking  that  they  alone  took 
one-third  of  the  shares.  The  confidence  of 
capitalists  in  the  great  names  ol  Baring  and 
Glyn,  Mills  &  Co.,  brought  about  the  rest. 
These  names,  not  those  of  Canadians  whom 
they  did  not  know,  were  the  guiding  star  of 
these  capitalists  in  their  legitimate  expecta- 
tions. 

"  It  is  absurd  to  say  that  our  ministers 
promised  officially,  deliberately,  and  categori- 
cally to  the  shareholders  a  net  profit  of  £25 
stg.  per  mile  per  week,  for  who  in  his  senses 
could  make  such  a  promise?  The  prospectus 
promised  nothing ;  it  only  held  out  large 
hopes,  and  these  proceeded  from  what  Mr. 
Jackson  had- seen  and  said  in  Canada. 

"Ministers  could  only  promise  what  the  Act 
of  Parliament  promised;  i.  e.,  a  loan  of  £3,- 
000  stg.  per  mile,  or  £3,111,000  stg.,  at  the 
rate  of  6  per  cent,  interest,  and  having  prior- 


ity over  the  rights  of  the  share  and  bond  hold- 
ers, privileged  or  not,  and  over  the  creditors  of 
the  company  of  whatsoever  kind. 

"No  doubt  the  authors  of  the  prospectus 
were  sincere  and  had  the  greatest  confidence 
in  the  success  of  their  project.  But  to  par- 
take of  such  confidence,  in  company  with  the 
Bankers  and  Baring  &  Glynn  and  the  con- 
tractors Peto,  Brassey,  Betts  &  Jackson, 
and  the  capitalists  who  were  desirous  of  in- 
vesting advantageously  at  a  time  when  it  was 
hardly  worth  two  per  cent  in  London,  was  a 
very  different  thing  from  making  an  official  or 
material  promise — still  more  differeut  was  it 
from  pledging  the  Province  beyond  the  mean- 
ing of  the  Act  of  Parliament.  It  was  simply 
stating  a  belief  in  the  success  of  the  proposed 
enterprise. 

"It  seems  to  us  that  the  very  text  of  the 
Act  should  have  put  capitalists  on  their  guard 
against  the  illusions  of  the  prospectus,  since, 
as  the  Economist  says,  the  Province  gained  by 
that  Act,  and,  far  from  running  any  risk  in  a 
project  so  pregnant  with  hope,  was  simply 
placed  in  the  position  of  a  mortgage,  having 
preference  over  all  other  creditors  for  the  in- 
terest of  its  £3,110,000  stg.  The  stringent 
terms  of  the  Act  were,  indeed,  whatever  may 
be  said,  the  evident  signs  of  a  want  of  confi- 
dence or  at  least  of  doubt  in  the  success  of 
the  enterprise,  otherwise  why  did  not  the 
Province,  which  the  Economist  says  was  so 
anxious  to  have  the  road,  wanted  it  so  badly 
and  threw  such  a  halo  of  hope  around  it,  take 
the  same  risk  as  shareholders  strangers  to 
Canada  and  her  material  interests."  It  is  as 
if  the  Province  had  said  "You  want  to  build 
a  great  road,  you  have  confidence  in  your  pro- 
ject, but  not  being  able  to  get  enough  money 
subscribed  to  carry  it  out,  you  ask  for  my  as- 
sistance. I  give  it  you  in  the  shape  of  a  loan, 
but  I  will  risk  nothing."  This  was  the  thought, 
not  only  of  the  Act,  but  also  of  the  Legisla- 
ture which  passed  it.  Mr.  Hincks  promised 
the  members  in  the  Legislature  and  Mr.  Jack- 
son in  the  Lobby  that  the  Proviuce  should 
never  pay  a  cent  of  the  Principal  or  interest 
of  this  £3,111,000  stg.  and,  upon  that  deliber- 
ate and  categorical  promise  the  House  voted, 
tremblingly  and  hesitatingly,  in  favor  of  this 
railway  scheme.  What  we  say  is  in  every 
one's  memory,  and  Messrs.  Gait  and  Holton 
can  add  their  voices  to  ours  as  to  the  assidui- 
ty of  Mr.  Jackson  and  Mr.  Alex.  Ross,  his  en- 
gineer, in  the  Committee  appointed  to  exam- 
ine the  scheme  of  Mr.  Hincks.  We  know 
something  of  this  ourselves,  for  we  were  in 
person  a  member  of  that  Committee. 

Nevertheless,  although  not  in  any  way 
pledged  to  do  so,  and  although  the  Province 
in  the  Act  had  warned  the  world  against  en- 
thusiasm and  the  heat  of  speculation,  did  it 
refuse  to  come  to  the  assistance  of  the  Com- 
pany ?  Has  it  not  paid  for  them  and  has  it 
not  virtually  given  them  the  £3,111,000  stg. 
of  which  we  have  spoken?  Has  it  not  suffi- 
ciently paid  for  the  hopes  of  some  of  its  pub- 
lic men,  of  the  bankers  and  capitalists  of 
England  too?  It  has  the  first  claim,  but  vol- 
untarily allowed  every  other  to  be  preferred, 
knowing  that  this  generosity  would  cost  the 
amount  of  its  claim  and  that  to  fill  the  void 
this  sacrifice  would  make  in  the  public  chest 
the  commerce  and  industry  of  the  country 
would  have  to  be  heavily  and  dangerously 
taxed.  Could  it  do  more  even  though  it 
wished,  under  present  circumstances? 

"It  is  necessary  then  that  the  Company 
should  now  seek  in  a  severe  economy  what 
they  could  not  find  either  in  their  hopes  or  in 
a  costly,  wasteful  and  unintelligent  directo- 
rate. Our  population  is  not  yet  numerous 
enough,  our  private  fortunes  are  not  yet  suffi- 
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ciently  ample  to  allow  us  to  carry  on  our  rail- 
road schemes  on  the  extravagant  footing  of 
English  lines. 

"  We  do  not  perceive,  in  Canada,  the  neces- 
sity for  salaries  of  £2,000,  of  £3,000,  and  of 
£4,000,  of  free  passes  in  infinite  number,  of 
locomotives  aud  cars  for  the  personal  service 
of  the  directors,  of  innumerable  employees, 
of  deliberately  carrying  freight  at  a  loss,  of 
hiring  steamboats  to  run  for  the  sake  of  oppo- 
position,  but  we  are  convinced  that  a  vigorous 
yet  discriminating  economy,  an  active  and  vig- 
ilant directory,  and  the  determination  not  to 
force  trade  over  the  line  by  a  ruinous  proced- 
ure, but  to  do  just  that  which  must  naturally 
fail  to  its  share,  would  very  soon  bring  about 
a  result  which  would  revive  the  hopes  and  the 
confidence  of  the  shareholder  and  the  cred- 
itors of  the  Company. 

***** 

"The  shareholders,  who  are  the  Company, 
and  who  alone  have  a  voice  in  the  election  of 
directors,  only  represent  £2,781,000,  and  the 
Province  has  made  them  a  present  of  £3,110,- 
000  so  that  they  could  borrow  none  and  com- 
plete their  work.  Is  not  that  generous  ?  Is 
not  that  enough  ?  As  for  the  bondholders, 
they  never,  in  any  case,  could  ask  a  penny 
from  the  Canadian  Government,  for  they  could 
not  even  allude  to  the  hopes  and  the  categori- 
cal promises  of  the  prospectus.  They  lent 
their  money  to  the  Company,  at  a  fixed  rate, 
after  examining,  not  the  prosfiectus,  but  the 
law,  which  gave  them  precedence  over  the 
shareholders  and  now  gives  them  a  claim  be- 
fore that  of  the  Province." 


CHICAGO,  BURLINGTON  AND  QUTN- 
CY  RAILROAD- 

This  line  is  composed  of  the  following  roads, 
namely,  Galena  and  Chicago  Union,  from 
Chicago  to  Junction,  30  miles  ;  Chicago,  Bur- 
lington and  Quincy,  from  Junction  to  Gales- 
burg,  138  miles;  Peoria  and  Oquawka,  from 
Galesburg  to  Burlington,  42  miles,  making  a 
total  length  of  210  miles.  At  Galesburg  it 
connects  with  the  Quincy  and  Chicago  Rail- 
way, 100  miles  in  length.  At  Quincy  passen- 
gers can  ferry  directly  across  on  the  steamer 
"Quincy,"  and  take  the  Quincy  and  Palmyra 
Bailroad  (of  which  Jas.  H.  Mills  is  Superin- 
tendent and  Conductor),  14  miles  to  Palmyra, 
connecting  there  with  the  Hannibal  and  St. 
Joseph  Railroad,  or  take  the  Company's  pack- 
et to  Hannibal  and  connect  with  the  same 
trains  there.  The  Hannibal  and  St.  Joseph 
Depot  Buildings,  Freight  Offices,  a  good  Rail- 
road Hotel,  &c,  are  all  very  convenient  to  the 
packet  landing. 

Under  the  Superintendence  of  those  exper 
ienced  Boad  Masters,  Ira  Fox  and  E.  W. 
Weed  (the  former  on  the  Eastern,  and  the 
latter  on  the  Western  division),  the  road  bed 
has  been  greatly  improved  during  the  past 
year,  and  is  now  in  better  condition  than  it 
ever  has  been.  A  considerable  portion  of  the 
road  has  been  ballasted  with  gravel,  an  excel- 
lent quality  of  which  abounds  along  the  line. 
At  Batavia  the  Company  own  extensive  quar- 
ries of  beautiful  and  durable  stone,  from  which 
the  commodious^and  extensive  shops  at  Auro- 
ra and  the  stonework  of  the  bridges  are  built. 
Batavia,  like  its  Eastern  namesake,  possesses 
many  natural  attractions  and  advantages. 
The  excellent  water-power  afforded  by  Fox 
river  is  well  improved  by  manufactories  of 
different  kinds,  which  are  kept  busily  employ- 
ed to  supply  the  demands  of  the  thickly  set- 
tled surrounding  country,  and  to  fill  orders 
from  points  along  this  line  of  road. 


The  repairs  made  upon  the  road-bed,  up  to 
the  close  of  the  last  fiscal  year  (May  1st),  em- 
braced 9,478  yards  of  earth  moved ;  70,509 
yards  gravel  placed  upon  the  track;  1,197 
yards  masonry  culverts  ;  28,798  new  eight-feet 
ties;  7,054  bars  new  Trail,  21  feet  long,  and 
other  track  expenditures,  fencing,  &c,  (fee,  in 
proportion.  The  Eastern  division  was  former- 
ly laid  with  continuous  rail,  which  is  being 
raken  up  and  heavy  T  rail  from  the  Chicago 
Rolling  Mill  put  down  as  fast  as  occasion  re- 
quires. Six  months  have  elapsed  since  the 
returns  above  given  from  the  Company's  last 
report  were  made,  and  the  improvements  have 
been  larger  during  past  six  months  than  those 
preceding. 

This  line  traverses  the  best  portion  of  the 
State  of  Illinois;  the  agricultural  resources  of 
the  country  along  the  line  are  large,  and  can 
hardly  be  over-estimated.  At  almost  every 
station  are  large  piles  of  lumber  from  Chica- 
go, soon  to  be  transformed  into  homes  for  the 
sturdy  farmers,  whose  beautiful  harvests  of  the 
present  year  warrant  them  in  exchanging  the 
log  cabin  for  a  comfortable  frame  house.  As 
shown  by  the  earnings  of  this  road,  published 
monthly  in  the  Review,  there  are  few  roads 
either  east  or  west  that  have  been  doing  bet- 
ter. C.  G.  Hammond,  the  efficient  and  ex- 
perienced superintendent,  in  his  last  report, 
says:  "Past  experience  fully  justifies  us  in 
saying,  that  this  road  can  be  operated,  in  ordi- 
nary years  of  business  prosperity,  under  usual 
traffic  rates,  for  less  than  fifty  per  ceut.  of  its 
earnings."  This  fact  is  worthy  of  note,  also, 
that  there  is  nothing  second-rate  in  use  upon 
this  road.  It  has  been  the  policy  of  the  com- 
pany to  employ  none  but  first-rate  men  in]every 
department,  and  to  use  none  but  the  best  ma- 
terial. This  is  observable  throughout  the  en- 
tire line. 

The  principal  shops  of  this  company  are  in 
Aurora,  and,  in  the  language  of  the  last  re- 
port, "are  model  shops,"  second  to  none  that 
I  have  seen  in  the  west,  in  extent,  arrange- 
ment, or  management.  The  main  machine 
shop  is  two  stories,  37  feet  high,  of  hewn  stone, 
200  by  60  feet,  with  a  wing'  24  by  40.  Re- 
cently a  m  achine  shop  for  the  car  depart- 
ment has  been  added,  33  by  66.  The  car 
shap  proper  is  of  wood,  244  by  63  feet,  two 
stories  high.  The  carpenters'  shop  is  100  by 
30.  The  round-house  is  of  stone,  264  feet  in 
diameter,  and  contains  stalls  for  32  locomo- 
tives, and  is  soon  to  be  still  further  enlarged. 
The  paint  shop  is  a  high  one-story  building, 
200  by  40  feet.  Besides  these,  there  are  two 
dry-houses,  for  seasoning  lumber;  a  large- 
sized  blacksmiths'  shop,  a  brass  foundry  (where 
all  the  brass  work  used  by  the  company  is 
cast);  an  oil  house  (where  the  oil  is  warmed 
and  measured  with  facility  and  great  accura- 
cy); numerous  stone  buildings,  lumber-sheds, 
&c. 

These  beautiful  and  commodious  buildings 
were  erected  in  1855-56,  under  the  supervi- 
sion of  C.  F.  Allen,  architect,  at  a  cost  of 
$120,000  exclusive  of  machinery,  and  the 
character  of  the  buildings  reflects  great  credit 
upon  the  architect  and  the  company.  Several 
new  wings  and  buildings  have  been  construc- 
ted within  the  past  two  years,  not  included  in 
the  above  estimated  cost. 

The  machinery  is  driven  by  a  low-pressure 
stationary  engine,  20-inch  bore,  30-inch  stroke 
from  Cuyahoga  Works,  Cleveland.  The  shops 
are  warmed  by  steam,  conveyed  through  the 
buildings  in  pipes.  No  stoves  are  allowed  on 
the  premises,  and  the  strictest  precaution  used 
in  regard  to  fires.  One  of  Worthington's 
large  sized  force  pumps,  and  a  liberal  supply 
of  hose,  is  ever  ready  to  administer  water-cure 
treatment  to  any  conflagration  that  threatens. 


The  brass  foundry  and  blacksmiths'  shtfps  are 
suppled  with  blasts  of  air,  driven  through  zinc 
pipes. 

The  principal  tools  in  the  machine  shops 
are  of  first-class,  and  embrace  18  lathes,  5  pla- 
ners, 3  drilling  machines,  2  screw-cutting  ma- 
chines (one  an  improvement,  original  with  this 
shop),  1  car-wheel  boring  machine,  and  one 
power-press  for  forcing  on  car  wheels.  Here 
are  also  2  Daniels'  planers — one  45  feet  long, 
the  other  20,  aud  one  of  Farrar's  largest 
size. 

The  shops  above  briefly  described  are  sub- 
stantially built,  well  arranged  for  convenience 
and  economy,  suppled  with  good  machinery 
and  tools,  and  each  department  is  conducted 
with  systematic  regularity.  The  following  are 
the  names  of  the  principal  managers,  foreman, 
&c: — -C.  F.  Jauriet,  Master  Mechanic;  J.  L. 
Holden,  Clerk  of  Machinery  and  Motive  Pow- 
er Department ;  E.  T.  Prindle,  foreman  Ma- 
chine Shop;  B.  H.  Kidder,  foreman  of  Round 
House;  J.  E.  Eastman,  foreman  of  Boiler 
Shop;  James  Walker,  foreman  of  Blacksmith's 
Shop;  C.  F.  Allen,  Superintendent  of  Wood- 
work and  Car  Repairs ;  S.  A.  Emerson,  Clerk 
do.  do. ;  Edw.  Polleys,  foreman  do. ;  George 
P.  Bryan,  foreman  of  Machine  Shop  of  Car 
Department;  George  Griffith,  foreman  of 
Blacksmiths'  Shop,  do.  do. ;  D.  C.  Cooley,  fore- 
man of  PaintShop.  Whole  number  hands  em- 
ployed in  the  shops,  264;  principally  intelli- 
gent Americans,  and  skillful  workmen.  [As 
evidence  of  this,  we  may  add,  these  shops  fur- 
nish one  of  the  largest  Clubs  for  the  Review 
that  we  have  in  the  West] 

The  Officers  of  the  company  are  : — John 
Van  Nortwick,  President;  C.  G.  Hammond, 
Superintendent;  H.  Hitchcock,  assistaut  Su- 
perintendent, Galesburg ;  C.  W.  Mead,  Assis- 
tant Superintendent,  Quincy;  Amos  T  Hall, 
Treasurer  and  Secretary. 

The  well-earned  reputation  this  road  enjoys 
at  home,  as  a  througfare  for  travel  and  freight, 
the  high  rates  its  stock  commands  at  the  East, 
and  the  immense  business  it  is  now  doing,  are- 
attributable  to  the  efficient  management  of  its 
officers,  as  well  as  the  superior  character  of 
the  road  and  equipments. — American  Bail- 
way  Review. 


NEW  ORLEANS,  JACKSON  &  GREAT 
NORTHERN  RAILROAD- 

The  Recorder,  published  in  Choctaw  coun» 
ty,  Miss.,  derives  from  Mr.  Bustamente,  the 
agent,  in  that  section,  of  the  New  Orleans, 
Jackson  and  Great  Northern  Railroad,  some 
interesting  information  on  the  progress  of  the 
work  of  extension  beyond  Canton,  towards 
Aberdeen. 

He  reports  that  the  graduation  between  Can- 
ton and  Kosciusko,  a  distance  of  forty  miles,  is 
going  on  rapidly.  Twenty-six  miles  have  been 
completed.  There  are  four  hundred  hands 
engaged  on  the  remaining  fourteen.  The  iron 
has  been  purchased  for  the  whole  work,  and 
the  track-laying  will  begin  in  January,  with 
the  exception  that  cars  will  commence  running 
to  Kosciusko  by  the  first  of  the  following  De- 
cember. 

The  work  at  the  Aberdeen  end  of  the  ex- 
tension is  also  reported  to  be  in  a  state  of 
equal  forwardness.  The  space  of  nine  miles 
from  the  town  of  Aberdeen  to  the  crossing  of 
the  Mobile  aud  Ohio  Railroad,  will  be  ready 
for  the  locomotive  by  the  first  day  of  Novem- 
ber, next  year. 

In  the  act  of  the  Mississippi  Legislature, 
passed  last  February,  by  which  the  charter  of 
this  company  in  Mississippi  was  made  perpet- 
ual, and  the  time  of  completing  this  extension 
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was  extended  to  1872,  the  conditions  imposed 
■were  that  the  whole  should  be  finished  by 
1872,  and  that  at  least  sixty  miles  above  Can- 
ton, and  the  nine  miles  between  Aberdeen  and 
the  Mobile  Road,  should  be  completed  and 
equipped  for  use,  on  or  before  the  first  day  of 
January,  1865.  It  will  be  seen  that  the  work 
is  proceeding  in  both  directions,  so  that  the 
designated  portions  may  certainly  be  finished 
long  within  the  time  prescribed,  and  nine  or 
ten  years  remain  for  the  completing  of  the 
other  portions. 

These  exertions  are  conclusive  proof  of  the 
good  faith  and  energy  with  which  the  company 
is  carrying  out  its  engagements  with  the  State 
of  Mississippi.  Whatever  distrust  might  have 
existed,  under  a  former  state  of  affairs,  must 
Lave  been  long  since  dissipated,  and  we  are  now 
glad  to  have  numerous  signs  that  it  is  so.  It 
is  not  to  be  denied  that  the  company  and  its 
road  were  formerly  looked  upon  with  eyes  by 
no  means  friendly,  and  that  they  felt  this  in 
various  annoying  ways.  They  fared  hardly 
sometimes  with  Mississippi  juries,  in  the  many 
suits  brought  against  them  for  damages  and 
injuries,  and  it  was  thought  that  the  heavy  ver- 
dicts were  sometimes  given  from  dislike  to  the 
corporation,  rather  than  on  the  strict  merits 
of  a  case.  Lately,  however,  this  feeling  has 
undergone  a  very  gratifying  change,  and  along 
the  whole  line  of  the  road  it  has  got  to  be  re- 
cognized as  a  good  friend,  ar.d  treated  with 
fairness  and  impartiality.  It  is  a  gratifying 
proof  that  the  people  of  that  State  have  be- 
gun to  comprehend  that  this  enterprise  is  one 
of  the  highest  mutual  interest  to  both  States, 
and  that  it  deserves  the  kindest  consideration 
and  fostering  encouragement,  in  all  possible 
ways,  from  the  people  and  authority  of  both. 

These  considerations  will,  we  hope,  have  a 
beneficial  influence  on  the  mission  of  the  com- 
pany's agent  to  Choctaw  and  the  neighboring 
counties,  which  is  to  obtain  their  further  sub- 
scriptions to  the  road,  which  have  been  prom- 
ised and  are  expected  from  the  Mississippi 
counties,  carrying  on  the  work  with  steadiness 
and  rapidity.  With  reasonable  assistance  from 
the  parties  most  interested,  the  road  may  now 
be  carried  forward  without  impediment  to  a 
oompletion,  even  before  the  time  limited  in  the 
act.  As  soon  as  the  road  reaches  Choctaw, 
the  railroad  tax  in  that  county  will  become 
available  and  help  it  forward.  The  energy  and 
good  faith  of  the  company,  their  concord  with 
Mississippi,  and  the  new  spirit  which  these 
auspicious  events  are  calculated  to  give  to  the 
exertions  in  that  State,  encourage  us  to  hope 
for  a  successful  result  of  such  missions  as 
those  of  the  company's  agent,  who  is  so  cheer- 
fully commended  by  the  Choctaw  paper  to  the 
attention  of  that  county. 

While  speaking  of  the  Jackson  road,  it  may 
be  as  well  to  correct  the  erroneous  estimates 
which  were  at  first  made,  and  have  not  since 
been  corrected,  of  the  damage  done  by  the 
great  storm  of  September.  The  injury  to  the 
road  bed  itself  was  really  slight.  The  cost  of 
repairing  it,  in  labor  and  materials,  did  not 
exceed  five  thousand  dollars  beyond  the  force 
of  the  company  ordinarily  detailed  for  such 
purposes. 

The  loss  was  mainly  in  the  interruption  of 
the  use  of  the  road  this  side  of  Manchac  for 
a  period  of  twenty  days,  during  which  time 
the  communication  with  the  city  for  passengers 
and  light  freight  was  kept  by  steamboats  on 
the  Lake  from  Manchac.  The  company's  loss 
was  in  the  cost  of  the'steamboats/and  the  es- 
timated reduction  of  their  business  during 
thatperiod.  The  passenger  traffic  fell  oft"  from 
the  want  of  general  knowledge  that  through 
communication   was   immediately  established 


and  kept  up  by  steamboats.  These  items,  in- 
cluding cost  of  repairs,  steamboat  charges, 
and  the  estimated  reduction  of  receipts  on 
freight  and  passengers,  make  a  computed  fall- 
ing off  of  the  revenues  of  the  company,  for 
the  month,  of  less  than  $50,000,  instead  of  the 
hundred  thousand  and  upwards  which  were 
considered  at  one  time  the  minimum.  The 
reduction  freights,  however,  is  held  over,  and 
will  go  to  increase  the  revenue  of  the  succeed- 
ing month.  Compared  with  what  was  feared, 
the  loss  is  small.  The  damage  has  been  fully 
repaired,  and  the  road  is  now  in  full  operation. 
— New   Orleans  Picayune. 


THE  IRON  LOCOMOTIVE  CAR. 

We  had  a  delightful  trip  as  far  as  Rochester, 
yesterday  morning,  on  the  new  iron  locomotive 
car.  built  by  Russell  &  Co.,  of  Massilon,  for 
the  use  of  the  Pittsburgh,  Fort  Wayne  &  Chi- 
cago Railroad.  This  car  is  a  novel  invention, 
combining  in  itself  all  the  parts  of  a  complete 
train — engine,  baggage  car  and  passenger  car. 
It  is  made  wholly  of  iron,  with  the  exception 
of  the  flooring,  sash  and  seat  trimming,  and 
is  one  of  the  most  beautiful  railroad  convey- 
ances we  ever  saw.  Light,  strong  and  elastic, 
it  flew  over  the  track  smoothly  and  swiftly, 
pleasing  all  who  witnessed  its  movements. 
There  were  very  few  in  the  car,  the  forbidding 
character  of  the  weather  having  prevented 
many  who  were  invited  from  participating  in 
the  excursion.  Had  it  been  full,  we  have  no 
doubt  it  would  have  glided  along  still  more 
smoothly. 

The  dimensions  of  the  locomotive  ear  are 
77  feet  in  length  and  10  feet  in  width.  It  con- 
tains 48  seats,  each  of  which  are  3  inches 
wider  than  those  of  the  ordinary  wooden  car, 
and  are  constructed  of  iron.  They  do  not  re- 
volve backwords  and  forwards,  but  are  station- 
ary. The  back  is  supported  merely  by  a  piece 
of  wire  net  work  stretched  between  the  two 
ends,  on  one  side  of  which,  as  well  as  on  the 
seat,  is  a  covering  of  lead -colored  plush,  pad- 
ded with  hair,  and  on  the  other  side  leather  or 
the  same  material,  similarly  padded.  Ihis 
wire  net  work  is  an  admirable  improvement, 
and  contributes  much  to  the  comfort  of  the 
seats.  Besides,  the  seats  thus  constructed  are 
very  light,  the  whole  uumber  weighing  1,500 
pounds  less  than  as  many  of  the  old  style  car 
seats.  In  the  center  of  the  car  is  the  saloon, 
which  in  a  pinch,  could  be  made  to  accommo- 
date 3  or  4  more  persons.  Its  central  position 
is  quite  an  advantage,  as  those  who  use  it  will 
not  have  to  walk  the  whole  length  of  the  ear 
to  get  to  it.  The  interior  of  the  car  is  hand- 
somely finished,  but  one  blunder  has  been 
made  in  the  arrangement  of  the  windows, 
which  are  so  low  that  a  person  has  to  stoop  to 
look  out  of  them.  This  arose,  we  understand, 
from  giving  the  roof  an  unusual  pitch,  and 
will  be  remedied  in  the  next  car  that  is  made. 
The  danger  of  weakness  in  the  centre  from 
the  extreme  length  of  car  is  obviated  by  run- 
ning an  iron  truss  between  the  trucks.  The 
sides  of  the  car  are  firmly  braced  by  rods  con- 
necting with  the  truss,  rendering  it  stronger, 
and  increasing  the  chances  of  safety  in  case 
of  a  collision.  The  driving  wheels  are  about 
36  or  40  inches  in  diameter,  and  are  propelled 
by  engines  of  20  horse  power.  The  engines 
are  provided  with  a  small  doctor  to  supply  wa 
ter  to  the  boiler.  This  is  highly  conductive  to 
saftey,  but  seldom  or  never  met  with  on  loco- 
motives. There  is  an  ordinary  brake  at  the 
rear  end  of  the  car,  but  one  of  a  different  de- 
scription has  been  figured  out  by  the  makers 
and  will  be  under  the  immediate  control  of  the 
engineer. 


The  advantages  contemplated  by  the  introduc- 
tion of  this  locomotive  car  are  several.  Jt  is 
more  economical,  as  it  will  do  nearlv  the  same 
amount  of  business  as  an  engine  and  two  cars, 
with  a  baggage  car,  and  costs  less  than  the 
engine  alone.  The  expense  of  constructing 
it  will  not  exceed  $8,500.  It  weighs  less  than 
10  tons,  while  a  train  of  equal  capacity  will 
weigh  85  tons.  It  can  be  run  120  miles  with 
one  cord  of  wood,  while  an  equal  quantity 
would  only  run  a  locomotive  40  miles.  It  is 
much  safer,  both  on  account  of  its  lightness 
and  of  the  material  of  which  it  is  made.  Its 
momentum,  when  going  at  a  high  speed,  will 
be  vastly  less  than  that  of  a  train  of  cars,  and 
it  may  therefore  be  stopped  at  a  shorter  notice. 
Being  wholly  iron,  there  would  be  no  splinters 
flying  in  case  of  a  smash  up,  and  the  flexibili- 
ty of  the  material  would  make  the  car  gradu- 
ally yield  to  a  violent  shock,  instead  of  going 
to  wreck  at  once.  Notwithstanding  its  light- 
ness', it  can  be  run  at  great  speed.  We  timed 
it  from  Courtney's  to  Sewickley,  and  found  that 
it  accomplished  that  distance  in  11  minutes, 
which  would  be  at  the  rate  of  33  miles  an  hour. 
— Pittsburgh   Gazette,  Oct.  30th. 


POPULATION   &  GROWTH  OF  OHIO. 

The  U.  S.  Marshals  return  the  population  of 
Ohio  at  present  as  only  2,343,982,  which  is  an 
increase  of  304,000,  or  18J  per  cent.  A  few 
hundreds  will  be  added  to  this  by  correction, 
but  probably  not  a  great  deal.  This  is  about 
100,000  less  than  we  might  reasonably  expect 
The  principal  cause  is  the  emigration  to  the 
West.  There  is,  in  every  State,  two  tides  of 
migration — one  into  and  the  other  out  cf  the 
State.  In  new  States  the  immigration  is  much 
the  largest,  and  thus  the  State  increases  rapidly. 
This  increase  continues  till  the  population  is 
about  fifty  or  sixty  per  square  mile,  when  the 
emigration  or  flow  out  becomes  the  greatest 
The  population  of  New  York  is  maintained  by 
the  increase  of  her  commercial  cities.  The 
purely  agricultural  counties  have  not  increased 
at  all.  When  land  rises  to  be  over  $30  per 
acre,  it  is  the  interest  of  the  farmer  to  sell  out 
and  move  West,  where  he  can  get  tolerably  im- 
proved places  at  $10  per  acre.  Moving  is  easy, 
and  the  comforts  of  life  accessible.  This  process 
has  carried  out  of  Ohio,  in  the  last  ten  years, 
300,000  people.  Half  of  these  are  in  Iowa  and 
Minnesota,  where  whole  communities  may  be 
found  of  people  come  from  Ohio. 

In  all  probability  this  current  out  of  the 
State  will  be  much  less  strong  in  the  next  ten 
vears;  for  two  good  reasons.  The  largest  part 
of  the  good  land  this  side  of  the  great  desert 
plain  east  of  the  rocky  Mountains  is  taken  up, 
and  good  lands  in  the  new  States  are  getting 
much  higher,  and  there  will  be  hereafter  but 
little  speculation  in  going  there.  New  Mexico 
is  comparatively  worthless.  L  tab  almost 
equally  so;  and  California  and  Oregon  are 
distant  and  offer  little  inducement  for  a  farm- 
er to  to  move  there. 

Another  and  perhaps  stronger  reason  is  that 
the  immense  increase  of  capital,  and  the  pros- 
perous state  of  commerce,  which  is  likely  to 
continue  for  several  years,  will  give  a  powerful 
impetus  to  our  commercial  towns,  and  especial- 
ly to  our  great  mineral  region.  There  will  be  a 
rapid  growth  to  Cincinnati,  Toledo  and  Cleve- 
land; and  there  will  be  a  great  development 
of  the  iron  and  coal  region.  So  in  the  last 
ten  years,  since  1853,  most  disastrous  to  inter- 
nal commerce,  the  iron  region  of  Ohio  has 
grown  rapidly.  We  subjoin  the  growth  of 
several  counties  on  the  Ohio  river,  in  which 
the  iron  and  coal  business  has  been  tolerably 
i  successful    . 
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1850.  I860.  Ratio. 

Gallia 17,063  22,0-46  29  per  cent. 

Lawrence 15,240  23,262  52 

Jackson 12,719  17,944  40  " 

Meigs 17,971  26,512  48  " 

Scioto 18,428  24,547  ?3  " 

Vinton 9,353  13,650  50  " 

Aggregate.. 90,777  127,967  41percent_ 

This  is  a  large  and  healthy  increase  in  the 
iron  region.  The  county  of  Lawrence,  which 
has  increased  the  most,  has  the  most  iron  fur- 
naces. 

In  the  next  ten  years  the  growth  of  this  re- 
gion will  be  much  larger.  If  we  turn  now  to 
counties  immediately  adjoining  these,  viz  the. 
counties  of  Fairfield,  Perry,  Hocking  and 
Adams,  we  find  they  have  not  increased  at  all, 
except  a  slight  iucrease  in  Hocking,  where 
there  are  one  or  two  furnaces.  In  fact,  where 
there  was  no  great  commerce  or  mines,  and 
agriculture  was  the  sole  dependence,  there  has 
been  but  little  growth.  The  counties  of  Brown, 
Highland,  Preble  and  Warren  (taken  together) 
have  only  increased  2,G00;  Preble  having  lost 
considerable. 

If  we  now  turn  to  the  northwest,  where  there 
were  new  and  unsettled  lands,  we  find  an  in- 
crease similar  to  that  of  tho  new  Stales  West. 
The  increase  in  the  counties  comprising  the 
Fifth  (Toledo)  Congressional  District,  has  been 
as  follows,  viz: 

1850.  I860.     Ratio 

Defiance 6.966  11,887  73 

Fulton 7,781  14.092  eO 

Hancock 16,751  22,892  37 

Henry 3  434              8.1113  160 

Lucas 11,363  25,770  103 

Paulding 1,766              4.983  180 

Putnam 7,221  12.826  70 

"VanWert 4,703  10,219  115 

■Williams 8,918  17,660  100 

Wood 9,157  17,935  80 

Aggregate 79,150  146,322  85 

This  is  an  immense  growth,  and  equal  to 
that  of  almost  any  of  the  frontier  States. 
There  is  yet  room  for  a  very  great  increase 
there.  The  population  of  these  eleven  coun- 
ties will  probably  be  soon  doubled,  and  Toledo 
become  a  large  city.  It  is  not  improble  that 
in  the  course  of  time  Toledo  will  overtake  Chi- 
cago. The  situation  of  Toledo  for  commerce, 
on  the  east  end  of  Lake  Erie,  is  much  better 
than  that  of  Chicago.  Chicago  has  a  much 
larger  grain  country  to  draw  from,  but  must 
inevitably  divide  it  with  the  new  towns  grow- 
ing up  on  the  west  of  Lake  Michigan  and  Lake 
Superior.  We  believe  that  Toledo  is  destined 
to  be  a  large  city,  and  willingly  submit  to  time 
the  accuracy  of  our  opinion. 

The  growth  of  the  twelve  counties  of  the 
Western  Reserve  has  been  as  follows,  viz: 

1850.  I860.  Ratio. 

Ashtalrala 28,707  31,956  11 

Cuyahoga 48  099  "8,196  62i 

Krie 18,568  24,478  33 

Geauga 17.827  15,879    Decrease. 

Huron 26,203  29,741  13 

Lake 14.054  15.590  0 

Lorain 20,1.86  29,741  14 

Mahoning 23,735  25,899  10 

Medina 24,441  22,895    Decrease. 

Portage 24,419  24,255  " 

Summit 27,485  27,58o  " 

Trombull 30.490  30,041  '■ 

Aggregate 310,774  350,805  15 

We  need  not  pursue  this  contrast  any  fur- 
ther at  this  time.  The  only  part  of  the  West- 
ern Reserve  which  has  increased  considerably 
is  the  commercial  part  lying  on  Lake  Erie, 
particularly  the  city  of  Cleveland.  The  agri- 
cultural counties  taken  together  have  scarcely 
increased  at  all.  The  southern  shore  of  Lake 
Erie  has  great  advantages  for  commerce,  and 
for  beautiful  and  healthy  residences;  but  the 
agricultural  section  lying  immediately  back 
has  by  no  means  as  fertile  soil  as  that  on  the 
Miamis  and  Scioto.  Its  main  dependence  is 
ou  cattle  and  sheep — a  profitable  and  produc- 


tive  culture,  but  one  not  requiring   a   dense 
population. 

There  are  some  curious  facts  in  the  census 
of  Ohio.  One  of  them  is  that  the  entire  sec- 
tion once  called  the  ivheai  region,  from  Steu 
benville  to  Tiffin,  has  declined  in  population. 
The  great  staple  of  that  section — wheat — for 
several  years  almost  failed  entirely.  Of  course 
agriculture  was  less  profitable,  and  the  emigra- 
I  tion  to  the  West  was  probably  greater.  Statis- 
tics thus  enable  us  to  connect  cause  and  effect 
in  the  progress  or  decliue  of  society.  When 
we  see  a  certain  district  declining  in  popula- 
tion, we  know  there  must  be  a  cause,  and 
whether  that  cause  be  remediable  or  not  it  is 
interesting  and  instructive  to  trace  it  out.  In 
some  cases,  it  may  be  traced  to  causes  within 
the  power  of  society,  and  then  this  knowledge 
will  be  as  valuable  as  it  is  interesting. —  Cin- 
cinnati Gazelle. 


RAILWAY  LEGAL  DECISIONS. 

Lucas  afj%t  Pitney — Corporations  carrying  on  business  un- 
der no  restricting  act,  may  make  promissory  notes  and 
draw  hills  of  exchange  upon  them,  and  the  usual  and 
proper  means  to  accomplish  the  purpose  of  then-organi- 
zation. 

The  general  power  of  a  corporation  to  make 
and  indorse  negotiable  paper,  as  a  necessary 
incident  to  their  power  of  incurring  debts,  has 
recently  been  consid  red  by  the  Supreme  Court 
of  the  State  of  New  Jersey,  in  the  case  of  Lu- 
cas us.JPitney.  The  action  was  brought  by 
the  plaintiff,  as  holder  of  a  promissory  note, 
against  the  defendant  as  Jmaker — the  note 
being  for  $1,604  24,  bearing  date  April  2d. 
1855,  and  payable  two  years  after  date,  with 
interest  semi-annually,  to  the  Camden  and  At- 
lantic Railroad  Company,  and  indorsed  in  the 
name  of  said  Company  by  Robert  Frazer, 
Treasurer.  It  appears  from  the  evidence  that 
the  Treasurer  was  in  the  habit  of  indorsing 
the  notes  of  the  company,  and  this  note  was 
indorsed  in  the  usual  manner ;  but  there  was 
no  resolutiou  of  the  company  authorizing  him 
to  indorse  the  notes  of  the  corporation,  and  he 
had  no  authority  except  what  the  law  would 
attach  to  his  office  :  although  this  mode  of  ma- 
king indorsements  had  been  acknowledged  by 
the  Company,  and  the  existence  of  this  note 
was  known  to  the  board  of  directors.  It  was 
the  custom  of  the  company  to  borrow  the 
notes  of  its  directors,  indorse  the  notes  thus 
borrowed,  and  raise  money  upon  them.  Some 
times,  however,  negotiations  would  be  made  for 
a  particular  amount,  requiring  the  names  of 
certain  of  the  directors.  In  such  cases,  in  or- 
der to  equalize  the  liabilities  of  the  several 
directors,  those  whose  names  were  not  required 
for  that  particular  transaction  would  give  the 
company  their  notes  to  be  negotiated  in  any 
way.  This  note  arose  from  a  transaction  of 
this  kind.  On  the  15th  of  August,  1854,  the 
defendant  gave  his  note,  at  four  months,  for 
$3,546  59.  This  note  was  never  negotiated; 
Mr.  De  Costa,  the  President,  took  it  for  the 
purpose,  but  did  not  do  so ;  when  it  came  due 
it  was  renewed  by  two  notes,  one  of  which  was 
for  $1,604.26,  and  as  the  company  were  then 
indebted  to  De  Costa,  he  took  this  note  as  col- 
lateral security.  This  note  was  renewed  seve- 
ral times  afterwards  as  it  came  due,  until  the 
last  renewal,  when  De  Costa  took  it  for  its 
amount  in  payment  for  what  the  company 
owed  him  ;  this  was  after  he  ceased  to  be  pre- 
sident of  the  company.  The  jury,  without  ar- 
gument and  without  leaving  the  box,  rendered 
a  verdict  for  the  plaintiff  for  $1,661.80,  sub- 
ject to  the  opinion  of  the  Supreme  Court  at 
bar.  The  cause  was  argued  in  1858,  and  the 
following  opinion,  rendering  judgment  in  fa- 
vor of  the  plaintiff,  was  delivered. J 


Green,  Henry  W.,  C.  J. — This  action   was 
brought  to  recover  the  amount  due   upon    a 
promissory  note,  made  by  the  defendant,  pay- 
able to  the  order  of  the  Camden  and  Atlantic 
Railroad    Company,   and   by   them   indorsed. 
Upon  the  trial  a  verdict   was  taken   for  the 
plaintiff  subject  to  the  opinion  of  this  Court, 
upon  the   case   made  by   the   evidence.     The 
only  point  submitted  for   the   consideration  of 
the  Court  is,  whether  the  Camden  and  Atlan- 
tic Railroad  Company,  to  whom  the  note  was 
made  payable,  and  by  whom  it  was  indorsed, 
have  power  to  receive  or  to  transfer  commer- 
cial paper.     The  Charter  of  the  Camden  and 
Atlantic  Railroad  Company  confers  upon  them 
the  ordinary   powers  of  a  railroad   company. 
By  the  15th  section,  it  is   enacted,    "  that  the 
said  corporation  shall  have  power   to   borrow 
such  sums  of  money,  from  time  to  time,   as 
shall  be  necessary  to  build,  construct  or  repair 
said   road,   and  furnish  the    said    corporation 
with  all  the  necessary  engines  and  machinery 
for  the  uses  and  objects  of  the  said  company, 
and  to  secure  the  payment  thereof  by  bond  or 
mortgage,  or  otherwise,  on  the  said  road,  lands, 
privileges,  franchises,    and  appurtenances  of 
or  belonging  to  said  corporation,  at  a  rate  of 
interest  not  exceeding  seven  per  centum  per 
annum  ;   provided  that  it   shall   not  be   lawful 
for  the  said  company  to  plead  any  statutes  of 
this  State  against  usury  in  any  suit  in  law  or 
equity  instituted  to  enforce  the  payment  of  any 
bond  or  mortgage  executed  under  this  section.  J 
This  section,  it  is  insisted  on   the   part   of  the 
defendant,  is  a  limitation  of  the  power  of  the 
company  to  borrow  money  for  specified  pur- 
poses and  in  the  mode  designated,  and  that  it 
is   tantamount  to   a  prohibition  of  the  com- 
pany's borrowing  money  for  any  other  pur- 
pose or  upon  any  other  security  than  that  spe- 
cified.    It  is  clear,  however,  that  the  15th  sec- 
tion of  the   charter  was  designed,    not  as   a 
limitation  or  restriction  of  the   powers  of  the 
corporation,  but  as  a  grant  of  additional  pow- 
er.    It  authorizes  the  company  to  borrow  such 
sums  of  money  as  shall,  from  time  to  time,  be 
necessary   for    the    construction,    repair,    and 
equipment  of  the  road,  and  to  secure  the  re- 
payment thereof  by  bond,  mortgage,  or  other 
security  on  the  road  or  franchises    of  the   cor- 
poration, at  a  rate  of  interest  exceeding  the 
rate  established  by  law.     The  corporation  are 
clothed   with    powers    which,   independent   of 
that  provision,  they  could  not  have  exercised. 
But  there  is  nothing  in  the  provision-which,  by 
necessary  implication  or   by  fair   intendment, 
can  be  construed  to  limit  the  general  powers 
and  capacities   incident   to   any  corporation. 
The  question,  therefore,    of  the   power  of  the 
corporation    to   give  or  endorse   the  note   in 
question  must  be  decided  in  view  of  the  in- 
herent powers  of  the  corporation,  irrespective 
of  the  special  provision  contained  on  tbe  sec* 
tion  alluded  to.      On  the  part  of  the  defendant, 
it  is  insisted  that  a  corporation  can  make  no 
contract  which  is  not  necessary  to  enable  it  to 
answer  the  object   of  its   incorporation  ;  that 
the  loaning  of   money,   or  the   borrowing  of 
notes  to  be  discounted  in  market,  is  not  neces- 
sary to  the  operation  of  a  railroad  company; 
and  that,  consequently,  the  making  or  indorse- 
ment of  commercial  paper  by  such   company, 
as  security  for  money  loaned,  and  the  indorse- 
ment of   notes   borrowed   for   the  purpose    of 
raisino-  money,  are  void  acts.     The  simple   in- 
quiry is,  whether  a  railroad   company  has,   as 
a  necessary  incident,  the  inherent   power  of 
borrowing  money  for  the  payment  of  its  debts 
or  for  its  necessary  purposes.     It  is  conceded 
that  the  corporation  has  such  powers  only  as 
are  expressly  conferred  by  charter,  or  neces- 
sarily  incident   to   those  powers.     If  it   may 
lawfully  contract  debts,  it  would  seem  clear 
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that 'it  may  enter  into  obligations  to  pay  those 
debts,  or  borrow  money  for  that  purpose.  The 
power  of  incurring  debts,  in  the  course  of  its 
legitimate  business,  of  giving  notes,  or  bor- 
rowing money  for  the  payment  of  such  debts, 
would  seem  necessarily  incident  to  every  cor- 
poration whose  business  involved  the  expen- 
diture of  large  sums  of  money,  and  often  up- 
on sudden  and  unforseen  contingencies.  Such 
it  is  believed,  is  the  universal  custom  of  all 
important  corporations,  whether  private  or 
municipal.  The  authorities  in  support  of  the 
practice  are  abundant.  Our  statute  recog- 
nizes bodies  politic  or  corporate  as  persons  by 
whom  promissory  notes  and  bills  of  exchange 
may  be  drawn,  indorsed,  and  accepted.  The 
technical  doctrine,  that  a  corporation  can  con- 
tract only  under  its  corporate  seal,  was  long 
since  exploded.  *  *  *         *         * 

The  result  of  the  authorities,  to  adopt  the 
language  of  a  recent  writer,  seems  to  be  that 
corporations,  carrying  on  business  under  no 
restraining  act,  may  make  promissory  notes, 
and  draw  bills  of  exchange,  where  these  are 
the  usual  and  proper  means  to  accomplish  the 
purposes  of  their  organization ;  that  such 
notes  and  bills  are  to  be  presumed  legal  and 
valid  where  they  are  not  prohibited  by  law, 
and  are  received  in  good  faith ;  and  that  they 
are  invalid  when  given  in  violation  of  law,  or 
when  given  for  purposes  wholly  foreign  to 
those  for  which  the  corporation  was  created. 
The  note  in  question  was  given  as  a  renewal 
of  accomodation  paper  originally  given  by  the 
defendant,  being  one  of  the  directors  of  the 
company,  to  raise  money  to  pay  the  debts  of 
the  corporation.  It  was  subsequently  trans 
ferred  by  the  company  to  one  of  its  creditors, 
in  payment  of  a  debt  dftB,  with  the  knowledge 
and  assent  of  the  defendant.  There  is  no 
pretence  in  the  evidence,  either  that  the  in- 
debtedness of  the  company,  which  the  paper 
of  the  defendant  was  originally  designed  to 
satisfy,  or  for  the  payment  of  which  the  note 
in  question  was  eventually  transferred  by  the 
company,  was  not  incurred  in  the  course  of 
its  regular  and  lawful  business.  We  are  of 
opinion,  therefore,  that  the  railroad  company 
were  authorised  to  hold  and  transfer  the  note 
in  question,  and  that,  consequently,  the  plain- 
tiff is  entitled  to  judgment  upon  the  verdict. 

BLUE  EIDGE  RAILROAD  COMPANY 

IN  SOUTH  CAROLINA. 

Hall  Bank  of  Charleston,  \ 
October  SI,  1860.  j 

The  annual  meeting  of  the  Stockholders  of 
the  Blue  Ridge  Railroad  Company  in  South 
Carolina,  was  held  this  day. 

The  majority  of  the  stock  being  represented, 
the  meeting  proceeded  to  business. 

Hou.  Charles  Macbeth,  Mayor  of  Charles- 
ton, was  called  to  the  Chair,  and  Win.  H.  Per- 
ronneau  appointed  Secretary. 

The  minutes  of  the  last  meeting  were  read 
and  confirmed. 

The  President  submitted  a  report  on  the 
condition  and  prospects  of  the  road,  and  also 
a  report  of  Colonel  Walter  Gwynn,  Chief  En- 
gineer, and  statements  and  exhibits  of  the 
Treasurer,  which  were  read  and  received  as 
information,  and  ordered  to  be  printed  in 
pamphlet  form. 

An  election  was  held  for  nine  Directors  to 
serve  for  the  ensuing  year,  which  resulted  as 
follows: 

Hon.  Edward  Frost,  Hon.  Charles  Macbeth, 
Mayor  of  Charleston,  Henry  Gourdin.  Chas. 
M.  Furman,  Geo.  A.  Trenholm,  Robert  Adger, 
William  C.  Dukes,  Chas.  T.  Lowndes,  Riphard 
Yeadou. 


An  election  was  entered  into  for  officers  for 
the  ensuing  year,  which  resulted  as  follows: 
Hon.  Edward  Frost,  President, 
Wm.  H.  Perronneau,  Secretary  and  Treasurer. 

The  above  road  is  a  continuation  of  the 
Greenville  and  Columbia  Railroad  from  An- 
derson, South  Carolina,  to  Clayton,  Georgia; 
Murphy,  North  Carolina,  and  Ducktown,  Ten- 
nessee, to  Cleveland  and  Chattanooga.  We 
are  glad  to  see  that  our  South  Carolina  Rail- 
road friends,  notwithstanding  their  State  is 
claimed  as  the  cradle  of  secession,  are  quietly 
working  for  Union. 


Railroad  Quarrel — Probable  Result. — 
A  Direct  Railroad  Connection  between  Buf- 
falo and  Baltimore  and  Flciladelphia,  Inde- 
pendent of  New  York  and  Erie  and  New 
York  Central- — There  is  a  misunderstanding 
existing  among  "  our  Southern  railroad  con- 
nections,"  which  is  likely  to  result  in  a  new 
route  being  opened  to  New  York.  For  some 
lime  past  the  managers  of  the  New  York  and 
Erie  road  have  been  at  variance  with  Mr. 
Patchen,  the  manager  and  chief  owner  of 
the  Buffalo,  New  York,  and  Erie  Railroad, 
and  as  a  consequence  of  this  misunderstand- 
ing the  two  roads  are  not  working  together,  al- 
though they  receive  from  and  deliver  to  each 
other  freight  and  passengers.  The  Erie  Com- 
pany own  a  track  from  Elmira  to  Canandai- 
gua,  and  run  all  their  Buffalo  passengers  to 
the  Central  Road  by  that  route,  rather  tftan  to 
take  them  to  Corning,  where  Mr.  Patchen's 
road  intersects.  On  the  other  hand,  Mr. 
Patchen  will  not  run  his  trains  to  Hornellsville 
so  as  to  connect  with  the  Erie  there,  but 
brings  the  freight  of  that  division  of  his  road 
away  to  the  northward,  and  so  by  Attica,  and 
Batavia  to  Corning,  thus  giving  it  to  the  Erie 
road  fifty  eight  miles  east  of  Hornellsville. 

Elmira  is  an  important  railroad  point,  as 
the  Philadelphia,  Baltimore  and  Southern 
roads  come  in  there.  Elmira  is  eighteen 
miles  east  of  Coming,  and  to  make  a  connec- 
tion with  Southern  lines  Mr.  Patchen  has  to 
depend  upon  the  Erie  roads  to  carry  his  pas- 
sengers between  these  points.  The  Erie  Com- 
pany are  not  disposed  to  consult  his  interests 
in  this  business,  hence  he  avows  his  intention 
to  continue  his  road  eastward  to  Elmira,  It 
is  probable  that  this  section  of  eighteen  miles 
will  be  constructed  this  winter.  Then  passen- 
gers can  be  taken  from  Buffalo,  Rochester, 
and  all  points  west,  to  Philadelphia,  Baltimore, 
Washington,  and  even  to  N&s-  York  by  the 
Southern  route,  without  being  conveyed  over 
the  Erie  road  at  all.  There  is  a  route  to  New 
York  from  Elmira  by  way  of  Williamsport, 
Mauch  Chunck  and  Easton,  which  is  but  a 
few  miles  further  than  by  the  Erie,  and  over 
this  passengers  will  be  taken  to  New  York 
from  the  West, — Rochester  Union. 


Southern  Pacific  Railroad.- — The  Marshall 
Republican,  of  the  23d  ult.,  has  the  following 
in  regard  to  the  progress  of  a  great  enter- 
prise. 

We  stated  in  our  last  issue  that  there  were 
between  four  and  five  hundred  hands  at  work 
on  this  road.  There  has  been  no  great  in- 
crease since  then,  but  Mr.  DeGraff  informs  us 
that  he  has  let  out  the  remainder  of  the  first 
section  of  twenty-five  miles  of  grading,  and 
consequently  there  will  be  soon  a  larger  force 
at  work.  This  grading  is  to  be  finished,  we 
believe,  by  the  first  of  January,  and  if  the 
weather  continues  favorable,  we  see  no  reason 
why  the  sub-contractors  should  not  accom- 
plish the  task.  The  work  goes  bravely  on, 
and  we  are  glad  to  see  it. 


Wrkjht's  Patent  Deflector  —  Important 
to  Railroad  Men. — We  mentioned  the  fact  a 
few  days  ago,  that  Mr.  Pachard  C.  Wright,  of 
this  city,  had  received  letters  patent  for  an  ap- 
paratus for  protecting  passengers  from  the 
eternal  nuisance  of  dust  and  sparks.  Since 
that  time  Mr.  Wright  has,  through  the  kind- 
ness of  Col  Wm.  Mahone,  the  talented  Presi- 
dent of  the  Norfolk  and  Petersburgh  Railroad, 
been  enabled  to  test  its  utility.  The  apparat- 
us which  may  be  denominated  a  window,  was 
attached  to  the  single  window  of  the  mail  de- 
partment of  the  car,  and  every  facility  afford- 
ed the  inventor  for  testing  its  usefulness. 
During  a  recent  ride  over  this  well-regulated 
railroad,  we  had  our  attention  called  to  the 
patent,  and  passed  the  most  of  our  time  in  a 
close  examination  of  its  merits.  The  day  was 
warm  and  dry,  and,  as  a  natural  consequence, 
dusty;  but  no  dust  entered  the  department  to 
which  this  Deflector  was  attached,  nor  could 
a  spark  reach  the  interior  through  this  win- 
dow, as  was  the  case  with  the  others. 

This  is  a  fast  age,  and  the  traveling  public 
are  not  satisfied  unless  they  are  whirled  along 
at  the  rate  of  a  mile  a  minute;  but  a  progres- 
sive movement  at  that  rate  of  speed  is  bound 
to  keep  up  a  cloud  of  dust,  and  the  passenger, 
besides  being  covered  with  this  dust,  gets  an 
occasional  spark  in  his  eye,  which,  if  he  is  at 
all  irritable,  causes  him  to  kick  up  a  dust  also. 
To  obviate  this,  and  render  railroad  traveling 
not  objectionable,  much  talent  has  been  em- 
ployed during  this  decade,  in  perfecting  some 
arrangement  that  would  exclude  all  dust  and 
sparks  from  a  railroad  train  when  in  motion. 
None,  however,  have  succeeded  until  the  Pat- 
ent Deflector  of  Mr.  Wright  was  produced. 
This  not  only  excludes  all  sparks  and  dust, 
but  enables  the  passenger  to  look  either  up  or 
down  the  train  when  it  is  in  motion,  without 
the  fear  of  having  his  eyes  filled  with  sparks, 
or  his  nose  with  dust;  and  what  is  of  equal 
importance,  it  does  not  interrupt  the  perfect 
ventilation  of  the  car,  to  the  contrary  im- 
proves it,  by  keeping  up  a  greater  circulation 
than  is  found  in  windows  where  the  Deflector 
is  not  used. 

It  was  our  intention  to  enter  into  a  descrip- 
tion of  this  valuable  invention,  but  so  satisfied 
are  we  that  it  will,  in  a  very  short  time,  be  in- 
troduced on  all  the  various  lines  of  railroad 
in  this  country,  that  a  full  description  would 
be  but  a  waste  of  words,  since  all  who  travel 
must  shortly  see  it,  and  feel  and  acknowledge 
the  great  influence  it  has  upon  their  comfort. 

Mr.  Wright  has  devoted  several  years  to  the 
ventilation  of  railroad  cars,  and  the  concomi- 
tant of  excluding  dust  and  sparks  from  them, 
and  this  Deflector  is  the  result  of  that  long 
and  patient  investigation. 

The  Deflector  is  simply  a  window,  one  half 
of  which  is  glass,  the  other  half  wire  gauze. 
The  glass  instead  of  standing  parallel  to  the 
side  of  the  car,  sets  off  at  an  angle,  and  de- 
flects the  dust  and  sparks  on  the  outside,  and 
rushing  past  the  glass,  causes  a  strong  current 
from  within  to  follow  it;  said  current  finding 
egress  through  the  wire  gauze  which  divides 
the  aperture  or  space  made  by  the  window 
frame ;  in  other  words,  the  glass  covers  one 
half  of  the  window  and  the  wire  gauze  the 
other.  The  peculiarity  consists  in  the  inge- 
nious manner  in  which  the  whole  device  is 
applied  to  the  window,  since  it  makes  no  dif- 
ference which  direction  the  cars  move,  the 
glass  pane,  or  Deflector  can  be  adjusted  to 
suit,  and  that  in  so  speedy  and  handy  a  man- 
ner that  a  brakeman  can  do  it  while  the  car  is 
in  motion. — Norjolk  Day  Book. 
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MONETARY  AND  COMMERCIAL. 

The  demand  for  money  at  our  discount  houses  has  "been 
sufficient  to  keep  down  any  danger  of  plethora,  but  can  not 
be  said  to  have  been  clamorous.  Regular  customers,  hav'ng 
good  paper  to  offer,  have  found  no  serious  difficulty  in  get- 
ting their  wants  supplied  at  regular  rates,  viz:  10@12  per 
cent.  Outsiders  have,  however,  met  with  a  little  less  favor 
than  for  sometime  past;  this  must  continue  to  be  the  case 
until  after  the  middle  of  January  next,  or  in  other  words  un* 
til  the  pork  and  grocery  business  have  had  their  wants  sup- 
plied. 

Eastern  Exchange  has  been  in  butmoderate  demand,  and 
dealers  are  not  anxious  to  buy,  and  are  disposed  to  run  their 
balances  to  as  low  a  margin  as  is  consistent  with  the  working 
operations,  in  anticipation  of  a  fall  in  rales.  Quotations 
are 

Buying.  Selling. 

New  York  Sight £     pvem    j}@&    prem 

Philadelphia 4     prem     J@4     prem 

Boston 35@37i    prem    j}®i     prem 

Baltimore 25@30    prem     j!@£    prem 

New  Orleans par  prem 

AmericanGold 2J@30  prem  37>£@40prera 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
havebeen  made  during  the  past  week  in  this  city  at  the  fol- 
lowing rates: 

BONDS. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  6  per  «sr 

cent . , 86 

Covington  &  Lexington  R.  R.  First  Mortgage 
Bonds,  7  per  cent. 85 

Covington  and  Lexington  R.R  Co.  FirstMort- 
gage  Bonds,  b'  per  cent 78 

Covington  &.  Lexington   R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent. ,-.  73 

Indianapolis  &  Cincinnati  R.    R.   First  Mort- 
gage Bonds   7  per  cent 85 

Indianapolis  &  Cincinnati  R.  It.  Co.,  Second 
Mortgage,  7  per  cent.  Bonds „ 84 

Indianapolis   &  Cincinnati  R.  R.  Co.,  Third 
Mortgage  Bonds,   7  percent 65 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 
Mortgage,  7  per  cent.  Bonds 100 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds.  7  per  cent 80 

Ohio   and   Mississippi  Railroad,   Construction 
Bonds, 7  percent 38 

Indiana   Central   R.    R.   Co.,  First  Mortgage 
Bonds,  7  per  cent 8G 

Indiana  Central  R.  R.  Co.,   Second    Mortgage 
Bonds.  10  per  cent 89 

Dayton  &  Michigan  It.  R.  Co.,  endorsed  Mort- 
gage 81,7  percent 75 

City   of  Cincinnati,   Municipal  Bonds,  6  per 
cent ■••   95 

City  of  Cincinnati,  Railroad  Bonds,  C  per  cent.  88 

City  of  Cincinnati,  Wharf  Bonds,  G  per  cent..  85 

STOCKS. 

Cincinnati.  TTamilton  &.  Dayton  R.R 74@74j 

Little  Miami  R.R 88>a®h0 

Columbus  &  Xenia  R.  R 88 

Indianapolis  &.  Cincinnati  R.R...    .....•->*.   48 

Ohio  &.  Mississippi  R  R •• lfc 

Farmer's  Bank  of  Kentucky, 125 

Northern  Bank  of  Kentucky 128 

Ohio  Life  Insurance  &.  Trust  Co.'s  Certificates.    8 
Ohio  Sl  Mississippi,  Trustees  Scrip 15 

TJncurrent  money  is  quoted  at  l@lj-discount  for  Illinois, 
Wisconsin  and  Iowa,  and  1  discount  for  Missouri— buying 
rates. 

Relative  to  the  New  York  Stock  Market,  the  Tribune,  of 
Nov  5th  says  : — The  Stock  Market  this  morning  was  not 
a  very  active  one,  but  the  feeling  was  strong,  and  nearly 
every  description  advanced.  There  was  quite  a  large  amount 
of  orders  to  buy  among  the  commission  houses,  and  the 
bears  making  little  or  no  demonstration,  the  market  rose 
rapidly  under  the  purchases.  This  movement  also  br  iught 
in  eome  street  operators,  who  had  been  hesitating  for  a  tew 
days  past,  and  the  result  was  a  very  firm  market.  Central, 
under  purchases  of  2,200  shares,  advanced  to  82-J;  Hudson 
River  touched  Gl>.  and  afterwards  60£;  Harlem  of  both 
issues  was  firm  and  in  good  demand.  The  Albany  Express 
line  on  this  road  is  doing  quite  as  much  traffic  as  the  mana- 
gers expected,  and  promises  to  have  a  fair  share  of  tavel. 
The  October  receipts  will  show  Igrf.OOU  to  $  10,1)00  gain  on 
last  year.  Pacific  Mail  was  dull  and  lower-  In  the  West- 
ern shares  the  transactions  were,  to  a  moderate  extent, 
with  an  upward  tendency  in  evury  description.  The  largest 
advencc  was  In  Burlington,  which  sold  at  85,  against  HI  on 
Saturday.  Illinois  Central  was  also  buoyant,  and  sold  at 
74,  an  advance  of  2  per  cent,  under  foreign  orders  to  buy 
Michigan  Central  improved  1  per  cent,  and  Rhode  Island 
H  per  cent.  In  Western  shares,  the  firmness  of  the  market 
alarmed  ilie  shorts,  and  they  were  free  buyers.  A  sale  of 
Cincinnati  and  Indianapolis  was  made  at 50,  which  is  a  fur- 
ther improvement.  The  gain  on  this  road  in  September, 
was  .$10,000,  and  October  looks  equally  well.  Between  the 
Boards,  the  advance  of  the  morning  was  well  sustained 
without,  however,  much  activity.  The  tone  of  the  second 
Board  was  irregular,  and  towurd  the  close  of  business  quite 
weak,  which  feeing  continued  to  be  exhibited  iti  the  street 
utter  the  regular  session.  One  or  two  prominent  bears 
hammered  to  some  extent  and  with  some  effect  upon  prices, 


RAILROAD  EARNINGS. 

JO^The  following  is  an  approximate  statement  nf  the  earn- 
ings of  the  Pittsburgh,  Fort  Wayne  &  Chicago  Railroad  Com- 
pany for  the  montli  of  September,  1860,  compared  with  the 
same  period  of  lastyear: 

I  MO.  1P59.  Increase. 

Fromfreight $142,019  42     ®  129,329  57     $12,:09  8-i 

From  passengers....     87,010  26         86.729  03  281  Q3 

From  express 2,600  00  3  250  00     

From  mails 7,825(0  7,825  110     

From  rent  of  road..         7,08:133           5.500  00         1,583  33 
From  rent  &  miscel.  250  00  678  99 

Total.... 5240,703  01     S233.312  50     $13,395  42 

Earnings  from  Jan. 

1,  Sept.  30th... §1,027,259  05  $1,393,698  9R  $233,560  67 
The  earnings  of  this  ruad  for  September,  exceed  ttiose  of 
anyone  month  since  its  completion,  and  the  aggregate  in- 
crease to  September  30th,  over  those  of  last  year,  betoken  a 
very  satisfactory  sum  for  the  fiscal  year  to  end  December 
21st  proximo. 

XL  rThe  earnings  and  expenses  of  the  Cleveland  and  Ma- 
honing Railroad  Company  for  the  month  of  October,  were 
as  follows: 

1859.  J800.  Increase 

Passenger $4,972  98  85.859  20  $886  22 

Freight 11,50163  16,058  59  4,497  06 

Coal 14,254  90  19,447  33  5,192  43 

Mail 202  50  418  75  156  25 

Gross  earn 'gs.. $31,051  91        $11,783  87       S'0,73196 
Expenses 9,469  94  11,090  88  l,6-'0  94 

Net  earnings...  $21,581  97        $30,692  99         89,11102 
The  earnings  and   exprenses  from  the  1st  of  January  to 
the  31st  of  October,  were: 

1859.  1800.  Increase. 

Gross  earnings.:$231,933  41         $312,559  12        % 80,025  71 
Work'g  exp'ses.     83,148  74  104,546  19  21,397  45 

Netearn'gs. $148,784  67        $2ne,UlS  93        $59,223  26 


Gov.  Banks  and  the  Illinois  Central  R.R. 
— The  recent  decision  of  the  Hon.  N.  P.  Banks, 
the  present  chief  magistrate  of  the  Common- 
wealth of  Massachusetts,  to  retire  from  the 
field  of  politics  and  devote  himself  to  the  ma- 
terial interest  of  Illinois,  has  awakened  a 
spirit  of  inquiry  among  his  numerous  person- 
al and  political  friends  as  to  what  his  real  po- 
sition is  to  be.  The  title  of  the  office'  which 
Gav.  Banks  is  to  assume  in  the  above  corpora- 
tion is  that  of  "  Resident  Director."  He  re 
presents  the  president  and  directors,  who  are 
scattered  over  this  country  and  Europe,  and 
can  not  attend  to  the  vast  duties  required  of 
them  from  day  to  day;  hence  this  additional 
office  is  found  to  be  necessary.  He  sits  as 
grand  supervisor  of  the  entire  business  of  the 
corporation,  which  is  divided  into  departments 
like  the  government  of  a  State,  only  more 
vast  and  difficult  than  the  government  of  most 
of  our  States.  All  questions  that  can  not  be 
settled  by  the  heads  of  these  departments,  in 
the  execution  of  their  duties,  have  to  be  sub- 
mitted to  the  Resident  Director.  If  in  the 
course  of  events  any  question  arises  which 
requires  additional  legal  advice,  the  corpora- 
tion has  a  regularly  salaried  attorney  to  be 
called  in.  If,  again,  a  question  arises  which 
the  Resident  Director  declines  to  take  the  re- 
sponsibility to  settle,  he  can,  if  he  chooses, 
submit  it  to  the  next  regular  meeting  of  the 
directors.  Gov.  Banks'  salary  is  to  be  $8,500. 
which  is  $4,500  more  than  he  receives  as  Gov- 
ernor of  Massachusetts.  It  is  partly  on  ac- 
count of  his  record  as  Governor  of  Massachu- 
setts and  his  universally  acknowledged  supe- 
rior administrative  ability,  as  exhibited  in  the 
various  important  and  difficult  public  posi- 
tions he  has  so  satisfactorily  filled  in  Washing- 
ton, as  well  as  in  Massachusetts,  that  this 
powerful  corporation  was  induced  to  invite 
Gov.  Banks  to  assume  the  position  which  he 
has  accepted.  He  will  close  his  official  term 
as  Governor  of  Massachusetts  on  the  1st  of 
January,  and  then  enter  at  once  upon  his  du- 
ties in  Chicago,  as  Resident  Director  of  the 
above  named  corporation.  He  has  recently 
been  at  Chicago,  and  has  made  a  tour  of  the 


line  of  road  belonging  to  the  corporation.  He 
was  accompanied  by  Mrs.  Banks,  and  made 
arrangements  for  their  future  residence  in 
Chicago. — Am.  Railway  Review. 
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PAPER  OF  CONGRESS. 


I  PUBLISH  NOW  MY  ANNUAL  PROSPECTUS  OF 

THE  DAILY  GLOBE, 

—AND— 

TIIE  CONGRESSIONAL  GLOBE  AND  APPENDIX, 1 

ryo  REMIND  SUBSCRIBERS,  AND  INFORM  TIIOSE 
X  who  may  desire  to  subscribe. that  Congress  will  meet  on 
the  first  Monday  of  next  December,  when  I  shall  resume 
publishing  the  above-named  papers.  They  have  been  pub- 
lished so  long,  tlint  most  public  men  know  their  character, 
and  therefore  I  deem  it  needless  to  give  a  minute  account  of 
the  kind  of  matter  they  will  contain. 

The  Daily  Globe  will  contain  a  reportof  the  Debates  in 
both  branches  of  Congress  as  taken  down  by  reporters,  equal, 
at  least,  to  any  corps  of  short-hond  writers  in  this,  or  in  any 
other  country.  A  majority  of  them  will,  each,  be  able  to 
report,  verbatim,  ten  thousand  words  an  hour,  while  the 
average  number  of  words  spoken  rarely"exceeds  seven  thou- 
sand five  hundred  words  an  hour.  When  the  debates  of  a 
day  do  not  make  more  than  forty  five  columns,  they  will  ap- 
pear in  The  Daily  Globe  of  the  next  morning,  which  will 
contain,  also,  the  news  of  the  day,  together  with  such  edito- 
rial articles  as  may  be  suggested  by  passing  events. 

The  Congressional  Globe  and  Appendix  will  contain 
a  report  of  all  the  Debates  in  Congress,  revised  by  the  speak- 
ers, the  Messages  of  the  President  of  the  United  States,  the 
Annual  Reports  of  the  Heads  of  the  Executive  Departments, 
the  Laws  passed  during  the  session,  and  copious  indexes  to 
all.  They  will  be  printed  on  a  double  royal  sheet,  in  book 
form,  royal  quarto  size,  each  number  containing  sixteen 
pages.  The  whole  will  make,  it  is  believe!,  at  least  2,000 
pages.  This  acknowledged  to  be  the  cheapest  work  ever 
sold  in  any  country,  whether  a  reprint  or  printed  from  man- 
uscript copy,  taking  for  data  the  average  number  of  words 
it  contains. 

The  coming  session  will,  without  doubt,  be  an  unusually 
interesting  one,  because  the  debates  will  in  a  great  measure, 
be  upon  the  policy  of  the  President  elect,  and  The  Globe  will 
be,  as  it  has  always  been  for  many  years  past,  the  only  source 
from  which  full  debates  of  Congress  can  be  obtained. 

The  Congressional  Globe  and  Appendix  pass  free  through 
the  mails  of  the  United  States,  as  will  be  seen  by  reading  the 
following  Joint  Resolution  passed  by  Congress  the  fllhof 
August,  1852: 

Joint  Resolution  providing  for  the  distribution  of  the 

Laws  of  Congress  and  the  Debates  thereon. 

With  a  view  to  the  cheap  circulation  of  the  laws  of  Con- 
gress and  the  debates  contributing  to  the  true  interpretation 
thereof,  and  to  make  free  the  communication  between  the 
representative  and  constituent  bodies: 

Be  it  resolved  by  the  Senate  and  House  of  Representatives 
of  the  United  States  of  America  in  Congress  assembled,  That 
from  and  after  the  present  session  of  Congress,  the  Congress- 
ional Globe  and  Appendix,  which  contain  the  laws  and  the 
debales  thereon,  shall  pass  free  throngh  the  mails  so  long  as 
the  same  shall  be  published  by  order  of  Congress:  Provided^ 
That  nothing  herein  shall  be  construed  to  authorize  the  cir- 
culation of  the  Daily  Globe  free  of  postage. 

Approved,  August  6th,  1852. 

TEKMS. 

For  a  copy  of  The  Daily  Globe,  for  four  months $3  00 

For  one  copy  of  the  Congressional  Globe  and  Appen- 
dix, during  the  Session 3  Oft 

For  two  copies  of  the  Congressional  Globe  and  Appen- 
dix, when  ordered  at  the  same  time •   5  00 

No  attention  will  be  paid  to  any  order  unless  the  money 
accompany  it. 

Bank  notes,  current  in  the  section  of  the  country  where  a 
subscriber  resides,  will  be  received  at  par      The  whole  orany 
part  of  a  subscription   may  be  remitted   in  postage  stamps, 
which  is  preferable  to  any  currency,  except  gold  or  silver. 
JOHN  C.  RIVES. 

Washipgton,  Oct.  18th,  i860. 

PROPOSALS. 

Office  of  the  Mobile  and  Ohio  R.  R.  Co.) 
Mobile,  Sept.  8th,  1SG0.J 

1  PROPOSALS,  addressed  to  the  undersigned,  will  bo 
received  until  the  20th  October  next,  for  furnishing 
First  Class  Sleeping  Cars  for  the  Through  Trains  on  this 
Road. 

The  proposals  must  state  the  name  of  the  Patent  under 
which  the  cars  will  be  constructed,  the  time  they  can  be 
delivered,  and  the  price  at  which  the  Company  can  purchase 
them— including  the  patent  right  to  use  the  same— at  the 
expiration  of  oue  or  two  years  after  date  of  deliver  on  the 
Road. 

L.  J.FLEMING, 
Chief  Eng.  &  Gen'l  SupU 
Sept.  28,  td. 
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APPLEGATE  &  €©., 

Aa»tt*INS<:«ATB3   &  CO.,  Book- 
fHillord,  Stutibnera  and   Blank-book 
Blunul'aolurcrd,  43   Main    Street,  Cincin- 
nati, invito  tho  attention  <*>1'  Booksellers, 
Country  iflercli  ante,  Teachers, 

and    others   to  our  varied  and 

extensive  stock  ofScliool,  Classi- 

cal,'! heologSoal,  Scientific,    Stan- 

dard, and  miscellaneous    Bookg,  Paper, 
BHrik -books,    .Stationery,    etc.,  etc.; 
■which,  from  our   numerous  and  favora- 
ble   arrange  nients    with    tho 
leading  publish  ers,  as  woll  as 
the  )>r  i  n  cipal                m  an  u  fac  t  urcrs 
and    importers              of  Paper  and  Sta- 
tionery,  we  can  offer   superior   induce- 
ments  to    purchasers.        We  respectfully 
solicit  a  comparison  of   stock  and  prices 
with  any  other  house    in  the  West- 

Our   Stock   of    Stationery 
is  very  complete,    embracing 
in  part   all  the   varieties    of  Cap, 
Letter,   Packet,    Commercial,    Bath 
d  Note  papers,  together  with  Blotting, 
Envelope,  Manilla 
ping;    Bonnet 
opes,  Gold  &  steel 
ers,  Pencils,  Pen- 
pr  e  sses,    and 
Inkstands  ;   Era- 
wax,  Wafers, 
Banker's   cases, 
head  boxes,  En- 


ai 

Tissue,    Drawing 
and  Tea  w  rap- 
boards,   Env  el- 
Pe.n.Sj  Penhold- 
rnc  k  s,  Copying 
Books,  Ink  and 
sures,   Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 
velope  and    Card  cases ,  Cash   and    Post 
Office  boxes,  Rulers,  Letter  scales,  Clips, 
Weights,  and  Files  ;  Date  Calendars, 
together  with  all  other  articles 
used  iu  the  coun  ting-  house. 

STATIONERS, 

To   our  Blank    Books   we 
especially    call    attention,    as 
they  are  manufactured  at  our  own 
establishment,  of  the  best  material,  aud 
all  neatly  paged,  including  all  sizes,  from 
the    small  memo- 
the  large  Super 
rial  Ledger,  and 
variety  of  styles 
w  o  rk  in  anship, 
order  of  any  de- 
with   or  without 
and  warranted  to 
in  quality  of  pa- 


randum  book  to 
Royal  and  Impe- 
bound  in  a  great 
and  of  superior 
Books  made  t  o 
sired  pat  te  r  n, 
printed  headings 
give    satisfaction 

per,    accuracy  o  f 


ruling    and   durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

Blank    Book    Manufacturers, 


We   are   prepared  io 

Print  and  Bind  books 

tion  and  in  any  style 

sired,  ai  rates  as  low 

quality  of  work 

c  u  t  e  d  in  this 

w  h  e  r  e.     Our 

executing  these 


Stereotype? 
of  any  descrip- 
that  may  be  de- 
as  the   samo 

can  be  opa- 
city or  else- 
facili  ties  for 
branches  of 


the  trade  are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
3tyle  and  on      short  notice. 


Merchants   and 
v.     Bills  of  Lading, 

Railroad    a  n  d 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  we  do  such  'obs 
despatch.     Orders  vo- 


o triers  wishing 
Bill    Heads, 

Dray    receipts,    (^ 
any  other  descrip- 
please'  bear  in  mini 
with  neatness  ami 
spcetfully  solicited- 


Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  an  enumera- 
tion of  the  moro  prominent,   which  are, 
0  1  a  r  k  e  s'  Com-  m  e  n  t  a  - 

ries, Dick's  Works,  11  o  l- 

lip's  Ancient  History,  Plutarch's 
Lives,  Josephus.,  Spectator,  Chain  of 
Sacrod   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    Those,  together  with  Books, 
large  and  small,  Books,  new  and  old, 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
cnnapl     etc  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

42  iWAEN  STKEET  CM*. 
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ANDERSON,  GATES  4c  WRIGHT, 

STATIONERS,  BOOKSELLERS, 

— 7A  MB- 

Blank  Book  Manufacturers, 

No.  113  MAIN  STREET, 

East  Side,  between  Third  and  Fourth  Streets, 

KKliP  constantly  on  hand  a  large  and  well  selected 
assortment  of  everything  in  their  line  which  they 
ofler  on  favorable  terms. 

RAILROAD    AND   OTHER  BLANKS, 
Printed  to  order  in  the  best  manner. 

Ruling  done  to  order,  of  any  Pattern. 

Blank  Books  of  every  descpiption,  with  or  without 
orintedheadings.gotup  on  short  notice. 

ANDERSON,  GATES  &  WRIGHT, 
(Successors  to  Jacob  Krnst, 
112,  Main  Street,  Cincinnia 

A.  BRIDGES  &  CO. 

Manufacturers  and  Dealers  In 

RAILROAD  AID  CAR  FINDINGS 

— AND — 

3VH  .a.  o  h;  itje  qet.  -g% 

Of  Every  Description. 

No.  64,  OOURTLANDT  STREET 
NEW  YORK. 

Albert  Bridges.  Joel  C.  Laxe. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y 

rpHKSE  WORKS  HAVING  BEEN  ENLARGED  and 
_l    improved,  and  having  received  extensive  additions 

to  tnoir  tools  and  machinery,  are  prepared  to  receivf 
nd  execute  ordets  for 

AND  TENDEES,  AND 
RAILROAD  MACHINERY 

»ene.'ally ,  with  the  utmost  promptness  and  despatch 

ind  in  the  best  style. 
The  above  works  being  located  on  the  New  YorkCer 
ql  Railroad,  near  the  center  of  the  state,  possess  su 

oerior  facilities  for  forwardingtbe  r  work  to  any  partol 
he  country,  without  delay. 

JOHN  ELLIS,  Agent. 

WALTTEU  TMr.«ri5EN     Sup't.  \uIfUy 

Cincinnati,  Hamilton    and  Dayton 

SIX    DAILY    TRAINS 

LEAVE    THE    SIXTH   STREET  DEPOT 
(Sundays  Excepted). 

All  Trains  run  dt  Columdcs  Time,  vthiph  is  Seven 
Minutes  faster  than  Cincinnati  Time. 

THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN   CITIES. 

G  A.  M.—  EXPRESS  TRAIN  — For  Hamilton, 
Richmond,  Indianapolis,  Logansport.  Dayton,  Spring  field, 
Urbana  mid  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Port  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

5  A.  ITS.— ACCOMMODATION  TRABN— 
For  Haaniilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10.00  A.M.— COLUMBUS  EXPRESS— For 
Cleveland  Duukirk,  Buffalo,  New  York,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2.30  P.  M.  TRAIN- For  Dayton,  Springfield,  Ur- 
bana and  Bellefuntaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.M.  ACCOM  MO  WATSON"  TRAIN. 
For  Hamilton,  and  all  way  stations. 

6  P.  M.  EXPRESS  TRAIN"— For  Dayton, 
Springfield.  Urban  a  anil  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada  Connects  at  Hamilton 
for  Oxford,  Richmond,  Logansport,  etc. 

JVj^Eor  further  information  and  through  Tickets  apply 
at  the   Ticket  Offices:— No.  169    Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth    t 
Depot. 

D.  McLAKEN,  SuptHitfendent, 


PROSSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  BOILER  MAKERS 

ENGINEERS'  TOOLS. 

Tunes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  fee,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 

PARK'S  PATENT  GLASS  ENAMELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED    STEEL   TUBES. 

THOS.  PROSSEE  &  SON, 

28  Piatt  Street,  Uew  Xork. 

Tittle  mi  a  mi 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  BAYTQN 


On  and  after  MONDAY,  June  11,  I860.  Trains  will  de- 
part as  follows : 

6:00  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:30  A.  M-  Express- — From  Little  Miami  Depot,  and 
from  Cincinnati.  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Sleubenville  and  Pittsburg;  via 
Columbus,  Bellair  and  Bcnwood;  and  via  Columbus,  riellair 
and  Pittsburgh  ;  also-for  Springfield  and  Delaware. 

7:30  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M- — From  Cincinnati.  Hamilton  and  Dayton 
Depot — AccnmmoJation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc. 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus.  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield.  Urbana  and  Belle- 
fontaine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:50  P.M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot ;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
iltnn  for  Oxford,  &c. 

4:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

li:H0  P.M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield,  Urbana  and  San- 
dusky ;  for  Troy.  Piqua,  Sidney,  Lima,  Fort  Wayne  an  d 
Chicago ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond   Logansport,  etc. 

11:00  P.M.  Express. —From  Little  Miami  ^Depot— Con- 
nects via  Columbus,  SteuVnville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg;  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood  and  via 
t  olumbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  1  Burnet  House;  No.  5  East  Third 
Street ;  SLxtb  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time, 

T.  W.  STRADER, 

General  Ticket  Asrent. 

Omnibuses  cal  for  passengers  by  leaving  directions  at 
the  Ticket  0ffices# 
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W.  6.  HYNDMAN'S 


Patent  Portable  Forge  and  Bellows. 

THESE  FORGES  are  superior  to  all  nttKgxgfor  build- 
ers of  railroads,  mines,  quarries,  guaawiithe,  Iock- 
smiths,  machine  shops,  boiler  makers,  gas  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  tire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
or^es  will  address  W.G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


Jgfc  jflLIXjlEfcO,  A,.  J>  . 

SHORTEST  ROUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M— TERRE  HAUTE  AND  APAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:51)  P.  M. 

6.00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^id"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrenceburg  &  Indianapolis. 

D3=FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through" 

TIIROUG11  TTCKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  nouse,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  he  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

II.  C.  LORD,  President. 

CINCINNATI,      WHMTNGrTON, 

AND  ZANESVILLE 
RAIIjB  oax». 

Two  daily  trains,  at  6  A.  M  .and  6  P.  M.,  from  Little  Mi- 
ami Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive  (Cincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets'       sale    t  Depot  Ticket 

Offices  of  Little  Miami  R nd. 

*  OND         elver 


RAILROAD  IRON.' 

THE  undersigned,  Agents  for  the  Manufacturers,  are 
prepared  j contract  to  deliver  froe  on  board,  at 
shippinjportsin  England,  or  at  ports  of  dischaarge  in 
theUnitecStdSefl.Railsofsuperioi quality, and  of  weight 
ofpatterii    cm  ay  oe  required. 

VOSE, LIVINGSTON  &  CO. 
New  York,  Ap3, 1856*.  9  South  VVUiam  Street 

T.  F.  Ml 
Mathematical 

o.CI       est  6t!n  St.  bet  Wa  milt  «fc  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


Instrument  Makers 


BALTIMORE,  PHILADEPHIA,  NEW  YORK  &  BOSTON 
And  only  iCoail  t»  Washington  City. 


CENTRAL     OHIO, 

Baltimore  and  orio 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South-West   and   Worth  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,  New  York  and  Eoston.at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  anil  Travelers,  forpleasure  or.information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exolusiveTelegraph  lines;  its  largeamount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfoi-t. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

JPr3  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH. Master-  Transportation,  B.  <&  O.  R.  R. 

J.  II.  SULLIVAN,   Gen.  West.  A?t.t  B.  8;  O  R.  R. 
L.  M.  COLE.  Gen.  Ticket  Ast.,  /?.  &;  O.R.B. 
H.  J.  JEWETT.  PresH  C.  0.  R.  R. 
J.  W.  BROWN.  Oev.  ^irJce*  A0.,  G.   0.  R.  R, 


G.    W.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWEHS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description, 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  fin  nished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assc.rance.tnat 
no  pains  will  be  spared  to  give  entire  satisfaction  it. 
al   aees.  G 

ERON  BOILER  FLUES 
PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7incb.es  outside  diameter,  cut  to  definite  length 
as  required . 

nuoircHTiie^N  welded  tithes, 

From  %  to  5  inchesbore,  with  Screw  and  SocketCon- 

oections.    T"s,L's,  Stops,  Valves,  Flanges  ,  etc.,  etc 

Warehouse,  209  SoiiJli  Tliird  St., 

PHILADELPHIA  ,  |fcug 

Stephen  morris,  nixs.  wrtrcrct.KR.  jr. 

TlIOS.  T  TASKKK,  JR.j  S.  P.  M    Ti.riKKR.  ' 


IW.  HARVEY'S  SAFETY  JOINT 

For    Coupling    ihe    Ends    of  "  T      Rail 

ZPATMITTW,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view^of  outside  plate  C,  whiih  is  applied  on  the  outer  side 
of  the  .joint.  It  is  intended  to  stand  up  Gush,  with  the  fece 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  tojfi"  up  the  recess  in 
tte  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  theoneshnwn  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  thechair,  as  shown 
in  Fig.  3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  p.irt  can  not  pro|ect 
laterally  beyond  Lhe  head  of  the  mils,  or  it  would  interfere 
withte  sheg'eflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  ihe  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  fur  the  tongues  C  C,  and  serving,  also,  in 
part,  tocenfinethe  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  Mem,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  theivplace. 

The  plates  C   and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails, 
anrfsecured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi 
ble  manner,  so  thatneithercan  move  without  the  other 

One  of  the  advantages  this  invention  claims  over  al 
others,  is  the  introduction  of'two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  vertical  slots  in  the  ends  of  the  rails,  and  correspond' 
ing  ones  in  the  outsideplate.  Bydriving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  " 
her  can  move  without  the  other. 


Anothergreatadvautagcis,  theallowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  oft' the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  of  tha 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  "vith  the  breaking  of  rails,  whee 
and  axles,  preventing  the  loss   of  life  and  destruction 
property, and  saving  at  ie.ut  fifty  percent,  on  the  wea 
the  rolling  stock  of  the  road. 

\V\    HARVEY,   INVENTOH    AMD  PATBNTK 

41  Jetlersoii'btreet,  Albany, 
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GEO.   H.    KNIGHT    &,    BROTHER, 

Patent  Attorneys, 

IV.  E    Corner  Vine  &.  4th. 

Railroad  Oar  Urease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia, 

Ju  24.  6m. 
6f.  G.  LOEDELL.        H.  S.  M'COMBS.        I>.  P.  BUSH. 

BiiSH&LQBBELL, 

^/ilniinglon  -------  Delaware 

MANUFACTURERS  OF 


For  R.R.Cars&  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    R  THEIK 

CBLS3P.ATBD     WHEELS, 

EITHER   SINGLE   OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Manimered  or    BSoIlotl    AxJes, 

In  the  best  manner,  at t lie  shortest  notice,  and  on     the 


Most  Reasonable  Terms. 


an  2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 


— THE — 


POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories  ^arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post- Offices;  Pates 
of  foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular  ;  Abstract 
of  the  Laws  and  Regulations  of  the  PosfcOffiee  De- 
partment, <&c.,  dtc* 

COMPILED  BY  E.  PENROSE  JONES, 

Late  Assistant  Post-Maotcr  at  Cincinnati. 

Price   Twenty-Five    €  easts. 

HEAD  THE  FOLLOWING  CERTIFICATE. 
U.S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
neinnati  P.  0.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices.   especially  of   the    Western,   North-Western,  and 
outh-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks,  &c,  for  P.  O.  Depart. 

The  book  makes  an  actavo  pnmphletof  abont  ]00  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
niler  is  promptly  advised  of  all  jvew  Offices,  Changes  ar.<t 
'Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Conn 
ties,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  3856.  There 
are  30(10  more  offices  in  this  than  in  any  book  heretofore 
issued.  77ie  Price  is  one-halfthat  of  any  work  of  the  kind 
now  published. 

JUr  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $].00,  or  Twelve 
Copies  for  ©2.00. 

Address,  C  S.  W1LL1IAMS 

194  Walnut  Street, 
•ti  V  C'rr'P  v  ■»  -i ,  ^  Ud 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 

WM.    SUMNER   &   CO., 
Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 


BRANCH  OFFICES: 

Louisville, Ky.,  Columbus,  0., 

Lafayette,  lnd.,  Dayton,  0., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &c  Wilson  Sewing  Machine. with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  now  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

FUty-Five  Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al»he  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thincst  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

I£pSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehlS.  "WM.  SUMNER  &  CO. 


OSBLBY'S 
wrought  \non 

ARCH  BRIDGES 

— AND-= 

Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  tor  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street.  Cincinnati,  Ohio. 

Snt.S.  MOSELEY  &  CO. 

"llAMES  FOSTER,  Jr.  &  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.YV.COKNEK  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Uarome- 
ers,  Thermomoters,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Repairing  attended  to. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania, are  prepared  to  execute  orders  for  Sir^etand 
other  Kails  on  terms  favorable  to  parties  wanting  to  pur* 
chase  Ag.4,m.O. 

"FREEDOM  IRON  COMPANY, 

MANITFACTUTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Piston  Bods, 

Bar  of  all  Sizes, 

And  all  Forginge  for  Bailroad  Machinery. 

Lettistown,  Miiflin  Co.,  Penn« 

JOHX  A.  WRIGHT,  SnpH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashionetf 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  Jane9. 

New  Time  Table 


NEW  YORK  CENTRAL  R.  H. 


.  ".WTTOHELL, 


JAMES  FOSTEK,  Jr. 


Leave  Albany. 
Steamboat  Exp..  7  110  a.  m. 

Mail 9.00  a.m. 

New  York  Exp.  .11-15  A.  M. 

Night  Exp 5.00p.m. 

Utica  Accom'n 

N.  Y.Mail 11.15p.m. 

Leave  Buffalo 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 

Mail 

Cleveland  Exp. .  6.00  p.  m. 
Cincinnati  Exp. 11.00  p.  fi. 
Utica  Accom'n.. 


Arr.  Buffalo. 

7  00  p.  m. 

12.50  a.  M. 

9.00  p.  M 

4.00  A.  M. 

6.00  p.m.    Ar.  U.  10.00  p.  m 

in.Oi  a.  m. 

Leave  Bridge. 
5.15  a.  M. 
g.OO  A.  M. 


6.00  p.  m. 
11.00  p.  M 


Arr.  S.  Br. 
7  00  p.  m. 

9.00  p.  m. 
4.00  a.  M 

IO.COa,  m 
Ar.  A  Ib'y 
3.30  p.  M 
S.OO  p.  m 
2.30  p.  M 
4.40  a.  M 
S.30  a.  M 

10.00  A. 


CINCINNATI 

LOCOMOTIVE  WORKS, 


.a5r^ 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  DesiEaste 
manufacture.  Also,  Shaping  and  Slotting  5iachii.es 
suitable  for  railroad  shops.     Also,  all  Hinds  of  heav 
for°:ingandcastingdoneatshortnotice    Also, boltsfo 
bridge^  cu    withdispatch. 

^  MOORE  &  RICHARDSON  - 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Tisitorsappointed  by  the 
State,  is  under  the  superintendence  ol  Col.  E.  XV  , 
HIORGAIV}  a  distinguished  graduate  01  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculf-y 

The  course  of  study  is  that  taught  in  the  best  Colleges 
hut  more  extended  in   Mathemalics,  Mechanics,  Ma 
chines, Construction.  A gricuttura)i"hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Eugineering,  Commerce, 
Medicine, and  Law,  admit  ot  selectingstudiesto  sui 
time  means, and  objectofProfessioiialpreparation:  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, S103 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Spriugs,Ky.  ''or  theundersigned. 

P. DUDLEY, 
PresJdentofth   Boar 
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JS.  D    MANSFIELD, 
T.  WEIGHTSOM, 


Editors. 


CINCINNATI: 
Thursday  Morning,    Nov.  16,  18GO. 
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PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WEIGHTSOK  &  CO. 
OFFICE -No.  167    Walnut    Street. 

SUBSCRIPTIONS — p  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,   13s.  (id.  ($3)  payablein 
advance. 

0  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square,  sin gle  insertion, $1  00 

44        **        per  month, 3  00 

*'        »        six  months, 12  00 

*  *      **        per  annum, 20  00 

**    column,  single  insertion, 5  00 

"        ••        per  month, 10  00 

**        U        sis.  months, 40  00 

*•        "        per  annum, 80  00 

*(    page,  single  insertion, 15  00 

"        *'         per  month, 25  00 

"        •*         six  months, 110  00 

*'       »        per  annum, 200  00 

Cardsnot  exceeding  four  lines,  $5, 00  per  annum. 


THE  LAW   OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers,  the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subsm'bersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled  the  bills  and  ordered  them 
Jtscontfnued. 

If  subscribers  more  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

SubscriptionsaDd  communicationsaddressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

To  AnvERTiSERs.— We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  theliecord. 


CENSUS    OF  OHIO   AND   NOTES    ON 
POPULATION. 

The  Marshals  of  Ohio  have  completed    the 

census  of  people,  required   by  the  laws  of  the 

United  States,  for  1860.     The  final  corrections 

are  about   being    made,  which    in    the   whole 

State  will  probably  add  10,000  to  the  number 

made  out  in  the  original   returns.     Below,  we 

annex  the   full  pupulation,  by  counties.     The 

whole  amount  returned  is  2,343,982.     We  may 

add  the  probable  corrections,  which  will  make 

the  aggregate  2,355,000.     Taking   this  as  the 

basis,  let  us   look  at  the   growth  of  the   State 

during  sixty  years.     It  is  as  follows: 

Population.    Ratio  of  increase 
l«oo 4i.3(r. 

1810 230.700  4CR  pur  cent 

1H20.. 981,434  151       " 

183H 937.90't  01       " 

1810 1.519.407  61       " 

125" 1980,329  30       « 

IRuO 2,355,(100  19       » 

Here  we  see  the  common  phenomenon  of  a 
diminishing  ratio,  with  an  increasing  popula- 
tion. This  must  always  be  the  case  in  all  new 
States.  If  the  ratio  of  increase  in  1820,  for 
example,  had  been  kept  up,  the  State  would 
now  have  more  than  20,000,000  of  people!  If 
the  ratio  of  1830  had  been  kept  up,  we  should 
now  have  3,800,000,  a  population  equal  to  that 


of  the  State  of  New  York.  This  extreme  ra- 
pidity of  growth,  in  population,  can  only  be 
maintained  while  there  are  great  bodies  of  un. 
occupied  new  lands.  In  other  words,  where 
there  are  new  and  cheap  lands  to  attract  set- 
tlers. In  the  States  averaging  50,000  square 
miles,  this  ceases  to  be  the  case  when  they  at- 
tain 2,000,000  of  people,  or  40  to  a  square 
mile.  At  an  average  of  5  persons  to  a  square 
mile,  this  gives  8  families,  or  8  farms  of 
80  acres  each  to  each  section,  which  is  640 
acres.  It  is  plain,  that  after  a  density  of 
equal  to  that,  a  State  can  only  increase,  to  any 
notable  extent,  by  the  increase  of  its  towns 
and  cities.  This  has  been  the  case  with  New 
York,  where  half  the  population  of  the  State 
is  in  towns  and  cities.  In  Ohio,  the  case  is 
different;  there  are  no  very  great  cities,  except 
Cincinnati,  which,  with  its  suburbs,  has  about 
200,000.  In  Ohio,  the  civic  or  town  popula- 
tion, being  taken  out,  leaves  (including  small 
villages)  2,000,000  of  rural  inhabitants.  In 
New  York  the  cities  and  towns  being  taken 
out  leaves  2,200,000,  or  in  proportion  to  the  num- 
ber of  square  miles,  just  about  the  same  den 
sity  of  rural  population  as  Ohio.  In  all  pro- 
bability, the  growth  of  Indiana,  Illinois,  Mis- 
souri and  Iowa  will  follow  the  same  law.  It 
will  depend  wholly  on  the  capacity  of  com- 
merce and  manufactures  to  build  up  large 
towns,  whether  they  will  attain  over  2,000,000 
of  people. 

Let  us  look  now  to  the  comparative  growth 
of  New  York  and  Pennsylvania,  for  say  thirty 
years,  when  they  had  arrived  at  the  same 
basis : 


Ratio  of  Increase. 

per  cent. 

43 

40 

27 


Ratio  of  Increase, 
per  cent. 


29 
28 
33 


Ratio  of  Increase. 

per  cent. 

01 

3n 

19 


NEW   TORE. 
Population. 

1810 959.H49 

1820 1.372,812 

1830 1.9!8.l;08 

1840 2,428,921 

PENNSYLVANIA. 

Population. 

1820 1.049,458 

1830 1  ,348.233 

1840 1,724,023 

1850 2,311,780 

OHIO. 

Population. 

1S30 537,903 

1840 T.. 119.467 

1850 1  9811.329 

I860 2,:'55,00O 

On  the  same  basis,  and  for  the  same  period 
of  time  (30  years)  New  York  increased  153 
per  cent,  Ohio  151  per  cent.,  and  Pennsylva- 
nia 120  per  cent.  The  growth  of  Ohio,  on  the 
basis  of  a  million,  was  just  as  great  as  New 
York,  and  a  good  deal  more  than  that  of  Penn- 
sylvania. In  the  last  ten  years  New  York  and 
Pennsylvania  have  probably  increased  more 
rapidly  than  Ohio,  though  that  is  not  yet  cer- 
tain, the  census  not  being  fully  completed. 
But  on  what  is  that  based,  simply  on  the  growth 
of  towns  and  cities.  Ohio  has  not  arrived  at 
the  same  period  of  growth,  but  is  now  near  it, 
and  in  the  next  ten  years  will  probably  receive 
a  larger  increment  than  in  the  last  ten  years. 
Below  is  the  population  of  Ohio,  by  counties, 
exclusive  of  Hamilton,  which,  however,  is  in- 


cluded in  the  aggregate.  The  Southern  Dis- 
trict, returned  by  Col.  L.  W.  Sifford,  is  as  fol- 
lows: 


Counties.  IPSO. 

Adams 18,883 

Athens IK  215 

Helmont 34,000 


Bro 


.27,332 


Butler 30,780 

Champaign -. 19,782 

Clark 22  17R 

Clermont 30,455 

Clinton 18,838 

Darke 20,276 

Fairfield 3n.2l>4 

Fayette 12,720 

Franklin 42,909 

Gallia 17,063 

Greene 21,640 

Guernsey 30,4:18 

Highland 25.78! 

Hocking 14,119 

Jackson 12.719 

Lawrence- 15,249 

Liking 38,846 

Madison 10,0 1 5 

Meigs 17,871 

Mercer 7,712 

Miami 24.999 

Montgomery 38.218 

Monroe 28.351 

Morgan 28,585 

Muskingum 45,049 

Noble  (new  county; — -. 

Perry 30,775 

Pike 10,953 

Pickaway 21,006 

Preble 24,"36 

Ross 32,074 

Scioto 18.428 

Shelby 13.958 

Vinton 9,353 

Warren 25,500 

Washington 29,5 10 


Total 1,(104,532        1.262,187 

It  will  be  observed  that  in  these  counties, 
the  greatest  ratio  is  in  the  mining  counties, 
viz:  Gallia,  Jackson,  Lawrence,  Meigs,  Scioto, 
and  Vinton,  with  Mercer  which  is  a  new  coun- 
ty, with  unsettled  lands. 

The  following  is  the  return  of  the  Northern 
District,  made  by  Mr.  Johnson,  viz: 


ieoo. 

20,310 
21,406 
35.436 
59,90i 
35.K53 
22,659 
25,269 
33,026 
21.001 
25,976 
30,723 
15,935 
51.619 
22.04li 
26,187 
24,484 
27,737 
15.97R 
17,944 
23,202 
39,048 
13,089 
20,512 
14,110 
30,131 
51,247 
25.783 
22,120 
44.37-2 
21.779 
19,678 
13,043 
23,468 
21.797 
35.076 
24,547 
17,511 
13.656 
26,541 
36.279 


Counties.  1850. 

Ashtahula 28,767 

Allen 1:,2()9 

Ashland £8,813 

33H 


A.uglaise 

Carroll 

Crawford.  ... 
Coshocton... 
Cuyahoga... 
Columbiana- 
Dela 


■  1' 

.17.655 

.18,177 

.  25,j74 

.48.138 

.35,021 

.21.816 


Defiance 0.908 

Erie 18,508 

Fulton 7781 

Geauga 17.827 

Hancock - 16,751 

Hardin 8,251 

Harrison 20,157 

Henrv 3,-134 

H-lmes 20,452 

Huron 26.208 

Jefferson 29, 1 3,1 

Knox 58,872 

Lake 14.054 

Logan 19,162 

Lorain 52,020 

Lucas 12,363 

Mahoning 23.785 

Marion 12,613 

Medina 24,441 

Morrow £0,280 

3,3(18 


Ottowa 

Pauling. .. 
Torlage... 
Putnam. .. 
Richland.. 
Sandusky. 
Seneca. ... 
Stark. 


.39 


Summit 27. 

Trumbull 36, 

Tuscarawas 31 

Union 12 

Van  Wert 4 

Wayne 32 

Williams 8, 

Wood 9 

Wy  andootte 11 


760 
,419 
221 
979 
,305 
,104 
878 
,486 
490 
761 
,204 
784 

981 
.018 

157 
.374 


1800. 
31.956 
21.184 
22,970 
17,199 
15,771 
24,0?3 
25,129 
78,l!i(i 
42.845 
23  9:2 
11,887 
21,478 
!4,'-93 
12.879 
22,892 
13,634 
19,152 

8,913 
28,808 
29,741 
20,159 
27,892 
15,590 
21,014 
29,830 
25.770 
25,899 
15.644 
22,895 
20,492 

7.017 

4,983 
24.255 
12,826 
31 .224 
21  471 
30.930 
43,000 
27,589 
30,041 
32,509 
16,535 
10.249 
32,005 
17,666 
17,935 
15,621 


Total 915,736      1,081,793 

Here   the   growth  has   been   chiefly  in   the 
North- Western   counties,  and  Cleveland,  viz: 
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Allen,  Auglaise,  Crawford,  Cuyahoga,  Defiance, 
Erie,  Fulton,  Hancock,  Harding,  Henry,  Lu- 
cas, Ottowa,  Paulding,  Putnam,  Sandusky, 
Van  Wert,  Williams,  Wood  and  Wyandolt  In 
this  region  Toledo  lias  grown  largely  and  is 
no  doubt,  destined   to  be  a   very  considerable 

city. 

» ♦ « 

ECONOMY  IN  PASSENGER  TRAFFIC. 
NEW  STEAM  CAR. 

Wehave  hitherto  called  the  attention  of  our 
readers  to  the  necessity  of  economy,  in  the 
practical  operation  of  our  railroads.  It  is 
quite  idle  for  our  managers  to  hope  for  in- 
creased prices  in  the  transportation  of  either 
freight  or  passengers.  The  amount,  of  com- 
petition on  through  routes,  precludes  even  a 
distant  expectation  of  snob,  a  result.  And 
public  sentiment  will  not  allow  any  material 
increase  in  the  price  of  way  travel,  inasmuch  as 
it  is  done  at  lower  speed  and  is  already  rated 
higher  than  through  business.  Our  railroad 
managers  must,  therefore,  look  to  greater 
economy  as  a  means  of  increasing  their  net 
earnings,  rather  than  to  any  prospective  in- 
crease of  charges.  That  such  economy  is 
practicable  in  the  operations  of  even  a  well 
managed  railroad  has  been  proved  by  the  Bal- 
timore and  Ohio  Railroad,  during  the  past  two 
years.  In  the  year  1859  a  decrease  of  the 
working  expenses  of  that  road  was  effected 
sufficient  to  pay  a  six  per  cent,  dividend  on  the 
capital  stock  of  the  company.  This  enormous 
saving  amounting,  in  the  aggregate  to  over 
$600,000  was  effected  by  introducing  just  such 
a  system  as  any  prudent  merchant  would  es- 
tablish in  his  business — cutting  off  needless 
expenditures,  extra  labor  when  the  ordinary 
force  with  a  little  exertion  was  sufficient — re- 
ducing the  speed  of  heavy  trains,  adapting 
the  running  of  trains  so  as  to  secure  full  ser- 
vice from  employees — avoiding  unnecessary 
waste  of  locomotive  power  and  car  room,  and 
otherwise  cutting  off  extravagances  and  waste, 
without  over-burdening  the  employees  orjincon- 
veniencing  the  business.  The  same  system 
introduced  and  carried  out  in  other  roads  will 
undoubtedly  be  productive  of  similar  results. 
But  there  is  another  means  of  economizing 
the  expenses  of  a  road  that  is  now  beginning 
from  the  actual  necessity  of  the  case,  to  claim 
the  attention  of  railroads.  We  refer  to  the  re- 
cent improvements  in  locomotives.  It  has 
been  thought  necessary  hitherto,  in  running 
the  very  smallest  trains  over  our  roads,  to  have 
a  locomotive  and  tender,  a  baggage  car  and  a 
passenger  car,  at  least;  many  roads  never  run 
less  than  two  passenger  cars  whether  they  are 
filled  or  not.  The  average  weight  of  locomo- 
tive and  cars,  comprising  the  passenger  trains 
on  all  the  railroads  in  the  State  of  New  York 
was  73  tons,  while  the  average  number  of  pas- 
sengers was  60.  Hero  there  was  one  and  one 
one  fifth  ions  of  dead  weight  transported  over 
the  roads  for  every  passenger,  averagingsay  150 
lbs.  or  sixteen  pounds  of.  dead  weight  to  every 


one  pound  of  paying  weight  transported.  Thia 
fact  alone  is  sufficient  to  suggest  the  inquiry 
as  to  whether  there  is  not  an  absolute  loss  in 
the  present  system — loss  in  the  power  needed 
to  move  these  ponderous  trains — loss  in  the 
wear  and  destruction  of  rails  and  rolling  stock, 
loss  in  interest  on  the  money  invested  and  de- 
terioration of  property  used.  We  are  pleased  to 
see  that  the  subject  is  receiving  attention. 
The  Pittsburg,  Fort  Wayne  and  Chicago  Rail- 
road have  just  made  trial  of  a  locomotive 
car.  That  is,  a  car  with  driving  machinery  in 
the  one  end  and  passenger  room  and  baggage 
filling  up  balance.  The  weight  of  the  whole 
is  said  to  be  about  17  tons,  its  cost  $6,000. 
The  following  would  bea  comparison  between 
the  first  cost  of  this  car  and  the  ordinary  train 
to  do  some  service. 

Locomotive $'°  0**' 

Baggage  Car UiOO 

Two  passenger  cars 5,0OU 

Total $l6.mo 

Locomotive  car 6,01 0 

Siving  in  favor  of  Locomotive  car Slr,0-0 

The  saving  in  point  of  weight  is  fully  as 
marked 

Locomotive  and  tender TO  tons 

Baggage  car "|  |J 

Two  passenger  cars -u 

Total 60  tons 

Locomotive  car "  '* 

Saving  in  favor  of  Locomotive  car 43  tons, 

Persons  necessary  to  manage  ordinary  train. 

Engineer ' 

Fireman ' 

Baggage  master 1 

Brakemen * 

Conductor 1 


Total... 


..  6 


Necessary  to  the  locomotive  car — 
Engineer 1 


Conductor 

Baggage  Master,. 


Saving  in  favor  of  locomotive  car — two  per- 
sons. The  saving  in  wear  of  rails  between 
a  rolling  weight  of  60  tons  and  one  of  17  tons 
at  the  same  speed  is  very  obvious.  While  the 
cost  of  fuel  and  oil  is  greatly  in  favor  of  the 
lightest  machine,  as  requiring  less  power  to 
move  it,  and  having  fewer  journals  to  oil. 

In  point  of  safety  in  cases  of  accident,  the 
advantages  are  greatly  on  the  side  of  the  light 
train,  as  it  must  be  obvious  that  the  momen- 
tum of  17  tons  can  not  be  as  great  as  that  of 
60  tons.  It  can  be  stopped  with  less  exertion 
and  in  much  less  distance. 

We  look  for  great  improvements  in  this  di- 
rection, and  consequent  savings  to  our  rail- 
roads, and  trust  that  the  experiment  now  ma- 
king will  prove  entirely  satisfactory. 

New  Albany;  Railroad. — The  city  of  Co. 
lumbus,  Ga.,  has  subscribed  the  handsome  sum 
of  $224,000  for  the  Opelika  and  Talladega 
Railroad,  and  fifteen  miles  of  the  same  one- 
third  of  the  stock  has  been  taken  by  the  plan- 
ters in  work.  A  force  of  100  hands  is  already 
on  the  ground;  and  this  will  soon  be  doubt- 
ful. 


figf'The  Charleston  and  Savannah  Rail- 
road opening  celebration  on  the  2d  inst.  was  a 
glorious  affair,  and  one  of  the  most  interest* 
ing  railroad  events  of  the  season.  The  road 
was  chartered  and  the  work  commenced  in 
1854;  we  now  chronicle  its  completion.  We 
learn  from  the  Charleston  Mercury,  which 
give  upwards  of  four  coluraes  of  matter  to  the 
announcement  of  the  completion  of  the  line, 
that  negro  labor  only  was  used  in  the  construc- 
tion of  theroad.  ThefollowingisMayor  Jones' 
Address,  with  the  response  of  Mayor  Macbeth, 

MAYOR    JONES   ADDRESS. 

Mr.  Mayor  and  Gentlemen  of  the  City  ConnciT  of  Charles- 
ton— Mr.  President,  and  gentlemen.  Directors  of  the 
Chaarleston  and  Savannah  Railroad  Company — and 
friends: 

It  becomes  my  pleasing  duty,  in  behalf  of 
the  Municipal  Authorities,  and  in  the  name 
of  the  citizens  of  Savannah,  to  bid  you  a  true 
and  heartfelt  welcome  to  onr  city. 

Believe  me,  it  is  no  stranger's  greeting,  but 
the  warm  welcome  of  friends,  who  are  happy, 
upon  this  interesting  occasion,  to  receive  you 
as  the  representatives  of  a  sister  city,  for 
whose  enterprise,  hospitality,  honor  and  pros- 
perity, we  have  ever  entertained  the  sincerest 
regard;  we  are  happy  now  to  recognize  you, 
gentlemen,  as  brothers  Southrons — born  under 
the  same  warm  sun,  nnrtnred  in  like  princi- 
ples, social,  moral,  and  political,  with  com- 
mon interests,  like  hopes,  and  a  common  fu- 
ture. 

But,  gentlemen,  I  will  not  weary  yon :  suf- 
fice it  now  to  say,  that  we  welcome  you  to  our 
hearts  and  our  homes,  to  the  liberties,  the  hos- 
pitalities and  the  freedom  of  our  city. 

MATOR   MACBETH.' S   RESPONSE. 

When  the  welcome  was  concluded.  Mayor 
Macbeth,  of  Charleston,  in  behalf  of  the  vis- 
itors, responded,  substantially,  as  follows: 

Mr.  Mayor  and  gentlemen  of  the  City  Coun- 
cil, and  the   fellow-citizens  of  Savannah: 

Language  is  too  feeble  to  convey  the  heart- 
felt emotions  that  possess  me  on  this  cordial 
reception  by  the  public  authorities  and  citi- 
zens of  Savannah.  It  is  my  first  visit  to  your 
beautiful  and  enterprising  city;  and  now,  that 
we  are  bound  together  in  bonds  of  iron,  it 
shall  not  be  my  last  The  occasion  is  one  of 
touching  iuterest,  both  to  Savannah  and  my 
own  loved  city  oi  Charleston.  The  commer- 
cial union  should  also  prove  a  union  of  hearts, 
of  interests,  of  destiny;  and  whatever  may 
have  been  the  petty  jealousies  of  the  past, 
they  should  be  buried  forever,  ar.d  forgotten 
in  the  friendship  of  the  future.  In  behalf  of 
the  City  Council  of  Charleston,  I  again  thank 
you  for  this  generous  and  warm-hearted  wel- 
come. 

At  51-  o'clock,  P.  M.,  the  guests  set  down  to 
a  sumptuous  repast  at  the  Pulaski  House, 
made  by  the  distinguished  gentlemen  present. 
The  party  remained  at  the  table  until  mid- 
night, when  it  broke  up  and  retired.  About 
noon  on  Saturday  they  left  for  the  Commer- 
cial Capital  of  the  Palmetto  State,  their  visit 
having  been  a  source  of  unalloyed  pleasure 
to  all. 

»  ^  , 

J£j~The  following  is  a  statement  of  the  earnin-rs  of  the 
New  York  Central  Railroad  for  the  month  of  October,  I860, 
compared  with  its  earnings  for  the  corresponding  month  of 
the  pvevioas  year: 

1S60 »81'\SJ»0  83 

185J 7(9,671  2S 

Increase $101,-:  9  57 

The  early  part  of  the  month  promised  a  much  larger  re- 
sult than  this,  ami  those  who  were  best  informed  anticipated 
an  aggresrrtte  of  S^liO.Oi'O  or  more.  The  passenger  business 
fell  off  materially  in  the  lasL  half  of  the  month. 
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BLUE   RIDGE  EAILKOAD. 

Report  of  the  President,  submitted  to  a  Meet- 
ing of  the  Stockholders,  held  October  31, 
1860. 

The  President  and  Directors  respectfully 
submit  to  the  Stockholders  of  the  Blue  Ridge 
Railroad  Company  in  South  Carolina,  the  fol- 
lowing Report  on  the  operations  of  the  past 
year,  and  the  present  condition  of  the  com- 
pany. 

The  Legislature,  at  its  last  session,  directed 
a  subscription  of  $310,000  to  be  made  for  the 
State,  to  the  Stock  of  the  company,  payable 
in  six  per  cent  bonds.  This  subscription  was 
expressly  made  for  the  purpose  of  completing 
the  road  to  Walhalla.  By  resolution,  it  was 
further  directed  that  the  aid  granted  by  the 
subscription  should  be  applied  "  to  completing 
the  road  to  Walhalla,  and  for  no  other  pur- 
pose; and  that  the  work  beyond  the  village  of 
Walhalla,  be  immediately  suspended,  unless 
further  subscriptions  be  obtained,  which  may 
enable  the  company  to  extend  the  road  beyond 
that  village." 

After  this  intimation  of  the  Legislature  to 
withhold,  for  the  present,  at  least,  further  aid 
to  the  road,  additional  subscriptions  could  not 
be  expected.  Every  part  of  the  work  beyond 
Walhalla  was,  therefore,  immediately  sus- 
pended. 

It  will  be  seen,  by  the  accompanying  report 
of  the  Chief  Engineer,  that  the  bridge  over 
Eighteen  Mile  Creek  is  finished,  and  that  over 
the  Seneca  river  will  be  completed  by  the  first 
of  January  next.  At  that  time  the  grading 
will  be  done,  and  the  cross  ties  laid,  so  as  to 
be  ready  for  laving  the  iron  ;  and  he  expects 
the  road  will  be  ready  for  operation  in  Febru- 
ary next.  All  the  materials  necessary  for  the 
construction  of  the  bridges  at  Seneca  and 
Twenty-six  Mile  Creek  have  been  purchased 
and  delivered,  and  await  the  construction  on 
which  the  contractor  is  now  employed.  The 
rails,  chairs,  and  spikes  have  been  imported, 
■and  no  delay  to  the  completion  of  the  road  to 
Walhalla  is  anticipated  from  any  default  of 
the  contractors.  A  section  of  thirty-three 
miles,  or  nearly  one-sixth  of  the  entire  line  of 
the  road  to  Knoxville,  will  then  be  in  opera- 
tion. 

Table  A,  which  is  appended,  exhibits  a 
comparison  of  the  several  quantities  and  kinds 
of  work  originally  to  be  done  for  the  con- 
struction of  the  road,  in  the  several  States  of 
South  Carolina,  Georgia,  North  Carolina  and 
Tennessee. 

From  this  table.it  appears,  that  the  grading 
in  South  Carolina  is  more  than  double  the 
grading  in  Tennessee,  with  the  same  length 
of  road;  and  is  nearly  equal  to  the  whole 
grading  in  North  Carolina  and  Tennessee, 
one  hundred  and  twenty-six  miles.  The  tun- 
nels in  South  Carolina  exceed  all  the  tunnel- 
ing on  the  line;  while  the  bridge  and  arch 
masonry  in  South  Carolina  is  nearly  equal  to 
all  the  bridge  and  arch  masonry  of  the  whole 
road.  The  estimated  cost  of  the  road,  in 
South  Carolina  and  Georgia,  which  is  seventy 
miles  in  length,  and  30  per  cent,  of  the  dis- 
tance to  Knoxville,  is  58  per  cent,  of  the  esti- 
mated cost  of  the  whole  road. 

Table  B  exhibits,  in  three  columns,  the 
several  quantities  and  kinds  of  work,  origin- 
ally, necessary  for  the  construction  of  the 
road;  the  quantities  which  were  done  on  1st 
September,  I860,  and  what  remained  to  be 
done  at  that  date. 

The  following  statement,  computed  from 
table  B,  exhibits  the  per  cent,  of  the  work 
which  has  been  done,  in  South  Carolina, 
Georgia,  and  Tennessee  : 


Georgia. 

Tennessee 

A'i  per  ct. 

30  per  ct 

I".      " 

00     " 

40      " 

53     " 

75      " 

48     " 

S.  Carolina. 

Grading 80  per  ct. 

Tunnels     06     '•■ 

Bridge  &  Arch  Mas'ry.74    " 
Sq.  Druius  or  Culverts. 84    " 

It  will  be  seen  that  the  principal  part  of  the 
work  has  been  done  in  South  Carolina  and 
Georgia.  This  is  in  conformity  with  the 
policy  of  the  Board,  to  direct  the  energy  and 
resources  of  the  company  to  the  completion 
of  the  road  across  the  mountains,  which  was 
adopted  after  Bangs  &  Co.  were  dismissed. 
Accordingly,  no  work  has  been  done  in  North 
Carolina.   ' 

The  work,  in  Tennessee,  was  done  in  order 
to  comply  with  the  conditions  which  were 
annexed  to  the  grant  of  the  charter,  and  of 
State  aid,  by  the  State  of  Tennessee. 

The  road  might  have  been  finished,  by  this 
time,  to  the  Rabun  Gap,  and  far  advanced  to 
completion,  as  far  as  Knoxville,  if  the  work 
had  not  been  interrupted  by  frequent  suspen- 
sions. 

The  contract  with  Bangs  &  Co.,  although 
made  in  1853,  contained  a  condition  that 
they  might  withdraw  from  it  if  the  State  did 
not  grant  larger  aid  than  was  provided  by  the 
act  of  1852,  which  granted  the  charter.  The 
required  additional  aid  was  not  granted  by 
the  State  until  the  session  of  1854.  In  the 
meantime  the  work  was  not  prosecuted  with 
vigor  by  Bangs  &  Co. ;  and  even  after  they 
became  obligated  to  perform  their  contract, 
to  construct  the  entire  road,  they  would  do 
nothing  but  the  earth  grading,  which  yielded 
to  them  a  small  profit.  When  they  were  dis- 
missed in  April,  1856,  not  a  stone  had  been 
laid  in  the  foundation  of  any  bridge;  and,  in 
effect,  nothing  had  been  done  on  the  tunnels. 
They  left  the  work  not  nearer,  in  point  of 
time,  to  completion  than  when  they  signed 
the  contract.  Alter  they  were  dismissed,  the 
grading  was  suspended  until  the  arrangement 
was  completed  by  which  the  contractors  of 
Bangs  &  Co.  resumed  work,  under  the  as- 
sumption of  their  contracts  by  the  company. 
It  was  necessary  to  advertise  for  contracts  for 
the  tunneling  and  masonry;  and  after  these 
were  closed,  the  contractors  could  not  make 
the  necessary  arrangements  to  begin  work 
until  late  in  the  year  1856. 

Before  the  close  of  the  year  it  became  ap- 
parent that  the  work  on  the  road  could  not  be 
continued  through  the  year  1857,  without  the 
payment  by  the  State  of  the  second  instalment 
($500,000)  of  its  subscription. 

By  the  Act  of  1854  it  was  provided  that  the 
company  should  obtain  subscriptions  to  its 
stock  to  the  amount  of  $1,000,000,  before  the 
first  instalment  ($500,000)  of  the  State  sub 
scription  should  be  paid.  And  before  the 
second  instalment  should  be  paid,  it  was  re- 
quired that  the  company  should  produce  an 
additional  subscription  of  $500,00(1,  by  respon- 
sible persons,  companies,  or  corporations ; 
and  that  at  least  one  fifth  of  the  prescribed 
capital  should  be  held  by  individuals  or  pri- 
vate corporations.  A  petition  was  presented 
to  the  legislature,  praying  that  the  require- 
ment that  one-fifth  of  the  entire  stock  should 
be  held  by  individuals  or  private  corporations 
might  be  remitted.  It  was  not  granted.  The 
work  was,  in  consequence,  again  suspended 
in  January,  1857,  and  so  continued  until  June 
of  that  year,  before  which  time  the  required 
subscription  by  private  persons,  amounting 
to  $271,000,  was  obtained,  and  the  second  in- 
stalment of  the  State  subscription  thereby 
secured.  Thus  occurred  a  second  suspension 
of  the  work  for  four  or  five  months. 

With  the  funds  derived  from  the  State  and 
City,  and  individual  subscriptions,  the  work 
was  kept  in  progress  during  the  remainder  of 


the  year  1857,  and  the  year  1858.  The  pri- 
vate subscription  made  in  1857  <vas  payable 
in  four  equal  annual  instalments.  The  instal- 
ment due  in  1858,  and  a  balance  of  the  city 
subscription,  comprised  all  the  resources  of 
the  company  for  the  continuation  of  the  work 
through  the  year  1859.  By  the  act  of  1854  the 
State  undertook  to  guaranty  the  bonds  of  the 
company,  on  condition  that  the  company 
should  show  available  means,  sufficient  to 
give  reasonable  assurance  to  the  Governor  of 
the  ability  of  the  company  to  complete  the 
road.  The  contract  of  Bangs  &  Co.  stipulated 
that,  for  the  construction  of  the  entire  road, 
they  should  accept  payment  of  the  cost,  one 
half  in  cash,  one  fourth  iu  bonds,  and  the  re- 
maining fourth  in  stock.  These  terms  of  pay- 
ment were  relied  on  by  the  company,  when 
the  work  was  undertaken,  as  amply  sufficient, 
with  the  guaranty  of  one  million  of  its  bonds, 
by  the  State,  to  finish  the  road.  And  so  they 
were.  But,  in  consequence  of  the  failure  of 
Bangs  &  Co.,  the  one  fourth  of  the  cost  for 
which  they  were  to  receive  payment  in  stock, 
had  to  be  supplied  by  cash,  as  well  as  the  dis- 
count on  the  sale  of  the  company's  bonds, 
which  they  had  agreed  to  take  in  payment  at 
par.  At  the  session  of  1858  a  petition  was 
presented  to  the  Legislature,  setting  out  these 
facts,  and  praying  that  the  State  would  gua- 
ranty the  one  million  of  the  company's  bonds, 
without  requiring  the  performance  of  the  con- 
ditions annexed  by  the  act  of  1854.  The 
mayor,  with  a  committe,  consisting  of  alder, 
men  and  citizens  of  Charleston,  went  to  Co- 
lumbia to  aid  iu  procuring  the  grant  of  the 
petition. 

The  com.nittees  of  both  houses  reported 
favorably  on  the  petition,  and  a  bill  was  in- 
troduced to  give  effect  to  the  prayer  of  it. 
The  bill  was,  however,  lost,  by  a  small  ma- 
jority in  the  senate.  Notwithstanding  this 
failure,  the  friends  of  the  enterprise  were  en- 
couraged, from  the  expressions  of  favor  or 
approval  received  from  members  who  voted 
against  the  bill,  to  hope  that  the  State  would 
take  up  the  work.  The  city  council  of  Char- 
leston, in  January,  1859,  resolved  to  pay  the 
balance  of  the  city  subscription :  and,  with 
this  amount,  and  what  was  received  from 
private  subscriptions,  the  work  was  continued 
through  the  year  1859.  But  it  was  restricted 
to  the  bridge  masonry  in  South  Carolina,  which 
was  completed  in  that  year;  and  to  the  Stump 
House  Tunnel,  on  which  the  contractors  were 
required  greatly  to  reduce  their  force.  Thus, 
with  the  exceptions  stated,  and  the  embank- 
ment at  Seneca  River,  the  whole  work  was 
suspended  during  the  year  1859. 

The  petition  was  renewed  in  the  session  of 
1859 ;  but  the  grant  of  the  required  aid  was 
defeated  by  a  few  votes.  Instead  of  the 
guaranty  prayed  for,  the  State  subscription  of 
$310,000  was  granted,  to  finish  the  section 
between  Anderson  and  Walhalla.  In  obedi- 
ence to  the  resolution  of  the  Legislature,  no 
work  has  been  done  during  the  year  1860,  ex- 
cept upon  that  section, 

But  for  these  frequent  and  long  continued 
suspensions,  the  road  to  Clayton  would  have 
been  finished  before  this  time,  and  would  have 
been  far  advanced  in  its  progress  to  Knox- 
ville. 

This  statement  of  the  causes  which  have  re- 
tarded the  progress  of  the  work  must  exempt 
the  officers  of  the  company  from  any  censure 
for  want  of  energy  in  prosecuting  it. 

Col.  Gwynn  has  made  a  report  to  the  Presi- 
dent and  Directors,  of  the  estimated  cost  of 
finishing  the  road  from  Walhalla  to  Knoxville, 
in  sections,  as  follows  : — 
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From  Walhalla  to   Clayton,  S.  Caro- 
lina portion,  22  miles    81701,2)8 

Georgia  portion,  9  miles 558,948—81,320,185 

i'rom   Clayton  to  Fianklin,    Georgia 
portion,  «  miles   175,387 

Noi to  Carolina  portion,  14  miles        ..  414,2-18 

From  Franklin  lo  Naotihala,  20  miles .. 

i'rom  Nantihala  to  Tennessee  line,  38  miles.. . 

From  Tennessee  Ijoe  to  Mar.vsville.  .17  miles  .. 

Finishing  tlie   load   from  iMarysville  to  Knux- 
ville-  18  miles 


589,630  i 

HOO.'ljS  ! 

8511,132  ! 
8711,7  U« 


307,015 

September,    1,    1800.— Total   cost  of  finishing 
the  Railroad  from  Walualla  to  Kooxville SJ4,58b',512 

Col.  Gwynn's  original  estimate  of  the  cost 
of  the  construction  of  the  road  was  $7,575,077. 
His  revised  estimate,  made  after  the  experi- 
ence obtained  by  the  construction  of  a  large 
portion  of  the  road,  should  establish  confi- 
dence in  the  result.  By  adding  the  amounts 
of  expenditure  for  construction,  which  are  ex- 
hibited in  the  treasurer's  statement  of  the  af- 
fairs of  the  company,  to  the  estimated  cost  of 
completing  the  road  from  Walhalla  to  Knox- 
ville,  it  will  appear  that  the  road  can  be  fin- 
ished within  the  original  estimate. 

The  estimate  has  been  made  by  sections, 
which,  it  is  believed,  will  be  the  stages  in  the 
progress  of  the  road  to  Knoxville. 

The  first  and  most  important  section  is  from 
Walhalla  to  Clayton.  In  that  distance  the 
mountains  are  crossed  and  all  engineering 
difficulties  overcome.  Clayton  will  present  a 
point  for  the  connection  of  other  roads,  west 
of  the  mountains,  at  a  cost  within  the  means 
of  the  people.  To  expect  that  they  should 
construct  a  difficult,  costly  and  unprofitable 
section  of  the  road  across  the  Blue  Ridge,  is 
even  more  hopeless  than  to  expect  that  the 
same  should  be  built,  by  individual  contribu- 
tions, from  the  eastern  side  of  the  mountains. 
The  crossing  of  the  mountains  must  be  effect- 
ed, if  at  all,  by  State  aid.  The  State  of  South 
Carolina,  alone,  is  interested  in  the  construc- 
tion of  the  Blue  Ridge  railroad.  Indeed,  the 
States  of  Georgia  and  North  Carolina  are  in- 
terested that  it  should  not  be  finished.  No 
aid  can,  therefore,  be  expected  from  either  of 
those  States.  The  enterprise  must  depend, 
exclusively,  on  aid  from  the  State  of  Sonth 
Carolina  tor  its  completion. 

When  the  road  is  finished  to  Clayton,  the 
people  of  Franklin  will  be  stimulated  to  make 
a  connection  from  that  town.  The  citizens 
express  confidence  that,  by  their  own  effort, 
the  road  will  be  graded  from  Franklin  to  the 
Georgia  line.  The  people  of  Macon  and  Jack- 
son counties  have,  at  several  large  meetings, 
voted  in  favor  of  a  subscription  of  §50,000  by 
each  of  those  counties.  The  individual  sub- 
scription can  be  increased.  Thus  the  South 
Carolina  company  will  receive  large  aid  in 
completing  the  road  to  Franklin. 

The  next  stage  is  to  Nantihala  river.  This 
point  was  taken  as  a  station,  because  there 
the  western  extension  of  the  North  Carolina 
Central  road  will  cross  the  Blue  Ridge  road. 
This  western  extension  is  very  nearly,  if  not 
quite,  completed  to  Morganton,  at  the  eastern 
base  of  the  Blue  Bidge  mountains.  From 
Morganton,  the  road  across  the  mountains  has 
been  let  to  contract,  and  is  in  progress  of  con- 
struction to  within  a.  few  miles  of  Asheville. 
A  corps  of  engineers  have,  the  past  summer, 
located  the  western  extension  from  Asheville 
to  Ducktowu.  Those  who  are  interested  in 
this  extension  are  confident  of  State  aid  to 
carry  it  through.  A  company  is  organized 
for  the  construction  of  a  road  from  Duoktown 
to  Cleaveland.  From  this  last  town  a  road  is 
finished  to  Cha'tanooga.  When  the  road  from 
Nantihala  to  Ducktowu  is  oompleted,  it  will 
largely  contribute  to  the  business  of  the  Blue 
Ridge  road.  The  value  of  that  road  will  effect 
the  extension  of  the  Blue  Ridge  road  from 
Franklin  to  Nantihala 


When  the  Blue  Ridge  road  is  thus  far  ex- 
tended, it  will  be  taken  up  in  Tennessee.  For 
experience  shows  that,  as  soon  as  an  advan- 
tageous railroad  connection  can  be  made,  at 
a  cost  within  the  means  of  the  people,  they 
will  be  animated  to  the  effort  and  provide  the 
means  to  make  it. 

The  State  of  Georgia  has  granted  a  charter 
to  the  Hiwassee  Railroad  company  to  con-  j 
nect  Ducktowu  with  Clayton.  Those  who  are 
interested  in  that  road  are  sanguine  of  aid 
from  that  State.  They  are  most  desirous  of 
that  connection,  as  the  best  fur  them;  but 
they  can  do  nothing  unless  the  Blue  Ridge 
road  is  finished  to  Clayton.  If  that  is  long 
delayed,  the  impatience  of  the  people  will 
make  them  unite  on  the  Ellijay  Railroad, 
which  will  connect  Duektown  with  the  Georgia 
road  near  Marietta.  When  this  is  done,  :i 
completed  road,  though  much  le-is  advantage- 
ous than  the  Hiwassee  road,  will  satisfy  the  • 
people,  so  far  as  to  make  them  desist  from 
the  effort  and  cost  of  making  the  latter. 
Besides,  the  interest  of  private  stockholders 
and  of  the  State,  if  aid  is  given  to  the  Ellijay 
road,  will  create  strong  opposition  to  the 
making  of  a  rival  road. 

The  expectation  of  these  extensions  of  the 
Blue  Ridge  road  from  Clayton,  is  not  vision- 
ary, It  is  supported  by  observation  of  the 
progress  of  every  existing  railroad,  to  look  no 
further  than  our  own  State.  As  soon  as  the 
northeastern  road  was  finished  to  Florence,  it 
was  carried  on  to  Cheraw.  It  was  no  sooner 
finished  to  Cheraw,  than  its  extension  to  the 
coal  lields  in  North  Carolina,  and  to  Fayette- 
ville,  immediately  engaged  attention,  and  pro- 
duced a  combined  effort  to  accomplish  it. 
The  South  Carolina  Central  has  shot  out  a 
branch  from  the  northeastern,  to  Charlotte. 
From  Charlotte,  a  road  to  connect  that  town 
with  Statesville,  on  the  North  Carolina  Cen- 
tral, is  being  constructed.  The  same  active 
tendency  to  extension  will  be  noticed  in  every 
finished  road  in  South  Carolina.  It  pertains 
to  every  road;  and  its  effect  for  progress  is 
manifest  in  them  all.  In  no  section  of  coun- 
try will  this  tendency  operate  more  strongly 
than  in  western  North  Carolina,  Fast  Tennes- 
see, and  northwestern  Georgia.  The  Rabun 
Gap  is,  to  all  that  region,  the  shortest  and 
best  outlet  to  the  Atlantic  coast. 

The  Board,  strongly  impressed  with  the 
disadvantages  which  have  resulted  from  the 
long  delays  in  the  construction  of  the  road, 
recommend  that  a  petition  be  presented  to  the 
Legislature,  at  its  next  session,  praying  that 
the  State  will  guarantee  one  million  of  the 
company's  bonds,  without  requiring  the  per- 
formance of  the  completion  imposed  by  the 
Act  of  1854,  and  such  subscription  as  will  be 
necessary  to  finish  the  section  of  the  road 
from  Walhalla  to  Clayton. 

The  estimated  cost  of  finishing  the  road  to 
Knoxville  is  §4,580.512.  The  Treasurer's 
statement,  C,  shows  assets  to  the  amount  of 
§1,120,914,  applicable  to  the  construction  of 
the  road,  leaving  a  balance  of  §3,405,51)8 
necessary  to  finish  the  entire  road;  a  guaran- 
tee of  §1,000,000  more  by  the  State,  will  leave 
only  §1,465,000  to  be  provided.  The  sale  of 
the  balance  of  the  first  mortgage  bonds  will 
nearly  produce  this  amount.  What  may  be 
wanting  can,  confidently,  be  expected  from 
North  Carolina  and  Tennessee.  The  Board 
is  confident  that  the  proposed  aid  will  be  sulfi 
cient  to  carry  through  the  road. 

They  will  not  enlarge  on  the  importance 
of  the  Blue  Ridge  road  to  the  resources  and 
prosperity  of  the  State;  nor  on  the  necessity 
of  it  to  maintain  the  commercial  position 
which  South  Carolina  has  hererofore  occupied; 


nor,  again,  detail    the    expenditure  which  has 
been  made  by  South:.-       -  i  competing  for 

commercial  supremacy,  manifold  greater  than 
has  been  made  by  this  State;  nor  exhibit  the 
activity  and  progress,  in  the  construction  y£ 
railroads,  by  other  States,  which  are  designed 
to  divert  from  South  Carolina  the  trade  which, 
by  its  geographical  position,  it  should  engi 
The  incentives  to  effort  have  been,  in  former 
reports,  so  fully  and  often  urged,  that  to  re- 
new them,  at  this  time,  would  be  a  vain  re- 
petition. 

But  the  President  and  Directors  do  respects 
fully  appeal  to  the  Legislature,  which  repre- 
sents the  State  in  this  great  enterprise,  not  to 
permit  it  to  be  abandoned,  after  so  much  work 
has  been  done  and  so  much  money  expended; 
fruitlessly,  if  the  State  refuses  the  aid  neces- 
sary for  its  completion. 

If  such  is  to  be  the  disastrous  issue  of  the 
undertaking,  the  officers,  to  whom  its  manage- 
ment has  been  committed,  are  confident  that 
they  must  be  absolved  from  all  responsibility. 
At  the  risk  of  being  tedious,  tbey  take  this  op- 
portunity to  vindicate  themselves  against  any 
censure  which  the  unreflecting  or  evil  disposed 
may  venture  to  cast  upon  them. 

It  has  been  mentioned  that,  at  the  session 
of  1850,  the  year  in  which  Bangs  &  Co.  were 
dismissed,  a  petition  was  presented  by  the 
compjany  to  the  Legislature.  While  it  was 
pending,  the  President  was  heard  at  the  bar 
of  the  House  of  Representatives  in  support  >  f 
the  prayer  of  it.  In  the  report  made  by  the 
President  and  Directors  to  the  Stockholders, 
in  November,  1857,  what  the  President  had 
stated  in  his  address,  was  thus  brought  to 
their  notice  : 

"The  Directors  have  no  motive  nor  desire 
to  delude  the  stockholders  (in  the  number  of 
whom,  by  the  State  and  city  subscriptions,  all 
the  citizens  of  the  State  are  comprised)  into  a 
fruitless  expenditure  of  money.  When  the 
President  was  heard,  at  the  £>ar  of  the  House 
of  Representatives,  at  the  last  session,  on  a 
petition  of  the  company  then  under  considera- 
tion, hi  explicitly  stated  that,  by  the  failure  of 
Bangs  &  Co.  to  perform  their  contract,  the 
portion  of  the  cost  of  the  road,  for  which  they 
were  to  receive  payment  in  slock,  as  well  as 
the  difference  between  the  payment  to  them 
in  bonds,  at  par,  and  the  price  at  which  the 
bonds  may  be  sold  or  disposed  of  by  the  com- 
pany for  the  payment  of  the  cost  of  the  road 
(the  whole  sum  estimated  at  two  millions  of 
dollars)  would  have  to  be  supplied.  He  rep- 
resented that  aid  could  not  be  expected  from 
the  States  of  Georgia  and  N?rth  Carolina,  the 
former  of  which  had  a  rival  road  completed, 
and  the  latter  has  expended  a  large  amount, 
and  is  expending  more,  towards  the  completion 
of  a  competing  load  through  its  own  limits; 
that  more  aid  might  be  hoped  for  from  Ten- 
nessee; but  that  South  Carolina  should  be 
prepared,  in  the  last  resort,  to  supply  the  de- 
ficiency. He  further  advised  that,  unless  the 
people  of  the  State  were  prepared  to  do  so, 
thev  should  at  once  stop  any  further  expendi- 
ture on  the  road  " 

Again,  in  the  report  of  1858,  the  subject  is 
brought  to  the  attention  of  the  stockholders. 
"Two  years  ago  the  Legislature  was  apprised 
that  the  road  could  not  be  completed  unless 
its  construction  was  assumed  by  the  State,  and 
a  suspension  of  the  work  was  advised,  unless 
the  State  was  prepared  to  provide  the  sum 
necessary  for  its  completion.  If  a  resolution 
had  then  been  passed,  declaring  a  want  of 
confidence  in  the  enterprise,  the  work  wouhV 
have  been  suspended.  Since  that  time  a  mil 
lion  of  dollars  have  been  expetided  fruitlessly, 
if  the  State  does  not  grant  the  company's  pe- 


THE    RAILROAD    RECORD. 


461 


tition.  From  tile  inaction  of  the  Legislature, 
the  company  was  justified  to  infer  acquies- 
cence in  the  claim,  of  which  they  were  noti- 
fied; and,  certainly,  the  directors  were  not  au- 
thorized to  arrest  the  construction  of  the 
road." 

The  demands,  certain  and  probable,  which 
the  company  would  have  to  make  on  the 
Legislature,  for  the  completion  of  the  road, 
were  brought  to  view  in  the  report  of  1859, 
supported  by  the  statement  that  "th?  stock- 
holders and  the  Legislature  have  been  repeat- 
edly and  fully  notified,  since  December,  lboG, 
that  it  may  be  necessary  to  call  on  the  State 
for  a  second  additional  subscription  of  $1, 
000,000." 

Copies  of  these  reports  (as  required  by  the 
charter)  were  presented  to  both  branches  of 
the  Legislature,  through  the  presiding  officers 
of  each,  and  were  referred  to  the  proper  com- 
mittees. Besides,  a  copy  was  laid  on  the  table 
of  each  member;  and  another  sent  to  his  post 
office,  before  the  meeting  of  the  Legislature. 
By  a  large  distribution  in  pamphlet  form,  and 
by  insertion  in  all  the  daily  papers  in  Char- 
leston, the  widest  circulation  was  given  to 
them. 

xU'ter  so  full  and  frank  a  disclosure  of  the 
condition  of  the  finances  of  the  company, 
with  a  notification  to  the  Legislature  that  the 
road  could  only  be  completed  by  the  aid  of 
the  State,  accompanied  by  the  recommenda- 
tion that  if  the  State  was  not  prepared  to  fur- 
nish the  necessary  funds,  it  should  declare  its 
want  of  confidence,  and  order  all  further 
operations  to  be  discontinued;  the  responsi- 
bility of  having  spent  so  much  money,  if  the 
State  determines  that  it  shall  have  been  spent,  ! 
fruitlessly,  can  not  rest  upon  the  President  and 
Directors  of  the  company.  They  had  no  au- 
thority to  discontinue  the  work,  and  to  declare 
the  enterprise  abandoned. 

The  purpose  and  design  of  the  South  Caro- 
lina company,  with  such  subscriptions  and 
aid  as  it  could  obtain  in  South  Carolina,  and 
such  as  might  be  obtained  by  the  associated 
companies  in  Georgia,  North  Carolina,  and 
Tennessee,  to  construct  a  railroad  from  An- 
derson to  Knoxville,  was  avowed  from  the 
very  outset  of  the  enterprise.  The  survey  and 
location  of  the  entire  line,  by  the  engineers  of 
the  company;  the  estimate  of  the  cost,  and 
the  means  provided  for  its  construction,  were 
exhibited  to  the  Legislature,  at  the  seveial 
sessions  of  1852-'53  and  185-1,  in  the  several 
petitions  for  the  charter  and  for  State  aid. 
The  subject  was  fully  examined  and  discussed; 
and  every  circumstance,  material  to  be  known, 
which  affected  the  feasibility  and  advantages 
of  the  undertaking,  its  estimated  cost,  and  the 
resources  for  its  completion,  were  strictly 
scrutinized.  Twice,  the  City  Council  of  Char- 
leston, with  as  full  information  as  the  Legis- 
lature possessed,  voted  to  make  subscriptions; 
and  twice  those  subscriptions  were  discussed 
in  meetings  of  the  corporators,  and  confirmed 
by  a  popular  vote.  And  it  must  be  remem- 
bered that  one  subscription  by  the  City  Coun- 
cil of  Charleston,  to  the  amount  of  $549,000, 
was  made  to  the  stock  of  the  Georgia  com 
pany.  fur  the  construction  of  the  road  in  that 
State.  The  contract  which  was  made  by  the 
South  Carolina  company  with  Bangs  &  Co., 
for  the  construction  of  the  entire  road,  was 
made  known  to  the  State  and  City  Council  of 
Charleston  ;  ana  all  its  terms  and  stipulations 
submitted  for  examination.  In  the  report  of 
1855,  the  stockholders  were  informed  that  one 
mile  of  the  road  through  Knoxville  had  been 
completed  in  order  to  secure  the  cha-ter  in 
Tennessee;  and  in  the  report  of  1850,  they 
were  informed  that  sixteen  miles  of  the  road, 
from  Knoxville  to  Maryville,  had  been  let  to 


contract,  in  order  to  secure  the  State  aid 
granted  by  Tennessee.  The  progress  of  the 
work  in  that  State  and  in  Georgia  was  every 
year  reported  to  the  stockholders.  The  report 
of  1850  states,  that  "  no  work  has  yet  been 
done  on  the  line  in  North  Carolina."  "  It  has 
been  deferred  until  the  work  across  the  moun- 
tains, including  the  tunnels  in  South  Carolina 
and  Georgia,  shall  be  more  advanced.  When 
the  mountains  are  passed,  the  difficulties  of 
the  enterprise  will  be  overcome,  and  its  com- 
pletion secured  beyond  contingency  or  doubt. 
It  is,  therefore,  to  the  accomplishment  of  this 
object  that  the  Board  are  directing  their 
efforts  and  the   resources  of  the  company." 

In  the  report  of  1858,  the  President  and 
Directors  again  represent  to  the  stockholders 
that  "  a  specious  exhibit  of  progress  may 
have  been  presented  in  the  grading  of  the 
road,  if  it  had  not  been  deemed  unwise  so  to 
apply  the  resources  of  the  company.  A  little 
reflection  must  make  it  apparent  that  if  the 
road  were  to  terminate  at  any  point  on  the 
line,  short  of  Knoxville,  or  the  navigable  wa- 
ters of  the  Tennessee,  at  some  other  place,  the 
road  would  not  compensate  for  its  cost.  The 
construction  of  the  road  hus,  accordingly,  been 
directed  to  the  accomplishment  of  a  connec- 
tion between  Charleston  and  Knoxville  Be- 
cause the  passage  of  the  mountains  is  the 
great  obstacle  to  the  successful  issue  of  the 
undertaking,  the  energy  and  resources  of  the 
company  are  chiefly  directed  to  that  section 
of  the  road.  When  the  mountains  are  crossed 
the  extension  of  the  road  to  Knoxville  will  be 
a  certain  consequence.  Until  that  is  accom- 
plished, doubt  and  uncertainly  must  darken 
the  prospect  of  a  direct,  short  and  independ- 
ent connection  of  South  Carolina,  by  the  Blue 
Ridge  road,  with  the  productive  region  of  the 
west.  Under  this  conviction,  the  directors 
will  continue  the  order  of  construction  which 
they  have  hitherto  pursued." 

By  such  frank  and  full  communication  to 
the  stockholders,  of  the  views  and  policy  of 
the  Board  in  the  direction  of  the  construction 
of  the  road,  and  by  detailed  information  re- 
specting every  particular  of  the  management 
of  the  onorous  trust  confided  to  them,  the 
President  and  Directors  intended  that  the 
stockholders  should  tike  the  responsibility  of 
every  measure,  so  that  in  case  the  work  should 
be  discontinued,  the  officers  of  the  company 
should  be  exempt  from  any  aspersion  of  bad 
judgment  or  ill  faith,  which  the  unreflecting 
or  malevolent  are  so  prompt  to  cast  upon  the 
conductors  of  an  enterprise  that  may  be  em- 
barrassed in  its  accomplishment. 

EDWARD  FROST,  President. 


GRAND  TRUNK  RAILWAY 

A  general  meeting  of  the  shareholders  of 
the  Grand  Trunk  Railway  has  been  called,  to 
be  held  in  London  in  December  next,  so  as  to 
allow  time  to  secure  the  attendance  of  the 
President  and  Vice  President  from  Canada. 
A  report  of  the  London  directors  was  issued 
on  the  26th  of  October,  the  object  of  which 
was  to  make  known  the  condition  of  the  Com- 
pany's finances,  as  made  up  from  the  accounts 
to  the  30th  of  June.  After  announcing  the 
impossibility  of  meeting  the  interest  due  Octo 
her  1  on  the  second  preference  bonds,  this  re- 
port says: — 

It  has  already  been  mentioned  in  the  cir- 
cular of  the  13th  of  July  that  although  au 
thority  had  been  given  to  raise  £1,500,000  on 
bonds  or  stock  of  the  company,  to  pay  off  lia- 
bilities and  to  increase  the  rolling  stock,  and 
to  meet  the  current  wants  of  the  year,  the  di- 
rectors were  unable  to  obtain  it  on  any  terms. 
A  memorial  was  accordingly  drawn  up  and 
presented  by  the  directors  in    Canada  to   the 


executive  government,  pointing  out  the  exis- 
ting condition  of  the  undertaking  and  praying 
for  relief.  The  London  directors  had  fully  ex- 
pected to  have  received  before  now  an  answer 
to  this  application;  but  the  visit  of  his  Royal 
Highness  the  Prince  of  Wales  had  so  entirely 
absorbed  the  time  of  the  various  members  of 
the  goverment  that  they  were  unable  to  take 
the  subject  into  their  serious  consideration, 
and  they  have  now  only  authorized  your  direc- 
tors, to  announce  that  the  subject  of  the  Grand 
Trunk  Railway  will  be  brought  under  the  no- 
tice of  Parliament,  and  that  the  government  are 
about  to  issue  a  commission  to  inquire  into  its 
affairs.  The  directors  announce  an  earnest 
desire  that  the  investigation  should  be  made 
a  through  one,  and  propose  that  one  or  two 
gentlemen  well  versed  in  railway  manage- 
ment, in  whom  the  English  subscribers  would 
have  confidence,  should  proceed  to  Canada, 
and,  in  conjunction  with  the  proposed  govern- 
ment commission  and  for  the  purpose  of  co-op- 
erating with  it  in  its  important  investigation, 
report  to  them  the  result  of  their  observation. 
Annexed  is  an  estimate  of  the  company's  lia» 
bilities  in  England: — 

To  loans  and  bills  payable  in  England  £*-~*v'i'f. 

Bills  drawn  fey  tlie  Company  frem  Canada 230^04 

Total £iM&3 

Against  which  are  hypothecated   the  following 
securities,  viz: — 
£9oi>,600  Second  Preferred  Bonds') 

3*',, (Ml Ordinary  Bonds I 

47,20(1  Toronto  Corp.  Bonds. ..  >  For  value  of.  .£443,043 
42,n00  Atlantic  and  St.  Law.  sh.  I 
7,500        "        "        "       bds.J 

Balance. •£',575,lb,9 

Securities  iu  hand  £32,:tli0  ord.  0  $>  cent,  bonds. 

»            "          -£-.>7,utu  7  per  cent   bonds. 
Add  unpaid  and  over  dneinterest  on  bonds 130,500 

Total jei,705,6b9 

The  London  directors  have  at  present  no 
exact  return  of  any  further  floating  indebted- 
ness which  may  exist  in  Canada  for  additional 
rolling  stock  provided  since  March,  and  other 
expenditures,  but  have  desired  such  a  report 
to  be  made.  Since  the  estimate  of  the  wants 
of  the  company  iu  march  last,  its  pecuniary 
position  has  been  deteriorated  by  the  payment 
of  interest  on  bonds  and  loans  £161,000.  Dif- 
ference in  value  of  assets  from  fall  in  prices, 
£250,000.  Total  £411,000.  While  on  the 
laud  to  be  resold,  and  valued  at  £120,000  only 
a  small  portion  realizing  £5,000,  has  been 
sold,  which  will  explain  the  increase  in  the 
net  requirements  of  the  company  at  the  pres- 
ent time,  as  compared  with  the  statement  is- 
sued in  march  last.  In  the  resent  embar- 
rassed state  of  the  company's  affairs,  and  the 
uncertainty  of  relief  from  the  government  ade- 
quate to  meet  its  liabilities,  Messrs.  Baring, 
Brothers  &  Co.  and  Messrs  Glyn.  Mills  & 
Co.  have  obtained  a  judgment  against  the 
company  for  debts  due  to  them  and  others 
whom  they  represent,  which  vests  in  their 
agents  the  power  of  seizure  of  the  rolling 
stock  of  this  road;  but  this  measure  has 
been  adopted  for  the  general  benefit  of  all 
present  creditors,  to  guard  against  hostile 
prosecution  of  individual  claims,  and  for  the 
protection  of  the  company's  interest. 

Long  Railway  Rails. — The  Messrs.  Bar 
ningham,  of  the  Darlington  Ironworks,  are 
rolling  a  large  quantity  of  rails  27  ft.  long  and 
92  lb.  to  the  yard.  Railway  companies  dis- 
cover that,  by  having  strong  rails  and  heavy 
engines,  immense  trains  of  minerals  and  goods 
are  worked  with  less  labor,  greater  dispatch, 
and  at  smaller  cost.  In  fact,  one  train  will  do 
the  same  amount  of  carriage  as  three  usually 
did.  Messrs.  Barningham  are  also  making  a 
very  large  quantity  of  neat  and  cheap  iron 
fencing  for  railways  in  India. — Stockton  and 
Hartlepool  Mercury 
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INFOEMATIOM  TO  SOUTHERN  EAIL- 
EOAD COMMITTEE. 

"VVe  to-day  give  the  following  letters  from 
parties  in  the  South,  presenting  information 
in  relation  to  the  Chattanooga  and  Knoxville 
routes.  Our  limits  will  not  permit  us  to  re- 
view them  to  day,  and  we  prtfer  waiting  for 
the  information  gathered  by  Mr.  Gower,  who 
has  returned  to  Lexington,  and  will  present 
his  report  to  the  Committee  in  a  few  days: 
Chattanooga,  Tbnn.,  Nov.  9,  1860. 

Joseph  Torrence,  Esq.,  Cincinnati — Dear 
Sir:— The  Engineer,  J.  A.  Corry,  Esq.,  whom 
our  citizens  engaged  to  make  a  reeonnoisance 
of  the  route,  which  claimed  our  attention  the 
most — leading  from  this  to  the  Kentucky  line 
in  the  direction  of  Danville,  Ky.,' — has  been 
over  the  line,  and  has  transmitted  to  ns  the 
result  of  his  investigations.  We  suggested 
to  him  the  importance  of  keeping  in  view  a 
connection  at  or  near  the  inlet  of  Ill-Will 
Creek  to  Wolf  Run,  near  the  Kentucky  line, 
as,  from  information  received  from  the  Dan- 
ville Company,  they  had  not  much  other  favor- 
able route  to  come  South,  but  in  that  vicinity. 
After  the  departure  of  Mr.  Corry  I  had  an  inter- 
view with  Mr.  Gower,  and  learned  that  no 
impediment  of  consequence  existed  to  the 
Danville  extension  touching  a  more  eastern 
part  of  the  State.  Had  we  known  this  in  sea- 
son, more  particular  attention  would  have  been 
given  to  the  divergences  in  that  vicinity. 

Mr.  Corry  writes  me:  "If  the  Committee 
from  Cincinnati  are  not  afraid  to  come  down 
as  far  as  Albany  in  Kentucky,  (near  Ill-Will 
Creek,)  the  line  I  have  looked  over  is  the 
route  for  Chattanooga,  and  more  especially  if 
a  line  couid  be  had  up  White's  Creek,  which 
must  be  fifteen  miles  shorter  or  perhaps  twen- 
ty, and  if  at  all  practicable,  with  much  less 
number  of  high  bridges.  If  they  are  afraid 
of  Louisville  that  far  down,  and  would  pre- 
fer comming  near  Somerset,*  and  up  East  of 
the  South  fork,  it  is  very  possible  a  way  can 
be  found  there  from  near  Montgomery,  and 
connecting  with  line  up  Emory,  which  would 
he  as  short  as  any  named,  and  perhaps  de- 
scend the  mountain  on  North  side  with  an 
easier  grade,  and  which  is  very  much  to  be  de- 
sired. 

In  Mr.  Corry's  communication,  he  gives  the 
detailedj.points,  of  course,  of  his  route,  and 
which  it  is  not  necessary  to  record  in  this. 
He  says:  "Ascending  the  Emory,  there  will  be 
five  crossings  below  mouth  of  Obed's  river, 
averaging  425  feet  each  of  bridging,  and  200 
feet  each  of  trestling.  The  grade  up  the 
river  will'generally  conform  to  the  rise  in  the 
stream,  varying,  probably,  from  20  to  40  feet 
per  mile.  From  the  East  crossing,  to  attain 
general  height  of  mountain,  will  require  a 
grade  of  from  60  to  75  feet  per  mile.  After 
running  to  the  top,  the  route  assumes  essen- 
tially the  character  of  a  ridge  unto  a  point  five 
miles  north  of  Jamestown,  except  at  crossing 
of  "Clover  fork  of  the  South  fork,  which  will 
require  a  bridge  of  600  feet  long  and  about 
120  feet  above  the  bed  of  the  stream,  and  with 
that  exception,  will  generally  require  grading 
of  a  light  character.  The  line  will  commence 
descending  about  five  miles  beyond  James- 
town, and'  — (etc.,  etc.,  etc.,  as  detailed  in  his 
report,)  towards  Caney  Gap,  on  the  Poplar 
Mountain,  to  right  of  Albany,  thence  to  Roena, 
on  the  Cumberland  River,  joining  the  surveys 
from  Danville  to  McMinnville,  in  that  direction 
or  else  toward  the  country  near  or  below  Mon- 

*This  19  the  route  wehad  preference  for  before  dispatching 
engineers,  or  advisement  of  the  Danville  Company.    C.K.6. 


ticollo,  as  may  be  found  best  by  the  surveys 
from  Danville.  The  line  in  descending  to- 
wards Wolf  River  will  probably  require  a 
grade  of  75  to  85  feet  per  mile,  and  besides  the 
tunnel  will  encounter  some  heavy  fills  at  head 
of  Read's  Creek.  The  hollows,  however,  will 
not  need  culverts  of  more  than  15  feet  area." 
The  distance  as  well  as  could  be  ascertain- 
ed may  be  set  down  as  follows: 

Wiles. 

From  Chatl.'inooga  to  Washington 43 

"  "  "White's  Creek 20 

"  "  '•  Kmory  River Yi 

"  "  "  Stanfleld 3& 

"  "  u  Manehorris 5 

"  "  "  Mouth  of  Obed 5 

"  "  "  Mrs.  Triplett's 5 

"  "  '*  Jamesbnro '''0 

"  "  "  Wlf  Kiver  at  Gilieath's IIS 

HI) 
From  Chattanoogo  to  Danville  is  very  probably  23S  to  240 
miles. 

I  annex  below  Mr.  Corry's  estimate  of  the 
probable  cost.     Yours,  very  respectfully, 

Cuas.  E.  Grenelle. 

ESTIMATE    OF   PROBABLE   COST. 

Bridge  at  Chattanooga gll  0.000 

First  four  miles  north 50,000 

Nest  70  miles,  to  Park's  Ferry,  M.  River  220,tll)0 

1000  lineal  feet  of  Bridging  same 40,0110 

3418,000 

From  Park's  Ferry  to  Mrs.  Tripplett's: 
2,200  ft  bridging  below  Obed,  at  $45  £>  ft.     99.000 

300  ft  bridging  above 12.U0U 

60(1  ft  trestling.  at  88  per  foot 4.P0I) 

Grading  18  miles, lit  812-1  00  per  mile...   216  000 

331  .SOt 

From  Mrs.  Triplett's  to  Jamestown: 

28  miles  grading,  at  ¥4.(00  per  mile £112, COO 

2      "  "        at  S10,t)|jl)     "         ....      SO  000 

600  feet  bridging 35,l'0l> 

167,000 

Jamestown  to  Wolf  River: 

First  five  miles,  at  $2.5(0  per  mile. 812,500 

Next  four  miles  at  S'JO  000  per  mile 611,111  0 

Next2>5  miles,  at  84,000  per  mile. lO.dlO 

Tunnel  400 feet SO.OOO 

Bridge  at  Wolf  250  feet,  at  810  per  foot. .    12,500 

S135.000 

Extra  two  bridges  at  Stanfield's 40.00:) 

Total  ready  for  track 81,092.000 

Average  of  one  hundred  and  forty  miles,  at  §7,800  per 
mile: 

Putting  the  iron  rails 80.000 

Chairs  and  spikes K<0 

Cross  ties 500 

Laying  track 6(30 

_  87.900 

Total  per  mile,  ready  for  engine 815,701) 

There  are  large  quantities  of  fine  timber 
along  the  route,  and  veins  of  coal,  now  being 
successfully  worked,  within  200  yards  of  the 
line.  Respectfully, 

J.  A.  CORRY. 

SUPERINTENDENT'S  OFFICE,   MEMPHIS  &  CHARLES- 
TON RAILROAD. 

Huntsvii.le,  Ala.,  Nov.  3,  1860 
Larz  Anderson,  Esq.: 

Dear  Sir:  yours  of  the  26th  nit,  asking 
for  information  by  notes,  surveys,  &c,  of  the 
routes  Southerly  of  Cincinnati,  came  duly  to 
hand.  All  my  notes,  maps,  profiles,  &o,  of  the 
Knoxville  &  Danville  survey,  I  left  with  Knox- 
ville &  Kentucky  Company,  but  have  been 
oble  to  procure  for  you  what  will  be  far  more 
valuable  to  you  than  any  notes  of  my  own, 
and  that  is  a  large  map,  with  accompanying 
profiles,  of  the  surveys  made  in  1836  and  '37, 
of  the  routes  from  Kr.oxville  to  Lexington 
by  the  Charleston  &  Cincinnati  Railroad  Corn- 
Company,  under  Major  McNeil.  These  I  send 
to  you  by  express  to  day.  Please  retain  them 
as  "long  as  you  desire,  but  hold  them  subject 
to  my  order.  I  have  in  person  made  pretty 
full  surveys  and  examinations  of  the  country 
traversed  by  the  various  routes,  and  am  per- 
fectly satisfied  the  true  route  for  a  railroad  to 
Knoxville  or  Chattanooga,  must  pass  through 


■London  and  Williamsburg,  Ky.,  through 
Wheeler's  (Elk)  Gay  and  down  Cone  Creek. 
You  cannot  eo  further  west  without  encoun- 
tering the  waters  of  the  South  Fork  of  Cum- 
berland, from  which  you  never  can  ascend  the 
Cumberland  Mountain. 

The  work  from  the  Tennessee  line  will  be 
very  ea3y  to  London,  a  distance  of  some  forty 
miles,  and  will  not  cost  over  814,000  per  mile 
ready  for  the  engine.  From  London  the  line 
should  bear  northeasterly,  heading  the  ex- 
ceedingly rough  country  that  lies  in  the  more 
westerly  routes  toward  Danville.  Tunnel's 
Branch  will  give  a  practicable  descent  to 
Rockcastle  river.  And  Roundstone  lick  an 
outlet  to  Boone's  gap  in  the  big  hill;  thence 
by  way  of  Richmond  and  Tate's  Creek,  there 
will  be  no  serious  difficulties  to  Kentucky 
river.  Thence  to  Lexington  I  have  no  per- 
sonal knowledge,  but  from  all  the  information 
I  can  gather,  I  believe  a  practicable  route  can 
be  obtained.  A  more  direct  line  to  Cincin- 
nati, and  probably  an  easier  route  can  be  found 
from  Richmond  to  Paris.  The  great  advant- 
age to  either  of  these  routes  over  the  Danville 
connection  is  that  the  deep  and  "clifty" 
gorges  made  by  the  almost  innumerable  tribu- 
taries to  Laurel  and  Rockcastle  rivers  will  be 
headed  and  avoided.  I  believe  a  road  can  be 
built  from  London  to  Lexington  via  Richmond 
for  less  cost  than  from  London  to  Danville, 
and  effect  a  great  saving  in  distance  to  Cin- 
cinnati. An  easy  route  to  Barbourrille  on 
the  Cumberland  Gap  route  can  be  obtained 
from  head  of  Lynn  Camp  creek,  half  way  be- 
tween Williamsburg  and  London.  After  pass- 
ing the  Elk  and  Indian  Graves  gaps,  an  easy 
valley  line  can  be  obtained  to  Chattanooga, 
but  it  will  necessarily  be  parallel  with  the 
East  Tennessee  and  Georgia  road,  and  will 
not  effect  a  very  important  saving  in  distance. 

I  hope  to  be  in  Cincinnati  in  the  course  of 
this  month,  and  will  call  upon  you.  In  the 
meantime,  I  should  be  glad  to  have  you  make 
me  useful  in  any  way  you  can  in  aid  of  yonr 
Southern  connections,  and  am 

Yours  very  respectfully, 

M.  B.  Prichard, 
Ch.  Eng.  Memphis  &  Charleston  R.  R. 
—  Commercial 


HEW  YOEK  A2JD  EELE  EAILEOAD. 

Two  or  three  days  of  the  past  week,  spent 
on  the  Erie  Railroad  have  given  us  an  oppor- 
tunity of  examining  its  working  condition. 
We  are  pleased  to  see  that,  instead  of  regard- 
in  <r  it  as  a  dead  investment,  the  parties  in 
charge  are  actively  engaged  in  track  improve- 
ments, which  relieve  the  heavy  item  of  run- 
ning expenses,  at  some  cost  to  the  capital  ac- 
count; a  policy  which,  for  so  important  a  line, 
open  to  no  rivalry,  is  decidedly  wise. 

The  annual  returns  of  this  road  for  1S59, 
show  a  net  business  receipt  of  $1,507,900, 
which  is  equal  to  about  5  per  cent  on  its  ac- 
iual  cost.  The  items  of  funded  and  floating 
debt,  and  capital  stock,  represent  a  capital  of 
$36,613,703,  of  which  the  annual  items  of  in- 
terest, &c,  affect  the  available  per  eentage  of 
income.  But  it  is  better  than  it  might  have 
been,  without  doubt. 

With  a  main  track  of  446  miles  from  Pier- 
mont  to  Dunkirk,  and,  in  double  track,  sidings, 
branches,  &c.,  an  equivalent  single  track  of 
841  miles,  the  cost  of  annual  maintenance  is, 
of  course,  formidable.  The  amount  is  nearly 
equivalent  to  the  net  business  receipts.  But 
the  fact  of  its  expenditure  is  creditable  to  the 
management  of  this  Road,  which  is  of  too 
much  consequence  to  the  great  southern  tier 
of  counties  to  be  suffered  to  fall  into  neglect. 
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Every  dollar  invested  by  the  State  in  this  Road 
has  been  repaid  tenfold  in  increase  of  taxable 
property  on  its  line. 

With  our  hobby  of  the  superior  advantages 
of  way  to  through  business  in  mind,  we  see 
every  reason  for  believing  that  the  palmiest 
days  of  the  "Erie"  are  yet  to  be  realized. 
From  the  great  lake  to  the  noble  river.  West 
to  East,  there  are  no  favorable  opportunities  for 
successful  local  rivalry,  and  the  mistake  of 
former  managements  of  this  road  has  been,  in 
the  open,  undisguised,  and  culpable  neglect  of 
local  business.  There  are  no  advantages  hid- 
den in  the  new  project  of  the  "Atlantic  and 
Great  Western"  running  the  "broad-gauge" 
through  the  Far  West,  which  will  compare 
with  the  yet  undeveloped  resources  of  the 
southern  tier;  and  New  York,  in  her  rivalry 
with  the  favored  Western  States,  needs  this  ex- 
pansion of  local  business.  We  have,  also, 
reason  to  believe  very  sincerely,  from  observa- 
tions made  on  locomotive  decks,  under  new 
improvements,  on  another  road,  that  their  is  a 
fair  prospect  of  direct  and  important  saving 
in  the  enormous  items  of  operating  expenses. 

We  were  interested  in  examining  the  opera- 
tion of  Crocker's  chair",  which  has  been  intro- 
duced on  many  portions  of  track  recently  re- 
laid.  It  is  about  10  inches  long,  formed  in 
two  parts,  cast  to  fit  the  curve  of  the  rail-sec- 
tion, which  are  brought  home  by  screw-bolts 
passing  under  the  rail.  The  under  side  of  the 
rail  is  keyed  up  through  a  slot  in  the  chair, 
with  a  broad  wrought-iron  key.  The  chair  is 
placed  between  the  joint  ties,  and  is  decidedly 
preferable,  in  its  continuity  of  line,  to  the  com- 
mon short  chair.  We  tested  its  deflection  un- 
der the  blow  of  an  express  train,  and  found  it 
half  an  inch  on  a  newly-laid  line.  Nothing 
better  could  be  expected  of  a  fish-joint,  to  the 
advantages  of  which  it  closely  approximates. 
Where  the  joint  ties  yield,  however,  the  smooth- 
ness of  the  car  travel  is  immediately  affected, 
a  result  inevitable  to  the  whole  system  of  cross- 
tie  construction,  which  is  radically  defective. 

The  recent  heavy  rain-storms  along  the  mid- 
dle and  western  divisions  of  the  road,  and 
particularly  in  the  vicinity  of  Elmira,  threat- 
ened the  road  with  considerable  damage 
by  floods;  but  with  the  exception  of  the  bridge 
at  Seeley's  Creek,  which  lost  its  abutments  for 
want  of  sheet  piling,  and  prevented  train  con- 
nections for  a  day,  no  special  injury  seems  to 
have  been  done  except  to  plank  platforms  and 
ballast. 

The  invention  of  Mr.  G.  F.  Foote,  by  which 
all  the  air  taken  into  a  car  passes  first  through 
a  wire  screen,  and  thence  through  chambers 
filled  with  small  water  jets,  thereby  arresting 
sparks  and  dust,  seems  to  operate  very  effi- 
ciently, where  applied.  Until  our  locomotives 
are  supplied  with  better  spark-arresters,  and 
our  road-beds  are  carefully  sodded,  the  dust 
nuisance  will  make  some  prevention  of  this 
kind  essential  to  comfort  in  traveling.  The 
ordinary  condition  of  a  railroad  car  in  hot 
weather,  on  this  account,  is  suggestive  of 
Egyptian  plagues,  with  a  couple  of  dozen  of 
hard-hearted  Pharaohs   at  each  open  window. 

Nothing  could  be  more  picturesque  than  the 
scenery,  and  the  changes  of  scenery,  on  the 
line  of  this  road.  Charmingly  agricultural 
through  Orange  county,  on  one  side,  and  the 
slow-winding  branches  of  the  Susquehanna  on 
the  other,  it  presensts  a  striking  contrast,  in 
the  rugged  gorges  of  the  Delaware  for  thirty- 
four  miles,  of  panoramic  display,  full  as  they 
are  of  majestic  grandeur.  We  have  laid  aside, 
in  our  mental  album  of  scenic  impressions,  a 
sunshiny  ride  through  these  attractive  regions, 
which  we  are  not  likely  to  forget. 

The  ballasting   for  a   large  portion    of  this 


road  has  been  carefully  and  permanently  re- 
newed; very  important  improvements  are  be- 
ing made  on  some  of  the  wooden  viaducts  and 
other  structures,  to  secure  increased  safety  and 
durability;  the  large  equipment  of  the  road 
seems  to  be  in  much  requisition;  and  whatever 
may  be  its  present  financial  condition,  the  Erie 
road  is  of  too  much  consequence  to  the  State 
and  country  to  be  permitted  to  fall  into  ne- 
glect. There  is  much  to  commend  in  the  pol- 
icy of  its  present  management,  and  good  rea- 
son for  anticipating  eventual  success. — Amer- 
ican Railway  Review. 


The  Pennsylvania  Railroad  Company  vs.  The 
Commonwealth — The  Act  of  Assembly  In- 
corporating the  Pennsylvania  Railroad 
which  imposes  on  tonnage  carried  over  the 
Road  a  Toll  or  Duty  of  three  per  cent,  per 
mile,  is  not  Unconstitutional. 


Error  to  Common  Pleas  of  Dauphin  County. 
The  opinion  of  the  Court  was  delivered  by 

Lowrie,  C.  J. — Though  the  charter  does 
not  say  that  all  tonnage  carried  on  this  rail- 
road shall  be  subject  to  a  toll  or  duty  of  three 
mile,  yet  it  is  quite  apparent  that  this  is  not 
intended  as  a  means  of  taxing  commerce  or 
the  goods  carried,  but  simply  as  a  mode  of 
taxing  the  Company  according  to  the  magni- 
tude of  its  business.  We  say  this  is  apparent, 
because  the  State  is  not  to  look  to  the  goods 
carried,  or  to  their  owners,  for  the  tax,  but 
only  to  the  Company,  so  as  to  measure  a  por- 
tion of  its  taxes  by  the  amount  of  a  particu- 
lar portion  of  its  business.  The  charter  is  in- 
tended to  regulate  the  relations  of  the  Company 
with  the  State,  and  not  those  of  other  persons. 
It  is  therefore  the  Company  that  is  subject  to 
"tax  or  tonnage,"  as  it  is  called  in  the  sup- 
plementary act,  and  their  acceptance  of  their 
charter,  with  this  provision  in  it,  is  equiva- 
lent to  an  express  contract  to  pay  it  to  the 
State.  Now  they  seek  to  evade  this  law  or 
contract  by  setting  up  the  defense  that  it  vio- 
lates the  Constitution  of  the  United  States, 
and  is  therefore  void.  Is  it  so?  If  this  ques- 
tion is  to  be  answed  in  the  affirmative,  it  must 
be  done  on  some  original  principle  that  has, 
as  yet,  received  no  practicable  application;  for 
no  case  has  been  cited,  and  we  know  of  none, 
in  which  such  a  rule  of  law,  or  any  closely 
analogous  one,  has  been  announced.  It  is 
argued  that  the  authority  to  impose  such  a  tax 
is  taken  away  by  some  one  or  more  of  three 
rules  of  the  Constitution,  giving  to  Congress 
the  exclusive  power  to  regulate  commerce  with 
foreign  nations,  and  among  States  (Art.  I.,  8, 
3),  and  prohibiting  the  States,  without  the  con- 
sent of  Congress,  from  laying  duties  on  im- 
ports or  exports  (Art.  I.,  10,  2),  or  any  "duty 
of  tonnage"  (Art.  I,  10,  3).  Let  us  briefly 
notice  each  of  these.  How  can  the  exclusive 
power  of  Congress  to  regulate  commerce  be 
understood  as  forbidding  this  tax?  No  such 
latitudinarianism  of  interpretation  has  ever 
yet  been  applied  to  this  clause.  Making  roads 
is  a  mode  of  regulating  commerce,  by  giving 
it  facility  and  direction;  but  no  one  has  even 
thought  that  this  clause  excludes  the  States 
from  making  their  own  roads,  and  their  own 
laws  to  govern  the  use  of  them,  or  from  im- 
posing road  taxes,  in  their  own  form,  for  travel 
upon  them,  even  a  tax  that  may  afford  an  in- 
come beyond  the  expense  of  construction  and 
repairs.  A  State  may  injure  itself  or  its  citi- 
zens by  bad  regulations  of  this  sort  but  that 
does  not  disprove  its  authority  to  act;  and  it 
is  not  probable  that  the  general  government 
would  perform  the  duty  any  better   than   the 


States  do.  See  18,  Conn.  R.  500;  32  Maine, 
343;  14  How.  W.  S.  568.  If  we  take  exchisive- 
ness  as  one  of  the  tests  of  the  power  of  Con- 
gress to  regulate  commerce,  then  it  becomes 
very  limited;  for  commerce  in  its  very  nature, 
is  regulated  much  more  by  natural  causes,  and 
by  civilization  and  its  wants,  and  by  the  skill 
and  customs  of  those  engaged  in  it,  than  it 
can  be  by  any  possible  legislation.  Our  moun- 
tains, lakes,  rivers  and  climates,  and  the  winds 
and  ocean  currents,  and  the  kind  of  motive 
power,  and  in  the  skill  in  ship-building,  and 
our  railroads,  and  the  energy  and  the  pro- 
gress of  our  citizens,  and  the  common  law  or 
customs,  national  and  international,  State  and 
inter-State,  of  trade,  have  much  more  regula- 
ting power  than  it  is  possible  for  Congress  to 
exercise.  It  can  not  exclude  any  of  these 
from  their  legitimate  influence  in  the  regula- 
tion of  commerce;  and  some  of  these  causes, 
as  well  human  as  natural,  are  very  direct  in 
their  operation.  The  man  who  builds  a  ship 
that  is  fleeter  and  safer  than  common,  effects 
in  some  measure,  the  regulation  of  commerce, 
and  yet  he  may  fix  his  own  terms  for  the  use 
of  it.  And  surley  a  State  may  improve  its  own 
domains  and  thoroughfares  as  it  chooses,  and 
impose  its  own  terms  in  the  common  use  of 
them.  Terms  that  would  prevent,  the  use  of 
them,  would,  at  worst,  be  equivalent  to  not 
opening  them  to  the  public  use.  Even  the  rule 
of  comity  is  not  broken,  if  there  be  no  selfish 
discrimination.  It  is  much  more  a  regulation 
of  commerce  that  the  Company's  own  rates  of 
charge  are  limited,  so  as  not  to  exceed  a  given 
amount  per  ton  per  mile.  And  if,  in  this,  or 
in  laying  a  tax,  there  were  any  discrimination 
in  favor  of  our  citizens  to  the  prejudice  of 
general  commerce,  we  might  concede  at  least 
some  appearance  of  a  violation  of  another 
clase  of  the  Constitution  (Art.  IV..,  2,  1),  as- 
suring equality  of  privileges  and  immunities 
to  all  citizens.  But  such  is  not  the  case  in 
either  form  or  effect,  for  no  distinction  is  made 
in  the  charter  between  goods  carried  for  our 
own  citizens  and  for  others,  and  it  is  well 
known  that  this  Company  habitually  discrimi- 
nates largely  against  our  own  citizens,  so  that 
it  carries  goods  for  others  often  for  less  than 
half  the  charges  made  within  the  State.  What 
we  have  before  said,  shows  that  no  duty  is  im- 
posed on  goods  at  all,  and,  of  course,  none  on 
imports  or  exports.  It  is  so  plainly  not  aduty 
of  this  sort,  that  we  must  acknowldge  that  we 
have  not  skill  enough  to  frame  an  argument 
that  can  make  it  plainer.  Nor  is  it  a  "duty 
on  tonnage."  (Hickey's  Constitution.)  This 
means  simply  that  sort  of  duty  thai,  at  the 
date  of  the  Constitution,  was  called  tonnage; 
and  that  was  a  duty  on  ships  or  their  cargoes, 
imported  or  exported,  measured  by  their  capa- 
city or  weight.  And  this  was  the  original 
meaning  of  the  word.  It  is  not.  therefore,  in 
its  strict  and  original  sense,  that  the  word  ton- 
nage  is  used  in  the  charter  acts,  but  only  in 
an  analogous  and  derivative  one  The  ton- 
nage tax  on  the  business  of  this  road  is  not 
the  "duty  of  tonnage"  on  naval  commerce, 
that  the  Constitution  forbids  the  Sates  to  im- 
pose But  how  can  the  defendants  allege  this 
as  void  in  this  character?  If  it  affects  none 
but  themselves  and  the  State,  it  is  no  vice,  but 
a  legitimate  condition  of  the  corporate  fran- 
chises, freely  imposed  and  accepted.  Call  it 
a  contract  between  the  State  and  the  Corpora- 
tion, and  then  it  is  not  to  be  tested  by  the 
Constitution  as  a  law  of  a  State.  Call  it  a 
law,  and  the  defendants  can  not  complain  of 
it,  for  they  freely  subjected  themselves  to  it 
for  the  sake  of  the  benefits  offered  with  it. 
They  could  not  accept  the  law  by  parts,  affirm- 
ing the  section  which  offered  them  privileges, 
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and  vetoing  (boso  which  imposed  burdens. 
The  grant  of  the  privileges  waa  on  condition 
of  their  attendant  burdens,  and  common  hon- 
esty forbids  the  Com  pan}'  now,  when  they  have 
the  privileges,  to  refuse  the  consideration  of 
them.  This  class  of  laws  is  usually  treated  as 
contracts;  and  regarded  in  this  aspect,  of 
cjurse  they  are  not  forbidden  by  the  Constitu- 
tion; for  it  forbids  only  laws,  which  involve  no 
individual  consent,  as  necessary  to  their  exis- 
tence. And  regarded  thus,  this  defense  is 
merely  a  means  of  escaping  a  plain  contract 
duty.  The  defense  can  not  succeed  by  cover- 
ing its  selfishness  with  the  garb  of  patriotism; 
for  the  defendants  must  stand  on  their  rights, 
and  not  on  the  rights  of  the  public.  If  others 
are  injured  by  this  tax,  let  them  be  the  suitors 
for  redress.  There  is  no  pretence  that  the 
charter  requires  any  discrimination  in  favor  of 
our  own  citizens.  It  is  very  unfortunately 
framed  if  it  allow  any  against  us.  Judgment 
affirmed  andrecord  remitted. — America)!,  Rail- 
way lieciew. 


Southern  Railroad — Tariff  Reduced. — 
We  learn  that  the  Bi  nrd  of  Managers  of  the 
Southern  Railroad  Company,  with  commenda- 
ble promptness  and  liberality,  have  considera- 
bly reduced  freight  rates,  particularly  to  the 
stations  east  of  Jackson,  on  many  of  the  lead- 
ing and  necessary  articles  of  life,  such  as 
corn,  flour,  salt,  molasses,  &c.  Those  eastern 
counties  through  which  the  road  runs  have 
suffered  severely  this  year  by  short  crogs  of 
cotton,  and  still  shorter  crops  of  corn,  and 
this  important  move  in  their  favor  will  be  glad 
tidings  to  their  people.  Another  acceptable 
act  of  the  Board,  is  their  determination  to 
take  at  par,  the  notes  of  Mobile  banks  for 
freight  and  passage.  These  well  timed  move 
ments  by  the  Board  will  do  much  good  and 
have  a  beneficial  effect  on  the  interest  of  our 
city  as  well  as  the  road. —  Vicksbitrg  Whig. 


The  Detroit  and  Milwaukee  Railroad 
Company.- — Yesterday  the  Detroit  &  Milwaukee 
Railway  Company  stepped  aside,  and  the  De- 
troit and  Milwaukee  Railroad  Company  took 
its  plice,  with  the  following  Board  of  Direc- 
tors, viz:  C.  J.  Brydges,  Hamilton,  C.  W. 
Thomas  Reynolds  ;  C.  C.  Trowbridge,  Edmund 

A.  Brush,  and  H.  N.  Walker  Detroit ; Gage, 

and- Kellum,  Canada;  Wm.  K.  Muir,  De- 
troit; the  following  officers  were  elected;  C. 
J.  Brydges,  President;  Thomas  Reynolds, Vice- 
President;  C.  C.  Trowbridge,  Secretary. 

This  re-organization  will  not  take  the  pub- 
lic by  surprise,  the  circumstances  compelling 
some  such  action  having  long  been  a  matter 
of  publicity. 

The  new  company  have  issued  a  million 
and  a  half  of  dollars  stock,  and  the  Board  are 
authorized  to  issue  as  much  more — all  of 
which  is  preferable  stock — if  required  to  pay 
the  floating  dept.  The  present  issue  covers 
the  amount  for  which  the  road  was  sold. 

The  continuance  of  the  new  organization 
depends  upon  two  contingencies,  viz.,  the  as 
sent  of  the  bondholders  of  the  first  and  second 
mortgages  to  suspend  their  interest  for  two 
years,  new  and  confirmatory  mortgages  to  be 
issued,  and  the  agreement  of  the  holders  of 
the  third  and  fourth  mortgages  to  carry  out 
the  programme,  and  to  take  seven  per  cent, 
preferable  shares,  instead  of  their  present  ten 
per  cent,  mortgages, 

It  is  calculated  that  the  net  earnings  of  the 
road  for  the  next  two  years,  will  be  between 
S400,000  and  $500,000  a  year,  and  which  will 
be  sufficient  to  clear  out  the  floating  debt,  and 
leave  the  earnings  of  the  road  after  that  time, 


to  pay  the  interest  on  the  first  and  second 
mortgages,  and  preferred  stock  &c. 

No  doubt  is  enetrtained  by  the  Board,  but 
that  the  bondholders  named,  will  accede  to 
the  proposition,  it  being  so  clearly  for  their 
interest  to  do  so. 

Regarding  this  new  organization  as  perma- 
nent, therefore,  the  public  will  be  gratified  at 
the  flattering  prospects  ol  the  road.  The  busi- 
ness is  constantly  on  the  increase,  and  nothing 
has  been  wanting  but  a  second  financial 
credit,  and  this  it  will  have  under  the  present 
organization. — [Detroit  Advertiser. 


MONETAEY  AIID  COMMERCIAL- 


The  hog  trade  has  somewhat  increased  the  demand  for 
money,  and  matters  are  now  muehclosertban  they  were  one 
or  two  weeks  ago.  Hates  in  bank  to  regular  customers  are 
without  any  serious  changes,  hut  t!.e  chances  for  outsiders 
are  daily  becoming  less,  and  to  the  occasional  borrower  the 
market  is  close  arid  the  rates  higher,  I2©15  percent,  being 
the  ruling  rates  in  such  cases.  Street  transactions  are  va- 
riable, from  \Z  5J24  per  cent. 

Exchange  on  the  Kast  has  been  in  full  supply,  and  rates 
are  consequently  lower-     Quotations  are: 

Buying.  Selling. 

New  York  Sight £@i    prem  £    prem 

Philadelphia £©£    prem  £    prem 

Boston %<&±    prem  1     prem 

Baltimore. J-    prem  I     prem 

New  Orleans    i     prem     £@  ^  pi-em 

American  Gold u@-0  prem      £©20  prem 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the  lol  - 
lowing  rates: 

BONDS. 

Little  Miami  R.  B.  1st  Mortgage  Bond?,  6  per  _ 

Covington  &  Lexington  It.  R.  Fust  Mortgage 
Bonds,  7  percent. -.      84i®P5 

Covington  and  Lexington  K.R  Co.  First  Mort- 
gage Bonds,  ti  per  cent 78@8U 

Covington  &.  Lexington  It.  R.,  Secuiid  Mort- 
gage Bonds,  7  per  cent ,.   7S©80 

IndiaiKipolis  &.  Cincinnati  R.  R.  First  Mort- 
gage Bonds  7  per  cent £5^26 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 

Mortgage.  ~i  per  cent.  Bonds 84@S5 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Third 

Mortgage  Bonds,  7  percent G4j£65 

Cincinnati,  Hamilton  &  Dayton  R.R.  Co.,  First 

Mortgage,  7  percent    Bonds 99^100 

Cincinnati,  Hamilton  &  Da.vton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds.  7  per  cent 85@8(S 

Ohio  and  Mississippi  Railroad,  Constructor 
Bonds, 7  percent 1  5@13 

Indiana  Central  R.  R.  Co.,  First  Mortgage 
Bonds,  7  per  cent 85:s>66 

Indiana  Central  R-  R.  Co.,  Second  Mortgage 
Bonds,  in  per  cent S7i@c3 

Dayton  &  Michigan  R.  R.  Co.,  endorsed  Mort- 
gage 81,7  percent •  ■•  -  75 

City  of  Cincinnati,  Municipal  Bonds,  G  per 
cent •  ■  9."@:9o 

City  of  Cincinnati.  Railroad  Bonds,  G  per  cent.  S7@lB8 

City  of  Cincinnati,  Wharf  Bonds,  G  per  cent..  8o^c6 

STOCKS. 


Cincinnati,  Ilnmilton  &.  Dayton  B.  R-. 

Little  Miami  K.  R 

Columbus  &  Xenia  R.  R 

Indianapolis  &  Cincinnati  R.R , 

Ohio  &  Mississippi  R  B 

Farmer's  Bank  of  Kentucky, 

Northern  Bank  ol  Kentucky.;.. 


74i@75 
87>a®'8 
.  £tiii£87 
.    4H&-50 
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Ohio  Life  Insurance  &.  Trust  Co.'s  Certificates.    G^  8 
Ohio  &.  Mississippi,  Trustees  Scrip 13@15 

The  following  is  the  report  of  the  condition  of  the  Bank 
of  the  Ohio  Vs.  Hey,  November Cth,  1860. 

LIABILITIES. 

Capital  Stock,  upen  which  ispaid  in  §490,<0fl 

Circulation  Sio.k.paidin 3,4.^0-^493  850  CO 

Due  to  Banks  ai.d  Bankers 525  728  76 

Due  to  City  De[  ositors 583,349  32 

Undevided  Profits 29,-t20  99 

$1,632,349  07 

RESOURCES. 

State  Stocks,  Ohio  6s,  1863 -..$17,CC0  09 

Bills  Discounted,  Fortign $298,57H  r.o 

Domestic 109,005  71-407,584  33 

Miscellaneous  Account 584  66 

Real  Estate,  Banking  House 18,:  00  to 

Personal  Property 2,5t:0  00—    20,500  CO 

Bank  Notes  in  Transitu.  61,-470  50 

Due  from  Banks  ami  Bankers 250,918  30 

Exchange,  Eastern $185,368  11 

«  New  Orleans GS,£07  33—254,176  44 


Cash.  Bank  Notes 470,855  00 

Cash,  Gold  and  Silver,  Coin 103,8-21  05 

Cash  items 45,436  7^—020,115  84 

31,032,349  07 
A  dividend  of  five  per  cent,  upon  the  amount  of  capital 

stock  paid  in,  was  declared  and  credited   to  the  accounts  of 

the  respective  stockholders,  subject  to  their  Bight  drafts,  on 

the  5th  instant. 
The  Cleaiing  business  of  the  Bank,  for  the  six  months 

ending  to-day,  is  as  follows.  v;z: 

Bank  notes  returned  to  points  of  issue $10,386,728  00 

Eastern  Exchange  and  Gold  sold 12,205,403  GO 

W.  A.  GOODMAN,   CatfvUr. 
Cincinnati,  November  6Lh,1800. 

Geain  Items. — The  Adrian  ExpotKir  states  that  the  Mi- 
chigan ten  hern  Railroad  has  ordered  one  hondred  cars,  in 
addition  to  its  present  large  accommodations  This  is  ren- 
dered necessary  by  the  rapid  accumulation  of  grain  and  oth- 
er freight  all  along  the  road,  beyond  the  power  of  the  com- 
pany to  move  it  with  their  present  stock — a  thing  eutirely 
unprecedented.  The  Toledo  Blade  states  there  is  not  a 
bushel's  room  in  the  company's  warehouses  and  loaded  cars 
have  been  standing  on  the  track,  waiting  a  chance  to  be  un- 
loaded. 

JJ^Tbe  Illinois  Central  Railroad  Company's  traffic  for 
October  was  as  follows: 

1850 53  6,711  39 

185y 248,962  t6 

Increase 857,748  53 

From  the  land  department,  the  report  is  extremely  favor- 
ab.etviz:  314U.4?9  08.  casti  collected,  and  $^.<3.971  42  sales 
of  land  during  the  month.  Ttie  sales  and  collections  before 
the  harvest  averaged  about  $50,000  per  month. 

ILrThe  Hudson  River  Railroad  earnings  for  the  month 
of  October  were: 

181.0 §193,950  63 

1859 170.157  45 

Increase $23,793  15 

The  earnings  of  this  month  for  the  last  three  years,  were 
comparatively  as  follows: 

October,  1858 S140.792  87 

1*59 170.157  43 

l£6l» 193,950  G3 

The  increase  on  the  month  of  October,  lr58,  oyer  that  of 
1857,  was  upwards  of  S53.OU0. 

JTJj^The  earnings  of  the  Marietta  and  Cincinnati  Railroad 
for  October,  lbbu,  were: 

Passengers $14,719  08 

Freight 3o,994  fcO 

Maiis,  expressand  telegraph 2,677  3u 

Total 5*6,391  18 

Corresponding  month  last  year: 

Passengers S  13,319  G9 

Freight 20,818  31 

Mails,  express  and  telegraph 2,t>66  14 

Total $3b,fcL4  14 

Increase  In    I860  over  corresponding  mouth  in 

le59 11,587  04 

Hlr"l'he  earnings  of  the  Cleveland  and  Toledo  Railroad 
in  October  were  as  follows: 
I860 §93.563 

Increase €15,301 

Tj^The  earnings  of  the  Galena  and  Chicago  Railroad  the 
fourth  week  of  October  were 

IBM $6?„°53 

lea'J 5U,894 

Increase 816,939 

The  whole  month  fouls  up  S254,554  against  §193,933  in 
October  last  year. 

Uj=Tl.e  Minnesota  Southern  Railroad  has  been  sold  at 
auction  lor  S.Oau.  The  only  opposition  bid  was  five  cents. 
Cheap  enough. 

K?we  learn  that  tl.e  freight  earnings  of  the  Pittsburg, 
Fort  Wayne  and  Chicago  Railroad  for  toe  month  of  October, 
will  be  -5167, >0t.,  which  will  show  an  increase  over  the  cor- 
responding month  of  le59  of  sonie  66,060.  The  passenger 
earnings  of  Octuber  amount  to  $100,500. 

J]j"Tlie  earnings  of  the  Dayton  and  Michigan  Railroad 
for  the  month  of  October  were  : 

I860.  1859. 

Freight $20,1'.!?  72        S13.745  50 

l'assengers 15,:  6b'  S3  11.134  43 

Mails  and  express 2,53198  1,046  l-:3 

Total Si8,020  02        S25,:2S  28 

Increase  in  I860 S13,099  76 

JJTj^Tbe  receipts  of  the  Morris  Canal  were: 

i  Total  lo  October  2'.  th  I860 .5-98,050  36 

■   Week  ending  Jiov.  3,  186U 10,)*6  01— SS09.576  37 

Tolal  to  October--9,  1859 252.434  24 

Week  ending  Xot.  3,  1S39 8,675  37—  261,109  71 

Increase,  I860 ?£,-£■>  CS 
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W.  CI.  HYNDMAN'S 


.  V^>'  V "  &^pl|^j: 


% 


Patent  Portable  Forge  and  Bellows. 

rjlHKSE  FORGES  are  superior  to  all  ni>jlgE%?ar  build 
X  era  of  railroads,  mines,  quarries,  gunsmitha,  Iock- 
smiths,  machine  shops,  boiler  makers,  a'as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  oe  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  "be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  tothefiue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
or&es  wiliaddress  VV.  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 

SHORTEST  ROUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN^SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P-  M— TERRE  HAUTE  AND  AFAYETTE 
ACCOMMODATIO  N—  Arrives  at  Indianapolis  at 
4:50  P.  M. 

G.00  P.  M.-CHICAQO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

"id"  Be  sure  you  are  in  the  rightTicket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lanreuceburg  &  Indianapolis. 

DCS"  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIIR0UGH  TT.CKETS. 
Good  until  used,  can  he  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  nil  Hotels  and  all  parts  of  the  City  by  leaving 


address  at  either  office. 


H.  C.  LORD,  President. 


CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 
RAIIiR   O  .A.  33. 

Two  daily  trains,  at  0  A.  M  .and  6  P.  M.,  from  Little  Mi 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

RttTt'RNiNO  Trains — Arrive  tCincinuali  at  8  A.M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  sale  t  Depot  Ticket 
Offices  of  Little  Miami  Kind. 

W  OND         eiver 


RAILROAD  IRON.! 

J\HE  undersigned,  Agentsfor  the  Manufacturers,  are 
i  prepared  3  contract  to  deliver  free  on  board,  at 
shippingp3Jt^in  Kngland,or  at  ports  of  dischaarge  in 
theUnitecK.iaic-t.Railsofsuperiot quality, and  of  weight 
ofpatterti    ^may  oe  required. 

VOSE, LIVINGSTON  &  CO. 
New  York,  Ap3,  1856.  9  South  VVIIiam  Street 


I.  F.  RANDOLPH  &  BBO. 
Mathematical   Instrument  Makers 

o.GT       est  Gtl»  St.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIM0RE,PHILADEPIIIA,NEV7Y0RK  &  BOSTON 
And  only  Kond  to  Washington  City. 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South-West   and   North  West, 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,New  York  and  Boston,  at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ATXNTGHTTRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers",  for  pleasure  or„in formation, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

UTr*  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMlTn, Master  Transportation,  B.  &  O.  B.  R. 

J.  H.  SULLIVAN,   Gen.  Went.  Apt.,  B.%  O  R.  B. 
L.  M.  COLE,  Gen.  Ticket  J3st.,  B.  %  0.  B.  B. 
H.  J.  JBWETTi  PreaH  O.  O.  B.  H. 
J.  W.  BROWN.  Oen.  fHrk-et  Jlgt.,  C.   0.  B.  B. 


G.    W.    MORRILL. 


G.    B.    BOWERS 


Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FTDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  fui  nished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assniancett.at 
no  pains  will  he  spared  to  give  entire  satisfaction  in 
al    asee  6 

IEOW  BOILER  FLUES 
PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MOfiRIS,  TASKER  &  CO., 

Manufacturers  of 

LAP-WlLBi©  SCMLER  FUSES, 

7inches  outside  diameter,  cut  to  definite  length 
as  required. 
WROUGHT  IRON   WELDED   TUBES, 
From  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T'SjL's,  Stops,  Valves,  Flanges  ,  etc.,  etc 
Warehouse,  209  South  Third  St., 
PHILADELPHIAi  |ft.og 

SXEPIIEM  MORRIS,  rilAfl.  WIUCELifX.  JR. 

XU03.  T  TASKER,  JR.,  S.  f.  M  T-UHKR.. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of  "  T      Bail 

-  PATENTED,  JTOF.  2,  1858. 


Fi0-.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
viewof  outside  plate  C,  whit  h  is  applied  nn  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extiemeties  of  the  rails. 
This  plate  may  be  of  such  form  as  to;  fill  up  the  recess  in 
tte  side  of  therail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  ease 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
inFig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withte  sheg'ellanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frqm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C,  and  serving,  also, in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  ar& 
driven  through  Mem.,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re* 
cesses  areprovided  frrthem  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  theirplace. 

The  plates  C   and   B*,  constructed,  and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  therail3 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantapes  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate-  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
ther can  move  wiihot  the  other. 


AnothergreataoVantagcis,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sentmode  of  fastening  them — each  joint  acting  in- 
depencWit  of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  andtakes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no   particular  strain  on   any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  with  the  breaking  of  rails,  whee 
and  axles,  preventing  ths  loss   of  life  and  destruction 
property,  and  saving  at  ie*st  fifty  percent,  onthewea 
the  rolling  stock  of  the  road. 

"W.  HARVEY,  Ikventoe  and  Patsmtk 
41  Jefleraon-street,  Albany, 
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GEO.   H.    KNIGHT    &.    BROTHER, 

latent   Attorneys, 

IV.  F.    Horner  Vine  &  4tli. 

Railroad  Gar  Grease, 

Used  for  ten    years  l>y  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 

the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju  24.  Gm. 
d.  G.  LOBDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 

BBSH&  LOBDELL, 

WHSraasaiigtou  -------  Ueliaiviarc 

MANUFACTURERS  OF 

r^in&Micj  ^  a  a  s  &  ® 

AND 


For  S.K.C;irs&  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Extnit 

F    n   THEIR 

.±,.1  Md  tiaj  o=v  l'i    i  r  >:■;    R.    sad  tiaJ  »  V     a-li.  id  =57ll  OTi  l"«fl  g 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR     WITHOUT     AXLES 

WHEELS  F8ra'TE8> 
To    HsiasatEaes'c*!   or    8£oia«-«B    AxScs, 
Id  the  best  manner,  at  the  shortest  notice,  and  on    tbe 


Most  Reasonable  Terms. 


an  2 


A  Book  for  Evcrv  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GU1DRI 

For  Post-Masters  and  Busiuess  Men. 
c  o  «  T  a  i  n  i  n  a 

A  Comvlete  List  of  Past-Offices  in  tlie  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices;  Pates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Tramisnt  and  Regxdar;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, c£c,  <£c. 

COMPILED    BY    E.   PENROSE    JO.NES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five    Ceaffs. 

ItEAD  THE   FOLLOWING  CERTIFICATE. 

TX.  S.  Blank  Agency,  Cincinnati  Post-Office, J 

January,  1859.     \ 

This  work  has  been  carefully  compiled  and  corrected  by 

.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 

ncirinati  P.  0.,from  the  Records  in  this  Department,  and 

her  sources,  and  contains  the  most  complete  list  of  Pnst- 

Ofnces.  especially  of   the    Western,    North- Western,  and 

outh-Western  States,  yet  published. 

MAHLON  II    MEDARY, 
Agent  and  Inspector  of Blanks ,  &c.yfor  P.  0. Depart. 

The  book  makes  an  actavo  pamphletof  abont  100  pa<res. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  allJV&uj  Offices,  Changes  ar  a 
Beg  illations  of  the  Department, the  informationis  corrected 
up  to  tbe  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Obsekve,  That  this  list  is  arranged  by  States  and  Coun 
ies,  making  it  especially  valuable  to  business  men.  No 
similar  arrangement  has  been  published  since  1856.  There 
are  3000  more  offices  in  this  tlnn  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  ofthe  kind 
now  published. 

]£j-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Centa  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  Tff*dve 
Copies  for  §2.00, 

Address.  C.  S.  AV1LL1IAMS 

194  Walnut  Street, 
•tl  V  C-"pr;rn*'.i>C'Vo* 


SEWING  MACHINES. 

WI,    SUMNER   &   CO., 

Pike's  Opera  House,  4th.  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 

Louisville,  Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton, O.. 

Indianapolis,  Ind.,    ,  Zanesville,  O. 

Tv"e  offer  the  Whee'er  &  Wilson  Sewing  Machine,  with 
importantimprovements.  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  hood.  tow-pRinED  Family 
MucniNE,  have  introduced  a  mew  style,  working  upon  the 
same  principle,  and  malting  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Wive   Hollars. 

The  elegance,  speed,  noiselessness  nnd  simplicity  of  tbe 
Machine,  the  beauty  and  strength  of  stitch,  being  al.kk  on 
doth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesl  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

JCf'Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fehie.  WM.  SUMNER  <St  CO. 


WROUGHT   IRON 

ARCH  BRIDGES 

— AND«= 

Corrugated  Iron    Roofs 

ARCHED  AND  FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  05  West  Third  Street,  Cincinnati,  Ohio. 

Snt.2.  MOSELEY  &.  CO. 

JAMES  FOSTER,  Jr.  &  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W. CORNER  FIFTH  AND  RACE, 

Cincinnati.  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermomotors, Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Kepairing  attended  to. 


'WITCUELL. 


JAMES  FOSTER,  Jr. 


Street  and  Other  Railroad  Iron. 


WOOD.  MOERELI,  A:  CO..  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur» 
chase  Ag.4-,  m.G. 


FREEDOM  IKON  COMPANY, 

MAKUFACTUTEE8   OF 

LOCOMOTIVE    TYRE, 
Engine  and  Car  Axles,  Pump  and  PMon  Rods, 

Bar  of  all  Sizes, 

And  all  Forgiogs  for  Bailroad  Machinery. 

Leivistoffi),  Mifflin  Co.,  Penn. 

JOHN  A.  WRIGHT,  Sap't, 

This  Iron  is  all  made  from  b^st  Juniata  cold-blast  char- 
coal  Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

New  Time  Table 

or  THE 

HEW  YORK  CEKTHAL  H.  H. 


Leave  Albany.  Arr.  Buffalo.  Arr.  S.  Br. 

Steamboat  Exp..  7  00  a.  m.  7  utl  p.  m.  7  00  p.  m 

Mail 9.10a.m.  1S.5Da.h- 

New  York  Exp.. Jl. 15a.m.  9.1  II  p.  m  9.00p.m. 

NightExp 5.00  p.m.  4.00a.m.  4.UU  a.  m 

Utica  Accom'n..  6  no  p.m.    Ar.  T.  10.00  p.  m 

N.Y.Mail 11.15p.m.  10.0'  a.  m.  10.00a,  m 

Leave  Buffalo.  Leave  Bridge.  Ar.  Alb'y 

New  York  Exp..  5.15  a.  M.  5.15  a.m.  3.30  p.  m 

Steamboat  Exp..  S.OO  A.  M.  8.00  a.  m.  8.00  p.  m 

Mail 2.30  p.  M 

Cleveland  Exp..  6.0D  p.m.  0.00  p.  m.  4. hi  a.  m 

Cincinnati  Exp. 11.00  p.  «,.  11.00  p.  M  P.30  a.  X 

TjticaAccom'n.. *- — 10. UO  a. 


CINCINNATI 
LOCOMOTIVE  WORKS, 


Theundersigned  are  prepared  to  furnish  Locomoti* 
equal  in  efficiency  and  durability  to  the  bes^Easte 
manufacture     Also,  Shaping  and  Slotting  Ida  chines 
suitable  for  railroad  shops.     Alsu,  all  kinds  of  heav 
forgingandcastingdoneatshortnotice .  Aiso.boltsfo 
bridge-  cu    withdtspatcb. 

MOORK  &  RICHARDSON 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Yisdtorsappointcd  by  tbe 
State,  is  under  the  superintendence  oi  C'ol.  E.  W  , 
MORGAN*  a  distinguished  graduate  01  \N  est  Point 

and  a  practical  Engineer,  aided  by  an  able  FaculSy 

The  course  of  study  is  that  taught  in  tbe  best  Col  leges 
but  more  extended  in    Mathematics,  Mechanics,   Ma 
chines, Construct  ion,  Agricultural  Chemistry  and  Mining 
Geology;  also  in  English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accompaniedby  daily  and 
regulated  exercise. 

Schools  of    Architecture,  Engineering,  Commerce, 
Medicine, and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  of  Pro  ressioiiaipreparation;  both 
belore  and  after  graduating. 

Tbe  twelfth  annual  term  is  now  open.  Charges, $10) 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs, Ky.  ""or  theundersigned. 

P.  DUDLEY, 
PreBidentoftb   Boar 
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8  ADVERTISEMENTS. 
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**        *■         permonth, 25  00 
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If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subseribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  have  settled  the  bills  and  ordered  them 
Xiscontinued. 

If  subscribers  moveto  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sentto  the  formerdirec- 
tion,  they  are  held  responsible. 

Subscriptions  and  communicationsaddressed  to 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Ruilroadsupplies 
to  the  advertising  pages  of  the  Hecord. 

THE  CONDITION   AND   PROSPECTS 
OF  RAILROADS. 

Under  this  head  we  stated,  some  three 
months  since,  our  conviction,  that  the  rail- 
roads of  the  country  were  soon  to  see  a  new 
era.  In  a  great  measure  this  has  come  to 
pass.  At  least  nine-tenths  of  the  Western 
railroads  are  receiving  full  25  per  cent,  more 
this  autumn,  than  they  did  in  the  last.  The 
main  cause  of  this  is,  undoubtedly,  the  increase 
of  crops,  and  the  general  financial  improve- 
ment. Improvement  in  these  particulars  does 
not  stop  short  with  an  increase  of  freight,  or 
of  general  business,  but  largely  increases  the 
number  of  passengers.  We  see  the  movement 
of  the  country  everywhere  enlarged.  In- 
creased business  necessarily  creates  increased 
movement  of  persons,  who  often  have  to  give 
personal  attention  to  the  traffic.  On  the  other 
hand,  increased  incomes  enable  families  to 
gratify  their  tastes  for  novelty  and  amusements, 
traveling,  and  visiting  cities.  We  see  this 
every  day,  and  wonder  how  it  is,  that  so  many 
persons  can  find  the  means  of  traveling;  but 
so  it  is.  Thousands  will  spend  money  in  visi- 
ting the  cities,  who  can  scarcely  make  the  end 
of  the  year.  We  have  come  upon  a  time, 
however,  when  the  great  public  feels  itself  able 


to  travel,  and  such  will  be  case,  we  think,  for 
several  years  to  come.  Nothing,  but  a  decree 
of  Providence,  can  interfere  with  the  financial 
and  commercial  prosperity  of  this  country,  for 
the  next  five  or  six  years.  A  slight  political 
breeze  has  arisen  in  the  South,  but,  even  if  it 
were  serious  in  its  political  aspect,  it  could 
not  materially  affect  the  commerce  and 
finance  of  the  nation.  But  we  hope  and  be- 
lieve that,  even  politically,  it  will  be  of  small 
import. 

The  climatic  cycle,  which  from  1854  to  1859, 
inclusive,  diminished  the  grain  and  fruit  crops 
has,  we  believe,  terminated,  and  the  year  I860 
has  furnished  heavy  crops,  with  the  prospect 
that  they  will  continue  such  for  several  years. 
Such  has  been  the  course  of  nature,  heretofore ; 
a  period,  shorter  or  longer,  of  inferior  crops, 
and  then  one  of  good  ones.  We  have,  therefore, 
the  prospect  of  a  season  of  commercial  pros- 
perity, which  causes  increased  activity  to  all 
branches  of  trade.  It  has  already  begun,  and 
the  railroads  show  the  change.  The  increased 
receipts  of  the  aggregate  railroads  of  the  West 
will  be,  for  1800-61,  not  less  than  20  per  cent, 
over  those  of  1859-'G0.  On  the  other  hand, 
an  improvement  more  important  has  taken 
place,  in  the  economy  of  the  roads.  We  have 
looked  over  a  good  number  of  railroad  reports 
for  1860,  and  we  have  scarcely  seen  one  in 
which  the  expenses  of  running  has  not  been 
diminished.  Generally  they  have  been  dimin- 
ished at  least  5  per  cent.  Now,  if  we  take  this 
increase  on  one  hand,  and  diminutiou  on  the 
other,  we  shall  find  that  the  condition  of  rail- 
roads financially  is  widely  different  from  what 
it  was.  We  should  state  the  account  by  way 
of  illustration,  something  in  this  way. 

Suppose  we  take  a  railroad  whose  represen- 
tative capital  is  $5,000,000,  and  in  1859  its 
gross  receipts  were  $400,000.  Then  the  differ- 
ence of  accounts,  in  the  two  years,  would 
stand  thus: 

1859. 


Capital 

Gross  Receipts 

Expenses  (55  per  ccntl . 
Net  Receipts 


$5,000,000 

400,ODO 

22  ,0I»0 

180,0110 

Profit 3^i  per  cent. 

I860. 


Capital 

Gross  Receipts 

Expenses  (50  per  cent) 
Net  Receipts 


55.000,000 
4rll),00U 
240,000 
24ll,n00 


ProBt 4>i  per  cent. 

We  have  here  underrated  the  improvement 
in  many  roads,  but,  are  probably  right  as  to 
the  aggregate.  The  increase  of  profit,  from 
3J  to  4J  per  cent,  is  about  30  per  cent,  which, 
supposing  7  per  cent,  dividends  to  produce  a 
par  stock,  makes  the  value  of  the  stock  in 
1859  60,  and  in  1860,  the  stock  65.  This 
road  was  intrinsically  worth  but  $2,500,000  in 
1859,  but  is  worth  $3,250,000,  cr  in  other  words, 
the  stockholders  have  $750,000  more  property 
than  they  had  a  year  before.  We  see  that  the 
New  York  Central,  an  old  and  important 
road  increased  $900,000  for  the  year,  ending 
October  1st.     But  this  represents  only  a  small 


portion  of  time  under  the  crops  of  I860,  yet 
it  is  about  15  per  cent,  advance  on  the  former 
year.     This  fully  realizes  what  we  have  said. 

The  roads  of  the  North-west  represent  about 
$300,000,000  of  capital.  The  aggregate  value 
of  this  on  the  1st  January,  1860,  was  pro- 
bably not  more  than  $120,000,000,  but  on 
the  1st  of  January,  1861,  it  will  be  worth  at 
least  30  per  cent,  more,  or  an  increase  cf 
$36,000,000.  This  will  be  easily  tested,  on  the 
1st  of  January.  We  have  no  doubt,  that  we 
have  underrated  the  increase,  and  shall  be 
quite  willing  to  verify  it,  by  results. 

Under  this  aspect  of  the  case,  those  who 
hold  railroad  slock  have  no  reason  to  com- 
plain. It  is  a  vast  deal  better  than  their  an- 
ticipations, two  years  since. 

Another  thing  is  also  to  be  taken  into  view. 
These  roads,  which  were  inextricably  embar- 
rassed have  passed  through  the  renovating  pro- 
cess of  the  Courts,  by  which  debts  have  been 
cleared  off,  new  partners  taken  in  and  old  in- 
cumbrances removed.  In  whosoever  hands, 
these  may  be,  they  are,  unquestionably,  a  great 
deal  better  off,  in  regard  to  roads  as  corpora- 
tions, or  to  the  public,  for  whose  benefit  they 
were  made.  Thaking  the  great  railroad  in- 
terest as  a  whole,  we  may  congratulate  the 
stockholders  and  the  public,  on  a  greatly  im- 
proved state  of  things.  We  should  say  then, 
take  courage  and  go  on.  The  railroads  have 
accomplished  an  immense  benefit  to  the  coun- 
try, and  in  some  form  those  who  have  labored 
and  sacrificed  in  the  work,  will  be  rewarded. 


ARIZONA  MINING-ITS  INFLUENCE 
ON  TEE  COURSE  OF  TRADE. 

Our  readers  are  aware  that  we  have  looked 
with  some  interest  on  the  development  of 
mining  and  the  various  interests  connected 
with  it  in  our  new  Territory  of  Arizona.  As 
to  what  Arizona  is  and  what  it  will  be  the 
opinions  expressed  both  by  those  who  have 
been  there  and  those  who  have  not,  are  as 
widely  different  as  it  is  possible  for  opinions 
on  the  same  subject  to  be.  One  authority  de- 
clares it  a  howling  wilderness  over  which  if  a 
kite  would  fly  he  must  carry  aknapsack.  An- 
other asserts  that  for  salubrity  of  climate  and 
fertility  of  soil  it  is  a  perfect  Eden.  And  be- 
tween these  two  extremes  there  are  every  di- 
versity of  opinion.  We  believe  it  is  an  ax- 
iom that  extremes  meet  and  we  have  no  doubt 
that  a  traveller  who  has  passed  through  Ariz- 
ona in  certain  seasons  of  the  year  will  incline 
to  the  opinion  that  it  is  a  howling  wilderness. 
Such  was  the  opinion  of  many  a  one  who  vis- 
ited Ohio  fifty  years  ago.  It  is  equally  true 
that  one  who  has  only  visited  the  Messilla  val- 
ley or  some  of  the  beautiful  ranches  on  the 
Santa  Cruz  would  be  very  favorably  impressed 
with  both  its  climate  and  its  agricultural  re" 
sources.  While  between  its  fertile  valleys 
there  are  wide  stretches  of  grassy  plains  and 
mountain  slopes  fit  only  for  grazing.  Its  ar- 
able land  is  small  compared  with  its  surface 
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and  small  compared  with  that  of  our  poorest 
States.  But  it  is  not  in  agricultural  resources 
that  Arizona  claims  attention  or  is  receiving 
development.  It  matters  little  for  our  prep, 
ent  purpose  whether  Arizona  is  a  howling  wil- 
derness or  a  perfect  Eden.  Arizona  has 
mines  of  silver,  copper,  lead,  gold  and  iron — 
probably  also  of  tin,  mercury  and  zinc,  with 
other  substances  of  less  practical  importance. 
Beginning  at  the  eastern  portion  we  find  in 
the  Organ  mountains,  which  line  the  valley  of 
the  Rio  Grande  on  the  east,  the  Stephenson 
mine,  now  worked  by  a  New  York  company, 
and  the  Santa  Clara  and  others  not  worked — 
all  mines  of  lead  and  silver.  These  mines 
are  about  750  miles  either  way  from  naviga- 
tion on  the  Gulf  of  Mexico  to  the  east  and 
the  Gulf  of  California  to  the  West.  Next  in 
order  are  the  copper  and  gold  mines  of  the 
Mimbres.  The  gold  placers  have  not  been 
worked  very  extensively  and  we  place  little  re- 
liance npon  them.  The  copper  veins  have 
been  worked  for  years- — their  products  finding 
a  market  at  Chihuahua  in  Mexico.  During 
the  past  summer  a  shipment  of  90,000  lbs. 
was  received  in  New  York  and  sold  for  22 
cents  per  lb.  Another  shipment  of  140,000 
lbs.  is  on  the  way  overland  by  mule  trains  to 
Port  Lavaca  on  the  Gulf  of  Mexico  and  from 
thence  by  vessel  to  New  York.  Between  the 
Stephenson  Mine  in  the  Organ  mountains  and 
the  Mimbres  are  ranges  of  mountains  with 
strong  indications  of  metalliferous  veins.  The 
Mimbres  mines  are  about  500  miles  from  nav- 
igation on  the  Gulf  of  California  and  900 
miles  from  the  Gulf  of  Mexico.  Next  to  the 
Mimbres  are  the  old  mines  in  the  valley  of 
the  San  Pedro,  near  the  Babacomeri  Ranche. 
They  have  been  taken  up  by  a  company,  but 
the  work  is  not  yet  progressing  very  rapidly. 
They  contain  lead,  silver  and  copper.  These 
mines  are  about  300  miles  from  the  Gulf  of 
California  and  1100  from  the  Gulf  of  Mexico. 
Next  to  these  are  the  lead  and  silver  mines  of 
the  Santa  Cruz  mountains  which  border  the 
Sonoita  valley  on  the  west,  including  the  Pat- 
agonia, the  Empire,  San  Antonio,  Trench, 
Compadre  and  others.  These  mines  are  say 
250  miles  from  the  Gulf  of  California  and 
1150  from  the  Gulf  of  Mexico.  Next  to 
these  are  the  mines  of  the  Santa  Rita  in  the 
mountains  west  of  the  Santa  Cruz  river.  They 
contain  lead,  silver  and  copper.  There  are 
also  here  veins  of  gold  bearing  quartz,  which 
■were  worked  150  to  200  years  ago.  These 
mines  are  about  200  miles  from  the  Gulf  of 
California  and  1200  from  the  Gulf  of  Mexico. 
Next  west  of  these  are  the  Heintzelraan  mine, 
of  silver  and  copper,  the  Longoreuia,  the 
Arenia,  the  San  Carlos  and  others,  of  lead, 
silver  and  copper.  They  are  about  150  miles 
from  the  Gulf  of  California  and  1250  from 
the  Gulf  of  Mexico.  Next  are  the  Cahuabi 
mines  of  silver,  copper,  and  lead,  and  the 
Ajo  mine  of  copper,  about  100  miles  from  the 
Gulf  of  California  and  1300  from  the  Gulf  of 


Mexico.  While  still  further  west  in  the  neigh- 
borhood of  Fort  Yuma,  and  directly  north  of 
the  Gulf  of  California,  are  copper  mines  on 
the  Colorado  river,  and  the  gold  placers  of  the 
Gila  river.  Of  the  placers  we  have  not  a  fa- 
vorable opinion  and  as  they  afford  but  little 
freight  in  metals  they  are  of  small  consid- 
eration forour  present  purpose.  To  the  north 
of  Tubac  and  the  Santa  Rita  mines  and  near- 
ly on  the  bank  of  the  Gila  river  a  new  mine 
has  recently  been  opened,  named  the  Marico- 
pa Mine.  It  was  discovered  by  Col.  A  B. 
Gray,  an  engineer  whose  survey  and  location 
for  a  Pacific  railroad  route  are  so  well  known. 
This  is  a  mine  of  the  gray  sulphuret  of  cop- 
per, containing  also  silver  and  gold.  Be- 
tween the  Mimbres  mines  and  the  San  Pedro 
mine  are  also  metalliferous  veins  in  the  Chiri- 
cahni  and  other  ranges  of  mountains. 

The  only  mines  whose  products  have  yet 
been  shipped  in  their  crude  slate  to  the  larger 
markets  are  the  Ajo,  the  Ileintzelman  and  the 
Mimbres  mines.  The  Ajo  mine  made  a  ship- 
ment of  several  tons  to  Swansea  in  England 
some  time  ago,  of  the  details  of  which  we  are 
not  informed.  The  Heintzelman  shipped 
some  ten  tons  to  San  Francisco,  which  pro- 
duced about  $1,000  in  silver,  per  ton,  with  a 
residuum  left  and  the  slag  was  sent  to  Swan- 
sea for  re-smelting.  The  first  shipment  of 
90,000  lbs.  of  the  Mimbres  copper,  sold  for  22 
cents  per  pound  in  New  York. 

The  Ajo  and  the  Heintzelman  shipments, 
owing  to  the  peculiar  circumstances  surround- 
ing them,  the  season  of  the  year  at  which  they 
were  made  and  the  absolute  want  of  facilities, 
did  little  more  than  pay  the  expenses  of  trans- 
portation, although  the  latter  yielded  at  the 
enormous  rate  of  50  cents  per  pound.  The 
Mimbres  shipment  cost  from  8  to  10  cents  per 
pound  for  transportation  900  miles  in  wagons 
and  paid  a  profit  to  the  owners.  The  oiher 
mines  have  not  yet  sent  their  ores  in  any 
quantity  to  the  markets,  but  we  believe  some 
of  them  are  preparing  to  do  so. 

Of  the  actual  gross  produce  of  the  mines 
we  are  not  informed.  The  silver  of  the  Ste- 
phenson mine  has  been  known  for  years.  The 
Mimbres  copper  mines  must  have  produced 
over  $100,000— the  last  shipment  of  90,000 
lbs.  having  sold  for  $19,800 — and  the  ship- 
ment on  the  way  being  worth  $30,8  DO.  The 
Heintzelman  mine  has  produced  about  $100,- 
000  in  silver.  The  others  have  produced,  say 
in  all  $25,000.  We  are  confident  our  esti- 
mates are  rather  below  than  above  the  actual 
produce.  Enough  has  been  done  to  sfjowthat 
mining  in  Arizona  must  become  a  permanent 
business — whether  profitable  or  not  depends 
upon  the  skill  and  ability  of  those  who  con- 
duct it. 

It  is  therefore  a  matter  of  some  importance 
to  consider  the  channels  of  trade  that  will  be 
opened  by  the  development  of  these  mines. 
As  our  present  article  is  already  extended,  we 
will  give  our  views  of  this  in  our  next  issue. 


BLUE  RIDGE  EAILP.0AD. 
engineer's   report. 

In  my  last  Annual  Report  I  stated  that  the 
only  works  in  progress  west  of  Walhalla  were 
the  grading  of  Section  No.  21,  with  one-third 
of  a  full  force;  the  Whitraire  fill,  with  one- 
third  of  a  full  force;  and  that  Mr  James  Law- 
rence was  working  his  section  voluntarily 
with  a  small  force.  These  works,  in  accord- 
ance with  jour  instructions,  were  all  suspend- 
ed on  the  first  day  of  January  last,  and  the 
operations  of  the  year  confined  to  the  portion 
of  the  road  between  Pendleton  and  Walhalla. 
With  the  exception  of  the  embankment  on 
Seneca  Bottom,  on  which  the  contractor  had 
been  allowed  to  work  with  half  a  force,  and 
the  masonry  for  the  bridge  over  Seneca  river, 
which  had  been  worked  with  a  full  force,  and 
which  had  been  brought  to  completion  jnst 
prior  to  the  date  of  the  last  Annnal  Report — 
all  the  contracts  on  this  portion  of  the  road 
were  suspended — some  in  December,  1856,  and 
the  rest  in  1858  and  1859.  On  being  summon- 
ed to  resume  work  by  your  directions  of  the 
22d  of  December  last,  some  of  the  contractors 
obeyed  with  alacrity ;  but  others  whose  con- 
tracts were  nearly  completed,  considering  the 
little  remaining  to  be  done  incommensurate 
with  the  cost  of  the  outfit,  preferred  to  a  re- 
sumption and  completion  of  their  contracts, 
the  forfeiture  of  their  reservation  of  fen  per 
cent.  Other  contractors  were  procured  in  their 
place,  and  the  whole  work  of  graduation  be- 
tween Pendleton  and  Walhalla  was  commenced 
as  soon  as  the  inclemency  of  the  winter  months 
permitted.  The  graduation  will  be  completed 
and  the  cross-ties  all  bedded  from  Seneca  to 
Walhalla  by  the  1st  of  January,  about  which 
time  it  is  also  expected  the  superstructure  of 
the  bridge  over  Seneca  River  will  be  finished. 
Nothing  will  then  remain  to  be  done  but  to 
spike  down  the  iron,  which  will  occupy  but  a 
short  time  So  that,  allowing  for  bad  weather, 
the  road  may  be  opened  to  Walhalla  in  Feb- 
ruary or  March  next. 

The  track  was  laid,  and  the  trains  ran  to 
Seneca  bottom,  four  miles  from  Pendleton,  in 
September.  When  the  train  reaches  Walhalla, 
thirty-three  miles  (one  sixth  of  the  ent're  road) 
will  be  completed. 

The  actual  cost  of  this  portion  of  the  road  is 
$88,065  less  than  the  estimated  cost. 

I  have  again  made  a  careful  revision  of  the 
estimated  cost  of  the  entire  road,  and  a  com- 
parison therewith  of  the  actual  cost  as  far  as 
the  work  has  been  executed;  which  verifies 
the  statement  I  made  in  the  annual  report  of 
1855  — that  the  aggregate  cost  of  the  road  will 
not  exceed  my  estimate. 

The  lumber  and  iron  are  in  readiness  for  the 
permanent  superstructure  of  the  bridge  ott 
Twenty-six  Mile  Creek,  which  will  be  raised 
and  the  bridge  completed  early  in  the  ensuing 
spring. 

Between  Anderson  and  Pendleton  the  trains 
during  the  past  year  have  been  run  tri-weekly, 
with  occasional  extra  trips  to  meet  the  exigen- 
cies of  the  trade  and  travel.  No  accident 
whatever  has  occurred  to  the  trains;  and  there 
has  been  an  increase  of  trade  and  travel. 

The  repairs  of  the  road  have  been  inconsi- 
derable. 

In  my  estimate,  I  endeavored  to  make  the 
plan  of  the  road  maintain  a  proper  relation 
between  the  original  cost  and  the  expenditures 
for  working  the  road.  So  far,  I  am  happy  to 
say  my  object  has  been  attained.  The  road, 
when  opened  to  Knoxville.  will  be  complete  in 
all  its  parts — with  the  lightest  grades  and 
easiest  curves  of  any  railroad  from  the  Atlantic 
border  to  the  Western  waters. 
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To  the  equipments  of  the  road  during  the 
present  year,  there  have  been  added  one  first- 
class  freight  locomotive  and  one  second  class 
passenger  coach.  These,  together  with  the 
two  locomotives  and  cars  reported  on  hand  in 
1859,  with  the  addition  of  one  first  class  pas- 
senger coach  and  two  box  cars,  will  be  suffici- 
ent for  operating  the  road  between  Anderson 
and  Walhalla  with  a  tri-weekly  train.  If  a 
daily  train  should  be  necessary,  there  should 
be  added  an  additional  locomotive,  another 
first-class  passenger  coach,  and  two  box  cars. 
The  locomotive  Blue  Ridge  has  been  run- 
ning on  the  road  for  upward  of  three  years, 
engaged  in  the  hardest  kind  of  service — as  a 
passenger  and  freight  train,  hauling  rock  up 
the  steep  grades  from  Hague's  quarry,  and  as 
a  gravel  engine.  The  average  run  has  been 
about  fifty  miles  per  day,  making  in  the  aggre- 
gate 37,000  miles  run,  with  not  exceeding  fifty 
dollars  for  repairs. 

The  performance  of  the  locomotive  Fort 
Hill,  which  was  placed  on  the  road  in  August, 
1858,  has  also  been  quite  satisfactory. 

The  locomotive  Lliatuga  has  just  been  put 
on  the  road. 

These  locomotives  were  manufactured  by 
Messrs.  Richard  Norris  &  Son. 

Although  the  subject  of  the  Blue  Ridge  Rail- 
road admits  of  great  scope  and  amplification, 
I  do  not  deem  it  necessary  to  add  anything  to 
what  I  have  heretofore  taken  occasion  to  say 
in  regard  to  its  importance  to  the  State  and 
country  in  a  commercial,  political,  social  and 
economical  point  of  view.  I  would  invite  at- 
tention, however,  (and  nothing  more),  to  the 
omission  of  one  important  consideration  which 
has  been  overlooked  in  the  discussions  to 
which  the  Blue  Ridge  Railroad  has  given  rise  ; 
and  it  may  be  significant  just  at  this  time  to 
advert  to  it.  I  allude  to  importance  of  the 
road,  in  a  military  aspect,  to  which  my  atten- 
tion has  been  particularly  directed  by  the 
perusal  of  an  oration  on  "  State  Pride,"  deliv- 
ered recently  before  the  Society  of  the  Military 
Institute  at  Charleston,  by  the  Hon.  Win.  D. 
Porter. 

In  this  view  of  the  case,  I  am  induced  to 
state  some  of  the  more  important  considera- 
tions which  have  occupied  my  mind  on  the 
subject. 

The  facility  of  transporting  troops  and  muni- 
tions of  war  afforded  by  railroads,  has  opened 
new  views  in  the  conductof  military  operations. 
Their  wonderful  capacity  for  movement  im- 
parts greater  efficiency  to  a  given  force,  thus 
lessening  the  number  of  troops  required  in  the 
field,  and  thus,  in  effect,  increasing  the  war 
power — one  of  the  most  important  elements, 
indeed  the  vital  element,  of  national  power — 
for  such  is  the  cupidity  and  aggressive  spirit 
of  man,  that  no  nation  can  exist  which  does  not 
possess  a  military  power  adequate  to  the  main- 
tenance of  its  rights. 

In  a  country  sparsely  peopled,  like  the 
"Upper  Division"  of  this  State,  the  Road,  by 
the  facility  it  would  afford  for  the  transporta- 
tion of  willing  and  ready  drafts  from  the  neigh- 
boring States,  would  be,  for  all  purposes  of 
defense,  more  effective  than  a  cordon  of  forts 
— and  knitting  together  as  it  would,  in  close 
bonds,  five  kindred  States,  ready  to  give  succor, 
it  might  be  likened  to  a  wall  of  safety  to  tho 
whole  State. 

Therefore,  in  a  military  point  of  view,  the 
Blue  Ridge  Railroad  may  be  regarded  as  the 
"Appian  Way,"  which,  by  means  of  its  quick 
transportation,  as  the  "  main  trunk  "  in  com 
bination  with  connecting  railroads  within  and 
without  the  State,  would  neutralize  one  of  the 
great  advantages  of  an  assailing  force  (in  al 
most  every  part  of  the  State  as  well  as  over  a 
great  extent  of  a  common   country) 


choosing  its  point  of  attack,  and  possessing 
the  necessary  means  of  reaching  it.  Detach- 
ments, liable  under  other  circumstances  to 
be  cut  off  in  detail,  may  be  concentrated  with- 
out delay;  distant  garrisons  may  be  brought 
together  everywhere  from  the  seaboard  to  the 
Ohio  river,  and  after  accomplishing  the  object 
of  their  concentration,  be  returned  to  their 
stations  in  time  to  repel  any  attack  meditated 
against  them. 

Thus  railroads  economize  war  in  money, 
men  and  time.  By  the  rapidity  of  movement 
which  they  admit  of,  a  small  force  may  be 
made,  as  it  were,  to  present  an  extended  and 
effective  front ;  and  while  war  is  conducted 
with  greater  vigor  and  effect,  they  tend  to  re- 
lieve apprehensions,  tranquilize  the  minds  of 
non-combatauts,  and  render  peaceful  pursuits 
more  regular  and  certain. 

In  closing  this  report,  I  would  add,  that  Mr. 
Charles  J.  Bourn  and  Mr.  Isaac  M.  St.  John, 
who  commenced  with  me  on  the  work  in  1856, 
have  been,  since  the  reduction  of  operations 
two  years  ago,  my  only  Assistants.  As  I  have 
not  heretofore  named  them  in  my  reports,  I 
deem  it  proper  and  just  to  them  to  do  so  on 
the  present  occasion.  They  have  discharged 
their  duties  with  an  intelligence,  energy,  zeal 
and  fidelity  most  creditable  to  themselves  and 
entirely  satisfactory  to  me. 

Very  Respectfully, 

Your  ob't.  serv't. 

WALTER  GWYNN. 
Chief  Engineer,  Blue  Ridge  R.  R.  Co. 


MASSACHUSETTS    RAILWAY  DECI- 
SION. 

A  case  was  lately  decided  in  the  Supreme 
Court  of  Massachusetts  by  Judge  Merrick, 
where  a  railway  company  was  sued  for  dama- 
ges done  to  goods  by  a  flood  while  in  the  com- 
pany's depot.  The  action  was  brought  to  re 
cover  damages  received  by  the  plaintiff's  wool 
while  being  transported  from  Suspension  Bridge 
to  Boston. 

The  wool  was  received  by  the  New  York 
Central  Railroad  Company  at  Suspension 
Bridge  on  the  25th  of  January,  1857,  and  it 
arrived  at  Albany  on  the  6th  of  February  fol- 
lowing; and  while  there  in  the  company's 
freight  depot,  was  submerged  by  a  sudden  and 
violent  flood  in  the  Hudson  River,  which  caus- 
ed theinjury  to  the  wool.  The  plaintiff  brought 
his  action  against'the  company  charging  them 
with  negligence  in  not  sooner  forwarding  his 
wool  from  Suspension  Bridge  to  Albany,  in 
which  case  the  wool  would  have  been  carried 
forward  before  the  flood  and  no  injury  receiv- 
ed, the  time  required  for  transporting  mer- 
chandise, in  the  usual  course  of  business  from 
Suspension  bridge  to  Albany  being  forty-eight 
hours. 

The  defendants  intraduced  evidence  tend- 
ing to  show  that  the  wool  was  carried  safely 
and  without  delay  over  their  route  as  far  as 
Syracuse;  that  it  was  delayed  there  six  days, 
and  was  then  carried  safely  and  without  fur- 
ther delay  to  Albany ;  and  was  there  deposit- 
ed at  the  end  of  their  route,  in  a  safe  and 
proper  depot,  with  all  due  precautions  against 
accidents  by  flood  or  otherwise ;  that  the  de- 
lay at  Syracuse  was  caused  by  the  fact  that 
they  had  not  a  sufficient  number  of  engines  to 
transport  the  freight  which  was  ready  for  trans- 
portation ;  they  provided  engines  sufficeint  to 
meet  all  usual  demands  and  all  exigencies 
which  could  be  foreseen;  that  early  in  Janu- 
ary, 1857,  when  they  had  a  large  surplus  of 
engines,  a  season  of  unusually  severe  cold 
commenced,  by  reason  of  which  cold  their  en- 
that  of    giacs  were  broken  at  the  rate  of  one  a  day  for 


a  fortnight,  but  that  they  had  power  enough 
for  their  business  until  the  20th  of  said  Janu- 
ary ;  that  delay  at  Syracuse  was  caused  solely 
by  the  cause  above  stated,  and  that  they  made 
all  proper  efforts  to  forward  the  freight,  and 
did  forward  it  as  fast  as  they  could. 

They  also  introduced  evidence  tending  to 
prove  that  the  flood  which  caused  the  iujury 
to  the  wool  was  occasioned  by  the  lodging  of 
ice  in  the  Hudson  River,  below-  the  city  of 
Albany,  which  formed  a  dam  across  the  river, 
and  caused  a  higher  flood  in  the  city  than  was 
ever  before  known;  that  the  water  rose  four 
feet  in  fifteen  minutes,  and  wet  the  plaintiff's 
wool;  and  that  the  defendants  used  their  best 
exertions  to  secure  the  wool  from  injury  by 
said  flood. 

The  plaintiff  received  the  wool  at  Boston, 
after  it  was  injured  by  the  flood  at  Albany, 
and  sold  it  at  a  less  price  than  it  would  have 
brought  if  it  had  not  been  injured. 

It  appeared  from  the  defendants  books, 
which  were  introduced  in  evidence,  that  the 
car  which  contained  the  plaintiff's-  wool  was 
detained  at  Syracuse  two  or  three  days  longer 
than  the  other  cars  which  left  Suspension 
Bridge  on  the  same  train  on  the  27th  of  Jan- 
uary. 

The  jury  found  a  verdict  for  the  plaintiff, 
assessing  his  damages  at  $421  07;  but  the 
case  was  reserved  on  motion  of  the  defendants 
to  set  aside  the  verdict  on  the  third  question 
of  fact  found  by  the  jury,  as  against  the  weight 
of  evidence.  That  motion  was  argued  first 
before  the  judge  who  presided  at  the  trial,  and 
was  granted  by  him,  and  the  case  was  then, 
argued  before  the  full  Court  on  the  question 
of  Law.  The  following  is  the  opinion  of  the 
Court. 

Merrick,  J. — This  action  is  brought  to  re- 
cover compensation  for  damages  alleged  to 
have  been  sustained  by  the  plaintiff,  in  con- 
sequence of  an  injury  to  a  quantity  of  hi3 
wool  delivered  to  the  defendants  to  be  trans- 
ported for  him  from  Suspension  Bridge  to  Al- 
bany. It  appears  from  the  report  that  the 
wool,  directed  to  Boston,  was  received  by  them 
at  the  former,  and  carried  to  the  latter  place, 
and  was  there  safely  deposited  in  their  freight 
depot.  But  it  was  not  transported  seasonably, 
nor  with  reasonable  dispatch.  By  their  fail- 
ure to  exercise  the  degree  of  care  and  dili- 
gence required  by  them  by  law,  it  was  detain- 
ed six  days  at  Syracuse,  and  consequently  ar- 
rived at  Albany  so  many  days  later  than  it  reg- 
ularly should  have  been  there.  Whilst  it  wa3 
lying  in  the  defendants'  freight  depot  at  Alba- 
ny it  was  submerged  by  a  sudden  and  violent 
flood  in  the  Hudson  River.  This  rise  of 
water  caused  the  alleged  injury  to  the  wool. 

Upon  the  evidence  deduced  by  the  parties 
at  the  trial,  three  questions  of  fact  were  sub- 
mitted to  the  determination  of  the  jury.  It  is 
necessary  now  to  advert  only  to  the  first  of 
those  questions  ;  for  the  finding  of  the  jury 
in  relation  to  the  second  was  in  favor  of  the 
defendants,  and  the  verdict  in  relation  to  the 
third  has  on  their  motirn  been  rendered  againBt 
the  wieghtof  evidence  in  the  case.      *  * 

It  is  now  to  be  determined  by  the  court 
whether  the  defandants  are,  by  reason  and  in 
consequence  of  their  negligence  in  the  prompt 
and  reasonable  transportation  of  the  wool, 
responsible  for  the  injury  which  it  sustained 
after  it  was  safely  deposited  in  their  depot  at 
Albany.  And  we  think  it  is  very  plain  that, 
upon  the  well  settled  principles  of  law  applica- 
ble to  the  subject,  they  are  not. 

It  is  said  to  be  an  ancient  and   universal 

rule  resting  opon  obvious  reason  and  justice, 

that  a  wrong  doer  shall   be   held   responsible 

nly  for  the  proximate  and  not  for  the  remote 
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t-onaequence  of  his  actions.  The  rule  is  not 
limited  tocases  in  which  special  damages  arise; 
but  it  is  applicable  to  any  case  in  which 
damage  results  from  a  contract  violated  or  an 
injurious  act  committed,  And  the  liabilities 
of  common  carriers,  like  persons  in  other  oc- 
npations  and  pursuits,  are  regulated  and  gov- 
erned by  it. 

In  Morrison  vs.  Davis,  it  is  said  there  is 
nothing  in  the  policy  of  the  Law  relating  to  i 
common  carriers  that  calls  for  any  different 
rule,  as  to  consequential  damages,  to  be  ap- 
plied to  them.  In  that  ease  may  be  found 
not  only  a  clear  and  satisfactory  statement  of 
the  law  upon  the  subject,  but  a  significant 
illustration  of  the  rule  which  the  decision 
recognizes  and  affirms.  It  was  an  action 
against  the  defendants  as  common  carriers 
upon  the  Pennsylvanio  Canal.  It  appeared 
that  their  canal  boat  in  which  the  plaintiffs' 
goods  were  carried,  was  wrecked  below  Peper's 
Dam,  by  reason  thereof  great  delay  was  occa- 
sioned in  the  transportation  of  the  goods  ;  and, 
that  had  it  not  been  for  this,  the  boat  would 
have  passed  the  point  where  the  accident  oc- 
curred, before  the  flood  came,  and  would  have 
arrived  in  time  and  safety  at  its  destination. 
The  plaintiff  insisted  that,  inasmuch  as  the 
negligence  of  the  defendants  in  using  a  lame 
horse  for  the  voyage  occasioned  the  loss,  they 
were  therefore  liable  for  it.  But  the  Court, 
assuming  that  the  Mood  was  the  proximate 
cause  of  the  disaster,  held,  that  the  lameness 
of  the  horse,  by  reason  of  which  the  boat,  in 
consequence  of  his  inability  thereby  to  carry 
it  forward  with  ths  usual  and  ordinary  speed, 
was  exposed  to  the  influence  and  damages  of 
the  flood,  was  too  remote  to  ruak,e  the  defen- 
dants responsible  for  the  goods  which  were 
lost  in  the  wreck.  It  was  only,  in  connection 
with  other  accidents,  a  cause  of  the  final,  di- 
rect and  proximate  cause  by  which  the  dama- 
ges sought  to  be  recovered  were  immediately 
occasioned. 

There  is  no  great  resemblance  between  the 
circumstances  upon  which  the  determination 
in  that  case  was  made,  and  these  upon  which 
the  question  under  consideration  in  this  arises, 
that  the  decision  in  both  ought  to  be  the  same. 
In  this  case  the  defendants  failed  to  exercise 
due  care  and  diligence,  in  not  being  possessed 
of  a  sufficient  number  of  efficient  working  en- 
gines to  transport  the  plaintiff's  wool  with  the 
usual  ordinary  and  reasonable  speed.  The 
consequence  of  this  failure  on  their  part  was 
that  the  wool  detained  six  days  at  Syracuse. 
This  was  the  full  and  entire  effect  of  their 
negligence,  and  for  this  they  were  clearly  re- 
sponsible. But  in  all  that  occurred  -after- 
wards there  was  no  failure  in  the  performance 
of  their  duty.  There  was  no  delay  and  no  neg- 
ligence in  any  part  of  the  transportation  be- 
tween Syracuse  and  Albany,  and  upon  reach- 
ing the  latter  place  the  wool  was  safely  and 
.  properly  stored  in  their  freight  depot.  It  was 
their  duty  to  make  this  disposition  of  it.  They 
had  then  reached  the  terminus  of  their  road ; 
the  carriage  of  their  goods  was  then  complete; 
and  the  duty  only  remained  of  making  deliv- 
ery. The  deposit  of  the  wool  in  the  depot 
was  the  only  delivery  which  they  were  required 
to  makes,  and  having  made  that,  their  liabili- 
ties as  carriers  thenceforward  ceased.  It  was 
there  to  be  received  by  the  owner,  or  taken 
by  the  proprietors  of  the  railroad  next  in  course 
of  the  route  to  Boston  The  rise  of  water  in 
the  Hudson,  which  did  the  mischief  to  the  wool, 
occurred  at  a  period  subsequeut  to  this,  and 
consequently  was  the  direct  and  proximate 
cause  to  which  that  mischief  is  to  be  attribu- 
ted. The  negligence  of  the  defendants  was 
remote ;  it  had  ceased  to  operate  as  an  active, 


efficient  and  prevailing  cause  as  soon  as  the 
wool  had  been  carried  on  beyond  Syracuse, 
and  can  not  therefore  subject  them  to  responsi- 
bility for  any  jury  to  the  plaintiffs'  property, 
resulting  from  a  subsequent  inevitable  acci- 
dsnt,  which  was  the  proximate  cause  by  which 
it  was  produced.  It  is  to  the  latter  only  to 
which  the  loss  sustained  by  him  is  attributa- 
ble. 

It  follows  from  these  considerations  that 
the  verdict  in  the  plaintiff's  behalf  must  be 
set  aside  and  a  new  trial  be  had,  in  which  he 
will  recover  such  damages  as  he  proves  were 
the  direct  consequence  of  the  negligence  of 
which  the  defendants  may  be  shown  to  have 
been  guilty. 


[Vrom  Neivton's  London  Journal,  Aug-nst,  1SG0-] 

FRYER'S  APPARATUS  FOR  FILL- 
ING LOCOMOTIVE  TENDERS  WITH 
WATER. 

BY    MR.    JAMES    FEXTOK. 

Dr.  Papin,  the  celebrated  French  precursor 
of  the  many  inventions  connected  with  modern 
steam  power,  demonstrated,  as  early  as  the 
year  1700,  the  practicability  of  raising  water 
by  the  direct  action  of  steam  pressure  on  its 
surface;  and  this  system  is  still  adopted  with 
complete  success  for  raising  saccharine  fluids 
in  most  sugar  houses  throughout  the  world. 
The  method  of  filling  locomotive  tenders  with 
water,  where  the  supply  is  below  the  level  of 
the  railway,  recently  invented  by  Mr.  Alfred 
Fryer,  of  Manchester,  and  forming  the  subject 
of  the  present  paper,  is,  in  fact,  an  adaptation 
of  Dr.  Papin's  simple  contrivance  of  160  years 
ago. 

The  appuratns  consists  of  a  wrought  iron 
cylinder  of  1500  or  2000  gallons  capacity, 
placed  upright  beneath  the  surface  of  the  sup- 
ply water,  which  may  be  from  10  to  120  feet 
below  the  level  of  the  railway.  To  reduce  the 
amount  of  condensation,  the  cylinder  is  sur- 
rounded with  brickwork,  and  a  space  of  2 
inches  betsveen  the  brickwork  and  the  cylinder 
is  filled  with  clay,  to  prevent  any  water  from 
getting  to  the  outside  of  the  cylinder.  The 
cylinder  contains  a  wrought  iron  float,  fitting 
it  easily,  and  sliding  on  a  center  guide-rod. 
The  supply  water  enters  throught  a  self-acting 
inlet  valve,  of  about  75  square  inches  area,  at 
the  top  of  the  cylinder,  and  it  is  discharged 
from  the  bottom  of  the  cylinder  through  a  pipe 
leading  to  the  engine  water-crane.  A  steam 
pipe  is  attached  to  the  top  of  the  cylinder, 
leading  to  two  pillars  placed  a  few  yards  dis- 
tant on  each  side  of  the  crane,  and  near  the 
line  of  rails,  and  provided  with  flexible  pipes, 
having  bayonet  joints  for  coupling  to  the  loco- 
motive boiler.  When  a  tender  is  drawn  up  to 
be  filled,  the  engine-driver  couples  one  of  the 
flexible  pipes  to  the  boiler,  and  turns  on  the 
steam,  which,  passing  into  the  water  cylinder, 
presses  on  the  float,  and  forces  the  water  up 
through  the  crane  into  the  tender  with  great 
rapidity. 

To  prevent  the  steam  now  contained  in  the 
upper  part  of  the  cylinder  from  blowing  out 
violently  into  the  atmosphere  when  the  flexible 
pipe  is  disconnected,  a  valve  is  placed  in  the 
top  of  the  pillars,  opening  inward,  which  al- 
lows a  free  passage  for  the  steam  to  enter  the 
cylinder;  but  when  the  pipe  is  uncoupled,  the 
steam  can  only  escape  slowly  through  a  small 
hole  drilled  in  the  valve.  A  hanging  valve  is 
placed  between  the  two  branches  of  the  steam- 
pipe,  which  prevents  the  steam  entering 
through  one  of  the  pillars,  from  blowing  out 
direct  through  the  other  instead  of  passing 
down  into  the  cylinder.     As  the  steam  escapes 


from  the  cylinder,  a  fresh  supply  of  water  en- 
ters it  through  the  inlet  valve,  the  cylinder  be- 
ing placed  below  the  surface  of  the  supply  wa- 
ter. This  valve  is  contained  within  a  well, 
and  the  supply  water  is  admitted  through  a 
valve  and  grating,  by  which  it  can  be  stopped 
back  at  any  time  for  the  purpose  of  examining 
the  inlet  valve;  or  the  valve  itself  can  be  de- 
tached and  drawn  up  to  the  top  of  the  well, 
being  slidden  down  its  place  upon  guide-rods, 
and  secured  by  long  screwed  bolts  that 
can  be  reached  from  the  surface.  The  float  is 
8rtengthened  against  collapsing  by  circular 
stays ;  and  a  small  tube  is  inserted  in  it 
reaching  almost  to  the  bottom,  so  that  if  any 
water  should  get  into  the  interior  of  the  float 
through  a  defective  joint,  it  is  expelled  through 
the  tube  as  soon  as  the  pressure  of  steam  is 
removed  from  the  outside  of  the  float  after  fill- 
ing a  tender. 

The  apparatus  is  equally  applicable  when 
the  supply  of  water  i3  obtained  from  a  reservoir 
at  the  foot  of  an  embankment,  from  a  well 
considerably  below  the  level  of  the  ground,  or 
from  running  water. 

In  this  plan  of  raising  water  by  the  direct 
action  of  steam  pressure,  it  might  by  expected 
that  the  condensation  of  steam  in  the  water 
cylinder  would  be  so  considerable  as  to  inter- 
fere seriously  with  the  working  of  the  appara- 
tus; but  it  must  be  borne  in  mind  that  the 
larger  the  cylinder,. the  smaller  is  the  extent 
of  surface  presented  for  condensation,  in  pro- 
portion to  its  contents ;  and  it  has  been  proved 
by  experiment  that  this  is  not  a  serious  objec- 
tion in  the  size  of  the  present  apparatus;  while 
the  friction  and  waste  of  power  involved  with 
the  pumps  and  engines  now  in  use  are  obvi- 
ously saved.  In  order  to  ascertain  whether  a 
locomotive  boiler  can  afford  to  lose  the  amount 
of  steam  requisite  to  raise  the  water,  especially 
where  the  lift  is  from  50  to  GO  feet  high,  a 
boiler  has  been  constructed  of  141  gallons  ca- 
pacity, 69  per  cent,  of  which  was  filled  with 
water,  connected  by  a  flexible  tube  with  a  water 
cylinder  holding  131  gallons, — the  arrange- 
ment being  in  all  respects  similar  to  that  al- 
ready described;  the  discharge  water  pipe 
from  the  cylinder  rose  60  feet  perpendicularly, 
but  had  valves  at  various  lower  elevations. 
The  water  pipe  was  4  inches  diameter  inside, 
and  the  steam  pipe  1$  inches  diameter,  and 
the  area  of  steam  way  in  the  tap  l'S3  square 
inches.  Many  trials  were  made,  in  each  of 
which  131  gallons  of  water  were  raised;  the 
average  height  of  lift  being  52  feet,  and  the 
average  pressure  of  steam  in  the  boiler  56i  lbs. 
per  square  inch.  In  order  to  guard  against 
too  rapid  a  generation  of  steam,  and  to  approxi- 
mate to  the  condition  of  a  locomotive  when 
standing  at  a  station,  the  damper  lemained 
closed  during  each  trial.  It  was  then  found 
that  the  loss  of  steam  pressure  in  raising  the  131 
gallons  of  water  52  feet  high,  w-as  only  4.2  lbs. 
per  square  inch,  and  the  time  required  32 
seconds.  When  the  damper  remained  open, 
the  steam  was  generated  more  rapidly  than  it 
was  used,  and  the  pressure  then  rose  during 
each  trial.  Hence,  a  locomotive  just  arrived 
at  a  station  will  always  have  sufficient  steam 
to  spare  to  refill  the  tender  ;  and  this  will  con- 
sequently be  effected  at  the  entire  saving  of 
the  pumping  engines,  pumps,  and  buildings, 
at  present  necessary,  while  the  heavy  expenses 
now  incurred  of  attendance,  repairs,  and  fuel, 
are  dispensed  with 

With  this  apparatus,  there  is  no  difficulty  in 
working  during  frost :  the  crane  and  pipes  be- 
ing kept  always  empty,  and  the  water  cylinder 
below  the  ice — thus  removing  the  danger  of 
the  pipes  bursting,  and  obviating  the  necessity 
of  keeping  them  thawed  by  the  application  of 
fires,  as  in  the  case  of  the  present  water  cranes. 
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This  is  a  consideration  of  no  little  impor- 
tance, especially  in  Canada  and  other  coun- 
tries subject  to  severe  and  protracted  frosts. 
The  steam  that  is  condensed  in  forcing  up  the 
water  is  not  entirely  lost,  as  it  serves  slightly 
to  warm  the  water  which  will  shortly  supply 
the  boiler.  It  has  been  computed  that  the 
iu  fuel  of  raising  1000  gallons  of  water  50  feet 
high,  by  this  process,  is  less  than  one  half- 
penny; and  the  plan  is  therefore  recommend- 
ed by  economy,  great  simplicity,  and  rapidity 
of  action. 

Mr.  A  Fiyer  said,  he  had  been  led  to  this 
plan  by  difficulties  experienced  in  raising  con- 
tinually large  quantities  of  saccharine  fluids, 
of  a  specific  gravity  of  about  1  '3,  which  had 
to  be  raised  a  height  of  CO  feet,  to  the  top  of 
the  sugar  manufactory.  Cranes  were  previ- 
ously used  to  lift  the  bags  of  rough  sugar  to 
the  top  of  the  building,  but  this  was  found  to 
be  a  slow  and  expensive  process  when  a  large 
amount  had  to  be  conveyed,  and  pumps  were 
then  employed  for  the  purpose;  the  first  pro- 
cess of  dissolving  the  sugar  iu  hot  water  being 
performed  at  the  bottom  of  the  building,  and 
the  liquid  then  pumped  up  to  the  top;  but 
the  pumps  were  found  to  be  rapidly  worn  and 
cut  by  the  large  quantity  of  sand,  pieces  of 
cane,  and  other  rubbish  that  was  mixed  with 
the  rough  sugar,  and  no  form  of  pump  was  able 
to  stand  the  work.  He  then  tried  the  direct 
application  of  the  steam  pressure  to  force  up 
the  liquid  through  a  pipe,  and  found  it  so  com- 
pletly  successful  that  the  plan  was  adopted  for 
the  whole  of  the  work.  The  dissolved  sugar 
was  put  iu  a  large  close  vessel,  like  a  circular 
boiler,  G  feet  diameter,  with  a  delivery  pipe  4 
inches  diameter,  extending  from  it  to  the  top 
of  the  building,  a  height  of  (50  feet ;  and  steam 
at  40  Itis  per  inch  pr  ssure  was  let  into  the 
upper  part  of  the  vessel,  and,  pressing  upon 
the  surface  of  the  liquid,  forced  it  instantly 
up  the  delivery  pipe,  the  lower  end  of  which 
reached  to  the  bottom  of  the  vessel  inside.  The. 
process  was  effected  with  great  rapidity,  the 
solid  refuse  lying  at  the  bottom  of  the  vessel 
being  swept  clean  out,  together  with  the  liquid. 
A  quantity  of  20,000  gallons  per  day  was  regu- 
larly raised  in  this  way,  and  the  solid  matter 
carried  besides  amounted  to  several  tons  per 
day.  The  vessel  was  recharged  by  condensing 
the  steam  in  it  by  a  jet  of  cold  water  upon  the 
outside,  and  opening  a  communication  with 
the  vat  in  which  the  sugar  was  dissolved  ;  the 
vessel  then  became  rapidly  filled,  and  the  pro- 
cess of  letting  in  the  steam  and  expelling  the 
contents  up  the  delivery  pipe  was  directly  re- 
peated. There  was  found  to  be  but  little 
waste  of  steam  in  this  process,  although  no 
float  was  used  in  the  vessel,  and  the  steam 
was  admitted  direct  upon  the  surface  of  the 
liquid;  for  a  film  of  boiling  ivater  was  imme- 
diately formed  upon  the  surface  of  the  liquid 
by  the  condensation  of  a  small  portion  of  the 
steam,  which  acted  effectually  as  a  non  con- 
ducting diaphragm,  cutting  off  the  communi- 
cation with  the  colder  liquid  below,  since  there 
was  no  circulation  to  couvey  the  heat  down- 
ward. 

lie  had  also  made  a  trial  of  the  same  plan 
for  raising  water  from  a  well  05  feet  deep  upon 
the  works,  in  which  the  pump  was  sometimes 
under  water,  so  that  the  valves  could  not  be 
reached  for  repairs,  and  the  pump  was  conse- 
quently stopped  working ;  and  he  had  succeed- 
ed in  raising  100,000  gallons  of  water  per  day 
from  the  well,  by  that  means.  In  this  case, 
the  rising  main  from  the  pumps,  which  was  18 
inches  diameter,  had  a  second  pipe,  4  inches 
diameter,  inserted  within  it  extending  nearly 
to  the  bottom,  and  having  a  valve  at  the  bot- 
tom opeuing  upward;  the  space  between  the 
two  pipes  was  closed  at  the  top  with  a  steam- 


tight  joint,  and  steam  of  40  lbs.  pressure  was 
admitted  to  it  from  an  adjoining  boiler.  This 
steam  expelled  the  water  from  the  space  be- 
tween the  pipes,  driving  it  up  the  center  pipe ; 
and  on  shutting  of  the  steam,  a  fresh  supply 
of  water  entered  this  space  by  condensation  of 
the  steam,  and  was  again  expelled  up  the  cen- 
ter pipe  repeating  the  process. 

In  order  to  ascertain  whether,  in  the  case 
of  filling  locomotive  tenders,  there  would  be 
any  risk  of  difficulty  from  want  of  sufficient 
steam  in  the  engine  boiler  to  serve  for  raising 
the  water,  lie  had  tried  some  experiments  with 
a  small  boiler  disconnected  from  any  other 
work,  raising  the  water  by  the  steam  pressure, 
from  a  close  vessel  up  a  verticle  stand-pipe, 
which  had  cocks  fixed  into  the  side  at  different 
levels,  that  could  be  opened  successively  for  dis- 
charging the  water.  He  found  that  the  water 
was  discharged  at  GO  feet  height,  with  a  pres- 
sure of  steam  in  the  boiler  of  27  lbs.  per  square 
inch,  which  was  only  slightly  above  the  pres- 
sure required  to  balance  the  column  of  water. 
The  quantity  of  steam  required  was  found  to 
be  so  small,  that  a  supply  of  water  sufficient  to 
fill  a  locomotive  tender  was  easily  raised  with 
the  boiler  fire  checked  and  the  damper  kept 
closed,  to  correspond  with  the  condition  of  a 
locomotive  standing  at  a  station.  In  applying 
this  plan  for  filling  tenders,  his  object  was  to 
employ  the  power  available  in  the  locomotive 
engine  for  raising  the  water  direct,  instead  of 
requiring  the  erection  of  fixed  pumping  ma- 
chinery and  engine  power  at  each  station. 

It  was  thought  that  the  plan  possessed  many 
advantages.  It  had  great  simplicity,  and  was 
free  from  liability  to  derangement  from  frost; 
the  saving  also  in  first  cost  would  be  veVy  con- 
siderable, where  stationary  eugines  had  now 
to  be  employed  for  pumping. 


PACIFIC  RAILROAD  MEETING. 

A  meeting  was  held  at  the  Cooper  Institute 
last  evening  in  favor  of  the  central  route  of 
the  Pacific  Railroad  to  connect  the  two  oceans 
via  Pike's  Peak  and  Utah.  Samuel  L.  Hotal- 
ing  was  elected  President,  and  Peter  Cooper, 
Wilson  G.  Hunt  and  others  Vice  Presidents. 
Mr.  Perham  made  a  statement  of  the  plan  of 
the  road,  and  dwelt  at  length  on  its  advanta- 
ges. The  State  of  Maine  had  granted  an  ample 
charter  for  the  construction  of  the  Pacific 
Railroad.  It  is  proposed  to  build  the  road  by 
one  million  subscriptions  of  a  hundred  dollars 
each. 

"  The  route  proposed  in  the  charter  is  to 
commence  on  the  Missouri  river,  at  or  near  the 
terminus  of  all  the  roads  running  west  from 
the  Atlantic,  between  the  Mississippi  and  St. 
Lawrence  rivers,  to-wit;  At  or  near  the  termi- 
nus of  the  Pacific  Railroad  of  Missouri,  run- 
ning from  St.  Louis  to  Kansas,  and  the  Hanni- 
bal and  St.  Joseph  Railroad,  running  from  the 
Mississippi  river  to  the  Missouri  river,  across 
the  northerly  part  of  the  Staie  of  Missouri, 
about  three  hundred  and  fifty  miles  west  of 
St.  Louis,  to  San  Francisco,  distance  of  about 
two  thousand  miles.  This  is  called  the  middle 
route.  It  has  been  explored  by  Col.  Fremont, 
and  others,  carefully  examined  by  Senator 
Benton,  and  pronounced  practicable.  Over 
this  route  thousands  of  teams  have  passed, 
some  of  them  loaded  with  two  tons  of  freight. 
On  this  same  road  a  path  may  be  laid,  so  that 
the  steam-car  will  rapidly  follow  the  wagon. 
If  the  road  is  possible,  is  there  enough  of  capi- 
tal, enterprise  and  courage  to  build  it? 

"A  people  that  have  built  and  equipped  thirty 
thousand  miles  of  railroal  in  twenty-live  years, 
can  surely  build  two  thousand  miles  in  the 
next  five  years.     A  draft  on    the   iron  moun- 


tains of  Missouri,  Pennsylvania  and  Oregon, 
will  furnish  all  the  material  that  will  be  re- 
quired. It  is  the  intention  of  the  projectors 
of  this  road  to  use  none  but  American  iron. 
The  timber  requisite  is  found  near  at  hand 
upon  a  large  portion  of  the  way,  and  building 
by  sections  of  twenty-five  or  fifty  miles  each, 
the  road  itself  would  carry  along  its  own  tim- 
ber when  it  is  needed.  This  road  should  be 
begun  at  both  ends  at  the  same  time,  building 
from  San  Francisco  east,  and  from  Kansas 
west." 

Speeches  were  also  made  by  Horace  Greeley, 
J.  C.  Lovejoy  and  others,  and  a  Committee  of 
fifteen  was  appointed  to  call  a  future  meeting, 
and  take  other  meausure  to  forward  the  en-  v 
terprise. — N.   Y.  Evening  Post,  Nov.  1G. 


THE  RUIN  OF  THE  GRAND  TRUNK 
RAILWAY. 

The  ruin  of  the  Grand  Trunk  Railway  Com- 
pany has,  however'  other  aspects  besides  its 
unfortunate  connection. with  royalty.*'  A  vast 
amount  of  capital  in  this  country  lias  been  in 
this  undertaking,  and  its  present  prospects 
carry  distress  and  anxiety  to  many  a  house- 
hold. Unfortunately,  we  are  not  even  able  to 
ascertain  the  exact  particulars  of  the  case. 
The  liabilities  of  the  company  in  England  are 
estimated  at  about  £2,018,000.  What  they  are 
iu  Canada  we  do  not  know,  and  their  seems 
to  be  no  hurry  in  furnishing  the  information. 
It  seems  only  too  plain  that  the  revenue  de- 
rived from  the  working  of  the  line  falls  lam- 
entably short  of  the  charges  which  it  has  to 
meet,  and  the  only  remedy  which  is  even  sug- 
geited  by  the  English  Directors  is  another  ap- 
plication to  the  Canadian  Parliament  for  fresh 
assistance  to  the  undertaking.  Restricting 
ourselves,  then,  to  the  main  facts  of  the  obvi- 
ous insolvency  of  the  concern,  we  may  enquire 
what  it  is  that  has  brought  down  ruin  on  a 
speculation  introduced  by  the  highest  commer- 
cial authorities  in  the  city  of  London,  vigor- 
ously supported  by  the  local  Parliament,  con- 
nected at  this  moment  in  every  possible  way 
with  several  of  the  leading  members  of  the 
Canadian  Government,  and  combining  appar- 
ently to  the  unpracticed  eye  all  the  elements 
of  the  most  perfect  security  and  the  most  bril- 
liant success. 

It  is  not  difficult  to  see  the  causes  which 
led  to  this  failure.  In  the  first  place,  during 
the  six  or  seven  months  from  May  to  Novem- 
ber or  December,  during  which  the  naviga- 
tion of  the  St.  Lawrence  is  open,  the  railway 
has  to  compete  with  the  finest  and  cheapest 
water  communication  in  the  world,  all  the 
difficulties  of  which  have  been  removed  by  the 
magnificent  works  of  the  Rideau  and  Welland 
canals.  Canada  is  yet  a  thinly  peopled  coun- 
try, and  one  of  the  piincipal  exports  of  which 
consist  of  very  bulky  articles,  such  as  corn  and 
timber.  This  was  alone  an  almost  insuperable 
difficulty,  but  this  difficulty  would  have  been 
much  diminished  had  the  line  been  carried 
inland,  where  it  would  have  opened  up  a  new 
country  on  both  sides  of  it,  instead  of  skirting, 
as  it  does,  the  very  edge  of  the  water,  so  that 
the  train  and  the  steamer  may  run  for  hun- 
dreds of  miles  in  sight  of  each  other.  Again, 
Quebec  and  Montreal  are  situated  both  on  the 
north  side  of  the  St.  Lawrence,  while  the  rail- 
way that  connects  them  is  carried  through  a 
wild  forest  on  the  southern  side.  The  result 
is  that,  from  Quebec  to  the  railway,  passengers 
must  pass  over  the  ice  in  Winter,  while  Mon- 
treal is  connected  with  the  line  by  a  gigantic 
bridge  two  miles  long,  which  has  cost  the 
Company  two  millions,  or  one-sixth  of  the 
whole  capital  of  the  undertaking.     Then   for 
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the  six  winter  months,  the  severe  climate  of 
Canada  overwhelms  the  line  with  such  masses 
of  snow,  that  it  is  only  at  great  expense  and 
difficulty  that  it  can  be  kept  open  at  all. 
Another  obstacle  to  prosperity  has  been  that, 
though  the  trunk  is  in  Canadian  soil,  its  roots, 
if  we  may  use  the  metaphor,  strike  fast  into 
the  United  States.  During  the  winter  months 
there  is  no  outlet  for  traffic  through  British 
territory,  and  t'-e  passengers  and  produce  of 
Canada  are  shipped  and  unshipped  at  Port- 
land, in  the  State  of  Maine. 

The  line  is  made  on  the  broad  gauge,  after 
the  pattern  of  the  Great  Western — a  very 
needless  expense,  if  we  look  to  the  amount  of 
traffic.  Add  to  this,  that,  considered  as  a  road 
to  the  West,  the  line  has  had  to  undergo  the 
competition  of  two  powerful  American  Rail- 
ways, the  Erie  and  New  York  Central,  to 
which,  perhaps,  we  ought  to  add  the  Railways 
leading  to  the  West  from  Philadelphia  and 
from  Baltimore.  The  great  advantage  which 
the  Grand  Trunk  possesses  is  the  shorter  voy- 
age from  England  to  the  St.  Lawrence,  and 
this  advantage, is  lost  to  it,  as  we  have  shown, 
during  six  months  of  the  year.  Some  of  the 
drawbacks  that  we  have  mentioned  are  inher- 
ent in  the  very  nature  of  the  case ;  others  have 
obviously  been  caused  by  mismanagement. 
The  line,  it  must  be  remembered,  could  not  be 
made  without  the  assent  of  the  Canadian  Par- 
liament, and  it  does  so  happen  that,  though 
the  course  selected  may  not  have  been  the  best 
for  the  shareholders,  it  has  by  no  means 
avoided  the  property  of  leading  members  of 
the  Legislature.  We  also  recommended  a  care- 
ful inquiry  into  the  state  of  the  Atlantic  and 
St.  Lawrence  Railway  before  it  was  purchased 
for  the  Grand  Trunk.  As  to  the  terms  upon 
which  the  purchase  was  made,  and  the  guar- 
antee with  which  it  was  accompanied,  certain 
it  is  that,  whoever  may  be  impoverished  by 
the  fall  of  the  Grand  Trunk  Railway,  it  has 
been  to  many  a  source  of  riches.  We  hope 
that  the  day  may  come  when  the  history  of 
the  Grand  Trunk  can  be  fairly  and  impartially 
written,  for  we  are  sure  that  it  will  be  found 
full  of  warning  and  instruction.— Lon.  Times. 


SOUTHERN  PACIFIC  R.  R. 

We  are  glad  to  learn  by  an  interview  with 
Dr.  Fowlkes,  that  the  prospects  of  this  impor- 
tant enterprise,  are  now,  in  several  particulars, 
more  flattering  than  at  any  former  period. 
He  confirms  the  report  from  Texas,  published 
some  weeks  since,  that  several  hundred  hands 
are  now  employed  in  grading  the  contract  let 
to  Messrs.  DeGraff  &  Smith,  in  July  last,  and 
are  rapidly  pushing  the  work  forward.  A 
part  of  the  iron  for  this  section  is  purchased 
and  in  the  hands  of  the  company,  and  nego- 
tiations are  going  forward  for  the  remainder. 
This  is  a  strong  move  in  the  right  direction, 
as  every  mile  the  road  advances,  strengthens 
it  in  every  particular. 

But  the  most  encouraging  information  de- 
rived, from  our  interview  with  Dr.  F.  is  an  ex- 
planation of  the  contract  made  in  September 
last  with  the  American  representative  of  an 
important  and  powerful  association  of  French 
capitalists.  By  the  terms  of  this  contract  the 
French  company  are  to  take  $1,200,000  of  the 
convertible  bonds  of  the  company,  for  which 
they  are  to  pay  cash  at  par;  after  which  they 
cortract  to  build  the  entire  road  across  Texas, 
and  prospectively  to  the  Pacific  Ocean — in- 
cluding iron  and  rolling  stock — on  a  simple 
pledge  of  the  road  and  other  securities  of  the 
company,  which  they  hold  for  sale  to  actual 
settlers,  crediting  the  company  with  the  full 
receipts  for  the  same,  less  the  commission.     A 


more  favorable  contract  for  the  Pacific  Com- 
pany can  scarcely  be  conceived,  as  it  not  only 
frees  it  from  money  embarrassments  and  gives 
it  strength  to  press  rapidly  through  to  the 
Pacific,  but  insures  full  returns  for  the  lands 
received  from  Texas.  Of  the  ability  of  the 
French  capitalists  to  carry  out  their  contract 
there  can  be  no  question,  as  their  very  exalted 
financial  position  has  been  certified  in  this 
country  by  the  highest  financial  and  official 
evidence  from  Paris. 

The  contract,  it  is  true,  was  conditioned  on 
its  ratification  in  Paris,  but  letters  received 
by  Mr.  Bisbie,  of  Virginia — who  is  now  in  the 
city — from  one  of  the  leading  members  of  the 
association  in  France,  leave  little  doubt  but 
that  the  contract  will  be  fully  ratified.  Mr. 
B.  was  the  principal  party  in  bringing  about 
this  negotiation. 

Another  encouraging  prospect  for  the  com- 
pany is  in  the  strong  probability  of  the  pas- 
sage of  the  bill  in  its  favor  uow  before  Con- 
gress, which  woula  have  passed  last  winter 
had  it  been  reached.  It  is  now  the  special 
order  for  17th  December,  and  for  reasons  not 
necessary  to  enumerate,  will  receive  a  most 
favorable  consideration,  and,  it  can  scarcely 
be  doubted,  will  pass  that  body. — N.  O.  Pica- 
yune. 


A  NEW  FRENCH  RAILWAY  BRIDGE. 

The  London  Building  News  has  the  follow- 
ing account  of  a  new  bridge  at   Bordeaux. 

This  great  work,  recently  completed,  is  re- 
garded by  the  French  as  a  great  triumph  of 
engineering  skill,  and  some  journalists  go  the 
length  even  of  comparing  it  with  the  greatest 
of  Stephenson's  enterprise  in  the  same  way. 
Without  disputing  such  pretensions  on  the 
part  of  our  neighbors,  it  may  be  readily  admit 
ted  that  the  bridge  is  a  most  magnificent 
structure,  and  that  difficulties  have  been  over- 
come which  redound  to  the  credit  of  the  engi- 
neers, and  which  must  extend  the  fame  of  the 
merits  of  the  peculiar  invention  used  in  dri- 
ving the  piles.  The  bridge  effects  a  junction 
between  the  Southern  Railway  and  the  Or- 
leans Railway,  so  that  now  there  is  direct 
traveling  from  Paris  to  Spain.  The  bridge 
had  to  be  built  about  1,000  metres  above  the 
site  of  the  old  stone  bridge  of  Bordeaux,  where 
the  Garonne  is  500  metres  (542  yards)  wide. 
The  problem  to  be  solved  was  the  construc- 
tion of  a  bridge  for  the  passage  of  heavy 
trains,  without  interrupting  the  navigation 
while  it  was  being  done,  and  which,  when  fin- 
ished, would  not  diminish  the  breadth  of  the 
river.  It  was  further  required  that  the  arches 
should  be  of  the  greatest  height  possible  for 
the  passage  of  boats  ascending  or  deeending 
the  Garonne,  without  raising  the  junction 
level  beyond  certain  limits.  The  employment 
of  metal  alone  permitted  the  solution  of  the 
problem;  and  it  was  adopted  in  principle  that 
the  bridge  should  be  of  iron,  and  that  it  should 
rest  upon  east-iron  piles. 

Several  projects  were  discussed  by  the  engi- 
neers of  the  two  companies  at  whose  joint  ex- 
pense the  work  was  to  be  executed,  and  it  was 
decided  that  the  river-breadth  of  500  metres 
should  be  spaced  out  into  seven  arches  (ira- 
vees).  Five  of  these,  in  the  middle  of  the 
stream,  would  have  the  supporting  columus  77 
metres  apart,  leaving  57  metres  as  the  width 
of  each  of  the  extreme  arches.  These  were 
consequently  six  piles  to  construct  Each 
pile  is  formed  of  two  cast  iron  tables,  com- 
posed of  rings  one  metre  (39  in.)  in  height, 
metres  3  60  (about  10  ft. )  in  diameter,  and  4 
centimetres  (11  2  in.)  thickness.  Each  pile 
further  is  protected  by  floaters,  forming   buck- 


lers, with  regard  to  floating  bodies,  during  the 
rise  and  fall  of  the  tide.  These  tubes  are  fill- 
ed with  grouting,  and  are  crowded  with  an  en- 
tirely new  kind  of  capital.  They  hare  a  total 
height  of  about  25  metres  and  rise  from  the 
soil  to  the  metallic  beams,  which  rest  npon 
them.  They  descend  to  a  mean  depth  of  20 
metres  below  the  ordinary  level  of  the  water. 
Some  of  them  are  sunk  17  metres  in  the  soil. 
The  tubes  or  columus  support  two  enormous 
beams,  8  metres  apart,  and  6  1-2  metres  high 
for  the  double  lines  of  railway.  The  beams 
are  united  atthe  lower  portion  by  strong  pieces 
ces  of  rolled  iron,  supporting  the  floor  and  the 
rails,  and  at  the  upper  portion  by  a  svfetem  of 
diagonal  pieces,  lighter  than  the  foregoing, 
and  interbound  among  themselves  throughout 
the  entire  length  of  the  bridge  by  a  series  of 
irons  established  according  to  the  diagonals  of 
the  rectangles  formed  by  its  transverse  pieces 
Each  beam  is  composed,  top  and  bottom, 
of  three  sheets  of  rolled  iron,  33  in.  in 
width,  brought  together  by  four  courser  of 
strong  corner-pieces,  in  such  manner  as  to 
rorm  a  kind  of  trough ;  they  are  like  two 
square  tubes  bound  one  to  the  other  by  a  trellis 
composed  of  St.  Andrew  crosses  and  upright 
posts.  The  extremities  of  these  rx>sts  and  of 
the  cross  bars  are  riveted  to  the  lateral  walls 
of  the  troughs,  which  at  the  same  time  they 
serve  to  consolidate;  then,  to  obtain  the  nec- 
essary resistance  to  all  parts  of  the  bridge,  a 
suitable  number  of  sheets  of  iron  have  been 
added  to  the  horizontal  sheet  of  the  troughs. 
By  these  arrangements  the  face  of  the  bridge 
present  a  kind  of  trellis  work,  the  design  of 
which  varies  at  every  j>oint  of  view,  and  gives 
the  entire  structure  an  appearance  at  once  ele- 
gant and  majestic.  In  fact  the  roadway  ap- 
pears scarcely  to  touch  the  colnmns  which  sup- 
port it,  and  excite  a  sentiment  of  admiration. 
The  beams,  it  must  be  borne  in  mind,  are  500 
metres  in  length,  and  appear  to  bid  defiance 
to  the  heaviest  body  that  may  be  presented  to 
their  resistance.  The  interior  of  the  bridge 
presents  to  the  eye  a  remarkable  perspective, 
it  is  an  immense  gallery,  the  extremity  of 
which  is  almost  lost  to  sight,  where  the  light 
pouring  in  from  every  side  brings  out  in 
strong  design  the  arrangement  of  the  various 
pieces  used  in  this  construction,  while  the 
heads  of  innumerable  rivets  dotting  the  up- 
rights in  long  vertical  lines,  and  diminishing 
in  the  distance,  gives  a  character  to  the  con- 
struction and  are  suggestive  of  its  great 
strength. 

In  the  execution  of  this  gigantic  work  there 
has  been  employed  not  less  than  three  mil- 
lion kilogrammes  of  iron,  (about  3,000  tons) 
and  more  than  a  million  and  a  half  kilogarnmes 
(above  1,500  tons)  of  cast  iron.  Two  millions 
of  holes  were  pierced,  and  750,000,  rivets  put 
in  place. 

But  the  execution  of  the  foundations  was 
one  of  the  greatest  difficulties  to  be  surmoun- 
ted. To  construct  a  column,  the  point  was 
to  sink  a  tube  of  cast-iron,  weighing  about 
120,000  kilogrammes  (about  120  tons)  to  the 
solid  ground  through  a  layer  of  mud  about 
19  ft.  deep,  and  in  a  river  submitted  to  the  in- 
fluence of  tides;  to  raise  the  earth,  sand,  &c, 
which  were  found  inside  the  tube,  and  to  re- 
place them  by  grouting,  in  such  manner  as  to 
form  a  masonry  of  26  metres  and  more  in 
height,  encircled  by  iron,  to  serve  as  a  sup- 
port for  the  metallic  beams  already  described. 
It  would  exceed  our  space  to  describe  com- 
pletely the  engines  and  procedures  employed, 
but  they  are  all  due  to  the  inventive  talents  of 
Messrs.  Adolphe  and  Emile  Fortin  Herrmann, 
who  had  their  attention  turned  to  the  subject 
of  pile-sinking  ;  in  the  early  part  of  1854,  and 
1855  thev  had  "an  honorable  mention''  at  the 
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Paris  exhibition,  for  the  designs  they  there 
rubmitted  of  their  inventions  to  this  end. 
Their  invention  they  secured  to  themselves  by 
patent  in  the  March  of  that  year.  It  is  from 
this  patent  that  the  engineer  of  the  bridge,  M. 
Ch.  Nepvue,  borrowed  his  plans,  and  until 
this  was  explained,  honor  was  given  where  no 
honor  was  due,  the  merit  of  this  invention  res- 
ting entirely  with  Messrs.  Fortin  Herrman 
freres.  If,  however,  we  can  not  give  full  de- 
tails of  the  operation,  we  may  attempt  a  sum- 
mary of  it. 

The  tube  to  be  sunk  is  converted  into  a 
veritable  diving  bell,  and  with  this  view  two 
plateaux  of  rolled  iron,  intending  to  divide 
into  three  distinct  compartments,  were  adapted 
to  it.  The  upper  compartment  the  height  of 
which  goes  on  continually  augmenting  by  the 
successive  addition  of  rings,  was  in  communi- 
cation with  the  free  air,  the  middle  compart- 
ment formed  a  chamber  of  equilibrium,  lastly, 
the  lower  compartment  constituted  a  veritable 
diving  bell,  in  which  the  workmen  decended. 

The  column  thus  arranged  and  put  in  posi- 
tion, compressed  air  was  driven  into  it  to  drfve 
out  the  water,  by  means  of  a  syphon ;  the 
workmen  introduced  themselves  by  means  of 
the  air  sluice  formed  by  the  chamber  of  equi- 
librium, two  of  them  descended  to  the  bottom 
of  the  tube  and  raised  the  interior  earth,  with 
which  they  loaded  the  buckets  which  had  been 
let  down  to  them  by  a  windlass.  The  buckets, 
once  loaded,  were  raised  into  the  chamber  of 
equilibrium.  Twenty-five  were  thus  loaded 
per  sluice;  all  the  full  buckets  were  brought 
into  the  chamber  of  equilibrium,  the  under 
plateau  was  shut,  and  the  upper  plateau  was 
opened  to  empty  the  extracts  into  the  river. 
This  labor  would  not  have  been  sufficient  to 
determine  the  sinking  of  the  tube  in  a  regu- 
lar manner,  and  as  in  all  bridges  where  tubu- 
lar foundations  have  been  employed,  it  was 
necessary  to  add  to  the  tube  an  additional 
weight. 

But  in  place  of  making  this  weight  act  di- 
rectly on  the  tube,  the  pressure  due  to  the 
weight  was  transmitted  to  the  tube  by  the  in 
termedium  of  vertical  hydraulic  presses,  the 
piston  rods  of  which,  united  by  iron  yokes, 
were  applied  to  the  upper  part  of  the  tube. 

These  presses  rested  on  rolled  iron  beams 
loaded  with  a  counterpoise  which  opposed 
their  rising  up.  Thus  master  of  pressure,  it 
could  be  augmented  or  diminished,  or  made 
to  cease  entirely  when  the  tube  descended  too 
quick,  by  properly  regulating  the  speed  of  the 
locomotive.  This  system  presents  the  follow- 
ing advantage  over  all  those  that  had  been 
until  then  employed;  the  pressure  being  reg- 
ulated at  pleasure,  they  are  masters  of  the  de- 
scent of  the  tube  and  even  of  raising  it,  by  al- 
lowing the  external  pressure  of  the  water  and 
sand  to  act, "which  always  tends  to  raise  it;  the 
chamber  of  equilibrium  being  at  the  outset  es- 
tablished in  a  definite  manner,  the  pressure  of 
air  in  the  interior  of  the  tube  was  constantly 
maintained,  and  in  consequence  neither  water 
nor  earth  entered  into  the  tube  by  the  lower 
part,  as  has  happened  in  the  foundation  of  a 
great  many  bridges,  where  they  have  been  ob- 
liged to  make  a  considerably  greater  quantity 
of  clearings  than  would  have  been  strictly 
necessary.  As  we  have  said,  some  of  the  tubes 
descended  22  metres  below  high  water,  and  15 
metres  to  16  metres  below  low  water  mark. 

At  this  limit  the  workmen  began  to  experi- 
ence in  convenience,  and  in  the  warm  season 
the  interior  temperature  of  this  tube  was  rais- 
ed by  the  compression  of  the  air,  the  burning  of 
candles,  and  the  respiration  of  the  men,  to  114 
deg.,  and  it  was  necessary  to  rest  three  hours 
out  of  twelve.  When  the  tube  had  descended 
6  ft.  through  the  coarse  gravel,  that  is  to  say. 


into  good  solid  soil,  the  tube  was  filled  with 
grouting  and  the  work  was  continued  day  and 
night. 

To  facilitate  the  works  a  service  bridge,  or 
rather  a  series  of  stockades  in  carpentry,  were 
erected ;  they  brought  upon  the  service  bridge 
the  lower  troughs  of  which  we  have  spoken, 
in  length  of  20  metres,  the  cross  bars  were 
then  lodged  there,  and  the  uprights  which 
went  out  entirely  finished  from  the  workshops; 
the  peices  of  the  bridge  were  then  fitted  to- 
gether and  the  principal  beams  were  com- 
pleted by  applying  the  upper  troughs  and  the 
traverses.  The  bridge  which  for  its  construc- 
tion required  the  erection  of  magnificent  work- 
shops, furnished  with  special  tools  at  a  cost 
of  more  than  £16,000,  has  been  executed  by 
the  General  Railway  Material  Company.  It 
was  commenced  the  29th  of  April,  1858,  and 
on  the  14th  of  August  last,  the  imperial  train 
drove  over  it  which  brought  the  Empress  Eu- 
genie back  to  Paris.  The  advance  of  engi- 
neering may  be  learned  from  the  fact,  that 
the  old  bridge  over  the  Garronne,  at  Bordeaux, 
took  twenty-one  yeare  to  build,  and  cost  the 
lives  of  two  hundred  workmen,  while  the  pres- 
ent tubular  bridge  required  only  two  years, 
and  during  the  operations  only  seven  work- 
men were  killed.  This  great  economy  in  time 
and  life  is  essentially  due  to  the  means  used 
in  the  foundations  depending  on  the  valuable 
invention  of  Messrs.  Fortir  Hermann  Broth- 
ers. 


United  States  Court  at  Pittsburg — Rich 
Developments  in  Regard  to  a  Railroad 
Bond  Case.- — A  Pittsburg  paper  reports  the 
following  case,  before  the  United  States  Court. 

Wm.  M.  Ptichards  vs.  the  borough  of  M'Kees- 
port. The  plaintiff  is  a  citizen  of  the  State  of 
Ohio,  and  brings  an  action  to  recover  the  in- 
terest upon  forty-six  coupons  attached  to  bonds 
issued  by  the  borough  of  M'Keesport,  in  pay- 
ment of  its  subscription  of  $100,000  to  the 
capital  stock  of  the  Pittsburg  and  Connellsville 
Railroad  Company.  The  amount  of  interest 
is  about  $2,000. 

Mr.  Shiras  submitted  the  act  of  Assembly 
authorizing  the  subscription;  and  the  ordin- 
ance passed  by  the  borough  of  M'Keesport, 
making  the  subscription  of  $100,000  to  the 
stock  of  the  Connellsville  Railroad  Company. 
He  also  presented  a  copy  of  the  bonds,  duly 
signed  and  sealed  by  the  authorities  of  the 
borough  corporation. 

The  defense  was :  1.  That  the  bonds  were 
not  signed  by  the  Burgess  of  M'Keesport,  but 
by  T.  Carroll,  an  ex-Burgess,  whose  term  of 
office  had  expired  about  four  weeks  previous 
to  the  issuing  of  the  bonds.  2.  That  the  seal 
attached  to  the  bonds  was  not  the  seal  of  the 
borough,  but  was  furnished  by  the  railroad 
company.  3.  That  the  railroad  company  en- 
gaged to  pay  the  interest  until  the  maturity  of 
the  bonds.  4.  That  the  railroad  company 
never  sold  the  bonds,  but  merely  hypothecated 
them  to  Thompson  Bell,  on  a  loan,  at  the  rate 
of  twenty-five  cents  on  the  dollar,  and  that 
Mr.  Bell  afterward  sold  the  bonds,  against  the 
protest  of  the  company,  at  about  nine  cents  on 
the  dollar! 

The  following  witnesses  were  then  called 
and  examined : 

W.  E.  Harrison,  of  M'Keesport,  testified  that 
the  Corporation  never  had  a  seal !  The  seal 
used  in  signing  the  bonds  was  furnised  by  the 
railroad  company,  and  did  not  pass  into  the 
possession  of  the  borough. 

Andrew  Soles  testified  that  he  saw  Mr.  Car- 
roll signing  the  bonds,  in  his  own  store,  about 
four  weeks  after  he  had  retired  from  the  office 
of  iiurgess,  another  individual  having  been 
elected  to  that  position.     He   asked  Mr.  Car- 


roll why  he  signed  the  bonds,  not  being  legally 
authorized  to  do  so.  Mr.  replied  that  he  was 
signing  them  because  he  was  paid  for  it. 

Alexander  Russell,  Secretary  of  the  Con- 
nellsville Railroad  Company,  testified  that  the 
bonds  were  sold  by  Thompson  Bell,  against  the 
protest  of  the  company,  having  been  hypotheca 
ted  upon  a  loan. 

A  remarkable  circumstance  connected  with 
the  issue  of  these  bonds  is  this:  They  bear 
date,  "September  1,  1S55,"  at  a  time  when 
Mr.  Carroll  was  in  office.  The  ordinance 
making  the  subscription  was  passed  on  the 
30th  of  August,  1855 — the  day  preceding  the 
date  of  the  bonds!  So  that,  taking  the  face 
of  the  bond  as  truthful,  they  must  all  have 
been  lithographed,  printed,  signed  and  sealed 
in  one  day!  The  truth  is,  however,  that  they 
were  not  ready  for  signing  until  a  month  after 
Mr.  Carroll  went  out  of  office,  and  hence  the 
necessity  for  dating  them  back.  The  testi- 
mony exhibits  the  transaction  in  the  boldest 
light,  but  the  testimony  may  be  ruled  out  by 
the  Court,  and  the  case  go  the  jury  upon  the 
bond  itself. 

Counsel  made  their  argument  during  the 
afternoon,  and  Judge  Grier  will  charge  the 
jury  on  Wednesday  morning. 


BUSINESS  CONFIDENCE. 

In  our  domestic  trade,  one  dollar  exchanges 
ten  dollars'  worth  of  commodities;  and  of  the 
whole  volume  of  currency,  say  $600,000,000, 
at  least  two-thirds  are  made  up  of  debt  cur- 
rency, and  inscribed  credits — in  other  words, 
bank  bills,  drafts,  checks,  etc.  The  1,320 
banks  of  this  Union  carry  demand  liabilities 
to  the  amount  of  $500,000,000— hence  the 
sensitiveness  of  currency,  and  the  importance 
of  confidence.  Periodical  crises  are  inevita- 
ble when  superinduced  by  over  trading  and 
inconsiderate  speculation  ;  but  the  final  shock 
can,  even  in  such  cases,  be  materially  lessen- 
ed, if  confidence  is  not  abruptly  shaken.  An 
unnecessary  and  serious  crisis  is  easily  brought 
on,  simply  by  panic,  although  the  conditions 
of  a  sound  business,  foreign  and  domestic, 
exist  patent  to  every  one. 

At  the  present  hour  there  is  a  damaging 
suspension  of  business,  growing  out  of 
commercial  distrust,  provoked  by  the  reck- 
less acts  of  demagogues.  The  elements  of 
prosperity  everywhere  invite  business  energy. 
The  European  demand  for  our  abundant  grain 
crop  continues,  and  our  foreign  sales  have 
thus  far  exceeded  those  of  last  year  $25,000, 
000 — sufficiently  large  to  keep  the  exchanges 
in  our  favor.  We  have  exported  during  the 
present  year  $30,000,000  less  of  specie  than 
for  the  corresponding  period  of  1859,  and  our 
total  imports  for  the  year  are  eleven  millions 
below  the  previous  year's  figures.  The  West 
has  traded  moderately  since  its  recovery,  and 
promises  large  and  healthy  purchases  during 
the  coming  spring,  If  the  South  bought  too 
freely  during  1859,  encouraged  by  a  large  cot- 
ton crop,  high  prises,  and  the  infatuation  of 
New  York  merchants  to  sell  "  Southern  trade," 
she  needs  only  a  little  economy  and  patience, 
until  her  incoming  abundant  cotton  crop  is 
moved  forward.  The  great  railway  and  ca- 
nal interests  of  the  Middle  and  Western  States 
are  employed  to  their  fullest  capacity,  and  will 
furnish  an  aggregate  year's  business  never 
surpassed.  New  York  banks  are  easy,  and 
cheerfully  sending  millions  of  gold  to  the 
South  to  save  it  from  its  own  folly.  Our  for- 
eign shipping  is  fully  employed  at  enhanced 
rates  for  freight,  while  the  lake  marine  will 
have  transported,  this  year,  about  $600,000, 
000  of  property  both  ways,  being  a  trade  greater 
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than  the  entire  foreign  commerce  of  the  Union. 

And  yet  there  is  a  painful  feeling  of  appre- 
hension and  distrust,  which  almost  blocks  the 
wheels  of  business.  Already  the  harm  done 
is  irretrievable;  a  loss  of  business  has  been 
caused  during  the  last  fortnight,  which  a 
prominent  journal  estimates  as  equal  to  an  en- 
tire cotton  crop.  The  prospects  of  a  large 
spring  trade,  so  brilliant  a  month  since,  are 
now  gloomy  ;  and,  although  the  cause  of  the 
existing  depression  will  finally  be  amicably 
removed,  it  has  already  affected  permanently 
the  spring's  consignments.  As  the  South  is 
always  largely  indebted  to  the  North,  her  bu- 
siness must,  in  any  event,  be  severely  crip- 
pled. South  Carolina's  call  for  a  State  Con- 
vention to  consider  secession,  and  her  sugges- 
tion in  regard  to  the  suspension  of  specie  pay- 
ment by  her  banks,  will  undoubtedly  be  re- 
corded on  the  debtor  side  of  profit  and  loss, 
throughout  her  mercantile  circles.  The  dis- 
trust which  has  heretofore  only  depreciated  a 
class  of  speculative  railway  stocks  that,  hav- 
ing no  bottom,  could  easily  drop  out  of  sight 
any  time,  has  been  serious  enough  during  the 
present  week,  to  advance  the  rates  of  money 
(really  abundant)  from  2  to  C  per  cent,  and 
the  market  is  feverish  at  New  Orleans,  Phila- 
delphia, and  Cincinnati.  Southern  bills  are 
almost  unsalable,  and  the  banks  of  South  Car- 
olina, mostly  identified  with  the  State,  find 
their  circulation  traveling  home  as  fast  as  the 
express  will  carry  it.  In  the  event  of  actual 
trouble  in  that  State,  neither  the  exchange 
nor  the  circulation  of  these  banks  will  be  lield 
North — thus  the  evil  will  be  first  felt  where 
first  provoked.  All  kinds  of  securities,  bonds, 
as  well  as  stocks,  have  fallen,  in  the  New 
York  market,  and  the  "Bears"  at  the  Stock 
Exchange,  walk  undisturbed  through  the  larg- 
est kind  of  a  garden.  Leading  stocks  have 
depreciated,  within  a  fortnight,  from  10  to  15 
per  cent. ! 

Really,  however,  this  is  &\\  panic  !  In  times 
of  excitement,  only  an  inconsiderable  minority 
preserve  equanimity,  and,  estimating  occur- 
rences at  their  true  value,  act  decisively.  Be- 
yond South  Corolina's  authorizing  the  send- 
ing of  delegates  to  a  Convention  to  be  held 
four  weeks  hence,  and  the  resignation  of  a 
few  United  States  Officials,  in  obedience  to 
the  popular  humor  of  the  hour,  nothing  has  been 
done.  Thers  is  simply  an  absence  of  business 
confidence;  hence  the  panic.  Even  if  the  se- 
cession of  one  or  more  of  the  cotton  States 
should  be  effected,  it  could  not  really  disturb 
the  business  interests  of  the  North  and  West, 
after  the  exchanges  had  been  regulated. 
There  is,  however,  au  interver.ting  period  for 
the  "sober  second  thought."  Congress  is 
soon  to  meet,  and  the  Gulf  States,  having  eve- 
rything to  lose  and  nothing  to  gain  by  seces- 
sion, will  soon  feel  the  cost  of  allowing  their 
angry  passions  to  rise.  It  is  true  that  the 
Presidential  election,  just  closed,  has  defi- 
nitely recorded  the  popular  will  in  regard  to 
the  future  legislative  rule  of  the  territorries  , 
that  it  has  marked  an  epoch  in  the  history  of 
of  American  politics;  fiat  has  been  constitu- 
tionally recorded,  and  is  irrevocable.  It  is  al- 
most providential,  too,  under  the  circumstan- 
ces, that  Mr.  Lincoln's  administration  will  be 
guarded  by  coordinate  branches  of  the  gov- 
ernment, whose  political  sympathies  should 
disarm  Southern  apprehensions. 

But  the  business  Union  can  not  be  finally 
dissolved.  That  eminent  conservative,  the 
railway  train,  whose  iron  tracks  are  seen  eve- 
rywhere crossing  the  country,  without  refer- 
erenee  to  Mason  and  Dixon's  line,  will  con- 
tinue the  carrying  business,  as  usual,  and  at 
the  highest  prises,  and  the  employment  of  its 
great  army  of  machinists,  engineers,  and  work- 


ingmen.  Its  30,000  miles  of  track;  invested 
capital  $1,175,000,000;  annual  revenue,  §120, 
000,000,;  80,000  employees;  00,000  cars;  6, 
000  locomotives,  and  millions  of  expenditure, 
to  farmers,  miners,  manufacturers,  and  capi- 
talists, is  a  union  cable,  which  no  section  can 
sever. 

The  merchant,  planter,  traveler,  and  con- 
sumer, whose  imperative  wants  know  no  North, 
no  South,  will  still  purchase,  sell  and  travel. 
Money  will  earn  whenever  it  can  find  a  mar- 
ket and  security.  Great  ships,  guided  by  those 
"who  go  down  to  the  sea  in  ships,  that  do  bu- 
siness in  great  waters,"  will  still  sail  before 
favorable  gales.  Rivers  must  flow  to  their 
outlets,  even  if  they  traverse  the  length  of  the 
Union,  and  produce  will  steam  through  them. 
The  South  will  not  go  hungry,  while  there  is 
abundance  of  grain,  North;  nor  is  she  likely 
to  sell  her  cotton  abroad  at  a  loss,  when  she 
needs  it  at  home  to  pay  her  debts. 

The  future  historian  will  clearly  trace,  in 
the  propitious  issue  of  this,  apparently,  dis- 
heartening hour,  still  further  evidence  of  the 
benign  Providence,  that  seems  to  have  decreed 
us  the  chosen  recipients  of  an  unspeakable 
bounty.  At  the  very  threshhold  of  a  business 
rebound,  when  there  was  danger  that  favor- 
ing gales  might  tempt  too  wide  a  spread  of 
sail,  a  single  cloud,  small  but  warning,  arrests 
general  attention.  The  banks  contract,  the 
merchant  diminishes  the  volume  of  his  credits, 
that  the  contraction  may  not  embarrass  him; 
the  manufacturer  weaves  only  for  actual  or- 
ders, to  the  end  that  our  speed  may  be  pro- 
portioned to  the  length  of  the  race  and  the 
value  of  the  prize  before  ns.  Our  start  is  only 
delayed,  that  w£  may  start  aright.  Thus  as 
ever  in  our  career,  will  Providence  out  of 
seeming  evil,  still  have  educed  for  us,  perpet- 
ual good. — Am.  Railway  Review. 


The  New  Freicht  Rates. — We  have  al- 
ready published  the  new  rates  of  freight  adopt- 
ed by  the  New  York  Conference,  and  which 
went  into  effect  yesterday ;  but  as  many  in- 
quiries have  been  made  for  them  by  railroad 
and  business  men,  we  reproduce  the  schedule, 
as  follows : 

Cincinnati  to —  1st.         2d.        3d.  4th.    Flour. 

New  York,  all  rail 150        120        95    63         155 

*•          rail  and  water.     I  42        1   12         !IO    59         1   15 
Boston,  all  rail 160        1  28     1  00    6S         135 

"          rail  and  water.     1  52         1  20        95    63        1  25 
Philadelphia,  all  rail 135        1   10        87    55         1    10 

"         rail  and  water.     1  27        1  02        82    50        1  00 

Baltimore,  all  rail 126        100        S7    40        1  O.l 

rail  and  water.     1  17  92        72    45  90 

— Ciri.  Enq.  Nov.  2D£fc. 


THE  GREAT  EASTERN-ITS  POSI- 
TION AND  PROSPECTS 

During  the  last  week  the  directors  have,  it 
is  understood,  received  from  the  New  York 
consignees  of  the  great  ship  the  sum  of  £14, 
000,  but  have  not  yet  received  the  accounts 
which  will  enable  them  to  judge  as  to  the  finan- 
cial results  of  the  trip.  It  is,  however,  ex- 
pected that  the  receipts  from  passengers  and 
visitors  will  very  nearly  balance  the  expenses. 
There  is  no  probability  of  the  ship  making  an- 
other voyage  until  next  spring;  the  tides  will 
not  admit  of  moving  her  off  the  gridiron  at 
Miliord,  even  if  it  were  desirable  she  should 
be  floated,  until  about  Christmas  next.  The 
certificate  granted  by  the  shipping  department 
of  the  Board  of  Trade,  in  accordance  with  the 
provisions  of  the  Mercantile  Marine  Act,  was 
for  six  months  from  the  date  of  her  leaving 
Southampton,  and  will  expire  early  in  Novem- 
ber. This  certificate  will  not  be  renewed  until 
the  bearings  of  the  screw  shaft  are  put  in  the 
same  position  as  they  were  previous  to  the  trip 


to  New  York,  and  when  that  is  done  the  sur- 
veyors will  give  a  certificate  limited  to  one  voy- 
age to  and  from  America.  On  the  return, 
however,  the  Board  of  Trade  will  require  a 
number  of  improvements  of  a  permanent  char- 
acter necessary  to  replace  the  inferior  materi- 
als and  workmanship  employed  under  previ- 
ous contracts.  The  works  include  a  new  tim- 
ber deck,  the  present  one  being  so  thin  and  so 
badly  laid,  that  the  water  which  does  not  re- 
main in  pools  on  the  surface  pours  through  in 
copious  showers  into  the  saloon  and  cabins. 
The  alterations  required  for  the  screw  shaft, 
for  replacing  the  new  injection  feed  pipes  by 
other  modes  of  supplying  the  boilers,  the  warm- 
ing apparatus,  and  other  details,  will  involve 
an  outlay  of  from  £15,000  to  20,000.  The 
examination  of  the  ship  made  by  the  survey- 
ors of  the  Board  of  Trade  has  shown  that  the 
hull  has  sustained  no  injury  whatever,  that  not 
a  plate  has  moved,  nor  a  rivet  started;  but 
that  in  a  few  cases  where  the  paint  has  been 
rubbed  off,  the  plates  have  been  corroded 
away  some  minute  fraction  of  an  inch.  After 
receiving  the  official  report  of  the  Board  of 
Trade,  and  the  reply  to  the  application  of  the 
company,  with  respect  to  the  renewal  of  the 
license,  the  directors  decided  upon  conferring 
with  some  of  the  principal  shareholders  as  to 
the  course  to  be  adopted.  The  attempt  to  get 
the  ship  ready  for  sea  at  a  comparitively  short 
notice  would  have  involved  a  repetition  of  that 
hurried  sort  of  work  which  has  uniformly  been 
followed  by  fresh  demands  for  alterations  and 
improvements,  and  which  has  the  disadvan- 
tage of  being  not  only  badly  performed,  but  of 
requiring  to  be  paid  for  at  most  exhorbitant 
rates.  It  was  the  unanimous  opinion  of  direc- 
tors and  shareholders  that,  merely  for  the  pur- 
pose of  making  a  voyage  to  and  from  America, 
such  an  expenditure  would  not  be  prudent, 
and  it  was  resolved,  as  we  stated  last  week,  to 
reduce  all  the  expeuses  to  the  minimum,  and 
lay  the  ship  up  until  some  well  considered 
plans  had  been  devised,  and  sufficient  time 
afforded  for  entering  into  the  contracts  to 
place  the  ship  in  a  thoroughly  efficient  condi- 
tion The  preperations  for  the  last  voyage  to 
New  York  were  made  hurriedly,  and  paid  for 
exhorbitantly,  the  principal  reason  for  push- 
ing them  on  being  to  enable  the  ship  to  reach 
New  York  in  the  month  of  July,  as  some  great 
authorities  in  American  affairs  had  assured 
the  directors  that  great  results  might  be  antici- 
pated if  it  arrived  there  during  the  celebra- 
tion of  the  Independence  files.  From  vari- 
ous causes  however  these  predictions  were 
not  realized;  the  amount  received  for  exhib- 
iting the  ship  was  not  equal  to  what  had  been 
anticipated;  and,  so  far  as  the  receipts  from 
passage  money  was  concerned,  they  were  lit- 
tle more  than  nominal.  Considerable  outlay 
had  been  incurred  in  fitting  up» cabins,  and 
providing  for  the  wants  of  ten  times  as  many 
passengers  as  were  carried  either  on  the  out- 
ward or  homeward  voyage.  The  public  confi- 
dence in  the  merits  of  the  ship,  lost  at  the 
time  of  the  explosion,  had  not  been  sufficiently 
restored,  and  two  or  three  voyages,  such  as 
those  which  have  already  been  made  across 
the  Atlantic,  appear  necessary  in  order  to  give 
faith  in  the  undoubted  and  indisputable  sea- 
going qualities  of  the  ship.  The  financial  po- 
sition of  the  company  is  not  very  satisfactory. 
The  £100,000  of  preference  capital  raised  six 
months  since  has  been  received,  and  almost 
entirely  expended.  A  sum  of  £40,000  and 
interest  was  required  to  pay  off  the  existing 
mortgage,  and  some  pressing  liabilities  were 
also  liquidated.  Added  to  these  items  there 
is  now  the  award  against  the  company  on  Mr. 
Scott  Russell's  claim  of  £18,000.  The  pay- 
ment of  this  the  directors  are   advised   to  re- 
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sist,  and  steps  will  be  taken,  as  early  as 
possible,  to  set  aside  the  award  on  various 
grounds,  among  others  that  it  contains  mat- 
ter not  included  in  the  original  order  of  ref- 
ferences.  In  the  event  of  the  company  hav- 
ing to  pay  this  sum,  additional  capital  will  be 
required.  The  directors  will,  it  is  stated,  issue 
a  report  to  the  shareholders  early  next  week, 
which  will,  no  doubt,  afford  more  complete  in- 
formation respecting  the  facts  above  stated, 
the  position  of  the  company,  and  the  course 
which  they  are  prepared  to  recommend  for 
adoption. — London  Engineer. 


St.  Louis  Railroad  Iron. — A  contract 
has  been  made  by  Col.  Thos  A  Ai.len,  Vice 
President  of  the  Lexington  and  St.  Louis  Rail- 
road Company,  on  behalf  of  that  road,  for  the 
iron  rails,  chairs  and  spikes  necessary  for  the 
entire  length  of  the  track.  The  contract  we 
learn  is  quite  liberal,  and  mutually  advanta- 
geous to  the  parties  concerned.  The  rails  will 
be  manufactured  at  the  Laclede  Rolling  Mill 
of  Chouteau,  Harrison  &  Valle,  in  this  city, 
out  of  Missouri  iron. 

Extensive  preperations  are  making  at  the 
mill,  with  the  expectations  that  a  portion  of 
the  iron  will  be  ready  in  the  month  of  Decem- 
ber, and  the  Directors  of  that  road  expect  to 
be  able  to  lay  the  rails  from  Farmers  City  to 
Georgetown,  a  distance  of  about  eight  miles, 
by  the  middle  of  January  next.  This  is  an 
important  movement  in  the  right  direction, 
and  shows  that  we  need  not  go  from  our  State 
for  any  article  required  for  the  construction 
of  our  roads.  The  contract  involves  over  a 
quarter  of  a  million  of  dollars,  quite  an  item 
to  be  kept  at  home  as  an  encouragement  for 
manufacturers. 

This  announcement,  we  believe,  will  be  re- 
ceived with  favor  by  the  citizens  generally  of 
the  State,  and  will  direct  the  attention  of  par- 
ties interested  in  oilier  roads  to  this  point, 
where  favorable  contracts  can  be  made.  An 
establishment  for  the  manufacture  of  railroad 
iron  involves  a  very  heavy  outlay,  and  we 
therefore  trust  that  the  business  will  corapen 
sate  th?  proprietors  of  the  mill  for  their  efforts 
in  stopping  here  the  large  amounts  paid  for 
rails.  We  learn  that  the  contractors,  John 
M.  Wimer  &  Co.,  have  a  large  force  on  the 
work,  and  it  is  confidently  believed  the  whole 
line  of  sixty  miles  will  be  completed  and  ready 
for  the  cars  within  the  next  twelve  months, 
thus  giving  to  the  Pacific  Railroad  and  this 
city  the  desirable  trade  of  the  counties  of  Pet- 
tis, Saline,  Lafayette,  Ray,  Carroll  and  Clay. — 
St.  Louis  Republican. 


Telegraphic  Communication  Between  Mem- 
phis and  Helena. — The  laying  of  the  cable 
across  the  Mississippi,  previously  mentioned, 
completed  the  line  of  telegraph  between  Mem- 
phis and  Helena,  Ark.,  putting  the  two  cities 
in  direct  communication.  It  will  soon  be  com- 
pleted through  to  Little  Rock.  This  is  the 
second  line  within  the  State  of  Arkansas. 
She  now  has  telegraphs  and  railroads,  and  the 
two  will  work  together  for  her  prosperity,  as 
she  comes  more  and  more  in  communication 
with  her  sister  States. — Memphis  Enquirer. 


Sunburt  and  Erie  Railroad. — It  is  stated 
that  a  vigeroiis  effort  will  again  be  made  at 
the  approaching  session  of  the  Pennsylvania 
Legislature,  to  devise  the  ways  and  means  for 
finishing  this  road.  There  only  remains  some 
twenty-nve  or  thirty  miles  to  grade,  and  one 
hundred  and  twenty  miles  of  rails  to  be  laid 
to  complete  the  road  to  Erie  city,  on  Lake 
Erie. —  Cleveland  Leader. 


MONETARY  AND  COMMERCIAL- 


The  past  week  has  been  marked  by  the  most  sudden  and 
extraordinary  panic  that  has  ever  occurred  in  the  financial 
history  of  this  couDtry.  The  wlwle  North-west,  and  indeed 
the  whole  North,  was  understood  to  be  in  a  flourishing  con- 
dition— crops  abundant,  money  easy — securities  rating  fair, 
trade  not  expanded,  and  every  prospect  of  a  good  business, 
and  easy  markets,  while  the  extreme  Southern  States  were 
known  to  have  suffered  extensively  from  drouth  during  the 
past  summer,  and  consequent  short  crops.  This  deficiency, 
however,  it  was  not  supposed,  would  produce  any  serious 
disturbance  in  financial  circles,  beyond  the  immediate  range 
of  those  interested  in  it.  Such  was  the  condition  of  things 
up  to  the  Presidential  election  Immediately  succeeding  this 
event,  some  of  the  ultra  Southern  States  began  to  talk  of 
cecession  from  the  Union.  While  this  was  only  talk,  little 
was  thought  of  it,  but  as  soon  as  the  legislatures  of  these 
States  passed  resolutions  looking  that  way  it  became  a  seri 
ous  matter.  South  Carolina  passed  also  a  resolution  sus- 
pending the  penalties  on  her  banks  for  the  suspension  of 
specie  payments.  State  stocks  began  to  depreciate.  The 
stocks  on  which  the  circulation  many  of  the  banks  of  Illinois, 
Iowa,  and  Wisconsin  are  predicated,  declined  10  to  la  per 
cent.  Confidence  was  shaken  and  a  panic  was  the  result. 
Its  effects  thus  far  have  been  the  virtual  suspension  of  spe- 
cie payment  by  a  large  number  of  the  banks  in  Illinois,  Wis- 
consin, and  Iowa,  and  the  actual  suspension  of  specie  pay- 
ment by  the  banks  of  Virginia,  and  those  of  Baltimore.  The 
whole  course  of  monelary  affairs  is  deranged.  Sterling  ex- 
change can  not  be  sold  at  Charleston  at  9.~> — while  its  usual 
rate  is  109.' — Exchange  on  New  York  could  not  be  sold  in 
New  Orleans  for  a  day  or  tiro  at  any  price — while  all  over 
the  country  it  has  depreciated. 

As  aconstquence  upon  thisstateof  affairs,  there  have  been 
several  heavy  failures  in  New  York  and  elsewhere,  but  so 
far,  we  have  heard  of  none  but  those  who  would  have  been 
seriously  inconvenienced  even  in  an  ordinary  state  of  affairs. 

As  an  offset  to  this  condition,  in  our  market  prudential 
measures  have  been  adopted  by  all  the  banks,  merchants 
have  been  fortifying  themselves  and  preparing  for  a  storm. 
The  weather  has  become  colder  and  pork  packing  has  active- 
ly begun.  Owing  to  the  unsettled  state  of  affairs  prices  of 
all  kinds  of  produce  are  depressed,  but  this  will  be  partly 
counter-balanced  by  the  abundant  product  of  the  year 

Exchange  on  New  York  remains  at  ^  to  \  prern.  Gold  a 
shade  higher,  uncurrent  funds  are  too  unsettled  to  quota- 
tions. The  issues  of  Illinois,  Wisconsin.  Iowa,  South  Caro- 
lina, Virginia  and  Georgia,  are  taken  at  ruinous  rates,  from  5 
to  25  per  cent.  Missouri  5  to  10:  Tennessee  a  shade  bet- 
ter. The  Indiana  banks  stand  well.  Ohio,  Kentucky,  and 
the  State  Bank  of  Indiana  maintain  their  position  and  con- 
stitute our  par  funds. 

How  long  this  state  of  things  will  last  it  is  impossible  to 
foretell.  Serious  fears  are  entertained  of  the  suspension  of 
the  ban'.iS  of  Philadelphia  and  New  York,  and  it  is  altogether 
probable  that  such  au  event  may  follow — when  that  comes 
about  we  shall  have  about  touched  the  bottom,  and  matters 
will  assume  a  more  permanent  shape. 

Cincinnati  Stock  Market. — Sales  of  Stocks  and  Bonds 
have  been  made  during  the  past  week  in  this  city  at  the  fol- 
lowing rates: 

BONns. 

Little  Miami  II.  R.  1st.  Mortgage  Bonds,  6  per 
cent., 85®., 

Covington  &  Lexington  It.  R.  First  Mortgage 
Bonds,  7  per  cent. P5(§i.. 

Covington  and  Lexington  It.  R  Co.  FlrstMort- 

gage  Bunds,  u'  per  cent 79®. . 

Covington  &  Lexington  It.  It.,  Second  Mort- 
gage Bonds,  7  per  cent ,.  79®.. 

Indianapolis  &  Cincinnati  R.  R.  First  Mort- 
gage Bonds   7  per  cent 85®.. 

Indianapolis  &  Cincinnati   It.  R.  Co.,  Second 

Mortgage,  7  pel"  cent.  Bonds 84®.. 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Third 
Mortgage  Bonds,  7  percent 65®.. 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  First 

Mortgage,  7  per  cent.  Bonds 100®.. 

Cincinnati,  Hamilton  &.  Dayton  It.  R.  Co.,  Se- 
cond Mortgage  Bonds.  7  per  cent P5®. 

Ohio  and  Mississippi  Railroad,  Constructior 
Bonds, 7  percent 17®. . 

Indiana  Central  It.  R.  Co.,  First  Mortgage 
Bonds,  7  per  cent 85®.. 

Indiana  Central  R.  It.  Co..  Second  Mortgage 
Bonds.  10  per  cent 87®.. 

Dayton  &c  Michigan  It.  R.  Co.,  endorsed  Mort- 
gage 81,7  percent 75®. . 

City   of  Cincinnati,   Municipal  Bonds,  G   per 

cent 95@.. 

City  of  Cincinnati,  Railroad  Bonds,  G  per  cent  87-j®.. 

City  of  Cincinnati,  Wharf  Bonds,  0  per  cent.    86®.. 


stocks. 

Cincinnati.  Hamilton  &  Dayton  It.  R 74J®.. 

Little  Miami  R.  R 87|r®.. 

Columbus  is.  Xenia  R.  R 87®.. 

Indianapolis  &  Cincinnati  R.R 511®.. 

Ohio  it  Mississippi  II  It ll 

Farmer's  Bank  of  Kentucky, 125®.. 

Northern  Bank  of  Kentucky 130®.. 

Ohio  Life  Insurance  &  Trust  Co.'s  Certificates.    8®.. 

Ohio  &z  Mississippi,  Trustees  Scrip 15®.. 

JPr* The  following  is  an  approximate  statement  of  the 
earnings  of  the  Pit'sburgb,  Fort  Wayne  and  Chicago  Rail- 
road Company,  during  the  month  of  October,  compared  with 
the  same  period  of  last  year,  viz: 

1860.  1859.  Inc. 

Freight $166,735  48       $101.586  11       $65,169  37 

Passengers 100.015  36  80,763  35  19,252  11 

Express 2,700  00  3.250  00         

Mails 7.825  011  7,825  Oil  

Rentofroad 7.083  33  5,500  00  1,583  33 

Rents  &  Miscel.  1,015  50  504  87  510  03 


Total $285,39197      $199,429  23       $8, 

Earnings  Jan.  1, 
to  Oct.  31 $1,911,242  17      1,593,128  21 


5,905  44 
318.113  96 


6®*"The  article  in  our  last  issue  with  the 
caption  "Grand  Trunk  Railway,"  should  have 
been  credited  Hamilton  Spectator. 


T  H  E    GLOBE, 

THE  official 

PAPER  OF  CONGRESS. 

I  PUBLISH  NOW  MY  ANNUAL  PROSPECTUS  OF 

THE  DAILY  GLOBE, 

—AND—      ■ 

THE  CONGRESSIONAL  GLOBE  AND  APPENDIX, 

ryo  REMIND  SUBSCRIBERS,  AND  INFORM  THOSE 
i.  who  msiy  desire  to  subscribe. that  Congress  will  meet  on 
the  first  Monday  of  next  December,  when  I  shall  resume 
publishing  the  above  named  papers.  They  have  been  pub- 
lisher! so  long,  th  it  most  public  men  know  their  character, 
and  therefore  I  deem  it  needless  to  give  a  minute  account  of 
the  kind  of  matter  Lhey  will  contain. 

The  Dur.Y  Gt.niiK  will  contain  a  report  of  the  Debates  in 
both  br  inches  of  Congress  as  taken  down  by  reporters,  equal, 
at  'east,  to  any  corps  of  short-hond  writers  iu  this,  or  in  any 
other  countrv.  A  majority  of  them  will,  each,  be  able  to 
report,  verbatim,  ten  thousand  words  an  hour,  while  the 
average  number  of  words  spoken  rarely  exceeds  seven  thou- 
sand five  hundred  words  an  hour.  When  the  debates  of  a 
day  do  not  make  more  than  forty  five  columns,  they  will  ap- 
pear in  The  Daily  Globe  of  the  next  morning,  which  will 
contain,  also,  the  news  of  the  d  iy,  together  with  such  edito- 
rial articles  as  may  be  suggested  by  passing  events. 

Tub  Congressional  Globk  and  Appendix  will  contain 
a  report  of  all  the  Debates  in  Congress,  revised  by  the  speak- 
ers, the  Messages  of  the  President  of  the  United  States,  tho 
Annual  Reports  of  the  Meads  of  the  Executive  Departments, 
the  Laws  passed  during  tho  session,  and  copious  indexes  to 
all.  They  will  be  printed  on  a  double  royal  sheet,  in  book 
form,  royal  quarto  size,  each  number  containing  sixteen 
pages.  The  whole  will  make,  it  is  helieved,  at  least  2. 000 
pages.  This  acknowledged  to  be  the  cheapest  work  ever 
sold  in  any  country,  whether  a  reprint  or  printed  from  man- 
uscript copy,  taking  for  data  the  average  number  of  words 
it  contains. 

The  coining  session  will,  without  doubt,  be  an  unusually 
interesting  one,  because  the  debates  will  in  a  great  measure, 
be  upon  the  policy  of  the  President  elect,  and  The  Globe  will 
be,  as  it  has  always  been  for  many  years  past,  the  only  source 
from  which  full  debates  of  Congress  can  be  obtained. 

The  Congressional  Globe  and  Appendix  pass  free  through 
the  mails  of  the  United  States,  as  will  be  seen  by  reading  tiio 
following  Joint  Resolution  passed  by  Congress  the  tithof 
August,  IK52: 

Joint  Resolution  providing  far  the  distribution  of  the 
Laws  of  Congress  and  Vie  Debates  thereon. 
With  a  view  to  the  cheap  circulation  of  the  laws  of  Con- 
press  aud  the  debates  contributing  to  the  true  interpretation 
thereof,  and  to  make  free  the  communication  between  the 
representative  and  constituent  bodies'. 

Be  it  resolved  by  the  Senate  and  House  of  Representatives 
of  the  Unitel  States  of  America  in  Congress  assembled,  That 
from  and  after  the  present  session  of  Congress,  the  Congress- 
ional Globe  and  Appendix,  which  contain  the  laws  and  the 
debates  thereon,  shall  pass  free  tbrongh  the  mails  so  long  as 
the  same  shal  1  be  published  by  orderof  Congress:  Provided^ 
That  nothing  herein  shall  be  construed  to  authorise  the  cir- 
culation of  the  Daily  Globe  free  of  postage. 
Approved,  August  6th,  1852. 

TEiCMS, 

For  a  copy  of  The  Daily  Globe,  for  four  months- $3  00 

For  one  copy  of  the  Congressional  Globe  and  Appen- 
dix, during  the  Session 3  00 

For  two  copie3of  the  Congressional  GJobe  and  Appen- 
dix, when  ordered  at  the  same  time 5  01) 

No  attention  will  be  paid  to  any  order  unless  the  money 
accompany  it. 

Bank  notes,  current  in  the  section  of  the  country  where  a 
subscriber  resides,  will  be  received  at  par      The  whole  orany 
part  of  a  subscription   maybe  remitted   in  postage  stamps, 
which  is  preferable  to  any  currency,  except  gold  or  silver, 
JOHN  C  RIVES. 
Washington,  Oct.  18th,  18G0. 
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APPLEGATE  &  CO., 

APPLEGATE   &;  CO'.,'BooS& 

Bolliu'rf,   Stationers  and    B  lank-book 
Manufacturers,  4a   Main    Street,  Cincin- 
liuti,  invito  the  attention   of  BookweMora, 
Country  morch  aurs,  Teacher^ 

and   others   to  our  varied  and 

extensive  stock  of  School,  Classi- 

cal,Theological,  Scientific,    Stan- 

dard, and  miscellaneous   Books,  Paper, 
Blank -books,    Stationery,    etc.,  etc.; 
which,  from  our    numerous  and  favora- 
ble  arrange  menta   with   (ho 
leading  publish  ers,  as  well  as 
the  p  r i  n  cipal                man u  f act  urers 
and    importers              of  Paper  and  Sta- 
tionery, we  can  offer  superior  induce- 
ments to   purchasers.       We  respectfully 
solicit  a  comparison  of  stock  and  prices 
with  any  other  houao    in  the  West. 

Our   Stock    of    Stationery 
is  very  complete,     embracing 
in  part  all  the    varieties    of  Cap, 
Letter,   Packet,    Commercial,    Bath 
and  Note  papers,  together  with  Blotting, 
Envelope,  Manilla 
ping;    Bonnet 
opoB,  Cold  &  steel 
ers,  Pencils,  Pen- 
presses,    and 
Inkstands  ;    Era- 
wax,  Wafers, 
Banker's   cases, 
head  boxes,  En- 


Tissue,  Drawing, 
and  Tea  \v  rap- 
boards,  Env  el- 
Pen  s,  Penhold- 
rack  s,  Copying 
Bocks,  Ink  and 
b u res,  Sealing 
Slates,  Mucilage, 
Book  rests,  Bill 


ouy  n     it-nia,     mil  u.<u  u,  \*     .™«*  "i    ■"•■ 

velopo  and   Card  cases ,  Cash   and    Post 

Office  boxes,  Hitlers,  Letter  scales,  Clips, 

Weights,  and. Files  ;  Date  Calendars, 

together  with  all  other  articles 

used  in  the  counting-house. 

STATIONERS, 

To   our  Blank    Bonks   we 

especially    call    attention,    as 

they  are  manufactured  at   our  own 

establishment,  of  the  best  material,  and 

all  neatly  piigcd,  including  all  sizes,  from 


the  small  memo- 
the  largo  Super 
rial  Ledger,  and 
variety  of  styles 
work  in  a  nship. 
order  of  any  de- 
wilh  or  without 
and  warranted  to 
in  quality  o  f  pa- 


randmu  book  to 
Royal  and  Impe- 
bound  in  a  great 
a  n  d  of  superior 
Books  made  t  o 
sired  pa  t  tern, 
printed  headings 
give    satisfaction 

per,    accuracy   of 


ruling    and   durability  of  binding  ;  all  of 
which  will  be  sold  at  uniform  low  prices. 
Job  binding  of  any  kind  done  in  best 
style.     We  challenge  a  compa- 
rison with  any  other  house. 

Blank   Book    Manufacturers, 


We  are   prepared  io 

Print  and  Bind  books 

tion  and  in  any  style 

Bircd,  a-  rates  as  low 

quality  of  work 

cut  e  d  in  this 

wher  e.     Our 

executing  these 


Stereotype- 
of  any  descrip- 
that  may  be  de- 
as  the   samo 

can  be  exe- 
city  or  else- 
facilitiesfor 
branches  of 


the   trade   are  ample,  and 
authors  may  depend  upon  having 
their  books  published  in  the  best 
style   and  on      short  notice. 


Merchants   and 
Bills  of  Lading, 
Railroad    and 
Cards,   Circulars,  or 
tion  of  printing,  will 
that  wo  do  such  -obs 
despatch.    Orders  re- 


others  wishing 
Bill    Heads, 

Dray    receipts,    ^ 
any  other  descrip- 
please  bear  in  mini 
with   neatness  aul 
spectfully  solicited. 


PUBLISHERS, 

Our  own  publications         are  too 
well  known  as  works  of  the      highest 
merit,  to  require  more  than  nn  enumera- 
tion of  the  morn  prominent,  which  are, 
Clarfcos'   Com-  menta- 

ries,Dick's  Works.  B  o  1« 

lin's  Anciont  History,  Plutarch's 
Lives,  Josephns,  Spectator,  Chain  of 
Sacred   Wonders,    Familiar    Science, 
Webb's    Monitor,    Soden's    German, 
etc.,  etc.    These,  together  with  Books, 
large  and  small,  Books,  new  and  old. 
Books  amusing  and  instructive. 
Books  of  narrative  and 

adventure,  Books  suited  to 

every  condition,  and  Books  and  Station- 
ery in  endless  variety,  make  our  stock 
compl      ete  and  can  not  fail  to  please. 
We  in       vite  all  to  give  us  a  call. 

43  MAIN  STREET  CIIV* 


ANDERSON,  GATES  &  WRIGIIT, 

STATIONERS,  BOOKSELLERS, 

—7A  N  D  — 

Blank  Book  Manufacturers, 

No.  112  MAIN  STREET, 

East  Side,  between  Third  and  Fourth  Streets. 

KKEP  constantly  on  Laud  a  largeand  well  selected 
assortment  of  everything  in  their  line  which  they 
ofler  on  favorable  terms. 

RAILROAD   AND   OTHER  BLANKS, 
Printed  to  order  in  the  best  manner. 

Ruling  dune  to  order,  of  any  Pattern. 

Blank  Books  of  every  descpiption,  with  or  without 
orinted headings, got  up  on  Bhort  notice. 

ANDERSON,  GATKS  &  WRIGHT, 
(Successors  to  Jacob  Ernst, 
112,  Main  Street,  Cincinnia 

A.  BRIDGES  &  CO. 

MtKCFAt'Tt'RERS    AND   DEALERS   IK 

RAILROAD  AND  CAR  FINDINGS 

— AND — 

3VE  -^_  O  "S.S.  X  3XT  IE  II.  "ST, 

Of  Every  Description. 

No.  64  COURTLANDT  STHEET 

NEW  YORK. 
Albert  Bridges.  Joel  C.  Laxe. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y 

rpHESE  WORKS  HAVING  BEES  ENLARGED  and 
X    Improved,  and  having  received  extensive  additions 

to  tneir  tools  and  machinery,  are  prepared  to  receive 
nd  execute  ordeis  for 

!LM£2M\PiE  ssisasrm 

AND  TENDERS,  AND 
RAILROAD  MACHINERY 

generally ,  with  the  utmost  promptness  and  despatch 

iii'l  In  the  best  style. 
The  jibove  works  being  located  on  the  New  York.  Cei 
a  1  Kail  road,  near  the  center  of  the  state,  possess  su 

oeri  or  facilities  for  forwarding  the  r  work  to  any  partof 
hecountry,  without  delay . 

JOHN  ELLIS,  Agent. 

WALTEU   mcUllEEN     Sup't.  AulG.ly 


.A£>x-iX  16,  I860. 

Cincinnati,  Hamilton   and  Dayton 

SIX     DAILY    TRAINS 

LEAVE    TIIE    SIXTH    STREET  DEPOT 
(Sundays  Excepted). 

All  Trains  run   by  CocrMBrs  Time,  which  is  Seven 

MlNDTKS  FASTfiR    THAN  CINCINNATI  TlME. 

THROUGH    TICKETS 

FOR 

ALL  EASTERN,  WESTERN,  NORTHERN  AND 
NORTH-WESTERN    CITIES.     - 

6  A.  M.-EXPRESS  TRAIN— For  Hamilton, 
Richmond,  Indianapolis,  Logansport.  Day  ten,  Springfield, 
Urbana  and  Sandusky.  For  Troy,  Piqua,  Sidney,  Lima, 
Fort  Wayne  and  Chicago.  Also  for  Toledo,  Detroit,  and 
all  points  in  Canada. 

S  A.  M.— ACCOMMODATION  TRAIN  — 
For  Haamilton  and  all  way  stations.  Connects  at  Hamil- 
ton for  Oxford,  etc. 

10-00  A.M.— COLUMBUS  EXPRESS— For 
Cleveland  Dunkirk,  Buffalo,  New  York,  Boston,  Pittsburgh, 
Philadelphia,  Baltimore,  Washington  City  and  all  Eastern 
Cities. 

2.30  P.  M.  TKAIN-For  Dnyton,  Springfield,  Ur- 
bana and  Bellefuntaine.  Connects  at  Hamilton  for  Rich- 
mond, Indianapolis,  and  all  points  West. 

3.50  P.M.  ACCOMMODATION  TRAIN. 
For  Hamilton,  and  all  way  stations. 

G  P.  OT.  EXPRESS  TRAIN— For  Dayton, 
Springfield.  Urbana  and  Sandusky.  For  Troy,  Piqua,  Sid- 
ney, Lima,  Fort  Wayne  and  Chicago.  Also,  for  Toledo, 
Detroit,  and  all  points  in  Canada.  Connects  at  Hamilton 
forOxford,  Richmond,  Logansport,  etc. 

JT~pFor  further  information  and  through  Tickets  apply 
at  the  Ticket  Offices:— No.  169   Walnut  street,  between 
Fourth  and  Fifth  ;  on  West  side  of  Vine  street,  between 
Post  Office  and  the  Burnet  House;  or  at  the  Sixth 
Depot. 

D.  McLAREN,  Superintendent. 


PROSSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  BOILER  MAKERS 

AND 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Weils,  conveying  Steam  or 
Water,  Shafting  &c,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 

PARIS'S  PATENT  GLASS  EXA51ELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED    STEEL   TUBES 

THOS.  PEOSSEB  &  SON, 

28  Piatt  Street,  New  Tork. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AXD 

CINCINNATI,  HAMILTON  &  DAYTON 


RAILROADS. 


On  and  after  MONDAY,  June  11, 1860,  Trains  will  de- 
part as  follows : 

G:du  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport,  Dayton,  Greenville,  Union  &c. 

7:30  A.  M.  Express.— From  Little  Miami  Depot,  and 
from  Cincinnati,  Hamilton  and  Dayton  Depot — Connects 
via  Columbus  and  Cleveland  ;  via  Columbus,  Crestline  and 
Pittsburg;  via  Columbus,  Steubenville  and  Pittsburg;  via 
Columbus,  Bellair  and  Bcnwood;  and  via  Columbus,  iJeliair 
and   Pittsburgh;  also  for  Springfield  and  Delaware. 

7:30  A.  M.  Express— From  Cincinnati,  Hamilton  and 
Dayton  Depot,  also  connects  at  Dayton  for  Springfield, 
Urbana  and  Sandusky;  and  with  D.  and  M.  Road  for  Troy, 
Piqua,  Sidney,  Lima,  Fort  Wayne  and  Chicago.  Also,  for 
Toledo,  Detroit  and  all  points  in  Canada. 

8:00  A.  M. — From  Cincinnati,  Hamilton  and  Dayton 
Depot — AccommoJation  for  Hamilton  and  way  stations. 
Connects  at  Hamilton  for  Oxford,  etc 

10:00  A.  M.  Express.— From  Little  Miami  Depot- 
Connects  via  Columbus,  Bellair  and  Benwood;  via  Col- 
umbus, Bellair  and  Pittsburgh,  via  Columbus,  Crestline  and 
Pittsburg,  via  Columbus  and  Cleveland. 

2:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  Belle- 
fontaine;  also  at  Dayton  for  Columbus;  connects  via 
Hamilton  for  Richmond,  Indianapolis,  and  all  points 
West. 

3:511  P.  M. — From  Cincinnati,  Hamilton  and  Dayton  De 
pot;  for  Hamilton  and  all  way  stations;  connects  at  Ham 
ilton  for  Oxford,  &c. 

4:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

6:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

6:00  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  San- 
dusky ;  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago ;  also  for  Toledo,  Detroit,  and  all  points  in  Cana- 
da ;  connects  via  Hamilton  for  Richmond-  Logansport,  etc. 

11:00  P.M.  Express.— From  Little  Miami  Depot— Con- 
nects via  Columbus,  Steubenville  and  Pittsburgh;  via 
Columbus,  Crestline  and  Pittsburg :  via  Columbus  and 
Cleveland,  via  Columbus,  Bellair  and  Benwood  and  via 
Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  1  Bun.et  House  ;  No.  5  East  Third 
Street  ;  Sixth  Street  Depot,  and  at  the  East  Front  Street 
Depot. 

Trains  run  by  Columbus  time,  which  is  seven  minutes 
faster  than  Cincinnati  time. 

P.  W.  STR.ADER, 

General  Ticket  Agent. 

Omnibuses  cal  for  passengers  by  leaving  directions  at 
the  Xicket  Offices* 
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Patent  Portable  Forge  and  Jfell®ws. 

THESE  FORGES  are  superior  to  all  aVomnttr  build 
era  of  railroads,  mines,  quarries,  guiwmitao,  Iock- 
emiths,  machine  shops,  boiler  makers,  Q'as  fitters  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  areso  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  totheflue 
by  a  pipe. 
Railroad  companies  and  others  in  want  of  Portable 
or&es  willaddress  W.G.  HYNDMAN, 

ap23  41  tiast  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


DEL  jSlXXjIELO-^-ID  . 

SHOKTEST  KOTJTE  BY  THIBTT  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN^BR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P-  M  —  TERRE  HAUTE  AND  APATETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

G.00  P.  M.-CHICAQO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


~tt_3~  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrenceburg  &  Indianapolis* 

DS-FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIlROUG"*1  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaviug 
address  at  either  office. 

H.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON, 

AND   ZANESVILLE 

n.  .a.  iL  :r  o  _a.  x>  « 

Two  daily  trains,  at  6  A.  M  .snd  6  P.  M.,from  Little  Mi 
ami  Depot,  EastFront  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Rkturnino  Trains — Arrive 
4.40  P.  M. 

Through  and  Local  Tickets 
Offices  of  Little  Miami  K  >  id. 

ar 


(Cincinnati  at  8  A.  M.  and 

ale    t  Depot  Ticket 

OND 


RAILROAD  IRON. 


nay  oe  required. 

.    -VOSE, LIVINGSTON  &  CO. 
New  York,  Ap  3,1850.  9  South  Wlliam  Street. 


T.  F,  RANDOLPH  &  BBO, 

Mathematical   Instrument  Makers 

o.GI       est  6tU  St.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORB,PHILADEPHIA,NEWY0RK  &  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  witli  Railroads  for  and  from  all 
points  in  the 

West,   South- West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.  New  York  and  Boston, at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  "ood  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  forpleasure  orjn  formation, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

JO3  Ask  for  tickets  via  Baltimore  an n  Ohio  Railroad. 
W    P.  SMITH, Master  Transportation ,  B.  &  O.  R.  R. 

J.  H.  SULLIVAN,  Gen,  West.  Ag-t.,  B.%  O  R.  R. 
L.  M.  COLE,  Qen.   Ticket  Jigt.,  B,  $  0.  R.  R. 
H.  J.  JEWETT    PresH  C.  0.  R.  R. 
J.  W.  BROWN.  Ken.  TVrfcst  Agt^  C.   0.  It.  R. 


G.    W.    MORRILL. 


G.    B.    BOWERS 


eiver 


MORRILL  &  BOWE&S, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON   &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  that 
no  pains  will  be  spared  to  sive  entire  satisfaction  it 
al    nR*e  6 

IEON  BOILER  FLUBS 
PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7inches  outside  diameter,  cut  to  definite  length 

as  required. 

wKOVGHTIRON  WELDE©   TUBES, 

From  %  to  5  incheshore,  with  Screw  and  SocketCon- 

oectlons.    T's,  L's,  Stops,  Valves,  Flanges  ,  etc.,  etc 

Warehouse,  209  South  Third  St., 

PH  I  LAD  ELPH  1A  *  |».ug 

Stephen  morris,  nun.  whkkub*,  ju. 

TUOS.  T  TASKEtt,  JR.,  B.P.K.  TJ.4KK&. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of  "  T  $    RaU^ 

PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  wlm  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extiemeties  of  the  rails. 
This  plate  may  be  of  such  form  as  to\  fill  up  the  recess  in 
tte  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  :in  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  Up  of  the  chair,  as  shown 
inFig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ar.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  to  ccnfinetlie  plate  C.  The  ends  of  the  tongues  arc 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them*  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re» 
cesses  are  provided  fcr  them  in  such  a  manner  a3  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C   and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  theouts;de  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
ther can  move  wiihot  the  other. 


Another  great  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot:  :.n  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    Thi"  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on    any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road, thereby  doing  away  "vith  thehreakingof  rails,  whee 
and  axles,  preventing  the  loss   of  life  and  destruction 
property,  and  saving  at  ie»st  fifty  per  cent,  on  the  wea 
the  rolliDL' stock  of  the  road. 

"W.  HARVEY,  Inventor  &md  Patkn      ti 
41  Jefferson  street,  Albany, 
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GEO.  H.   KNIGHT    &    BROTHER, 

Patent   Attorneys, 


IV.  E    Corner  Vine  &  4th. 


Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju  24.  6m. 
4.  G.  LOBDELL.        1.  S.  M'COMBS.        I>.  P.  BUSH. 

BlJSE&LOBDELL, 

'Wilmington  -------  Delaware 

MANUFACTURERS  OF 


For  R.R.Cars&  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    U  THEIR 

CELEBRATED     WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 

To    Ilnmnicred   or    Kolled    Axles, 

Id  the  best  manner,  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 


A  Book  for  Eve ry  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A.  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories, arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post- Offices;  Hates 
of  foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed-  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post- Office  De- 
partment, (J&C,  efce. 

COMPILED    BY    E.   PENKOSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cc&ets. 

HEAD  TIIE   FOLLOWING  CERTIFICATE. 
U.  S.  Blank  Agency,  Cincinnati  Post-Office,} 
January,  1859,     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0-,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,   especially  of   the    Western,    North- Western,  and 
outh-Western  States,  yet  published. 

MAIILON  II    MEDARY, 
Agenx  and  Inspector  of  Blanks ,  £c.,/or  P.  O. Depart. 

The  hook  makes  an  actavo  pamphlet  of  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
niler  is  promptly  advised  of  all  Jfew  Offices,  Changes  ard 
'Regulations  of  the  Department,  the  informationis  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Conn 
ies,  making  it  especially  valuable  to  business  men.  No 
Similar  arrangement  has  been  published  since  J85G.  There 
are  3<;00  more  offices  in  this  thai  in  any  book  heretofore 
issued.  T7i  e  Price  is  one-hall  that  of  any  work  of  the  kind 
now  published. 

JO  Single  copies  sent  by  mail  (postage  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  .$J.0U,  or  Twelve 
Copies  for  SS.uG, 

Addres*.  C  S.  W1LL1IAMS 

104  Walnut  Street, 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 

WM.    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRAKCn  OFFICES: 


Columbus,  0., 
Dayton,  0., 

Zanesville,  O. 


Louisville,  Ky., 
Lafayette,  lnd., 

Indianapolis,  lnd., 

Wc  offer  the  Wheeler  &  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  ooon,  low-priceo  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fitly-Five   S9oUars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
doth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  office*  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICPScnd  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

feh!2.  WM.  SUMNER  &.  CO. 


3MI O  S  3E3  JLm  E3  "ST 9  S 
WROUGHT   IRON 

ARCH  BRIDGES 

— AND-^ 

Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  CO  West  Third  Street"  Cincinnati,  Ohio. 

Snt.2.  MOSELEY  &  CO. 

JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 

AL  INSTRUMENT  MAKERS, 

S.W.COtiNEK  FIFTH  AND  BACK, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Harome- 
ers,  Thermomoters,  Spectacles,  Microscopes,  etc.,  ai- 
aysouhand.    Repairing  attended  to. 

.  "  tVITCHELL,  JAMES  FOSIEK,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 

"freedomIron  companyT 

MAXTTFACTUTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pnmp  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Leuistoirn,  Miiflin  Co..  Penn, 

JOHN  A.  WRIGHT,  SupU. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal i'ig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June©. 

New  Time  Table 


HEW  YORK  CENTRAL  R.  R. 


Leave  Albany. 
Steamboat  Exp..  7  no  a.  m. 

Mail 9.1  CI  i.  M. 

New  York  Exp. .31-15  a.  m. 

Nijrht  Exp 5.0U  P.  M. 

Utica  Accom'D..  6  no  p.  M.    A 

N.  Y.  Mail 11.15  p.  M. 

Leave  BuQalo. 
New  York  Exp..  5.15  a.  m. 
Steamboat  Exp..  8.00  a.  m. 

Mail -  

Cleveland  Exp..  6.00  p.  M. 
Cincinnati  Exp.  1 3 .00  p.  a. 
tJticaAccom'n.. 


Arr.  Buffalo. 

7  00  p.  M. 

12.50  a.  M. 

9.00  p.  x 

4.00  a.  M. 

.  TJ.  10.00  p.  h 

lO.Ot   A.  M. 

Leave  Bridge. 
5.15  a.  M. 
8.00  a.m. 


Arr.  S.  Br. 
T  00  p.  M. 

9.00  p.m. 
4.00  a.  M 

10.00  a,  M 
Ar.  Alb'y 
3.30  p.  M 
8.00  p.  M 
2.30  p.  M 
4.40  A.  M 
8.30  a.  M 

10.00  a. 


CINCINNATI 

LOCOMOTIVE  WORKS, 


Theundersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  bes^  Easte 
manufacture.  Also,  Shaping  and  Slotting  itia  chines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
forging  and  casting  done  at  short  notice  .  Also,  bolts  fo 
bridge*  cu    withdispatch. 

a  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Tisitorsanpoinled  by  the 
State,  is  underthe  superintendence  or  Col.  E.  W, 
MORGAN?  a  distinguished  graduate  01  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in    Mathematics,  Mechanics,  Ma 
chines, Const  ruction.  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accornpaniedby daily  and 
regulated  exercise. 

Schools  of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  objectofProfessionalpreparation;  both 
belore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs, K.T.  "or  theundersigned. 

P.  DUDLEY. 
Prosldentofth    Boar 
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E.  D    MANSFIELD, 

T.  WRIGHTBOM. 


Editors. 


OIN(UN  NAT  I: 
Thursday  Morning,    Nov.   29,  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 
OFFICE -No.  16V    Walnut    Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  J3s.  (id.  (83)  payable  in 
advance. 


3  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 
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CINCINNATI,    WILMINGTON     AND 
ZANESVILLE  RAILROAD. 

This  important  work  is  still  in  the  hands  of 
a  Receiver,  Col.  W.  Key  Boxd,  who  has  con- 
ducted it  prudently  and  carefully.  The  road, 
however,  has  so  narrow  a  limit  of  country  as 
compared  with  many  others,  that  it  is  scarcely 
to  be  expected  that  it  can  ever  prove  profita- 
ble. The  city  of  Zanesville,  at  one  extremity 
makes  its  communication  west  and  north 
through  Columbus  by  the  Central  Ohio,  while 
the  southern  and  but  end  of  the  line  is  entire- 
ly controlled  by  the  Little  Miami.  Hence  it 
is  the  intermediate  country  is  the  sole  depend- 
ence of  this  road.  Accordingly,  almost  its 
entire  business  comes  from  Lancaster,  Circle- 
ville,  Washington,  and  Wilmington.  This  is 
considerable  and  is  incroasing,  but  compre- 
hends only  a  narrow  limit  of  country.  We 
are  permitted  to  copy  the  following  general 
facts  from  the  accounts  of  the  company,  viz : 

Oro33  Receipts SJSl.IGS  57 

Gross  Expenses, 145,641  63 

Net  Profits, $38,324  94 

These  are  the  ordinary  expenses;  but  from 
the  sum  set  down  above,  as  net  profits,  must 
be  taken  $14,341  23  as  "  Extraordinary  Ex- 
penses"— such  as  rebuilding  bridges  and  other 


structures — leaving    as    balance    of    profits, 
$23,983  VI. 

Among  the  interesting  items  of  the  Road 
Account  are  the  following,  viz: 

Received  from  the  State  Fair  (1859) $0,893  90 

Receipts  from  through  passengers   (west) §1,217  34 

"              (east)....  81. 452  58 
'•    local  " $(il>,44S  J7 

We  see,  therefore,  that  the  whole  amount 
received  from  through  passengers  is  only  4 
per  cent,  of  that  received  from  local  passen- 
gers! In  other  words,  this  is  exclusively  a 
local  road. 

Receipts  from  through  freight,  (west) 83.P0G 

"  "       (east) $2,0-0 

"  local  "  875,782 

Here  again,  we  find  the  through  freight  to 
be  only  8  per  cent,  of  the  local.  It  is  plain 
from  this  s tatement  that  not  only  is  this  work 
a  local  road,  but  also  that  the  lines  connecting 
with  it  are  not  very  liberal  towards  it,  or  more 
through  business  would  have  occurred.  The 
local  business  is  an  important  one  on  this  line, 
as  it  is  the  only  outlet  for  the  coal  of  Perry 
County;  and  as  that  coal  can  be  carried  to 
the  north  western  counties  cheaper  than  any 
other,  it  is  not  improbable  that  the  time  may 
come  when  the  coal  business  will  greatly  en- 
large the  profits  of  the  road. 

The  receipts  from  coal  were  $15,683.  As 
the  cost  of  transportation  to  Morrow  is  about 
5  cents,  and  most  of  the  coal  is  carried  to  in- 
termediate places,  there  must  have  been  320,- 
000  bushels  of  coal  carried  on  the  road. 


DECLINE  IN  STOCKS. 

Within  the  past  few  weeks  very  extraordin- 
ary fluctuations  in  railway  and  other  stocks 
have  taken  place.  But  why,  nobody  can  tell. 
That  there  are  no  good  reasons  for  them  is  evi- 
dent, for  our  roads  were  never  more  encumbered 
with  freight,  and  at  their  own  prices,  than  at 
the  present  time.  Indeed,  many  of  them  have 
more  freight  pressing  upon  them,  than  they 
can  transport  without  additional  facilities, 
while  largely  increased  earnings  are  reported 
weekly,  by  almost  every  road  in  the  country. 
Then  why,  we  ask,  should  there  be  such  gen- 
eral fluctuations  in  all  classes  of  railway 
securities  ? 

One  party  answers  with  an  ominous  shake 
of  the  head. — It  is  all  in  consequence  of  the 
election  of  a  "  sectional  President."  Just  as 
if  all  Presidents  heretofore  elected  were  not 
sectional  ones,  that  is,  elected  by  one  party. 
Another  finds  the  solution  in  the  wonderful 
discovery  that  "  we  have  too  many  railways." 
Another  in  this,  and  another  in  that,  but  all 
equally  wide  of  the  mark. 

Let  us  look  at  this  subject  a  little,  and  per- 
haps we  may  work  out  a  solution. 

In  all  ages  of  the  world,  from  Adam  to  the 
present  time,  there  has  been  a  class  of  men 
who  seem  to  be  exempt  from  the  general  fiat 
pronounced  against  the  race  "  in  the  sweat  of 
thy  brow  shalt  tbou  eat  bread,"  for  like  the  lil- 
lies  of  the  valley,  they  were  never  known  to 
toil,  "  neither  do  they  spin,"   yet  Solomon   in 


all  his  glory  lived  not  more  sumptuously  than 
most  of  them— especially  those  of  modem 
times.  Whether  it  be  because  of  the  mark  on 
their  foreheads  inherited  from  their  great  pro- 
genator,  or  from  some  other  cause,  that  they 
are  permitted  this  exemption,  is  not  for  us  to 
say.  But  certain  it  is  that  they  belong  to  a 
very  ancient  family,  for  we  read  of  them  in 
many  parts  of  the  old  Testament,  "The  sweet 
singer  of  Israel  "  alludes  to  them — but,  we  are 
sorry  to  say,  in  no  very  complimentary  terms, 
and  the  Savior  found  it  necessary  to  "upset 
their  tables  "  and  expel  them  from  the  temple, 
which  they  had  poluted  by  their  unholy  money 
changing. 

Now  this  class  of  men  is  daily  growing 
more  numerous  and  powerful.  They  block  up 
every  avenue  of  trade,  throng  every  mart,  fill 
every  highway!  They  are  on  'change,  in  the 
market  space,  in  the  church,  in  the  theater, 
on  the  steamers,  in  the  cars!  Their  name  is 
legion  and  they  are  here,  there,  and  everywhere. 
Not  a  bale  of  cotton,  nor  a  hogshead  of  sugar, 
nor  a  barrel  of  flour,  nor  a  bill  of  exchange, 
nor  a  morsel  of  food  can  we  buy,  but  we  have 
to  pay  tribute  to  one  or  more  of  these  harpies, 
In  the  market  places  they  are  called  Huck- 
sters, on  'change  Brokers,  in  the  street  Sharks 
and  Gamblers,  and  in  other  places  by  various 
names,  but,  however  called,  they  all  belong  to 
the  same  family,  and  have  the  same  leading 
characteristics — they  are  all  vampires,  and 
live  upon  the  life-blood  of  others.  If  any  one 
doubt  this,  let  them  attempt  to  buy  or  sell 
anything,  and  they  will  find,  though  they  may 
not  always  discover  the  cloven  hoof,  that  a 
broker  of  some  sort  has  had  something  to  do 
with  it  and  for  which  they  have  to  pay.  Th 
Stock  market,  however,  is  their  grand  theater 
of  action.  There  they  flourish  in  all  their 
glory.  There  they  make  commercial  crises, 
and  there  they  engender  panics  which  like 
pestilence,  sweeps  over  the  land. 

These  men  have  recently  had  things  all 
their  own  way.  Taking  advantage  of  the  dis- 
content and  vexation  of  a  few  disappointed  or 
knavish  politicians,  they  have  succeeded  in 
producing,  in  the  midst  of  one  of  the  most 
prosperous  periods  the  country  has  known  for 
years,  a  panic  in  the  financial  world  that  has 
had  few  parallels  on  this  side  of  the  Atlantic. 
That,  this  is  all  made  out  of  whole  cloth  none 
can  doubt  who  will  stop  for  a  moment  and 
take  a  survey  of  the  country.  The  West,  the 
great  heart  of  empire,  is  just  marketing,  at  fair 
prices,  the  largest  harvest  she  has  had  for 
years — a  large  portion  of  which  is  finding  its 
way  to  Europe  to  pay  for  the  silks  and  the 
satins  of  our  wives  and  daughters. 

From  this  source  the  seven  western  states 
have,  since  harvest,  received  not  less  than  fif- 
ty if  not  seventy-five  million  dollars.  It  has 
given  employment  to  almost  every  car  upon 
our  larger  railways,  every  vessel  upon  our 
lakes,  and  boats  and  steamers  innumerable 
upon   the   western    river«.       All    aver.'.w."   of 
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trade  have  been  thronged  and  little  or  no 
complaining  has  been  heard  in  any  quarter. 
Yet  in  the  midst  of  all  this  seeming  prosperity, 
a  cry  is  raised,  which,  like  thunder  from  a 
clear  sky,  startles  the  commercial  world  to  its 
very  center.  Stocks  tumble  down,  exchange 
touches  panic  prices  banks  suspend  specie 
payment,  and  distrust  and  gloom  overspread 
everything. 

Now  there  can  be  little  or  no  doubt  that  the 
most  of  this  unfortunate  state  of  affairs  is 
owing  to  the  mancevers  of  the  Wall  street 
stock  jobbers,  aided  and  abett?d  by  their 
brethren  in  all  parts  of  the  country.  These 
men,  like  a  pack  of  hungry  wolves,  having 
tasted  blood,  are  running  riot  over  everything. 
The  hyenas  at  the  South,  encouraged  by  the 
sncces.i  of  their  confreres  at  the  north,  take 
up  the  cry,  and  stir  up  the  most  diabolical  ele 
ments  to  keep  off  opposition,  in  order  that 
they  may  more  deliberately  plunder  the  vic- 
tims chance  may  throw  in  their  way. 

It  is  not  contended  that  all  this  excitement 
conies  from  the  stock  gamblers — for  it  has  its 
foundation  in  our  miserable  system  of  bank- 
ing, and  our  undue  extention  of  the  credit 
system.  These  are  admirably  suited  to  the 
purposes  of  the  speculator,  and  a  never-failing 
resource  when  the  current  of  events  are  favor- 
able for  enriching  himself  at  the  expense  of 
the  working  part  of  community. 

Nobody  will  contend  that  the  real  value  of 
railway  stocks,  or  bonds,  are  worth  less  to-day 
than  yesterday,  or  last  week,  or  that  they  will 
be  next  week  or  next  month.  Yet  within  ten 
days  stocks  have  fallen  5,  10,  20  per  cent,  and 
risen  again  almost  as  rapidly.  These  results 
are  entirely  the  operation  of  the  Bulls  and 
Bears  of  the  stock  exchange,  and  it  is  won- 
derful that  shrewd  business  men  will  allow 
themselves  to  be  swindled  by  a  set  of  cormo- 
rants whose  specialty  it  is  to  produce  these 
excitements,  out  of  which  they  make  their 
harvests. 

But  it  is  not  alone  on  the  stock  exchange 
that,  these  persons  operate.  Fancy  banking 
finds  peculiar  favor  with  them.  They  flood 
the  country  with  all  sorts  of  currency,  which 
for  a  time  they  redeem  at  par,  and  until  their 
kite  is  sufficiently  high.  But  when  all  things 
are  ready,  they  cut  the  string,  and  the  whole 
tumbles  to  the  ground — entailing  upon  the 
business  community  heavy  and  vexatious 
losses.  These  operations  are  repeated  as  of- 
ten as  opportunity  offers,  and  with  the  same 
results. 

Now  it  is  strange  that  the  business  world 
will  not  learn  wisdom  by  experience.  If  our 
capitalists  would  only  make  up  their  minds 
that  our  stocks  have  certain  intrinsic  values, 
and  make  their  investments  accordingly — not 
allowing  themselves  to  be  frightened  out  of 
their  wits  by  the  screams  of  every  cormorant 
that  may  choose  to  get  a  dinner  at  their  ex 
pens",  we  should  have  none  of  these  extraor 
dinary  fluctuations  in  the  stock  market.  And 
were  our  merchants  and  traders  resolutely  to 


put  their  face3  against  wildcat  banks,  and  ut- 
terly to  refuse  to  have  anything  to  do  with  the 
paper  of  any  banks,  save  those  that  are  known 
to  be  good  beyond  a  doubt,  we  should  have 
few  of  these  commercial  revulsions  which 
shake  the  business  world  to  the  center.  When 
a  man  feels  that  what  he  has  is  real,  he  is  not 
going  to  part  with  it  at  a  sacrifice.  Nobody 
sells  his  land  at  a  loss,  except  on  compulsion. 
And  so  it  should  be  with  our  stocks  and  money. 
Buy  none  of  the  former  except  at  real  values 
— if  yon  can.  find  what  that  is — -and  don't  be 
frightened  out  of  your  cooler  judgment  by  the 
senseless  cry  of  those  who  are  trying  to  cheat 
you  out  of  your  substance;  and  take  none  of 
the  latter  that  you  are  afraid  to  keep  over 
night  or  over  the  week,  let  what  would  happen. 
If  all  would  adopt  this  course'  we  should  have 
no  more  commercial  crises,  for  we  would  ef- 
fectually wipe  out  the  great  sources  of  them — 
namely,  irresponsible  and  worthless  bank 
paper. 


AMERICAN     RAILROAD     ENTER- 
PRISE IN  BRAZIL-HISTORY  OF 
BRAZIL  ROADS. 

The  Don  Pedro  II  Railway  is  one  of  the 
main  lines  of  Railway  connection  now  being 
developed  in  the  finest  empire  of  South  Amer- 
ica. It  extends  far  into  the  interior  from  Rio, 
as  a  grand  trunk,  with  many  branches  ramify- 
ing on  either  side,  and  is  being  pushed  for- 
ward rapidly  by  the  Philadelphia  company  to 
whom  the  contract  was  awarded  in  the  latter 
part  of  1857.  The  first  section,  forty  miles, 
was  completed  earlier  in  the  year.  The  Empe- 
ror himself,  on  the  2d  of  June,  started  over 
the  American  portion  of  the  road  to  inspect  it. 
The  railroad  is  to  extend  300  miles  into  a 
coffee  district.  The  second  section  traverses 
a  mountain  range,  some  3,000  feet  above  the 
level  of  the  sea.  Some  of  the  fillings  required 
are  enormous,  while  the  shafts  for  tunneling 
have  to  be  sunk  in  some  places  upwards  of 
450  feet,  through  the  most  solid  kind  of  trap 
rock.  Under  the  skillful  labor  of  the  gentle- 
men who  are  now  at  work  at  it,  it  will  be  done 
properly,  and  as  speedily  as  the  character  of 
the  work  will  allow. 

Hitherto  American  enterprise  in  Brazil  has 
been  far  below  that  of  the  leading  nations  of 
Europe  Remunerative  contracts,  requiring 
skill  and  energy,  were  constantly  obtained  by 
Englishmen,  Germans,  Frenchmen  and  even 
Portuguese;  but  Americans  had  no  fair  play, 
until  the  railway  system  of  Brazil  was  ma- 
tured. Their  experience  with  single  lines,  in 
a  new  country,  was  just  what  Brazil  required. 
It  was  then  that  Col.  Charles  F.  M.  Garxett, 
of  Virginia,  was  employed  as  engineer-in- 
chief;  and  more  of  our  countrymen  have  thus 
been  led  to  Brazil  than  ever  before.  Col.  Gar- 
xett, we  understand,  has  returned  to  the 
United  States,  but  American  skill  and  enter- 
prise are  now  better  known  and  appreciated 
in  Brazil  than  formerly,  and,  if  our  country- 
men are  wide  awake  to  their  own  interests, 
they  will  not  neglect  the  opening  there. 

The  Don  Pedro  Road  is  the  sixth  railway 
begun  in  Brazil.  The  names  of  these  enter- 
prizes  are  as  follows  : — Maria  Railway,  begun 
in  1852,  finished  in  1853;  Pedro  II.  Railway, 
first  section  begun  in  1855,  finished  in  1857  ; 
Pernambuco  and  San  Francisco  Railway,  be- 
gun in  1855,  finished  in  185S;  Bahia  Railway, 


begun  in  1857.  finished  in  1800:  Canto  Gallo 
Railway,  begun  1860;  San  Paulo  Railway,  be- 
gun I860. 

The  Brazilian  government  guarantees  a  cer- 
tain per  cent,  to  the  stockholders  of  all,  or 
nearly  all,  of  these  railroads  The  enlight- 
ened policy  of  the  intelligent  head  of  the  Em- 
pire, and  the  peace,  which  is  the  normal  con- 
dition of  Brazil,  speak  much  for  the  advance 
of  that  country,  and  make  it  stand  out  in  bold 
contrast  with  the  ever-heaving,  revolutioniz- 
ing, Spanish-American  Republics.— Economist. 

The  Tunnel  of  Mendez  is  said  to  be  a  stu- 
pendous undertaking.  This  tunnel  pierces  the 
Apine  ridge  of  hills,  which  surround  the  City 
of  Rio  Janeiro.  It  is  7,200  Portuguese  feet 
length, — equivalent  to  a  mile  and  a  half  Eng- 
lish. Last  year  there  were  but  370  feet  exca- 
vated, and  three  immense  shafts  sunk.  The 
work  will  soon  be  in  a  condition  to  proceed 
with  great  activity. 

The  San  Paulo  Railroad  commences  at  San- 
tos, a  hundred  miles  south  of  Rio  and  pro- 
ceeds to  the  city  of  San  Paulo,  the  capital  of 
a  flourishing  province.  The  stock  for  this 
road  has  been  taken,  and  the  money  obtained 
in  London.  Santos  is  the  Port  of  a  great 
coffee  region,  and  that  fact  will  make  it  a 
great  town.  Indian  corn  grows  there  well, 
and  this,  with  the  coffee  trade,  will  make  it  a 
fine  field  for  enterprise  and  industry. 


CLEVELAND,  ZANESVILLE  AND 
CLN  CINNATI_R  AILROAD . 

The  last  report  we  have  of  this  road,  is  for 
the  year  1859,  when  the  following  facts  ap- 
peared : 

lteceiveii  from  passengers, $25,615  73 

"  freight 34.7S1   18 

Aggregate, SM.-iM  61 

Expenses, -11.0:3  50 

Net  Profits, §10,113  31 

Xumber  of  passengers,. ...-•-...-. ....5' 1.756 
The  average  for  each  passenger  is  50  cents. 
The  average  distance  carried  is  17  miles. 

The  length  of  this  road  is  61  miles,  from 
Hudson,  in  Summit  County,  to  Millersbnrg, 
Holmes  County.  Its  original  cost  is  $1,576,- 
693.  If  the  above  net  profits  may  be  taken 
as  an  average,  it  pays  but  1  per  cent,  on  its 
cost.  This  road  has  considerable  local  advan- 
tages, and  may,  if  continued  to  Zanesville  and 
the  Lake,  become  a  great  thoroughfare.  We 
apprehend,  unless  this  is  done,  it  will  hardly 
realize  even  its  local  business.  It  passes 
through  Akron,  Cuyahoga  Falls,  Orville, 
Fredericksburg,  and  other  flourishing  towns. 
It  was  intended  to  be  connected  with  the 
Scioto  and  Hocking  Valley  road  at  Newark, 
and,  if  possible,  be  continued  to  the  Lake,  at 

Painesville. 

•*&» ■ 

Jg@°"The  Missouri  State  Treasurer  gives  no- 
tice that  the  coupons  for  the  semi-annual  in- 
terest of  the  Missouri  Railroad  Bonds  wili  be 
paid  on  presentation  at  the  Bank  of  Com- 
merce, New  York,  on  and  after  the  first  of 
January  next. 

®2^"The  earnings  of  the  Michigan  Central 
Railroad  for  the  third  week  of  November  show 
an  increase  of  §6,253  SO. 
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THE  RAILWAY  TIMES  AND  THE 
MOSELEY  BRIDGE. 

The  "Thunderer"  is  out  again  on  the  Mose- 
ley Bridge.  He  really  does  not  know  what  a 
Moseley  Bridge  is,  but  he  does  understand  some 
other  sort  of  a  bridge,  and  knowing  that,  he  is 
unwilling  to  accord  either  safely  or  economy 
or  any  other  good  quality  to  a  structure  which, 
in  the  plenitude  of  his  knowledge,  he  has  nev- 
er seen.  He  tells  us  he  has  read  the  late  Ni- 
agara Bridge  Pamphlet  of  Peter  W.  Barlow  of 
England,  and  he  has  read  Mr.  Fairbairn's  ex- 
periments on  the  strength  of  iron.  We  have 
no  doubt,  indeed  we  never  had  a  doubt  of  the 
extensive  erudition  of  the  writer  of  the 
Times,  although  he  does  say  we  are  "very 
heavy"  on  some  of  his  expressions.  But  we 
do  not  know  but  that  some  one  in  the  circle  of 
our  acquaintance  also  has  read  the  same  pam- 
phlet and  the  same  experiments.  Perhaps 
they  have.  If  in  the  ccurse  of  our  inquiries 
we  find  out  that  either  we  ourselves  or  any  of 
our  friends  have  read  sucli  works,  we  shall  cer- 
tainly feel  proud  of  it,  although  we  may  not 
say  so.  But  our  friend  of  the  Times  has  read 
them  and  he  ought  to  feel  proud  of  it.  He 
may  sometime  in  the  future  find  that 

"A  little  learning  is  a  dangerous  thing, " 

and  that  too  much  of  it  is  apt  to  make  a  man 
mad.  Before  he  gets  through  his  course  of 
reading  we  would  suggest  for  his  perusal  the 
proverbs  of  Solomon  and  the  common  sense 
sayings  of  Benj.  Franklin. 

The  gist  of  a  long  criticism  in  the  Tines  is 
contained  in  the  following  extract: 

"  According  to  his  own  figures  in  the  above 
table,  the  cost  of  his  300  feet  span  should  be, 
not  as  he  states  it  §61  80  per  foot,  but  $1<J3  00. 
Indeed  nothing  shows  more  completely  the 
lack  of  knowledge  displayed  by  this  same  Mr. 
Moseley,  than  the  following  figures  which  he 
himself  gives  in  a  back  number  of  the  Record  : 
Span,  feet.    lbs.  per  foot.    Sec.  area,  inches.    Cost  per  foot- 


concluding  ones  above  exceedingly  polite  in 
the  writer  of  the  Times  and  we  simply  said  so. 
Nothing  was  farther  from  our  thoughts  than 
the  idea  of  personal  abuse. 

In  the  conclusion  of  the  criticism,  the 
Record  is  taken  severely  to  task  for  sustaining 
the  Moseley  Bridge — while  the  course  of  the 
Times  is  vindicated  by  reference  to  a  pam- 
phlet on  the  Niagara  Bridge.  How  apropos 
an  argument  drawn  from  a  suspension  bridge 
is  to  one  consisting  of  an  arch,  the  reader  will 
judge.  We  have  detailed  the  tests  to  which 
the  Moseley  Bridges  have  been  subjected — 
tests  that  were  much  more  severe  than  are 
usually  applied  to  similar  structures  and  were 
witnessed  by  engineers  of  well-known  ability 
— and  even  the  Times  admits  that  if  our  state- 
ment is  true,  the  bridges  stood  the  test  well. 
The  structures  are  therefore  safe  ones.  As 
to  the  question  of  cost  whether  a  300  feet 
bridge  will  cost  §61  80  per  foot,  as  given  by 
the  builder,  or  $193  00  per  foot  as  given  by 
the  Times — the  answer  is  simply  this — the 
builders  of  these  bridges  will  erect  them  at 
the  price  they  name  and  are  quite  content 
to  wait  for  their  pay  till  the  bridges  are 
thoroughly  tested. 
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That  is,  when  an  area  of  26  inches  costs 
$2-1  30,  an  area  of  111.19  inches  costs  only 
$61  80.  Can  Mr.  Moseley,  or  the  Record,  or 
the  Agricultural  Board,  or  Backus,  (we 
have  forgotten  his  title,  Major  General,  or 
something)  explain  how  a  300  feet  span  can 
be  made  so  much  cheaper  than  a  45  feet 
span?" 

Now  nothing  shows  more  clearly  the  total 
ignorance  of  the  writer  of  the  Times  than  the 
above  criticism.  The  cost  of  iron  work  at  ten 
cents  per  pound  is  not  governed  by  the  num- 
ber of  sectional  inches  in  a  triangular  tube, 
but  by  the  weight  in  pounds  of  the  whole 
structure  and  the  scale  of  prices  is  in  strict  ac- 
cordance with  the  scale  of  weights.  The 
spirit  of  fairness  and  amiability  of  the  critic 
is  admirably  shown  in  the  concluding  sen- 
tence of  the  extract,  and  must  convince  the 
render  that  he  is  a  gentlemanly  critic  at  once 
erudite  and  polite. 

The  writer  in  the  Times  complains  that  we 
abuse  him  personally.  We  humbly  crave  in- 
dulgence— we   thought   expressions   like   the     clothing,  cooking  utensils,  &c,  &c.  would  have 


ARIZONA  MINING-ITS  INFLUENCE 
ON  THE  COURSE  OE  TRADE. 

In  our  last  issue  we  gave  a  brief  synopsis  of 
the  mines  of  Arizona  as  they  are  now  opened. 
We  showed  a  chain  of  mining  locations  lrom 
the  Stephenson  mine  near  Messilla  on  the  Rio 
Grande,  to  the  Ajo  mine  within  100  miles  of 
the  head  of  the  Gulf  of  California,  and  also 
stated  the  strong  probability  that  many  of  the 
mining  locations  would  be  taken  up  in  the  in- 
tervals between  the  present  settlements.  We 
now  propose  to  consider  the  course  of  trade 
that  be  established  as  a  consequence  of  these 
settlements,  and  the  developments  going  on 
about  them.  There  are  two  considerations  to 
be  viewed  in  this  connection,  first  the  nature  of 
the  the  trade  and  second  the  facilities  for  car- 
rying it  on. 

First,  the  nature  of  the  trade.  In 
any  mining  community  there  may  reason- 
ably be  expected  to  be  a  large  amount  of 
mineral  products  seeking  shipment,  and  this 
will  be  especially  the  case  in  Arizona. 
Here  are  mines  of  gold,  silver,  lead,  copper, 
iron,  all  valuable  and  useful  metals,  and  dis- 
tributed by  nature  in  great  abundance  through 
this  country.  They  will  all  bear  transporta- 
tion the  great  marts  of  commerce — provided 
reasonable  facilities  exist  for  carrying  them 
forward,  and  three  of  them  at  least,  gold,  sil 
ver  and  copper,  will  bear  a  large  cost  of  mov- 
ing. The  mines  of  silver,  copper  and  lead  al- 
ready opened  would  furnish  freight  in  moder- 
ate amounts  for  a  local  road  to  the  seaboard. 
But  the  transportation  of  ores  and  metals  alone 
would  not  be  the  only  source  of  freight.  In 
Arizona  nothing  in  the  shape  of  merchandise 
is  manufactured.  Hence  all  the  cotton  and 
I  woolen  goods — all  articles  of  furniture  and 


to  be   brought   thither.     So   also,    articles   of 
food.     The  limited  amount  of  arable  land  ren- 
ders it  forever  impossible  to  raise  the   cereals 
necessary    to    sustain   a  mining   population. 
These  must  all  be  brought  here  for   the   con- 
sumption of  the  people.     Hence  the  flour,  cof- 
fee, sugar,  rice,  &c,    &c,    would   be   another 
large  item  of  transportation.     Affain,  all  Ari- 
zona is  destitute  of  coal,  and  wood   does    not 
exist  in   too   great   abundance.     Were   there 
facilities  for   bringing    coal  cheaply    into  the 
interior,  it  would  furnish  a  very  important  item 
of  trade.     The    coal  of  Vancouver  would  be 
shipped  to  the  terminus  of  the   railroad,   and 
there  seek  the  interior.     The  business  of  a  rail- 
road, if  one  were  built  there,  would  consist  in 
exporting  ore,  metals,  &c.,  and  in    importing 
merchandise,  provisions,  tools,  machinery,  &o. 
Second,   facilities  for   transportations.       In 
the  absence  of  railroad  facilities  this  business 
is  now  carried  on,  on  a  limited  scale,  by  mule 
and  cattle  trains  running  from  Port  Lavacca 
in  Texas,  and  Independence  in  Missouri,  across 
the  continent  to  the  various   points  destina- 
tion, and  by  mule  and  cattle  trains  from  various 
points  in  Sonora  and  Mexico.     The  merchan- 
dise imported   generally,    coming   from    New 
York,  seeks  the  Texas  route  via  Port  Lavacca, 
San  Antonio,  El  Paso  and  Messilla.     Goods 
purchased  in  Cincinnati  and  St,  Louis,  gener- 
ally seek  the  route  through  Independence  and 
Santa   Fe.      The    cost   of    transportation  by 
either  of  these  routes  to  Tubac,  which  is  the 
center  of  the  mining  interests,  is  16  cents  per 
pound,  and  large  amounts  are  paid  for  freight 
at  those  rates.     The  lighter  groceries  such  as 
coffee,  tea,  rice,  spices,  sugar  &c.,'  follow  tho 
same  route.     While    corn,    wheat,    flour    and 
beans  are  most  brought  into  Arizona  from  vari- 
ous points  in  Sonora.     The  cost  of  freight  from 
Guaymas  to  Tubac  by  wagons  not   exceeding 
2i  to  3  cents  per  lb. 

Now  if  the  reader  will  locate  the  various 
points  on  the  map  he  will  readily  perceive  that 
from  the  navigable  waters  of  the  Gulf  of  Cali- 
fornia or  from  its  principal  tributary  the  Rio 
Colorado,  there  extends  a  chain  of  locations 
to  the  valley  of  the  Rio  Grande,  each  of  which 
would  furnish  its  quota  of  freight  and  business. 
While  to  the  navigable  waters  of  the  Gulf  of 
Mexico  in  the  East,  there  is  a  long  stretch  of 
wholly  undeveloped  country,  which  as  yet 
could  furnish  no  freight.  The  naturai  outlet, 
therefore,  of  this  immensely  rich  mineral 
country,  would  be  either  at  some  port  on  the 
Gulf  of  California  or  at  Fort  Yuma  on  the 
Colorado  river,  thence  by  vessel  to  San  Fran- 
cisco or  New  York,  as  the  commercial  demand 
for  the  products  would  dictate. 

In  view  of  the  rapid  development  of  this  re- 
gion it  becomes  an  interesting  consideration, 
that,  at  least,  400  miles  of  the  route  which 
could  best  accommodate  the  mines  lies  direct- 
ly on  the  parallel  of  32°  north  latitude,  and 
would  form  an  essential  part  of  the  Pacific 
Railroad  on  that  route.  Were  the  parties  in- 
terested in  the  development  of  this  enterprise 
to  direct  their  attention  to  its  construction, 
on  this  portion  of  the  route,  they  would  at 
once  secure  a  paying  business  ou  each  section 
as  it  was  finished.  In  this  manner  the  Paci- 
fic Railroad,  or  at  least  this  portion  of  it,  would 
become  a  practical  enterprise  designed  to  ac- 
commodate a  local  want. 

\ 
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THE    RAILROAD    RECORD. 


BALTIMORE  AND  OHIO  RAILROAD. 

The  report  of  Mr.  Garrett,  President  of  the 
Baltimore  and  Ohio  Railroad  Company,  for 
the  fiscal  year  ending  Oct.  1st,  has  been  sub- 
mitted to  the  stockholders.  We  give  below  a 
synopsis  of  the  report : 

INCREASED  TONNAGE  TRAFFIC. 

The  increased  crops  of  1859,  combined  with 
the  gradual  improvement  in  the  general  busi- 
ness of  the  country,  have  developed,  for  the 
fiscal  year,  the  largest  aggregate  result,  in 
tonnage,  obtained  since  the  construction  of 
the  road. 

The  great  capacity  of  the  Atlantic  lines 
has,  throughout  the  year,  continued  to  be 
largely  in  excess  of  the  requirements  of  the 
trade;  and  consequently  the  vigorous  compe- 
tition for  traffic  has  caused  rates  for  traus- 
Sortation  to  rule  generally  at  a  low  standard, 
"otwithstanding  these  facts,  the  advantages 
of  this  Company  in  cheap  fuel,  and  its  ability 
for  relative  economy  in  working,  have  pro- 
duced the  largest  net  gain  accomplished  in  its 
history — a  gain  exhibiting  the  best  return 
heretofore  realized  upon  capital  invested  in 
any  similar  railroad  enterprise  in  America  or 
Europe. 

The  large  crops  of  the  present  season  as- 
sure increased  business,  and  the  future  there- 
fore, promises  favorably. 

EARNINGS   AND    EXPENSES. — MAIN   STEM. 

The  gross  earnings  of  the  Main  Stem  have 
been  $3,922,202  94,  presenting  an  increase  of 
$303,584  49  over  the  preceding  year,  and  of 
$05,717  15  over  the  fiscal  year  of  1858. 

The  expenses  of  working  and  keeping  the 
road  and  machinery  in  repair  have  amounted 
to  $1,610,615  61,  being  41.21  per  cent,  upon 
the  revenue — exhibiting  a  decrease  of  5.35 
per  cent,  compared  with  the  previous  year, 
and  of  24.42  per  cent,  compared  with  the  fis- 
cal year  of  1858. 

This  continued  important  improvement  in 
the  relation  of  the  expenditures  to  revenue, 
results  from  economy  of  management.  The 
reforms  to  which  reference  was  made  in  the 
lastannual  report,  growing  out  of  the  thorough 
system  of  supervision  of  the  expenditures  of 
the  Company,  embracing  the  details  of  the 
entire  service,  have  been  carefully  and  suc- 
cessfully maintained. 

It  is  shown  that  whilst  the  gross  revenue,  in 
comparison  with  the  last  fiscal  year,  has  in 
creased  $303,584  49,  the  working  expenses 
have  been  reduced  $68,382  23,  making  an  in- 
crease of  net  profits  of  the  Main  Stem  of 
$371,966  72.  As  compared  wilh  the  fiscal 
year  of  1858,  (the  increase  of  revenue  being 
$65,717  15  and  the  decrease  of  working  ex- 
penses $614,583  68)  the  increase  of  net  profits 
amounts  to  $980,300  83. 

The  Company  has  continued  to  make  its 
purchases  for  cash,  and  is  entirely  free  from 
floating  debt. 

FINANCIAL   CONDITION   MAIN   STEM. 

In  consequence  of  the  improved  condition 
of  the  North  Western  Virginia  Railroad,  and 
the  greater  economy  in  working,  the  advances 
to  that  Company  have  been  reduced,  as  com- 
pared with  the  preceding  year,  $36,171  04; 
and  $85,752  24  as  compared  with  1S58. 

The  balance  of  cash  ia  the  Treasury,  on 
the  30th  of  September,  is  $550,867  12,  "after 
deducting  $165,000  for  payment  of  interest 
on  city  loan  and  the  bonds  of  the  Company, 
which  mature  on  this  date.  Included  in  this 
amount,  is  the  sum  reserved  for  the  payment 
of  interest  on  the  bonds  of  1862. 

The   bills  receivable,  and  sum  due  from  the 


Post  Office  Department  for  mail  service 
amount  to  $114,480  48,  and  the  uncollected 
revenue  $370,225  62. 

After  charging  interest  and  ground  rents 
for  the  twelve  months,  $735,314  38;  $2,850 
paid  in  compromise  of  suits  of  1856  and  1858, 
$3,380,  bonus  paid  to  the  directors  of  the 
steamship  Great  Eastern,  in  arrangement  for 
her  visit  to  the  vicinity  of  the  harbor  of  Bal- 
timore; and  $2,191  27,  a  loss  in  settlement 
with  the  Western  Telegraph  Company;  and 
crediting  the  dividends  and  rents  received 
from  the  Washington  Branch,  the  increments 
of  the  sinking  funds,  house  rents  paid  into 
the  treasury,  the  difference  in  the  amount  of 
materials  on  hand  in  the  machinery  depart- 
ment, and  the  revenue,  less  all  expense — the 
net  gain  is  shown  for  the  fiscal  year  of  $1,- 
834,569  25,  being  upwards  of  18  per  cent,  on 
the  capital  stock.  Charging  additionally,  as 
legitimately  due  for  the  fiscal  year,$181,983  60 
— being  one  year's  interest  on  the  dividend 
bonds  of  1862 — the  remainderis$l, 652,585  65, 
being  upwards  of  16  per  cent,  on  the  capital 
stock;  and  deducting  the  entire  interest  on 
the  dividend  bonds  for  three  years,  accrued  to 
the  1st  of  June,  1860,  (viz:  $545,950  80,)  the 
remainder  is  $1,288,618  45 — which  still  ex- 
hibits upwards  of  12J  per  cent,  upon  the  cap- 
ital stock. 

The  strong  financial  condition  of  the  Com- 
pany, enabling  it  to  purchase  all  its  supplies 
for  cash,  and  to  avoid  any  necessity  for  bor- 
rowing money,  has  caused  a  further  reduction 
in  the  sum  paid  for  interest,  and  $16,746  64, 
as  compared  with  the  preceding  year,  and  of 
$79,383  96,  as  compared  with  1858. 

After  all  deductions — including  the  semi- 
annual dividends, $606,729,  the  extra  dividend, 
$3,033,060,  and  the  entire  interest  accrued 
thereon,  $545,950  80 — the  profit  and  loss  ac- 
count presents  a  surplus  of  $3,741,146  36. 

II.— OF   THE   WASHINGTON   BRANCH. 

It  will  be  seen  by  statement  E  that  the  rev- 
enue for  the  year  has  amounted  to  $462,- 
S80  44,  exhibiting  an  increase  of  $20,660  91 
over  the  previous  year.  The  working  expen- 
ses have  been  $173,042  33,  being  $636  92  less 
than  in  1859,  and  leaving  net  the  sum  of 
$289,838  11,  thus  presenting,  comparatively, 
an  increased  gain  of  $21,297  83. 

The  ratio  of  expenses  to  revenue,  for  1858, 
was  43$  per  cent.;  for  1859,  39.28,  and  for  the 
past  year,  37.38  per  cent. 

A  semi-annual  dividend  of  4J-  per  cent,  was 
paid  in  October,  1859,  and  the  same  in  April 
last.  A  similar  dividend  for  the  past  six 
months  has  been  declared,  payable  on  the 
27th  inst. 

III. — OF  THE  NORTHWESTERN  VIRGINIA  RAILROAD. 

Statement  G  of  the  Treasurer  shows  that 
the  revenue  of  this  road,  for  the  fiscal  year, 
has  amounted  to  $269,203  12,  and  the  work- 
ing expenses  to  $194,586  65. 

The  exhibit  is  accompanied  by  the  remark, 
that  "in  consequence  of  the  incomplete  con- 
dition of  this  road,  considerable  sums  which, 
from  the  difficulty  of  accurate  adjustment,  ap- 
pear in  the  statement  charged  as  repairs, 
properly  belong  to  construction," — thus  ex- 
plaining  the  large  ratio  of  working  expenses. 

The  revenue  is  $29,031  S3  greater  than  for 
the  previous  year,  whilst  the  comparative  ex- 
penses have  been  reduced  $3,673  93.  The  net 
gain,  as  compared  with  1859,  is  $32,715  76, 
and  as  compared  with  1858,  is  $79,865  20. 

The  ratio  of  working  expenses  to  revenue, 
for  1858,  was  $102  12;  for  1859,  $S2  55;  and 
for  the  past  year,  $72  28  per  ceut. 

GENERAL    REMARKS. 

The  aggregate  revenues,  working  expenses, 


and  net  results  of  the  Main  Stem,  Washing- 
ton Branch,  and  Northwestern  Virginia  Rail- 
road, for  the  fiscal  years,  terminating  respect- 
ively 30th  September,  1859  and  1800,  have 
been  as  follows,  viz: 


Revenue. 
Main  Stem 


1859. 


1800. 


Inc.  of 
Kevenue. 
$3,61*,018  41  S3.922.203  94  $30.1,584  49 
Wash.  Branch  .  ■        442,219  53         462.8rO  44       50,660  SI 
Nortlm'n  VaRR        240,17129         269.213  12       29.031  ki 

Total... 


..  S4.301.0O9  27  $4,654,260  50  8353,2:7  23 

Dec.  of 
Expenses.  1859.  18C0.         Expenses. 

Main  Stem 81.684,99"  84  $1,016,615  61  808.3,-2  2* 

Wash.  Branch  ...        173.679  25         I73.U42  33  639  9! 

N'oithw'n  Va.  IUI         198.270  58        194  Jr'S  65       3,683  93 


82,05^,947  67  $1,684,244  59  872,703  1.8 

Total  increase  of  Gror-s  Revenue .$'253,277  23 

Total  decrease  of  Working  Expenses 72,703  0^ 


Total  increase  of  Net  Earnings 8425,9r0  31 

An  aggregate  reduction  is  shown  of  $72,- 
.703  08  in  working  expenses,  compared  with 
the  preceding  year,  although  the  large  addi- 
tional traffic  has  improved  the  revenue  $353,- 
277  23,  making  an  increased  net  gain  of 
$425,980  31.      The    same     comparison   with 

1858  exhibits  an  increase  of  gross  revenue  of 
$80,373  73,  and  a  reduction  in  the  working 
expenses  of  $1,002,661  13,  presenting  an  in- 
creased net  gain  of  $1,083,034  86. 

LOCAL  AND   THROUGH   TONNAGE. 

The  Report  of  the  Master  of  Transportation 
embraces  much  valuable  information. 

The  careful  cultivation  of  the  local  trade 
continues  to  effect  favorable  results.  The 
charges  upon  way  traffic  have  been  arranged 
at  rates  materially  under  the  average  tarriffs 
of  other  roads;  and  the  Board  have  the  satis- 
faction of  witnessing  a  marked  development 
of  business,  population  and  prosperitv  in  the 
sections  of  Maryland  and  Virginia  traversed 
by  the  road  and  its  branches. 

The  number  of  tons  hauled,  on  Main  Stem, 
in  1859,  was  882,076,  whilst  during  the  past 
year  the  aggregate  is  1,005,837  tons.  The 
largest  tonnage  in  any  former  year  was  in 
1857,  viz:  895,401  tons.  The  excess  of  ton- 
nage for  the  pastyear,  over  any  previous  year, 
is  therefore  110,436  tons. 

The  tonnage  between  Baltimore  and  the 
Ohio  river  also  proves  to  be  greater  than  dur- 
ing any  previous  year. 

The  quantity  of  bituminous  coal,  paying 
freight  transported  during  the  year,  has  been 
427,793    tons — an     increase    compared  with 

1859  of  84,064  tons,  and  compared  with  1h5s, 
of  94,986  tons.  The  deliveries  of  coal  at  Bal- 
timore exceed  those  of  the  preceding  year 
23  7-10  per  cent.  The  revenue  from  coal  for 
the  year  has  been  $1,093,195  84,  being  $258,- 
81489  more  than  in  1859. 

The  shipments  of  cotton  for  the  markets  of 
Europe  and  the  Atlantic  coast  have  been 
made,  until  recently,  via  New  Orleans.  In 
1859,  6,SSS  bales  sought  the  Baltimore  and 
Ohio  route,  and  during  the  past  year  these 
shipments  have  swelled  to  14,182  bales.  The 
geographical  relations  of  Tennessee,  North 
Mississippi,  Arkansas,  and  of  their  leading 
original  mart,  Memphis,  point  to  the  Missis- 
sippi   and   Ohio  rivers  for  economical  transit. 

A  desirable  outlet  is  offered  for  this  exten- 
sive trade  via  Parkersburg,  in  view  of  its  ad- 
vantageous location  on  the  Ohio  river,  nearly 
200  miles  south  of  Pittsburg.  If  proper  fa- 
cilities for  export  be  afforded  from  Baltimore, 
large  shipments  of  cotton  will  be  attracted  via 
this  port. 

PASSENGER    BUSINESS. 

The  increase  of  passenger  receipts,  on  the 
Main  Stem,  for  the  year,  has  been  $7,52S  15 
— being  a  much  less  proportion  than  for 
freight. 
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The  road  and  machinery  being  in  further 
improved  and  excellent  condition,  it  is  de- 
signed to  effect,  at  aa  early  period,  more  rap- 
id and  perfect  connections,  by  which  it  is  ex- 
pected a  large  increase  of  through  travel  will 
be  secured. 

The  organization  for  the  promotion  and  ac- 
commodation of  way  travel,  will,  it  is  hoped, 
be  also  beneficial. 

REPAIRS   OF   ROAD. 

Liberal  outlays  have  been  made  in  improv- 
ing the  road;  the  expenditures  for  repairs  of 
railway,  on  the  Main  Stem,  having  been  $418,- 
520  19,  being  572,313  31  more  than  for  the 
preceding  year.  6,932  Tons  of  new  iron  have 
been  used,  relaying  73  J  miles  of  track.  Large 
and  superior  whiteoak  crossties  have  been  se- 
lected, and  181,982  have  been  placed  in  the 
track  during  the  year. 

ECONOMY    OF   COAL. 

The  economy  of  burning  coal  in  engines, 
both  in  the  passenger  and  freight  service,  con- 
tinues to  demonstrate  the  immense  advantage 
possessed  by  this  Company  in  cost  of  fuel, 
compared  with  the  competing  Atlantic  lines. 
The  principal  contract  for  coal,  delivered  on 
the  cars  of  the  Company  at  Piedmont,  has 
been  made  at  59  cents  per  ton  of  2,240  lbs. 
The  entire  cost  of  fuel  on  the  Main  Stem  (in- 
cluding its  preparation  and  filling  tenders,) 
for  the  fiscal  year,  has  been  $86,965  93,  being 
$7,353  97  less  than  for  the  preceding  year. 

THE    PITTSBURG     CONNECTION. 

Pittsburg  &  Connellsville  road,  by  which  a 
connection  will  be  formed  from  Cumberland 
to  Pittsburg,  is  a  line  of  much  promise  and 
interest. 

A  communication  from  H.  Latrobe,  Esq  , 
President  of  that  Company,  which  furnishes 
full  information  in  regard  to  the  condition  and 
prospects  of  this  work,  is  presented  in  the  ap- 
pendix, marked  No.  2. 

The  more  direct  and  intimate  relations,  and 
extensive  business  with  the  important  city  of 
Pittsburg,  which  the  opening  of  this  route 
would  control,  induce  the  hope  that  arrange- 
ments may  be  accomplished,  at  an  early  date, 
to  insure  its  completion. 

THE   ATLANTIC   AND     GREAT   WESTERN"   RAILROAD. 

The  freight  and  passenger  trains  on  this 
newly  opened  thoroughfare  are  constantly  in- 
creasing. To  meet  the  public  wants,  the 
company  are  runriug  four  trains  daily  over 
the  road  as  far  as  Jamestown,  connecting  with 
express  passenger  trains  on  the  New  i'ork  & 
Erie  at  Salamanca.  The  contractors  extend- 
ing the  iron  rails  westward  from  Jamestown, 
are  now  at  Ashville,  and  will  make  their  con- 
nection with  the  Erie  &  Sunbury  Railroad 
early  next  month.  The  Jamestown  Journal 
says  :  "Arrangements  have  been  made  to  ship 
stock  every  day  hereafter,  from  Jamestown, 
Kennedy  and  Randolph.  This  it  has  been  im- 
possible to  do  until  now,  and  the  convenience 
will  be  thoroughly  appreciated  by  the  cattle 
traders." — Oiu.  Gazette. 


wich;  and  Charles  H.  Marshall  of  NewYork. 
Subsequently,  at  a  meeting  of  the  Board  of  Di- 
rectors, Henry  P.  Haven  of  New  London  was 
chosen  President.  This  corporation  will  im- 
mediately essume  the  management  of  the  road. 


New  London  Northern  Railroad. — The 
holders  of  the  first  mortgage  bonds  against 
the  New  London,  AVilliroantic  and  Palmer 
Railroad  corporation  met  on  Friday,  in  New 
London,  and  organized  a  new  company  un- 
der the  title  of  the  New  London  Northern  Rail 
road  corporation.  A  board  of  eight  directors 
was  elected,  consisting  of  the  following  nam- 
ed gentlemen  ;  Henry  P.  Haven,  Robt.  Coit 
Acors  Barns,  Francis  Allyn,  and  Wan  on  A. 
Weaver,  of  New  London  ;  William  G.  John- 
son, of  Montville;  Lafayette  S.  Foster,  of  Nor. 


Fokt  Erie  and  Chippewa  Railway  Com- 
pany.— The  Advocate  speaks  of  this  new  en- 
terprise thus  ;  "Among  the  most  significant 
features  of  improvement  which  tend  directly 
to  favor  Buffalo,  we  may  mention  thehuilding 
of  the  Fort  Erie  and  Chippewa  Railroad.  This 
is  a  new  enterprise,  the  existence  of  which 
has  only  lately  come  to  our  knowledge.  The 
work,  we  learn,  has  considerably  advanced. 
Wm.  A.  Bird,  Esq.,  is  President  of  the  com- 
pany, and  Wm.  Wallace,  Esq.,  is  managing 
Director.  With  such  men  at  the  head  of  op- 
erations, we  see  no  reason  to  doubt  a  success- 
ful consummation.  Buffalo  bids  fair  yet  to 
become  the  radiating  point  of  many  railroads, 
and  we  wish  all  of  them  the  prosperity  which 
they  deserve." 


RAILWAY  INTELLIGENCE. 

GRAND     TRUNK   OF    CANADA. 

A  meeting  of  the  first-class  preference  bond- 
holders in  this  company,  convened  by  Mr.  G. 
W.  C  Dean,  was  held  yesterday  at  the  Guild- 
hall Coffee  House,  Gresbam  street;  Mr.  New- 
march  was  in  the  chair.  The  bondholders  as- 
sembled in  the  Rose  Room,  which  was  crowd- 
ed to  overflow,  and  shortly  after  the  proceed- 
ings had  commenced  an  adjournment  took 
place  to  a  large  room. 

The  Chairman,  in  introducing  the  object  of 
the  meeting,  said  that  he  was  not  at  all  ac- 
quainted with  the  origin  of  the  meeting,  and 
the  gentlemen  who  had  called  them  togeth- 
er would  explain  why  he  had  done  so. 

Mr.  Dean  said  the  meeting  had  been  called 
in  accordance  with  the  wish  of  several  large 
first-class  preference  bondholders  in  the  Grand 
Trunk  Railway,  for  the  purpose  of  consider- 
ing their  present  position,  and  taking  meas- 
ures for  protecting  the  interests,  not  only  of 
themselves,  but  of  the  shareholders  generally. 
Legal  opinions  had  already  been  solicited  of 
two  gentlemen  eminent  at  the  bar,  Mr.  Bovill 
and  Mr.  Digby  Seymour,  as  to  the  position  of 
the  bondholders,  and  those  gentlemen  would 
address  the  meeting  He  might  just  add  that 
one  of  the  principal  motives  for  convening 
the  meeting  was  the  circumstance  that  a 
judgment  for  800,000/.  had  been  obtained 
against  the  railway  by  the  Messrs.  Baring  and 
the  Messrs.  Glyn,  which  might  imperil  the 
rolling  stock,  and  unless  steps  were  taken  to 
prevent  it  might  possibly  cause  great  loss  to 
the  company  by  stopping  the  traffic. 

Mr.  Bovill  (Q.  C,  and  M.  P.  for  Guilford) 
stated  that  since  his  attention  had  been  drawn 
to  the  subject  Mr.  Dean  had  endeavored  to  ob- 
tain copies  of  act  of  parliament  by  which  the 
rights  of  the  bondholders,  creditors,  and  share- 
holders of  the  G.  T.  R.  would  be  in  a  great  de- 
gree governed.  This  was  considered  to  be  a 
meeting  of  the  preferential  bondholders  with 
the  6  per  cent,  interest  for  the  2,000,000/  of 
money  borrowed  by  the  company.  Of  course 
the  rights  of  these  bondholders  must  depend 
upon  the  language  of  the  instrument  by  which 
the  loan  was  secured  and  the  rights  given  to 
them  by  the  acts  of  the  colonial  legislature. 
The  first  difficulty  the  bondholders  were 
placed  in  was  that  the  bonds  were  not  payable 
as  regarded  the  principal  money  until  the  year 
1881  by  the  terms  of  the  debentures.  They 
were  entitled  to  interest  payable  half-yearly  in 
July  and  January,  according  to  the  coupons 
on  the  bonds.     So  long  as  these  interests  pay- 


ments were  made  the  bondholders  had  no  fur- 
ther claim.  But  the  bonds  did  not  entirely 
define  the  rights  of  the  holders,  because  the 
holders,  in  all  probability,  possessed  rights 
under  the  colonial  legislature.  As  far  as  an 
investigation  had  yet  been  made,  and  copies 
of  the  local  acts  of  legislation  procured,  it  ap- 
peared that  by  the  act  of  1856  it  was  declared 
that  the  company  might  issue  preferential 
bonds  to  the  extent  of  2,000,000/,  the  holders 
to  have  priority  of  claim  over  the  first  lien  of 
the  province.  He  regretted  to  say  that  at 
present  he  was  not  aware  of  the  mode  in  which 
the  first  lien  of  the  province  arose,  or  upon 
what  security  it  rested;  and  until  the  act  of 
colonial  legislature  was  seen  it  was  impossible 
to  ascertain  the  rights  of  the  province,  and 
consequently  the  rights  of  the  preferential 
bondholders.  The  strong  probability,  howev- 
er, was,  that  there  was  an  act  of  the  colonial 
legislature  which  did  give  priority  to  the  pro- 
vince for  a  very  large  claim,  and  that  it  gave 
priority  and  security  upon  the  undertaking. 
The  probability  was  it  did  not  give  security 
over  the  rolliug  stock  and  plant,  and  if  this 
were  so,  that  the  construction  of  the  act  of 
1856  would  be,  that  just  as  the  local  govern- 
ment were  entitled  to  priority  upon  the  under- 
taking itself  these  bondholders,  under  that 
act,  were  to  have  priority  of  claim  over  the 
present  first  lien  of  the  province,  and  that 
this  would  be  of  the  same  nature  and  extent 
as  the  province  would  rtherwise  have  pos- 
sessed. Supposing  this  to  be  the  case  the 
bondholders  would  be  in  this  position.  At 
present  they  had  no  legal  claim  against  the 
company,  because  the  dividends  had  been  reg- 
ularly paid  according  to  the  coupons,  and  the 
principle  was  not  payable  until  1881.  But 
they  were  placed  in  great  difficulty  in  this  way 
— that  other  persons  not.  having  priorities  of 
liens,  but  being  ordinary  creditors  of  the  com- 
pany, might  proceed  to  enforce  their  debts 
and  claims  as  some  creditors  had  done,  and 
obtain  judgment  against  the  company.  As  he 
was  informed,  the  present  judgment  creditors 
had  taken  possession  of  only  the  movable 
stock  or  plant  but  the  other  judgment  credit- 
ors would  not  be  confined  to  that,  but  would 
be  at  liberty  to  enforce  their  judgment  debts 
against  the  undertaking  itself,  and  the  rail- 
way and  land  upon  which  it  was  formed.  It 
was  possible  that  creditors  whose  debts  were 
now  payable,  and  which  were  not  deferred,  as 
those  of  the  bondholders  were,  to  1880,  might 
proceed  to  obtain  judgments,  and  enforce 
them  against  the  undertaking  and  the  land, 
as  the  present  creditors  had  proceeded  against 
the  movable  stock,  and  then  the  priority  to 
which  the  bondholders  were  entitled  would  be 
placed  in  some  jeopardy.  But  on  this  point 
no  lawyer  would  pronounce  an  opinion  until 
he  had  seen  the  acts  of  the  colonial  legislature. 
Mr.  Bovill,  in  conclusion,  suggested  that  the 
practical  mode  of  dealing  with  the  matter 
would  be  for  the  bondholders  to  appoint  a 
committee  to  obtain  information  and  confer 
with  those  competent  to  advise  them;  in 
which  case  he  thought  he  would  be  able  in  a 
short  time  to  report  a  satisfactory  opinion  as 
to  the  state  of  the  undertaking. 

Mr.  Digby  Seymour,  M.  P.,  expressed  a  gen- 
eral concurrence  in  the  opinion  of  Mr.  Bovill. 
He  did  not  thiukthe  bondholders  or  the  share- 
holders should  look  with  jealousy  on  the  judg- 
ments obtained  by  the  Messis.  Baring  and  the 
Messrs.  Glyn  (hear,  hear.)  This  action  had 
probably,  been  prompted  by  a  desire  to  pro- 
mote the  general  interests  of  the  whole  com- 
pany. Under  the  18th  of  Victoria  the  pro- 
vincial legislature  advanced  to  the  company 
£3,111,500,  which  stood  as  a  first-class  lipn. 
on   the   freehold   and   other  property   of  the 
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company.  Since  that,  in  1856,  the  legislature, 
looking  to  the  general  benefit  of  all  interests 
in  the  company,  had  consented  to  postponn 
their  lien  and  the  enforcement  of  their  claim 
until  the  amount  of  the  working  capital  of  the 
concern,  the  expenses  and  the  losses  of  the 
Atlantic  and  St.  Lawrence  Railway,  and  the 
C  per  cent,  dividend  to-  the  stockholders,  had 
been  paid.  The  preferential  bonds  really 
stood  forth  in  order,  because  the  preferential 
bonds  of  £2,000,000  stood  as  the  first  charge; 
the  Montreal,  the  Richmond,  and  Quebec,  and 
other  lines  as  the  second;  the  7  per  cent 
Grand  Trunk  as  the  third;  and  then,  as  the 
fourth  charge,  the  preferential  bonds  now  un- 
der discussion.  With  regard  to  a  satisfactory 
■working  of  the  line,  on  condition  of  which 
the  colonial  legislature  made  the  grant,  he 
thought  the  company  had  a  fair  claim,  not  on- 
ly on  the  colonial  legislature,  but  also  on  that 
of  the  mother  country,  Lord  John  Russell 
having  in  1852  held  out  something  like  hopes 
that  assistance  would  be  afforded  to  the  Que- 
bec and  Halifax  line. 

Mr.  Wheeler  held  all  description  of  stock 
alluded  to,  but  he  hoped  that  the  question 
would  be  settled,  notlegally,  but  commercially. 
Prom  letters  received  from  Canada,  he  be- 
lieved that  if  sufficient  rolling  stock  and  cars 
could  be  placed  on  the  Grand  Trunk  Railway 
the  traffic  would  increase  from  £10,000  a  week 
to  £29,000.  This  he  stated  on  his  commer- 
cial reputation.     (Hear,  hear.) 

Mr.  Hartridge  asked  whether  any  one  was 
present  representing  Messrs.  Baring  and 
Messrs.  Glyn,  or  the  railway  company,  who 
could  give  the  meeting  information?  Receiv- 
ing no  reply,  he  would  adopt  Mr.  Bovill's  sug- 
gestion, and  move  the  appointment  of  a  Com- 
mittee to  watch  the  interests  of  the  first  pref- 
erence bondholders  in  questions  so  seriously 
affecting  their  interests. 

Mr.  W.  Smith  would  have  liked  to  hear  the 
opinitm  of  the  legal  gentlemen  as  to  the  rent 
payable  to  the  Atlantic  and  St.  Lawrence 
Company.  The  annual  rent  of  £70,000  had 
hitherto  been  charged  to  capital,  but  this  year 
it  would  come  as  part  of  the  expenditure. 
He  knew  that  an  impression  prevailed  on  the 
part  of  some  of  the  shareholders  that  they  en- 
joyed apriority  over  the  £2,000,000  bondhold- 
ers. He  could  understand  that  they  had  a 
priority  over  the  earnings  of  their  particular 
portion  of  the  line,  but  surely  they  could  not 
have  a  claim  on  the  general  earnings.  And 
this  was  of  great  importance,  for  the  net  pro- 
fits were  only  £46,000,  while  the  bondholders 
were  looking  for  £60,000  for  their  interest. 
Therefore  it  would  be  important  to  see  how 
that  rent  was  appropriated,  because  on  that 
would  depend  whether  the  bondholders  got 
their  dividends  or  not.  He  agreed  that  the 
judgments'  obtained  by  the  Messrs.  Earing  and 
the  Messrs.  Glyn  would  be  for  the  interest  of 
all  parties  connected  with  the  railroad,  but  he 
would  like  to  ask  whether  they  had  anything 
to  fear  from  simple  contract  creditors  obtain- 
ing judgments  and  annoying  the  company  ? 
In  conclusion  he  seconded  the  motion  for  the 
appointment  of  the  Committee. 

Mr.  Bovill  repeated  the  opinion  he  had  ex- 
pressed, and  said  it  was  impossible  to  give  a 
decisive  opinion  without  seeing  the  acts  of  the 
Colonial  Legislature,  and  that  it  might  be  ne- 
csssary  to  resort  to  immediate  action  in  order 
to  protect  the  interests  of  the  bondholders  by 
application  to  the  Court  of  Chancery. 

The  resolution  was  carried  unanimously. 

After  some  further  discussion,  a  motion  was 
made  by  Mr.  Lawrence,  that  as  it  appeared  to 
the  meeting  that  the  interests  .of  the  first  class 
preferential  bondholders  were  closely  identi- 
fied with  the  general  interests  of  the  proprie- 


tors, the  meeting  was  of  opinion  that  the 
committee  should  co-operate  with  the  other 
bondholders  so  as_  to  promote  the  welfare  of 
the  general  proprietors. 

This  resolution  was  also  carried  unanimous 
ly,  and  Mr.  Haslewood,  Mr  W.  Smith,  Mr. 
Newmareh,  Mr.  Hill  and  Mr.  Hartridge,  hav- 
ing been  nominated  as  the  committee,  with 
power  to  add  to  their  number,  a  vote  of 
thanks  to  the  chairman  concluded  the  pro- 
ceedings.— London  Morning  Herald,  Nov.  3. 


RAILROAD  DECISION. 

Railroad  bond  case  in  ike  U.  S.  Circuit 
Court:  heavy  verdict  against  the  city  of  Pitts- 
burgh.— The  ease  of  Robert  E.  Rockmuhl  vs. 
the  Mayor,  Aldermen  and  Citizens  of  Pitts- 
burgh, was  concluded  on  Thursday  forenoon. 
Messrs.  Williams  and  Penney,  counsel  for  the 
defense,  submitted  thirty-six  points  upon  which 
the  Court  was  asked  to  eharg-e  the  jury.  The 
points  were  much  the  same  as  submitted  in 
other  cases.  Below  we  give  the  charge  of  the 
Court. 

The  plaintiffs  demand  is  founded  on  a 
large  number  of  coupons  on  bonds  purporting 
to  have  been  issued  by  the  city  of  Pittsburgh 
for  the  purpose  of  paying  for  stock  in  certain 
railroads.  As  each  issue  of  these  bonds  pur- 
ports to  have  been  made  by  virtue  of  a  spe- 
cial authority  of  the  Legislature,  we  must  ex- 
amine each  of  the  four  cases  separately. 

1  The  eighty-four  coupons  from  bonds  is- 
sued to  the  Pittsburgh  and  Steubenville  Rail- 
road, under  the  first  subscription  of  §500,000 
to  its  stock. 

The  authority  recited  on  these  bonds  for 
issuing  them  is  found  in  the  act  of  21st  of 
April,  1852.  (Read  proui.)  These  bonds  pur- 
port to  be  transferable  only  on  the  books  of 
the  city.  But  the  coupons  for  interests  are 
made  payable  to  bearer.  The  bonds  not  due 
till  1883. 

1st,  In  answer  to  all  the  points  made  and 
instructions  prayed,  on  the  power  of  the  Leg- 
islature to  authorize  the  city  to  make  such 
subscriptions  and  issue  these  bonds  and  cou- 
pons you  are  instructed  that  the  Legislature 
had  such  authority — as  settled  by  the  Supreme 
Court  of  this  Stale. 

2d.  That  the  city  corporation  was  authori- 
zed by  the  law  to  issue  the  bonds  and  coupons 
in  the  manner  and  form  as  presented  to  you. 
You  have  uncontradicted  evidence  that  the 
Mayor  of  the  city  made  the  proper  subscrip- 
tion for  5,000  shares,  in  obedience  to  an  ordi- 
nance of  the  corporation,  and  delivered  the 
bonds  to  the  railroad  company.  That  the  city 
has  the  stock  and  has  voted  on  it,  andthatsince 
the  bonds  have  been  sold  by  the  railroad  com- 
pany, the  city  has  paid  interests  on  two  cou- 
pons of  1856,  and  one  of  1857,  to  the  holders 
of  the  coupons. 

3d  The  bonds  are  transferable  on  the 
books  of  the  city.  If  the  city  refused  to  keep  a 
transfer  book  for  these  bonds,  and  to  suffer 
the  transfer  to  be  made,  they  may  be  compell- 
ed by  a  proper  suit  at  law.  A  blank  assign- 
ment is  endorsed  and  signed  by  the  President 
of  the  Company,  according  to  usual  mercan- 
tile custom,  in  order  that  the  holder  may  fill  it 
up.  And  if  the  action  was  on  the  bond  to  re- 
cover the  principal,  the  holder  might  not  be 
entitled  to  sue  on  it  without  such  transfer  be- 
ing made  on  the  books  of  the  city.  But  the 
coupons  have  been  made  payable  to  bearer, 
for  convenience  of  the  obligors,  and  to  give 
value  to  the  bond  in  the  market,  and  the  plain- 
tiff, as  bearer,  is  entitled  to  recover  the  amount 
due  on  them,  with  interest  from  the  time  when 
they  became  due.     If  you  believe  the  testimony 


given  by  the  plaintiff,  and  which  has  not  been 
contradicted,  the  plaintiff  is  entitled  to  recov- 
er on  these  eighty-four  coupons. 

4th.  The  recitals  of  the  bonds  are  notice  to 
the  plaintiff  so  far  as  the  authority  of  the  city 
to  issue  them  is  concerned.  But  their  agree- 
ment with  the  railroad  company  that^ 
should  pay  the  interest,  and  their  contract 
that  the  money  should  be  laid  out  on  a  partic- 
ular part  of  the  road,  can  not  affect  the  right 
of  the  plaintiff  to  recover  on  this  suit.  If  the 
bonds  have  been  regularly  made  and  paid  to 
the  company,  the  holders  of  them,  or' of  the 
coupons,  are  not  bound  to  inquire  whether  the 
money  raised  by  sale  of  them  has  been  prop- 
erly expended. 

II.  The  next  class  of  bonds  in  the  second 
issue  for  a  further  subscription  in  the  same 
railroad  company. 

The  authority  for  the  subscription  and  issue 
of  bonds  is  found  in  the  Act  of  Assembly  of 
June  14,  1854,  which  authorizes  the  city  of 
Pittsburgh  to  subscribe,  in  addition  to  that 
already  made,  six  thousand  shares  of  stock  of 
Pittsburg  &  Steubenville  Railroad  Company, 
and  to  borrow  money  for  that  purpose,  and 
make  provision  for  payment  of  principal  and 
interest,  and  to  issue  certificates  of  loan  or 
bonds  with  coupons  attached.  You  have  in 
evidence  an  ordinance  of  the  city  authorizing 
such  subscription;  the  original  subscription 
and  the  records  of  the  city  showing  that  they 
have  the  stock  thus  subscribed  for:  that  the 
bonds  were  executed  and  delivered  in  pay- 
ment of  the  stock,  which  is  held  and  voted  on 
by  the  city  authorities:  that  bonds  and  coupons 
given  in  evidence  was  duly  executed  by  the 
officers  of  the  city  and  delivered  to  the  railroad 
company  in  payment  of  the  stock,  and  that 
the  city  has  paid  three  instalments  of  interest 
to  the  holders  of  the  coupons.  This  testimo- 
ny is  uncontradicted,  and  the  facts  proved  by 
plaintiff  have  not  been  denied,  and  if  believed 
by  the  jury  entitle  the  plaintiff  to  recover  the 
one  hundred  and  twenty-seven  coupons  de- 
clared on  and  put  in  evidence  before  vou. 

III.  The  third  class  of  coupons  are  those  on 
bonds  issued  to  the  Pittsburgh  and  ConneHs- 
ville  Railroad  Company. 

These  are  in  all  one  hundred  and  sixty-six 
coupous.  The  last  case  tried  between  Dobbin 
and  the  city  was  wholly  founded  on  these 
bonds,  and  it  has  been  agreed  that  the  testi- 
niony  given  in  that  case  be  transferred  to  this 
case,  as  also  the  offers  of  testimony  rejected 
by  the  Court,  to  which  bills  of  exception  were 
noted. 

The  Court  instruct  you  now,  as  they  did  the 
jury  in  that  case,  that  the  authority  to  issue 
such  bonds  under  the  Acts  of  Assembly  was 
sufficient :  that  the  execution  of  the  bonds,  the 
subscription  of  stock,  and  delivery  of  the 
bonds  as  proved  and  not  denied,  if  believed 
br  the  jury,  entitled  the  plaintiff  to  recover, 
notwithstanding  the  several  objections  made 
by  defendants  counsel  and  overruled,  and  so 
the  Court  instructs  you  in  this  case.  And 
that  the  fact  that  the  railroad  company  have 
not  laid  out  the  money  raised  on  these  bonds 
on  this  end  of  the  road,  as  at  first  contempla- 
ted, but  have  connected  the  road  with  the.ciry 
by  means  of  the  Central  Railroad,  can  not  af- 
fect the  right  of  the  plaintiff  to  recover  in  this 
case. 

IV.  the  bonds  issued  for  stock  in  the  Ohio 
and  Pennsylvania  Railroad  Company. 

The  city  ordinance  for  subscription  for  stock 
in  this  railroad  (25th  April,  1840)  and  author- 
izing bonds  to  issue  in  payment  thereof,  claims 
to  be  authorized  by  the  act  of  Assembly  of 
5th  April,  1849.  (Reads  act.)  This  is"  un- 
doubtedly a  piece  of  slovenly  legislation,   but 
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I  believe  the  city  Councils  have  not  erred  in 
their  constructions  of  it.  The  first  section  ex- 
empts from  taxation  any  bonds  which  may 
hereafter  be  issued  by  the  city  of  Pittsburgh 
in  payment  of  any  bonds  for  any  subscription 
hereafter  to  be  made  to  the  capital  stock  of 
the  Ohio  &  Pennsylvania  R.  R.  Co.  This  sec- 
ond section  authorizes  the  subscription.  The 
collocation  of  the  sections  can  not  affect  the 
construction,  and  there  con  be  no  doubt  that 
the  act  contemplates  an  issue  of  bonds,  and 
that  the  city  had  authority  to  issue  them.  A 
city  ordinance  of  1850  orders  the  bonds  to  be 
made  payable  in  New  York,  and  the  coupons 
also.  The  coupons  are  in  the  form  of  war- 
rants, without  saying  to  whom  payable;  but 
the  bonds  says  the  interest  is  to  be  paid  on 
presentation  of  the  coupon  annexed.  This  is 
equivalent  to  making  them  payable  to  bearer. 

It  is  not  denied  that  these  bonds  and  cou- 
pons are  duly  executed  and  delivered,  and  it 
is  proved  without  contradiction  that  the  city 
of  Pittsburgh  has  the  stock  paid  by  them,  and 
received  several  dividends  exceeding  the  in- 
terest paid  on  these  bonds.  1  he  attempt  to 
repudiate  these  bonds  after  the  road  is  made, 
stock  received,  and  large  dividends  paid  into 
the  treasury  of  the  city,  reflects  little  credit 
on  this  defense.  One  hundred  and  forty-three 
coupons  are  in  evidence,  and  there  execution 
proved — and  if  you  believe  the  evidence  the 
plaintiff  is  entitled  to  receive  the  amount  with 
interest. 

It  is  no  valid  objection  to  these  bonds  that 
when  the  subscription  was  made,  the  city 
having  no  bonds  engraved,  substituted  for  the 
coupon  bonds  a  single  bond  to  show  their  in- 
debtedness, which  was  held  till  proper  mer- 
chantable bonds  should  be  prepared  and  exe- 
cuted. 

The  defendant's  counsel  have  paesented  a 
volume  of  instruction, s  or  rather  arguments, 
which  they  have  requested  the  court  to  give 
you,  but  which  are  refused,  one  and  all,  ex- 
cept so  far  as  they  be  found  answered  in  this 
charge.  To  read  and  answer  them  one  by  one 
would  require  much  time,  and  only  tend  to 
confuse  your  minds  as  to  your  duty  in  this 
case.  The  instructions  you  have  received  are 
clear  and  intelligible  and  all  that  the  evidence 
iu  thi3  case  requires  or  justifies. 

Tbe  counsel  for  defendant  except  to  each 
and  every  of  the  instructions  given  as  above 
and  to  the  refusal  of  the  court  to  instruct  the 
jury,  as  requested  in  each  and  every  of  the 
thirty-six  prayers,  as  hereto  annexed,  and  the 
court,  at  their  instance,  seal  this  bill  of  excep- 
tions. R.  C.  Grier,  L.  S. 

The  jury  found  a  verdict  in  favor  of  the 
plaintiff  for  §17,601,52. 


first  section  of  thirty-seven  miles  of   the  road- 
The  road  is  now  a  sure  thing,  and  we   trust 
those  who  have  been  promising  aid,  will   now 
redeem  their  pledges. 

The  people  must  bear  in  mind  that  although 
the  contract  is  let,  the  Board  have  to  provide 
the  means  to  pay  for  the  work,  and  a  portion 
of  those  means  mvsl  come  from  persons  im- 
mediately interested  in  its  construction.  Far- 
mers along  the  line  can  aid  by  contributions 
of  timber  for  ties — fat  cattle,  hogs,  corn,  wheat 
or  anything  else  which  can  be  used  to  feed 
the  men  employed  upon  the  work,  or  which 
can  be  used  for  paying  for  work  or  exchanged 
for  the  material  with  which  to  construct  the 
road. 

Now  is  the  time  for  everybody  to  prepare  to 
push  the  good  work  along,  and  by  doing  so 
fill  their  own  pockets,  and  replenish  their  sink- 
ing fortunes. 

Yai.e  Agricultural  Lectures. — -The  pub- 
lic will  be  gratified  to  learn  thatthe  noval  exper- 
iment of  the  STale  Agricultural  Lectures  of 
last  Winter  was  so  successful  as  to  induce  its 
repetition  this  Winter  on  a  more  complete 
scale.  The  course  will  commence  Feb.  5,  and 
continue  through  the  month.  These  lectures, 
which  are  of  great  value  to  the  whole  country, 
and  worthy  the  attention  of  every  cultivator, 
are  given  under  the  auspices  of  the  Yale  Sci- 
entific School, or  Scientific  Departmentof  Yale 
College,  as  a  supplement  to  its  newly-institu- 
ted course  of  practical  collegiate  education, 
and  for  the  benefit  of  the  public  at  large.  A 
new  and  important  feature  of  this  course  will 
be  its  complete  illustration  by  specimens, 
drawings,  models  and  animals.  Life  sized 
paintings  of  groups  from  celebrated  herds  will 
be  included  in  these  illustrations.  The  lec- 
tures on  training  and  breaking  horses  are  to 
be  accompained  by  practical  illustrations. 
The  lectures  of  last  year  will  take  part  in  the 
course,  and  other  eminent  names  with  a  vari- 
ety of  new   subjects,  will  be  added  to  the  list. 

The  expenses  of  the  course  are  provided  for 
in  part  by  subscriptions.  The  lectures  are  un- 
der the  direction  of  Prof.  John  A.  Porter,  who 
may  be  addressed  for  further  information,  at 
New  Haven,  Conn. — American  Agriculturist. 


Council  Bluffs  and  St.  Joseph  Rail- 
road to  re  Completed  in  Eighteen  Months. 
— We  understand  that  the  Board  of  Directors 
of  the  Council  Bluffs  and  St.  Joseph  Rail- 
road Company,  at  their  meeting  on  yesterday, 
contracted  with  Charles  Hendrie,  of  Bur- 
lington, for  the  construction  of  the  above 
named  road.  The  road  to  be  completed  with- 
in eighteen  months,  with  the  proviso,  that  if 
the  Platte  Country  Railroad  is  completed  to 
the  State  Line  before  tbe  expiration  of  eigh- 
teen months,  then  Mr  Hendrie  is  to  com- 
plete the  Council  Bluffs  and  St.  Joseph  Rail- 
road within  ninety  days  thereafter. 

This  is  glorious  news  for  Council  Bluffs,  and 
we  trust  a  new  era  of  prosperity  and  improve- 
ment is  about  to  dawn  upon  our  city. 

Mr.  Hendrie  is  an  experiended  Railroad 
builder.  It  was  him  and  his  associates  that 
first  lifted  the  Burlington  and  Missouri  River 
Railroad  out  of  the  mire,  and  constructed  the 


Baltimore  and  Ohio  Railroad  Company — ■ 
Election  of  President. — The  Board  of  Di- 
rectors of  the  Baltimore  &  Ohio  Railroad  Com- 
pany met  at  their  office,  Camden  Station,  yes- 
terday at  noon,  for  the  purpose  of  electing  a 
President  for  the  ensuing  year,  the  State,  city 
and  stockholding  membership  being  very  fully 
represented. 

The  President  called  James  McSherry,  Esq., 
to  the  chair  and  retired. 

A  general  desire  was  expressed  by  the  mem- 
bers of  the  Board  to  advance  the  salary  of 
the  office,  but  upon  positive  statements  of 
members  that  Mr.  Garrett  refused  at  this  time 
to  accept  an  advance,  the  motion  on  the  sub- 
ject was  withdrawn. 

The  Board  then  proceeded  to  tbe  election,, 
and  the  entire  vote  was  cast  for  the  present 
President,  J.  W.  Garrett,  Esq. 

A  committee  was  appointud  to  wait  on  that 
gentlemen  and  announce  the  result. 

Upon  taking  the  chair,  the  President  ad- 
dressed the  Board  as  follows  : 

Gentlemen: — I  am  informed  by  your  Com- 
mittee that  you  have  hono-ied  me  with  a  re- 
election to  the  highly  responsible  position 
which  I  have  filled  for  the  past  two  years,  by 
a  unanimous  vote.  I  would  not  be  frank, 
were  I  to  fail  to  express  my  appreciation  of 
your  action.  Like  each  member  of  this  Board, 
I  have  been  fully  aware  of  the  determined  op- 


position with  which  the  present  administration 
of  the  road  has  been  compelled  to  contend. 
With  constant  toil,  and  on  earnest  and  un- 
faltering purpose,  my  energies  have  been  de- 
voted to  inaugurating  and  maintaining  a  pol- 
icy and  system  of  management  which,  I  be- 
iieved,  would  advance  all  the  great  interests 
connected  with  the  Company.  In  this  design, 
favorably  results  could  not  have  been  realized 
without  your  vigerous  assistance  and  the  firm- 
ness of  your  support,  based  upon  your  careful 
investigations  and  devotion  to  the  interests  of 
the  Company — ignoring  pregudice  misrepre- 
sentation— have  commanded  success. 

The  financial  fruition  is  marked  and  grati- 
fying to  the  large  public  and  private  interests 
connected  with  ihe  Company. 

But,  gentlemen,  my  aim  has  been  higher 
than  the  achievemants  of  financial  success, 
important  as  is  that  to  all.  My  leading  ob- 
ject has  been  to  promote  and  advance  the  wel- 
fare and  prosperity  of  my  native  city  and  of 
my  native  State.  Your  unanimous  endorse- 
ment of  the  management  of  the  Company  by 
youi  vote  this  day — a  vote  in  which  all  the 
peblic  and  private  interests  are  represented — 
records  a  verdict  of  approval  which  is  a  source 
of  great  satisfaction.  Your  unanimity,  also, 
affords  promiee  of  cordial  co-operation  in  the 
future;  and,  with  the  maintenance  of  snch  ef- 
forts, the  great  work  under  your  control  murt 
continue  in  its  path  of  progressive  usefulness 
and  success. 

After  the  delivery  of  the  President's  address, 
the  Board  adjourned. — Bait.  American 


STATISTICAL  ASPECT  OF  THE 
WOELD- 

In  the  present  number  of  the  Guide,  as  our 
readers  will  perceive,  we  lay  before  them  a 
comprehensive  analysis  of  the  statistical  con- 
dition of  the  world,  which  we  take  fro^fc  the 
New  York  Daily  News.  The  magnitude  of 
the  earth,  and  of  the  millions  who  inhabit  it, 
which  often  strains  the  imagination,  is  reduced 
to  a  few  plain  figures,  in  order  that  it  may 
come  within  the  scope  of  the  comprehension 
of  all.  The  prominent  nations  of  both  hemis- 
pheres, and  many  second  and  third-rate  ones 
are  well  pictured,  and  he  must  be  deficient  in 
ideas  who  can  not  find  food  for  thought  in  the 
statistics  now  presented. 

The  United  States  has  a  population  of  thirty 
millions,  and  yet  the  compass  can  not  be  dis- 
pensed with  in  parts  of  our  vast  domain. 
What  will  be  the  number  of  its  people  in  19G0? 
It  is  impossible  at  this  time  for  the  mind  to 
conceive  the  moral  and  material  extent  which 
our  posterity  is  destined  to  reach.  Westward 
the  course  of  empire  takes  its  way.  If  the  race 
from  which  we  spring  maintains,  as  doubtless 
it  will  do,  the  many  marked  peculiarities  which 
preminently  distinguish  it  from  other  races, 
this  country  will,  one  day,  be  the  arbiter  of  the 
world's  destinies.  One  centuary  has  lifted  as 
to  the  front  rank  of  gre-it  nations.  What  may 
not  another  do?  England,  a  little  island  iu 
the  North  Sea,  about  the  size  of  North  Caro- 
lina, is  moral  mistress  of  Europe  to-day. 
France  or  Russia  may  be  stronger  in  the  field, 
but  in  the  Senate  and  in  the  Cabinet  the  pres- 
tige of  Albion  is  not  surpassed.  And  how  has 
it  been  attained?  Through  those  indefatiga- 
ble characteristics  of  the  saxon — industry,  per- 
severance and  intelligence.  Material  progress 
is  Britain's  hobby,  and  it  will  be  ours.  But 
as  there  is  nothing  begotten  of  earth  too  per- 
fect to  be  ruined,  there  is  a  great  deal  of  sleep- 
less watching  required  to  keep  our  position 
secure.  So  soon  as  we  believe  we  are  too 
strong  to  fall,  our  doom  is  sealed.     A  loo  cou- 
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fident  spirit  never  directs  an  observing  eye. 
If  we  therefore  would  have  our  power,  and  in- 
fluence, and  population  grow  prosperously,  it 
behooves  us  to  be  energetic,  sensible,  and 
honest,  materially  and  individually.  No  cau- 
tion could  be  more  appropriate  to  peoples  as 
well  as  individuals  than  that  laid  down  by  the 
Bard  of  Avon: 

"  To  tliine  own  self  be  true, 
And  it  must  follow.  ;is  the  night  the  day, 
Thou  canst  not  then  he  false  toany  man." 

The  World  in  \SG0— Population  of  the  Earth— Extent  of 
Territories — 77ie  Capitals  0/ the  World,  etc.,  etc. 

This  being  census  year  with  us,  inquiries 
are  rife  about  populations,  and  everything  per- 
taining to  the  material  progress  or  retrogres- 
sion of  the  different  nations  of  the  earth.  We 
herewith  furnish  a  resume  of  the  latest  returns 
from  the  chief  countries  and  cities  of  the 
world,  together  with  some  interesting  statistics 
brought  to  light  by  census  takers. 

Population  of  the  World. — There  are  on 
the  earth  1,000,000,000  inhabitants.  Of  these 
33,333,338  die  every  year;  91,324  every  day; 
and  60  every  minute. 

Nations  of  the  Eastern  Hemisphere. — The 
population  of  the  leading  countries  of  the  Old 
World,  with  their  colonies,  may  be  thus  esti- 
mated: 

Colonies.       Countries. 

British  Empire 5,324,447        27,435,325 

British  India 151,310.1'.'!)         

France 739,490        35,4(10.481) 

Denmark 118,491  2,296,4117 

Holland 21,?8(i,7()0  3,211  £100 

Portugal 1,722,14(1  3,412,011" 

Spain 3,717,433        12.386  841 

Austria ■  3973(1,113 

Prussia 10,331,187 

Uussia 60,018.815 

Bavaria 4,510,520 

Belgium 4,350,190 

Greece 0.7,700 

Hamburg 188.054 

Papal  States 2,908,115 

Sardinia 4,(50,308 

Sweden  and  Norway 4,6-15,107 

Turkey  in  Europe 15  500  000 

Two  Si^pies 8,423  306 

China 400,010,100 

Extent  of  Territories- — When  we  read  of 
the  wealth  and  power  of  England,  we  are  likely 
to  exaggerate  the  extent  of  her  territory,  that 
is,  the  territory  of  England  proper.  The  an- 
nexed table  will  give  an  idea  of  the  area  of 
the  British  Islands,  compared  with  that  of  some 
of  our  own  States. 

UNITED   KINGDOM. 

Eg.  miles. 

England 50,1-92 

Scotland 31  ,r.24 

Ireland 32, ,09 

Total 114,755 

UNITED    STATES. 

Sq.  rn  lies. 

Texas 237.594 

California 155,98q 

Missouri 67.380 

Virginia 61,352 

Florida. 59.208 

Georgia 55,000 

Illinois 55,403 

Oregon  about      90. 1)1.0 

The  area  of  the  whole  United  States 2,036. ISO 

01'  all  Europe 3,811,594 

Of  the  entire  population  of  Great  Britain, 
48,000  persons  only  have  a  claim  to  the  pro- 
prietorship of  the  soil. 

Latest  Foreign  Census  Items.  — The  latest  sta- 
tistics of  Uussia,  published  by  the  St.  Peters- 
burgh  Academy,  give  the  population  at  67,500,- 
000  of  which  52,347,836  live  in  the  Russian 
provinces  in  Europe;  4,852,055  in  Poland; 
1,636,1)54  in  Finland;  3,734,584  in  the  Cauca- 
sian provinces;  3,778,157  in  West,  and  10,088,- 
564,in  East  Siberia;  and  finally,  54,000  in 
America.  The  area  of  all  Russia,  with  the 
exception  of  ilanchouria  and  the  Pacific  Isles, 
is  384,000  German  square    miles,    of  Poland, 


2,320,  and  of  Finland,  6,844.  A  German 
square  mile  is  equal  to  about  twenty-two  Eng- 
lish square  miles.  Finland  alone  is  thus 
larger  than  Great  Britain  and  Ireland. 

From  the  census  of  Australia,  taken  on  the 
first  of  April  last,  it  appears  that  the  total 
population  was  117,727.  Of  this  total  of 
117,727,  no  less  than  43,349  were  born  in  the 
colony,  49,768  in  England  and  Wales,  7,172  in 
Scotland,  12,128  in  Ireland,  2,201  in  other 
British  possessions,  7,864  Germany,  1,093  in 
foreign  countries,  leaving  122  not  specified. 

The  Capitals  of  the  World. — We  subjoin 
some  information  relative  to  the  chief  cities  of 
the  world,  commencing  with  the  numbers  of 
their  inhabitants : 

London 3,470,000 

Paris     2.000,(00 

New  York* 900,000 

Philadelphia* 6011,010 

Constantinople 840,000 

St.  Petersburgh 600. O00 

Vienna 5O0.U0J 

Berlin , 480.000 

Home 198.0«0 

Dublin ., 308.00U 

Mexico 7. 2I8.0'0 

Palermo '93,000 

Cincinnati 158,851 

Leeds 158.000 

Hamburg ).;0,000 

Turin 160,- 00 

Genoa 125. 1  00 

Frankfort 63,01.0 

Naples 510  0011 

Liverpool 400.0  0 

Glasgow 3r6,0  0 

Boston 178,000 

Moscow 370  000 

Manchester 3H4  CO'' 

Madrid. 28G,0"0 

Lyons 3oi  ,1  00 

Lisbon 25  .0  0 

Amsterdam 2.'5.000 

Havana 240.000 

Marseilles 200  Oi  0 

Milan  151,1)00 

Brussels 142.010 

Copenhagen 136.11'  0 

Bristol 120  0  0 

Florence 10  >00 

SECOND    CLASS   AMERICAN   CITIES. 

1850.  I860.  Inc. 

St.  Louis 77,860  161000  8J.H0 

Cincinnati 115.430  15^,0  6  4.\564 

Milwaukee 20,061  40,0110  24.9:'4 

Detroit 21,1)10  46.834  25,815 

Cleveland 17134  43.550  26.516 

Zanesvilie,  Ohio 7,939  9.212  1,283 

Columbus.  Ohio 17,882  18.63*  756  1 

Dayton,  Ohio 1«,977  20,132  9.155   l 

Washington,  D.  C 40,000  61,4a0  21,4.0  I 

Providence,  R.  1 41,543  49,914  7,371 

Rochester,  N .  Y 36.403  48,096  11,603 

There  are  fifty-seven  cities  in  the  world 
which  contain  from  100,000  to 200,000  inhabi- 
tants, twenty-three  from  200,000  to  500,000, 
and  twelve  which  contain  above  500,000. 

New  Yoek. — Ten  years  ago  New  Yoik, 
Williamsburg,  Brooklyn,  Jersey  City,  Hoboken, 
and  adjacent  villages,  had  a  population  of 
675,000.  They  are  now  inhabited  by  over 
1,200,000.  Thus  have  the  Empire  City  and  its 
suburbs  incrsased  by  more  than  half  a  million 
since  1850.  A  proportionate  progression  for 
fifteen  years  would  give  them  a  larger  populace 
than  London.  The  present  boundaries  of  New 
York  may  be  said  to  be  the  Hackensack  swamps 
and  the  Harlem  river,  and  a  semi-circular  line 
drawn  from  Fort  Hamilton  to  Hell  Gate,  the 
entire  land  surface  comprehended  within 
which  would  be  nearly  fifty  square  miles  in 
extent. 

London. — London  is  spoken  of  as  "the 
greatest  city  in  the  world,"  which  it  un- 
doubtedly is,  as  regards  the  number  of  its  in- 
habitants and  its  commercial  position.  Di- 
vested of  its  numerous  suburban  villages  and 
environs,  however,  it  would  not  equal  the  city 
of  New  York  in  extent  of  population.      The 

*  Ac-coring  to  the  official  announcement  made  si  nee  Apple* 
ion's  Guide  for  November  was  issued,  the  population  of 
New  York  city  is  821,113  and  of  Philadelpeia  563,034.— Ed. 
Register. 


name  of  London  is  derived  from  the  British 
words  Llyn  Din  (  "the  town  on  the  lake,") 
and  originated  from  the  situation  of  the  city 
in  former  times.  The  river  Fleta.  which  now 
passes  under  Fleet  market  and  Wallbrook, 
once  flowing  where  the  Wallbrook  stands,  were 
the  natural  boundaries  and  defences  of  Lon- 
don originally.  London  covers  121  square 
miles.  It  is  equal  to  three  Londons  of  1800. 
It  increases  at  the  rate  of  1,000  a  week,  half 
by  births  and  half  by  immigration.  One  out 
of  every  six  who  die  are  inmates  of  public  in- 
stitutions, and  one  in  eleven  of  workhouses. 

If  London  were  surrounded  by  a  wall  having 
a  north  gate,  a  south  gate,  an  east  gate  and  a 
west  gate,  and  each  of  the  four  gates  were  of 
sufficient  width  to  allow  a  column  of  persons 
to  pass  out  freely  four  abreast,  and  a  peremp- 
tory necessity  required  the  immediate  vacation 
of  the  city,  it  could  not  be  accomplished  under 
twenty-four  hours,  by  the  expiration  of  which 
time  the  head  of  each  of  the  four  columns 
would  have  advanced  no  less  a  distance  than 
seventy  live  miles  from  the  respective  gates, 
all  the  people  being  in  close  file  four  deep. 

The  following  figures  are  extracted  from  the 
report  of  the  Chamberlain  of  the  Corporation 
of  London,  which  was  issued  a  few  days  ago. 
It  is  interesting. 

The  receipts  of  the  Corporation  for  1859 
were  §20,000,000.  We  classify  some  of  the 
expenditures  for  the  information  of  our  City 
Fathers : 

Charges  on  Corporation  Estates S  42.500 

Charges  on  Markets 25.0(0 

Extra  on  Metropolitan '"attle  Market •  45,' 00 

Charges  on  various  duties 100-000 

Pub. ic  improvements  aided 156,1(4) 

Macristrales 36.0  0 

Police 58,  Oil 

Prisons 94.0  0 

Administering  criminal  justice 37,000 

Civil  Government 140.0>  0 

Donations,  pensious  and  rewards 36,000 

Education 26.'  00 

Miscellaneous,  about ".  330,000 

We  quote  from  the  Times  of  the  5th  inst., 
relative  to  the  income: 

Among  the  receipts  by  far  largest  ilem  is 
that  of  £100,876  18s.  4d.,  derived  from  rents 
and  quit-rents.  The  markets  have  raised 
£14,119  in  round  numbers — namely,  Leaden* 
hall.  £2,920;  Newgate,  £4,452;  Farrington, 
£794;  Smithfield,  shorn  of  its  ancient  signifi- 
cance, only  £233,  and  Billingsgate,  £5,719. 
Under  the  head  of  "Duties,"  £90  533  odd  have 
been  realized,  including  the  metage  on  coals, 
£73,881;  the  metage  on  corn.  £14,007:  the 
groundage  of  corn,  £879  :  the  metage  on  fruit, 
£1,651,  and  the  stampage  of  weights  and  mea- 
sures, £112.  Then  follow  a  number  of  miscel- 
laneous receipts,  amounting  in  an  aggregate 
to  §289,882,  and  including,  among  others, 
£60,000  derived  from  the  sale  of  securities; 
brokers'  rents  and  fines.  £4,451 ;  justiciary 
fees,  £1,087;  interest  on  Government  securi- 
ties, £3,991;  reimbursement  on  account  of 
prisons,  £4,573;  do.  on  criminal  prosecutions, 
£2,221;  officers'  surplus  fees  and  profits, 
£2,131;  and  causual  and  incidental  receipts, 
to  £2,827. 

Paris. — The  superficial  extent  of  the  "  second 
city  in  Europe"  is  about  thirty  square  miles, 
over  which  no  less  than  148,000  trees  are  sys- 
tematically scattered.  U/nder  Julius  Csesar 
the  extent  of  surface  inclosed  by  the  walls  of 
Paris  amounted  to  150,307  square  metres. 
The  recent  extension  of  the  town  increases 
the  space  inclosed  to  78,880,000  square  metres. 
As  in  the  case  of  London,  we  are  enabled  to 
present  a  few  facts  relative  to  the  finances  of 
the  city.  The  receipts  of  the  city  of  Paris  in 
1859  amounted,  in  round  numbers  to  one  hun- 
dred millions,  and  this  revenue  is  enough  to 
meet  all  the  indispensable  municipal  expenses. 
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It  suffices  for  the  interest  and  sinking  fund  of 
the  various  loans  made  for  the  expenses  of 
great  public  works  and  for  the  bakers'  fund. 
In  short,  it  suffices  for  all  ordinary  expenses. 
The  annexation  of  the  suburban  zone  has  alone 
given  rise  to  the  new  loan.  The  credit  of  the 
city  of  Paris  annually  improves;  not  only  have 
all  its  loans  been  eagerly  taken,  but  its  bonds, 
issued  last  year  at  400  francs,  are  now  quoted 
at  485  francs.  In  matters  of  credit  the  public 
is  the  best  judge.  Moreover,  the  great  works 
of  the  city  of  Paris  have  not  only  a  moral  and 
political  object,  but  the  expense  is  productive. 
The  revenues  of  the  capital  will  increase  by 
the  affluence  of  strangers  its  splendor  at- 
tracts. 

According  to  the  article  under  consideration, 
the  number  of  paved  streets  in  old  Paris — not 
including,  that  is  to  say,  the  new  arrondise- 
ments — is  1,245,  and  of  shingled  or  maca- 
damized streets,  254.  In  the  annexed  com- 
munes most  of  the  streets  are  neither  paved  nor 
macadamized.  A  square  metre  of  pavement 
costs  about  12f,  and  of  macadam  from  3f.  to 
3if.  ;  but  the  difference  of  cost  is  considered 
to  be  more  than  neutralized  by  the  difference 
of  wear  and  of  expense  in  keeping  in  repair. 
The  great  streets  boulevards  since  1S52  are 
macadamized.  In  1859,  l,125,475f.  were  ex- 
pended in  pavement,  and  2,145,586f.  in  shin- 
gling and  maeadamization.  There  are  about 
400  kilometres  of  paved  streets  in  Paris,  and 
about  100  of  shingle  and  macadam,  390  of  flag 
or  asphalte  footpath,  and  350  of  planted  ways, 
boulevard,  promenade,  and  squares.  The 
sewers  are  196  kilometres  in  length  The  ex- 
pense of  street  cleaning  in  1859  was  about 
£61,000  sterling,  and  of  street  watering  some- 
thing less  than  £8,000,  which  latter  item  ap- 
pears by  no  means  large,  considering  that  this 
department  is  now  well  attended  to  in  Paris. 

Philadelphia. — Philadelphia  is  probably  the 
most  spacious  city  in  the  world.  It  is  in  the 
form  of  a  parallellogram,  and  nearly  rectangu- 
lar ;  it  is  at,  present  twelve  miles  long  by  about 
six  miles  wide  ;  that  is,  it  occupies  about  sev- 
enty-two square  miles  in  superficial  area. 
What  its  future  extent  may  be  no  one  can 
speak  with  accuracy,  butwhen  itis  remembered 
that  in  the  year  1850  its  population  was  about 
400,000  souls,  and  that  its  census  for  this  year 
almost  doubles  that  amount,  one  may  tell  that 
the  extent  of  Philadelphia  about  the  year  1900 
will  have  no  parallel  in  the  world. 

Liverpool — the  "  Maritime  Metropolis  of 
the  World." — Owing  to  a  variety  of  circum- 
stances, but  chiefly  because  of  its  geographical 
situation  and  splendid  harbor,  Liverpool  is  one 
of  the  most  important  towns  in  the  world.  In 
1857  one  half  of  all  the  products  exported 
from  England  passed  through  it.  Out  of  over 
$60,000,000  of  exportation  nearly  $28,000,000 
where  shipped  at  Liverpool.  •  The  population 
within  four  miles  of  the  Exchange,  is  600,000. 
The  property  and  income  tax  paid  by  the  in- 
habitants in  1857,  amounted  to  $35,000,000. 
The  amount  of  tonnage  belonging  to  the  port  in 
the  same  year  was  936,022  tons,  being  greater 
by  76,881  tons  than  that  of  London  itself.  The 
amount  of  shipping  that  entered  and  cleared 
during  the  same  year  was  upward  of  nine  mil- 
lion tons.  Of  the  vessels  which  arrived  from 
abroad,  the  United  States  sent  by  far  the 
largest  and  most  numerous,  viz:  934  ships 
of  on  average  burden  of  more  than  one  thou- 
sand tons.  There  were  from  Italy,  174  vessels; 
from  Russia,  102;   from  France,  317. 

The  pride  of  Liverpool  is  her  docks,  which 
cover  a  space  of  no  leas  than  400  acres  of  water 
along  the  Mersey.  They  extend  on  the  Liver- 
pool side  of  the  river  a  distance  of  five  miles, 
and  two  miles  on  the  Birkenhead  side.  The 
sea  wall  along  ihe  Liverpool  side,  by  which 


the  shipping  in  the  dock  is  preserved  from 
wind  and  storm,  is  one  of  the  greatest  works 
of  any  age.  Its  length  is  upward  of  five  miles, 
its  average  thickness  eleven  feet,  and  its  aver- 
age height  from  the  foundations  forty  feet. 
Great  difficulty  was  experienced  in  gaining  a 
stable  foundation  for  this  great  structure,  and 
thousands  of  piles  were  driven  and  many  great 
beams  of  timber  sunk  to  secure  firm  bottom. 
Upward  of  eighty  pair  of  gigantic  gates  have 
been  put  up  within  the  last  30  years,  and  some 
of  them  reach  to  the  unparalleled  width  of  100 
feet. 

Facts  about  the  United  States. — The  pres- 
ent census,  like  that  of  every  year,  since  1790, 
indicates  an  annual  increase  of  three  per  cent, 
in  the  population  of  the  United  States. 

The  following  are  some  of  the  statistics  of 
the  old  colonial  days.  One  hundred  and  forty- 
five  years  ago,  in  the  reign  of  George  I.,  the 
ascertained  population  of  the  Continental  Colo- 
nies was  as  follows  : 

New  Hampshire 9,500  150 

Massachusetts 9-1,000  2.000 

Rhode  Island 7.51.0  500 

Connecticut 49X00  1,500 

New  York 27.1.00  4,000 

Pennsylvania 43,3(0  2,50" 

New  Jersey 21,1-00  1.500 

Maryland 4C0UO  9,500 

Virginia 72.000  2:1,1.00 

North  Carolina 7.0(10  3.710 

South  Carolina 0,250  10,0011 

Total 375,000  58,0:0 

The  estimated  number  of  persons  recorded 
in  1860  is  about  30,000,000. 

In  no  nation  of  the  earth  is  the  general  lot 
of  mankind  so  elevated  and  happy  as  in  our 
own.  Proserity,  intelligence,  and  education 
are  visable  everywhere  among  all,  classes  of 
the  American  commuity.  Four  millions  of 
children  attend  our  public  schools,  and  150,000 
teachers  are  employed  to  instruct  them.  Of 
every  five  persons  in  the  commonwealth  one 
is  a  scholar.  Books  and  newspapers  have 
multiplied  so  rapidly  in  the  land  that  it  takes 
750  paper  mills,  with  2,000  engines  in  coustant 
operation,  to  supply  the  printers,  who  work 
night  and  day.  These  mills  produce  270,000,000 
pounds  of  paper  annually,  and  their  receipts 
in  1858  reached  $27,000,000;  340,000,000 
pounds  of  rags  were  used  in  making  the 
paper. 

The  nearest  estimate  of  the  indebtedness  of 
the  American  Union  states  its  liabilities  to  be 
$200,000,000;  of  this  $96,000,000  are  held  by 
foreigners.  The  railroad  debts  amount  to 
$1,050,000,000,  of  which  $261,000,000  are 
heid  by  foreigners. 

The  number  of  mercantile  failures  in  1859 
was  3,913,  an  aggregate  amount  of  liabilities 
of  $61,000,000/  Of  these  only  130,  with  lia- 
bilities amounting  to  $6,000,000,  paid  in  full. 
The  total  amount  of  liabilities  of  failures  for 
1857,  1858,  and  1859,  was  nearly  $470,000,000 
of  which  the  creditors  lost  $262,905,000. 

We  are  unusually  prosperous  in  1860,  and 
we  hope  nothing  will  occur  to  mar  the  bright 
prospects  before  us. 

An  official  publication  in  Prussia  shows  that 
of  the  total  population,  17,739,915  at  the  end 
of  1858,  1,902,627  were  Poles,  48,582  Mora- 
vians, 6,189  Bohemians,  109,000  Wendes, 
139,780  Lithuanians,  upward  of  10,000  de- 
scendants of  French  refugees,  and  the  rest 
Germans. 

The  Aye  of  Gold — A  statemeut  was  lately 
presented  to  the  Statistical  Congress  in  Eng 
land,  by  the  delegates  from  Australia,  in  re- 
ference to  the  gold  productions  of  Australia 
proper,  and  of  Tasmania  and  New  Zealand. 
The  details  were  somewhat  voluminous,  but 
the  summing  up  made  the  yield  of  gold,  from3 
1851  to  the  close  of  1859,  £101,371,828,  or' 
over  five  hundred  millions  of  dollars.      The 


American  gold  regions  have  yield  even  more 
than  this,  since  the  California  gold  dis- 
coveries of  1848,  and  in  round  numbers  it  may 
be  stated  that  in  twelve  years  the  addition  to 
the  world's  stock  of  gold  exceeds  one  thousand 

millions    of  dollars. Appleton's    Railway 

Guide  for  November. 


flSg°"The  Springfield,  Monnt  Vernon  and 
Pittsburg  road,  better  known  as  the  Delaware 
Cut-off,  is  to  be  sold  at  Springfield,  Ills,  on  the 
5th  December,  at  10  o, clack,  a.  m.,  under  di- 
rection of  the  Sheriff  of  Clark  County. 

"The  terms  of  sale  of  the  railroad  and 
franchises  are  $25,000  cash  on  the  day  of  sale; 
balance  in  ten  days  thereafter,  either  in  cash 
or  in  first  mortgage  Western  Division  bonds 
of  the  Company,  each  bond  to  be  taken  at  its 
pro  rata  share  of  the  purchase  money  which  it 
would  be  entitled  to  on  confirmation  of  sale 
and  final  order  of  Court.  For  the  personal 
property  the  terms  are  cash  on  the  day  of 
sale,  or  20  T$  cent,  cash,  and  the  balance  in  the 
first  mortgage  Western  Division  bonds  of  the 
Company." 


The  Recent  Fires  on  the  C.  &  P.  R.  R. 
— a  desperate  Association — Commitment  of 
the  parties. — We  have  odtained  from  Deputy 
U.  S.  Marshal  Hackett,  of  Ravenna,  who  was 
employed  by  the  C.  &  P.  R.  R.  Co.  to  detect 
incendiaries  at  work  on  their  line  for  some 
time  past  for  further  particulars  in  regard  to 
the  arrests. 

Marshal  Hackett  proceeded  to  Manchester, 
and  succeeded  in  gaining  ihe  confidence  of 
of  the  suspected  parties  to  such  an  extent 
that  they  freely  conversed  with  him  in  rela- 
tion to  their  proposed  operations.  Mr.  H. 
passed  among  them  as  a  Kentucky  sporting 
man,  passed  evenings  with  them,  and  the  par- 
ties lodged  together.  The  plan  of  operations 
was  complete,  and  their  intentions  desperate. 
Before  commencing  operations  they  were  ob- 
liged to  take  an  oath  to  the  effect  that  if  any 
information  of  their  operations  were  given  by 
either,  his  life  should  be  sacrificed.  They  de- 
clared their  intentions  to  ruin  the  railroad 
Company  by  burning  its  buildings  at  different 
points. 

Among  the  plans  of  revenge  in  contempla- 
tion was  one  to  put  a  keg  of  powder  under  the 
boiler  of  the  stationary  engine  at  Manchester, 
co  that  when  a  fire  was  started  in  the  morning, 
the  entire  establishment  might  be  blown  up. 
When  the  attempt  was  made  at  Manchester, 
the  incendiaries  had  made  their  arrangements 
most  complete  ;  inflammable  material  was  pre- 
pared inside  and  outside  the  building,  and 
nothing  but  the  prompt  discovery  of  the  at- 
tempt saved  the  building.  Marshal  Hackett, 
having  knowledge  that  the  attempt  was  to  be 
made,  stationed  a  strong  guard  about  the  build- 
ing, and  McConnell  had  hardly  applied  the 
match  before  he  was  grappled  by  the  throat. 

The  three  men  arrested  (Geo.  Moore,  for- 
merly an  engineer;  Alexander  McConnell,  for- 
merly machinist  and  fireman;  and  James 
Rooney,  a  watchman)  were  yesterday  brought 
before  Mayor  Wilson,  of  Pittsburgh,  and  held 
for  trial.  McConnell  waived  an  examination, 
the  others  offered  no  defense. 

Moore  and  Rooney  were  discharged  from 
the  Railroad  Co.'s  emyloy  for  recklessness  and 
incompetency;  McConnell  left  because  the 
Company  refused  to  allow  him  to  run  on  an 
engine  as  fireman.  Marshal  Hackett  deserves 
great  credit  for  the  faithful  and  very  able  man- 
ner in  which  he  has  discharged  his  duties.— 
Cleveland  Herald.  J 
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The  panic  in  the  money  market,  noticed  in  our  last,  still 
rages  with  unabated  fury,  and  has  nearly  swept  the  entire 
financial  fabric  olT  its  feet;  The  b'mks  of  Virginia,  Mary- 
land, Pennsylvania,  and  Tennessee,  have  been  added  to  the 
list  of  suspended  institutions.  Great  efforts  are  being  made 
by  the  banks  of  New  York  to  prevent  the  necessity  of  a 
similar  course  on  their  part,  hut  if  it  has  to  come,  the  sooner 
it  takes  place  the  better.  Let  the  bottom  be  reached,  and 
we  wili  have  a  "  turn  of  the  tide1'  that  will  be  as  felicitous 
as  our  present  condition  is  deplorable.  Less  of  the  evils  o 
the  panic  for  the  present  moment  will  be  felt  by  Cincinnatif 
merchants  and  manufacturers,  than  is  experienced  by  the 
same  classes  in  other  large  cities,  on  account  of  ourpeculiar 
system  of  hanking.  Every  man  being  forced  to  rely  al- 
most exclusively  on  himself,  and  in  a  great  measure  to  be- 
come his  own  hanker,  they  have  fortified  themselves  and 
are  better  prepared  to  stand  the  shock.  This  is  also  true  of 
the  banks  with  which  we  are  surrounded,  those  of  Ohio,  In" 
dianaand  Kentucky,  being  among  the  safest  in  the  country 
and  will  probably  be  the  last  (o  suspend.  Kates  fur  money 
are  various,  and  parties  wanting  to  borrow  can  pay  almost 
any  price  they  please.  Very  little  being  done  in  the  regu- 
lar way,  outside  transactions  are  increased  ;  operators  how- 
ever manifest  great  caution,  and  select  their  customers. 

Eastern  exchange  is  scarce,  and  rates  high  and  unsettled; 
indeed  no  quotations  can  be  relied  on  from  one  day  to  an- 
other. 

Relative  to  money  matters  in  N.  Y.  the  Economist  says  : 

"  We  can  notice  little   change  in  the  money  market,  anj 

the  tendency  docs  not  seem  to  be  towards  any  greater  ease. 

12  per  cent,  about  represents  the  minimum  rate  in  outside 

transactions  on  the  best  grades  of  double  named  paper." 

It  is  almost  useless  to  give  quotations  of  stocks,  as  they 
are  in  no  sense  an  indication  of  their  value. 

C  incinnati  Stock  Market.— Sales  of  Stocks  and  Bond 
have  been  made  during  the  past  week  in  this  city  At  the  fol 
lowing  rates: 

BONUS. 

Little  Miami  R.  R.  1st.  Mortgage  Bonds,  6  per 
cent., 84®. . 

Covington  &  Lexington  It.  R.  First  Mortgage 

Bonds,  7  per  cent 85<gt*. 

Covington  and  Lexington  It.  R.  Co.  FirstMort- 

gage  Bonds,  (i  per  cent 18@. . 

Covington  &l  Lexington  R.  R.,  Second  Mort- 
gage Bonds,  7  per  cent »».77£©.. 

Indianapolis  &.  Cincinnati  R.  R.  First  Mort- 
gage Bonds   7  per  cent... 85  @. . 

Indianapolis  &  Cincinnati  R.  R.  Co.,  Second 

Mortgage,  7  per  cent.  Bonds 84®.. 

Indianapolis    &.  Cincinnati   R.  R.  Co.,  Third 

Mortgage  Bonds,  7  percent 64@.. 

Cincinnati,  Hamilton  &  Dayton  R.R.  Co.,  First 

Mortgage,  7  per  cent.  Bonds 100@., 

Cincinnati,  Hamilton  &  Dayton  R.  R.  Co.,  Se- 
cond Mortgage  Bonds,  7  per  cent P5@. 

Ohio  and  Mississippi  Railroad,  Constructor 
Bonds, 7  percent lGi@. . 

Indiana   Central    R.    It.   Co.,   First  Mortgage 

Bonds,  7  per  cent 84©., 

Indiana  Central  R.  R.  Co.,   Second    Mortgage 

Bonds.  1U  per  cent S5@.. 

City    of  Cincinnati,   Municipal  Bonds,  C   per 

cent 9,1®.. 

Ciiy  of  Cincinnati,  Railroad  Bonds,  6  per  cent.  F7@.. 

City  of  Cincinnati,  Wharf  Bonds,  G  per  cent.    £6©.. 

STOCKS. 

Cincinnati.  Hamilton  &i  Dayton  R.  R *3@... 

Little  Miami  K.R ,.,. .  &7@.. 

Columbus  &  Xenia  R.  R 8f>£@.. 

Indianapolis  &.  Cincinnati  R.R , 45@... 

Ohio  &  Mississippi  R.  R 1J 

Farmer's  Bank  of  Kentucky, 124@... 

Northern  Bank  of  Kentucky 1-P@. . 

Ohio  Life  Insurance  &  Trust  Co.'s  Certificates.    6<&... 
Ohio  &l  Mississippi,  Trustees  Scrip 15®.. 

IC/3  Eighteenth  Monthly  Report  of  Wm.  Key  Bond, 

Receiver  of  the  Cincinnati,  Wilmington  and  Zanesville 

cad,  for  the  month  of  October,  has  been  filed  with  the  Clerk 

f  the  United  States  District  Court.     The  following  is   a 

synopsis  of  the  report : — 

Earnings. 

Passenger. 

Through  Business .  .$    114  3G 

Local  "         7,049   14 

Mail  M         ., 859  93 

Express         •* 4  97  (10— $8,515  45 

Freight. 

Through  Business 390  P5 

Local  «« 13,17321—13,50406 

Total  Grose  Earnings $22,07  9  51 

Subject  to  over  charges,  drawbacks,  and  deductions: 


General  Expenses, $12.!t:j3  80 

Kxtraordinary  Expenses 703  83--$13,G37  M 

Capital  Account Gfl   13 

Total  Expenses $13,7(0  77 

Balance  on  hand  October*,  IP-ISO  26.T22  5 

Received  in  October  on  Passenger  Acoount ...  .$  7.957  95 
"  "  Freight  »         ....        14  5-20  42 

Rent.etc *   92  73 

§48,093  02 

Received  during  Octcber  $22,571  10 

On  hand  1st  October £0.122  52 

Sie,093  02 

From  the  advance  shells  of  the  forthcoming  report  of  the 
State  Bank  Comptroller,  we  are  enabled  to  give  our  readers 
the  following  facts  in  relation  to  the  condition  of  the  Wis- 
consin Banks,  on  the  1st  day  of  October  last.  The  whole 
amount  of  circulating  notes  outstanding  was  SI. 451  572. 
which  was  secured  by  public  stocks  at  par  value,  and 
specie,  as  follows  : — 

Wisconsin,  6  per  cent 9100,000  TO 

Minnesota.  8  pur  cent 73  (.01!  O'l 

California,  7  percent 334,100  1,0 

Georgia   0  per  cent S3P.r00 

Georgia,  7  per  cent 20,1)  0 

58.500  00 

Illinois.  G  percent 518.280  00 

I  jwn,  7  per  cent 18.00J  CO 

Indiana,  5  percent $TR,7MI 

Indiana,  2i-  per  cent 8,1  00 

80.70P  f'O 

Kentucky,  0  per  cent 23.0WI  Ou 

Louisiana,  5  per  cent $  J0.CG') 

Louisiana,  0  per  cent 155,500 

JG5.500  00 

Missouri,  0  percent U4WJCMH  )0 

Michigan,  0  percent 205,500  00 

North  Carolina,  G  percent 590  500  Ml 

Ohio,  0  percent , JTr*  Of  HI  00 

Tennessee.  G  per  cent 834,010  b0 

Virginia,  "»  per  cent $    9, Got) 

Virginia,  6  per  cent 179,000 

188.01.0  P0 

Racine  and  Mississippi  R.  R.  Bonds,  8  £>  cent.      27,0h(.  00 
Milwaukee  and  Watertown  R.  K.  Bonds,  8  $? 

cent 50,000  HO 

S4.851.5t0  00 

Specie 148,429  50 

$5,000,009  50 
The  increase  of  securities  during  the  year  was  §87,2'  8  50; 
the  increase  of  outstanding  circulation  during  the  same 
period  was  §43.451.  The  present  Bank  Comptroller,  since 
his  entrance  upon  the  duties  of  the  office,  1  as  spared  no 
pains  to  get  rid  of  Missouri  and  Virginia  Stocks,  and  to 
supply  their  place  with  other  securities.  The  following 
table  shows  the  increase  and  decrease  in  the  several  kinds 
of  securities  during  the  twelve  months  prior  to  Octol>er  1st. 
The  increase  has  been  in  the  following  securities  : — 

Minnesota,  8  percent $  73,0i»0  00 

California,  7  per  cent 2GH.<  00  00 

Georgia,  G  per  cent 8.000  HO 

Iowa,  7  percent 8,000  00 

Indiana,  5  per  cent - $23,700 

Indiana,  2 1  per  cent 8,000 

31.700  00 

Kentucky,  0  percent 12.000  00 

Louisiana,  0  percent 8,000  00 

Michigan,  6  percent 58,0""  PG 

N   Carolina.  6  percent 290,000  On 

Tennessee,  G  per  cent 127.01,0  10 

S885.700  CO 
Less  decrense  in 

Missouri,  0  per  cent $547,000  CO 

Virginia,  5  percent 96.000  00 

Virginia,  G  per  cent 3,000  00 

Ohio.  6  percent 55,00(1  00 

Illinois,  6  per  cent 39.540  00 

Pennsylvania,  5 9,000  CO 

Specie,    48,95150 

798.491  50 

$87,208  50 
Since  this  report,  the  comptroller  has  made  a  call  on  the 
banks  for  additional  securities,  which  has  been  promptly  re- 
sponded to,  and  the  aggregate  security  has  thus  been  con- 
siderably increased. 


C*  ON  TRACTS  fur  Rails  at  a  fixed  price,  or  on  cow 
'  mission,  delivered  at  an  English  port,  or  ai  a   por 
in  the  United  States,  will  be  made  by  the  undersigned 
THEODORE  DKHOiN~ 
■r.™ 10  Wal  Rroadway-New  Vor 

A.  BRIDGES  &  CO. 

Manufacturers  and  Dealers  In 

RAILROAD  AID  CAR  FINDINGS 

— AND — 

Of  Every  Dkscripiion. 

No.  6<U  COIIRTLANDT  STREET 
NEW  YORK. 

Albert  Bridges.  Joel  C.  Lane 


PR0SSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUBULAR  BOILER  MAKERS 

— a:;d — 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water.  Shifting  Sc.  screwed  or  coupled  together, 
iu  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 
PABJS'S  PATEVF  GLASS  EM3IELED  IRO.V  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-V/ELDED    STEEL   TUBES 

THOS.  PEOSSER  &  SON, 

28  Piatt  Street,  New  York. 

BG1KEERS'  INSTALMENTS." 

FOR  SALE  LOW — i  Engineers'  Levels;  2  Surveyors' 
Compasses  ;  one  Transit.     They  have  been  but  little 
used  and  are  in  good  order. 

JAMES  FOSTER.  JR.  &  CO., 
My  in— 5t.  S-  VT.  Corner  of  Filth  and  Race  Sis. 

LITTLE    MIAMI 

AXD 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  BAYTQN 


HAILPIOADS. 


On  and  after  SUNDAY,  November  25,  I860,  Trains 
will  depart  as  follows: 

7:45  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond-  Indianapolis, 
Logansport  and  Dayton.  Connects  at  Dayton  for  Colum- 
bus, Springfield,  Urbana  and  Sandusky;  and  wi;h  D.and 
M.  Road  for  Truy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago.  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

8:3U  A.  M. — From  Cincinnati,  Hamilton  and  Dayton 
Depot — Accommodation  for  Hamilton   and   way    stations. 

9:30  A.  M.  Express.  —  From  Little  Miami  Depot- 
Connects  via  Columbus  and  Cleveland;  via  Columhus, 
Crestline  and  Pittsburg;  via  Columbus,  S:eubenville  ar.d 
Pittsburgh;  via  Columbus,  Bellair  and  Benwood;  and  via 
Columbus,  Bellair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

3:30  P  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield.  Crbaua  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Logansport,  aud  allpoiuts  West.  Connects  at  Ham- 
ilton for  Oxford-  etc. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

5:15  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— For  Troy,  Piqua,  Sidney,  Lima,  Fort 
Wayne  and  Chicago  ;  alsofor  Toledo,  Detroit,  and  allpoints 
in  Canada. 

G:0U  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

9:40  P.  M. — Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot— Connects  via  Columbus.  SieuLenville,  and 
Pittsburgh  ;  via  Columbus,  Crestline  and  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben- 
wood;    and  via  lolumbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway ; 
west  side  of  Tine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  5  East  Third  Street  ;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Columhus  time,  which  is  seven 
minutes  taster  than  Cincinnati  time 

T.  W.  STR.ABER, 

General  Ticket  Aeent. 

Omnibuses  call  for  passengers  bv  leaving  directions  at 
the  ticket Officesi 
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W.  CI.  HYNDMA5S 


i!S 


Patent  Portable  Forge  and  fellows. 

THKSE  FORGKS  are  superior  to  alt  n\h#r*ts,T  build 
ers  of  railroads,  mines,  quarries,  gua»jwJthe,  Iock- 
smiths,  machine  shops,  boiler  makers,  -,as  filters  and 
mathematical  and  optical  instrument  makers.  The? 
are  the  only  forge  made  that  can  ne  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  lire  bed.  They  can  he  put  up  Til  any 
desired  position,  and  the  smoke  be  conducted  to  the  flue 
by  a  pipe. 

Railroad  companies  and  others  in  want   of  Portable 
orj.es  willaddress  Vv\  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHOUT    LINE 


SHORTEST  EOUTE  BY  THIRTY  MILES 


No  change  of  cp.rg  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

THREE  PASSEN^^K  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  51.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:4?  A.  M.,  Chicago  at  8  P.  M. 

II. SO  P.  M—  TEltRE  HAUTE  AND  AFAYETTE 
ACCOMMODATIO  N—  Arrives  at  Indianapolis  at 
4:50  P.  M. 

0.00  P.  M. -CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  I'    M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  arc  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

^^JEW  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  IndianapoUst 

03"  FARE  TIIE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIIROUG11  TTCKETS, 
Good  until  used,  can  he  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

II.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON^ 

AND  ZANESVILLE 
IT  .A-  I  Hi  Z=5  g>  a  xj  . 

Two  daily  trains,  at  0  A.  M  .snrt  0  P.  M.,from  Little  Mi- 
ami Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Rkturnino  Trains — Arrive  tCincinnati  at  8  A.  M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  ale  t  Depot  Ticket 
Offices  of  Little  Miami  Hold. 

W  OND         eiver 


RAILROAD  IRON. 

THE  undersigned,  Agentsfnr  the  Manufacturers,  are 
prepared  3  contract  to  deliver  free  on  board,  at 
shipping  parUin  England, or  at  ports  of  dischaarge  in 
theUnitcc&*itei,Ru.ilsnf5iuperioi quality, and  of  weight 
ofpattert    (may  oe  required. 

VORE, LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9  South  YVUiam  Street 

T.  F.  RANDOLPH  &,  BBS. 
Mathematical   Instrument  Makers 

O.C7       est  GtU  St.  bet   U'si   nut  &  Vine 

CINCINNATI  O 

GREAT  NA TIONAL  BO UTE  TO 

j^@Il|^^u|p|||gj}j||^||j| 

BALTIMORE,  PHI  LADEPIIIA,  NEW  YORK  &  BOSTON 
And  on]}'  SEon<!  to  Washington  City. 

CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  aud  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  "West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
pTiia.New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS 

Tickets  *o'oil  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. Tiie  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Hay  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed.  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

IT"?  Ask  for  tickets  via  Baltimore  an  o  Ohio  Railroad. 
W    P    SMITH. Master  'Iransyortalion,  B.  &  O.  R.  R. 

J.  II.  SULLIVAN,   Ocn.  West.  Ji<rt„  B.%  O  R.  R. 
L.  M.  COLE.    Gen.   Ticket,  fist.,   II.  %   0.  R.  R. 
H.  J.  .IEWETT    Preset  O.   O.  R.  It. 
J.  W.  BROWN.  Oen.  7fc*ft«t  jty*.-,  C.   0.  R.  R. 


G.    \V.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  hnd  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
ofthe  West  that  all  work  furnished  by  us  shall  be  of  th 
bestquality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited ,  with  the  assnrance  tnat 
no  paina  will  be  spared  to  give  entire  satisfaction  it 
al    usee  6 


IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

RSTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

L&P-WIL®!©  §©tLi&  FUWE3, 

7 inches  outside  diameter,  cut  to  definite  length 

as  required . 

UKOVGHTIRON   WELDED   TUBES, 

From  %  to  5  inches  bore,  with  Screw  and  SocltetCon- 

uections.    T's,  L's,  Stops,  Valves,  Flanges, etc.,  etc 

Warehouse,  209  South  Third.  St., 

PHILADELPHIA,  |».ug 

5-nCPIlKM  MORRIS,  rilAR.WHKELICH,  J« 

TllOS.  T  TASKER,  JR.,  S.  f.  «  TiSKKR. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T  $    Bail 
PATENTED,  NOV.  2,  1858. 


Pig.  3  is  a  perspective  view  of  Joint  Rail.  Fig.  1  is  a 
view  of  outside  plate  C,  whit  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  thR  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  ofthe  rails. 
This  plate  may  be  of  such  form  as  to:  fill  up  the  recess  in 
tte  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  aud  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  ofthe 
rails,  and  partly  upon  theoutside  lip  of  thechair,  as  shown 
in  Fig- 3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyend  the  head  of  tiie  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  At.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  ofthe  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  Inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  a3  bearings  for  thp  tongues  C  C,  and  serving,  also,  in 
part,  to  cenfinethe  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  kevs.  which  art 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  thera  in  such  a  manner  as  to  prevent 
the  possibility  ofthe  spikes  being  withdrawn  while  the  platea 
arein  their  place. 

The  plates  C    and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  the  rails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
ther can  move  wi?hot  the  other. 


Anothergreat  advantage  is,  the  allowance  which  ismade 
(for  expansion  and  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  t  hat  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  vith  the  breaking  of  rails,  whee 
and  axles,  preventing  the  loss   of  life  and  destruction 
property,  and  saving  at  iiist  fifty  percent,  on  the  west 
the  rolling  stock  of  the  road. 

W.  1IARVEV,  Inventor  asd  Patbn    te 
41  Jefferson  &treet,  Albany, 
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GEO.   H.    KNIGHT     &    BROTHER 

Patent   Attorneys, 


IV.  E    Corner  Vine  &  4th. 


Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia, 

Ju  24.  6m. 
d.  G.  LOEDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 


Witnmigtoei  -------  Delaware 

MANUFACTURERS  OF 
AND 

US, 
For  R.K. Ciiis &  Locomotive  Engines, 

AEE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    It   THEIR 

CELEBRATED     WHEELS, 

EITHER   SINGLE   OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    Roiled    Axles, 

In  the  best  manner,  ut  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 

at>2 

A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  Mates 
and  Territories, arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post- Offices;  Hates 
of  foreign  and  Domestic  Letter  Postage;  Hates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laics  and  Regulations  of  the-  Post-Office  De- 
partment, t£c.,  t&c. 

COMPILED    BY   K   PENROSE   JOISES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE   FOLLOWING  CERTIFICATE, 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,  ) 
January,  ie.~>9.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  O.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of  the    Western,  North-Western,  and 
outh-Western  States,  yet  published. 

MAULON  n    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &-c.,for  P.  O.  Popart. 

The  book  makes  an  actavo  pamphletof  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  New  Offices,  Changes  ar.d 
Regulations  of  the  Department,  the  informationis  con-acted 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
e'es,  making  it  especially  valuable  to  business  men.  No 
similar  arrangement  has  been  published  since  1856.  There 
are  3000  more  offices  in  this  thai  in  any  book  heretofore 
issued.  77ie  Price  is  one-half  that  of  any  work  of  the  kind 
now  published. 

JTlr  Single  copies  sent  by  mail(postag  prepaid)  to  aDy 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  ©1.00,  or  Twelve 
Copies  for  $ 2.00, 

Address.  C.  S.  W1LL1IAMS 

194  Walnut  Street, 


WHEELER  8l 


WILSON'S 


SfeWING  MACHINES. 

WM.    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 


Columbus,  O., 
Dayton,  O., 

Zanesville,  O. 


Louisville,  Ky,, 

Lafayette,  Ind., 

Indianapolis,  Ind., 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine. with 
important  improvements,  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  gooo.  low-priced  Family 
Macuine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fiffy-Fivc   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al^ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesL  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

]r~pSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

feM2.  WM.  SUMNER  &  CO. 

MOSESLBY?S 
WROUGHT   IRON 

ARCH  BRIDGES 


Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


Street  and  Other  Railroad  Iron. 

WOOD,  M0RRELL  &  CO.,  Johnstown,   Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur* 
chase  Ag.4,m.G. 

"freedom  iron  companyT 

MAXUFACTCTEBS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Pi>ton  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co.,  Penn, 

JOHN  A.  WRIGHT,  SupU. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pi*/  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.Y 

rpHESE  WORKS  HAVING  BKE5  KNT.AKGKD  and 
J.    improved,  and  having  received  extensive  additions 

to  tneir  toole  and  machinery,  are  prepared  to  receive 
nd  execute  ordei*  for 

AND  TENDERS,  AND 
RAILROAD  MACHINERY 

generally,  with  the  utmost  promptnessand  despatch 

ind  In  the  best  style. 

The  above  works  being  located  on  the  New  YorkCen 

al  Kailroad,  near  the  center  of  the  state,  possess  en  - 

Deriorfarilities.  for  forwarding  the  r  work  to  any  pa  rto  I 

hecountry,  withoutdelay. 

JOli  <   ELLIS.  Agent. 

WALTEK   McQUEEN    Sop't.  AulG.ly 

CINCINNATI 

LOCOMOTIVE  WORKS 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  Go  West  Third  Street,  Cincinnati,  Ohio. 

Sot.  2.  MOSELEY  &  CO. 

JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W. CORNER  F1FTHANDRACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Repairing  attended  to. 


'.WITCH  ELL, 


JAMES  FOSTER,  Jr. 


The  undersigned  are  prepared  to  furnish  Locomoti'v 
equal  in  efficien cy  and  durability  to  the  bes^Easte 
manufacture.  Also,  Shaping  and  Slotting  Machines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
forgi  ng  an  dcastingdoue  at  short  notice  .  Also,  bolts  fo 
bridges cu   withdispatch. 
a.-  '  MOORE  &  RICHARDSON  . 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitors  appointed  by  the 
State, is  underthe  superintendence  ot  Col.  E.  TV, 
IMOICUAIN,  a  distinguished  graduate  oi  West  Point 

ar.d  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  isthattaughtin  tbebestOolleges 
but  more  extended  in    Mathematics,  Mechanics,  Ma 
chines, Construction,  Agriculturalc'hemistry  and  Mining 
Geology;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages,  accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering.  Commerce, 
Medicine, and  Law,  admit  ot  selecting studiesto  sui 
time  means, and  object  ofProfessioiiaIpreparalion;  both 
betore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, $10? 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent,  at  (1  Military  Institute 
FranklinSnriugs,Ky.  "or  theundersigned. 

P.  DUDLEY. 
President.'!  tii    Boar 
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Editors. 


CINCINNATI: 
Thursday  Morniaig;,    Dec.   6,  18R0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE-No.  167   Walnut   Street. 

SUBSCRIPTIONS— $3  Per  Annum, in  Advance. 

To  subscribers  in   Great  Britain,   ]3s.  6<1.  ($3)  payablein 
advance. 


fl  ADVERTISEMENTS. 
A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil- 

^_     One  square,  single  insertion, $1  00 

"        "        per  month, 3  00 

■!        "        six  months, 12  00 

*  *      4*        per  annum, 20  00 

■*    column, single  insertion, 5  00 

"        **         per  month, 1  0  00 

"        "        six  months, 40  00 

**        "        per  annum, 80  00 

"    page,  single  insertion, 15  00 

"        4r        per  month, 25  00 

"        •'         six  months, 110  00 

44        "        per  annum, 200  00 

Cards  no  lexceeding  four  lines,  $5,00  per  annum. 


THE  LAW  OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribers  neglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled the  bills  and  ordered  them 
Jiscontlnued. 

If  subscribers  move  to  other  places  without  in  forming  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGHT-SON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


TRADE 


AND!.  COMMERCE    OF   CIN 
CINNATI. 


We  have  annually  furnished  our  readers 
with  a  synopsis  and  comparison  of  the  trade 
of  Cincinnati,  as  one  of  the  great  centers  of, 
and  contributors  to  the  railroad  traffic  of  the 
West.  The  following  are  some  of  the  particu- 
ulars  in  reference  to  the  commerce  of  1859-60. 

1.  In  regard  to  river  commerce  and  naviga- 
tion, we  have  the  following,  viz: 

The  following  table  shows  the  number  of 
arrivals  of  Steamboats  at  this  port  for  each 
of  the  past  ten  years: 

1849-50 3653 

1850-1 3698 

J851-2 3475 

1852-3 4058 

1853-4 3887 

1854-5 2846 

1855-6 2796 

1856-7 2703 

1857-8 3168 

1858-9 3106 

Those  for  1860  have  not  yet  been  received. 
The  number  of  steamboats  which  touch  at  Cin- 
cinnati, and  were  engaged  in  its  trade,  were 
247,  whose  tonnage  was  59,478  tons — averaging 
240  tons  each. 

The  number  of  steamers  hulll  was  28,  with  a 
tonnage  of  6,613  tons.    The  tonnage  of  steamers 


and  barges  built  at  Cincinnati  for  13  years, 
71,642  tons,  equal  to  5,600  tons  per  annum. 

2.   Trade  in  Foreign  Products. 

The  following  are  some  of  the  leading  im- 
ports of  the  year,  of  articles  of  foreign  growth. 

1st,   Coffee.— 

The  following  table  shows  the  Imports  and 
Exports  of  Coffee  at  this  place,  each  of  the  last 
fifteen  years,  ending  August  31  each  year: 

Imports.  Exports, 

bags.  bags. 

1846 55468  10366 

1847 59337  13037 

1848 80242  18587 

1849 74961  18909 

1859 07170  22030 

1851 91177  38158 

1852 95732  43654 

1853 109138  67122 

1854 91425  48634 

1855 114113  42283 

1856 92086  37903 

1857 102405  49594 

1858 129129  68744 

1859 143452  C6617 

1860 129930  90165 

This  table  shows  that  in  fifteen  years,  the 
imports  of  Coffee  had  increased  140  per  cent., 
the  exports  800  per  cent  I  It  is  the  exports  on 
which  the  profits  of  the  city  are  made,  as  the 
residue  goes  into  the  consumption  of  the  city. 

'2d.  Sugar.— 

The  following  table  shows  the  annual  Im- 
ports and  Exports  of  Sugar,  at  this  place,  the 
last_fifteen  years,  ending  August  31,  each  year : 

Imports  Exports. 

Hhds.  (Bris.  Hhds. 

1846., 13710      4956  4162 

1847 16640       7196  4998 

1848 27153  11175  11559 

1849 22685       7575  8443 

1850 26760  13005  9650 

1851 29808  18584  13000 

1852 30224  15247  20360 

1853 49229  24004  31615 

1854 6-1461  25441  44119 

1855 46903  19465  32432 

1856 32354  16846  21336 

1857 15980  21647  13270 

1858 44976  46247  29142 

1859 58885  28359  34078 

1860       40551  37950  32433 

Here  the  revenue  of  Imports  is  200  per  cent, 
and  of  Exports  700  per  cent. 
3d.  Molasses. — 

The  following  table  shows  the  annual  Im- 
ports and  Exports  of  Molasses,  at  this  place, 
the  last  fifteen  years,  ending  August  31st,  each 
year: 

Imports.  Exports, 

brls.  brls. 

1846 36510  6469 

1847 27218  9946 

1848 51001  18332 

1849 52591  17750 

1850 54003  25878 

1851 61490  25098 

1852 93132  48866 

1853 115112  55056 

1854 86430  63381 

1855 56237  45150 

1856 55174  37324 

1857 43682  23576 

1858 72369  43233 

1859 116193  69999 

1860 91807  61814 

The  increase  of  imports  is  140  per  cent.,  and 
of  exports  700  per  cent. 
The  above  articles  are  the   heaviest  of  the 


the  foreign  imports,  and  we  now  proceed  to  the 
2.  The  Domestic  Products.  Here  the  important 
point  is  the  Export. 

1.  Flour.— 

The  following  table  shows  the  annual  Im- 
ports and  Exports  of  Flour,  at  this  place,  the 
last  fifteen  years,  ending  August  ^lst.  each 
year: 

Imports.         Exports, 
brls.  brls. 

1846 202319        194700 

1847 512506        581920 

1848 151518        201011 

1849 447844        267420 

1850 231859  98908 

1851 482772        390131 

1852 511042        408211 

1853 449089        312841 

1854 427464        332778 

1855 342772        199276 

1856 546727        509061 

1857 385089        416789 

1858 633318        009215 

1859 558173        552139 

I860 517229        478308 

The  increase  of  Fxports  is  150  per  cent. 

In  reference  to  the  consumption  of  the  city, 
the  Price  Current  makes  the  following  interest- 
ing statement: 

It  will  be  perceived  that  there  is  a  falling  off 
in  the  imports  of  the  past  year  of  about  40,000 
bbls.,  whilst  in  the  exports  the  falling  off  is 
small.  There  are  ten  Four  mills  in  this  city, 
with  a  capacity,  now,  of  about  half  a  million 
barrels  per  annum.  We  find  that  of  the  re- 
ceipts of  Wheat,  by  Railways,  River,  and  Ca- 
nals, for  the  year,  about  700,000  bushels  were 
taken  by  our  City  Millers,  so  that,  adding 
200,000  bushels  brought  in  by  wagons,  we  find 
they  manufactured  about  900,000  bushels,  and 
equal  to  280,000  barrels  Flour  during  the  year ; 
which,  added  to  the  difference  of  the  imports 
over  the  exports,  would  show  the  city  consump- 
tion, together  with  the  suburbs,  to  be  about 
280,00  barrels  the  past  year. 

2.  Pork  and  Lard. — This  is  one  of  the  most 
important  exports  of  Cincinnati,  and  the  fol- 
lowing table  will  show  the  results  for  14  years. 

EXPORTS. 


Pork  and 

Pork 

Pork 

Pork 

Year. 

Bacon 
Hhds. 

Tierces, 

Bbls. 

Boxes 

1847 

31588 

37162 

38470 

23529 

7894 

8862 

10930 

22477 

137218 
136186 
185192 
193581 

1848.... 

1849.... 

1850.... 

13448 

1851... 

,30220 

20762 

222086 

2974 

1852.... 

43633 

34398 

131560 

2372 

1853.... 

47150 

53154 

135707 

6338 

1854.... 

49230 

51778 

134939 

18806 

1855.... 

42469 

40515 

104275 

22574 

1856.... 

34005 

41819 

110869 

15603 

1857.... 

34072 

32775 

100816 

29896 

1858.... 

43247 

34648 

113594 

21318 

1859.... 

42142 

32573 

112160 

8208 

I860.... 

52532 

39833 

104347 

19104 

Year. 

Pork  Bbls. 

Lard  Bbls.  Lard  Kegs. 

1847.... 

3478850 

49878 

150828 

1848.... 

759188 

81679 

208696 

1849.... 

924259 

37521 

130509 

1850.... 

2319699 

39182 

170168 

1851.... 

4753953 

36391 

74300 

1852.... 

3912933 

47862 

115848 

1853.... 

2146387 

42652 

98650 

1854.... 

1939148 

57 

080 

84346 

1855.... 

873054 

43799 

62806 

1856.... 

1115220 

31838 

60388 

1857.... 

900799 

36989 

51598 

1858.... 

618158 

54684 

53571 

1859.... 

546400 

41 

734 

49959. 

I860.... 

345932 

60658 

55701 

3.  Candles. — This  is  one  of  the  most  interesting 
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articles  of  domestic  manufacture,  and  has  in- 
creased greatly  in  a  few  years. 

The  following  table  shows  the  annual  Imports 
and  Exports  of  Candles  and  Soap  at  thh  place, 
for  the  last  fifteen  years,  ending  August  31st, 
each  year , 

Soap.  Candles, 

boxes.  boxes. 

1846 2708  3757 

1847 10080  16622 

1848 11095  39640 

1849 11303  29189 

1850 17443  67477 

1851 31553  11341 

1852 28033  121727 

1853 37036  139799 

1854 30645  152068 

1855 34246  139191 

1856 42182  191728 

1857 41688  160840 

1858 51708  155257 

1859 62790  220075 

1860 66267  175226 

This  is  an  increase  in  the  export  of  Candles 
equal  to  fiflu  fold,  and  of  Soap  twenty  fold. 
The  new  art  of  making  hard  composed  candles 
from  lard,  tallow,  coal  oil,  &c,  has  given  great 
activity  to  the  trade. 

4.  Cheese. — This  also  is  an  important  article. 
The   following  table  shows  the  Imports  and 

exports  of  Cheese,  of  this  place,  during  the  last 
fifteen  years,  ending  August  31,  each  year: 

Imports.  Exports, 

boxes  boxes. 

1846 89059  36459 

1847 120301  70104 

1848 138800  50374 

1849 145265  55134 

1850 155940  86902 

1851 ,205444  121755 

1852 241753  150689 

1853 202337  143056 

1854 216892  139628 

J«5 183379  102452 

#806 190983  114607 

3857 176623  112692 

1858 199578  124854 

1859 223250  146195 

1860 227095  172753 

This  shows  an  increase  in  the  exports  of  300 
per  cent. 

5.  Clothing — This  important  branch  of  Cin- 
cinnati manufacture  has  been  in  a  healthy  and 
prosperous  state  during  the  past  year;  the  in- 
crease in  it  has  been  quite  satisfactory,  and  the 
demand  for  ready  made  men's  clothing  in- 
creases with  great  rapidity.  We  find  an  in- 
crease of  seven  wholesale  houses,  and  sixteen 
retail  establishments  during  the  year.  In 
1855  there  but  29  wholesale  clothing  factories) 
now  there  are  74;  showing  that  the  trade  has 
more  than  doubled,  (he  last  five  years.  The 
value  of  clothing  manufactured  in  this  city, 
the  past  year,  was  §16,500,000.  The  demand 
is  from  all  portions  of  the  West  and  South- 
West.  Ther-e  is  no  doubt  that  the  introduction 
of  the  Sewing  Machine  gave  this  department 
of  manufacture  a  great  impetus,  and  is  one 
cause  of  the  wonderful  rapidity  of  its  increase. 

The  exportation  of  clothing  from  Cincinnati 
is  quite  remarkable.  Cincinnati  is  probably 
the  largest  market  for  domestic  clothing  in 
the  country. 

We  extract,  from  the  Price  Current,  which 
has  supplied  these  facts,  the  following  table 
of  Coal  brought  to  the  city,  with  which  we 
close  this  synopsis. 


The   receipts    annually,  for    the    last   seven 
years,  compare  as  follows: 

Bushels. 

1853-'4 8,158,000 

1854-'5 10,300,01)0 

I855-;6 7.500.O00 

1856-'7 14,500,000 

1857-8 15,000,000 

1858-'9 12,392,701 

1859-'60 17,600,000 


PRESERVATION  OF  TIMBER. 

The  extensive  use  of  timber  in  all  our  rail- 
way structures  renders  the  cost  of  maintenance 
and  repairs  very  expensive.  The  life  of  tim- 
ber exposed  to  the  air  and  moisture  seldom 
exceeds  six  years,  while  in  many  parts  of  the 
country,  three  to  five  year's  exposure  is  suffi- 
cient to  destroy  the  strength  of  several  kinds 
of  woods,  especially  of  those  taken  from  oak 
openings  and  prairie  islands.  It  is  estimated 
that  three  and  half  millions  of  dollars  are  an- 
nually expended  in  the  United  States  for  the 
renewal  of  wooden  structures  connected  with 
our  30,000  miles  of  railway.  Any  method 
calculated  to  arrest  this  enormous  waste  of 
capital  is  worthy  the  earnest  consideration  of 
railway  managers. 

Various  methods  have  been  successfully  em- 
ployed to  effect  this  desirable  object,  but  the 
inconveniencies  and  cost  of  apparatus  have 
hitherto  prevented  their  use  to  any  considera- 
ble extent,  except  in  Government  and  other 
expensive  works.  The  most  prominent  of 
these  are  the  processes  of  Kyan,  Bethell  and 
Sir  W.  Burnett.  Kyan's  process  is  the  simple 
immersion  of  the  timber  in  the  bi-chloride  of 
mercury,  or  corrosive  sublimate.  The  solution 
is  an  expensive  one;  besides  being  highly 
poisonous,  its  use  is  very  dangerous. 

Bethell' s  process  consists  in  charging  timber 
under  a  heavy  pressure  with  pyroliguite  of  iron, 
or  coal  oil.  It  requires  expensive  machinery, 
steam  engine,  &c.  Sir  W.  Burnett's  process 
reqnires  the  same  apparatus,  but  instead  of 
the  pyrolignite,  chloride  of  zinc  is  used. 

The  methods  of  kiln-drying,  boiling,  charring, 
&c,  are  not  generally  approved  of,  and  can 
only  be  used  to  a  limited  extent.  The  most 
simple  and  cheapest  method  yet  proposed  is 
that  employed  by  F.  Hewson,  Civil  Engineer, 
of  Pennsylvania.  It  is  based  on  capillary  at- 
traction, and  consists  in  placing  the  timber 
vertically,  but  end  down,  in  a  tightly  caulked 
rectangular  tank,  built  of  three  inch  plank, 
supported  by  upright  stays,  and  further  secured 
by  transverse  bolts,  which  prevented  the  sides 
from  spreading.  When  the  tank  is  packed 
with  timber,  a  sufficient  quantity  of  a  solution 
of  chloride  of  zinc  is  added  to  bring  it  to  the 
top  of  the  timber.  The  pressure  of  the  column 
of  solution  is  sufficient  to  expel  the  sap,  and 
supply  its  place  with  the  preservative  material. 
The  cost  of  a  tank  holding  100  railway  ties 
would  be  about  $70.  Such  a  tank  when  empty 
weighs  about  two  tons,  and  can  be  easily  trans- 
ported. 

From  experiment  it  was  found  that  timber 


freshly  cut  receives  the  solutions  more 
readily  than  when  dry,  which  confirms  the 
opinion  of  the  distinguished  Boucherie,  and 
shows  that  the  drying  and  seasoning  of  tim- 
ber, to  prepare  it  for  impregnation,  is  not  at 
all  necessary. 

The  expense  of  this  process — even  at  the 
present  cost  of  the  chloride  of  zinc,  9  cents 
per  lb.,  is  but  trifling.  At  Marsailles  the  price 
is  but  2\  cents.  The  only  labor  required  is 
the  liftiug  and  placing  the  timber  in  the  tank 
and  removing  it  again,  and  as  the  tank  can  be 
transported  from  place  to  place,  ibis  will  be 
but  a  small  item. 

The  following  estimate  is  given  by  Mr.  Hew- 
son, of  the  expense  attending  some  of  his  experi- 
ments with  railway  ties.  The  proportions  used 
were  those  recommended  by  Brunei,  viz:  one 
pound  of  chloride  to  ten  gallons  of  water. 

Labor  as  tank,  lifting  and  carrying  sills.  1.0  et. 
Solution  absorbed,  two  gallons. 1.8  " 

Cost  per  sill 2.8  " 

Eqnal  to  about  $75  per  mile  of  railway,  and 
this  probably  can  be  reduced  to  §50,  with  a 
little  care  in  the  purchase  of  materials. 

The  only  question  is  as  to  the  preservative 
power  of  the  solution.  But  as  the  chloride  of 
zinc  is  regarded  as  one  of  our  best  antiseptics, 
and  the  amount  absorbed  by  by  this  process  is 
eqoal  to  that  of  any  other,  there  can  be  little 
doubt  of  its  efficacy.  At  all  events  it  is  well 
worth  the  attention  of  our  railway  managers. 


GREAT  WESTERN  OF  CANADA- 

The  following  report   of  the  Directors  has 
just  been  issued : 

'•The  receipts  on  capital  account  during  the 
last  half  year  from  calls  on  shares.  &c,  amount 
to  £43,753  3s.  Id.  This  makes  the  total  re- 
ceipts on  capital  account  on  the  31st  of  Julv, 
1860,  as  follows. — Share  capital,  £3,302.4:12 
19s  lid.;  perpetual  Five  per  cent  Debenture 
Stock,  £46,700  ;  loan  from  Canadian  Govern- 
ment, £573, 6S7  15s.:  bonds  of  the  Company, 
£1,281,200— total  £5,204,020  14s.  lid.  The 
expenditure  to  January  31,  I860,  was  £4,902r- 
104  15s.  3d.,  and  there  have  been  expended 
the  following  sums  during  the  last  half  year 
on  main  line,  Gait  and  Toronto  branches, 
£13,768  12s.  Id. ;  on  the  Sarnia  line,  £12.080 
10s.  6d. ;  bringing  the  total  ontlay  on  capital 
account  up  t"  July  31,  1860,  to  the  sum  of 
£4,927,953  17s.  10d.  The  expenditure  on  the 
main  and  Toronto  lines  consists  of  the  extra 
cost  of  renewing  the  draw  bridges  over  the 
Desjardius  and  Welland  Canals  in  stone  and 
iron,  instead  of  wood ;  and  of  the  several 
amounts  explained  in  the  reports  from  the  dif- 
fereut  departments  The  outlay  on  the  Sarnia 
branch  is  principally  for  the  settlement  of  the 
arbitration  relative  to  the  contract  for  the  con- 
struction of  the  line  referred  to  in  the  last  re- 
port. The  total  amount  of  the  half-year's 
traffic  and  rents  is  £194,500  lis.  6d. ;  less 
working  expenses,  taxes,  and  rent  of  the  sus- 
pension bridge,  £114,260  14s.  6d  ;  leaving  a 
net  revenue  of  £S0,239  17s. ;  adding  surplus 
from  the  last  half-year  £23,813  3s.  6d. :  mak- 
ing a  total  of  £104,053  Os.  2d.  From  which 
the  following  deductions  have  to  be  made: 
Interest  on  government  loan,  £17,498  5s.; 
balance  of  general  interest  account,  as  per 
abstract  G,  £37,370  10s.  2d.;  payments  on  ac- 
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count  of  Desjardins  accident,  £053,  19s.  9d. ; 
proportion  of  bad  debt  account,  £1,18(5  9s.  10d.; 
renewals  of  bridges,  rails,  sleepers,  &c,  £17,- 
559  17s.  4d.;  total,  £74,369  2s.  Id.;  leaving 
an  available  balance  of  £29,684  18s.  6d.,  which 
the  Directors  recommend  should  be  carried  to 
the  credit  of  the  current  half-year. 

"The  statement  of  the  traffic  (exclusive  of 
Grand  Trunk  balance)  and  working  expenses 
for  the  last  half-year,  and  the  corresponding 
period  in  1859,  shows  that  while  the  traffic  is 
greater  by  £9,745  7s.  10d.,  the  working  ex 
penses  have  increased  £3463  16s  Id.  In  con- 
sidering the  result,  however,  it  is  right  to  call 
attention  to  the  fact  that  there  has  been  again 
a  large  falling  of  in  the  passenger  receipts, 
which  did  not  permit  of  any  corresponding  re- 
duction of  expense,  and  a  very  considerable 
increase  in  freight  and  live  stock  traffic,  which 
could  only  be  earned  by  an  extra  cost  for  haul- 
age and  handling.  The  tonnage  carried  in 
the  two  half-years  compares  as  follows  : — July 
31,  1860,  162,959  tons,  July  31,  1859,  108,954 
tons.  Increase,  54,014  tons,  or  50  per  cent. 
The  continual  falling  off  in  passenger  traffic 
has  been  progressive  since  the  commercial 
crisis  of  1857,  and  till  very  recently  has  been 
universal  upon  all  Western  ra  lways.  The 
number  of  passengers  traveling  in  Canada  is 
still  far  below  what  it  has  been,  or  what  may 
be  expected  when  the  country  has  quite  recov- 
ered from  it  late  depression. 

"  The  question  of  the  rates  at  which  goods 
have  been  carried  on  this  railway,  as  well  as 
on  other  Western  lines  generally  during  the 
last  two  years,  has  engaged  the  serious  atten- 
tion of  the  Board.  The  constant  reduction  of 
rates  since  the  commercial  crisis  of  1857  has 
been  owing  partly  to  the  diminished  business 
of  the  country  consequent  upon  bad  harvests, 
which  has  increased  the  competition  among 
existing  lines  accordingly.  The  result,  in  the 
opinion  of  the  Board,  is,  that  reduction  has 
been  carried  to  a  point  at  which  business  has 
sometimes  ceased  to  be  profitable.  In  pursu- 
ance of  the  views  expressed  in  the  last  report, 
he  Directors  have  taken  strong  action  on  this 
subject,  and  hope,  before  long,  to  do  no  busi- 
ness except  at  remunerative  prices.  In  the 
meanwhile  conventions  have  been  held  with 
the  leading  east  and  west  lines,  in  order  to  ob- 
tain, as  far  as  possible,  combined  action. 
Great  advantage  has  already  accrued  from 
this  course,  and,  among  other  reforms,  it  is 
hoped  that  the  ruinous  system  of  outside  agen- 
cies will  be  abolished.  The  fact  of  an  unusu 
ally  abundant  harvest  in  Canada  and  the 
Western  States  is  undoubted,  and  we  are  en- 
titled to  expect  traffic  in  proportion. 

"  The  Directors  beg  to  draw  attention  to  the 
larsre  outlay  which  will  be  required  for  the 
maintenance  of  the  road,  bridges,  fencing,  and 
ballasting  during  the  next  five  years.  It  is 
considerably  in  excess  of  what  they  were  led 
to  suppose  would  be  necessary  by  the  reports 
which  they  have  received  and  published  pre- 
viously to  the  proprietors.  The  chief  engineer, 
Mr.  Reid,  being  in  England,  further  explana- 
tions have  been  require!  from  him,  which  are 
given  in  letters  annexed.  At  the  same  time 
they  must  observe  that  they  believe  all  neces- 
sary repairs  have  been  executed  up  to  the 
present  time;  and  that  the  proposed  outlay 
states  quite  the  outside  of  what  will  really  be 
required.  The  Gait  and  the  Guelph  line  not 
having  earned  or  paid  any  interest  upon  the 
amount  expended  on  it  by  this  company  the 
mortgage  taken  for  our  advances  has  been 
foreclosed.  When  the  necessary  legal  forms 
are  complete  the  line  will  become  the  property 
of  this  company  for  the  amount  now  at  its  debit 
in  the  capital  account. 
■  "     "Since  the  date  of  the  last  report  proceed 


ings  were  taken  to  foreclose  the  mortgages 
heldbythis  companyfor  the  amounts  advanced 
to  the  Detroit  and  Milwaukee  Railway  Com- 
pany; and  on  the  10th  of  April,  1860,  Mr. 
Brydges  was  appointed  receiver 

"  The  object  was  to  protect  the  interests  of 
this  company  (as  well  as  of  the  first  and  se- 
cond mortgages);  and  to  provide  for  the  effici 
ent  working  of  the  line  until  some  permanent 
arrangements  could  be  made,  desirable  for  all 
parties." 

"  On  the  6th  of  August,  however,  a  decree 
of  sale  was  granted  by  the  Court  of  Chancery 
of  Michigan,  and  in  pursuance  thereof  the 
line  was  put  up  for  sale  at  Detroit  on  the  4th 
of  October,  and  purchased  by  Messrs.  Gray  and 
Reynolds  for  the  nominal  sum  of  $1,000,000, 
who  appear  to  be  jeint  trustees  for  a  new  com- 
pany to  be  formed  hereafter,  on  certain  condi- 
tions to  be  carried  out  before  the  1st  of  June, 
1861.  The  nature  of  this  transaction,  not 
emanating  from  this  Board,  is  at  present  so 
imperfectly  understood  by  them,  that  they  have 
felt  it  necessary  to  request  Mr.  Brydges  to  pro- 
ceed to  England  as  soon  as  possible,  to  explain 
it,  as  they  hope,  to  their  satisfaction. 

"In  the  meanwhile,  the  Board  are  glad  to 
observe  that  the  traffic  on  the  Detroit  and  Mil- 
waukee Railway  appear?  to  improve,  and  to 
promise  increased  value  as  a  feeder  to  the 
Great  Western  line. 

"During  tli  ■  last  ten  weeks  ending  October 
18,.  1860,  the  following  are  its  comparative 
gross  receipts: — Passengers  and  freight,  1860, 
£41,538  17s.  Sd. ;  ditto,  1859,  £31,474  10s.  6d. 
Increase,  £10,004  7s.  2d. 

"The  appointment  of  a  committee  of  inves- 
tigation was  recommended  by  the  Directors  at 
the  last  halfyearly  meeting,  from  a  feeling 
that  such  a  step  would  show,  not  only'  their 
own  readiness  to  court  inquiry,  but  that  the 
result  of  that  inquiry  would  very  shortly  set  at 
rest  any  question  as  to  the  soundness  of  the 
concern,  or  its  management  being  responsible 
for  the  recent  failure  of  traffic  and  consequent 
failure  of  dividend. 

"They  are  obliged,  however,  to  deplore  the 
delay  which  has  taken  place  in  the  proceed- 
ings of  the  committee  appointed  on  April  4, 
1860.  It  is  useless  to  trouble  the  proprietors 
to  attend  the  half-yearly  meeting  until  the  re- 
port of  that  committee  is  ready.  Of  its  bear- 
ing or  purport,  up  to  the  present  time,  the 
Board  have  not  the  smallest  information;  and 
they  can  only  trust  that  the  peculiar  incon- 
venience and  damage  which  the  affairs  of  the 
company  are  now  incurring,  from  such  delay, 
may  soon  be  ended  by  its  publication.  The 
correspondence  which  has  taken  place  on  this 
subject  is  to  be  found  in  the  appendix. 

"  The  Board  will  appoint  a  day  for  the  half- 
yearly  meeting  of  shareholders  as  soon  as  pos- 
sible after  their  receipt  of  the  Committee's  re- 
port, of  which  due  notice  will  be  given.  In 
the  meanwhile,  although  the  state  of  railway 
affairs  in  Canada  is  at  the  present  moment 
most  critical,  the  Directors  are  glad  to  be  able 
to  state  confidently  that  the  position  of  the 
company  is  sound,  and  that  with  proper  man- 
agement its  prospects  are  good. 

"  The  six  per  cent  bonds  which  fell  due  on 
the  15th  of  October  last,  amounting  to  £27,- 
700,  have  been  paid  off  at  maturity,  and  offers 
to  renew  the  same  declined. 

"During  the  last  six  months  the  Directors 
have  received  the  sum  of  £105,000,  in  remit 
tances  from  Canada  on  account  of  revenue. 

"  Signed  on  behalf  of  the  Board  of  Directors 
in  England. 

"  Robert  Gill, 
"President  of  the  Company  and  Chair- 
man of  the  English  Board. 
"London,  October  31." 


KAILWAY  LEGAL  DECISIONS-  _ 

Supreme  Court  of  Neiv  Hampshire,  Rock- 
ingham.— March  et  al.  v.  The  Eastern  Rail- 
road Co.  et  al. 

Corporation — Stockholders — Suit  is  equi- 
ty— Jurisdiction — Judgment. — A  minority  of 
the  stockholders  in  a  corporation  have  a  rem- 
edy in  chancery  against  the  directors  and 
against  the  corporation,  and  all  others  assist- 
ing or  confederating  with  them,  whether  indi- 
viduals or  corporations,  to  prevent  them  from 
making  any  misapplication  of  their  capital  or 
profits,  which  might  result  in  lessening  the 
dividends  of  stoskholders  to  the  value  of  their 
shares;  if  the  acts  intended  to  be  done  create 
what  in  law  is  denominated  a  breach  of  trust 
or  duty. 

Such  stockholders  have  a  remedy   against 
individuals,   in    whatever  capacity  they  may 
profess  to  act,  and  against  corporations,  both 
the  one  of  which  they  are  members,  and  all 
others  acting  in  concert  with  it  to  effect  and 
accomplish   a  common   purpose   and    object, 
when  the  object  thus  to  be  accomplished   is 
an  imputed  violation  of  a  corporate  franchise, 
or  the  denial  of  a  right  growing  out  of  it,  for 
which  there  is  not  an  adequate  remedy  at  law. 
Therefore,  when  the  allegations  in  the  bill 
were  that  railroad  A  had  leased  and  entered 
upon  the   track,    fixtures,   furniture,    &c  ,    of 
railroad  B,  for  a  term  of  years,  and  had  agreed 
to  pay  10  railroad  B,  as  rent,  at  stated  times, 
a  certain  share  of  the  income  and  profits  of 
both  roads;    and  also  that  such  profits  to  a 
large  amount  had  been  received  by  said  rail- 
road  A,    and    had   accumulated   for   several 
years,  said  railroad    A  refusing  to  pay  over 
said  rent  according  to  the  terms  of  the  lease, 
and  claiming  to  apply  such  profits  to  the  pay- 
ment of  investments,  by  them  made,  in  stock 
of  other  roads,  and  in  other  schemes  of  spec- 
ulation   not  warranted  by  the    terms    of  the 
lease ;  and  that  said  railroad  B,  aud  its    di- 
rectors, being  influenced  by  persons  interested 
in  said  railroad  A,  had  declined  to  take  meas- 
ures to  collect  said  rent  of  said  railroad  A, 
but  were  allowing  and  assenting  to  such  im- 
proper application  of  the  funds  belonging  to 
them,   to   which  funds,    said    plaintiffs   were, 
proportionately  with  other  stockholders,  enti- 
tled as  dividends  upon   their  stock; — Held., 
upon  demurrer  by  said  railroad  A  to  the  bill, 
that  a  minority  of  the  stockholders  in  railroad 
B  might  maintain  a  bill  against  the  directors 
of  their  own  road,  and  their  own  corporation, 
and  also  against  railroad   A  ;  the   object   of 
which  bill  was  to  prevent  such  alleared  illegal 
misapplication  of  the  funds,  and    to    compel 
said  railroad   A  to  pay  over  its  dues  to  said 
railroad  B,  and  to  compel  the  latter  road  to 
distribute  them  as  dividends  among  the  stock- 
holders, the  plaintiffs  and  ethers. 

But  in  order  to  prevent  a  multiplicity  of 
suits,  and  that  justice  may  be  done  between 
all  parties  interested,  such  stockholders  thus 
bringing  their  bill  in  chancery  should  set 
forth  in  the  bill,  that  it  is  brought  not  only 
for  themselves,  but  for  all  others  similarly 
interested  who  may  choose  to  become  plain- 
tiffs in  the  proceeding. 

In  the  indentures  by  which  railroad  B  leased 
their  road,  &e.,  to  railroad  A,  there  was  an 
agreement  to  refer  all  matter  of  dispute  that 
might  arise  between  them  upon  the  lease; — 
Held,  that  this  agreement  to  refer  not  only 
did  not  onst  this  court  of  its  jurisdiction  at 
law  or  in  equity,  in  a  suit  between  the  partiee 
to  such  contract,  but  also  that  at  the  instance 
of  a  minority  of  the  stockholders  in  railroads 
B,  under  the  circumstances  stated,  this  court 
might   enjoin  both  said  roads  from  entering 
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into  such  reference  according  to  said  agree- 
ment, or,  if.  entered  into,  from  proceeding 
with  such  reference. 

Though  a  contract  be  made  and  is  to  be 
performed  in  a  foreign  jurisdiction,  a  court  of 
equity  will  enforce  it,  if  they  have  or  can 
acquire  jurisdiction  over  the  person  or  party. 

This  court  has  jurisdiction  to  render  a  valid 
judgment  against  a  foreign  corporation,  when- 
ever the  corporation  appears  generally  by 
attorney,  or  when  legal  service  has  been  made 
■upon  it  according  to  the  provisions  of  our 
laws. 

When  the  court  has  jurisdiction  of  the 
subject  matter  and  of  the  parties  to  the  suit, 
it  will  render  its  judgments  without  waiting 
to  inquire  whether  either  party  have  sufficient 
property  within  the  jurisdiction  to  respond  to 
such  judgment;  the  question  as  to  how  his 
judgment  shall  be  satisfied  when  he  gets  it, 
is  for  the  party  who  obtains  it,  and  not  for 
the  court. 

The  bill  in  this  case  alleged — 1.  That  the 
Eastern  Railroad  in  New  Hampshire  was 
duly  incorporated  by  act  of  our  legislature, 
June  18,  1836,  and  was  duly  organized.  2. 
That  the  plaintiffs  are  interested  in  said  cor- 
poration as  shareholders,  owning  stock  seve- 
rally as  there  specified.  3.  That  by  act  of 
our  legislature  of  July  2,  1839,  said  railroad 
was  duly  authorized  to  lease  a  part  or 
the  whole  of  it,  and  appurtenances,  to  such 
persons  and  on  such  terms  as  they  should 
think  proper.  4.  That  in  pursuance  of  this 
power,  said  railroad^did,  after  having  located 
its  road  on  the  18th  of  February,  1840,  lease 
all  its  road,  rights,  &c. ,  to  the  Eastern  Rail- 
road Company,  a  corporation  located  in  Mas- 
sachusetts, and  organized  and  established  un- 
der the  laws  of  that  State,  for  the  term  of 
ninety-nine  years,  by  indentures  which  are 
annexed  to  the  bill.  5.  That  said  Eastern 
Railroad  Company,  in  and  by  said  indentures, 
agreed  to  pay  as  rent  for  this  property  a  share 
of  the  net  profits  at  the  same  time  it  made 
dividends  to  its  own  stockholders,  which 
should  bear  the  same  proportion  to  the  whole 
net  profits  that  the  stock  in  the  New  Hamp- 
shire road,  at  the  time  of  such  division,  should 
bear  to  the  whole  amount  of  stock  in  both  cor- 
porations. 6.  That  said  indenture  provided 
for  the  manner  in  which  the  net  profits  should 
be  ascertained,  and  further  provided  that,  if 
said  Eastern  Railroad  Company  should  not 
deem  it  expedient  to  pay  a  dividend  to  its 
own  stockholders,  they  should  nevertheless 
pay  to  the  Eastern  Railroad  in  New  Hamp- 
shire, semiannually,  its  rateable  proportion 
of  the  net  income.  7.  And  that,  if  any  dis- 
agreement or  difference  of  opinion  should 
arise  between  the  parties,  it  should  be  settled 
and  determined  by  arbitrators  selected  as 
therein  provided.  8.  That  said  Eastern  Rail- 
road Company,  under  said  lease,  entered  into 
and  tookpossession  of  said  Eastern  Railroad 
in  New  Hampshire,  and  have  since  continued 
in  possession,  receiving  rents  and  profits.  But 
that,  since  July,  1854,  it  has  refused  to  pay 
rent  therefor,  or  any  share  of  the  net  income, 
though  they  have  received  yearly  large  pro- 
fits, and  should  have  paid  its  share  to  the 
Eastern  Railroad  in  New  Hampshire,  amount- 
ing to  more  than  $SOO,000,  after  deducting  in- 
terest on  all  its  indebtedness.  9.  That  at  the 
date  of  the  lease,  the  capital  stock  of  the 
Eastern  Railroad  Company  was  $1,600,000, 
and  ils  road  was  then  nearly  completed  to  the 
extent  of  its  charter,  and  that  its  indebted- 
ness was  then,  as  stated  by  the  directors,  not 
exceeding  $500,000.  10.  That,  since  the 
making  of  said  indenture,  the  Eastern  Rail- 
road Company  have  engaged  in  divers  specu- 
lations not   within  the  contemplation   of  the 


parties,  and  not  within  the  powers  conferred 
by  the  legislature,  to  wit:  it  has  built  the 
Gloucester,  the  Marblehead,  the  Salisbury, 
and  the  Saugus  branches,  all  at  a  cost,  as 
stated  by  thorn,  of  more  than  5700,000,  which 
branches  produce  but  little  income:  it  has 
bought  the  South  Reading  branch  at  about 
$300,000,  and  the  Essex  Railroad,  or  a  control- 
ling interest  therein,  for  more  than  $264,000, 
which  latter  produces  but  little  income,  while 
the  former  produces  none,  but  actually  in- 
creases its  debt  every  year;  that  it  has  paid 
out  $160,000  for  worthless  stock  in  the  Great 
Falls  and  S.  B.  Branch  Railroad  and  in  the 
Grand  Junction  Railroad  ;  and  has  changed 
its  route  into  Boston  at  a  cost  of  more  than 
$1,000,000, — all  without  authority,  and  in  vio- 
lation of  said  agreement.  11.  That  said  East- 
ern Railroad  Company  for  several  years  em- 
ployed one  Tuckerman  as  treasurer,  and  they 
claim  to  deduct  $232,780.47  as  lost  by  him  in 
making  up  the  net  income.  12.  That  the  cap' 
ital  stock  of  the  Eastern  Railroad  Company  is 
now  $2,853,400,  which  increase  has  been 
caused  almost  entirely  by  the  aforesaid  ex- 
penditures, recklessly  made,  and  without  any 
benefit  to  either  corporation,  but  only  to 
some  of  the  mana^erj  thereof,  thus  fraudu- 
lently increasing  the  amount  of  stock  on 
which  dividends  are  to  be  declared,  without 
increasing  the  income.  13.  That  the  debt  of 
said  Eastern  Railroad  Company  has  been 
largely  increased  by  this  useless  and  unau- 
thorized expenditure  to  more  than  $3,000,000, 
and  that,  within  four  years  past,  they  have 
paid  of  said  debt  from  the  net  income  nearly 
$900,000.  14.  That,  for  the  last  five  years, 
the  directors  of  the  Eastern  Railroad  Com- 
pany in  New  Hampshire  have  been  Ichabod 
Goodwin  and  D.  P.  Brown,  both  of  Ports- 
mouth, N.  H;  S.  A.  Chase,  of  Salem;  B.  T. 
Reed,  of  Boston,  and  Isaiah  Breed,  late  of 
Lynn,  Mass.,  who,  during  that  time,  have 
made  no  attempt  to  collect  said  rent,  but 
have  always  asserted  that  all  the  stipulations 
of  the  lease  had  been  complied  with  by  said 
Eastern  Railroad  Company.  15.  That  at  the 
annual  meeting  of  the  Eastern  Railroad  in 
July,  1858,  an  attempt  was  made  to  have  rent 
collected,  and  a  committee  was  appointed, 
who  reported  a  large  amount  as  due  from 
said  Eastern  Railroad  Company  to  said  East- 
ern Railroad  in  New  Hampshire,  July  12, 
1859,  at  their  annual  meeting.  16.  That  at 
said  last  mentioned  meeting  persons  inter- 
ested to  a  much  larger  extent  in  the  Eastern 
Railroad  Company  than  in  the  Eastern  Rail- 
road in  New  Hampshire,  controlled  said 
meeting,  and  proceeded  to  choose  for  direct- 
ors the  same  men  above  mentioned,  except 
that  Brown  was  put  in  place  of  Breed,  who 
has  small  interests  in  the  Eastern  Railroad 
in  New  Hampshire,  and  that  three  of  the  five 
were  largely  interested  and  stockholders  in 
said  Eastern  Railroad  Company,  and  that 
none  of  them  were,  in  fact,  legally  chosen,  ex- 
cept Goodwin,  though  they  were  all  declared 
so  to  be,  being  the  same  men,  except  Brown, 
who  had  refused  for  five  years  to  assert  the 
rights  of  the  Eastern  Railroad  in  New  Hamp- 
shire, and  had  asserted  in  that  time  that  the 
Eastern  Railroad  in  New  Hampshire  owed 
"the  Eastern  Railroad  Company  a  large  sum, 
&c,  and  have,  at  the  instance  of  the  directors 
of  the  Eastern  Railroad  Compauy,  attempted 
to  impose  other  large  debts  on  the  Eastern 
Railroad  in  New  Hampshire.  17.  That  the 
whole  stock  of  said  Eastern  Railroad  in  New 
Hampshire  is  divided  into  4,925  shares.  18. 
That  each  of  the  persons  elected  directors,  as 
aforesaid,  has  expressed  the  opinion  that  the 
Eastern  Railroad  iu  New  Hampshire  has  no 
claim  upon  the  Eastern   Railroad   Companv 


19.  That  plaintiffs  hoped  that  said  meeting 
would  have  been  fairly  conducted,  &c,  and 
the  terms  of  the  lea3e  enforced  and  complied 
with.  But  the  Eastern  Railroad  Company 
and  the  Eastern  Railroad  in  New  Hampshire, 
(controlled  as  aforesaid,)  and  the  said  Good- 
win, Brown,  Chase,  Reed,  and  Brown,  com- 
bining, contriving,  &c,  controlled  said  meet- 
ing, and  prevented  the  election  of  directors 
who  would  truly  represent  the  interests  of  the 
stockholders  in  said  Eastern  Railroad  in  New 
Hampshire,  and  passed  a  vote  putting  the 
whole  matter  of  enforcing  the  terms  of  the 
lease  and  collecting  the  rents  in  the  hands  of 
those  deeply  interested  in  and  under  the  con- 
trol of  said  Eastern  Railroad  Company.  20. 
That  defendants  pretend  that  there  has  been 
no  net  income,  within  the  true  intent  and 
meaning  of  the  indenture,  but  plaintiffs  charge 
that  there  have  been,  every  year,  large  profits 
received  by  the  Eastern  Railroad  Company, 
which  should  have  been  paid  over  to  the 
Eastern  1-lailroad  in  New  Hampshire,  but 
which  have  been  unjustly  detained.  21.  That 
defendants  pretend  that  by  the  indenture 
aforesaid  the  two  corporations  are  one  and 
the  same,  and  that  thereby  the  Eastern  rail- 
road in  New  Hampshire  i3  bound  by  all  the 
acts,  etc.,  of  the  directors,  etc.,  of  the 
Eastern  Railroad  Company;  but  the  plain- 
tiffs charge  that  the  Eastern  Railroad  in 
New  Hampshire  had  no  authority  to  make 
any  other  agreements  than  said  lease,  and 
that  all  the  understandings  were  merged  in 
said  lease;  that  by  said  lease  only  the  use 
of  the  property,  ffic  ,  of  the  Eastern  railroad 
in  New  Hampshire  passed,  and  that  the  rent 
received  was  a  share  of  the  net  profits ;  and 
that  when  profits  are  earned,  the  Eastern 
Railroad  Company  holds  a  part  thereof  in 
trust  for  the  Eastern  Railroad  in  New  Hamp- 
shire and  the  stockholders  thereof.  22.  That 
the  defendnats  pretend  that  they  will,  in  good 
faith,  appoint  arbitrators  to  settle  all  matters 
of  claim  under  the  lease,  but  plaintiff's  fear 
that,  under  the  circumstances  stated,  they 
will  assent  to  a  wrongful  disposition  of  the 
funds,  and  charge  that  said  directors  only 
intend  to  have  a  fraudulent  reference,  under 
the  control  of  the  Eastern  Railroad  Compauy, 
so  as  to  bar  the  rights  of  the  plaintiffs.  23. 
The  plaintiffs  pray  for  an  answer,  and  that 
the  books  of  said  Eastern  Railroad  in  New 
Hampshire  may  be  produced  by  said  Brown, 
the  clerk  thereof,  for  an  account  of  the  sums 
due  from  the  Eastern  Railroad  Company  to 
said  Eastern  Railroad  in  New  Hampshire,  as 
rent,  according  to  the  terms  of  the  lease,  to 
be  paid  by  the  decree  of  this  court  to  the 
Eastern  Railroad  in  New  Hampshire,  to  be 
distributed  according  to  law,  or  that  the  pro- 
portion thereof  belonging  to  these  plaintiffs 
be  paid  over  to  them,  with  interest  from  the 
time  it  became  due;  that  in  rendering  such 
account,  the  Eastern  Railroad  Company  may 
be  prohibited  from  deducting  anything  for 
losses  by  defalcation  of  its  officers,  interest, 
or  other  charges  not  within  the  true  meaning 
and  intent  of  the  lease,  and  that  in  such  ad- 
justment said  Eastern  Railroad  Company  may 
be  allowed  only  the  amount  of  capital  stock 
issued  by  them  at  the  time  of  making  the 
lease. 

Sargext,  J. — As  we  are  not  to  decide  this 
case  upon  the  bill  and  answer  as  between  any 
of  the  parties,  but  all  the  questions  raised 
thereonare  still  open,  and  to  be  considered 
and  settled  upon  their  merits  hereafter,  it  is 
not  material  to  consider  the  answer  of  those 
parties  who  have  made  one  in  order  to  settle 
the  question  now  before  us.  This  answer  has, 
therefore,  been  omitted  in  stating  the  case, 
except  so  far  as  its  objects  to  the  jurisdiction 
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of  this  court,  and  this  portion  of  the  answer  is 
stated  only  because  it  contains   substantially 
most   of    the    positions   relied   upon    by   the 
Eastern  Railroad   Company  to  sustain  their 
demurrer,    though    some    other   positions  are 
taken  in  argument,  such  as  that  there  are  not 
proper   parties   to  the   bill,    &c.     So  also   the 
provisions   of  the   lease   are  omitted  in   the 
statement   of  the  case,   except   such  portions 
as  are  stated  in  the  bill,  which  appear  to  be 
substantially    correct.       In     considering    the 
questions  now  before  us,  which  are  only  those 
raised   by  the   demurrer  of  the  Eastern   Rail- 
road  Company,  we  are   to  take  the   facts   as 
stated  in  the  bill  to  be  admitted.     The  ques- 
tions raised  by  this  demurrer  seem    to  relate 
solely  to   the  jurisdiction   of  the   court,   and 
though  some  of  the  positions  relied  upon  are 
taken  under   the   first  cause  assigned  in   the 
demurrer,   others   are   evidently  taken  under 
the  second    cause,   as    there    stated.      It   is 
claimed   by  the  Eastern  Railroad   Company, 
1.   That  this   court  has  not  jurisdiction   over 
the   Eastern    Railroad    Company,     a    foreign 
corporation  existing  without  the  limits  of  this 
State.      2.   That  the  contract,   as    set  forth   in 
the  bill,  was  to  be  performed  in  Massachu- 
setts, and  therefore  the  court  has  no  jurisdic- 
tion of  the  subject  matter.     3.   That  the  juris- 
diction of  the  court  is  ousted  by  the  agree- 
ment ,to  refer  or  arbitrate,  contained  in   the 
indentures.      4.    That   the    Eastern   Railroad 
Company  is  not  answerable  to  the  stockhold- 
ers of  the  Eastern   Railroad   in    New  Hamp- 
shire,  but  only  to  the  corporation.     5    That 
the  plaintiffs  have  a  full  and  perfect  remedy 
at  law  by  mandamus,  and  therefore  this  court 
has   no  jurisdiction.     G.   That   there   are    no 
proper  parties  to  the  bill,  so  as  to  give  the 
court  jurisdiction.     And  in  considering  these 
questions  it  may   be  convenient  to  transpose 
their  order  and  begin  with  the  last — Railway 
Review. 


ILLINOIS  CENTRAL  RAILROAD. 

The  recent  census  of  Illinois,  of  which  we 
are  getting  returns,  has  an  important  bear- 
ing on  the  success  of  this  great  enterprise,  as 
the  sale  and  value  of  its  lands,  and  the  extent 
of  its  traffic,  must  be  in  very  direct  ratio 
to  the  number  of  inhabitants  upon  its  line. 

It  is  now  ten  years  since  the  grant  to  this 
company  was  made.  At  that  time  the  popu- 
lation of  the  State  was  851,000,  which  was  at 
the  rate  of  about  15J  to  the  square  mile.  This 
population  was  found  chiefly  alotig  the  line  of 
navigable  water  courses.  Within  the  limits  of 
the  grant  made  to  the  Central  Railroad,  it  did 
not  probably  exceed  seven  to  the  square  mile. 
The  immence  plains  traversed  by  the  road 
would,  at  the  present  time,  be  considered  as 
almost  uninhabitable  without  it. 

All  this  is  entirely  changed.  The  tide  of 
emigration  now  sets  towards  the  very  districts 
avoided  before  the  construction  of  railroads. 
The  great  gain  in  population,  consequently, 
has  been  upon  the  lines  of  these  works,  and 
has  been  beyond  all  precedent  in  this  country, 
as  is  proved  by  the  recent  census  of  the  north- 
ern judicial  districts  of  the  State,  which  we 
give  elsewhere.  This  district,  embracing  35 
of  the  102  counties,  contained,  in  1850,  a  pop- 
ulation of  835,442;  in  1855,  606,898,  and  in 
1860,  819,167.  The  absolute  increase  in  the 
10  years  has  been  483,725  ;  the  rate  just  about 
150  per  cent.  The  returns  from  the  southern 
district  have  not  been  fully  received,  but  if  we 
estimate  the  rate  of  increase  within  it.  at  only 
100  per  cent.,  the  total  population  in  the  State, 
at  the  present  time,  is  1,850,000.  That  this 
is  not  far  from  the  actual   number,   is   shown 


by  the  number  of  votes  cast  at  the  late  presi- 
dential election.  The  total  vote  was  340,215. 
The  ratio  of  votes  polled  in  the  northern  dis- 
trict was  one  to  five  and  a-half  of  the  popula- 
tion. A  similar  ratio  would  give  the  souhtem 
district  fully  1,050,000  inhabitants. 

Such  a  migration,  in  the  short  space  of  10 
years  has  been  without  a  parallel  in  the  histo- 
ay  of  this  country.  The  greatest  previous  in- 
crease of  any  new  State  was  that  of  Ohio  from 
1820  to  1830,  in  which  period  the  population 
went  from  937,903  to  1,519,467.  The  greatest 
absolute  increase  to  the  population  of  any 
State  was  in  that  of  New  York,  from  1840  to 
1850,  which  rose  from  2,428,951  to  3,097,394. 
One-half  of  this  increase  was  in  the  cities  of 
New  York  and  Brooklyn. 

As  there  is  a  necessary  ratio  between  the 
number  of  inhabitants  on  a  given  area,  and 
the  value  of  the  lands  embraced  in  it,  it  will 
be  seen  that  the  Illinois  Central  enterprise,  as 
-far  as  its  value  depends  upon  its  lands,  is 
steadily  and  rapidly  improving.  Up  to  a  cer- 
tain point,  the  increase  in  the  value  of  lands 
is  in  a  ratio  much  greater  than  that  of  the 
population  living  upon  them.  The  reason  is 
obvious.  The  first  settlors  are  always  farmers. 
It  is  the  addition  of  other  classes  that  creates 
a  dense  population,  and  a  home  market  for  the 
products  of  agriculture.  If  with  a  popula- 
tioh  of  five  to  the  square  mile,  land  would  be 
worth  $1.25  per  acre,  the  government  price,  it 
would  be  worth  ten  times  this  sum,  with  a  pop- 
ulation of  25  to  the  square  mile.  That  the 
demand,  and  consequently  the  price,  increases 
in  greater  ratio  that  the  population,  is  a  fact 
within  the  observation  of  every  one. 

Under  all  its  vicissitudes,  consequently,  the 
actual  condition  of  the  Illinois  Central  has 
been  steadily  improving.  The  value  of  its 
lands  in  the  outset  may  have  been  over-esti- 
mated, and  with  it,  the  ability  of  the  people  of 
the  State  to  purchase  and  pay  for  them.  The 
disappointment  resulting  therefrom  may  have 
caused  a  great  fall  of  the  securities  of  the 
company;  but  their  actual  value  was  never 
less  at  one  period  than  at  a  previous  one.  The 
same  was  true  whether  the  purchasers  of  lands 
paid  for  them  or  not.  They  were  paid  for  as 
fast  as  the  settlers  had  means.  These  were 
greatly  reduced  by  three  years  of  short  crops. 
But  in  the  meantime  the  company  adopted  the 
wise  policy  of  selling  on  easy  terms,  as  far  as 
credit  was  concerned,  and  in  this  way  attract- 
ed an  immense  migration  into  the  State,  from 
which  it  could  not  fail  to  be  greatly  benefitted, 
even  if  not  an  acre  of  its  lands  had  been  sold 
thereby.  The  population  is  either  upon  or  in 
the  immediate  vicinity  of  the  line  of  the  road 
It  is  all  productively  employed.  From  its 
presence  in  the  State  the  actual  value  of  the 
lands  of  the  company  has  been  doubled,  and 
the  product  of  its  industry  is  now  swelling  the 
traffic  of  the  road. 

Here  then  is  something  affecting  the  value 
of  this  enterprise,  which  a  person  abroad  can 
understand  as  well  as  one  directly  upon  the 
ground.  If  the  lands  owned  by  the  Central 
Railroad  Company,  were  worth  five  dollars  the 
aere,  with  the  population  in  the  State  equaling 
15  to  the  square  mile,  they  must  be  worth 
more  than  10  dollars  the  aere  with  30  to  the 
square  mile.  There  can  be  no  mistake  in  this 
proposition.  The  next  question  is  what  ought 
lands  in  Illinois  to  be  worth  with  a  population 
of  30  or  rather  33  to  the  square  mile,  which  is 
about  the  present  rate.  Ten  dollars  per  acre 
is  certainly  a  low  price.  But  it  is  not  our  ob- 
ject to  establish,  or  estimate  their  value,  only 
to  show  that  whatever  it  may  be,  and  whether 
sold  or  not,  they  must  continue  to  advance 
very  rapidly,  and  that  nothing  has   been  lost 


by  lapse  of  time,  or  failure  to  make  present 
sales  or  collections.  It  is  enough  to  know  that 
within  10  years,  1,000,000  people  have  gone 
into  the  State,  attracted  by  the  cheapness  and 
fertility  of  its  lands  and  that  this  movement 
of  population  must,  for  an  undefinite  period 
continue  equally  great  in  volume,  if  not  ill  ra- 
tio with  previous  decades.  The  State  is  as 
rich  in  minerals  as  in  soil.  In  positian  among 
her  sister  States,  in  climate  and  in  commer- 
cial and  manufacturing  facilities,  she  is  un- 
surpassed. With  300  to  the  square  mile,  the 
State  would  not  be  crowded,  when  the  extent 
of  her  resources  is  considered. 

The  recent  census  discloses  the  remarka- 
ble fact  that  the  emigration  into  the  State 
since  1855,  has  been  neraly  as  great  as  from 
1850  to  1855.  It  has  been  supposed  that  the 
crisis  of  1857  had  put  a  stop  in  a  great  meas- 
ure to  the  movement  of  our  people  westward. 
That  the  contrary  is  true  has  been  shown  by 
the  recent  poll  in  this  State  which  exceeds 
103,000  that  of  1856,  which  was  a  very  excited 
canvass.  As  votes  polled  to  the  whole  popula- 
tion, are  in  ratio  of  about  one  to  five  and  a 
half  of  population,  the  increase  in  this  State 
since  1856  would,  by  this  test,  be  550,000. 

Whether  these  figures  have  been  reached 
or  not,  certiinly  there  never  was  so  grand  a 
movement  of  people  in  so  short  a  period,  nor 
any  previous  oue  followed  by  such  great  re- 
sults. Within  the  10  years,  1,000,000  souls 
have  been  added  to  the  population  of  the  State, 
In  its  material  interests  there  has  been  vastly 
greater  progress.  Since  1850  the  entire  rail- 
road system  of  the  State,  embracing  3,000  miles 
of  line  in  operation,  has  been  planned  and  exe- 
uted.  The  sum  invested  in  these  works  will 
exceed  $100,000,000.  But  this  is  not  a  tithe  of 
the  investments  made  in  theState,  in  other  en- 
terprises; in  the  cities  and  towns  that  have  been 
built;  the  manufacturing  establishments  that 
have  been  put  in  operation;  the  expensive  works 
constructed  to  facilitate  commercial  opera- 
tions; in  the  purchase  of  lands  and  in  the  im- 
provements made  upon  them.  The  building 
up  of  such  a  State  as  Illinois  in  so  short  a 
period,  is  the  most  exhaustive  work  that  a 
people  can  possibly  undergo.  For  manyyears 
in  succession,  it  is  all  expenditure  and  no  in- 
come. A  point  is  now  reached  in  which  the 
balance  on  the  other  side  of  the  ledger  is  being 
made  up.  The  Railroads  of  the  State  like  the 
people  have  had  their  share  of  hard  times.  We 
have  good  reason  to  believe  that  such  compa- 
nies as  have  been  able  to  live  through  the  past 
will  be  able  to  present  satisfactory  results  for 
the  future. 


Contract  Let — Council  Bluff's  and  St..  Jo- 
seph Railroad  to  be  completed  in  Eighteen 
months. — We  understand  that  the  Roard  of 
Directors  of  the  Council  Bluffs  and  St.  Joseph 
Railroad  Company,  at  their  meeting  on  yes- 
terday contracted  witn  Charles  Hendrie,  of 
Burlington  for  the  construction  of  the  above 
named  road.  The  road  to  be  completed  with- 
in eighteen  months,  with  the  proviso,  that  if 
the  Platte  county  Railroad  is  completed  to  the 
State  Line  before  the  expiration  of  eighteen 
months  then  Mr.  Hendrie  is  to  complete  the 
Council  Bluffs  and  St.  Joseph  Railroad  with- 
in ninety  days  thereafter. 

Mr.  Hendrie  is  an  experienced  Railroad 
builder.  It  was  him  and  his  associates  that 
first  lifted  the  Burlington  and  Missouri  River 
Railroad  out  of  the  mire,  and  constructed  the 
first  section  of  thirty-seven  miles  of  that  road. 

The  road  is  now  >*tjre  thing,  and  we  trust 
that  those  who  have  been  promising  aid,  will 
redeem  their  pledges. 

The  people  must  bear  in  mind  that  although 
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the  contract  is  let,  the  board  have  to  provide 
the  meang  to  pay  for  the  work  and  a  portion 
of  those  means  must  come  from  persons  im- 
mediately interested  in  its  construction.  Farm- 
ers along  the  line  can  aid  by  contributions 
of  timber  for  ties — fat  cattle,  hogs,  corn, 
wheat  or  any  thing  else  which  can  be  used  to 
feed  the  men  upon  the  work  or  exchange  for 
the  material  with  which  to  construct  the  road. 
Now  is  the  time  for  every  body  to  prepare  to 
push  the  good  work  along  and  by  doing  so  till 
their  own  pockets,  and  replenish  their  sink- 
ing fortunes. — Council  Bluffs  Bugle,  22d. 


THE  GRAND  TRUNK  RAILWAY. 

The  report  of  Mr.  Chapman  appears  to 
have  caused  quite  a  sensation  in  England 
He  was  the  party  sent  out  to  Canada,  to  look 
after  the  interests  of  the  Grand  Trunk  Rail- 
way; but  his  statements  bid  fair  to  have  a  very 
damaging  effect  on  the  Company's  interests, 
and  their  can  be  little  doubt  that  his  state- 
ments, so  far  from  inducing  the  Government 
of  Canada  to  give  further  aid,  will  serve  to 
confirm  them  in  the  opinion  that  to  do  so 
would  be  destructive  of  the  best  interests  of 
the  country.  We  believe  many  of  Mr.  Chap- 
man's statements  to  he  utterly  unfounded; 
still,  we  are  prepared  to  take  them  to  a  cer- 
tain extent  as  they  are,  and  trust  that  the 
Government  will  do  the  same.  The  Grand 
Trunk  is  virtually  done  for.  Thc):,Leadci; 
which  may  bo  considered  an  authority  on 
Grand  Trunk  affairs,  says  respecting  Mr. 
Chapman's  report: 

"Mr.  Chapman  occupied  a  sectional  position  ; 
and  it  is  not  difficult  to  understand  the  tem- 
per with  which  he  came  and  in  which  his  re- 
port was  written.  The  Liverpool  sharehold- 
ers, seemed  to  separate  themselves  from  the 
rest  of  the  proprietors,  befere  Mr.  Reith  was 
sent  out;  and  candidates  for  lucrative  em- 
ployment in  the  company  were  not  slow  to 
fan  the  flame  of  local  discontent.  Mr.  Reith 
was  sent  out  at  the  instance  of  this  section 
of  the  proprietary;  and  in  addition  to  his  fix- 
ed salary  he  was  to  have  a  percentage  on  the 
profits  of  the  road.  Mr.  Reith  was  utterly 
unacquainted  with  large  undertakings  like 
this;  having  before  he  was  sent  to  Canada 
only  had  charge  of  a  short  line  of  railway  in 
Scotland.  On  his  arrival  here,  he  was  over- 
whelmed with  the  magnitude  of  the  undertak 
ing;  and  seems  to  have  become  completely 
bewildered,  not  knowing  which  way  to  turn  or 
do.  One  thing  he  determined  upon.  He  was 
bound  to  make  the  most  out  of  his  position  ; 
and  he  conceived  that  if  he  could  cut  down 
the  salaries  of  the  employes,  his  own  must  im- 
prove under  the  operation;  since,  if  they  got 
less  there  must  be  more  profit  for  him  to  share. 
Mr.  Reith  therefore  reduced,  at  one  swoop, 
the  salaries  of  all  the  employes  at  ten  per  cent.; 
and  he  came  very  near  bringing  the  operations 
of  the  line  to  a  close  by  the  resignation  en 
masse  of  the  Company's  servants.  As  might 
be  expected,  he  rendered  himself  odious  to 
all  whom  he  treated  in  this  manner;  and  it 
soon  became  apparent  that  he  could  not  re- 
tain his  position.  His  recall  or  resignation 
whatever  it  was,  was  the  defeat  of  the  Liv- 
erpool section  of  the  shareholders,  headed  by 
Mr.  Chapman.  Through  Mr.  Reith  they  had 
promised  to  work  all  sorts  of  financial  mira- 
cles; but  on  his  retirement  they  discovered 
their  mistake.  Mr.  Chapman  has  not  got  at 
the  facts  of  the  case ;  for  he  not  only  discred- 
its the  statement  that  Mr.  Reith  made  a  gen- 
eral reduction  of  salaries,  but  describes  it  as 
"a  most  monstrous,  injudicious,  and  certainly 
improbable  thing  for  any  man  to  do." 


Mr.  Chapman  next  refers  to  the  Sarni*, 
branch;  and  he  charges  Mr.  Blackwell  with 
making  statements  regarding  the  character 
of  the  district  through  which  it  passes  that 
were  contrary  to  the  truth.  As  we  have  no 
recollection  of  having  seen  these  statements; 
we  shall  at,  present  say  nothing  on  this  point, 
but  it  strikes  us  that  it  is  easier  io  miscon- 
ceive the  necessity  and  advantages  of  that 
section  than  to  treat  it  as  if  its  value  depend- 
ed upon  the  nature  o(  the  country  it  traverses 
— as  if  it  had  no  other  purpose  to  serve  than 
to  bring  a  modicum  of  local  traffic.  The  ob- 
ject of  constructing  this  section  of  the  line 
must  have  been  to  give  the  line  that  com- 
pleteness, in  its  western  connections,  without 
which  the  value  of  the  whole  must  have  been 
materially  impaired.  Having  struck  the  pro 
vince  frontier  at  Sarnia,  it  would  have  been 
madness  to  cause  the  line  to  stop  there.  ■  A 
connection  with  Detroit  was  indespenseable. 
whether  this  section  of  the  road  would  bring 
much  or  little  traffic. 

Mr.  Chapman  refers  to  the  purchase  of 
some  property  at  Sarnia,  with  the  facts  of 
which  we  are  not  familiar  and  might  commit 
some  error  if  we  attempted  to  get  at  the  bot- 
tom of  the  matter,  and  fully  explain  what  the 
summary  of  Mr.  Chapman's  report  merely 
skims.  But  we  have  a  distinct  recollection 
of  some  question  having  been  asked  in  the 
House  of  Assembly  regarding  the  purchase  of 
this  property  by  Mr.  Holton  and  his  partners 
from  the  Ordnance  Department.  The  expla- 
nations, if  we  remember  right,  were  made  by 
Mr.  Holton ;  and  they  were  accepted  as  sat- 
isfactory by  all  parties.  Mr.  Chapman,  nat- 
urally enough  from  his  point  of  view,  thinks 
it  a  monstrous  thing  that  a  property  which 
once  cost  only  £240  should  have  been  sold  for 
£24,000;  but  we  all  know  here  that  the  pro- 
gress of  a  new  country  often  produces  such 
occurrences.  The  whole  Island  of  Montreal, 
so  little  was  its  prospective  value  foreseen, 
was  made  a  free  gift  of  by  the  private  owners 
of  it,  many  years  ago.  A  joint  and  equal  in- 
terest in  the  site  on  which  the  city  of  Daven- 
port now  stands  was  once  offered  to  a  gentle- 
man resident  in  this  city,  at  a  mere  nominal 
fio-ure.  But  this  was  before  the  railroad  era. 
The  location  of  the  Western  Canadian  termi- 
nus of  a  great  railway  like  the  Grand  Trunk 
could  not  but  have  a  great  effect  on  the  value 
of  land  wherever  it  might  happen  to  be.  With- 
out, pretending-  to  deal  strictly  with  the  facts 
of  this  particular  case.  It  is  very  clear  that 
the  rise  in  value  of  the  property,  owing  to  pe- 
culiar circumstances,  mentioned  by  Mr.  Chap- 
man, might  occur  without  any  'job"  taking 
place.  If  it  was  also  a  "job"  to  take  the  road 
into  Kingston ;  it  is  at  least  desirable  that 
what  constitutes  a  job  should  be  known.  The 
road  did  not,  when  first  constructed,  go  within 
two  miles  of  Kingston;  and  the  complaints  of 
the  citizens  at  the  inconvenience  to  which 
they  were  subject,  in  respect,  to  the  convey- 
ance of  freight,  were  so  great  that  the  Com- 
pany found  it  necessary  to  construct  a  branch. 
The  complaint  of  Mr  Chapman  is,  that  Kings- 
ton was  connected  with  the  road.  If  proper- 
ty was  taken  for  the  right  of  way  it  had  to  be 
paid  for;  and  we  should  be  happy  to  learn  as 
a  matter  of  fact  that  our  ministers  are  rich 
enough  to  hold  their  mortgages  by  the  ten 
thousand  pounds  ;  for  that  would  argue  a  pe- 
cuniary position  which  would  be  an  excellent 
guarantee  of  independence. 

Mr.  Chapman  in  speaking  of  the  political 
power  of  the  Grand  Trunk  Railway,  has  mere- 
ly repealed  old  exploded  slanders  with  which 
he  seems  to  have  been  industriously  crammed 
while  here.     But  it  so  happens  that  the  tangi- 


ble charge  made,  in  this  connection,  that  "con- 
tracts had  been  granted  as  the  price  of  polit- 
ical suppost,"  is  directly  in  the  teeth  of  the 
facts.  The  chief  Canadian  contractors — or 
rather  such  of  them  as  were  politicians — were 
opponents  of  the  Government;  and  one  of 
them,  finally — but  not  till  after  he  had  with- 
drawn from  the  firm — Mr.  Holton,  became  3 
member  of  a  Government  formed  by  the  pres- 
ent Opposition  ;  which  Government  lasted  out 
two  days.  Mr.  Chapman's  account  of  the 
"Dead  bead;"  is  simply  ridiculous;  for  it  is 
notorious  that  no  railway  in  America  gives 
so  few  passes  as  the  Grand  Trunk. 


THE 
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It  is  not  easy  for  one  unused  to  the  compli- 
cations of  out  door  affairs  to  realize  the  diffi- 
culties to  be  overcome  in  undertaking  a  rail- 
road enterprise,  small  or  great  When,  then, 
a  highway  for  the  commerce  of  the  whole 
world  is  to  be  ^constructed,  the  obstacle  are 
almost  infinite.  All  have  been  surmounted  to 
this  time  by  the  energy  of  Dr.  J.  Fowlees  and 
bis  associates. 

We  are  happy  in  being  able  to  state  that 
our  townsman,  Dr.  Fowlkes,  arrived  in  Mem- 
phis on  last  night. 

He  has  just  received  letters  from  a  French 
bouker,  who  has  entered  into  a  contract  for 
the  completion  of  this  enterprise,  on  the  part 
of  an  association  of  capitalists  and  contrac- 
tors at  Paris,  the  ratification  of  which  was  so 
near  completion  at  latest  dates  as  to  only 
await  the  sanction  of  an  absent  partner,  daily 
expected.  This  will  be  doubtless  heard  from 
by  the  next  steamer. 

Col.  V.  K.  Stevexsox,  of  Nashville,  arrived 
in  London,  as  we  learn,  on  the  second  inst. 
A  letter  was  yesterday  morninh  received  from 
him  by  Dr.  Fowlkes  of  that  date.  He  had, 
in  the  most  expeditious  manner,  completed 
the  purchase  of  iron  for  Ithe  road  for  bond?.. 
This  was  at  the  same  time  tried  by  other  gen- 
tlemen from  several  Slates  without  success. 
Col.  Stevenson's  acknowledged  high  charac- 
ter for  railroad  and  financial  matters,  render- 
ed his  mission  in  London  easy,  where  all  oth- 
ers had  failed.  His  acceptance  of  the  presi- 
dency  of  the  road  certainly  indicates  its  fu- 
ture success. 

He  was  to  leave  London  to  go  to  Paris  the 
day  after  he  wrote.  Before  this  can  go  to 
print,  no  doubt  the  French  contract  is  ratified. 
If  so,  the  means  are  at  hand  to  complete,  iu 
spite  of  adverse  circumstances,  an  enterprise 
demanded  by  the  wants  of  the  whole  world. 

Several  hundred  hands  are  working  on  the 
road,  and  nothing  now  is  wanted  but  the  stocks 
holders  to  be  true  to  themselves  by  unity  and 
promptitude  of  action.  It  will  place  iu  their 
possession  such  a  franchise  as  the  East  India 
company  in  its  palmiest  days  could  not  boast 
of.  Many  have  heretofore  supposed  that  Tex- 
as and  her  people  do  not  give  full  confidence 
and  support  to  this  enterprise.  This  is  not 
so.  It  may  be  true  that  early  mismanage- 
ment did  create  want  of  confidence.  Now, 
parties' are  changed;  faithful  and  energetic 
officers  are  in  power;  admirable  contracts  for 
its  completion  effected;  and  it  deserves  not 
only  the  active  consideration  of  each  stock- 
holder, but  the  attention  of  every  friend  of 
commerce.  The  liberal  endowments  by  Tex 
as  to  the  enterprise  preclude  any  further  doubt 
of  its  ultimate  success.  Before  long  her  prair- 
ies and  her  stock  will  be  thus  rendered  the 
source  of  untold  wealth. 
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BALTIMORE  AND  OHIO  E-  It. 

We  have  received  a  circular  from  Col.  G. 
H.  Sullivan,  General  Western  Agent  of  the 
Baltimore  and  Ohio  Railroad,  calling  our  at 
tention  to  the  following  improvements  recent- 
ly made  in  the  connections  of  that  road  for  the 
accommodation  of  travelers.  For  the  infor- 
mation of  the  traveling  public  we  make  the 
following  extracts: 

"  By  the  new  Time  Schedule,  which  went  in- 
to effect  on  the  25th  of  November,  passengers 
arriving  at  Wheeling  or  Bellaire,  by  Cleve- 
land and  Pittsburgh  trains  at  6:40  A.  M.,  by 
Central  Ohio  Trains  at  9:50  A.  M.,or  at  Parkers- 
burg  by  Marietta  &  Cincinnati  Trains  at  9:30 
A.  M  ,  reach  Washington  Junction  at  4:24  next 
morning  (where  passengers  for  Washington 
change  cars,  saving  IS  miles  of  travel  as 
against  going  on  to  Baltimore  and  returning, 
and  reach  Washington  at  5:48  a.  M.,)  at  Balti- 
more at  4:50  and  leave  for  Philadelphia  and 
New  York  liy  first  morning  train. 

"  Passengers  arriving  at  Wheeling  or  Bell- 
aire by  Cleveland  and  Pittsburgh  Trains  at 
6:35  p.  >r.,  by  Central  Ohio  at  9:30  p.  m.,  or  at 
Parkersburg  by  Marietta  &  Cincinnati  Trains 
at  8:30  P.  M.,  reach  Washington  Junction  at 
2:12  p.  m.,  of  the  next  day,  (and  at  Washington 
City  at  4:50  p.  m.)  at  Baltimore  2:35  p.  m.,  and 
leave  for  Philadelphia  and  New  York  at 
5:10  p.  M. 

"It  will  be  seen  that  both  trains  give- ample 
time  at  Baltimore  for  meals  at  any  of  the 
Hotels  of  the  city  before  going  North,  and  the 
second  train,  some  time  to  do  business  before 
leaving  for  either  North  or  South. 

"  Passengers  by  the  first  train  changing  at 
Washington  Junction,  can  visit  Washington 
City,  having  nine  hours  of  the  most  conveni- 
ent, time  of  day,  in  which  to  see  the  principal 
objects  of  interest,  and  still  leave  for  New 
York  the  same  evening.  As  all  this  can  be 
done  without  the  necessity  of  re-checking  bag- 
gage, and  without  really  any  greater  expendi- 
ture of  business  hours  than  would  be  used  in 
a  cotinuous  run,  it  is  presumed  that  but  few 
passengers  for  New  York  from  the  West,  will 
fail  to  avail  themselves  of  the  opportunity. 
Passengers  for  Washington,  if  they  so  desire  it, 
can  go  on  to  Baltimore  and  return  to  the 
Junction  without  extra  charge." 

Those  who  take  the  night  train  from  Cincin- 
nati, Indianapolis,  or  Cleveland,  pass  over  the 
mountain  portion  of  the  Baltimore  and  Ohio 
Railroad  by  day  light,  without  being  compelled 
as  heretofore,  occasionally  to  lie  over  at  Oak- 
land or  Cumberland.  As  this  portion  of  the 
line  is  acknowledged  to  be  unequalled  in  scenic 
grandeur  by  that  of  any  line  of  railroad  in  the 
world,  we  suppose  that  the  opportunity  so  pre- 
senting itself  of  gratifying  a  taste  for  the  sub- 
lime and  beautiful  in  natuie,  without  the  loss  of 
time  heretofore  required,  will  prove  an  accepta- 
ble aud  attractive    eature. 

Passengers  by  this  route  leaving  Cleveland, 
Indianapolis  or  Cincinnati,  on  Saturday  morn- 
ings, will  be  able  to  reach  New  York  with  no 
delay,  except  of  two  and  half  hours  at  Balti- 
timore  on  Sundays. 

Passengers  leaving  the  Ohio  river  in  the 
evening  express  for  Baltimore,  breakfast  at 
Cumberland,  and  from  there  have  a  daylight 
view  of  the  interesting  country  along  the 
valley  of  the  Potomac,  including  Harper's 
Perry,  &e. 

Two  dollars  additional  to  the  price  of  a 
through  ticket  for  Baltimore  and  all  points 
east  of  Baltimore,  secures  to  the  passenger  by 
this  route  a  round  trip  to  Washington  and 
back. 

Our  road  is  ballasted  with  broken  stone,  and 


is  consequently  as  free  from  dust  as  any  road 
can  well  be. 

Its  safety  is  indicated  in  its  past  history. 
The  guarantee  foritscontinued  immunity  from 
accidents  exists  in  the  unparalleled  rigidity  of 
its  discipline,  and  the  fact  of  having  a  full 
organization  of  watchmen  on  every  portion  of 
the  road  in  constant  service  day  and  night, 
keeping  the  whale  line  in  view  always  in  ad- 
vance of  passenger  trains. 


Cheapness  of  Railroad  Boilding  by  Slave 
Labor. — The  message  of  the  Governor  of  North 
Carolina  furnishes  an  interesting  statement  re- 
garding the  railroads  in  that  State.  We  make 
the  following  extract: 

"  Our  great  line  of  road,  from  Beaufort 
Harbor  to  Cowana,  (Duck  Town)  on  the  Ten- 
nessee line,  a  distaneeof  560  miles,  will,  when 
completed,  cost  §12,610,000.  Of  this  line  of 
road  348  miles  have  been  actually  completed  ; 
50  miles  more  let  to  contract,  and  the  remain- 
der, 162  miles,  has  been  surveyed  aud  careful 
estimates  made  of  the  cost,  so  that  the  cost  of 
the  entire  road  when  finished  may  be  stated 
with  almost  certainty.  On  the  other  hand,  we 
find  that  the  Erie  road,  in  the  State  of  New 
York,  some  400  miles  in  length,  cost  $32,000,- 
000.  Or  differently  staled,  the  cost  of  our  road 
will  be  $22,000,  while  that  of  the  Erie  is  $80,- 
000  per  mile.  A  clear  profit  on  the  former  of 
$1,550  per  mile  would  give  a  dividend  of  6  per 
cent.,  while  on  the  latter  it  would  require  a 
net  profit  of  $4,800  per  mile  to  declare  the 
same  dividend.  Like  comparisons  between 
roads  similarly  situated  will  never  fail,  it  is 
believed,  to  develop  the  fact  of  the  superior 
cheapness  of  slave  labor  when  employed  in 
the  construction  of  railroads. 

"Financially  and  socially  this  is  an  impor- 
tant fact  for  us.  It  gives  the  assurance  that 
our  railroad  investments  will  prove  dividend- 
paying  stocks,  and  that  the  public  debt,  con- 
tracted for  the  construction  of  these  works, 
will  be  finally  liquidated  thereby.  I  have  an 
abiding  conviction  that  many  of  the  present 
generation  will  live  to  see  our  public  debt 
paid  off  by  receipts  from  railroads,  and  the 
roads  themselves  left  unencumbered,  yielding 
a  richer  revenue  to  the  State  than  has  here- 
tofore been  collected  by  taxation,  and  super- 
ceding entirely  the  necessity  for  taxation." 


HOW  TO  CONNECT  CINCINNATI 
"WITH  THE  SOUTH  BY  S.  R. 

The  North  Georgia  Times,  published  atDay- 
ton,  Georgia,  contains  a  lengthy  article  on  the 
subject  of  a  rail  connection  between  Cincin- 
nati and  the  South,  of  which  the  following  is 
an  extract: 

"  A  railroad  map  of  the  United  States  clear- 
ly shows  that  there  are  two  distinct  systems  of 
railroads  east  of  the  Mississippi;  and  that  the 
Ohio  river  and  the  range  of  mountains  south, 
of  it  have,  to  a  great  extent,  thus  far  nearly 
intercepted  all  communication.  Western  Vir- 
ginia and  Kentucky  present  a  great  blank, 
while  the  net  work  of  roads  in  operation  and 
projected,  both  North  and  South,  is  nearly 
complete.  The  Mobile  and  Ohio  and  the 
Louisville  and  Nashville,  with  the  exception 
of  the  seaboard  route  are  therefore  the  only 
roads  running  north  and  south  upon  the  con- 
tinent; while  there  are  no  less  than  eight  lines 
running  east  and  west  across  the  State  of  In- 
diana alone.  '  Westward  ho! '  seems  to  have 
been  the  word  thus  far  in  the  progress  and  set- 
tlement of  the  country,  and  there  are  no  less 
than  ten  lines  of  roads  running  to  and  touch- 
ing the  Mississippi  upon  the  east,  between  St. 


Louis  and  La  Crosse,  the  parallels  of  38°  and 
and  44°.  It  is  altogether  probable  that  so 
many  lines  will  converge  and  form  one  com- 
mon trunk  across  the  Rocky  Mountains  and, 
thus  make  a  Northern  Pacific  Railroad. 

"The  Knoxville  and  Kentucky,  with  its  ex- 
tension to  Cincinnati,  is  certainly  one  of  the 
most  important  lines  yet  to  be  built  in  the 
country,  and  its  construction  is  of  the  first  im- 
portance to  Cincinnati  and  the  State  of  Ohio 
at  large.  By  way  of  the  Rabun  Gap  she  will 
have  communication  with  Charleston,  and  by 
the  East  Tennessee  and  Georgia  and  the  Dal- 
ton  and  Jacksonville  reads,  with  Alabama  and 
her  roads  to  the  Gulf.  These  roads  will  be 
come,  in  fact,  the  great  carrier  and  outlet  of 
the  upper  valley  of  the  Ohio,  richer  in  grain 
than  the  Nile,  and  clamorous  with  the  busy 
toil  of  the  mechanic.  From  Cincinnati  to  the 
Gulf,  by  way  of  Knoxville  and  Dalton,  the  dis- 
tance is  775  miles,  and  it  will  have  favor  not 
only  in  this  respect,  but  with  regard  to  its  gra- 
dients and  general  engineering  feature.  The 
Knoxville  and  Cincinnati  road  will  have  a 
fourfold  importance,  and  as  the  transit  of  the 
Cumberland,  .vill  scarcely  have  a  rival.  It 
will  open  up  and  distribute  vast  quantities  of 
marble,  iron,  zinc,  copper  and  coal,  so  impor- 
tant to  the  prosperity  and  growth  of  the  coun- 
try. It  will  be  a  ligament,  social,  political 
and  commercial,  between  two  vast  systems  of 
railways  and  their  communities,  and  an  im- 
perishable bond  of  union  between  the  North- 
ern and  the  Southern  States." 


The  Philadelphia  Board  of  trade  and 
the  Western  Railroad  Excursion. — -The  reg- 
ular stated  monthly  meeting  of  the  Board  of 
Trade  was  held  on  Monday  P.  M.,  Nov.  26th, 
at  their  rooms  in  Chestnut  street,  Presiden  . 
Morton  in  the  chair. 

The  committee  who  visited  the  Great  West 
announced  that  they  were  not  ready  to  repor*. 

Mr.  Edward  C.  Biddle,  chairman  of  the 
committee,  offered  a  preamble  and  resolutions 
codveying  the  thanks  of  the  Boark  of  Trade 
to  the  Pennsylvania  Railroad  Company,  as 
follows : 

Whereas,  a  large  party  of  the  business  men 
of  Philadelphia,  under  the  auspices  of  the 
Board  of  Trade,  and  with  a  view  to  enlarged 
business  relations  with  the  Great  West,  re- 
cently, at  the  invitation  of  the  Pennsylvania 
Central  Railroad  Company,  made  an  extended 
tour  over  said  road  and  many  of  its  western 
connections,  visiting  the  city  of  Pittsburgh, 
Cleveland,  Chicago,  Milwaukee,  Quincy,  St. 
Joseph,  Atchinson,  St.  Louis,  Louisville,  Lex- 
ington and  Cincinnati;  and  whereas,  the  re- 
ception of  the  party  at  each  of  these  places 
was  marked  by  a  welcome  so  kind  and  a  hos- 
pitality so  generous,  as  to  demand  an  acknowl- 
ment  by  this  Board  of  their  high  appreciation 
of  these  courtesies;  therefore, 

Resolved,  That  the  cordial  thanks  of  the 
Board  of  Trade  of  the  city  of  Philadelphia  are 
hereby  tendered  to  the  "Cleveland  Board  of 
Trade,"  "Chicago  Board  of  Trade,"  "Milwau- 
kee Chamber  of  Commerce,"  "Chamber  of 
Commerce  of  St.  Louis,"  "Chamber  of  Com- 
merce, Louisville,"  "Committee  of  Merchant* 
in  Lexington,"  "Chamber  of  Commerce,  Cin» 
cinnati,"  Mayor  and  Merchants  of  St.  Joseph, 
Missouri,  and  Mayor  and  Merchants  of  Atchi- 
son, Kansas  Territory,  for  the  hearty  welcome 
accorded  by  them  to  the  excursion  party  of 
business  men  from  this  city,  and  the  generous 
hospitality  with  which  the  party  were  enter- 
tained during  their  stay  at  the  various  places 
they  visited. 

Resolved,  That  this  Board  hereby  invite 
delegations   from  the  several    bodies   above 
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mimed  to  visit  our  city,  and  thus  afford  the 
business  men  of  Philadelphia  an  opportunity 
of  expressing,  by  more  than  mere  resolations 
of  thanks,  their  appreciation  of  the  courtesies 
of  their  Western  friends. 

Resolved,  That  a  copy  of  the  above  preamble 
and  resolutions,  signed  by  the  officers  of  this 
Board,  be  transmitted  to  each  of  the  bodies 
named  therein. 

The  resolutions  were  unanimously  adopted. 


SUPERIOR  COURT. 

Important  to  Railroad  Companies — Hen- 
ry Schultz  vs.  the  Little*Miami  Railroad  Com- 
pany. Judge  Storer  charged  the  Jury  yester- 
day afternoon.  The  action  assumes  the  plain- 
tiff is  the  owner  in  fee  of  a  house  and  lot,  oc- 
cupied as  his  residence,  abuttiug  on  East 
Front  street.  He  had  acquired  his  title  to 
the  property  and  constructing  his  dwelling  in 
1839,  before  the  defendants  had  located  their 
road.  The  Court  instructed  the  Jury  that  he 
was  entitled  to  the  free  and  unobstructed  use 
of  the  easement  for  ordinary  travel  or  pas- 
sage, to  legal  protection  from  any  thing  which 
interfered  with  the  health  or  comfort  of  this 
family  and  to  reparation  for  any  illegal  ob- 
struction. But  the  obstruction  must,  in  its  cre- 
ation and  contrivance  amount  to  what  the 
law  denominates  a  nuisance,  for  it  is  not  every 
obstruction  to  a  public  highway,  or  inconve- 
nience to  the  property  holders  that  will  be  re- 
garded as  a  nuisance.  The  act  must  be  so 
inconsistent  with  the  public  use  of  the  way 
that  ordinary  travel  is  impeded  or  greatly  in- 
terfered with,  and  continued  so  long  that  it 
becomes  permanently  injurious. 

In  the  present  case  it  is  claimed  that  the 
mode  in  which  the  defendants'  road  is  opera- 
ted, the  usual  occupation  of  the  throughfare, 
the  continued  obstruction  of  the  right  of  pas- 
sage by  the  locomotives  in  the  neighborhood 
of  plaintiff's  house,  the  great  number  of  trains 
passing  at  all  hours  of  the  day  and  night, 
thereby  rendering  his  house  unsafe  to  reside 
in,  a  nuisance  is  created.  The  defendants  re- 
ly on  their  act  of  incorporation,  passed  in 
1836,  and  the  grant  they  obtained  in  1841,  to 
use  East  Front-street;  and  for  the  purposes 
of  this  action  these  were  a  sufficient  justifica- 
tion for  them  to  use  the  street  for  all  the  legi- 
timate pcrposes  of  their  business.  But  neither 
the  power  conferred  by  the  City  Council  nor 
that  by  statute  could  be  regarded  as  affecting 
any  private  right,  so  as  to  exclude  the  claim 
of  any  individual  for  an  injury  unjustly  occa- 
sioned through  the  unreasonable  use  of  the 
privilege  granted.  A  grant  to  a  railroad  com- 
pany contemplates  a  continually  increasing 
business,  and  increased  appliances  and  ma- 
chinery whenever  the  necessity  exists,  which 
demands  their  introduction. 

Whether  the  acts  charged  in  the  petition 
constitute  such  an  obstruction  of  the  public 
way  adjoining  the  plaintiffs  property  as  well 
authorize  a  recovery  for  any  injury  he  claims 
to  have  suffered,  must  be  determined  from  all 
the  circumstances.  Railroads  are  not,  in 
themselves,  nuisances;  whatever  they  shall  be- 
come so  must  depend  on  the  manner  in  which 
they  are  conducted. 

The  plaintiff  alleges  that  the  defendants 
have  voluntarily  appropriated  the  street  for 
the  use  of  their  trains  and  locomotives,  to  the 
exclusion  of  his  right  of  passage.  Is  this  prov- 
ed? If  such  an  obstruction  was  created  to 
his  prejudice,  he  has  a  right  of  action  for  the 
nuisance,  and  it  is  immaterial  from  what 
cause  the  obstruction  has  arisen,  as  he  is  enti- 
tled to  protection,  and  his  privileges  can  npt 
be  restricted  on   the   ground   of  any  general 


benefit  to  the  public,  or  the  requirements  of 
the  railroad  company. 

The  obstruction  must  b<}  a  nuisance  that 
affects  the  public,  and  yet  if  the  plaintiff  is 
not  injured  directly,  and  the  public  only  has 
suffered,  the  proceeding  must  be  by  indictment, 
and  the  individual  can  not  recover. 

As  to  the  use  of  the  '■whistle"  complained 
of,  if  it  was  part  of  the  means  to  prevent  ac- 
cident that  such  a  system  should  be  adopted, 
the  defendants  may  not  only  be  allowed  to  use 
that  means,  but  might  justly  be  charged  with 
neglect  in  case  of  an  accident  which  might 
have  been  prevented  by  this  or  similar  instru- 
mentalities. 

It  was  claimed  the  defendants  were  respons- 
ible for  certain  alleged  nuisances  introduced 
by  the  cars  of  the  Marietta  Railroad  Company, 
which  used  a  portion  of  the  defendants'  track, 
while  they  (the  defendants)  are  not  responsi- 
ble for  the  use  of  the  road  by  another  compa- 
ny, or  the  temporary  or  occasional  inconveni- 
ence resulting  from  the  transportation  of 
freight  or  passengers  if  such  a  nuisance  was 
the  consequence  of  allowing  the  passage  of  cars 
laden  with  animals,  and  permitting  them  to 
remain  on  the  track,  they  are  to  be  held  liable 
for  the  consequences. 

The  defendants  were  not  responsible  to  the 
plaintiff  for  injuries  arising  from  the  natural 
decay  of  the  building,  failure  in  its  foundation, 
or  deterioration,  by  the  construction  merely 
of  the  railroad,  but  only  for  these  improper 
acts  in  the  management  of  their  engines  and 
trains,  which  have  directly  produced  the  inju- 
ry complained  of. 

The  jury  brought  in  a  verdict  for  defen- 
dant. 


Tub  Railroad  Titxnel. — The  Chief  Engi 
neer  and  some  of  the  directors  of  the  N.  Y.  C. 
Railroad  were  in  town  last  week  looking  over 
the  ground  where  it  is  proposed  to  locate  the 
tunnel  under  the  canal.  The  survey  of  the 
route  has  been  completed;  a  plan,  drawings 
and  estimate  of  the  cost  of  the  work  has  been 
made,  though  we  did  not  hear  the  sum  nam- 
ed that  will  probably  be  expended.  It  is  not 
an  insignificant  one — perhaps  half  a  million 
of  dollars.  If  the  work  is  undertaken  this 
winter,  it  will  afford  our  laboring  men,  or  a 
great  many  such,  plenty  of  business,  and  the 
entire  cost  will  be  expended  in  this  city. 

The  plan  of  the  tunnel  shows  a  single  arch 
of  stone,  with  width  sufficient  to  lay  two  tracks, 
and  through  this  tunnel  will  pass  the  main 
track  of  the  Central  Railroad.  The  line  will 
be  straight  from  Center-square  to  point  west 
of  Brown-street,  where  it  will  intersect  the 
present  Buffalo  track.  Just  west  of  the  city 
limits  in  Gates,  the  Niagara  Falls  track  will 
diverge  to  the  northward,  and  intersect  the 
present  line  of  that  road  about  three-fourths 
of  a  mile  west  of  where  it  now  crosses  the  ca- 
nal. What  provision  will  be  made  for  the 
Charlotte  Road  is  not  determined,  but  as  it 
must  be  reached  by  the  tunnel,  it  is  probable 
that  it  will  be  connected  with  the  Falls  Road 
at  a  point  some  distance  west  of  where  these 
roads  now  intersect. 

The  construction  of  this  tunnel  will  enable 
the  company  to  abandon  three  canal  bridges, 
half  a  dozen  or  more  street  bridges,  a  quarter 
of  a  mile  of  trestle  work,  heavy  grades  on 
short  curves,  and  two  or  three  miles  of  expen- 
sive track  in  the  city  limits.  The  number  of 
open  street  crossings  will  be  greatly  reduced, 
and  the  flagmen  there  employed  dispensed 
with.  The  case  with  which  passenger  and 
freight  trains  cau  pass  through  the  city  by  the 
new  route  will  be  the  chief  considerations  with 
the  company  in  opening  it.     While  some  who 


own  property  contiguous  to  the  new  route  may 
be  incommoded  thereby,  many  who  have  Buf- 
fered along  the  old  routes  will  be  gratified  to 
have  them  closed  together.  The  track  will 
be  removed  altogether  from  Brown  Square, 
and  the  people  residing  north  of  Broivn-street, 
east  of  the  canal,  and  for  some  distance  west 
of  it,  will  no  longer  have  trains  thundering 
by  their  doors  or  over  their  heads  at  all  hours 
of  the  day  and  night.  With  them  the  consum- 
mation of  the  tunnel  project  is  devoutlv  to  be 
wished.  The  people  residing  on  Allen-street 
and  to  the  south  of  it  will  be  no'longer  annoy- 
ed by  the  long  trains  which  wind  their  way  up 
and  down  the  grade  through  their  midst. 
John-street  will  be  the  only  one  west  of  Center- 
square  that  will  have  an  open  crossing.  Kent 
and  Oak-streets  will  be  bridged,  or  perhaps  the 
tunnel  may  pass  under  the  latter. 

If  the  present  design  of  constructing  this 
tunnel  is  not  abandoned,  the  work  will  be  com- 
menced in  a  few  days  and  much  of  it  com- 
pleted the  ensuing  winter — at  least  so  much 
as  will  pats  under  the  Erie  CanaL — Rochester 
(N.   Y.)  Union. 


Railroad  Progress  in  Ccba. — We  learn 
that  the  new  road  which  has  been  construct- 
ing for  the  last  two  years,  between  the  towns 
of  Guiues  and  Matanzas,  has  been  completed 
and  opened  on  the  11th  September  to  the  trav- 
eling public,  with  imposing  ceremonies,  by  the 
Captain  General  Serrano.  Guines  is  on  the 
line  of  road  from  Havana  to  Union  and  Isa- 
bel. Hith<  rto,  passengers  by  rail  between  Ha- 
vana and  Matanzas,  were  obliged  to  proceed 
bv  way  of  Union,  where,  changing  cars  to  the 
Matanzas  and  Sabanilla  line,  it  was  necessary 
to  perform  a  somewhat  retrograde  movement 
toward  Matanzas — the  whole  time  consumed 
in  going  a  distance  of  106  miles,  was  about 
6J  hours,  and  oftentimes  more,  if  the  trains 
did  not  connect  promptly  at  Union.  The  new 
road  from  Guines  is  about  36  miles  long  and 
reduces  the  whole  distance  to  about  80  miles. 

The  whole  of  the  new  line  having  been  in- 
corporated in  the  Havana  Railroad  Company, 
it  is  worked  by  the  machinery  of  the  latter, 
and  although  not  yet  all  in  complete  order,  the 
express  trains  daily  make  the  run  between  the 
cities  of  Havana  and  Matanzas  in  three  hours. 
Passengers  leaving  either  place,  can  spend 
six  hours  in  the  other  and  return  the  same 
day. 

The  grades  and  curvature  of  the  new  road 
are  very  favorable,  and  tbe  bridging  and  su- 
perstructure of  the  most  permanent  charac- 
ter. More  than  one-half  of  the  road  is  laid 
with  broken  stone  ballast;  tbe  rail  joists  are 
thoroughly  spliced  with  wood  and  iron,  being 
Trimble's  joint,  with  addition  of  bottom  and 
inside  plates  of  iron. 


Progress  of  the  Androscoggin  Railroad 
Extension. — A  meeting  of  tbe  Directors  of  the 
Androscoggin  Railroad  was  held  at  the  De- 
Witt  House  on  Monday  evening,  when  a  re- 
port on  the  progress  of  the  extension  and  the 
condition  of  the  road  was  submitted  by  the 
President,  Mr.  Moses.  It  was  stated  that 
about  half  (17i  miles)  of  the  extension  was 
already  graded,  and  that  $70,000  had  been  ex- 
pended. Fifty-two  thousand  dollars  have  been 
subscribed  and  paid  in— all  but  about  §10,000 
in  Bath.  Bv  the  terms  of  the  Bath  Loan  Bill, 
the  Companv  is  now  entitled  to  the  first  in- 
stallment (§100,000)  of  the  loan,  and  the 
scrip  will  be  issued  in  a  few  days.  Offers 
have  been  made  by  Boston  parties  to  take  the 
whole  amount  at  a  premium.  The  remaining 
8100,000  of  the  Bath  loan  will  be  forthcom- 
ing when  wanted.     It  is   estimated   that  the 
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road  when  completed  and  furnished  with  the 
requisite  amount  of  furniture  and  rolling 
stock,  will  cost  a  little  rising  $400,000.  Par- 
ties have  offered,  at  the  proper  time  to  loan 
the  company  $100,000  on  a  6  per  cent,  mort- 
gage of  the  road.  Then  less  than  $50,000 
more  subscription  will  be  required  to  com- 
plets  it.  Mr.  Robinson  has  gone  to  Europe 
to  purchase  iron  for  the  rails,  &c,  and  these 
will  cost  about  $100,000.  The  grading  was 
let  for  $189,000— one  section  to  O'Donnell  for 
something  like  $25,000,  and  the  balance  to 
J.  B.  Jones  &  Co.  The  contractors  have  press- 
ed forward  their  work  with  most  commenda- 
ble vigor,  demonstrating  to  the  directors  and 
to  the  public  that  they  are  the  right  men  for 
the  work. 

Bath  seems  to  be  thoroughly  awake  to  the 
importance  of  this  connecting  link  with  our 
embryo  city,  and  Franklin  county.  Already 
arrangements  have  been  made  to  put  on  a 
daily  line  of  steamers  between  Bath  and  Bos- 
ton as  soon  as  the  road  shall  be  completed, 
which  will  be  by  the  first  of  next  September. 

We  are  gratified  to  learn  that  the  Andro- 
scoggin road  between  Leeds  Junction  and 
Farmington,  notwithstanding  its  difficulties 
with  the  A.  &  K.  road,  in  doing  a  good  busi- 
ness. The  earnings  of  the  road  in  the  month 
of  October  were  $4,803,  and  expenses  only  a 
little  over  $1,400 — a  much  better  show  of  net 
earnings  than  was  ever  made  before. — Lewis- 
ton  Journal. 


MONETARY  AND  COMMERCIAL- 


The  undefinable  apprehension  and  gloom  that 
•was  hanging  over  the  financial  and  commercial 
mind  at  our  last  weeks  review,  still  prevades  it 
with  but  slight  abatement.  Every  interest, 
from  the  hod-carrier  to  the  millionaire,  feels  its 
influence,  and  the  one  is  no  more  able  to  shake 
off  its  power  than  the  other.  So  far  as  the 
merchants  and  manufacturers  of  our  own  city 
are  concerned  they  have  nobly  stood  by  and 
sustained  each  other,  and  as  they  are  better 
prepared  to  meet  such  emergencies,  being  more 
self-reliant,  than  the  business  men  of  most 
other  large  cities  of  the  Union,  we  doubt  not 
they  will  weather  the  storm.  The  demand  for 
money  at  the  discount  houses  has  been  limited, 
and  bankers  have  done  the  best  they  could  for 
their  customers.  Rates  are  of  course  varied, 
and  quotations  are  but  nominal,  each  transac- 
tion forming  a  basis  of  its  own.  If  wise  coun- 
sels and  common  sense  shall  prevail  in  political 
circles,  instead  of  fanaticism  and  anger,  things 
will  soon  again  settle  down  into  their  accus- 
tomed quiet,  and  the  bounteous  gifts  that  have 
been  poured  upon  the  land  may  be  enjoyed  and 
turned  to  our  universal  benefit,  and  the  im- 
provement and  development  of  the  whole 
country. 

Exchange  has  been  variable  during  the  week 
both  as  to  the  supply  and  demand;  balances 
are  necessarily  kept  as  close  as  convenient 
working  will  admit.     Quotations  are  as  follows. 

Buying.  Soiling. 

New  York  Sight i@6    prem  l@\  prem 

Boston iiS^      prem  !@.|  prem 

Philadelphia par  i&i  prem 

Baltimore 1  ilia.  par 

New  Orleans i<^i      (lis.  \  pi-em 

American  Gold (2Sj  prem  3S^1  prem 

The  Price  Current  says  "  the  uncurrent  money 


market  has  been  somewhat  unsettled  during 
the  week,  so  much  so  that  the  quotations  could 
not  be  relied  upon  from  day  to  day.  The  Mis- 
souri banks  formally  suspended  last  Wednes- 
day morning,  which  did  not  affect  the  value  of 
their  notes,  as  they  had  been  virtually  suspend- 
ed for  some  time.  At  the  close  last  evening, 
the  quotations  were  as  follows:  Virginia,  5ul0 
dis.,  the  former  rate  for  Wheeling;  Pennsyl- 
vania, 5  dis. ;  Missouri,  payable  in  St.  Louis,  1 
dis.,  but  payable  in  the  interior  of  the  State, 
5a7c  dis. :  Iowa,  5  dis.;  Illinois  and  Wisconsin, 
7  dis. .  Maryland  and  Tennessee,  5  dis. ;  Geor- 
gia, 2al0  dis. ;  and  Alabama,  South  Carolina 
and  North  Carolina  paper  ranges  from  10al5 
discount."  We  would,  however,  remark  that 
parties  will  find  thac  it  is  one  thing  to  sell  un- 
current funds,  and  another  to  buy  them.  Al- 
most all  the  above  varieties  being  absorbed  by 
merchants  and  sent  to  their  respective  homes 
for  the  purchase  of  the  different  commodities 
there  produced. 

Relative  to  the  condition  of  things  in  New 
York  the  Tribune  says,  '■'  the  tone  of  the  advices 
from  Washington,  indicating  a  disposition  on 
the  part  of  the  Representatives  of  the  North  to 
meet  the  South  in  a  conciliatory  spirit,  and  a 
desire  to  propose  some  scheme  of  compromise 
which  should  be  satisfactory  to  that  portion  of 
the  Confederacy,  had  a  favorable  influence  up- 
on the  Stock  market  to-day,  bringing  in  some 
new  buyers,  and,  also,  inducing  some  purchases 
to  cover  shorts.  There  was  a  moderate  amount 
of  sellers'  options  offered,  but  the  bears  did  not 
exhibit  the  same  boldness  as  during  last  week. 

"State  Stocks,  strenthened,  no  doubt,  by  the 
promptness  with  which  the  January  interest 
has  been  provided,  and  when  the  call  reached 
Central,  there  was  considerable  activity,  some 
3,200  shares  cash  stock  being  sold  from  75|  up 
to  76J.  Erie  was  also  firm,  although  not  very 
active,  at  29J.  When  the  Western  shares  were 
reached,  however,  the  market  became  dull,  and 
generally  fell  off  from  the  opening  quotations. 
After  the  Board,  however,  there  was  a  general 
rally  on  the  strength  of  new  rumors  from  Wash- 
ington, and  Central  advanced  rapidly  to  76§, 
again  declining  later  in  the  day  to  76|a76f. 
The  rest  of  the  list  advanced  JaJ  per  cent,  on 
the  annexed  closing  quotations  at  3£  o'clock. 
There  was  considerable  dispoition  shown  to  buy, 
although  the  transactions  were  not  large,  and 
the  prevailing  impression  among  the  operators 
was  that  some  platform  would  be  yet  arrauged  at 
Washington,  upon  which  all  parties  could  meet 
in  harmony.  The  last  prices  at  3  J  o'clock  were : 
Tennessee  6s,  76«76J ;  Virginia  6s,  78a80;  Mis- 
souri 6s,  70|«70| ;  Pacific  Mail  Steamship  Com- 
pany, 81  IU82  ;  N.  Y.  Central  R.R.,  75j|a76 ;  Erie 
R.R.,  28fa29|:  Hudson  River  R.R.,  43Ja44; 
Harlem  R.R.,  14J«15  ;  Harlem  Preferred,  33a34 ; 
Reading  R.R.,  84^o34| ;  Michigan  Central  R.R., 
50Ja51 ;  Michigan  Southern  and  Northern  In- 
diana, 142al5  ;  do  guaranteed,  31Ja31| ;  Pana- 
ma, 114J«115;  Illinois  Central,  58Ja58|;  Ga- 
lena and  Chicago,  64a64J  ;  Cleveland  and  To- 
ledo, 26Ja26-J ;  Chicago  and  Rock  Island, 
53.}a53J;  Chicago,  Burlington  and  Quincy, 
70.U71  ;  Illinois  Central  Bonds,  86Ja87. 


Oaio  and  Mississippi  Railroad.  —  Seventh 
monthly  report  of  John  W.  Allsop,  Receiver  of 
the  Ohio  and  Mississippi  Railroad,  for  Octo- 
ber, 1860 : 

Balance  on  hand  from  Sept.  account.  $36,624  94 
receipts. 

Express  freight  earnings  of  Sept $1,959  36 

Passenger   earnings  from  Sept.    to 

October 18,251  69 

Freight  earnings  from  September  to 

October 13,163  01 

Passenger  earnings  of  October 45,399  46 

Freight  earnings  of  October 33,770  50 

Mail  pay  to  30th  September 10,856  25 

Other  sources 1,601  16 

$161,225  37 

DISBURSEMENTS. 

Charges  advanced  in  account  with 

other  roads $4,564  69 

Advances  of  former  months 15,000  00 

Interest  and  discounts 1,160  15 

Office  and  other  expenses 1,286  54 

First  Mortgage  Coupons,  due  July 

1,  1858 35  00 

First  Mortgage  Coupons,  due  July 

1,1859 21,385  00 

First  Mortgage  Coupons,  due  Jan. 

1,  1800 630  00 

First  Mortgage  Coupons,  due  July 

1,  1860 21,375  00 

October  current  expenses 6,75166 

September   current    expenses    and 

construction  work : 69,211  27 

$143,738  11 
Balance  on  hand,  carried  to  Novem- 

account $17,487  26 

J3@fThe  earnings  of  the  Central  Ohio  Rail- 
road for  October, 

were $69,055  71 

Expenses 42,924  21 

Net  earnings $26,111  50 

The  increase  in  the  freight  earnings  for  No- 
vember over  the  corresponding  month  of  last 
year  are  as  follows  : 

First  week $1,098  50 

Second  week  2,947  05 

Third  week 1,803  45 

Total  increase  to  21st  Nov $5,850  00 

The   financial    disturbances    have  caused    a 

falling  off  of  nearly  one-half  during  the   past 
ten  days. 


Tunnelling  "Pere  la  chaise." — The  Paris 
correspandent  of  the  Philadelphia  Evening 
Journal,  under  date  of  Nov.  9,  says: 

'Among  the  most  difficult  of  the  many  feats 
of  city  engineering  now  going  on  in  Paris,  is 
the  tunnelling  of  the  famous  cemetery  of  Pere 
La  Chaise,  nnder  which  the  circular  railway, 
destined  to  connect  the  various  quarters  of 
the  capital,  is  to  pass.  The  ground  is  partic 
ularly  full  of  springs,  and  very  spongy,  and 
the  progress  of  the  workmen  has  repeatedly 
been  arrested  by  the  irruption  of  water  into 
the  tunnel,  the  workman  having  been  extrica- 
ted only  with  considerable  difficulty.  At  oth- 
er times  they  have  been  hurried  under  masses 
of  rock  that  have  detached  themselves  from 
the  top  of  the  tunnel,  or  have  got  into  quag- 
mires, from  which  they  have  found  it  hard 
work  to  extricate  themselves.  The  cost  as 
well  as  difficulty  of  the  work  has  been  very 
great,  and  the  tunnel,  when  completed,  will  be 
looked  upon  here  as  a  wonderful  triumph  of 
engineering  skill." 
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PRICES  TO   SUIT  THE  TIMES! 

RAILROAD  RECORD  STEAM  PRINTING  HOUSE, 

ill    1 

No.  167  WALNUT  STREET 


Public  attention  is  respectfully  directed  to  this  establishment,  in  the  assurance 

that  ample  satisfaction  will  be  given  as  regards  Typography,  Press 

Work,  and  Charges,  to    those  who    may  require 


UomnioiL  ©f  mmM 


HOT 


The  materials  are  entirely  new,  and  have  been  selected  with  great  care,  from  the 
leading  Foundries  of  Cincinnati,  Philadelphia,  New  York  and  Boston. 


Are  of  the  most  approved  manufacture,  with  all  the  recent  improvements  of 
HOE,    ADAMS    AND    WELLS. 


EXECUTED    NEATLY,    AETD    "WITH    DISPATCH, 


Ml  WWW  110- 1 


(The  attention  of  those  wishing  Printing  of  the  above  description,  is  respect- 
fully solicited  to  a  large  number  and  variety  of  Specimens,  which 
may  be  seen  at  our  counting-room.) 


Printing  from  Stereotype  Piates! 

We  are  better  prepared  to  do  business  in  this  line   than  any  other  house  in  the 
WEST,  and  at  lower  rates. 


Are  printed  in  the  neatest  manner,  in  GOLD,  SILVER,  or  COPPER  BRONZE, 

on  Satin,  Splendid  Glazed  Colored  Paper,  or  Cards,  unequalled  for 
brilliancy,  at  very  low  prices. 


BOOKS  PRINTED,  STEREOTYPED,  BOUND  &  PUBLISHED, 

On  as  short  notice,  and  as  favorable  terms,  as  by  any  house  in  the  city. 


PROSSERS'    PATEKT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  BOILER  MAKERS 

— AXD — 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water.  Shafting  tc,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 

PARIS'S  PATENT  GLASS  ENAMELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED    STEEL   TUBES 

THOS.  PROSSEE  &  SON, 

28  Piatt  Street,  New  York. 

"ENGINEERS'  instruments." 

FOR  SALE  LOW — 4   Engineers'  Levels;   2   Surveyors' 
Compasses;  one  Transit.     They  have  been  but  little 
used  and  are  in  good  order. 

.TAMES  FOSTER.  JR.  &:  CO., 
jjy  }0— 5t.  S-  **".  Corner  of  Fifth  and  Race  Sts. 


THE  OFFICE  OP  THE  RAILROAD  RECORD. 


LITTLE    MIAMI 


COLUMBUS  AND  XENIA 


CINCINNATI,  HAMILTON  &  DAYTON 


n.  -£LXXJ:o.o.ia.:o  s 


On  and  after  ST7NDAY,  November  25,  I860,  Trains 
will  depart  as  follows: 

7:-J5  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Ilamilton.  Richmond  Indianapolis, 
Logansport  and  Dayton.  Connects  at  Dayton  for  Colam- 
bus,  Springfield,  Urbana  and  Sandusky;  and  with  D-and 
M..  Road  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

8:30  A.  M-— From  Cincinnati.  Hamilton  and  Dayton 
Depot — Accommo -ation  for  Hamilton   and   way    stations. 

9:30  A.  M.  Express.  —  From  Little  Miami  Depot — 
Connects  via  Columbus  and  Cleveland;  via  Columbus, 
Crestline  aDd  Pittsburg;  via  Columbus,  Steubenville  and 
Pittsburgh;  via  Columbus,  Bellair  and  Benwood;  and  via 
Columbus,  Bellair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

3:30  P  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — Fur  Dayton,  Springfield.  Urbaua  and  S.tn- 
duiky;  connects  via  Hamilton  for  Richmond,  Indiana- 
polis. Logansport,  and  all  points  West.  Connects  at  Ham- 
iltun  for  Oxford,  etc. 

4:00  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

5:15  P.  31.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot— F^r  Troy,  Piqua,  Sidney,  Lima,  Fort 
Wayneand  Chicago  ;  also  for  Toledo,  Detroit,  and  all  points 
in  Canada. 

C:<:ti  P.  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

9:40  P.  M. — Express — From  Cincinnati,  Hamilton  and 
Dayton  D^pot— Connects  via  Columbus.  Steubenville,  and 
Pittsburgh  ;  via  Columbus,  destine  and  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben- 
wood;    and  via  ■  olumbus  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  5  East  Third  Street  ;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Columbus  time,  which  is  seven 
minutes  faster  than  Cincinnati  time 

P.  W.  STRADER, 

General  Ticket  A<rent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices* 
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Patent  Portable  Forge  and  Bellows. 

THKSE  FORGES  are  superior  to  all  ni^jpUr  build 
ers  of  railroads,  mines,  quarries,  guoamittiB,  Iock- 
smtths,  machine  shops,  boiler  makers,  0'aa  fillers  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  t>e  used  without  filling 
the  tire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  tothefiue 
by  a  pipe. 
Kfiilroad  companies  andothers  in  want  of  Portable 
orf.es  willaddress  VV,  G.  HYNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


-r/.-    ■->■: 

SHOBTEST  BOUTE  BY  THIETY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

THREE  PASSEN<^R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11. SO  P.  M—  TERRE  HAUTE  AND  AEAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:5(1  P.  M. 

0.00  P.  M. -CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis atlU:45  P    M.;  Chicago  at 7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


— QLsf  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrenceburg  &  Indianapolis* 

ff^=  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

THROUG11  TICKETS. 
Good  until  used,  can  be  obt  lined  at  the  Ticket  Offices, 
al  Spencer  House  corner.  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  H"use.  andat  ihe  Depot  Office,  foot  of  Mill,  on 
Frout  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  ill  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

II.  C  LORD,  President. 

"CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 
T*.  -A.  X  Xj  X^    O  J&.  X3  . 

Two  daily  trains,  at  6  A.  M  and  6  P.  M.,from  Little  Mi 
ami  Depot.  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  E.ist 

Rkti'knino  Trains — Arrive  iCincinnali  at  8  A.  M.  and 
4.KI  P.  M 

Through  and  Local   Tickets  ale    t  Depot  Ticket 

Oflices  of  Little  Miami  R  i  id. 

'■F  OND         elver 


B&ILROAD  IRON. 

THE  undersigned,  Agentsfor  the  Manufacturers,  are 
prepared  3  contract  to  deliver  free  on  board,  at 
shippingpirtsin  England,  or  at  porta  of  dischaarge  in 
tbeUnitea&cAte.s.Kailsr>fsuperioi quality, and  of  weight 
ofpattert    «may  oe  required. 

VOSK,  LIVINGSTON  &  CO. 
New  York,  Ap  3, 1856.  9  South  Wtliam  Street 

T.  F.  RANDOLPH  &  BRO. 
MatheinatlcaJ   Instrument  Makers 

o.GT       est  6tU  St.  T>ct  Wa  nut  &  Vine 

CINCINNATI  O 

G  EH  AT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADErniA,  NEW  YORK  &  BOSTON 
And  only  lioad  to  Washington  City. 


CENTRAL 

AND 


OHIO, 


BALTIMORE  AND  OHIO 

nPERMTNATES    AT   BALTIMORE    AND   WASHTNQ- 
L      TON  CITY  on  the  East,  and  Columbus  on  tbe  West, 
at  wbich  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alune  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegrapb  lines;  its  large  amount  of  Ooubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  "West. 

IP?3  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P    SMITH.  Master  Transportation,  B.  &  O.  R.  R. 

J.  H.  SULLIVAN.  Oen.  West.  A%t.,  B.Sf  O  R.  R. 
L.  M.  COLE.  Oen.  Ticket  Ast.,   Ji.  %  0.  R,  R. 
H.  J.  .TEWETT.  PresH  0.   O.  R.  It, 
J.  W.  BROWN,  Oen.  Wrier.  Jlgt.,  C.   0.  R.R. 


G.    W.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  bad  long  experience  in  tbe  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  fur  nished  by  up  shall  be  ofth 
best,  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited ,  with  the  assurance  that 
no  puins  will  be  spared  to  a^ive  entire  satisfaction  in 
al    aeee  6 

IRON  BOILUR  FLUES" 
PASCAL  IRON  WORKS. 

ESTABLISHED  1S21. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7i  r.c lies  outside  diameter,  cut  to  definite  length 
as  required . 
VHtUt'GHT  IUON    WULDC9   'MIKES, 
Prom  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T'e-.L's,  stops.  Valves,  Flanges, etc.,  etc 
Warehouse,  200  South  Third.  St., 
PHILADELPHIA  ,  |>.ug 

Stkphrm  MORRIS,  C1IAS.  WHKEUSR.  Jit 

TUOS.  T  TASKER,  JR.;  8.  I\  M  T-UKKR. 


W.  HARVEY'S  SAFETY  JfllKT 

For    Coupling    the    Ends    of   "  T.$    Rail 
PATENTED,  NOV.  2,  1853. 


Fig. 3  is  a  perspective  view  of  Joint  Rail.  Fir.  1  is  a 
view^of  outside  plaie  C,  whuh  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  tbe  face 
of  tbe  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  tbe  rails. 
This  plate  maybe  of  such  form  as  to' fill  up  the  recess  in 
tte  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  asrainsl  the  bead  and  upon  tbe  base. leaving  an  open 
space  between  it  and  the  neck  oF  the  rail.  The  last  men- 
tioned form  is  tbe  nne  shown  in  tbe  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  thechair,  as  shown 
inFig.3, 


Fig.  2  is  a  view  of  inside  plate  I),  wbich  is  applied  on 
the  inner  side  of  tbe  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withteshegeflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  tbe  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
acta3  hearings  for  the  tongues  C  C,  and  serving,  also, in 
part,  to  confine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  arfi 
driven  through  them-,  and  corresponding  vertical  slotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  B.  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevenj 
tbe  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C    and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  ind  lock  the  rails 
together-  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
ther can  move  wijhot  the  other. 


Anothergreatacfrvantageis,  theallowance  which  iemade 
for  expansion  and  contraction  between  the  tongues  and 
slotr:u  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        aentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    Thi=  mode  of  securing  rails  may 
be  considered  past  imp  movement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road^tbereby  doing  away  vith  thebreakingof  rails,  whee 
and  axles,  preventing  ths  loss   of  life  and   destruction 
property,  and  saving  at  iejst  fifty  percent,  on  the  wea 
the  rojl'icir  stock  of  the  road. 

"W.    1IARVEV,    IKVBNTOE  AKD  P<T2N     TX 

41  JeiTerson-tstreet,  Albany, 
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GEO.   H.   KNIGHT    &    BROTHER 

Patent   Attorneys, 


IV.  E    Corner  Vine  &  4tJ«. 


Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  arid  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju.24.  6m. 


d.  G.  LOBDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 


Wilmington  -------  jo>eiiaware 

MANUFACTURERS  OF 


For  B.K.Cars&  Locomotive  Engines, 

ABE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    It   THEIR 

CELEBF.ATED     WHEELS, 

EITHER   SINGLE  OR   DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  FITTED 
To   ISantmcred  or    Boiled    Axles, 

In  the  best  man  nor,  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 


A  Book  for  Ever}-  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices ;  Pates 
of  Foreign  and  Domestic  Letter  Postage ;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  'the  Post-Office  De- 
partment^ c£c,  dec* 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   X  wenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
U.S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     j 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices,  especially  of  the    Western,   North- Western,  and 
outh-Western  States,  yet  published. 

MAIILON  II    MEDARY, 
Agent  and  Inspector  of  Blanks ,  <&c.tfor  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com- 
piler is  promptly  advised  of  alljVew  Offices,  Changes  and 
Regulations  of  the  Department,  the  informationis  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Ocservk,  That  this  listis  arranged  by  States  and  Coun 
«e$,  making  it  especially  valuable  to  business  men.  No 
Similar  arraugement  has  been  published  since  3856.  There 
are  3000  more  oflices  in  this  than  in  any  book  heretofore 
issued.  Tlie  Price  is  one-halfthat  of  any  work  of  the  kind 
now  published. 

ILj-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  Ttvslve 
Copies  for  $2.1)0, 

Address,  C  S.  W1LL1IAMS 

194  Walnut  Street, 


WHEELER  &  WILSON'S 


SEWING 


WM.    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH   OFFICES: 


Columbus,  O., 
Dayton,  O., 

Zanesville,  O. 


Louisville, Ky., 

Lafayette,  Ind., 

Indianapolis,  Ind., 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine.with 
importantimproveraents.  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Hollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the.beauty  and  strength  of  stitch,  being  auke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  oflices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

JJ^'Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febl".  "WM.  SUMNER  &  CO. 

MOS3ESLE3",S''S 
WROUGHT   IRON 

ARCH  BRIDGES 


Corrugated  Iron    Hoofs 


CORR.UQATED  SHEETS,  OP  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  tor  applying  them.  Give  us  your  orders  at 
No.  GG  West  Third  Street,  Cincinnati,  Ohio. 

Sut.2.  M0SELET  &  CO. 

JAMES  FOSTER,  Jr.  &  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.VV.COHNEK  FIFTH  AND  RACE, 

Cincinnati, Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.   Repairing  attended  to. 


VWITCHELL, 


JAMES  FOSTER,  Jr. 


Street  and  Other  Railroad  Iron. 


WOOD,  MORRELL  &  CO.,  Johnstown,   Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 

"FREEDOM  iron  company," 

MAXUFACTCTERS   OF 

LOCOMOTIVE    TYEE, 

Engine  and  tar  Axles,  Pomp  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  CoM  Penn« 

JOHN  A.  WRIGHT,  SnpH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pi«  Iron,  refined  with  Charcoal  in  the  old-fashioneij 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y 

rpHESE  WORKS  HAVING  BEES  KNLAKGKD  and 
X  improved,  ard  having  received  extensive  additions 
to  tneir  tools  and  machinery,  are  prepared  to  receive 
nd  execute  ordets  for 

AND  TENDEKS,  AND 

BAILROAD  MACHINERY 

»ene_-ally,  with  the  utmost  promptness  and  despatch. 
indHn  the  best  style. 
The  above  works  being  located  on  the  New  York  Cen 
al  Railroad,  near  the  center  of  the  state,  possess  su - 
neri  or  facilities  for  forwarding  the  r  work  to  any  partof 
becountry,  withoutdelay . 

JOHN  ELLIS.  Agent. 


WALTEK  IQcQFEEN    Sup't. 


AulCly 


CINCINNATI 

LOCOMOTIVE  WORKS. 


Theundersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  bes>Easte 
manufacture.  Also,  Shaping  and  Slotting  Xiachines 
suitable  for  railroad  shops.     Also,  all  kinds  of  heav 
forging  and  casting  done  at  short  notice.  Also,  bolts  fo 
bridges  en    withdispatch. 

a-  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  VUitorsappointed  by  the 
State, is  underthe  superintendence  ol  Col.  JE.  1*'  , 
MORGAN 9  a  distinguished  graduate  oi  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  is  that  taught  in  the  best  Colleges 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chines.  Construct  ion.  Agricultural  Chemistry  and  Mining 
Geology;  also  in  English  Literature,  Historical  Head- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  ofProfessionalpreparation;  both 
before  and  after  graduating. 

The  twelfth  annual  termis  now  open.  Charges, @103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  '•  Military  Institute 
Franklin  Springs, Ky.  ''or  theundersigned. 

P.  DUDLEY. 
Presidentcfth   Boar 
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E.  D    MANSFIELD, 
T.  WEIGHTSOM. 


!    Editors. 


CINOIMNATI: 
Thursday  Morning,    Dec,   13,  18G0. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WKIGHTSON  &  CO. 
OFFICE -No.  16V   Walnut   Street. 

SUBSCRIPTIONS— $8  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  Gd.($3)  payablein 
advance. 


9  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, single  insertion, $100 

"        »■        per  month, 3  00 

"        "        six  months, 12  00 

*4      '.*        per  annum, 20  00 

-  **    column, single  insertion, 5  00 

"        '•        per  month, 10  00 

"        "        six  months, 40  00 

'*        tl        perannum, 80  00 

•'    page,  single  insertion, 15  00 

"        '■         per  month 25  00 

*'        ■*         six  months, 110  00 

"       "        per  annum 200  00 

Cardsno  lexceeding  four  lines,  $5,00  per  annum . 


THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribersneglect  or  refuse  totnketheir  newspapers 
from  the  office  to  w  hich  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  former  direc- 
tion, they  are  held  responsible. 

Subscriptionsaud  communicntionsaddressed  to 
WRIGIITSON  &,  CO., 

Publishers  and  Proprietors. 

To  Advkktisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroadaupplies 
to  the  advertising  pages  of  the  Record. 


CONDITION  OF  MONETARY  AFF AIRS 

The  world  of  money,  financial  banking-,  or 
whatever  else  it  may  be  called,  at  all  times 
presents  very  singular  phenomena,  which  are 
not  to  be  accounted  for  on  any  ordinary  prin- 
ciples of  human  action.  But,  at  this  time, 
tlie  United  States  exhibits  a  phenomenon  to 
the  world  which  is  unlike  any  tiling  before 
seen  in  history;  and,  as  it  is  unlike  any 
thing,  so  we  can  draw  no  safe  conclusion 
from  the  exciting  state  of  things.  We  can 
only  watch  and  wait  events. 

As  late  as  October,  the  country  presented 
the  appeaeance  of  extraordinary  prosperity; 
not  a  ripple  on  the  waves,  but  a  calm,  placid 
uniformity  of  business,  commerce,  produc- 
tions, and  exportation.  Taking  the  grain- 
growing  States  together,  there  probable  never 
was  so  heavy  a  crop,  of  all  descriptions,  in 
the  country.  The  banks  were  apparently  in 
good  condition ;  the  railroads  had  revived 
their  business  and  their  credit,  and  money 
could  be  had  on  reasonable  terms.  There 
was  no  sign  of  any  commercial  crisis.  As 
soon,  however,  as  the  Presidential  election 
was  over,  there  began,  and  continued,  a  series 
of  commercial  embarrassments,  which  nothing 


but  a  great  commercial  shock  can  account 
for.  Nothing,  however,  in  commerce  exists 
which  shows  any  room  for  a  commercial 
crisis.  Notwithstanding  this,  however,  the 
the  banks  of  Carolina  and  Tennessee,  of  Vir- 
ginia, of  Pennsylvania,  and  of  Maryland  have 
suspended  specie  payments  ;  the  pressure  on 
the  New  York  banks  is  very  great;  the  notes 
of  the  western  stock  banks  are  at  a  large 
discount;  the  banks  of  St..  Louis  have  sus- 
pended; money  is  apparently  very  scarce, 
and  the  rates  of  interest  high ;  all  this  shows 
that  the  financial  elements  are  much  de- 
ranged, and  that  there  is  great  want  of  con- 
fidence in  the  stability  of  commercial  affairs. 
The  occurrence  of  these  events  immediately 
after  the  Presidential  election  certainly  con- 
nect them  with  that  event;  and  the  threaten- 
ing aspect  of  South  Carolina  and  some  other 
States  towards  the  National  Government, 
seems  to  point  to  political  causes  as  the  origin 
of  these  events.  When  we  examine  these, 
however,  they  do  not  justify  men  of  intelli- 
gence iu  these  alarms,  and  still  less  do  they 
justify  any  deficiency  of  commercial  integrity, 
or  want  of  confidence  in  the  future.  For  the 
reason  that  no  act  of  any  sort  has  been  done, 
or  is  likely  to  be  done,  which  can  affect  pro- 
duction or  commerce  in  auy  was.  Even  the 
separation  of  one  or  more  States,  leaving  the 
great  body  behind,  could  not  seriously  affect 
commerce.  The  country  will  produce,  buy 
and  sell  as  before,  and  whether  the  border 
line  was  beyond  or  within  certain  States, 
would  make  no  difference  in  any  matter  of 
trade,  unless,  as  some  of  the  dissatisfied  States 
have  said,  they  repudiate  their  debts.  In  that 
case,  there  would  be  some  preseut  loss  to  their 
creditors,  and  a  total  loss  of  credit  to  them. 
This  would  not  be  a  very  serious  loss.  Mat- 
ters would  soon  be  adjusted  on  a  cash  basis, 
and  trade  go  on  as  before.  Practically  the 
state  of  political  affairs  does  not  justify  the 
commercial  events  we  have  seen.  They  can 
only  arise  from  a  temporary  fear ;  and  hence 
we  confidently  expect  a  commercial  revival  at 
an  early  period ;  and  should  it  come,  it  will 
be  one  of  great  power — will  probably  produce 
a  season  of  extraordinary  prosperity.  In  the 
meanwhile,  we  draw  from  the  present  state  of 
things  some  practical  deductions  : 

1.  Since  nothing  political  has  happened,  or, 
even  in  the  case  of  one  or  two  seceding  States 
is  likely  to  happen,  which  will  diminish  busi- 
ness, or  the  value  of  property,  or  destroy 
trade  or  currency,  there  is  really  nothing  to 
cause  commercial  alarm,  and  sensible  men 
ought  not  to  indulge  it.  The  most  prudent 
as  well  as  the  most  sagacious  business  men 
will  rather  consider  this  a  time  to  take  advan- 
tage of — a  time  to  work  the  harder,  and  a 
time  to  make  good  investments,  if  they  have 
any  thing  to  spare. 

2.  We  can  not  help  concluding,  notwith- 
standing the  apparent  security  of  banks,  and 
the  general  smoothness  of  trade  recently,  that 
there  muat  hnvo  boon  a  too  largely  extended 


credit,  in  order  to  produce  what  we  see.  The 
appearance  of  this,  too,  at  only  three  years 
after' the  crisis  of  1857,  shows  that  in  the 
present  state  of  banking  and  commerce  in 
this  country  there  is  somewhere  a  radical 
defect.  We  can  not  help  thinking,  though  we 
we  would  not  meddle  with  controverted  ques- 
tions, that  some  institution,  like  the  Bank  of 
England,  would  have  checked  the  constant  ten- 
dency towards  commercial  expansion.  Such 
expansion  can  go  no  farther  than  credit  goes; 
but  credit  in  England  is  usually  arrested  in  a 
great  measure  by  the  Bank  of  England,  in 
raising  the  rate  of  interest,  which  checks  the 
great  brokers  and  merchants,  and  through 
them  the  people,  in  the  extension  of  credits. 

3.  We  can  not  help  thinking,  that  the  sus- 
pension  of  important  banks  like  those  of  Vir- 
ginia and  Pennsylvania,  in  a  time  when  all 
the  products  of  the  country  are  abundant,  and 
the  merchants  generally  in  a  sound  condition, 
is  positively  disgraceful.  The  only  apology 
made  for  it  is,  that  by  suspending,  they  save 
the  merchants.  In  fact  they  do  no  such  thing. 
It  is  generally  a  mere  apology  either  for  their 
own  weakness  or  their  avarice.  Such  shocks 
as  these  will  continually  occur  so  long  as  the 
bankers  are  not  punished.  There  can  be  no 
question,  that  the  immorality  of  the  suspen- 
sions  is  injurious  to  the  character  of  trade  as 
well  as  a  positive  loss  to  the  community,  in  a 
country  where  they  are  tolerated. 

Notwithstanding  this  extraordinary  state  of 
things,  we  believe  there  is  a  period  of  great 
commercial  activity  and  profit  nearly  at  hand. 
The  country  has  all  the  elements  of  wealth, 
growth,  and  successful  trade. 


REPORT  OF  THE  SECRETARY  OF 
WAR. 

The  Secretary  gives  the  [actual  strength  of 
the  army  substantially  as  last  year;  and  states 
that  it  is  on  an  active  war  footing,  and  Bince 
last  report  has  been  constantly  in  the  field. 
The  department  of  Texas  has  been  restored  to 
tranquillity,  and  relieved  from  all  apprehen- 
sion of  invasion  or  molestation  by  the  armed 
and  marauding  bands  on  the  Mexican  fron- 
tier. It  has  been  found  necessary  to  occu- 
py with  sufficient  force  the  commanding  posts 
on  and  near  the  Rio  Grande  ;  so  we  have  that 
frontier  well  protected  from  Fort  Fillmore  to 
Fort  Brown,  by  which  the  Camanches  on  that 
frontier  are  held  in  check,  and  the  settlers 
protected  from  their  marauding  parties.  The 
hastilities  of  last  year  with  the  Kiowa  and  Ca- 
manche  Indians  upon  the  head  waters  of  the 
Arkansas  and  the  Canadian  have  not  yet  been 
brought  to  a  close.  A  very  active  campaign 
has  been  carried  on  against  them,  and  they 
have  been  met  and  chastised  on  several  oc- 
casions. They  have  been  broken  and  dispers- 
ed in  every  direction;  but,  being  entirely  no- 
madic, they  may  concentrate,  and  again  make 
hostile  demonstrations  somewhere  within  the 
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boundaries  of  the  immense  region  over  which 
they  roam. 

In  New  Mexico,  the  outrages  and  depre- 
dations of  the  Indians  have  been  very  daring 
and  numerous,  and  nearly  the  whole  Terri- 
tory may  be  said  to  have  been  infested  by  them 
throughout  the  season.  To  make  an  effective 
campaign  against  these  Indians,  it  became 
necessary  to  take  a  large  part  of  the  troops 
stationed  in  Utah  southward  to  New  Mexico. 
The  troops,  after  accomplishing  a  march  of 
six  hundred  miles  through  a  trackless  wilder- 
ness, were  ready,  after  a  short  halt,  to  make 
a  movement  of  one  hundred  and  fifty  miles 
more,  and  prosecute  a  campaign  against  the 
numerous  and  powerful  tribe  of  the  Navajoes. 
There  is  little  doubt  that  these  savages  will 
meet  with  the  chastisement  which  has  become 
necessary  in  order  to  bring  them  under  con- 
trol again. 

The  Pa-TJtes,  a  powerful  tribe  of  warlike  In- 
dians about  the  region  of  Carson  Valley,  in  the 
Territory  of  Utah,  broke  out  into  hostility  to  the 
whites  very  suddenly  this  summer,  and  com- 
mitted manly  astrocious  murders.  A  party 
volunteers  from  the  vicinity  of  Washoe  silver 
mines  was  organized,  under  command  of  Mr. 
Ormsby,  for  pursuit.  The  Indians,  who  were 
very  numerous,  succeeded  in  drawing  this  par- 
ty into  an  ambuscade,  driving  them  back 
with  considerable  loss.  This  incident  created 
great  excitement  and  alarm  throughout  all 
the  mining  country  of  Carson  Valley,  then  rap- 
idly filling  up  from  the  flattering  reports  of 
rich  silver  deposits  there,  and  it  became  nec- 
essary to  send  a  sufficient  force  there  prompt- 
ly to  restore  quite  and  confidence  among  the 
iuhabitannts. 

Before,  however,  the  United  States  troops 
could  reach  the  spot,  the  people  of  the  coun- 
try determined  to  organize  a  force  of  suffi* 
cient  strength  so  pursue  the  savages.  This 
force  under  Col.  Hays  of  Texas  in  conjunc- 
tion with  a  detachment  of  U.  S.  troops  made 
an  attack  upon  the  Indians,  who  were  very 
strong  in  numbers  and  put  them  to  a  com- 
plete route,  no  further  disturbances  have  been 
maee  by  them. 

The  Snake  Indians  iu  Washington  Terri- 
tory, on  a  road  recently  opened  from  Fort 
Bridger  to  Fort  Walla- Walla,  have  been  hos- 
tile during  the  past  season  ;  and  although  a 
campaign  was  undertaken  and  prosecuted 
with  vigor  against  them,  it  did  not  result  in 
reducing  them  to  subordination.  Since  the 
troops  have  been  withdrawn  from  active  op- 
erations in  this  field,  a  large  body  of  emi- 
grants were  attacked,  almost  on  the  borders 
settlements,  and  many  of  them  murdered. 
Efficient  measures  will  be  taken  to  chastise 
these  Indians. 

The  Secretary  urges  the  necessity  of  restor- 
ing to  the  war  Department  the  superintendence 
and  control  of  the  Indians,  on  the  ground  that 
they  can  only  be  controled  by  military  power. 

The  Secretary,  in  view  of  the  necessity  of 


keeping  up  a  good  military  road  between  the 
eart  and  west,  recommends  the  route  via.,  the 
Missouri,  Fort  Burton  and  Fort  Walla-Walla 
on  the  Oregon,  giving  it  as  his  opinion  that 
this  line  is  the  most  available  of  any  for  mov- 
ing large  bodies  of  men  between  the  Atlantic 
and  Pacific.  This  route,  says  the  Secretary, 
for  military  purposes,  deserves  the  fostering 
care  of  Congress  ;  and  with  comparatively  a 
small  sum  of  money  spent  upon  the  removal 
of  obstacles  from  the  Missouri  river,  and  some 
additional  expenditure  on  the  road,  this  line 
would  constitute  a  most  valuable  improvement, 
second  only,  and  hardly  second  for  military 
yurposes,  to  any  of  the  projected  lines  of  rail- 
roads to  the  Pacific.  It  may  be  fairly  doubt- 
ed whether  any  means  of  transportation  what- 
ever would  be  capable  of  conveying  a  very 
large  army,  with  its  baggage,  artillery,  horses, 
and  munitions  of  war,  to  the  Pacific  in  so 
short  a  space  of  time  and  at  so  small  a  cost 
as  it  might  be  done  on  this.  We  eannotagree 
with  the  Secretary  in  these  views,  no  means 
of  transport  for  large  bodies  of  men,  have  been 
found  so  speedy  and  cheap  as  the  railway. 
Give  us  a  railway  to  the  Pacific  and  any  num- 
ber of  men  with  munitions  of  war,  can  be 
transported  there  in  the  time  it  would  require 
to  take  a  boat  from  St.  Joseph  to  the  head  of 
navigation  on  the  Missouri. 

The  Secretary  says  a  considerable  portion  of 
this  Missouri  route,  from  the  head  waters  of 
that  river  to  the  Oregon,  passes  through  a 
country  capable  of  sustaining  a  large  popula- 
tion. It  is  mountainous  but  the  climate  is 
salubrious  and  the  soil  is  well  adapted  to  graz- 
ing. There  are  good  grouuds  to  believe  that 
the  mountain  abounds  in  rich  veins  of  pre- 
cious metals. 

The  march  of  troops  through  this  region 
keeps  in  subordination  the  Indian  tribes  upon 
the  route;  and  this  is  a  matter  of  great  im- 
portance to  the  northern  settlements  of  Wash- 
ington Territory,  now  rapidly  increasing,  and 
where  the  Indians  are  numerous,  warlike,  and 
powerful. 

The  remainder  of  the  report  is  without  gen- 
eral interest. 


REPORT    OF    THE    SECRETARY   OF 
THE  TREASURY. 

We  have  received  the  annual  report  of  the 
Secretary  of  the  Treasury,  from  which  we 
gather  the  fact  that  Uncle  Sam's  strong  box 
is  not  in  a  very  plethoric  condition,  or  likely 
to  become  so  during  the  current  year. 

The  receipts  for  the  year  ending  June  30th, 

1860,  were  as  follows,  in  round  numbers: 

From  Customs  S53, 187,500 

"     Public  Lands    1,778,600 

"    Treasury  Notes  19,395,200 

"    Miscellaneous  sources 1,010,700 

"     Loans 1,330,109 

Total  receipts,  1859-00 §70.750,000 

Add  balance  in  Treasury,  1st  July,  1859 4,3.19,300 

Total $81,091,3U!t 

Expenditures  for  the  same  period  were  as 
follows : 


To  civil,  foreign  intercourse,  and  miscellaneous 

services ,»27 ,959,900 

To  service  of  Interior  Department,  (Indians  and 

pensions)   2.95.7.700 

To  service  of  War  Department  16.409.80fl 

To  sen-ice  of  Navy  Department 11.513.109 

To  the  Public  Debt 17,613,600 

Tot3l 977,462,100 

Showing  balance,  July  1st,  IdOO 83.029,200 

The  receipts  for  the  first  quarter  of  the  cur- 
rent fiscal  year,  from  1st  July,  1860,  to  the 
30th  September,  1860,  were  as  follows  : 

From  Customs §10,119.800 

From  Public  Lands    281. 1 0» 

From  miscellaneous  sources  318,9110 

516,719,800 

Expenditures  for  the  same  period  : 

For  civil,  foreign  intercourse,  and  miscellaneous 

services £  6,440,000 

For  service  of  Interior  Department,  (Indians 

•    and  pensions)  1,679. GOO 

For  service  of  War  Department 5,352^03 

For  service  of  Navy  Department 2,578,710 

For  payment  ol  creditors  of  Texas,  per  act  of 

February   28,1855 1.31)0 

For  redemption  of  Treasury  Notes   375.400 

For  Interest  ou  Pnbiic  Debt  . 115,600 

S  16.543,400 
Leaving,  of  the  receipts  of  the  first  quarter  I860 

-61  in  hand,  on  the  1st  October,  I860 8       176,40.1 

Add  to  this  the  balance  in  the  Treasury,  on  the 

1st  Jul..,  I860 3,629,400 

Showing  balance  in  Treasury,  Oct.  1st,  1860 $  3,eo5,800 

The  estimated  receipts  during  the  three  re- 
maining quarters  of  the  current  fiscal  year, 
1861,  are: 

From  Customs 540.noo.OCfl 

"     Public  Lands 2550,000 

'*    miscellaneous  sources 750.0iQ 

"     Loan,    authorized    June  22, 

JeCO 21,000,0X10 

64,000,000 

Making  the  total  of  ascertained  and  estimated 
means  for  the  service  of  the  current  fiscal 
year,  1861 $84,349,000 

The  estimated  expenditure  from  appropriations 
heretofore  made  by  taw,  during  the  three  re- 
maining quarters  of  the  current  fiscal  year, 
1801 ,  according  to  the  report  of  the  Register, 
is 46,935,232 

The  loan  of  June  22,  1860,  the  amount  of  which 
is  stated  among  the  means  of  the  fiscal  year 
1861,  is  expressly  required  to  be  applied  to 
the  redemption  of  Treasury  Notes,  the 
amount  of  those  notes  and  interest  thereon, 
deducting  $375,400  releemed  during  the 
first  quarter,  as  stated  in  the  expenditure 
of  that  quarter,  is 20,624,600 

Making  the  aggregate  expenditure,  asc  rtained 
and  estimated,  for  the  current  fiscal  year, 
1861 ."....     84,103,100 

Which  amount,  deducted  from  the  total  nf  ascer- 
tained and  estimated  means  for  the  service 
of  the  cu.Tent  fiscal  year,  1861,  as  before 
stated,  leaves  a  balance  in  the  Treasury  on 
Juiy  1,  1861,  being  the  commencement  of 
the  fiscal  year  1S62,  of $      245,9"0 

The  permanent  publie  debt  on  June  30,  I860, 
was  §-15.079,203  US,  and  the  outstanding 
Treasury  notes  at  that  date,  amounting  to 
$19,69l:,500 

The  difficulty  of  raising  money  on  the  loan 
of  22d  June  is  so  great,  that  the  Secretary 
finds  himself  without  funds  for  the  redemption 
of  Treasury  Notes  now  maturing,  and  calls 
upon  Cougress  to  pass  a  new  law  for  the  issue 
of  a  new  batch  of  Treasury  Notes,  to  the  ex- 
tent of  ten  millions  or  more.  This  is  but  a 
poor  expedient,  which  we  hope  will  not  be  re- 
sorted to  if  it  can  possibly  be  avoided. 

From  the  report  of  the  Directors  of  the  mint 
it  appears  that  the  amount  of  bullion  received 
at  the  several  mint  establishments  during  the 
fiscal  year  ending  Jund  30,  I860,  vvVs  $22. 
6T3,192  21  in  gold,  and  $3,152,437  15  in  sil- 
ver; and  that  the  coinage  during  the  same 
period  was  §23,447,233  35  in  gold,  and  §3,250, 
636,  26  in  silver,  together  with  $342,000  in 
cents. 
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The  Secretary  lias  nothing  to  say  on  the  sub- 
ject of  the  tariff':  but  calls  the  attention  of  Con- 
gress to  the  neeessity  of  a  revision  and  con- 
solidation of  the  revenue  laws,  as  recommend- 
ed in  fornfer  reports  whereby  the  expenses  of 
the  Department  would  be  greatly  reduced,  and 
execution  of  the  laws  much  facilitated.  He 
recommends  a  reform  in  the  revenue  marine 
service  by  the  substitutions  of  steamers  for  the 
present  sail  vessels  :  and  also  an  advance  in 
the  pay  of  the  officers  of  that  department. 

The  Secretary  speaks  encouragingly  of  the 
experiments  of  Dr.  Baclay,  for  preventing 
abrasion,  counterfeiting,  and  deterioration  of 
the  U.  S.  coins,  and  asks  for  an  appropria- 
tion of  $1 00,000  to  complete  and  fully  test 
the  experiments  which  he  regards  as  inesti- 
mable value. 

The  failure  of  the  commission  to  the  In- 
ternational Statistical  Congress  to  accomplish 
anything  in  the  way  of  a  uniform  standard  of 
weight  and  measure,  a  uniform  unit  of  cur- 
rency, and  by  the  summary  withdrawal  of 
the  Commissioner,  Judge  Longstreet  of  South 
Carolina  in  the  first  day  of  the  session,  in  some 
question  of  punctilio,  is  mentioned  and  re- 
greted,  though  the  withdrawal  of  the  Commis- 
sioner is  full)'  approved  by  the  Secretary. 


IRON  CARS- 

We  notice  another  attempt  to  introduce  iron 
cars  for  passenger  purposes,  recently  made. 
The  Brooklyn  Central  and  Jamaica  Railroad, 
have  just  placed  on  their  line  a  car  construct- 
ed of  iron.  The  side  walls  are  made  of  cor- 
rugated sheets  and  are  of  two  thicknesses  with 
a  space  between.  The  advantages  claimed 
for  the  iron  cars  are  greater  lightness,  strength 
and  durability,  than  are  possessed  by  the  or- 
dinary wooden  car.  There  is  a  saving  iu 
weight  of  30  to  35  per  cent.,  in  this  car  over 
those  in  common  use.  This  is  an  advantage 
which  will  be  readily  appreciated  by  every  rail- 
road man.  A  saving  of  an  to  20UO  lbs.  in 
the  weight  of  the  vehicle  makes  a  wonderful 
difference  both  to  the  power  which  drags  it, 
and  to  the  rails  over  which  it  is  drawn.  The 
next  advantage  claimed  is  greater  safety  than 
in  wooden  cars.  In  cases  of  accident  the 
greatest  damage  is  generally  done  by  the 
splintering  of  the  timbers.  This  fruitful  cause 
of  injury  is  entirely  done  away  within  iron  cars. 
The  worst  that  can  possibly  happen  to  an  iron 
car  is  severe  indentations  and  bruises.  We 
are  glad  to  see  a  step  made  in  this  direction, 
we  regard  any  saving  in  weight  and  safety  in 
a  railroad  passenger  coach  as  a  great  gain. 
The  effort  seems  to  have  been  for  the  past  few 
years  to  continue  adding  appendage  after  ap- 
pendage constantly  increasing  the  weight  of 
the  cars  and  consequently  the  cost  of  trans- 
porting passengers.  We  trust  the  experiment 
now  made  will  prove  as  successful  in  the  end 
as  it  seems  to  be  in  the  outset. 


REPORT   OF    THE   POST   MASTER 
GENERAL. 

The  report  of  the  Post  Master  General  is  a 
very  long  and  elaborate  one.  We  can  give 
only  the  chief  points. 

On  the  30th  of  June  last,  there  were  in  op- 
pration  8,502  mail  routes.  The  number  of 
contractors  was  7,445.  The  length  of  these 
routes  is  estimated  at  240,594  miles,  divided 
as  follows  ;  Railroad  27,129  miles  ;  Steamboat 
14,976  miles;  Coach  54,577  miles;  Inferior 
modes  143,912  miles. 

The  total  annual  transportation  of  mails 
was  74,724,776  miles,  costing  $8,808,710,  and 
divided  as  follows  ;  Railroad — 27,653,749 
miles,  at  $3,349,662,  about  12.11  cents  a  mile; 
Steamboat — 3,951,268  miles,  at  $1,073,852, 
about  20.7  cents  a  mile;  Coach — 18,653,161 
miles,  at  $2, 550,365, about  13.67  cents  a  mile; 
Inferior  modes — 24,466,598  miles,  at  $1,834, 
831,  about  7.45  cents  a  mile. 

Compared  with  the  service  reporthd  June 
30,  1859f  there  is  a  decrease  of  19,458  miles 
in  the  length  of  mail  routes ;  of  7,583,626  miles 
in  the  annual  transportation— about  9.22  per 
cent.;  and  of  $600;047  in  the  cost — about  7 
per  cent. 

The  aggregate  length  of  railroad  routes 
has  been  increased  1,119  miles;  and  the  an- 
nual transporlatoin  thereon  385,465  miles — 
about  1.4  per  cent — at  a  cost  of  $105,688,  or 
3.25  per  cent. 

The  length  of  steamboat  routes  is  dimin- 
ished 4,233  miles,  the  anual  transportation 
618,694  miles — about  13.53  per  cent.;  and 
the  cost  $83,991— about  7.25  per  cent. 

The  length  of  coach  routes  is  decreased  8- 
464  miles ;  4,795,237  miles  in  annual  trans- 
portation— about  9.45  per  cent. ;  and  in  cost 
$98,015  or  5.07  per  cent. 

On  the  30th  June  last,  there  was  in  the 
service — 474  route  agents,  at  a  compensation 
of  $372,240  ;  40  local  agents,  at  a  compen- 
sation of  $25,479;  1,649  mail  messengers  $208 
948;  68  railroad  baggage-masters  in  charge 
of  the  express  mails,  at  a  compensation  of  $8, 
100  this  amount  added  to  the  cost  of  service 
as  in  operation  on  the  30th  of  June  $8,808, 
710  makes  the  total  on  the  30th  of  June  last 
$9,423,477. 

Whole  number  of  post  offices  in  tho  United 
States  on  the  30th  of  June,  1859,  28,539 ;  num- 
ber estrblished  during  the  year  ending  June 
30,  1860,1,140;  number  discontinued  durino- 
the  same  period  1,181;  making  a  decrease 
during  the  year  of  41 ;  whole  number  of  post 
offices  on  the  30th  of  June,  1860,  28,498. 

Whole  number  of  post  offices  in  the  Uni- 
ted States  on  the  1st  December,  1860,  28,552. 
The  increase  of  business  in  this  Depart- 
ment, from  the  commencement  of  the  gov- 
ernment, indicates  the  growth  of  our  country 
in  a  striking  manner.  At  its  formation,  in 
1789,  there  were  but  75  post  offices  in  opera- 
tion; in  1800,  there  were  903;  in  1810,  2,300; 


468;  in  1850,  18,417;  and  in  1860,  28,498. 

The  expenditures  of  the  Department  in  the 
fiscal  year  ending  June  30,  1860,  amounted 
to  $19,170,609,99. 

For  transportation  of  inland  mails,  including  payments  to 
route  agents,  local  agents,  and  mail  messengers,  the 

sum  of §13,453,'JS5  70 

For  Transportation  of  Foreign  Mails,  to  wit: 
Between  New  York,  Southampton  and  Havre.  .$5P0.843  42 
Between  Liverpool,  New  York  and  Philadelphia     50,705  48 
Between  New  York,  New  Orleans,  and  Havana      43.913  81 

Between  New  Orleans  and  Vera  Cruz 1,911   15 

Between  New  Orleans  and  Havana 7,497  .18 

Between  Portlanc  and  Liverpool 74,451  97 

Between  New  York  and  San  Francisco iy7,500  (in 

Mails  across  the  Isthmus  of  Panama 75,000  DO 

Panama  anil  Astoria  Wails 94,384  50 

Expenses  of  Mail  Agents 1,9CU  47 

For  compensation  to  postmasters 2,552,1-68  01 

For  clerks  in  post  offices 900,639  47 

For.  ship,  steamboat,  and  way  letters 13,658  03 

For  office  furniture  for  post  offices 2,214  80 

For  advertising 38,773  94 

For  mail  bags 513,710  39 

For  blanks  104,517  01 

For  mail  locks,  keys,  and  office  stamps 8,032  39 

For  mail  depredations  and  special  agents  ....         46,194  77 

For  postage  stamps   47,343  00 

For  stamped  envelopes 59,102  27 

For  wrapping  paper 36.61:6  78 

For  payments  ta  letter  carriers 208,516  22 

For  repayments  for  dead  letters 1461 

For  interest  under  act  Feb.  15,1860 141,1:66  03 

For  miscellaneous  payments 213,777  72 

For  payments  forbalances  due  oo  British  mails  260,035  44 
ForpaymentsforbalancesdueonBremenmails  28,459  55 
For  payments  for  balances  due  on  Hamburg 

mails 17,384  77 

For  payments  forbalancesdueon  Frenchmails        36,161  55 

Deduct  for  transportation  in  1859 3,771,050  87 

Deduct  payments  under  other  heads  of  appro- 
priations for  1859 524,958  39 


Leaving  the  actual  expenditure  for  I860.  ...$14,874,772  89 

The  gross  revenue  for  the  year  1860,  includ 

ing   receipts   from  letter  carriers    and   from 

foreign  postages,  amounted  to  $8,518,067  40, 

as  stated  below: 

Letter  postage $851, 182  57 

Registered  letters 25.038  84 

Stamps  sold 6,7116,29-3  20 

Newspapers  and  pamphlets 627,036  59 

Fines 5  00 

Receipts  on  aceount  ot  emoluments 91,694  04 

Receipts  on  account  of  letter  carriers 208,516  22 

Receipts  on  account  of  dead  letters 3,803  6* 

Extra  compensation  overcharged 273  02 

Miscellaneous  receipts 4,232  64 


Total  revenue 88,518,067  40 

being  an  increase  of  near  seven  per  cent,  over 
the  revenue  of  the  year  ending  June  30,  1859, 
but  showing  an  excess  of  expenditure  ove-ithe 
revenue  for  the  fiscal  year  of  £5,656,705  49. 

The  deficiency  has  been  increased  by  the 
cost  of  mail  routes  between  New  York  and 
San  Francisco  and  Olympia,  $281,884  50. 

The  estimated  deficiency  for  the  current 
year  is  $4,566,600. 

It  is  contemplated  to  introduce  immediately 
two  new  denominations  of  envelopes;  one  em- 
bossed with  a  one-cent  stamp,  the  other  with 
both  the  one  and  the  three  cent  cent  stamps. 

The  one-cent  envelope  is  designed  mainly 
for  circulars,  of  which  many  millions  are  an- 
nually distributed  through  the  mails.  The 
same  envelope,  however,  will  also  be  largely 
used  for  city  correspondence. 

The  envelope  with  the  one-cent  and  the 
three-cent  stamps  will  be  required  in  cities 
where  there  are  lamp  post  letter  boxes,  or 
other  depositories  for  letters,  to  be  conveyed 
by  carriers  to  the  post  office,  the  one-cent  pay- 
ing the  carrier's  fee,  and  the  other  strmp  pay- 
ing the  postage  on  letters  to  be  sent  out  of 
the  city  by  mail.  This  envelope  will  also  be 
in  1820,  4,500;  in  1S30,  8,450;  in  1840,  13,  'used  by  those   who,   when  addressing    their 
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city  correspondents,  desire  to  relieve  them 
from  the  payment  of  the  carrier's  fee  for  de- 
livering their  letters  at  their  domicile. 

The  Postmaster  General  also  recommends 
the  adoption  of  one-cent  stamped  envelopes  or 
wrappers  for  newspapers. 

The  remainder  of  the  report  is  filled  up 
with  details  of  the  service,  of  no  general  in. 
terest. 


STEAM  GAUGES. 


BY     EDWARD     BROWN. 


Steam  gauges  are  comparatively  quite  a 
modern  invention;  the  advent  of  high  pressure 
steam  may  be  said  to  have  brought  them  into 
existence.  In  former  times  when  low  pressure 
steam  was  considered  the  only  safe  and 
economical  power,  the  pressure  was  easily  de- 
termined by  an  open  column  mercury  tube. 
A  graduated  stick  floating  on  the  mercury 
served  to  indicate  the  pressure  of  the  steam, 
about  2  inches  of  mercury  being  allowed  for 
one  It)  of  steam.  Such  is  still  in  use  on  some 
river  boats  and  low  pressure  engines,  and 
answers  well  where  the  pressure  is  not  high, 
but  is  altogether  inapplicable,  or  to  say  the 
least,  inconvenient  where  the  pressure  ranges 
from  50  to  150  lbs. 

To  obtain  a  cheap  and  reliable  steam  gauge, 
one  that  shall  not  only  be  made  correct,  but 
keep  correct,  has  been  the  object  of  many  in- 
ventors— the  Patent  Office  Reports  show  that 
their  name  is  legion.  To  enter  into  a  minute 
description  of  each  would  occupy  a  book  of 
itself,  and  be  only  a  tedious  repetition  of  very 
similar  contrivances.  Itwillouly  be  necessary 
here  to  glance  at  a  few  that  have  been  most 
known  and  used,and  the  distinguishing  char- 
acteristics of  each.  Steam  gauges  will  nearly 
all  come  under  these  two  heads,  Mercury 
Gauges  and  Spring  Gauges. 

Of  the  former,  the  one  best  known  in  this 
neighborhood  is  one  patented  by  W.  E.  Grimes, 
of  this  city,  in  1852.  He  claims  "  tude  con- 
taining air  above  and  water  below  the  mercury, 
so  as  to  show  the  steam  pressure  or  water  level 
at  any  height  above  the  boiler."  This  is 
the  general  principle  upon  which  nearly  all 
mercury  gauges  act.  The  compressed  air  in 
the  upper  part  of  the  tube  acts  as  a  spring 
against  which  the  mercury  rises,  according  as 
it  is  pressed  from  below  by  the  steam — a  gra- 
duated index  on  one  side  of  the  tube  serves  to 
show  the  exact  pressure  in  pounds.  From  the 
fact  that  air  is  compressed  into  one  half  its 
volume  for  the  first  15  lbs.  pressure,  and  half 
its  volume  again  for  the  next  15  lbs.,  and  so 
on,  the  index  figures  at  the  upper  end  of  the 
tube  are  so  close  together  that  is  difficult  to 
ascertain  the  exact  pressure  without  a  close 
inspection.  In  transporting  these  gauges 
great  care  is  necessary  that  the  air  above  the 
mercury  is  not  displaced,  as  it  would  render 
the  gaugethaccurate.  Considerable  improve- 
ments have,  however,  been  recently  made  on 
it,  by  making  the  tube  a  taper  one  instead  of 
parallel;  the  mercury  is  made  to  rise  a  more 
regular  distance  for  each  increment  of  pres- 
sure. B.  Crawford  took  out  a  patent  in  1S52 
for  a  close  pressure  gauge,  "  so  that  equal  in- 
crements of  pressure  cause  the  mercury  to 
rise  equal  distances.''  G.  H.  Miller,  of  Ohio, 
soon  after  patented  a  gauge  in  which  an  india 
rubber  diaphragm  is  placed  below  the  mercury, 
thereby  preventing  the  escape  of  mercury  or 
air.  A  considerable  number  of  these  gauges 
are  in  use. 


Hopkinson,of  Huddersfield,  England,  makes 
a  gauge  which  he  calls  an  Open  Column  Mer- 
curial Oauge.  In  his  circular  respecting  it 
he  states:  "It  is  formed  by  the  direct  action 
of  an  open  column  of  mercury.  The  register- 
ing apparatus  of  the  pressure  is  not  mistakable 
to  the  eye,  not  liable  to  derangement,  and  out 
of  the  reach  of  tamperings,  for  its  accuracy 
may  be  tested  at  any  moment.  This  desidera 
turn  has  been  accomplished  without  the  aid  or 
intervention  of  springs,  compressed  air,  elastic 
bodies  yielding  to  pressure,  or  any  other  nicely 
fitted  philosophical  apparatus,  beautiful  in 
theory  and  construction,  but  insecure  and  un- 
certain in  practice." 

This  certainly  reads  well,  but,  not  having 
seen  one,  I  am  unable  to  say  how  he  accom 
plishes  it,  or  how  the  index  can  be  brought 
within  any  reasonable  range.  As  a  general 
thing  mercury  gauges  are  better  adapted  to 
low  pressuure  and  vacuum  than  high  pressure 
steam. 

Steam  gauges  made  with  a  piston  working 
in  a  cylinder,  may  come  under  the  head  of 
spring  gauges„they  have  not,  however,  come 
into  general  use.  They  not  only  require  good 
workmanship  to  make  the  piston  "tight  and 
easy,"  at  the  same  time;  but  the  corrosion  or 
expansion  of  the  metal  is  apt  to  set  them  fast 
or  make  them  leak. 

J.  W.  Gooch,  formerly  of  the  Eastern  Coun- 
ties Railway,  England,  used  a  gauge  of  this 
description  with  a  1J-  in.  piston.  A  spiral 
spring  was  placed  above  the  piston,  and  a 
pointer  attached  to  the  piston  rod  served  to 
point  out  on  an  uprighi  scale  attached  the 
pressure  in  pounds.  This  gauge  had  a  hole 
in  the  side  of  the  cylinder,  through  which  the 
steam  escaped  when  the  piston  rose  above  it, 
thus  serving  as  a  safety  valve  as  well  as  a 
steam  guage. 

The  first  spring  steel  steam  gauge  which 
really  came  into  general  use  was  patented  by 
E.  Bourdon,  in  France  and  England,  and  also 
here  in  1852.  Mr.  Ashcroft,  of  Boston,  be- 
came the  owner  and  maker  of  it,  and  hence 
it  has  been  generally  known  as  the  Ashcroft 
gauge.  D.  K.  Clark,  the  great  locomotive 
eugiueer,  we  find  writing  of  it  thus,  in  1854: 
"  Manometers  or  pressure  gauges,  indicating 
the  pressure  of  the  steam  at  all  times,  are 
now  being  introduced  and  attached  to  boilers: 
of  them,  we  think,  Bourdon's  the  most  perfect. 
Pressure  gauges  are  a  luxury  rather  than  a 
necessity.  '  He  would  probably  modify  this 
last  remark  if  writing  again  on  the  subject, 
for,  although  strictly  speaking,  it  may  be  no 
more  necessary  than  the  watch  a  man  carries 
in  his  pocket,  still  the  inconvenience  of  being 
without  a  gauge  is  sufficient  inducement  to 
cause  it  to  be  applied  to  every  locomotive  and 
steam  engine  in  the  States,  and  all  the  best 
stationary  engines  besides.  By  meaus  of  it 
the  fireman  can  see  at  a  glance  where  the 
steam  is,  whether  it  is  going  up  or  down,  and 
regulate  his  fire  accordingly.  Instead  of 
having  steam  sometimes  blowing  violently 
off,  and  at  other  times  half  down,  he  is  able 
to  keep  it  at  a  uniform  pressure.  In  some 
operations  this  is  an  important  point,  The 
Bourdon  gauge  may  be  described  as  a  large 
metal  tube  about  2  inches  in  diameter,  flat- 
tened and  bent  round  so  as  to  form  nearly  a 
complete  circle,  say  5  or  6  inches  in  diame- 
ter; the  steam  entering  the  tube  has  a  ten- 
dency to  straighten  it;  one  end  being  fixed  to 
the  case,  the  other  attached  to  the  pointer  by 
the  usual  segment  and  pinion,  indicates  on  a 
circular  clock  face  dial  the  exact  pressure  in 
pounds.  The  spring  being  suspended  by  one 
end,  was  the  cause  of  considerable  jar  and 
motion    to  the  pointer;  this  has  since   been 


obviated  by  suspending  the  tube  by  the  cen- 
ter. This  gauge  i  =  r,ow  mad'5  bv  the  Ameri- 
can St<jam  Gauge  Company.  It  has  had  a 
very  extensive  saie,and  for  stationary  engines 
has  given  good  satisfaction. 

V.  Beaumont  patented  a  gauge  in  1854, 
which  consists  of  a  number  of*  flattened 
spheres,  placed  and  connected  one  over  the 
other.  The  steam  or  water  entering  them 
expands  the  spheres  laterally,  and  by  the 
usual  mechanism  the  motion  is  communicated 
to  the  index  pointer.  A  number  of  these 
gauges  are  in  use. 

Gauges  made  by  admitting  steam  or  water 
between  metallic  discs,  and  expanding  the 
plates  laterally  bv  pressure,  are  in  great  vari- 
ety; the  principal  difference  in  each  being 
the  number  and  form  of  the  plates  used,  and 
the  mode  of  communicating  the  motion. 
These  gauges,  from  the  resemblance  to  one 
made  in  Europe,  have  been  known  generally 
as  the  Sehaeffer  gauge.  It  was  patented  in 
England,  October  11,  1852,  and  is  described 
in  the  Mechanics'  Magazine  for  1854.  This 
gauge,  though  commonly  supposed  to  be  one 
of  the  first,  is  identical  in  its  construction 
with  that  of  the  instrument  patented  in  Eng- 
land on  October  22, 1844,  by  Fontaine  Moreau. 
He  calls  it  a  Barometer  and  Pneumatic 
Register.  He  uses  two  metallic  discs  ex- 
panding laterally  by  pressure.  His  drawings 
show,  in  one  example,  the  motion  communi- 
cated by  bevel  wheels  to  the  pointer;  in  the 
other  case,  a  spiral  spindle  works  in  a  nut  on 
the  center  of  index  pointed,  somewhat  similar 
to  the  gauge  patented  by  Mr.  J.  E.  Woolton-, 
of  this  city,  in  1857.  Messrs.  Alcroft  & 
Mighten,  on  January  27,  of  same  year,  de- 
scribe their  gauge  as  made  with  two  or  more 
corrugated  discs  set  a  short  distance  apart, 
something  like  the  leaves  of  a  spring,  the 
motion  being  communicated  by  the  usual 
wheel  and  segment.  Schmidt  &  Hearson, 
of  New  York,  make  gauges  on  a  somewhat 
similar  principle. 

Another  style  which  has  been  much  used, 
and  of  which  there  are  several  varieties,  may 
be  described  as  composed  of  an  elastic  metal- 
lic grating,  kept  steam  tight  by  a  disc  of  vul- 
canized India  rubber;  some  use  the  metallic 
grating  as  a  spring  of  itself;  others  use  an 
independent  spring  with  it. 

On  November  29,  1854,  J.  Smith,  of  Not- 
tingham, England,  patented  a  gauge  in  which 
he  uses  a  coiled  or  volute  spring,  to  serve  as 
a  yielding  disc  and  spring  also.  The  steam 
is  prevented  from  passing  through  the  spring 
by  a  piece  of  vulcanized  india  rubber.  The 
pressure  comes  upo  the  spring  laterally,  caus- 
ing it  to  yield,  a  rod  attached  to  the  center 
communicating  the  motion  to  the  pointer. 
This  gauge,  from  its  cheapness  and  simpli- 
city, came  into  very  general  use.  Looking  at 
it,  however,  in  a  mechanical  point  of  view,  it 
does  not  appear  to  possess  the  elements  of 
great  durability ;  the  spring  has  to  sustain  an 
amount  of  work  quite  disproportionated  to  its 
capacity ;  the  consequence  is  it  sometimes 
becomes  set.  This  cause  of  failing  in  steam 
gauges  is  equally  if  not  more  applicable  to 
those  on  the  Sehaeffer  principle.  Even  in  the 
Bourdon  Gauge  this  was  found  to  be  the  ease, 
and  led  Mr.  Ashcroft  to  patent  an  improve- 
ment on  it,  in  which  he  used  two  springs  or 
tubes,  one  inside  the  other,  something  like  the 
leaves  of  a  spring;  this  gave  greater  durabil- 
ity. On  January  10,  1856,  S.  W.  Brown 
patented  a  gauge,  in  which  the  yielding  dia- 
phragm was  made  of  4  radial  plates,  protected 
and  made  steam  tight  by  a  disc  of  india  rub- 
ber; the  pressure  of  the  steam  upon  the  dia- 
phragm was  received  by  the  plates   and  con- 
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veyed  by  a  rod  to  an  independent  spring.  The 
arrangement  is  rather  expensive,  and  it  has 
never  been  put  into  the  market. 

J.  L.  Eastman,  on  June  10,  1857,  describes 
his  gauge  as  a  combination  of  an  india  rubber 
diaphragm,  plate,  and  spring — the  patent  be- 
ing for  an  arrangement  and  combination  of 
said  parts,  which  are  made  strong  and  cheap; 
the  gauge  is  in  favor  with  many  engineers. 
January  20,  1857,  E.  G.  Allen  patented  a 
gauge  with  a  dome  or  tube  of  vulcanized 
india  rubber,  enclosed  in  a  helical  wire  spring. 
The  pressure  on  the  rubber  was  found  to  force 
it  between  the  interstices  of  the  spring ;  it  has 
consequently  been  nearly  abandoned.  A  pa- 
tent was  also  taken  out  on  Oct.  27,  1857,  by 
Mr.  Allen,  in  which  he  claims  a  peculiar  form 
of  volute  spring,  tapering  to  the  center  in 
width  and  thickness,  the  spring  being  pro- 
tected by  an  india  rubber  diaphragm.  This 
gauge  has  come  into  very  general  use. 

I  will  conclude  this  outline  of  steam  gauges 
with  a  notice  of  that  recently  patented  by  Mr. 
Ashcroft.  in  March,  1860,  the  patent  being  for 
an  arrangement,  and  combination  of  the  parts. 
He  uses  an  india  rubber  diaphragm  supported 
by  a  coiled  spring.  He  does  not,  however, 
depend  entirely  upon  this  for  the  durability 
of  the  gauge,  but  on  an  independent  double 
bow  spring  of  large  and  strong  make.  The 
vibration  and  jar  of  the  steam  in  locomotives 
and  steam  fire  engines  is  found  to  wear  out. 
the  cogs  on  the  rack  and  pinion;  to  obviate 
this  Mr.  Ashcroft  has  substituted  a  chain  and 
pulley  movement.  He  also  applies  a  maxi- 
mum hand  to  the  best  gauges;  this  hand 
always  remains  at  the  highest  point  to  which 
the  steam  rises.  The  gauge  is  correct  and  of 
good  workmanship;  it  only  requires  time  to 
test  its  durability. 

For  marking  the  gauge  dials  some  makers 
have  used  an  open  mercury  column.  This, 
however,  is  attempted  with  considerable  diffi- 
culty. They  more  generally  prefer  to  make  a 
test  gauge  from  the  mercury  column,  and  set 
their  gauges  to  the  test  gauge.  Others  use  a 
delicate  safety  valve  made  with  a  plug  1  in. 
square,  fitted  into  a  square  hole.  This  is  pro- 
bably the  most  accurate  method. — Engineer. 


LAND    DAMAGES    AND  EIGHT 
WAY  EALLEQADS. 


OF 


In  reviewing  a  work  on  Railway  property, 
— A  Treatise  on  the  Construction  and  .Man- 
agement of  Railways — by  John  B.  Jervis  Civil, 
Engineer,  the  Philadelphia  North  American 
uses  the  following  language  on  the  subject  of 
"Railroad  Right  of  way."  Its  justness  will  be 
recognized  by  all  who  have  had  experience  in 
procuring  Right  of  Way  for  Railroads,  or  who 
have  watched  the  subsequent  effect  upon  the 
value  of  the  damaged  (?)  land: 

"The  chapter  spoken  of  states  most  truly 
that,  over  almost  all  the  Union,  the  landhold- 
ers have  exacted  of  the  railway  companies 
from  three  to  ten  times  the  value  of  their 
lands,  and  that  in  many  States  the  laws  have 
been  so  adverse  to  the  companies  that  the  lat- 
ter would  often  compromise  at  once,  by  pay- 
ing three  or  four  prices,  rather  than  risk  the 
payment  of  five  or  ten,  through  the  verdict  of 
partial  juries.  Yet  what  would  such  States 
as  Indiana,  Illinois  and  Wisconsin  now  be 
without  the  aid  of  those  railroads?  We  know 
of  one  county  in  the  West  where  the  citizens 
seemed  to  have  made  a  general  collusion,  each 
swearing  for  the  other.  We  should  call  it  per- 
jury, but  that  they  probably  eased  their  con- 
sciences by  anticipative  oaths — that  is,  they 
swore  that  their  lands  were  then  worth  what 
they  would  be   made  worth  by  the  completion 


of  the  road.  These  oaths  were  too  tough  for 
some  tender  consciences,  but  tender  enough  for 
the  tough  ones.  The  latter  form  a  majority,  and 
digest  whatever  is  palatable.  And  after  all, 
was  it  not  right  for  them  to  swear  that  their 
property  was  worth  just  what  the  immediate 
act  of  sale  would  give  to  it?  Why  not  rely 
on  Providence,  and  be  trustful  for  the  future  ? 
In  any  ease,  if  they  lost  honor,  they  won  mon- 
ey, which  is  enough  for  most  men.  They  re- 
ceived four  times  the  actual  worth  of  their 
few  acres  disposed  of  to  the  companies,  while 
all  their  remaining  acres  were  enhanced  five- 
fold in  value  by  the  building  of  the  road. 
They  had  the  additional  and  annual  advan- 
tage of  transporting  their  produce  cheaply,  and 
by  the  gross,  to  the  seaboard,  or  to  Europe, 
sooner  than  they  could  before  convey  it  to  the 
nearest  market  by  wagon  loads,  over  roads 
always  rough  and  often  almost  bottomless 
with  mud. 

Meanwhile  the  railway  spoken  of  ruined 
almost  all  its  projectors,  proprietors,  builders, 
sub-ceutractors,  etc.,  swallowing  up  many 
handsome  fortunes,  leaving  strong  men  bereft 
of  their  energies,  and  wives  and  children 
darkened  in  their  hopas.  Yet  many  of  the 
villagers  and  farmers  along  the  road,  though 
made  rich  by  its  construction,  now  curse  it, 
its  contrivers,  and  its  managers.  For  why? 
Because  through  their  own  action  the  stock 
failed  to  pay.  They  had  taken  stock  in  the 
road,  never  advancing  but  the  first  five  or 
ten  per  cent,  instalment,  or  else  paying  for  the 
whole  by  subscription  in  lands  placed  at  a 
five-fold  price.  And  when  a  road,  built  on 
credit,  and  on  bonds  soldatan  awful  discount 
— a  road  which  had  doubbed  or  quadrupled  all 
their  other  property — failed  to  return  high  in- 
terest on  stocks  for^which  they  had  paid  al- 
most nothing,  they  felt  agrieved,  indignant, 
disgusted.  We  need  not  name  the  road,  be- 
cause the  same  facts  are  equally  true,  in  our 
knowledge,  of  one-half  of  the  railways  built 
at  the  North  and  West. 

We  could  mentien  one,  running  through  or 
rather  around  a  very  "large  city,  and  which 
had  to  pay  four  times  as  much  for  the  "right 
of  way"  as  it  could  have  been  bought  for  one 
week  before  the  construction  of  the  road 
and  the  line  of  its  track  were  known.  It  was 
done  by  instantaneous  combination,  and  the 
employment  of  "hard  swearers  " — for  scarce 
an  owner  of  the  land  thus  taken  was  thereby 
injured  in  one  dollar,  while  most  of  them  were 
largely  benefited.  This  case  really  seemed 
like  a  general  "  subornation  of  perjury." 

Take  the  Erie  Railroad,  465  miles  long,  of 
which  about  450  run  through  Southern  New 
York,  a  district  formerly  worth  scarce  a  "mill 
for  a  mile."  For  at  least  350  of  those  miles 
the  inhabitants  had  no  good  modes  of  export 
or  import,  sale  or  purchase  The  lines  of 
trade  and  travel  were  slow,  doubtful,  costly. 
The  completion  of  the  Erie  road  has  quadru- 
pled the  number  of  inhabitants  on  its  immedi- 
ate route,  creating  large  villages  and  peopling 
all  the  adjacent  country.  Its  beneficial  influ- 
ence has  extended  further  than  can  be  guess- 
ed. But  for  at  least  ten  miles  on  both  sides, 
through  a  track  of  full  320  miles,  it  has  given 
growth  and  strength.  This  area  of  7000 
square  miles,  or  near  4,500,000  acres  has  been, 
through  the  action  of  the  road,  enhanced  in 
value  $10  per  acre,  making  a  gain  of  .$45,000 
000  in  present  value,  besides  the  constantly 
increasiug  profits  of  many  years.  Add  these 
profits  to  the  wealth  brought  in  or  produced 
by  so  many  emigrants,  and  the  total  would 
doubtless  swell  to  at  least  $200,000,000  along 
the  route  itself,  leaving  out  the  incalculable 
profits  of  New  York  city. 

This  shows   the   value  of  even   a  bankrupt 


railroad,  which,  while  damaging  or  ruining 
its  builders  and  owners,  has  enriched  the  coun- 
try by  full  ten  times  the  cost,  to  say  nothing 
of  future  profits.  For  a  road,  however  poor, 
when  once  completed,  is  never  abandoned. 
The  public  conveniences  and  private  profit 
demand  its  continuance.  It  merely  passes 
from  hand  to  hand,  till  by  some  one  it  is  profi- 
tably managed ;  but  it  never  expires.  Yet 
some  people  living  along  the  route  of  the  Erie 
road,  of  which  region  the  numbers  and  wealth 
have  been  so  vastiy  multiplied  by  it,  after 
having  asked  and  received  from  three  to  five 
times  the  value  of  their  lands,  complain  that 
it  does  not  pay  on  the  investment,  and  that 
they  do  not  receive  dividends  on  their  unpaid 
payments ! 

We  scarce  know  what  remedy  to  suggest 
for  this  general  evil  of  railway  companies  be- 
ing swindled  by  the  public  in  this  particular 
respect  of  paying  for  the  lands  through  which 
they  run,  that  five-fold  value  which  thry  them- 
selves create.  The  people  are  generally 
against  all  corporations,  thinking  them  selfish 
and  oppressive;  mere  bodies,  with  no  souls. 
Seldom  can  a  jury  be  found  to  pass  a  verdict 
in  their  favor.  But  since,  despite  the  embarr- 
assments, thousands  of  miles  of  railway  will 
still  be  built,  because  required  by  pupular  bu- 
siness and  national  necessities,  let  every  State 
enact  laws  compelling  the  owners  of  land 
through  which  these  roads  must  pass  to  sur- 
render it  for  the  value  last  assessed  by  the 
township,  city,  county  or  State  in  which  it  is 
situated,  or  for  the  last  cash  price  for  which  it 
may  be  proven  to  have  been  offered.  What 
could  be  more  just?  Many  of  our  cities  have; 
adopted  the  rule  of  crediting  the  citizen  with 
the  damages,  and  charging  him  the  profit 
coming  to  him  from  any  improvement  near 
him.  Why  not  apply  the  same  rule  to  rail- 
roads? If  a  citizen  in  Nebraska,  Kansas,  or 
Oregon  would  have  his  lands  quadrupled  in 
value  by  the  passing  of  a  railroad  through 
them,  should  he  not  contribute  his  share  to 
the  making  of  such  road  is  much  as  to  the 
making  of  a  side  walk  in  his  village,  or  a 
turnpike  in  his  township?  And  if  not,  why 
not?  Should  he  not,  at  least,  part  with  his 
land  at  its  present  value,  instead  of  asking 
the  value  to  be  reached  only  through  the  ac- 
tion of  the  very  party  to  which  he  sells  it? 
Of  course  any  damage  suffered  should  be  paid 
for." 


Grand  Trunk  Railway  op  Canada. — The 
following  extraordinary  communication  ap- 
peared in  the  London  Morning  Herald,  of  the 
6th  instant: 

Sir. — In  the  report  of  the  proceedings  of 
the  meeting  of  the  first-class  bondholders  of 
the  Grand  Trunk  Railway  Company  of  Ca- 
nada, given  in  to  day's  Morning  Herald,  Mr, 
Digby  Seymour  is  made  to  state,  that  "under 
the  18th  Vict,  the  Provincial  Legislature  ad- 
vanced to  the  company  £3,111,500,  which 
stood  as  first-class  lien  on  the  freehold  and 
other  property  of  the  company." 

This  statement  is  not  in  accordance  with 
the  facts, 

By  18th  Vict.,  e.  33,  passed  in  1854,  the 
government  loans  were  limited  to  £2, 211,  500, 
including  £100,000  advanced  to  the  Atlantic 
and  St.  Lawrence  Railway  Company.  The 
money  has  been  advanced  under  acts  previ- 
ously passed. 

By  18th  Vic,  c.  174,  "An  act  to  grant  aid 
by  loan  to  the  Grand  Trunk  Railway  Com- 
pany of  Canada,"  passed  in  1855,  the  govern- 
ment were  empowered  to  advance,  in  loan,  to 
the  company  £900,000  additional.  This  loan 
raised  the  government  advanced  to  the  £3,111, 
500. 
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It  was  by  the  course  of  procedure  pursued 
by  the  government  in  advancing  this  money 
in  a  covert  manner  to  the  directors  that  the 
original  bondholders  were  subjected  to  the 
second  act  of  fraud  practised  upon  them.  The 
government  here  violated  their  obligations 
formerly  contracted  with  the  original  bond- 
holders, and  contravened  the  express  provi- 
sions of  the  company's  Amendment  Act,  which 
barred  the  company  from  increasing  their  capi- 
ital  by  any  means  which  would  prejudice  the 
interests  of  the  original  bondholders  without 
having  first  sought  and  obtained  their  "con- 
sent in  writing."  It  was  a  condition  upon  the 
acceptance  of  this  amount  that  it  was  to  be 
"a  first  charge,"  hypothec  and  lien,  upon  the 
whole  of  the  amalgamated  Grand  Trunk  Rail- 
way Company  of  Conadu." 

The  terpitude  of  this  transaction  was  in- 
creased by  the  issue  of  false  and  deceptive 
statements  in  reference  to  this  government 
advance  to  the  company. 

Your  obedient  servant, 

J.  W.  BASS. 
36,  Rue  Royale,  Bonlogne-sur-Mer. 


THE  UNION  OF  OUR  CITIES- 

Nations,  like  individuals,  have  their  ap- 
pointed periods  of  youth,  manhood,  and  en- 
feebled age.  As  in  the  man  we  plainly  see 
the  operation  of  those  physiolgical  and  moral 
laws,  obedience  to  which  promotes  vigor,  aeute- 
ness,  and  guarantees  length  of  years  and  use- 
lulness,  or  the  violation  of  which,  enfeebling 
the  general  economy,  and  disturbing  the  har- 
mony and  union  of  the  physical,  mental,  and 
moral  conditions  of  being,  induce  disease  so 
in  the  career  of  nations,  history  traces  with 
melancholy  certainty  the  laws  of  growth  and 
decadence.  Success,  the  pride  of  conquest, 
the  luxury  and  enervation  of  wealth,  internal 
dissensions,  effeminancy,  indifference,  then 
death. 

As  nature,  ever  beneficent,  gives  man  the 
warning  advantage  of  experience,  by  which 
he  may  reform  the  errors  of  conduct,  so  no 
nation,  whose  accredited  annals  have  come 
down  to  us,  has  lost  its  nationality  without 
first  being  favored  by  such  timely  admonitions 
as  might  have  arrested,  or  long  deferred,  its 
overthrow. 

The  American  nation,  which  has  not  yet 
reached  even  its  prime  manhood,  finds  itself 
suddenly  on  the  verge  of  political  disorgani- 
zation. If  the  patriotic  warnings  which  are 
daily  heard  from  so  many  wise  and  good  men 
in  our  midst — if  the  faith  of  other  nations, 
whose  wrecks  lie  scattered  along  the  shores 
of  Time — do  not  receive  sober  and  speedy  at- 
tention, our  fate  will  strengthen  the  argu- 
ments of  despotism,  and  with  our  own  ruin 
will  be  involved  that  of  free  institutions  in  ev- 
ery civilized  quarter  of  the  globe.  What  peo- 
ple were  ever  favored  with  so  many  advanta- 
ges, or  stand  charged  before  the  world  with 
such  solumn  responsibilities  I  If  the  present 
disunion  clamor  shall  not  call  out,  from  the 
unobstrusi-e  walks  of  our  business  and  pro- 
fessional life,  a  stern  and  crushing  patriotism, 
then  have  we  boasted  intelligence  that  was 
never  indigenous  to  the  soil;  then  there  is  not 
in  our  national  heart  any  of  that  nnbought 
loyalty — the  cheap  defense  of  nations —  so  of- 
ten our  boast.  But  we  have  abiding  confi- 
dence that  professional  politicians  and  sans 
culottes  are  not  the  governing  classes  amongst 
us,  and  that  the  second  sober  reflection,  so 
characteristic  of  the  Anglo  Saxon  character, 
will  prevail  in  the  present  emergency,  as  it 
has  on  many  other  memorable  occasions  in 
our  history. 


Open  the  map  and  look  at  the  present  no- 
ble growth  and  geographical  relation  of  the 
principal  American  cities,  those  noble  queens 
of  our  social  development,  stretching  out  their 
hands  together  over  wide-reaching  and  diverg- 
ing chains  of  railway.     We  need  not  speak  of 

New  York,  Philadelphia,  Boston  or  Baltimore.     der  wilh  inc.reased  facilitit 
But  run  the  finger  from  these  across  "Virginia^  repnsal  and  destruction 
Kentucky  and  Tennessee  to  Memphis  ;  thencex.    f 
majestic  rivers,  through  wide  and   verda 


up  majestic  rivers,  through  wide  and  ver 
valleys  to  St.  Louis  and  Cincinnati ;  thence  byy 
great  inland  seas  to  Chicago,  Toledo,  Cleve- 
land, and  back  again  by  Buffalo,  or  Pittsburg, 
to  the  starting  point.  Or,  diverging  from  the 
central  point  of  Lexington  or  Louisville,  car- 
ried by  the  untiring  iron-horse,  traverse  to  the 
Atlantic,  or  Gulf  coast,  over  such  a  united  em- 
pire as  Greece,  Rome,  Carthage,  Tyre,  never 
dreamed  of.  From  New  Orleans,  St.  Louis, 
Chicago,  New  York,  any  Philadelphia  are 
seen  most  admirable  distributing  points  and 
facilities  of  water  communication  and  rail  car- 
riage, for  the  distribution  of  fuel,  breadstuffs, 
manufactures,  and  general  merchandise.  Nu- 
merous iron  crescents  sweep  from  New  York 
and  Philadelphia,  by  way  of  Cincinnati  and 
Louisville,  to  New  Orleans  and  Mobile;  while 
these  latter  push  their  central  lines  into  Ten- 
nessee and  Kentucky,  to  bring  thence  the  ag- 
ricultural wealth  of  that  central  region.  Rich- 
mond must  finally  have  a  connection  with 
Cincinnati,  via  Covington,  and  with  Louisville 
via  Lexington  ;  whilst  Charleston  and  Savan- 
nah, now  connecting  with  Memphis  and  Nash- 
ville can  and  will  cooperate  with  Louisville 
and  Cincinnati  to  establish,  via  Knoxville,  di- 
rect rail  connection  with  the  Mississippi  val- 
ley. It  is  also  in  the  programme  of  our  rail- 
way developement,  that  there  will  be  a  direct 
rail  route  between  Chicago  and  Charleston, 
and  Cincinnati  and  Savannah.  Then,  indeed, 
there  shall  be  "no  North,  no  South,  no  East, 
no  West." 

Consider,  also,  the  strength  as  well  as  the 
union  of  these  American  cities.  At  the  en- 
trance of  the  great  valleys  of  the  Mississippi 
and  Ohio  is  Pittsburg,  with  her  100,000  work- 
ers in  iron  ;  further  down,  Cincinnati,  giving 
busy  life  to  100,000  ;  then  Louisville,  popula- 
tion 70,000;  St.  Louis,  with  160,000  busy 
traders;  and  passing  down  the  father  of  wa- 
ters, you  come  to  Memphis  and  3.3,000  ship- 
gers ;  and  New  Orleans,  the  New  York  of  the 
south,  with  171,000,  rich  in  capital  and  com- 
merce. Charleston  and  Savannah  contain  res- 
pectively, 41,000  and  35,000  prosperous  mer- 
chants, traders,  and  shippers.  Returning  we 
refer  incidental!!/  to  New  York,  S21,000;  Phil 
adelphia,  568,000;  Baltimore,  214,000  !  Bos- 
ton, 173,000;  Chicago,  109,000;  Toledo,  14, 
000;  Cleveland,  44,000;  Buffalo,  62,000;  De- 
troit,47,000,  and  so  on  to  the  end  of  the  chap- 
ter. 


To  insure  the  union  of  these  cities  and  the 
States  which  they  represent,  it  is  necessary 
that  even  an  exact  justice  to  the  interests  of 
each  section  should  be  steadily  adheared  to. 
The  preponderating  growth  of  the  country  is 
in  the  direction  of  the  West  and  Southwest, 
because  the  Southern  States,  being  exclusively 
agricultural,  cannot  develop  as  rapidly  as  the 
States  which,  by  the  fortunate  possession  of 
mineral  and  mining  resources,  have  a  corres- 
ponding manufacturing  growth  as  well  us  the 
great  natural  resource  of  being  the  granary 
of  the  continent.  But  as  each  minor  mem- 
ber of  the  body  corporal  is  necessary  to  the 
head,  so  are  the  smaller  States  of  the  Union 
necessary  to  the  greater.  The  smallest  stick 
in  the  bundle  contributed  to  the  strength 
which  prevented  it  from  being  broken  while 
united. 


In  surveying  this  rapid  and  beautiful  rail- 
way development  of  our  country,  we  should, 
while  indulging  ajust  pride,  temper  it  with 
the  serious  reflection,  that  instead  of  being 
a  blessing,  it  will  prove  a  curse  in  the  event 
of  disunion,  since  it  will  arm  each  hostile  bor- 

for   aggression, 


THE  GAUGE  OF  RAILROADS. 


There  are,  at  the  present  time,  seven  widths 
of  gauge  in  the  United  States,  (in  addition  to 
the  horse  railroad  gauge  of  5  feet  11  inches); 
of  which  the  following  account  complied  from 
the  Engineer,  gives  full  particulars  with  a 
statement  of  the  results  attending  this  diver- 
sity of  gauge. 

There  is  the  4  ft.  81  in.  gauge  which  is  the 
ftnndard  of  New  England  and  the  middle 
States,  (with  the  exception  of  New  Jersey,) 
as  it  is  also  in  the  North  West. 

The  4  feet  10  inch  gauge  prevails  in  New 
Jersey,  Ohio,  and  on  the  extension  of  the 
Pittsburg,  Fort  Wayne  &  Chicago  line,  to  Chi- 
cago. 

The  5  ft  gange  is  common  at  the  South,  al- 
though several  of  the  older  lines,  as  well  as 
those  in  North  Carolina,  are  of  the  4  ft.  81  in. 
gaug 


Then  there  is  in  the  Scioto  &  Hocking  Val- 
ley R.  R.  in  Ohio,  of  the  unmatehable  gauge 
of  5  ft.  4  in. 

The  Atlantic  &  St  Lawrence  gauge,  ex- 
tending into  Canada,  and  corresponding  with 
the  Canadian  gauge,  is  5  ft.  6  in.  wide,  as  is 
that  of  the  roads  in  Louisiana  and  Missourie. 
Then  comes  the  New  York  <fc  Erie  gauge  of 
6  ft.,  most  of  its  tributary  roads  being  of  the 
same  width.  The  Ohio  &  Mississippi  R.  R.  is 
also  6  ft.  wide.  The  Chicago  <fc  North  West- 
ern, originally  the  Rock  River  Valley  Union 
R.  R.,  was  laid  down  also  on  the  6  feet  gauge, 
which  was  afterwards  changed  to  4  feet  8  1-2 
inches. 

The  7th  gauge  is  the  "compromise,'  '4  ft, 
0\-  in.  on  the  Cleveland  &  Toledo  R.  R.,  laid 
down  between  Toledo  and  the  junction  of  the 
Northern  and  Southern  Divisions'  which  are 
respectively  of  the  4  ft.  Si  in.  and  the  4  feet 
10  inch  gauge. 

Cars  made  for  the  4  feet  SI  in.  gauge,  run 
through  from  St.  Louis  to  Philadelphia,  al- 
though a  considerable  part  of  the  distance  is 
over  the  4  ft.  10  in.  gauge.  On  the  latter 
gauge,  a  play  of  2  inches  between  the  flange 
and  rail  is  submitted  to  an  allowance  which 
is  certainly  not  desirable,  although  it  may  not 
ba  dangerous.  The  fact  that  snch  an  arrange- 
ment is  submitted  to,  shows  there  is  a  strong 
reason  for  avoiding  "breaks  of  gauge,"  and 
although  transhipments  are  thus  obviated,  the 
wear  and  tear  necessarily  incidental  to  an 
end-play  of  from  1J  in.  to  2  in.  is  a  strong 
argument  against  any  difference  of  gauge 
whatever. 

With  all  these  gauges,  we  have  innumera- 
ble breaks,  and  with  the  extension  of  existing 
roads,  and  the  construction  of  new  lines,  these 
interruptions  will  be  multiplied 

It  was  formerly  argued  that  a  wide  gauge 
was  preferable,  for  many  reasons,  to  that  of  the 
ordinary  width,  but  experience  has  abundantly 
shown  that  dead  weight  increases  almost  ex- 
actly with  the  width  between  the  rails, 

The  narrowest  gauge,  which  affords  suffi- 
cient steadiness  and  capacity,  is  the  best 
gauge,  and  the  experience  of  the  greatest  rail- 
road lines  in  the  world  shows  that  the  4  ft.  8  J 
in.  gauge  is  abundantly  wide  for  all  purposes. 
The  evils  of  a  break  gauge  become  more 
and  more  apparent  with  the  increase  of  busi 
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ness,  and  in  time  they  will  present  such  a 
formidable  obstacle  to  the  interchange  of  rail- 
road traffic,  that  it  will  be  indespensable  to 
reduce  all,  or  nearly  all  our  various  gauges 
to  a  common  standard.  The  Delaware,  Lacka- 
wanna &  Western  R.  R.  is  extended,  by  means 
of  a  third  rail  over  the  New  Jersey  Central, 
to  tide  water,  but  expedients  like  this,  and 
that  of  compromise  gauges,  and  car  wheels 
with  a  tread  5-5-  in.  wide  and  a  play  of  2  inches, 
cannot  always  be  tolerated.  The  Chicago  & 
North  Western,  and  the  Erie  &  North  East 
railroads  afford  instances  where  the  6  feet 
gauge  has  been  already  narrowed  to  4  feet  8J 
inches,  and  4  ft.  10  in.,  respectively,  and  in 
time  we  may  expect  our  whole  system  of  rail- 
roads to  be  brought  to  one  standard  gauge, 
or,  at  the  most,  to  two"  widths  only,  There 
are  now  but  two  widths  of  gauge — 4  ft.  8J  in 
and  1  ft. — in  Great  Britain,  where  there  were 
once,  as  there  are  now  here,  seven  different 
widths  of  gauge  in  regular  use. —  Com.  Bule- 
tin. 


HOW    THE    ARNSTRONG    GUN    IS 
MANUFACTURED. 

A  visitor  to  the  works  who  has  never  seen 
an  Armstrong  gun,  must,  as  he  witnesses  the 
successive  stages  of  its  manufacture,  be  sore- 
ly puzzled  to  conceive  what  it  will  look  like 
when  completed;  and  scarcely  less  is  the  sur- 
prise of  any  one  who  has  seen  the  finished 
piece,  at  the  strange  shapes  which  its  compo- 
nent parts  assume  during  the  various  proces- 
ses. Let  us  begin  at  the  beginning,  and  ob- 
serve the  various  steps,  from  first  to  last,  in 
the  creation  of  the  most  perfect  piece  of  ord- 
nance the  world  has  ever  seen. 

Imagine  a  very  long  thin  bar  of  the  finest 
iron,  some  two  inches  square,  and  one  hun- 
dred and  twenty  feet  in  length — that  is  the 
basis  of  a  twenty-five  pounder.  For  conveni- 
ence in  the  manufacture,  the  bore  is  divided 
into  three  pieces  of  about  forty  feet  in  length. 
A  one  hundred  pounder  requires  three  pieces 
each  of  ninety  feet  in  length.  The  manufac- 
ture commences  in  the  forgeing  shop,  a  vast 
dingy  shed,  where  there  is  an  incessant  din  of 
hammers  and  roaring  of  mighty  furnaces 
where  blocks  and  bars  of  iron  lie  scattered  in 
seeming  confusion  on  every  side — here  almost 
transparent  at  white  heat;  there  glowing  red 
hot;  in  one  corner  sending  out  showers  of 
sparks  under  the  discipline  of  a  huge  steam 
hammer;  in  another,  hissing  and  sputtering 
under  a  stream;  where  stalwart,  grimy  men, 
with  uprolled  shirt  sleeves,  visors  and  leather 
aprons,  are  seen  looming  through  ihe  smoke 
or  in  the  full  glare  of  the  fires,  tossing  about 
red  hot  bars  with  the  indifference  of  salaman- 
ders, and  making  the  anvils  ring  with  thirty- 
Cyclops  power. 

We  fix  our  eyes  on  a  long  narrow  furnance, 
in  which  lie  a  number  of  iron  bars  we  spoke 
of.  Suddenly  the  door  is  opened,  and  a  fierce 
lurid  gleam  of  light  is  cast  through  the  shop. 
One  of  the  men  seizes  the  end  of  a  bar  in  a 
pincers,  drags  it  forth  and  makes  it  fast  to  a 
roller  which  stands '  immediately  before  the 
furnace,  and  the  diameter  of  which  is  equal 
to  the  rough-made  tube  of  a  twenty-five 
pounder  when  first  rolled.  The  roller  is  put 
in  motion,  the  bar  is  slowly  and  closely  wound 
round  it,  just  as  one  might,  wind  a  piece  of 
thread  round  a  reel.  The  roller  being  tvirned 
on  one  end,  the  spiral  tube — number  one  coil 
it  is  termed — is  knocked  off,  restored  to  white 
heat  in  another  furnace — for  it  has  cooled 
somewhat  in  the  rolling — and  then  flattened 
down  and  welded  under  one  of  the  steam 
hammers   till   only  about   half  as   long  as  it 


was.     For  a  twenty-five  pounder  the  length  of 

the  coil,  after  this  process,  is  2V  feet;  and 
three  such  coils  are  welded  together  to  form 
the  tube. 

Before  that  operation  is  performed,  howev- 
er, each  coil  is  bored  on  the  inside  and  pared 
on  the  outside  to  within  a  very  little  of  its 
proper  diameter,  so  that  the  slightest  flaw  in 
the  welding,  if  any  exist,  may  be  detected. 
Having  passed  this  test,  a  couple  of  coils, 
brought  to  a  proper  heat  by  being  placed  end 
to  end  in  a  jet  of  flame  from  a  blast  furnace, 
are  welded  by  violent  blows  from  a  huge  iron 
battering-ram.  A  third  coil  is  added  to  the 
other  two  in  the  same  manner,  and  the  tube 
is  complete.  Over  this  a  second  tube,  which 
has  been  prepared  just  in  the  same  way,  is 
passed  while  red  hot,  and  shrinking  as  it  cools, 
becomes  tightly  fastened.  This  is  termed 
"shrinking  on."  Over  this  again  is  placed  a 
short  massive  ring  of  forged  iron  to  which  the 
trunnions  or  handle  of  the  gun  are  attached. 

The  breech,  which  has  now  to  be  added,  is 
composed  of  several  iron  slabs,  something 
like  the  staves  of  a  barrel,  which  are  bent  in- 
to a  cylindrical  form,  and  welded  at  tha  edges 
when  red  hot  under  the  steam  hammer.  In 
the  breech  the  fibre  of  the  metal  runs  in  the 
direction  of  the  length  of  the  gun,  while  in 
the  other  parts  it  winds  round  and  round 
transversely.  This  is  done  to  give  greater 
strength  to  the  breech  in  sustaining  the  whole 
backward  thrust  of  the  explosion.  The 
breech  thus  formed  is  "shrunk"  on  to  the  rest 
of  the  gun;  and  to  add  still  more  to  its 
strength,  two  double  coils  of  wrought  iron  are 
rolled  on  with  the  fibre  at  right  angles  to  that 
of  the  breech  underneath.  The  piece  now 
exhibits  very  much  the  appearance  of  what  is 
called  a  three-draw  telescope — the  tube,  the 
trunnion  piece,  and  the  breech,  representing 
the  three  draws  of  the  glass  when  pulled  out. 

So  much  for  the  rough  work  of  the  gun;  we 
now  come  to  the  finer  and  more  delicate  pro- 
cess. Having  been  pared  down  on  the  outside 
to  its  proper  size,  the  gun  passes  to  the  meas- 
urers, who  with  an  instrument  called  a  micro- 
meter, measure  each  part  with  mathematical 
accuracy.  The  slightest  deviation  of  any 
portion  from  its  exact  size,  even  to  the  frac- 
tion of  a  hair's  breadth,  is  rigidly  pointed  out, 
and  has  to  be  amended.  The  boring  and 
rifling  of  the  piece  are  next  performed  in  a 
large,  tidy,  well-lighted  room,  where  there  is  no 
noise,  or  smoke,  or  confusion  as  in  the  forg- 
ing shop.  The  gun  is  placed  erect  in  the 
boring  machine,  and  revolves  gently  round 
the  big  gimblet,  which  slowly  but  surely  makes 
its  way  downwards,  scooping  out  the  superflu- 
ous metal  from  the  interior  of  the  tube. 
.  Four  pieces  can  be  bored  at  once  by  each 
machine.  This  is  the  lengthiest  process  the 
gun  has  to  go  through.  It  has  to  be  per- 
formed twice,  each  time  occupying  six  hours. 
First  the  gun  is  bored  to  within  a  1— 100th  of 
an  inch  in  its  proper  diameter;  and  the  sec- 
ond time  it  is  finished.  The  rifling  is  per- 
formed in  a  turning-lathe,  and  occupies  some 
five  hours.  There  are  thirtj'-eight  fine  sharp 
grooves,  of  a  peculiar  angular  shape — "with 
the  driving  side  angular,"  in  the  words  of  the 
inventor,  "and  the  opposite  side  rounded," 
and  the  turn  of  the  rifling  is  very  slight. 

Where  the  touch-hole  of  an  ordinary  gun 
would  be,  a  square  hole  is  cut  for  the  intro- 
duction of  the  vent  piece  or  stopper,  which, 
with  the  breech-screw,  completes  the  gun. 
The  stopper  is  a  circular  piece  of  steel,  faced 
with  copper,  which  fits  into  the  end  of  the 
rifled  barrel  with  the  most  exact  nicety.  Up- 
on this  little  piece  of  metal  depends,  in  a 
great  measure,  the   efficiency  of  the  gun;  be- 


cause, unless  it  hermetically  closed  the  cavity, 
a  portion  of  the  explosive  force  would  escape, 
and  the  discharge  would  he  weakened.  The 
copper  facing  of  the  stopper  is  prepared  with 
great  care.  It  has  to  be  sharpened  with  a  file 
after  so  many  rounds,  and  a  duplicate  accom- 
panies every  gun.  The  touch-hole  runs 
through  the  vent-piece  down  into  the  chamber 
of  the  gun.  The  breech  of  the  gun  receives 
the  powerful  hollow  screw  which  presses 
against  the  vent-piece,  and  is  easily  tightened 
or  loosened  by  means  of  a  common  weighted 
handle.  When  the  stopper  is  out,  the  gun  is 
a  hollow  tube  from  end  to  end. —  Chamber's 
Journal. 


LOCOMOTIVE   IMPROVEMENT. 

The  elements  of  locomotive  practice  obvi- 
ously open  for  improvement,  are,  the  treat- 
ment of  coal  as  fuel,  drying  and  superheating 
steam,  and  feed  heating.  Having  briefly  ad- 
verted to  the  first  point,  we  have  next  to  en- 
tertain the  treatment  of  the  steam,  and  to  say 
that  the  benefit  derivable  from  the  so-called 
superheating  of  steam  is  to  be  ascribed  chiefly 
to  the  drying  of  steam:  consequently,  where 
there  is  no  moisture,  there  is  little  advantage 
in  exposing  the  steam  to  a  superheating  pro- 
cess, except  where  a  considerable  degree  of 
expansion  is  adopted.  It  has  many  years  ago 
been  demonstrated  that  there  are  natural  lim- 
its imposed  on  the  practice  of  useful  expan- 
sive working  in  unprotected  cylinders,  by  the 
condensation  of  steam  as  it  is  admitted  into 
the  cylinders;  the  proportion  of  steam,  &c., 
condensed  isan  increasingquantity,increasing 
with  the  increased  degree  cf  expansion  at- 
tempted to  be  worked.  Thus  there  is  a  point, 
very  soon  reached,  where  the  extra  economy 
of  steam  by  extra  expansive  working  is  neu- 
tralized by  the  extra  loss  by  condensation; 
this  great  fact  in  steam  practice,  first  an- 
nounced eight  years  ago,  is  now  so  thoroughly 
established  that  it  is  needless  to  dwell  upon 
the  evidence  in  its  support.  The  point  at 
which  in  practice,  both  locomotive  and  ma- 
rine, the  gain  ceases,  appears  to  be  arrived  at 
when  the  steam  is  cut  off  at  half  stroke;  and 
ifmust  be  admitted  as  something  remarkable 
at  this  day  that  such  an  obstacle  to  the  exten- 
sion of  the  benefits  of  expansion  should  be 
supposed  to  remain  in  our  engineering  prac- 
tice, or  even  its  existence  disputed  in  the  face 
of  the  evident  advantages  derived  from  the 
superior  practice  of  Cornish  pumping  engines. 

We  have  affirmed  that  the  superheating  of 
steam  is  not  materially  desirable,  except  for 
purposes  of  extensive  expansion  ;  but  in  these 
circumstances  it  is  an  essential  condition,  and 
it  is  necessary  that  it  be  effected,  either  by 
jacketing  the  cylinders  by  steam  or  other  su- 
perior pressure  and  therefore  of  higher  tem- 
perature, or  by  submitting  the  steam  to  an  in- 
dependent process  of  superheating  prior  to 
its  admission  to  the  cylinder;  and  we  do  not 
hesitate  to  say  that  the  latter  must  be  consid- 
ered the  superior  process,  for  the  reason  that 
by  its  employment  the  steam  is  initiated  in  the 
cylinder  in  its  best  condition,  whereas  by  the 
former  the  superheating  of  the  steam  is  only 
commenced  when  it  enters  the  cylinder  and 
continued  to  the  end  of  the  stroke.  It  is  better, 
in  short,  that  the  steam  should  commence  its 
duty  in  the  cylinder  with  its  full  stock  of  sup- 
plementary heat  to  be  advantageously  availa- 
ble for  the  whole  of  the  stroke,  than  that  it 
should  receive  the  additional  heat  by  instal- 
ments supplied  in  the  course  of  the  stroke. 

If  we  mistake  not,  we  have  the  authority  of 
Professor  Rankine,  in  support  of  our  prefer- 
ence for  steam  previously  superheated;  and 
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there  is  no  doubt  of  the  greater  convenience 
-ef  the  process  in  practice.  It  is  well  to  bear 
in  mind  the  distinction  between  drying  and 
superheating  steam.  The  drying  of  steam  is 
a  process  by  which  water  or  moisture  suspend- 
ed in  the  steam,  however  it  may  have  got  there, 
is  evaporated,  and  the  whole  steam  is  present- 
ed to  the  cylinder  in  its  normal  state  of  satur- 
ation, neither  wet  or  superheated.  Where 
steam  is  not  to  be  worked  with  any  material 
degree  of  expansion  in  a  protected  cylinder, 
the  superheating  is  probably  superfluous.  But 
where  it  is  to  be  considerably  expanded,  the 
advanced  stage  of  superheating  is  to  be  adop- 
ted. Now,  in  locomotive  engines,  there  is,  for 
various  reasons,  frequently  an  element  of  wa- 
ter in  the  steam,  carried  over  by  it  from  the 
boiler  to  the  cylinder,  in  some  cases  because 
the  steam  room  in  the  boiler  is  injuriously 
small,  and  the  water  is  lifted  by  the  rising 
steam  into  the  steam  space  and  thence  into 
the  steam  pipe.  But  much  more  frequently 
the  priming  of  water  with  the  steam  into  the 
pipes  and  cylinders  is  to  be  ascribed  to  the  an- 
imal or  vegetable  impurities  of  the  water, 
which  excite  the  priming  of  water  in  an  ex- 
traordinary degree.  It  may  not  appear  obvi- 
ous, at  first  sight,  why  the  foulness  of  water 
should  so  manifest  itself;  but  the  fact  is  that  it 
does  so,  and  this  constitutes  one  of  the  strong- 
est inducements  to  maintain  a  supply  of  pure, 
or  at  all  events  clean,  water  in  the  tender.  The 
proportion  of  water  primed  ever  in  this  way 
may  vary  from  five  to  twenty,  or  even  thirty, 
per  cent  of  the  whole  water  consumed  from  the 
boiler,  and  there  can  be  no  doubt  of  the  im- 
portance of  any  provision  for  effectually  re- 
claiming the  dissipated  waier,  and  either  to 
restore  it  to  the  boiler  by  a  judicious  system  of 
drainage  in  the  steam  pipes,  or  to  evaporate 
it  from  the  pipes  before  it  reaches  the  cylin- 
ders. The  great  difficulty  hitherto  experi- 
enced in  practically  performing  this  important 
process  in  locomotives,  is  to  be  found  in  the 
very  great  extent  of  surface  of  pipe  or  other 
thoroughfare  containing  the  steam  needed  to 
be  exposed  for  the  absorption  of  the  desidera- 
ted quantity  of  heat;  and  there  is  no  doubt 
that  we  must  look  for  the  fulfilment  of  the  ob- 
ject in  a  satisfactory  manner  to  some  process 
of  increasing  the  efficiency  of  the  heating  sur- 
face, so  as  to  enable  engineers  to  effect  their 
purpose  with  a  less  extent  of  surface,  and  con- 
sequently simpler  means.  A  steam  pipe  ar- 
ranged in  coils,  for  example,  appears  to  be 
more  effective  for  absorbing  heat  than  a 
straight  pipe  of  the  same  length,  probably  be- 
cause a  contrifugal  action  is  induced;  the  hel- 
ical, or  spiral,  form  has  often  been  proposed 
for  flue  tubes,  and  experiments  appear  to  show 
that  whatever  may  be  the  practical  objection, 
otherwise  to  coiled  fine  tubes,  each  unit  of  sur- 
face possesses  greater  efficiency.  Engineers 
may  work  out  the  idea  in  their  own  way;  but 
we  believe  the  proper  course  for  improvement 
is  in  the  direction  suggested  above.  The  sav- 
ing of  fuel  effected  by  superheating  processes 
is, as  may  be  apprehended,  very  various.  In 
the  Woolwich  steamers,  for  example,  we  are 
informed  that  by  means  of  the  superheating 
process,  the  daily  consumption  of  coal  has 
been  reduced  from  twenty-seven  sacks  to 
twenty  sack.  If  this  be  so.  though  we  confess 
the  statement  requires  confirmation,  a  saving 
of  twenty-six  percent,  is  to  be  reckoned  on  as 
the  result  of  the  superheating  process.  In 
other  eases,  the  reports  of  the  saving  effected 
in  this  way  are  less  assuring.  We  doubt  not 
the  variety  in  the  evidence  on  the  subject  is  to 
be  traced  to  a  variety  in  the  conditions  of  the 
boiler  ar.d  the  engine. 

An  objection  to  superheating  steam  which 
readily  occurs  to  practical  men  is  to  be  found 


in  the  difficulty  of  preserving  the  cylinders 
and  pistons  in  good  order.  But  engineers 
have  to  make  up  their  minds  to  improve  their 
details,  to  substitute  metallic  or  other  packing 
for  hemp,  to  lighten  the  working  parts,  to  bal- 
ance pressures  and  strains  hitherto  unbalanc- 
ed, to  discover,  if  needful,  a  lubricating  me- 
dium to  supersede  tallow  and  oil,  to  do  what 
every  man  of  business  does  when  he  wants  to 
work  a  new  and  superior  source  of  income. 
To  say  that  cylinders  are  cut  up  in  conse- 
quence of  the  use  of  superheated  steam,  is 
only  to  acknowledge  that  a  new  condition  of 
the  working  medium  involves  a  revised  order 
of  contrivances  and  details.  To  represent  the 
failure  of  cylinders  as  ordinarily  applied,  as  an 
obstacle  to  the  use  of  superheated  steam,  is 
only  to  assume  that  we  know  all  that  can  be 
done,  as  well  as  what  can  not  be  done. — Lon- 
don Engineer. 


TUNGSTEN  STEEL. 

Franz  Mayr  has  produced,  at  his  cast  steel 
works,  at  Kapfenburg,  in  Styria,  cast  steel  of 
such  dimensions,  forms,  and  excellent  quality, 
as  could  previously  only  be  obtained  from 
Drupp,  of  Essen.  Oblique  cog  wheels  for  coin- 
ing machines  and  locomotives,  axles  for  rail- 
road carriages,  boiler  plates,  angle  knees,  and 
round,  flat  and  quadrangular  rods  of  various 
sections,  have  now  been  produced  by  Mayr, 
for  more  than  a  year. 

What  particularly  deserves  to  be  mentioned 
with  regard  to  these  articles  is  Mayr  s  unrival- 
ed tungsten  steel,  distinguished  by  the  fine- 
ness of  its  crystalline  texture  and  itsremarkaj 
ble  hardness — so  much  so,  indeed,  that  the 
experiments  made  with  it  several  months  ago 
have  shown  that  tools  made  from  it  for  cut- 
ting toothed  wheels,  bores,  chisels,  punches, 
turning  tools,  planing  blades,  &c,  retain  their 
power  of  cutting  four  times  as  long  as  those 
made  of  Huntsman  steel,  previously  regarded 
as  the  best.  This  steel  may,  therefore,  be  re- 
commended for  these  purposes. 

Tungsten  has  nearly  the  same  specific  grav- 
ity as  gold,  and  this  density  is  recognizable  in 
the  cast  steel  alloyed  with  it,  by  the  alteration 
in  the  grain  of  the  fractured  surface,  and  by 
the  hightened  ring  of  the  steel. 

In  hardness,  metallic  tungsten  nearly  ap- 
proaches the  hardest  natural  bodies,  and  com- 
municates this  property  to  cast  steel,  without 
injuring  its  tenacity  and  malleability  when  the 
addition  is  of  25  per  cent. 

The  absolute  solidity  of  tungsten  steel  ex- 
ceeds that  of  all  other  known  steels;  fifteen 
consecutive  experiments  with  a  machine,  in 
the  Polytechnic  Institute  of  Vienna,  showed 
the  highest  power  of  resistance  to  be  1,258  1-?. 
cwts.,  to  the  square  inch;  so  that  this  steel 
exceeds  all  other  kinds  hitherto  tried. 

The  ore  of  tungsten,  from  which  the  metal 
is  obtained,  usually  occurs  in  company  with 
tin  stane ;  it  has  probably  hitherto  never  ob- 
tained any  technical  application,  the  only  val- 
ue attached  to  it  being  as  a  specimen  in  niiu- 
cralogical  cabinets. 

More  recent  investigations  have  shown,  how- 
ever, that  the  arts  may  derive  considerable 
benefft  from  it.  One  of  the  richest,  sources  of 
this  ore  is  possessed  by  the  Austrian  empire 
in  the  tin  mines  of  Zinnwald,  in  Bohemia, 
where  the  tungsten  ore  has  been  thrown  upon 
the  heaps  as  worthless  for  nearly  five  hundred 
years. 

Mayr  has  the  great  merit  of  having  been  the 
first  to  bring  this  new  and  hitherto  unemploy- 
ed metal  into  use  in  the  manufacture  of  cast 
steel  on  the  large  scale,  having  introduced 
tungsten  (fast  steel  into  commerce  of  the  most 


various  degrees  of  hardness,  and  of  any  dimen- 
sions. 

The  price  of  this  steel,  notwithstanding  its 
remarkable  goodness,  is  lower  than  that  of 
the  English  cast  steel,  over  which  the  unij 
formitv  of  its  crystalline  texture  gives  it  a  pe- 
culiar advantage. 

The  above  properties  of  density,  hardness 
and  strength  are  also  communicated  bv  tungs- 
ten to  cast  iron,  and  this  alloy  may  probably 
be  useful  for  crushing  rollers,  and  may,  per- 
haps, in  time  attract  the  attention  of  the  artil- 
lery.— London  Mining   Chronicle. 


GAS  LEAKING  IN  CITIES :  EFFECTS 
ON  THE  PUBLIC  HEALTH. 

Professor  Spencer's  report  to  the  New  River 
Water-works  Company,  London,  on  the  cor- 
rosion of  iron  mains  from  the  effects  of  gas 
leaking,  reveals  important  matter  on  this  sub- 
ject, and  really  serious  as  affecting  the  public. 
Basing  his  calculations  on  a  gas  waste  of  20 
per  cent,  (a  standard  somewhat  below  the  fact, 
as  seen  by  the  above  admission  J,  after  making 
a  fair  allowance  for  probable  waste  from  other 
causes  than  that  of  leaking, — such  for  in- 
stance,  as  defective  meterage,  condensations, 
&c, — he  estimates  the  actual  amount  of  loss 
from  leaking  through  the  joints  of  the  gas 
mains  at  650,000  cubic  feet  per  annum,  all  of 
which  is  absorbed  into  the  earth,  imparting 
to  the  subsoil  of  the  streets  the  blackened  ap- 
pearance and  odor  so  familiar  to  the  indwell- 
ers  of  the  metropolis. 

As  respects  the  more  immediate  object  of 
his  employment  in  this  instance,  viz.,  the 
cause  of  the  premature  decay  of  the  iron 
mains  that  takes  place  in  some  of  the  denser 
parts  of  the  metropolis,  Professor  Spencer — 
by  careful  observation  and  a  series  of  experi- 
ments conducted  through  a  period  of  three 
years — arrives  at  the  conclusion  that  such  de- 
cay is  caused  by  the  gas  that  is  always  escaping 
from  the  joints  of  the  gas  mains,  not  directly 
by  the  action  of  the  gas  itself — for  alone  this 
is  harmless  in  this  way  ou  the  iron — but  by 
an  acid  alkaline  fluid,  a  sort  of  distillation, 
as  it  were,  from  the  gas-charged  earth  by 
means  of  moisture  from  the  raiu-fall:  which, 
fluid,  coming  in  contact  with  the  metal  of  the 
pipes,  produces  profuse  corrosion,  having  the 
effect  of  converting  the  iron,  in  a  shorter  or 
louger  period,  into  a  sort  of  plumbago.  Nu- 
merous specimens  of  decayed  pipage  turned 
up  during  the  progress  of  the  inquiry,  show 
ing  the  action  of  this  destructive  agent,  so  rap- 
id in  certain  spots  where  more  than  usual  gas 
escape  had  been  going  on,  as  to  effect  that 
transition  in  the  short  space  of  from  seven  to 
tenvears;  the  ordinary  serviceable'  duration 
of  iron  similarly  employed  in  earth  in  its  nat- 
ural state  being  abont  a  century. 

As  respects  the  injuries  sustained  by  the 
public  from  the  chronic  escape  of  gas,  Profes- 
sor Spencer  affirms,  first,  that  the  gas-satuia- 
ted  earth,  in  combination  with  certain  other 
chemical  properties  which  the  London  street 
subsoil  imbibes  from  other  causes,  gives  out 
a  sulphurous  gaseous  matter,  which,  inhaled, 
is  highly  prejudicial  to  health:  and  it  is  ob- 
served that,  when  it  is  taken  into  account  that 
each  cubic  foot  of  this  enormous  quantitv  of 
gas,  which  is  continuously  passing  into  the 
street  earth,  contains  something  like  one-fifth 
of  a  grain  of  sulphuret  of  carbon,  and  one- 
twentieth  of  a  grain  of  ammonia,  it  becomes 
surprising  that  the  effects,  bad  as  they  are,  are 
not  more  sensibly  felt.  Secondly,  that  the 
gas-mains  and  water-mains  usually  lying  side 
by  side,  the  escaped  gas  from  the  former  will 
frequently  enter  the  water-mains  at  their  joints; 
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and  at  times  when  the  water  but  partially  fills 
the  pipes,  a  large  quantity  of  gas  in  this  way 
gets  damitted,  and,  mingling  with  the  water 
imparts  to  it  that  nauseous  quality  so  frequently 
complained  of.  And  hence,  too,  the  cause  of 
the  not  unfrequent  occurrence  of  partial  ex 
plosions  by  the  ignition  of  gas  from  the  pres- 
ence of  a  lighted  candle  on  the  opening  of  the 
water-tap.  Thirdly,  that  the  mud  banks,  the 
sewage  deposits  on  the  tidal  banks  of  the 
Thames  within  London,  derive  their  peculiar 
foetid  and  blackened  character  from  the  action 
of  gas  leaking  on  the  oxide  of  the  corroded 
street  mains,  which  finds  its  way  by  numer- 
ous channels  into  the  sewers,  and  is  thence 
Carried  to  the  river,  where,  retained  in  the 
sewage  mud,  it  becomes  the  direct  agent  of 
the  two  wellknown  noxious  odor  the  Thames 
water  evolves  in  the  summer  months  of  June 
and  July,  when  the  temperature  ranges  above 
TO  degrees  Fahrenheit. 

The  properly  constructed  accessible  sub- 
way, for  the  "common"  conveyance  of  the 
mains  through  at  least  the  greater  trunk  lines, 
offers  the  medium  of  extensive  mitigation  of 
all  these  evils,  since  the  facility  for  a  system 
of  day  inspection  andjimmediate  repair  would 
admit  of  the  maintenance  of  the  mains  gas- 
tight  and  water-tight,  as  in  ordinary  house  fit- 
tings.— Mining   Chronicle 


St.  Lours  Altox  and  Chicago  R.  R. — Mr. 
Post,  railroad  editor  of  the  St.  Louis  Bulletin, 
pays  a  well  deserved  compliment  to  the  man- 
agement of  this  always  popular  route.  He 
says  that  the  large  increase  of  earnings  the 
present  year  is  the  result,  in  no  small  mea- 
sure, of  the  energetic  and  efficient  manage- 
ment of  Superintendent  R.  B.  Mason.  The 
equipments,  convenience  and  running  arrange- 
ments of  this  road,  together  with  the  track, 
have  been  brought  up  from  a  wretchedly  di- 
lapidated condition  to  what  may  now  be  call- 
ed a  first  class  road.  It  is  now  a  rare  thing 
to  see  either  a  passenger  or  freight  train  be- 
hind time.  Passengers  going  East  on  this 
road  may  take  their  seats  or  berths  with  a  cer- 
tainty of  making  prompt  connection  with  the 
roads  from  Chicago:  and  who  can  experience 
the  pleasure  of  traveling  at  night  better  than 
those  who  have  been  travelers  in  the  old  style 
of  cars,  and  for  the  first  time  taking  a  com- 
fortable berth  in  the  present  sleeping  cars, 
which  are  introduced  on  every  well  regulated 
road.  There  is  also  a  great  difference  in  con- 
ductors of  sleeping"cars.  We  know  of  none 
more  popular  with  the  traveling  public  than 
Mr.  Barnes,  on  the  St.  Louis,  Alton  and  Chi- 
cago railroad.  The  conductor  who  leaves  on 
the  opposite  nights  we  are  not  acquainted  with, 
bnt  he  is  no  doubt  of  the  same  stamp,  as 
Col.  Mason,  in  taking  the  management  of  the 
road,  resolved  to  make  it  a.  popular  one.  We 
understand  contracts  are  made  with  the  Rog- 
ers Locomotive  Works,  to  build  eight  new 
coal-burning  locomotives  for  this  road,  in  an- 
ticipation of  the  increase  of  business  another 
season. — R.  R.  Gazelle. 


Georgia  Railroad  and  Sbcesiok. — We 
find  the  following  notice  in  the  Savannah  Re- 
publican of  the  23d  ult: 

Office  Georgia  Western-  Railroad  Co.,  1 
Atlanta,  Nov.  17.  1800.      } 

At  a  meeting  of  the  Board  of  Directors,  held 
this  day,  it  was 

Resolved,  That  taking  into  consideration 
the  threatening  aspect  of  political  affairs,  and 
the  consequent  stringency  in  the  money  mar- 
ket, the  Board  of  Directors  deem  it  prudent 
to  postpone  the  proposed  letting   of  contracts 


on  the  Georgia  and  Western  Railroad  until 
March  or  April  next,  of  which  due  notice  will 
be  given. 

Resolved,  That  an  instalment  of  one  dollar 
per  share  be  called  in,  payable  on  the  first  day 
of  December  next,  at  the  office  of  the  Com- 
pany in  Atlanta,  in  lieu  of  the  ten  per  cent, 
called  in,  payable  at  the  aforesaid  time  and 
place. 

Resolved,  That  the  Chief  Engineer  be  in- 
structed to  continue  in  service  in  corps  of  as- 
sistant engineers,  in  order  to  prepare  the  whole 
work  for  letting  between  Atlanta  and  the  west- 
ern terminus. 

W.  P.  Orme,  Sec'y. 


CENTRAL  OHIO  RAILROAD. 


Twelfth  Annual  Report  of  the  Directors  and 
First  Annual  Report  of  the  Receiver. 

We  are  indebted  to  Wir.  Wing,  Esq.,  Cashier 
of  the  Central  Ohio  Railroad,  for  a  pamphlet 
copy  of  the  Twelfth  Annual  Report  of  the 
Board  of  Directors,  and  the  First  Annual 
Report  of  Hugh  J.  Jewett,  Esq.,  Receiver. 
From  the  elaborate  documents  and  tables  is 
the  following  condensation  : 

From  the  Report  of  the  Receiver  we  gather 
that  the  earnings  of  the  road  for  the  year, 
compared  with  the  previous  one,  show  an  in- 
crease of  SI  0,384  26,  of  which  $1,410.10  is  from 
the  passenger  traffic,  $5,216.96  from  the  ex- 
press, and  $177.20  from  the  mail  service.  The 
receipts  from  the  local  business  were  $8,154.57 
less  than  the  preceding  year,  while  the  through 
business  show  an  increase  of  $12,595.67. 
The  increase  in  the  West-bound  through  busi- 
ness was  $14,614.98,  and  in  the  East-bound  a 
decrease  of  $3,374.34. 

The  liabilities  of  the  Company  existing  at 
the  time  the  present  Receiver  was  appointed, 
and  which  the  Court  directed  to  be  paid,  have 
been  reduced  $112,667.35. 

In  view  of  the  previous  bad  condition  of  the 
road-bed  and  track  generally,  which  should 
have  been  thoroughly  maintained  under  pre- 
vious administrations,  the  Receiver  has  been 
compelled  to  expend  upon  the  road  and  ma- 
chinery departments  a  much  larger  amount  of 
labor  and  money  than  would  have  been  neces- 
sary had  the  object  only  been  to  preserve  the 
property  in  the  condition  in  which  he  found  it. 
His  purpose  has  been  to  put  it  in  condition  to 
meet  the  requirements  of  the  future  of  this 
important  throughfare,  and  during  the  year 
he  has  put  down  437  tons  of  new  iron,  put  in 
159,541  new  ties,  and  ballasted  over  21  miles 
of  the  track.  New  bridges  have  been  built, 
wooden  culverts  renewed,  trestles  filled  in  and 
buildings  and  stack-yards  improved.  The  tun- 
nel at  Cambridge  has  been  extended  260  feet. 
The  amount  of  local  freight  carried  eastward 
during  the  year  was  62,299,439  pounds,  and 
the  aggregate  westward  70,413,067.  The  re- 
ceipts for  the  former  were  $65,995,68,  and  for 
the  latter  $58,028,50. 

The  amount  of  through  freight  Eesvward 
was  142,258,654  pounds,  and  the  amount  West- 
ward 123,482,774  pounds,  the  aggregate  of 
the  two  making  398,453,934  pounds. 

The  Cenrtal  Ohio's  proportion  of  the  joint 
freight  business  with  the  Steubenville  and  In- 
diana Company  was  Eastward  $13,726,39, 
and  Westward  $21,277,56. 

The  total  amount  of  freight  delivered  to  the 
Baltimore  and  Ohio  Railroad  at  Bellair,  for 
the  year  ending  August  1,  1860,  was  $102; 
160,141.  and  the  total  amount  received  from 
the  Baltimore  and  Ohio,  for  transportation 
Westward,  was  73,059,960  pounds. 


MONTHLY  KARNlNns   FOR  TWO   YEARS. 


August 

September. 
October — . 
November.. 
December.. 
January ... 
February  . . 

March 

April 

May, 

June. 


1-58-9 
.  360,89'  54 
.  71.809  73 
.  (i», 3611  67 
..  52,613  83 
.  41,910111 
.  38.640  12 
.  40.690  42 
,    51.585  411 

39,623  63 
.    411,961  36 

43,933  21 


J859-60.    Increase.    Decrease. 


July 39,64429 


Total... 


S5K 
66, 
53. 
49 

'  4! 
41 
46 
52, 
42 
47. 
46 
48 


231  41 
1611  25 
095  78 
.569  24 
,91)7  II) 
,906  07 
.900  49- 
7110  04 
581  57 
,297  10 
,912  54 
,642  31 


$3,305  95 
6,2111  07 
1,115  24 
2,957  94 
6,335  54 
3,109  27 
8,898  03 


S  2,066  13 
5.4g9  48 
16,467  £9 
3,044  59 
],««  91 


3594,830  47  $598,271  50  $32,1132  03  $28,59F00 
28,591  00 

Total  increase  this  year $3441  63 

EXPENSES. 

The  total  expenses  for   the  year  ending  August  1,  I860, 
were  as  follows  : — 

Transportation  Department $105,507  24 

Machinery  Department 131,756  80 

ltuad  Department 132,207  1)6 

Fnel 55,083  67 

Extra  repairs  and  new  work 34,850  04 

General  expenses 19.,21j6  16 


Total $478,670  97 

MASTER  MACHINISTS  DEPARTMENT. 

Mr.  James  Ball,  Master  Machinist,  makes  a 
report  to  the  Receiver,  detailing  the  opera- 
tions of  his  department  for  the  year.  He  re- 
ports the  number  of  miles  run  by  Engines  at 
616,926,  being  an  increase  over  last  year  of 
8,888,  and  a  decrease  of  62£  cents  per  100 
miles  on  ordinary  repairs,  and  a  further  de- 
crease of  $1  53£  per  100  miles  on  ordinary 
and  extraordinary  repairs  and  oil.  The  aver- 
age cost  of  repairs  was  $7  2-U  per  100  miles 
run.  The  condition  of  the  motive  power  has 
been  largely  improved  during  the  year.  The 
Department  was  still  laboring  under  many 
disadvantages  for  the  want  of  more  room  and 
tools. 

The  company  have  thirteen  first  class  cars 
in  good  order,  and  eight  wanting  repairs,  and 
four  hundred  and  eighty-one  freight,  passeu 
ger  and  mail  cars,  being  twenty  three  less 
than  last  year.  The  condition  of  the  cara 
has  been  greatly  improved  during  the  year. 

The  report  of  the  Receiver,  to  which  we 
shall  have  occasion  to  refer,  shows  the  Cen- 
tral Ohio  to  be  in  a  highly  prosperous  con- 
dition, and  with  an  encouraging  future  before 
it. —  Cin.  Enquirer. 

"monetary  and  commercial. 

f 

But  little  different  can  be  said  in  reference  to  the  state  n 

financial  matters  to  the  remarks  in  our  hist  weekly  review. 
There  is  a  general  feeling  of  forbearance  on  the  part  of 
merchants  and  others,  and  no  serious  failures  have  as  yet 
taken  place  in  our  city.  The  amount  of  discounting  done 
is  extremely  limited,  and  is  mostly  confined  to  those  whom 
it  is  the  interest  of  bankers  to  aid  and  protect.  Matters  are 
perhaps  a  little  easier,  or  in  other  words,  there  is  a  little  less 
of  panics.  Kates  are  of  course  nominal,  and  not  quotable. 
Taxes  also  absorb  a, large  portion  of  the  current  funds  now 
in  use,  and  add  not  a  little  to  the  stringency  of  the  market. 
Exchange  is  variable  from  day  to  day.  The  quotations 
for  the  day  are  : 

QUOTATIONS. 

Buying.  Selling. 

New  York  Sight @V    prem  £@li  prem 

Boston ". @l      prem  i"®li  prem 

Philadelphia @i     dia-  @&    prem 

Baltimore nominal  nominal 

New  Orleans 

American  Gold @H  prem  @2    prem 

Bankable  funds  are  composed  of  the  notes  of  the  banks 
of  Ohio,  Kentucky,  Bank  of  the  State  of  Indiana,  New 
York,  New  England,  and  Louisiana. 

The  quotations  for  uncurrent  are  Iowa  10;  Wisconsin 
and  Illinois  15:  Virginia  ll)@1;>,  except  Wheeling  3;  Penn- 
sylvania 5,  except  Philadelphia  1,  and  Pittsburgh  3:  the 
Bank  of  Pittsburgh  par;  Tennessee  5^25:  North  and  South 
Carolina,  Georgia,  and  Alabama  15@23;  Maryland  5,  ex- 
cept Baltimore  3;  Michigan  5;  Canada  5;  Indiana  Stock 
Banks  9, 
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PRICES  TO   SUIT  THE  TIMES! 


RAILROAD  RECORD  STEAM  PRINTING  H 


~<  uniiMj1 


a 


No.  167  WALNUT  STREET. 


Public  attention  is  respectfully  directed  to  this  establishment,  in  the  assurance 

that  ample  satisfaction  will  be  given  as  regards  Typography,  Press 

Work,  and  Charges,  to    those  who    may  require 


The  materials  are  entirely  new,  and  have  been  selected  with  great  care,  from  the 
leading  Foundries  of  Cincinnati,  Philadelphia,  New  York  and  Boston. 


Are  of  the  most  approved  manufacture,  with  all  the  recent  improvements  of 
HOE,    ADAMS    AND    WELLS. 


EXECUTED    NEATLY.    AETD    WITH    DISPATCH. 

(The  attention  of  those  wishing  Printing  of  the  above  description,  is  respect- 
fully solicited  to  a  large  number  and  variety  of  Specimens,  which 
may  be  seen  at  our  counting-room.) 


Printing  from  Stereotype  Plates! 

We  are  better  prepared  to  do  business  in  this  line  than  any  other  house  in  the 
WEST,  and  at  lower  rates. 


Are  printed  in  the  neatest  manner,  in  GOLD,  SILVER,  or  COPPER  BRONZE, 

on  Satin,  Splendid  Glazed  Colored  Paper,  or  Cards,  unequalled  for 
brilliancy,  at  very  low  prices. 


BOOKS  PRINTED,  STEREOTYPED,  BOUND  &  PUBLISHED 


On  as  short  notice,  and  as  favorable  terms,  as  by  any  house  in  the  city. 


member  167  Walnut  S(r< 
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PROSSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUBULAR  BOILER  MAKERS 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  tc,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 

PIBJS'S  PATEST  GLASS  EXiBELED  IB0.X  TTBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED    STEEL   TUBES 

THOS.  PROSSER  &  SON, 

28  Piatt  Street,  New  York. 


ENGJMJiS'  LUTlilMEMS. 

FOB  SALE  LOW — 4  Engineers'  Levels ;  3  Surveyors' 
CompasseE  ;  one  Transit.     Tbey  have  been  bat  little 
used  and  are  in  good  order. 

JAMES  FOSTER.  JE.  &  CO., 
j[y  in— 5t.  8.  W.  Corner  of  Fifth  and  Race  Sts. 


APPLEGATE  &.  CO., 

Bonksellers,Piiblisb.ers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St    Cincinnati  O. 

Tittle  miami 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 


RAHjROADS. 


On  and  after  SUNDAY,  November  25,  1660,  Trains 
will  depart  as  follows: 

7:45  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond.  Indianapolis, 
LogaDsport  and  Duj-ton.  Connects  at  Dayton  for  Colum- 
bus, Springfield,  Urban  a  and  Sandusky;  and  with  D.and 
M.  Road  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

9:3U  A.  M.  Express.  —  From  Little  Miami  Depot — 
Connects  via  Columbus  and  Cleveland;  via  Columbus, 
Crestline  and  Pittsburg;  via  Columbus,  Steubenville  and 
Pittsburgh;  vi;i  Columbus,  Bel  lair  and  Benwood;  and  via 
Columbus,  Bellair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

;t:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbaua  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Logansport,  and  all  points  West.  Connects  at  Ham- 
ilton for  Oxford,  etc. 

4:00  P.M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

5:lo  P.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Dayton  Troy,  Piqua,  Sidney, Lima,  Fort 
Wiiyneand  Chicago  ;  also  for  Toledo,  Detroit,  and  all  points 
in  Canada. 

6:oo  P  Si. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

9:40  P.  M. — Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — Connects  via  Columbus,  Steubenville,  and 
Pittsburgh  ;  via  Columbus,  Crestline  and  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben - 
wood;    and  via  Columbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  a  East  Third  Street;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Columbus  time,  which  is  seven 
minutes  faster  than  Cincinnati  time. 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices* 
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Patent  Portable  Forge  and  Beifows. 

THESE  FORGES  are  superior  to  all  n!J;^r«far  build 
et's  of  railroads,  mines,  quarries,  gunawiitne,  Iock- 
smiths,  machine  shops,  boiler  makers,  ^'as  fillers  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forge  made  that  can  be  used  without  filling 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  the 
cylinder,  under  the  fire  bed.  They  can  be  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  tothefiue 
by  a  pipe. 

Railroad  companies  and  others  in  want   of  Portable 
or&es  willaddress  VV.  G.  E1YNDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHOBTEST  ROUTE  BY  THIKTT  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEV^SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  From 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

II. 50  P.  M-— TERRE  HAUTE  AND  AFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

6.00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

^DS-  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawreuceburg  &  Indianapolis. 

tr^-FARE  THE  SAME  and  TIME  SHORTER  thaii  by 
any  other  route. 

Baggage  checked  through* 

THROUCx11  TICKETS. 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets",  No.  1  Burnet  House,  Corner;  at  the  Wal- 
DUt  Street  House,  andat  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

n.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 
XX  AIIjIS  o  a  x>  . 

Two  daily  trains,  atG  A.  M  .zn<\  6  P.M.,  from  Little  Mi- 
ami Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Retornino  Trains — Arrive  iCincinnali  at  8  A.M.  and 
4.40  P.  M. 

Through  and  Local  Tickets  ale  t  Depot  Ticket 
Offices  of  Little  Miami  Road. 

W  OND        eiver 


E&ILRQAB  IRON. 

mHE  undersigned,  Agentsfor  the  Manufacturers,  are 
i.  prepared  j  contract  to  deliver  free  on  board,  at 
shipping  jort  sin  England,  or  at  porta  of  diachaarge  in 
thcUnitec&jiii£8.RailsnfsupeTioiquality,and  of  weight 
ofpatterc    ^niay  oe  required. 

VOSE,  LIVINGSTON  &  CO. 
New  York,  Ap3. 1856.  9  South  Wlliam  Street 


T.  F.  RANDOLPH  &  BRO. 
Mathematical   Instrument  Makers 

o.G7       est  6tl»  St.  bet  W»  nut  S;  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE, PHILADEPTJIA,  NETWORK  &  BOSTON 
And  on! y  Road  to  Washington  City. 


CENTRAL     OHIO, 

AND 

BALTIMORE  AND  OHIO 

B.AlLROAI>. 

TERMINATES    AT   BALTIMORE    AND   WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 

at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North.  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
pbia,New  York  and  Boston. at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  tiie  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ATX  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Mtn  and  Travelers,  for  pleasure  or„information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusiveTelegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  cati  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

HTf3  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH.  Master  Transportation,  B.  &  O.  R.  R. 

J.  H.  SULLIVAN,  Gen.  TVesl.  A?i..  11.%  O  R.  R. 
L.  M.  COLE,  Gen.  Ticket  rffft.,  ft.  $  0.  R.  R. 
H.  J.  JEWETT    P\-€8't  C.   0.  R.  U. 
J.  W.  BROWN.  Oen.  Tirket  jSfft.,  C.   0.  JR.  Ji. 


G.    W.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  he  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assaraDCethat 
no  pains  will  be  spared  to  give  entire  satisfaction  it. 
al    ases.  6 

IRONBOILBR  FLTJES~ 

PASCAL  IRON  WORKS. 


ESTABLISHED  1831. 

MORRIS,  TASKER  &  CO. 


Manufacturers  of 

LAP-WIL®!®  BOILER  FLUES, 

7 inches  outside  diameter,  cut  to  definite  length 
as  required. 
UUOIIGHTIRON  W£LDED   TUBES, 
From  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T's^L's,  Stops,  Valves,  Flanges, etc.,  etc 
Warehouse,  209  South  Third  St., 
PHILADELPHIA  .  |>.ug 

Stephen  morris,  ciias.  whkeus,  jr 

TU03,  T  TABKERi  JR.,  9.  P. M  TXiKiCS. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of  "  T&    Bail 
PATENTED,  NOV.  2,  1858. 


Eig.  3  is  a  perspective  view  of  Joint  Rail.  Tig.  X  is  a 
viewof  outside  plate  C,  wbnh  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  ns  to;  Oil  up  the  recess  in 
tte  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  a"ainst  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  the  outside  lip  of  the  chair,  as  shown 
in  Fig. 3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  prolect 
laterally  beyrnd  the  head  of  the  rails,  or  it  would  interfere 
withte  sheg'eflanof  the  wheels.  Ar.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  tJiem,  and  correspondingverticalslotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  frrthem  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  beingwithdrawn  while  the  platea 
are  in  their  place. 

The  plates  C   and   D,  constructed,  and    applied,    an 
tonirued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  th#rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
ther can  move  wiahot  the  other. 


Anothergreat  advantage  is,  the  allowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sentmode  of  fastening  them — eachjoint  actingin- 
dependent  of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  offthe  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  Tith  the  breaking  of  rails,  whee 
and  axles,  preventing  the  loss  of  life  and  destruction 
property,  and  saving  at  ie»st  fifty  per  cent,  on  the  wea 
therolling  stock  of  the  road. 

W.    1IARVEV,   ISVENTOB    1SD  PtTEN    T* 

41  Jefferson-street,  Albany, 
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GEO.   H.   KNIGHT 


&    BROTHER 

Patent   Attorneys, 

1\.  E    Corner  Vine  &  4tl«. 


Railroad  Car  Grease 


j 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia. 

Ju  24.  flm. 
a.  G.  LOBDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 

Bl)SH&  LOBDELL 

Wiluiiaigtoii  -  —  -  -  ._  Delaware 

MANUFACTURERS   OF 
AHD 


'J 


For  R.  R.  Oars  &  Locomotive  Engines, 

ABE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    R  THEIR 

CELS2SIATED     "OUSELS, 

EITHER  SINGLE   OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    liiammered  or    Rolled    Axles, 

In  the  best  manner,  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
A  Complete  List  of  Post- Offices  in  the  United  States 
and  Territories, arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-Offices;  Pates 
of  Foreign  and  Domestic  Letter  Postage ;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  t/te  Post-Office  De- 
partment, <£c.,  <£c. 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
U.  S.  Blank  Aoency,  Cincinnati  Post-office,  j 
January,  1859,     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0..from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Officcs.  especially  of  the    Western,   North-Western,  and 
outh-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &c.,for  P.  O. Depart. 

The  book  makes  an  actavo  pamphletof  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 

S'ler  is  promptly  advised  of  all  Jfiwa  Offices,  Changes  ar.d 
egula  tions  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Ohsebve,  That  this  list  is  arranged  by  States  and  Coun 
ies,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  has  been  published  since  ]85fi.  There 
are  3<it)0  more  offices  in  this  than  in  any  book  heretofore 
issued.  Tlie  Price  is  one-haltthat  of  any  work  ofthe  kind 
now  published. 

JT_r  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-flve  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  T,v°lve 
Copies  for  $2.00, 

Address,  C.  S.  W1LL1IASIS 

194  Walnut  Street, 
***  V  Crr'e  »  s  '.i  ]  i  :Ao , 


SEWING  MACHINES. 

WM.    SUMNER   &   CO., 
Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 


BRANCH  OFFICES: 


Louisville, Ky., 
Lafayette,  lnd., 

Indianapolis,  Ind., 


Columbus,  0M 
Dayton,  0., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine. with 
important  improvements,  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  nncw  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  aLaKk  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  tu  enable  purchasers  to 
new  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

]F3='Send  or  call  for  a  circular,  containing  all  particu- 
larsrpvices,  testimonials,  etc. 

feh!2.  WM.  SUMNER  &  CO. 


MOSELEY'S 
WROUGHT  IRON 

ARCH  BRIDGES 

— AND-= 

Corrugated   Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  60  West  Third  Street.  Cincinnati,  Ohio. 

Sot.  2.  MOSELEY  &  CO. 

JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W.COKNER  FIFTH  AND  RACE, 

Cincinnati,  Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermomoters,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Hepairing  attended  to. 

.  TWITCHELL,  JAMES  FOSTKB,  Jb. 


Street  and  Other  Railroad  Iron. 


WOOD,  MORRELT.  &  CO.,  Johnstown.  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  par* 
chase  Ag.4,m.6. 

~  FREEDOM  IRON  COMPANY, " 

MA5DTACT0TER8   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pnmp  and  Piston  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co..  Perm. 

JOHN  A.  WRIGHT,  SapH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y 

rpHESE  WORKS  HAVING  BEES  ENLARGED  and 
_L   improved,  and  having  received  extensive  additions 
to  tneir  tools  and   machinery,  are  prepared  to  receive 
nd  execute  ordei  s  for 

mmmmTm  mmmm9 

AND  TENDERS,  AND 
BAILROAD  MACHINERY 

»ene_"ally ,  with  the  utmost  promptness  and  despatch 
ind  in  the  best  style. 
The  above  works  being  located  on  the5ew  YorkCca 
al  Railroad,  near  the  center  of  the  state, possess  ea- 
nerior  facilities  for  forwarding  the  r  work  to  any  partol 
he  ( ouutry,  with  out  delay . 

JOHN  ELLIS,  AjreiU. 

WALTER  I»IcQlEE.>    Sup't.  4ulfi.ly 

CINCINNATI 
LOCOMOTIVE  WORKS 


The  under  signed  a  re  prepared  to  furnish  Locomotiv 
equal  in  eniciencj  and  durability  to  the  bes>~  Haste 
manufacture.  Also,  Shaping  and  Slotting  3lachir.es 
suitable  for  railroad  shops.     Also,  all  kinds  of  heov 
forgingandcastingdoneatshortnotice .  AIso,boltsfo 
bridges  cu   with  dispatch. 

b  MOORE  &  RICHARDSON. 

TEE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Tisitorsappointed  by  the 
State,  is  under  the  superintendence  o!  Cot.  JE.  XV  , 
lUOJtGAN,  a  distinguished  graduate  or  West  Point 

ar.d  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  of  study  isthat  taughtin  thebestCollege* 
but  more  extended  in   Mathemalics-,  Mechanics,  Ma 
chines,  Construction,  A  grf  cultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

Schools   of   Architecture,  Eugineerins.  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means, and  object  of  Profession  a!preparation:  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges, $103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springe, Ky.  ""or  theundersigned. 

P.  DUDLEV. 
PreeldentoJTta  Boar 
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B.  D    MANSFIELD, 
T.  WEIGHTSOK, 


!   Editors. 


CINUIN  N  ATI: 
Thursday  Morning,    Dec.   20,  I860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERT  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE-No.  167    Walnut    Street. 


SUBSCRIPTIONS— $3  Per  Annum,in  Advance. 

Tosubscribersin  Great  Britain,  13s.  6d,  ($3)  payablein 
advance. 

0  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, single  insertion, $100 

"        **        per  month, 3  00 

"       "        six  months, 12  00 

*         **        per  annum, ..     20  00 

"    column,singleinsertion...... 5  00 

"       *»        per  month 10  00 

*'        "        six  months, 40  00 

*'        "        perannum, 80  00 

"    page,  single  insertion, 15  00 

"        •-        per  month 25  00 

**        **         six  months, llfl  00 

**       "        perannum, 200  00 

Cardsnotexceeding  four  lines,  $5,00  per  annum. 


THE  LAW   OF  NEWSPAPERS 
If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subscribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untikheyhavesettied  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher, and  thenewspapers  are  sentto  the  formerdirec- 
tion,  they  are  held  responsible. 

Subscriptions  and  communications  addressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

To  AnvERTiSERS. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
t  o  t  he  advertising  pages  of  the  Record. 


BALTIMORE  AND  OHIO  RAILROAD. 

We  are  indebted  to  W.  P.  Smith,  Esq.,  Mas- 
ter of  transportation  of  the  B.  and  O.  Road, 
for  an  advance  copy  of  the  Thirty-Fourth 
Annual  Report  of  the  officers  of  that  road. 
We  have  already,  in  our  issue  of  the  29th 
ult.,  published  the  material  portions  of  the 
facts  and  figures,  yet  the  work  contains,  in 
120  pages,  a  mass  of  statistics,  which  we  have 
carefully  filed  away  for  future  reference. 


Journal  of  the  Franklin  Institute. — 
This  old  and  well  known  Scientific  Journal, 
has  reached  the  40th  volnme  of  the  3d  series, 
or  the  70th  volume  of  the  whole  number  of  its 
existence.  It  is  published  by  the  committee 
of  the  Franklin  Ixpsitute  of  Pennsylvania, 
for  the  promotion  of  the  Mechanic  Arts  and 
is  devoted  to  Mechanical  and  Physical  Science, 
Civil  Engineering,  Arts,  Manufactures  and 
inventions.  It  is  a  useful  and  thorough  Sci- 
entific Journal  and  should  be  read  by  every 
engineer  in  the  country. 


TEN  YEARS  OF  RAILROADING   IN 
THE  UNITED  STATES- 

The  world  has  probably  never  witnessed,  in 
any  department  of  industrial  and  mechanical 
development,  such  an  extraordinary  pheno- 
menon as  that  of  railroad  construction,  in  the 
United  States,  during  the  last  ten  years. 
Railroading  had  commenced  long  before,  but 
the  larger  part  of  the  immense  number  and 
magnitude  of  railroads  in  this  country,  has 
been  made  between  1850  and  1860,  and  al- 
most altogether  between  1850  and  185Y.  To 
show  this  clearly  and  strikingly,  we  will  pre- 
sent the  number  and  length  of  railroads,  in 
each  State,  in  each  of  the  years  1850  and 
1860,  as  near  as  we  can  ascertain  them.  The 
following  table  presents  that  view,  viz : — 

1',  .  1850.              18«0. 

Maine  118  miles.    476  miles. 

New  Hampshire 171 

Vermont ....;..  235 

Massachusetts 1,125 

Rhode  Island  ,  50 

Connecticut 236 

New  York 1,208 

New  Jersey 246 

Pennsylvania 1,159 

Maryland 318 

Delaware 17 

Virginia 354 

North  Carolina  312 

South  Carolina 270 

Georgia 666 

Florida 54 

Alabama 114 

Mississippi 118 

Louisiana  51 

Texas 

Kentucky 56 

Tennessee 33 

Missouri  

Arkansas . — 

Ohio  380 

Indiana  86 

Illinois  105 

Michigan 379 

Wisconsin  

Iowa  

Minnesota  

California  

Oregon , . 


537 

564 
1,469$ 

167 

591 
2,S52 

616 
1,958 

368 

128 
1,587 

629 

748 
1,111 

109 

504 

921 

250 

152 

386 

832 

706 

3,080 

1,950 

2,820    ' 

687     ' 

735     ' 

361 

( 

22     ' 


Curtis'  Pacific  Railroad  Bill  has  passed 
the  United  States  House  of  Representatives  by 
a  large  majority. 


33  States.  7,861  mis.  27,186  mis. 

This  includes  only  the  actual  number  of 
miles  completed  and  in  operation.  We  are 
well  aware  that  statements  have  gone  out  that 
there  are  more  miles  made.  But  we  suppose 
this  to  be  an  error,  arising  from  two  causes. 
1st.  That  in  several  cases,  parts  of  a  road 
used  by  other  roads,  have  been  counted  twice; 
and  2d.  That  in  some  cases,  roads  have  been 
counted  the  whole  length,  when  parts  are  un- 
finished. We  have  counted  once  only,  all  the 
actual  miles  of  railroad.  So,  also,  there  may 
be  found  a  difference  between  one  statement 
and  that  of  others,  as  to  the  number  of  miles 
run  in  each  State.  But  here  again,  the  differ- 
ence comes  from  connecting  a  whole  line  to 
one  State,  when,  in  fact,  it  lies  in  two.  We, 
on  the  other  hand,  have  considered  the  State 
line,  as  terminating  way  roads  in  a  State. 
With  these  allowances,  we  think  but  very  little 
if  any  greater  length  of  road  than  we  have 
given  above  can  be  given,  can  be  given  in  the 
United  States.     At  most,  28,000  miles  will  be 


found  the  aggregate  of  all   separate  and  ac- 
tually running  roads. 

From  the  statement  above,  we  call  our 
readers'  attention  to  some  facts  of  striking 
interest. 

1,  The  number  of  miles  of  railroads  have 
quadrupled  in  ten  years.  In  round  numbers, 
20,000  miles  of  railroad  have  been  made  since 
1850.  At  the  average  cost  of  these  roads,  the 
actual  capital  used  in  their  construction  is 
equal  to  six  hundred  millions  of  dollars. 
Averaging  this  through  ten  years,  and  it  is 
sixty  millions  annually.  This  again  is  equi- 
valent to  the  annual  employment,  (independ- 
ent of  the  running  of  the  roads,)  of  180,000 
able  bodied  men ;  which,  at  Jive  persons  to 
each,  (the  ordinary  ratio,)  gives  a  population 
of  nine  hundred  thousand  persons  supported 
by  the  construction  of  railroads,  but  since  the 
falling  off  in  railroad  construction,  probably 
not  one  fourth  are  so  supported. 

2.  The  section  of  country  in  which  railroad 
progress  has  been  made  is  also  interesting. 
We  have  divided  the  country  into  sections, 
thus  : — 

New  England  and  N.  York...3,143  mis.  6,656  mis. 
Middle  States — N.  Jersey, 

Pa.,  Md.  and  Delaware...  1,740    "     2,962    " 
Southern  States — Virginia, 

N.  C,  S.  C,  Ga.,  Florida, 

and  Alabama 1,771   "    4,688   " 

South  Western — Miss.,  La., 

Texas,    Arkansas,    Mo., 

Tenn.,  and  Kentucky 258    "     8,347    " 

North  Western — Ohio,  Ind. 

111.,    Mich.,     Wis.,  Iowa, 

Minnesota  950   "'  9,633    " 

Pacific —   "         22   " 

We  see,  from  this,  that  it  is  in  the  West  the 
great  progress  of  the  railroad  system  has  been, 
made.  The  Eastern  North  has  about  doubled 
its  railroads,  the  Middle  States  nearly  the 
same;  while  the  South  West  has  increased 
1,200  per  cent;  and  the  North  West  1,000. 
More  miles  of  railroad  have  been  made  in  the 
seven  above  enumerated  North  Western  States 
during  the  last  ten  years,  than  existed  in  the- 
whole  Union  previous  to  1850. 


IRON  RAILROAD  BRIDGES. 

A  new  Iron  Bridge  has  recently  been  erect- 
ed on  the  Boston  &  Worcester  R.R.  near  the 
city  of  Boston.  The  Boston  Advertizer  gives 
the  following  dimensions  of  the  structure — 
"The  length  of  the  girder  or  beams,  each  of 
which  is  seven  and  a  half  feet  high,  is  97  feet 
7  inches.  The  clear  space  between  the  bearings' 
is  87  feet  9  inches,  and  the  width  of  the  floor 
is  28  feet.  The  bridge  is  substantially  com- 
posed of  three  plate  iron  girders  or  beams,  of 
the  kind  known  in  England  as  the  Fairbairn 
Girder.  The  sheets  of  which  the  web,  or  verti- 
cal member,  is  composed  are  6  feet  3J  inches 
wide  and  7i  feet  high,  and  vary  from  J  to  7-16 
inch  in  thichness ;  the  thickness  of  metal  used 
throughout  being  adjusted,  as  nearly  as  may 
be,  to  the  strains  at  the  several  parts.  The 
weight  of  the  iron  work  is  stated  to  be  60  tons 
gross." 

Our  cotemporary  of  the  Times  gives  the  fol- 
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lowing   account   of  the    testa    applied    to   this 
bridge. 

"Each  girder  was  observed  separately  at 
the  center  of  its  length,  under  different  loads, 
and  the  result  was  as  below  : 

Load  applied       Deflection 
iri'grnss  tons.        in  inches. 

North  Rirtler SMS  fl.39 

Center  Girder, 70.05  0.M 

South  Girder, 42.511  0.45 

"The  total  load  is  thus  159.30  gross  tons, 
or  about  two  tons  per  lineal  foot  of  spaD.  The 
permanent  "sett"  was  very  nearly  one  fourth 
of  an  inch,  which  having  taken  place  upon  the 
first  application  of  a  load,  brings  all  Ihe  pans 
to  a  perfect  bearing,  and  never  is  heard  of 
again.  The  ratios  between  (he  applied  loads 
and  the  deflections  produced  thereby  upon  the 
several  girders,  show  the  strength  and  the 
workmanship  to  be  very  uniform." 

The  Times  gives  the  following  comparison 
between  this  bridge  and   the  Whipple   Bridge; 

"  Let.  us  compare  now  as  near  as  possible, 
the  weights,  spans,  and  deflections  of  the  Whip- 
ple iron  openwork  truss,  out!  of  the  new  bridge 
on  the  Worcester  road.  Take  out  the  center 
girder  of  the  latter  bridge,  thus  reducing  it  to 
a  single  track  bridge,  and  take  out  also  one 
half  of  the  whole  load,  and  we  have 

THE    GIRDER    BRIDGE. 

Span  87.75  feet,  load  79.05  tens,  deflection 
(average  of  girders)  0.42  of  an  inch,  weight  of 
bridge  30  tons.     The  load  was  stationary. 

THE    WHIPPLE    BRIDEE. 

Span  80  feet,  load  101  tons,  deflection  0.75  of 
an  inch,  weight  of  bridge-.15.18  tons.  Same 
bridge  with  83  tons,  deflected  eleven  sixteenth 
of  an  inch.     Load  stationary. 

ANOTHER    WHIPPLE    BRIDGE. 

Span  68  feet,  load  75  tons,  running  over 
wedges  three  fourths  of  an  inch  high  at  12 
miles  per  hour  caused  a  deflection  at  the  center 
of  the  girder  of  ^  of  an  inch.  The  same 
load  run  over  the  same  bridge  at  20  miles  per 
hour,  (without  wedges)  deflected  it  one  inch  at 
the  center  of  the  span.  Weight  of  the  bridge 
about  16  tons. 

We  will  add  to  this  comparison  the  following 
statement  of  the  test  of  a  Moseley  Bridge 
which  we  have  before  published. 

THE    JIOSELEY    BRIOGE. 

Span  90  feet,  load  108  tons,  (48  tons  station- 
ary, 60  tons  moving  at  rate  of  25  to  40  miles 
per  hour,)  deflection  §  to  |-  of  an  inch,  accord- 
ing to  speed,  weight  of  whole  structure  13J 
tons,  weight  of  arches  6J  tons. 

The  following  is  a  tabular  statement  of  the 
bridges  : 

OIP.DER.    WHIPPLE  RURtDOES.   MOSELEY 

Spice 87.75            8ll  BH  911  rt. 

Weisht  of  Brides,  311                  15.18  IB  6J  tons 

Loul 79.05  ltil  75  108  tons 

Deflecliou. 0.42             0  75  1  Jin. 

We  are  pleased  to  see  New  England  Rail- 
Toad  Companies  at  last  turning  their  attention 
to  the  suhject  of  bridges  .with  iron.  The  gir- 
ders, one  of  which  has  been  just  tested  near 
Boston,  have  been  in  use  many  years  upon  the 
Pennsylvania  Central  and  other  first  class 
roads  and  have  given  good  satisfaction,  but  it 
is  evident  from  the  above  that  they  bear  no 
comparison  with  the  more  improved  modern 
forma,  and  it  is  also  evident  that  for  economy 
of  material  to  produce  a  given  result  and  for 
strength  and  stiffness  the  Moseley  Bridge  has 
decided  advantages  over  all  other  structures. 


'  See  advertisement  of  Palmer's  Pumps 
on  another  page. 


Kentucky  Central  Railroad. — This  road 
is  in  excellent  condition,  and  is  run  with 
great  regularity  and  promptness.  The  rolling 
stock  and  track  are  well  kept  up,  and  the  bu- 
siness done  in  a  manner  which  seems  to  be  en- 
tirely satisfactory  to  its  patrons.  We  trust 
that  the  owner  of  the  road,  although  in  no 
way  amendable  to  the  public  for  the  amount  of 
receipts  and  disbursments,  will  nevertheless 
feel  willing  to  give  the  Railroad  community 
the  benefit  of  a  statement  of  the  business  done 
and  its  cost,  and  we  feel  assured  it  will  com- 
pare favorably  w-th  the  results  obtained  from 
a  similar  amount  of  business  on  any  other 
road. 

•»••. 

Product  op  Iron  at  Makquette — The  pro- 
duct of  the  Marquette  iron  region  is  thus  given 
by  the  Marquette  (Lake  Superior)  Journal. 
iron  ore. 

Product  in  1857 .- 27.000  tons 

»         1858 3H.327  " 

"         1859 80,000  " 

"         I860 150.000  " 

Total  in  four  years...  287,327  " 

PIQ    IRON. 

Product  in  1858 2,000  tons 

"  1859 6.000  " 

»  I860 5,000  " 

Total  for  three  years  13,000  " 


cent;  in  1859.  46.56  per  cent.;  in  186'J,  41.21 
per  cent. 

R.ailroad  managers  who  believe  it  impossi- 
ble for  railroads  to  make  a  dividend  to  their 
stockholders,  should  consider  these  facts  at- 
tentively, and  see  if  there  is  not  some  means 
by  which  they  can  emulate  the  snecess  of  the 
present  management  of  the  .Baltimore  and 
Ohio  Railroad,  and.  like  them,  conquer  suc- 
cess by  reduction  of  expenses,  and  economy. 


RAILROAD  ECONOMICS. 

We  have  long  insisted  that  railroads  are  to 
be  made  profitable  in  the  future,  not  so  much 
by  increased  business  and  by  increased  rates 
of  transportation  for  freight  and  passengers, 
as  by  increased  economy  in  doing  the  busi- 
ness already  at  hand.  A  practical  illustration 
of  this  fact  is  found  in  the  late  report  of  the 
Baltimore  and  Ohio  Railroad,  published  in 
our  issue  of  Nov.  29.  This  report  shows  an 
increase  in  the  gross  receipts  of  the  road  of 
$353,277.23,  and  a  decrease  in  the  working 
expenses  of  $72,703.08,  making  a  net  gain 
of  $425,980.31 — or  6  per  cent,  interest  on 
$7,099,671.83  of  capital.  The  following  is  the 
comparative  statement  of  revenue  and  ex- 
penses in  the  past  three  years: 

In  the  year  1858,  the  revenue  was  $3,S56,- 
4S5.79,  expenses,  $2,531,199.29,  net  income, 
$1,325,286.50;  in  the  year  1859,  the  revenue 
was  $3,618,618.45,  expenses,  $1,684,997.84, 
net  income,  $1,933,620.61;  in  1860,  the  reve- 
nue was  $3,922,202.94,  expenses,  $1,616,615.- 
61,  net  income,  2,305,587.33. 

The  above  shows  an  increase  in  net  income 
from  ISoSto  1859,  of  $608,334.11 ;  from  1859 
to  I860,  $371,966.72;  from  185S  to  1860,  of 
$980,300.83 ;  or  nearly  a  million  of  dollars 
saved  to  the  stockholders  by  practicing  the 
simple  virtue'of  economy ;  and  yet  not  a  sin- 
gle man  has  been  overburdened  nor  a  single 
energy  overtaxed. 

The  following  is  the  comparative  statement 
of  percentage  of  expenses  to  receipts  for  the 
past  four  years: 

In  1857,59.79  per  cent;   in  1858,  65.63  per 


PRESERVATION   OF    TIMRER. 

We  give,  below,  a  very  interesting  commu- 
nication from  Judge  Nash,  on  the  subject  of 
the  preservation  of  timber. 

The  plan  mentioned  by  the  Judge  has  been 
found  most  efficacious.  But  the  expense  and 
trouble  attending  it  are  too  great  for  ihe  fast 
people  of  this  country. 

There  can  be,  we  think,  but  little  doubt  of 
the  durability  of  timber  prepared  with  the 
chloride  of  zinc  in  the  manner  proposed  by 
Mr.  Hewson.  The  expense  for  an  entire  rail, 
way  tie  is  only  a  quarter  of  that  for  a  single 
cubic  foot  by  the  method  practised  in  France. 
The  plan  proposed  is  too  new  to  admit  of  any 
experimental  results;  but  chloride  of  zinc 
being  a  well-known  antisceptic  and  preserva- 
tive, we  think  a  trial  of  Mr.  Hewson's  process 
worthy  the  consideration  of  our  railway  man- 
agers. The  experiment  would  cost  but  little, 
and  might  be  the  means  of  saving  hundreds 
of  thousands  of  dollars  annually. 

Gallipolis,  Dec.  12,  186U. 

Mr.  Editor: — I  see  in  your  number  of  the 
the  6th  inst.  you  have  an  article  on  the  pre- 
servation of  timber.  The  best  species  of  tim- 
ber will  last  but  a  few  years;  hence  it  becomes, 
as  you  say,  a  matter  of  vast  importance  to 
discover  some  cheap  mode  of  preparing  timber 
so  that  it  shall  last  an  indefinite  length  of 
time  on  exposure  to  the  weather  and  moisture. 

In  the  No.  of  the  Revue  Des  Deux  Mondes 
for  Nov.  1,  1860.  is  a  study  by  M.  J.  Clave, 
on  ihe  economy  of  woods  and  forests.  In  this 
article  the  subject  of  the  preservation  of  tim- 
ber is  alluded  to,  and  the  method  now  in  use 
in  France  described.  In  1838,  Dr.  Boueberie, 
of  Bordeaux,  conceived  a  plan  of  preserving 
timber  by  injecting  into  the  tree,  while  grow- 
ing, an  anti-septic  preparation  through  the 
agen;y  of  the  leaves  and  the  circulation  of 
the  sap:  but  this  method  was  found  too  slow 
and  expensive,  and  was  abandoned  for  the 
one  now  in  use. 

The  timber  is  cut  to  the  proper  length,  to 
the  length  needed  for  use;  it  is  then  laid  in 
the  yard  upon  the  ground,  with  the  bark  on, 
and  while  yet  green.  The  object  is  to  expel 
the  sap ;  and  this  is  accomplished  by  means 
of  pressure,  and  in  its  place  is  infiltrated  the 
required  anti  septic  liquid.  For  this  purpose, 
the  piece  of  wood,  cut  to  the  desired  length, 
is  laid  on  the  ground;  at  one  of  the  extremi- 
ties is  adapted  an  envelope  of  impermeable 
cloth,  which  communicates,  by  means  of  an 
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iudia  rubber  tube,  with  a  reservoir  placed  at 
about  ten  metres  (32.8  ft.)  above  the  surface 
of  the  ground.  The  pressure  thus,  in  conse- 
quence of  this  elevation,  brought  to  bear  on 
the  end  of  the  piece  of  wood,  is  sufficient  to 
drive  out  the  sap,  which  flows  out  at  the  oppo- 
site end  of  the  stick,  and  to  substitute  in  its 
place  the  conservative  liquid.  The  liquid 
placed  in  the  reservoir,  is  in  general  a  solu- 
tion of  the  sulphate  of  copper,  in  the  propor- 
tion of  1  kilogramme  of  the  salt  for  100  kilo- 
grammes of  water — (a  kilogramme  is  about 
2.2  lbs.)  This  proportion  has,  after  numerous 
experiments,  been  found  to  give  the  best  re- 
sults, as  it  imparts  to  the  wood  a  durability 
nearly  indefinite.  The  directors  of  the  North- 
ern Railway  in  France  thus  express  them- 
selves before  the  jury  at  the  universal  exposi- 
tion of  1855.  The  injected  cross-ties,  in  use 
since  1846,  are  to-day  as  sound  as  the  day 
they  were  laid  down,  and  it  is  not  possible  to 
assign  any  limits  to  their  durability.  The  ad- 
ministration of  telegraphs  has  also  stated 
that  230,000  posts,  the  preparation  of  which 
goes  back  to  1844,  are  yet  in  a  perfect  state 
of  preservation,  while  posts  not  injected  are 
unfitted  for  service  at  the  end  of  three  or 
fcur  years. 

The  cost  of  injection,  according  to  this  pro- 
cess, is  about,  13  francs  70  centimes  per  cubic 
metre;  that  is  about  7|  cents  per  cubic  foot. 
A  company  has  been  formed  in  France  for  the 
purpose  ot  preparing  timber  in  this  way,  and 
is  now  largely  engaged  in  the  business. 
Though  it  costs  more  to  inject  wood  with  the 
bark  on  and  green  than  when  pealed  and  dry, 
yet  it  is  found  that  wood  prepared  in  a  green 
state  with  bark  on  is  much  more  durable.  It 
is  also  harder  to  work  after  it  has  been  thus 
injected  than  before. 

All  6pecies  of  wood  are  not  equally  well 
calculated  for  this  process  of  injection.  The 
beech,  birch,  poplar,  fir  come  in  the  first  class; 
the  other  resinous  woods  come  next,  because 
the  resin  which  they  contain  hinders  the  in- 
filtration of  the  liquid.  The  sap  only  of  the 
oak  can  be  affected  by  the  infiltration;  the 
liquid  will  not  penetrate  the  heart.  This  in- 
jection does  not  modify  the  constitution  of  the 
wood;  it  only  secures  its  preservation;  and 
hence,  timber  thus  prepared  will  be  used 
mostly  in  places  where  it  is  exposed  to  the 
weather  and  moisture,  such  as  telegraphic 
posts,  railroad  ties,  joists  for  bridges,  &c. 

Whether  this  process  is  less  expensive  than 
that  of  Mr.  Hewson,  I  can  not  say,  as  the  two 
calculations  are  made  in  very  different  modes. 
It  is  a  matter  of  deep  importance  to  our  rail- 
ways, especially  in  the  cost  of  repairs,  whether 
the  ties  will  last  indefinitely,  or  have  to  be 
replaced  every  five  or  six  years.  The  saving 
will  be  many  millions  a  year  to  the  railroads 
of  the  United  States.  M.  Clave  calculates 
that  timber  thus  prepared  will  last  for  fiftv 
years. 

M.  Clave  notices  in  his  study  several  other 


modes  of  preparing  the  timber,  but  gives  the 
preference  to  this.  I  see  that  your  article 
contains  no  statement  as  to  the  durability  of 
timber  prepared  on  the  plan  proposed  by  Mr. 
Hewson.  In  this  study  of  M.  Clave,  we  have 
facts  on  this  important  point. 

Yours,  Simeon  Nash. 


NEW  YORK   CENTRAL    RAILROAD. 

This  company  held  its  annual  meeting  in 
the  city  of  Albany  on  Dee.  12.  The  annual 
report,  of  which  we  give  a  synopsis  below, 
shows  the  total  receipts  of  the  company,  in 
the  year  ending  September  30,  I860,  to  have 
been  $6,957,241.01  —  being  an  increase  of 
$756,393.19  over  last  year's  exhibit. 

At  the  annual  election,  the  following  gen- 
tlemen were  chosen  directors  for  the  ensuing 
year;  Erastus  Corning,  Albany;  Dean  Rich- 
moad,  Buffalo;  John  H.  Chedell,  Auburn; 
Livingston  Spaaker,  Palatine;  Alouzo  C. 
Paige,  Schenectady;  Cornelius  L.  Tracy, 
Troy;  Jacob  Gould,  Rochester;  Nathaniel 
Thayer,  Boston;  John  V.  L.  Pruyn,  Albany; 
Charles  H.  Russell,  New  York;  Henry  H. 
Martin,  Albany;  Richard  M.  Blatchford,  New 
York;    Hamilton  White,  Syracuse: 

Inspectors  of  next  election,  George  Dexter, 
Albany ;  Rufus  G.  Beardslee,  New  York ; 
Stephen  Groesbeck,  Albany. 

The  report  gives  the  following  statistics  of 
the  financial  condition  of  the  company: 

The  amount  of  Capital  Stock  now  paid  in, 
$24,000,000.00.  The  total  amouut  now  of 
Funded  Debt,  $14,332,523.06. 

The  following  is  a  detailed  statement  of  the 
Funded  Debt: 

Debt  Certificates  or  Premium  Bonds,  issued 
to  the  Stockholders  under  the  15th  Article  of 
the  Consolidation  Agreemeut,  dated  August 
1st,  1853,  payable  May  1st,  1883,  with  interest, 
at  the  rate  of  6  per  cent,  per  annum,  from 
May  1st,  1853,  payable  Semi-annually,  in  the 
city  of  New  York,  on  the  1st  of  May  and  the 
first  of  November,  $8,892,600.00 

Deduct  the  amount  of  these  Certificates 
purchased  for  the  Sinking  Fund,  provided  for 
their  payment  by  the  1  6th  Article  of  the  Con- 
solidation agreement,  $1,147,600.00. 

Amount  outstanding  of  the  debts  of  the 
former  companies  composing  the  line,  assumed 
by  this  Company  under  the  fifth  Article  of  the 
Consolidation  Agreement,  the  particulars  of 
which  debts  have  been  stated  in  previous  Re- 
ports, $550,371.00. 

Bonds  of  the  Buffalo  and  Niagara  Falls 
Railroad  Company,  assumed  by  this  Company 
under  the  agreement,  by  way  of  lease,  between 
the  two  companies,  payable  October  1st,  1864, 
interest  at  7  per  cent,  per  annum,  payable  in 
the  city  of  New  York,  semiannually,  on  the 
1st  of  January  and  the  1st  of  July,  $5,000.00 
Bonds  for  funding  the  principal  of  the  debts 
assumed  by  this  Company  for  the  former  Com- 
panies, at  the  time  of  consolidation,   dated 


August  1st,  1856,  payable  August  1,  1876,  in- 
terest at  7  per  cent,  per  annum,  payable  in  the 
city  of  New  York,  semi-annually  on  the  1st  of 
February  and  the  1st  of  August,  $1 ,308,000  00. 
Bonds  to  the  Stockholders  of  the  Buffalo 
and  Niagara  Falls  Railroad  Company,  under 
the  agreement  before  referred  to,  dated  Feb. 
1st,  1854,  payable  May  1st,  1883,  interest  at  S 
per  cent,  per  annum,  from  the  1st  of  July, 
1853,  payable  in  the  city  of  New  York,  semi- 
annually, on  the  1st  of  May  and  the  1st  of 
November,$6,000.00. 

Bonds  given  for  Railroad  s'.ock  (as  stated 
in  previous  Reports,)  dated  August  1st,  1853, 
payable  May  1st,.  1883,  interest  at  6  per  cent, 
per  annum,  from  the  1st  of  May,  1853,  paya- 
ble in  the  city  of  New  York,  semi  annually  on 
the  1st  of  May  and  the  1st  of  November, 
$680,000. 

Bonds  issued  at  different  times  for  the  pur- 
chase of  Real  Estate,  payable  May  1st,  1883, 
interest  at  6  per  cent,  per  annum,  payable  in 
the  city  of  New  York,  semi-annually  on  the  1st 
of  May  and  the  1st  of  November,  $175,000.00. 
Bonds  and  Mortgages,  some  existing  before 
Consolidation,  assumed  and  given  for  part 
consideration  of  Real  Estate  purchased,  paya- 
ble at  various,  times,  up  to  1866  with  interest 
at  7  per  cent,  per  annum,  with  the  exception 
$25,502,50  of  the  amount,  the  interest  upon 
which  is  at  6  per  cent,  per  annum,  $253,151.46. 
Bonds  of  this  Company,  dated  15th  of  June, 
1854,  payable  15th  of  June,  1864,  interest  at 
7  per  cent,  per  annum,  payable  in  the  city  of 
New  York,  semi-annually  on  the  15th  of  June 
and  the  16th  of  December,  $3,000,000.00. 

Bonds  of  this  Company,  dated  1st  of  August, 
1859,  payable  1st  of  August,  1876,  interest  at 
7  per  cent,  per  annum,  payable  m  the  city  of 
New  York,  semi-annually,  on  the  1st  of  Feb- 
ruary and  the  1st  of  August,  with  the  privilege 
of  converting  the  principal  into  stock  of  the 
company,  at  par,  on  the  terms  therein  men- 
tioned, at  any  time  within  ten  years  from  the 
date  thereof,  $500,000.00. 

The  tolal  amount  of  Funded  debt,  Sept, 
30th,  1860,$14,  332,523.06. 

The  Company  has  no  Floating  Debt. 
During  the  year  the  Company  has  occa- 
sionally given  acceptances,  as  heretofore;  the 
amount  of  such  acceptances  outstanding  at 
the  close  of  the  fiscal  year,  was  $127,375.50; 
all  of  which  have  matured  and  been  paid  be- 
fore the  verification  of  this  Report. 

The  average  rate  per  annum  of  interest  on 
Funded  Debt,  6  33-100  per  cent. 

The  following  is  a  statement  of  the  Capital 
Stock  and  Funded  Debt,  from  the  date  of  the 
consolidation  of  the  various  Companies,  com- 
prising the  New  York  Central  Company,  to 

the  present  Report: 

Year.  Capital  Stock  Funded  Debt. 

1  aid  in 
18-i? 822,213,983  PI  $11,564  (ISC  03 

lav* 2:i,ui;;,-ii5u:>  ».im«  isi.im 

1H55 •J4,154.Hi    (ili  14,VG«,742  3-2 

lHoli 24,l"b',(ilill  G!>  14.7c!3>9729 

1857 24,136,G6ll69  14,U07.SJO  17 

1858 24J82,40lfGU  14,  1,2.034  09 

1859 24,0,0,1.10  00  14.333,77121 

18«0 24,01,(1,000  00  14,332,52306 
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The  total  amount  of  Funded  debt  and  Capi- 
tal Stock  was — 

1853 $33,778,087  43 

1854 35,014,536  04 

1855 38,817,0(13  01 

1850 38,91)0,557  98 

1857 38,744,170  76 

1858 :)8,5P5,034  09 

1859 38,333,771  21 

1800 38,332,523  06 

During  the  last  fiscal  year,  $318,000  of  7 
per  cent.  Convertible  Bonds,  payable  in  1876, 
being  Bonds  of  the  issue  representing  part  of 
the  Surplus  Income  of  the  Company  hereto- 
fore expended  for  Construction,  have  been 
disposed  of  at  par,  and  the  amount  thus  re- 
funded to  Income  account  has  been  re-in- 
vested in  Lake  Propeller  Stock. 

COST    OF    ROAD   AND   EQUIPMENT. 


Last  Roport. 

90,777,100  60 

808,067  91 


Present  time. 
86,777,100  00 
808,067  91 

10,340,041  17 


603,528  92        603,528  92 


150,000  00         150,100  00 


For  Graduation  and  Masonry. 

For  Bridges 

For  Superstructure,  includ- 
ing iron 10,213,135  02 

For  Passenger  and  Freight 
Stations  Buildings,  and 
Fixtures 1,174,96485      1,170,52078 

For  Engine  and  Car  Houses, 
Machine  Shops,  Machi- 
nery and  Fixtures 770„«0701  845,11330 

For  Land,     Land   Damagea 

and  Fences 4,027,844  57      4.089,117  11 

For  Locomotives  and  Fix- 
tures, and  Snow  Plows. .        2,351,406  12      2,351,406  12 

For  Passenger  and  Baggage 

Cars 851,12781  851,12781 

For  Freight  and  other  Cars,        2,054,483  34      2,054,483  34 

For  Engineering  and  Agen- 
cies  

Construction  sccolint  of  the 
Rochester  and  Lake  Onta- 
rio Railroad  Co 

Construction  account  of  the 
Buffalo  and  Niagara  Falls 
Railroad  Co 658,92156        658,92156 

Construction  account  of  the 

Lewiston  Railroad  Co 400,000  00        400,000  00 

Totals   cost  of  road  and —       — — 

Equipment $30,840,713  71  §31, 106,094  62 

The  total  length  of  the  main,  side  and 
branch  lines  owned  by  the  Company,  is, 
555,  88  miles. 

The  whole  length  of  the  first  track,  laid  on 
road  way,  laid  on  main  lines  and  branches 
measuring  the  length  of  the  road,  exclusive 
of  second  tracks  and  sidings,  555,88  miles. 

The  length  of  the  second  track,  laid  on  main 
lines  and  branches  (exclusive  of  sidings  and 
turnouts  less  than  one  mile  in  length)  243,53 
miles. 

The  length  of  sidings,  turnouts  and  switches 
la':d  on  main  lines  and  branches,  120,89  miles. 

The  total  length  of  equivalent  single  track, 
laid  on  main  lines  and  branches,  adding  to 
the  length  of  the  first  track  the  length  of  the 
second  track,  of  the  sidings  and  of  the  turn- 
outs, 920.30  miles. 

The  length  of  the  Niagara  Bridge  and 
Canandaigua  Railroad,  leased  by  this  Com- 
pany, is,  from  Suspension  Bridge  to  Canan- 
daigua, 98.46  miles.  Branch  line  to  Elevator 
at  Towanda,  1.63.  Sidings,  turnouts  and 
switches,  3.42,  Total  length  of  equivalent  sin- 
gle track,  103,51.  Weight  of  rail  per  lineal 
yard,  57  to  62J.lbs.  The  number  of  locomo- 
tive engine  houses  and  shops,  3. 

The  following  is  a  complete  statement  of 
roadway  for  several  successive  periods: 

Length  of  Road.    Length  of  Rail. 


1853 
1854 
1856 
1858 
1869 
1«60 


534,25miles 805,25 

662,75 859,00 

555,88 867,68 

555,88 891.09 

555.88  900,29 

555,88 920,36 


EQUIPMENT. 

Number  of  locomotive  engines,  216.  Num- 
ber of  first  class  passenger  cars  (rated  as  8- 
wheel  cars,)  196.  Number  of  second  class 
and  emigrant  cars  (rated  as  8-wheel  cars,)  39. 
Number  of  baggage,  mail  and  express  cars 
(rated  as  8-wheel  cars,)  61.  Number  of  freight 
cars  (rated  as  8-wheel  cars,)  2,644.  Number 
of  gravel  cars  and  other   service   cars,    350. 

DOINGS  OF  THE  YEAR  IN  TRANSPORTATION  AND 
TOTAL  MILES  ROT. 

Miles  run  by  the  passenger  trains,  1,816,279. 
Miles  run  by  the  freight  trains,  2,344,881. 
Miles  run  by  the  wood,  gravel  and  construc- 
tion trains,  332,053.  Aggregate  miles  run  by 
the  passenger  cars  in  passenger  trains,  5,535,- 
003.  The  same  by  baggage,  mail  and  express 
cars  in  passenger  trains,  2,292,921.  The  same 
by  freight  cars  in  passenger  trains,  5,964,723. 
Aggregate  miles  run  by  all  cars  in  passen- 
ger trains,  13,792,647.  Average  rate  of  fare 
charged,  viz:  For  first  class  through  passen- 
gers per  mile,  2  cents.  A  small  reduction  has, 
at  times,  been  made  on  fare  for  a  long  line 
owned  by  several  companies,  or  at  competing 
points.  For  first  class  way  passengers,  per 
mile,  2  cents.  For  second  class  and  emigrant 
through  passengers  per  mile,  1  cent.  For 
second  class  and  emigrant  way  passengers  per 
mile,  1  cent.  Average  rate  of  fare  charged 
for  all  classes  of  passengers,  1.92.  Number  of 
through  passengers  of  all  classes,  carried  with 
ways,  142,068.  Way  passengers,  2,119,168. 
Number  of  passengers  (all  classes)  carried  in 
cars,  2,261,136.  Number  of  miles  traveled 
by  passengers  (all  classes)  126,588,091.  Num- 
ber of  tons  (2,000  lbs.)  through  freight,  412,- 
526.  Way  freight,  615,657.  Number  of  tons 
(2,000  lbs.)  of  freight  carried  in  cars.  1,028,183. 
Total  movement  of  freight,  or  number  of  tons 
carried  one  mile,  199,231,392. 

The  amount  of  freight  of  the  products  of  the 
forest,  42,305  tons.  Of  animals,  223,362.  Of 
vegetable  food,  343,872.  Other  agricultural 
products,  39,169.  Manufactures,  77,256.  Mer- 
chandise, 201,587.     Other  articles,  100,632. 

Average  rate  of  speed  adopted  by  other 
ordinary  passenger  trains,  including  stops, 
21  miles  per  honr.  Rate^of  speed  when  in 
motion,  2?.  Average  rate  of  spend  adopted 
by  express  trains,  including  stops,  30.  Rate 
of  speed  of  same  when  in  motion,  35.  Aver- 
age rate  of  speed  adopted  by  freight  trains, 
including  stops,  12,  Rate  of  speed  of  same 
wheu  in  motion,  15.  Average  weight  in  tons 
(2000  lbs.)  of  passenger  trains,  exclusive  of 
passengers  and  baggage,  110.  Average  weight 
in  tons  of  freight  trains,  exclusive  of  freight, 
180. 

EARNINGS,    RECEIPTS   AND   PAYMENTS. 

Earnings  and  Receipts. 

From  Passengers $2,569,265  13 

Through  Passengers 777,470,  14 

Way              "             1,729.059  99 

Through  Freight 2,479,507  78 

Way            "           1,616,425  75 

From  Freight 4,095,933  53 

From  other  sources 292,042  35 


Total.. $6,957,24101 


Payments  other  tlw.nfor  Construction. 


For  Transportation  Expenses,  Tiz  : 

For  Passenger  Business $1665,014  11 

For  freight  Business 2,013,826  70 


For  Interest,  including  interest 

on  Debt  Certificates' held  for 

the  Sinking  Fund $9»5,2?2  04 

For  Sinking  Funds 115,266  50 

For  Rent  of  Niagara  Bridee  and 

Canandaigua  Railroad.'. 60,000  00 


$4,278,840  SI 


For  Dixidends,  viz  : 

Feb.  I860,  3  per  cent $720,000  00 

Aug.,  I860,  3  per  cent 720,000  00 


1,160,538  54 


•  $1,440,000  00 


Transportation  expenses  for  the  year  end- 
ing September  30th,  1860,  61.49  per  cent,  of 
the  gross  earnings,  for  the  same  period. 

1853 $4,787,520  17 

1854 5.918.334  50 

1855 6,563.581   14 

1856 7.707.348  18 

1857  8,027.251  41 

J858 6.528,412  70 

1859 6:200,848  82 

1860 6,957,241  M 


Total  for?  years £47.903.017  7G 

Expenses  of  the  Road,  Maintaining  Roadway 
and  Real  Estate. 

Passengers $620,563  52 

Freight 938.900  36 

$1,551,483  88 

Operating  the  Road. 

Passengers $616,187  )7 

Freight 1,207,265  07 

$1,923,452  24 

Repairs  of  Machinery. 

Passengers 328,243  42 

Freight 475,661  27 


$803,904  69 
Total  Expenses $4  278,840  81 

Income   Account  for  year  ending  September 
30,  1860- 

Cr.    Balance,  Sept.  30,  1859 $1,6)9,150  55 

Receipts  to  Sept.30,  1860 6,957,241  01 

$8,576,391  56 
Dr.  Expenses  of  maintaining  and  operating 

Koad $4,278,840  M 

Coupons  and  interest 985,272  04 

Dividend,  Feb,  I860 $720,000  00 

Aug.,  1800 720,000  00 

$1,440,000  80 

Future  Income  :  Amount  of  one 
year's  contribution  to  Sinking 
Funds  transferred  to  Current  In  • 
comeaccount — Debt  Certificates,  $111,631  50 
Boards  to  Buffalo  and  Niagara 
Falls  Railroad  Company. ..'....        3,435  00 

s $115,2G6  SO 

Rent  Niagara  Falls  and  Canandaigua  Railroad       60.000  00 
Balance,  Sept.  30,  lcOO" 1,697,012  21 

$8,576,391  50 

Balance  Sheet. 

Cr.    Capital  Stock $24,000,000  00 

Funded  Debt- 14,332,523  06 

Bills  Payable 127,375  50 

Unclaimed  Dividends $9,036  80 

Expenses  of  operating  road  paid 

in  October 144,316  60 

Coupons  and  interest,  accrued  to 

Sept  30 328.183  43 

$481.536  73 

Income  account,  Balance,  Sept.  30,  I860 1,697,012  21 


$40,638,447  50 


Dr  '  Railroad  and  Equipment $31,106,094  62 

Cash  in  Banks $70,605  83 

Passenger  and  Freight  Agents' 

balances  since  remitted 371.749  73 

442,355  56 

Buffalo  and  State  Line  Railroad 

Stock 557,800  00 

Troy  Union  Railroad  Stock 34,700  00 

Hudson  River  Bridge  Company 

Stock 30.24S  00 

Lake  Propeller  Stock 341,591  50 


SS4,331  50 


Future  Income  :  Proportion  of  Debt  Certificates 
chargeable  to  Income  of  Company,    from 

Sept.  30.  1860,  tj  May  1,  1SS3 7,831,000  00 

Fuel  and  Supplies  :  Surplus  beyond  $1,000,000    143,732  15 

Bills  Receivable $50,002  69 

General  Post  Offiee  Department 26.005  53 

Real  Estate  (Buffalo  and  Niagara 

Falls  Railroad) 32,500  CO 

Real  Estate, (Oliver  Lee  ,fc  Co.'s) 

Bank 35,213  88 

$143,732  15 


$40,638.44?  50 

Accidents. — There  have  been  killed   dur- 
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ing  the  year  1  passenger,  8  employees,  and 
34  others.  Total,  43.  Injured,  1  passenger, 
4  employees,  and  10  others.     Total  15. 

The  cause  of  death  to  the  passenger  killed 
was  by  falling  from  the  ears  while  in  motion. 
The  cause  of  injury  to  the  passenger  injured, 
was  by  jumping  off  the  train  while  in  motion, 
one  employee  was  killed  by  a  collision,  and 
two  were  injured.  Two  were  killed  while  at 
work  on  trains.  Two  were  killed  and  one  in- 
jured by  falling  from  the  cars.  Three  were 
killed  and  one  injured  while  walking  and 
standing  on  the  track.  Of  persons  not  con- 
nected with  the  road  or  train,  one  was  killed 
while  standing  on  trains;  two  were  killed  and 
two  injured  while  jumping  off  trains  in  mo- 
tion. Thirty-one  killed  and  eight  injured 
while  walking  or  standing  on  the  track. 


DAYTON  AND  WESTERN  RAILROAD. 

We  are  in  receipt  of  a  copy  of  the  last  an- 
nual report  of  the  President  and  Directors  of 
the  Dayton  and  Western  Railroad  Company, 
containing  also  a  report  of  the  Committee  on 
Capitalization.  The  construction  account  is 
now  closed,  and  amounts  to  $1,025,798.99. 
The  net  income  for  the  year  just  closed  (Aug. 
31)  is  $62,045.12. 

EXPENDITURES. 

Cr. 
By  amount  paid  balance  due  Ind,  Cen. 

Co,  for  1859 $6,7C2.S5 

Bj' paid  Accept  ofl859 5.500.C0 

"         1859 2,000.00 

"        "         1859 4,500.00 


track  repairs,  1859.- 

expenses  and  other  aec'ts. 


1,736.99 
1 ,444.81 


318,702.95 


3,181.80 


Total    paid  for  the  year  ending 

ing  Aug.  31,  1859 §21 ,884.75 

By  paid  Graduations 8.40 

,fc        Water  Station  repairs S.38 

"        Ditching 328.94 

"         Bridge  repairs 396.68 

**        On   Renewal   Act,    ties    and 

labor ,.  ...  J2.880.24 

By  paid  track  repairs 5,240. 7C 

By  Ind.  Cen.  Co.  excess  of  invest- 
ment interest 1,643,99 

By  paid  freight,  house  repairs, 06.30 

"     Taxes,  Montgomery  and  Pre- 
ble counties 1,429,77 

By  paid  Columbus  and  Xenia  Railroad 

Company 525.e6 

By  paid  intereston  Mr.  Schencks  note  350.00 
By  paid  Bond  Interest,  1st  and  2d 

Mortgages 27,281 .10 


-§40,160.37 

$62,045.12 
ABSTRACT  OF   THE    REPORT   OF     THE     COMMITTEE 
OF   CAPITALIZATION. 

To  the  Directors,  Stockholders  and   Creditors 
,  o/the  Dayton  and    Western  Railroad  Co. 
The  undersigned  committee  to  whom  wa 
referred  the  annual  report  of  the  affairs   o3 

he  company,made  by  its  President,  August  3), f 
1860,  with  instructions  to  condense  the  same 
for  publication,  and  at  the  some  time  report 
some  plan  of  relief  for  the  company  from  its 
financial  embarrassments,  have  discharged 
that  duty  and  present  as  follows: 

Report  presented  by  the  late  President  gave 
a  detailed  exhibit  minutely  setting  forth  the 
items  of  receipts  and  expenditures,  but  it  is 
deemed  more  satisfactory  to  present  a  con- 
densed statement,  presenting  the  past,  pres- 
ent, and  prospective  business  of  the  company. 

GENERAL  CONDITION  OF  THE  COMPANY. 

August  31,  I860. 

RESOURCES. 

Machine  Shop  nnd  fixtures $25,051.73 

Engine  House 11,508.82 

Dayton  and  N.  Paris  Warehouses 12,64423 


Extension  track  through  Dayton 18,104.50 

Dayton  Depot  Ground  and  dwelling 12.378  34 

Equipment  of  Road 104,911.91 

Road  construction,  bridges.  Sec., 919,486.35 

81,104,085.88 

LIABILITIES. 

Capital  Stock $"07,240.26 

1st.  Mortgage    300,000.00 

2nd  Mortgage  250,0(10.00 

2d  Mortgage  sold 1011,000  00 

Debt  to  Dayton  City 57,00.00 

Olher  liabilities 80,845.62 


$1,104  085.88 

In  addition  to  the  liabilities  on  account  of 
3d  mortgage  bonds  stated  above,  there  are 
$41,000  outstanding  as  collateral  to  the  lia- 
bilities of  the  company,  but  which  will  be 
cancelled  on  payment  of  the  claims  to  which 
they  are  pledged.  In  addition  to  the  liabil- 
ities stated,  there  are  perhaps  $1,500  or 
$2,000  due  for  unadjusted  claims  of  right 
of  way,  and  other  matters  not  brought  into 
accoant  There  should  be  added  to  the  re- 
sources also  an  estimated  balance  due  on  joint 
running  account  from  Indiana  Central  Co., 

$1,873.41 
Mad  River  and  Lake  Erie  Income 

Bonds, $2,000.00 

The   tables  given  by  the  committee  exhibit  the 
total  income  for  the  year  ending  August  31, 


holds  of  those  bonds  $28,500  given  for  pur, 
chase  of  track  through  the  city  of  Dayton 
and  to  secure  which,  said  company  holds  a 
1st  mortgage  on  our  road  from  Ludlow  to 
Wayne  street,  i'our  Committee  entertains  no 
doubt  that  the  directors  of  that  road  will  be 
disposed  to  act  with  liberality  in  the  adjust- 
ment of  their  claim.  It  is  also  hoped  that 
the  several  roads  entering  the  city  from  the 
east  and  west,  will  unite  in  the  ownership  of 
the  two  tracks  through  the  city,  and  that  by  a 
sale  of  a  portion  of  our  road  in  the  city,  we 
will  be  able  to  liquidate  the  debt  to  the  Cin- 
cinnati, Hamilton  and  Dayton  Company. 

The  table  last  presented  showing  an  esti- 
mate for  the  year  1861  includes  payment  of 
interest  on  the  first  mortgage  bonds.  Thero 
would  remain  unprovided  for  the  following : 

2d  Mortgage  Bonds. 

3d 

City  of  Dayton 

Other  debls 


$350.roo.in 

109.000. HO 

57.000.00 

.  80,845.62 


Ordinary  expenses $56,444.42 

Extraordinary 7,940.08 

Total 

Income  account  for  year  ending  August  31, 

1860 

Ordinary  expenses $38,460.75 

Extraordinary  expenses 1,691.50 

Balance   due  D.   &   W.  Co.   by 

joint  account 1,823.41 


.  $66,386  50 


$64386,50 
62,025.66 


.$17,500.00 
7,630.110 
3,020,00 
4,850.70 

$33,900.70 

,373.41 


$62,025.66 

The  following  table  presents  an  estimate  of 
the  probable  receipts  and  expenditures  for 
the  year  ending  Aug.  31st,  1861.  From  pres- 
ent indications,  the  receipts  will  exceel  those 
of  the  last  two  years,  but  the  probable  cost  of 
rapoiring  bridges  and  repairs  to  track,  in- 
cluding renewal  of  ties,  will  increase  the  ex- 
penditures. It  is  believed  that  the  estimate 
made  is  rather  against  the  Company,  and  the 
result  of  the  year  will  be  more  favorable  than 
here  presented,  but  the  casualities  incident 
to  operating  railroads  render  all  predictions 
uncertain. 

ESTIMATE  FOR  1861 — RECEIPTS. 

Dayton  and  Western  Co.  proportion   of  nett 
earnings  ■  > 

Balance  due  from  Indiana  Central  Company. . 


$65,01-0.00 
1,873.41 


EXPEND  ITURES. 


$66,873.41 


Expense  account,  embracing  taxes $2,600.00 

Track  repairs  and  bridges 12,000.00 

Cross  ties  for  renewal 3,' 00, 00 

Interest  on  Haines1  debt 490.00 

Faariesand   contingencies 1,510.00 

Interest  on  Is    mortgages 21,000.00 

Applicable  to  debt  of  Company 26,373.41 


$66,873.41 

It  will  be  perceived  that  the  foregoing  esti- 
mate contemplates  payment  of  interest  only 
on  the  first  mortgage  bonded  debt,  and  is 
based  on  the  supposition  that  the  plan  for 
capitalization  submitted  will  be  carried  out. 

Should  the  foregoing  estimate  be  realized, 
and  the  proposed  plan  for  liquidating  debts 
be  resolved  upon,  there  would  still  remain 
alter  31st  August,  1861,  about  $7,000  of  float- 
ing debt  chargeable  upon  the  revenues  of 
1862,  against  which,  and  for  contingencies, 
there  would  remain  undisposed  of  $19,220.64 
of  the  new  stock. 

Tue  plan  hereafter  submitted  is  based  upon 
the  liquidation  of  all  the  3d  mortgage  bonds 
at  the  rate  cf  33  per  cent.,  but  some  modifi- 
cation may  bo  required  from  the  fact  that  the 
Cincinnati,  Hamilton  and  Dayton   Company 


To  which  surplus,  as  shown  by  estimate  for  1861, 
may  be  applied 

Leaving  annual  deficit $7,227.29 

If  no  adjustment  of  the  floating  debt  is 
made,  the  above  deficit  will  be  increased  by 
sale  of  3d  mortgage  bonds,  held  as  collateral 
for  a  portion  of  the  floating  debt. 

From  the  foregoing  presentation  of  the 
affairs  of  the  company,  it  is  apparent  that  the 
receipts  are  inadequate  to  the  requirements  of 
the  company,  and  that  were  it  possible  to 
struggle  along,  and  carry  the  debts  of  the 
company  even  for  years,  its  condition  would 
grow  worse,  and  end  in  utter  bankruptcy. 
Your  Committee  can  see  no  means  of  avert- 
ing such  a  catastrophe  but  by  adopting  some 
plan  of  capitalization,  requiring  a  voluntary 
sacrifice  from  stockholders  and  every  class  of 
creditors.     The  following  plan  is  proposed: 

Plan  of  Capitalization, 

The  First  mortgage  to  remain ;  and  by  con- 
tract with  the  holders  of  bonds  to  continue  a 
debt  for  not  exceeding  twenty  years,  payable 
at  any  time,  at  the  pleasure   of  the  company, 
but  payment,  not  to  be  coerced  except  after 
default  in  paying  interest  for  sixty  days.    New 
sheets  of  coupons  to  be  issued  for  each  bond 
for  the  extended  time,  but  the  lien  of  security 
of   such   bondholders   to   be   in   no   manner 
changed  or  impaired.     In  consideration  of  the 
advantages  that  will  result  to  the  holders  of 
first  mortgage  bonds,  by  cancelling  all  other 
debts   of  the   company,    including   all   other 
mortgages,  thereby  making  their  mortgage,  a 
security,    safe  beyond   contingency,   and   in- 
suring the  prompt  payment  of  interest,   and 
the  '"final   extinguishment  of  the  bonds,    the 
holder  will  be  required  to  surrender  to  the 
company  the  coupon  due  March  1st,   1861,  to 
be  cancelled  without  payment.     The  plan  pre- 
sented by  your  committee  can  not  be  carried 
into  effect  otherwise;  and  they  feel  confident 
that  a  greater  loss  will  fall  [upon  the  holders 
of  such  bonds,  should  it  become  necessary  to 
protect   their   rights    by    legal    proceedings. 
From  the  disposition  evinced  by  holders  who 
have  been  consulted,  they  are  warranted    to 
conclude  that  this  proposition  will  meet  with, 
general  approval, 

PLAN  OF  CAPITALIZATION. 

It  is  proposed  that  all  bonds,  (except  the 
first  mortgage,)  and  all  debts,  (except  one  of 
$7,000  due  the  estate  of  Job  Haines,)  secured 
on  real  estate,  and  all  stock  shall  be  gradu- 
ated and  sunk  into  a  new  capital  stock,  not 
exceeding  in  the  aggregate  $300,000.00,  as 
follows: 
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S2i0,0'.  0  2nd  Mnrtzgge  Bonds  at  78  els.  on  the 

Dollar... $  1 05,000.00 

]C9,0<1li  3irl  Mortgage  Bonds) 
8,1:1  (I  3rd  (Co.laleial  )         t 
S11.,UU0I.U  counted  iit  face@33  eta.  on  the 

Dullir 38,610.00 

$50  00X00    Deht  City  of  Dayton  J 

Old  Slock  collateral  J 

15,381.37   floating  debt.  j 

$11,381.37  at25c.  on  the  Dollar 16,345  34 

:.II7  240  20  Old  Stock  at  He.  on  the  Dollar 3(1,724,03 

Stuck   reserved  for  contingencies  and  overlooked 

debts 10.32(1.64 


Total . 


.  g:ino,cuo  to 


One  interest  coupon  is  io  be  donated  by  2d 
mortgage  bond  holders,  being  .six  months' 
interest  on  3d  mortgage  bonds  and  floating 
debts  is  excluded,  and  to  be  sunk  by  the  hold- 
ers. 

The  foregoing  schedule  disposes  of  all  the 
debts  of  the  Company  except  the  following: 

Debt  to  Job  Haines'  estate,  secured  by  mort- 
gage on  dwelling  house  and  Depot  ground,  to 
remain  a  debt  17,000. 

Debt  due  J.  N.  C.  Schenek, necured  by  3d 
mortgage  bonds,  chaatel  mortgage  and  per- 
sonal security ••••" »7,000.<IO 

Due  Columbus  and  Xeiiia  Railroad 1,858.60 

Track  hands  estimated 3,764.96 

Acceptances  outstanding 31,000.00 

$43,623.56 

To  pay  above,  we  have  contribution 
of  6  months1  Interest  by  1st  mort- 
gage Bondholders,  as  per  Sche- 
dule  810,500.00 

Estimated  surplus  for  theyear  1861    26,4,3.41 

To  be  paid  in  reserved  stocks  or  by 
receipts  of  1862 0,750.15 

$43,623.56 

Your  Committee  has  not  expected  to  attain 
entire  accuracy,  either  in  the  amount  of  debts 
due  the  company,  nor  in  the  assets,  as  there 
are  several  unadjusted  claims  that  may  change 
the  estimate  here  presented,  but  can  in  no 
■wise  materially  affect  the  result.  Having  now 
discharged  the  duty  committed  to  us,  we  sub- 
mit our  labors  to  those  interested.  We  do  not 
expect  universal  approval.  It  is  an  unplea- 
sant task  to  propose  to  creditors  a  surrender 
of  claims  that  may  have  cost  them  the  value 
expressed  on  their  face;  but  it  must  be  re- 
membered that  the  value  is  already  sunk,  and 
we  only  propose  a  plan  to  save  further  sacri 
fice.  The  holders  of  the  first  mortgage  are 
secure,  but  if  no  plan  for  relieving  the  com- 
pany is  adopted,  their  interest  must  be  pro- 
tected by  law.  What  they  are  required  to 
contribute  to  so  desirable  a  result,  is  a  half 
year's  interest,  which  will  be  less  than  the 
costs  necessarily  to  be  incurred  in  protecting 
iheir  lien  on  the  road,  besides,  the  proposed 
arrangement  if  carried  into  effect,  wil  enhance 
the  market  value  of  their  bonds,  and  provide 
against  and  future  trouble  on  their  part. 

'J  ho  holders  of  the  second  mortgage  must 
submit  to  the  plan  proposed,  or  prepare  them- 
selve  to  protect  their  interest  by  the  purchase 
of  the  Road,  and  the  payment  of  the  first 
mortgage,  and  whatever  may  be  the  final 
issue,  they  will  succeed  only  after  warm  liti- 
gation with  creditors  and  stockholders,  who 
will  each  struggle  to  save  something  from  the 
wreck. 

It  is  not  assuming  too  much  to  say,  that 
the  holders  of  the  third  mortgage,  all  unse- 
cured creditors  and  stockholders,  must  take 
the  proposed  plan  or  lose  all.  If  the  road 
goes  into  liquidation  the  sacrifices  to  be  made, 
the  cost  to  be  incurred,  and  the  damage  arising 
to  the  business  of  the  road,  will  sweep  away 
everything  save  ;the  claims  of  the  first,  and 
what  may  remain  for  the  second  martgage 
bondholders.  If  anything  is  done,  it  must  be 
done  now.  Time  can  not  be  given  to  delib- 
erate. The  claims  against  the  company  are 
pressing,  and  if  the  creditors  and  stockholders 


reject  the  plan  of  adjustment,  the  Directors  of 
the  Company  will  he  compelled  to  take  such 
measures  as  shall  seem  just  and  expedient,  or 
more  likely  be  compelled  to  surrender  the 
Koad  into  the  hands  of  the  courts. 

If  the  plan  presented  shall  be  adopted,  the 
committee  feels  confident  that  the  Road  will  at 
once  feel  the  favorable  influence  of  restored 
ceedit,  and  be  enabled  by  its  unembarrassed 
position  to  increase  its  earnings.  The  future 
revenue  of  the  road  can  not  fail  to  provide  the 
interest  for  the  remaining  bonded  debt,  and 
after  the  first  year,  pay  a  fair  and  certain 
dividend  on  the  new  stock.  Should  the  plan 
of  your  Committee  be  adopted  and  approved 
of  by  the  Board,  we  recommend  an  immediate 
call  for  a  meeting  of  the  stockholders  and 
creditors  to  give  assent  thereto,  and  in  the 
mean  time  we  recommend  ihat  steps  be  taken 
to  procure  the  consent  of  all  those  interested 
prior  to  the  time  of  such  called  meeting. 
Respectfully  submitted, 

E.  F.  Drake,  j 

V.  Winters,    >  Committee. 

J.  W.  Kirk,   J 
Dayton,  Nov.  27th,  I860. 


VICKSBURG,  SHREVEPORT  AND 
TEXAS  RAILWAY. 


PRESIDENT  S   REPORT. 

After  the  adjournment  of  the  last  annual 
meeting,  the  force  was  increased  till  the  num- 
ber of  hands  amounted  to  about  GOO  ;  and  the 
number  now  at  work  is  over  500.  The  iron 
chairs  and  spikes  for  the  completion  of  the 
Eastern  and  Western  divisions  have  been  re- 
ceived at  New  Orleans,  and  2,685  tons  of 
rails  have  been  delivered  along  the  line,  viz., 
1500  tons  at  Menroe,  443  at  Shreveport,  and 
and  742  at  DeSotto 

During  the  period  embraced  in  the  Report, 
27  3  4  miles  of  track  have  been  laid,  viz.  :  4 
3  4  miles  at  Shreveport;  8  1  4  miles  at  Mon- 
roe; and  14  3  4  miles  in  extension  of  the 
track  previously  laid  from  DeSoto,  and  carry- 
ing it  about  three  miles  west  of  Delhi,  leaving 
26  miles  to  bo  laid  in  order  to  connect  the 
two  ends,  and  bring  the  cars  to  Monroe.  This 
gave  altogether  53  3  4  miles  of  finished  road 
on  the  first  of  the  month,  and  the  contractors 
are  still  engaged  in  laying  down  the  iron  at 
both  ends  of  the  Eastern  division 

The  bridges  over  the  Tensas  and  Bayou  Ma- 
con are  up,  and  the  cars  are  making  daily 
trips  to  Delhi.  These  bridges  are  not  quite 
finished,  but,  so  far  as  completed,  are  good 
and  substantial,  as  are  those  across  Joe's  Ba- 
you and  Cow  Raycm,  and  the  other  interme- 
diate trestling  put  up  since  the  last  report. 

The  contractors  have  such  a  force  eraplcy 
ed  in  putting  up  the  bridging  between  Deltti 
and  Bceuf  River  as  they  think  will  not  delay 
the  track  laying.  Between  Monroe  and  Bceuf 
River  the  bridge  across  Crew  Lake  is  nearly 
finished,  and  the  superstructure  shows  an  ex- 
cellent piece  of  work.  Messrs.  Gordon  & 
Casidy,  sub-oontractors,  have  erected  a  steam 
sawmill  upon  the  edge  of  Lafourche  Swamp, 
with  which  they  are  sawing  timber  for  that 
bridge.  They  have  also  a  force  engaged  in 
hewing,  and  have  a  steam  pile  driver,  driving 
the  piles.  They  are  confident  they  will  have 
their  bridging  all  done  before  Christmas.  In 
the  meantime  a  temporary  track  will  be  laid 
around  the  bridge,  to  transport  the  iron  over, 
and  enable  the  contractors  to  preceed  in  lay- 
ing it  down  between  Lafourche  and  Bceuf  Riv- 
er. As  there  is  plenty  of  time  to  lay  the  track, 
and   to   erect   the   bridge  over  Bceuf  River, 


there  seems  to  be  no  reason  why  the  road  may 
not  be  completed  to  Monroe  within  one  week 
from  the  time  the  bridging  is  finished  acro.-;s 
Lafourche  Swamp,  as  that  will  be  sufficient 
time  to  take  up  the  temporary  track  and  lay 
the  iron  over  the  bridge. 

Abont  75,000  cubic  yards  of  earth  will  com- 
plete the  grading  of  the  Western  division.  Ef- 
forts were  made  to  get  enough  iron  up  Rsd 
River  during  the  past  boating  season  to  carry 
the  track  out  to  the  first  depot — but  the  river 
fell  earlier  than  was  expected,  freights  rose, 
and  boats  refused  to  take  the  iron  after  they 
had  engaged  to  do  so.  It  might  have  been  a 
matter  of  convenience  to  the  people  to  have 
had  ten  miles  of  road  in  operation  th<  re,  but 
as  that  short  distance  could  not  have  been 
operated  with  any  profit  to  the  Company,  they 
have  sustained  nothing  more  than  a  disap- 
pointment bv  failure  to  get  the  iron  up,  as  it 
was  intended. 

There  has  been  expended  for  the  Western 
division — charging  it  with  a  fair  proportion  of 
the  general  expenses  of  the  road — $299,786  40. 
Of  this  sum  the  citizens  of  Shreveport  and 
the  parish  of  Caddo  nave  contributed  $140,518, 
31,  and  have  been  six  years  in  paying  it. 
They  still  owe  on  their  subscription,  past  due, 
more  than  830,000  Of  the  amount  received 
the  parish  has  paid  $99,912,44;  the  City  of 
Shreveport  has  paid  $20,906  67  ;  and  the  in- 
dividual subscribers,  $19,999  20.  The  parish 
of  Caddo  is  among  the  wealthiest  in  the  State, 
and  holds  a  high  position  for  intelligence. 
The  City  of  Shreveport  stands  next  to  New 
Orleans,  and  if  she  would  adopt  a  more  liber- 
al policy  to  hasten  the  extension  of  her  rail- 
roads into  the  interior  of  Texas,  would  soon 
rival  Vicksburg  and  Memphis. 

The  means  to  meet  the  expenditures  on  the 
Western  division  have  been  made  up  as  fol- 
lows : 

Contributed  by  the  citizens  of  Caddo  parish  and 

the  City  of  Shreveport $140,518.31 

Stock  and  bonds  paid  to  Contractors 80,  01  41) 

State  bonds  proportioned  to  ttiat  division.- 35.5' £  04 

Balance  of  interest  and  discount  on  cash  loaned.  ...2.y  n  43 

Proportional  p.,rt  of  cash  on  sales  on  land 1,470  20 

House  rent 5.5  tK) 

Advanced  by  the  Eastern  division 38,*  15  t'ti 

Total S2yS,7---40 

By  reference  to  the  Fonrth  Annual  Report, 
it  will  be  seen  that  CoL  Bonner,  then  Chief 
Engineer,  estimated  the  cost  of  the  Western 
division  at  $399,000,  and  this  was  when  the 
depot  was  located  outside  of  the  corporate 
limits  of  Shreveport,  and  did  not  include  any 
estimate  for  right  of  way,  depot  grounds  or 
general  expenses  The  change  subsequentlr 
made  in  the  location  involved  the  construc- 
tion of  an  additional  mile  of  road,  upon  which 
the  work  was  heavy  and  expensive,  and  a 
large  outlay  of  money  for  depot  grounds.  In 
addition  to  this  the  contract  upon  which  his 
estimates  were  based  was  abandoned,  and  in 
re-letting  the  work  the  prires  were  considera- 
bly increased.  At  the  time  the  change  was 
made  in  the  location,  the  cost  was  estimated 
for  that  division  at  $500,000,  without  inclu- 
ding any  thing  for  general  expenses.  But  the 
Company  will  complete  it  so  as  to  commence 
business  with  two  locomotives,  one  passenger 
and  fifty  freight  cars,  with  an  additionol  out- 
lay of  $160,000.  This  saving  in  the  cost  has 
been  effected  by  a  fortunate  purchase  of  iron, 
and  by  increasing  the  gradient  lines,  and  re- 
ducing and  economizing  the  work.  The  sub- 
scriptions in  Caddo,  including  Shreveport  and 
State  bonds  proportioned  to  it,  may  be  set 
in  round  numbers,  at  $40,000.  Add  to  this 
$26,000  to  be  paid  to  the  contractors  in  the 
mortgage  bonds,  makes  $66,000,  and  leaves 
a  deficiency  of  $94,000  on  that  end  of  the 
road. 
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Within  the  period  embraced  in  this  Report, 
there  has  been  expended  $545,071,  which,  con- 
solidated with  the  aggregate  expenditure  re- 
ported last,  year,  give  as  the  entire  amount 
expended  from  the  commencement  of  opera- 
tions to  Sept.  1st.  1860,  $1,662,691.  The  cash 
assets  amount  to  $48,127,  making  with  the 
above  expenditure  $4,710,819.  The  amount 
received  by  the  Company  from  the  commence- 
ment to  the  close  of  the  last  fiscal  year  is  as 
follows : 

Stock  subscriptions  $1,283,015,  sundry  in- 
comes $32,714,  bonds  deliverable  $129,969, 
bonds  sold  for  cash  $119, 000, cash  due  for  iron 
and  labor,  and  bills  payable  $146,120.  The 
total  means  of  the  company  for  completing 
the  work,  are  estimated  at  $4,479,526,  in 
which  estimate  is  included  the  first  mortgage 
bonds,  but  excluded  notes  held  for  land  sold, 
and  estimated  value  of  lauds  unsold. 

To  finish  the  road,  exclusive  of  the  bridge 
across  Red  River,  and  exclusive  of  interest 
and  discount  on  bonds,  will  require  an  esti- 
mated outlay  in  addition  to  the  amount  al- 
ready expended,  of  $3,322,000,  to  which,  add- 
ing the  present  indebtedness,  $146,120,  and 
the  balance  $485,687,  the  total  is  $3,853,808. 

This  balance  will  be  more  than  sufficient 
to  cover  the  discount  and  pay  the  interest 
upon  the  bonds  until  the  first  of  March,  1864, 
after  which  the  revenues  of  the  road  may  be 
safely  relied  upon  for  this  purpose. 

In  estimating  the  probable  amount  of  the 
discount  and  interest  on  the  bonds  for  the  en- 
suing three  years,  it  should  be  borne  in  mind, 
that  of  the  bonds  remaining  unsold,  about 
$530,000  will  be  taken  by  the  contractors  in 
the  progress  of  the  work,  at  par,  and  that  a 
large  amount  will  be  canceled  to  re'ease  the 
mortgage  for  lands  which  shall  be  sold,  leav- 
ing less  than  a  million  of  bonds  to  be  sold  at 
a  discount, 

The  officers  of  the  Company  are:  President, 
Chas.  G.  Young;  Secretary,  O.  D.  Stillman; 
Treasurer,  Jos.  P.  McGuire ;  Chief  Engi- 
neer, J.  W.  Green. 


MINES    AND    MINING  COMPANIES 
OF  ARIZONA- 

We  find  in  a  late  number  of  the  Mesilla 
Miner  the  following  resume  of  the  mines  and 
mining  companies  in  Arizona: 

1st  Fort  Fillmore  Silver  Mining  Company, 
Capital  Stock  $1,000,000,  in  $20  shares.  Maj. 
Jno.  J.  Sprague,  U.  S.  A.,  President.  Of- 
fice 34  Pine  Street.  New  York.  Mines  in 
Organ  Mountains,  15  miles  east  of.  and  Smelt- 
ing Furnace  on  Rio  Grande,  4  miles  S.  E.  of 
Mesilla.  W.  H.  Ritter.  Engineer.  Has  six 
fine  veins,  yielding  $200  per  ton.  Commenc- 
ed work  in  December,  1859,  employing  fifty 
hands. 

2d.  Sonora  Exploring  and  Mining  Company 
Organized  in  1856,  under  charter  from  Ohio. 
Capital  $2,000,000,  in  $100  shares,  James  P. 
Kilbreth,  President,  A.  M.  Searles.  Secretary, 
Andrew  J.  Talcott,  Superintendent.  Leased 
to  Charles  D.  Poston.  Mine  in  Cerro  Colora- 
do Mountains  near  Tubac,  ore  silver  and  cop- 
per.    First  silver  reduced  July  1858. 

Santa  llita  Silcer  Mining  Company — Or- 
ganized 1858,  charter  from  Ohio.  Capital 
$1,000,000  in  $100  shares.  Office  167  Walnut 
street,  Cincinnati,  Ohio.  George  Mendenhall, 
President;  Horace  C.  Grosvenor,  Director  of 
Mines,  Rephael  Pumpelly  Metallurgist.  Head- 
Quarters  and  Mines,  Santa  Rita  Mountains 
near  Tubac.  Peons  employed  20;  first  silver 
reduced  May  7th,  1859,  Ore  silver  copper  and 
lead. 

Sopori  Mining    Company. — Organized  Au- 


gust, 1858.  Capital  $1,000,000,  in  $100  shares. 
Office  Providence,  K.  I.  Mines  near  Sopori. 
W.  B.  Sayles,  Director.  Not  working  the 
mine. 

Patayonia  Mining  Company. — Private  as- 
sociation— Capt.  R.  S.  Ewell,  U.  S.  A.,  Presi- 
dent. Mines  near  Sonoita  Creek,  in  Santa 
Cruz  Mountains.  The  Mine  is  valuable,  and 
has  yielded,  with  very  little  machinery  and 
poor  furnaces,  a  fine  per  centage  of  silver. 
Ore  silver  and  lead. 

Union  Mining  Company. — Private  Associa- 
tion— Working  Mines  near  Sonoita  Creek  ;  un- 
der direction  of  Col  Titus. 

The  San  Antonio  Mining  Company  of  San 
Francisco — Has  suspended  operations  for  the 
present.     Ore  silver  and  lead. 

The  Cahuabi  Mining  Company — -Private 
Company — H.  Ehrenberg,  President;  William 
Brown,  Director.  Mines  in  Papaqueria — a 
new  company  now  commencing  operations. 
Tim.  Mine  is  said  to  be  very  rich.  Ore  silver 
and  copper. 

Sun  Javier  Mining  Company — Organized 
in  San  Francisco  in  1857;  mine  near  Tuscan. 
Work  suspended. 

Arizona  Land  and  Mining  Company — Cap- 
ital stock  $2,000,000  in  $100  shares— Organ- 
ized under  charter  from  Rhode  Island.  Sam- 
uel B.  Arnold,  President;  W.  B.  Sayles,  Di- 
rector.— hot  working  mines. 

The  Longorenia  Company — Organized  to 
work  an  old  mine  near  Tubac.  the  work  is 
progressing.     Ore-silver  and  copper. 

COPPER. 

Arizona  Copper  Mininy  Company — Capital 
$1,000,000.  in  $100  shares.  Organized  1854, 
in  San  Francisco,  by  E  E.  Dunbar.  Major  R. 
Allen  U.  S.  A.,  President.  The  Company 
have  expended  much  money,  and  now  have 
ordered  steam  wagons  to  transport  the  copper 
to  market.     The  mine  is  very  rich 

The  Santa  Pita  Copper  Mines — Worked  by 
Mr  Siqueros  &  Son.  They  have  not  comple- 
ted their  arrangements  yet,  but  are  smelling 
three  tons  of  copper  per  diem.  These  mines 
were  worked  many  years  ago,  and  are  rich 
and  prafitable.  Located  25  miles  N.  W.  of 
Mowry  City  on  Mimbres  River. 

The  Hanover  Copper  Mines,  six  miles  from 
the  Santa  Rila  Mines,  were  discovered  March, 
1859,  by  Mr.  S.  Harkle.  The  vein  is  ten  or 
twelve  feet  wide.  Messrs.  Henkle  &  Thibault 
aie  working  500  hands  with  great  profit. 

Messrs.  Barola,  Daguerre  and  others  have 
opened  a  vein  one  and  a  half  miles  from  the 
Hanover  Mine,  and  preparing  to  work. 

A  private  Company  have  been  working  on  a 
vein  half  a  mile  from  the  Hanover  mine 
thought  to  be  rich. 

A  Coppper  Mine  is  worked  40  miles  above 
the  mouth  of  the  Gila,  on  the  Colorado  river, 
said  to  be  very  rich. 

GOLD. 

Gila  Gold  Mines. — Much  gold  has  been  ta- 
ken out  of  these  Mines,  located  twenty  miles 
above  the  mouth  af  the  Gilra  and  about  two 
miles  from  the  river.  Mines  are  rich,  but  too 
far  from  water,  and  the  necessaries  of  life  to 
include  very  extensive  working. 

Brownsville  Gold  Placers. — Twenty  miles 
N.  W.  of  Mowry  City  on  Mimbres  River,  are 
now  worked  by  a  company  from  this  place, 
who  have  dug  a-  ditch,  at  considerable  cost, 
one  and  a  half  miles  long,  to  throw  the  water 
on  the  placer.  They  have  been  sufficiently 
tested  to  show  that  they  are  rich. 

Col.  Snively  &  Co.  have  discovered  rich  gold 
mines  15  miles  north  of  the  Brownsville  Mines, 
and  are  now  working  them. 

Arizona  Exploring  and  Mining  Company — 
Lately  organized,  with  ample  means  for  pros- 


ecuting a  geological  survey.  Richard  Jen- 
kins, Superintendent ;  Mr  Levy,  Miner.  Head- 
quarters Mesilla  on  Rio  Grande. 

The  Mesilla  Land  Exploring  and  Mining 
Company— Capital  stock  $1,000,000,  in  $100 
shares.  L.  S.  Owings,  President.  Office 
Grand  Plaza.  Mesillap  Arizona.  This  Compa- 
ny have  a  good  quartz  lead,  thought  to  be  very 
rich,  and  a  copper  vein.  They  propose  keep- 
ing an  Exploring  Company  constantly  in  the 
field. 


Mobile  and  Ohio  Railroad. — The  cars  are 
now  running  300  miles  north  of  Mobile,  to 
Baldwin  Station,  in  Tishamingo  county,  Miss. 
We  understand  that  the  track  is  laid  six  miles 
above  Baldwin;  leaving  only  twenty-five  miles 
of  track  to  be  laid.  A  large  force  is  driving 
ahead  rapidly  with  the  work,  when  weather 
permits,  so  we  will  probably  be  connected  with 
the  rest  of  the  world  by  railroad,  by  sometime 
early  in  January.  A  hack,  or  line  of  hacks, 
makes  connection  with  the  trains  at  Baldwin, 
and  Corinth. — Starkville  (Miss)  Broadaxe. 


Southern  Pacific  Railroad. — The  Louis- 
ville Journal  says  ;  We  learn  that  Mr.  Steph- 
enson, on  the  second  day  after  his  arrival  in 
London,  negotiated  with  Mr.  Charles  Peabody 
for  five  thousand  tons  of  iron,  giving  the  bonds 
of  the  company  at  par  in  payment.  We  trust 
these  favorable  indications  will  have  their  in- 
fluence upon  the  action  of  Congress  next 
week,  when  the  Pacific  Railroad  bill  becomes 
the  special  order  of  busines. 


Rock  Island  Bridge. — The  trial  of  J.  W. 
Bissell  for  an  alleged  conspiracy  to  burn  this 
Bridge  was  to  have  been  commenced  in  the 
Recorder's  Court  of  Cook  County,  Illinois,  on 
the  10th  inst.  This  bridge,  says  the  Chicago 
Tribune,  is  a  link  in  the  great  East  and  West 
thoroughfare,  connecting  the  Rock  Island  Rail- 
road with  the  Mississippi  and  Missouri  road, 
and  completing  the  line  of  uninterrupted  com- 
munication between  the  interior  of  Iowa  and 
the  Northwestern  Lakes.  Our  readers  are 
aware  of  the  long  pending  litigation,  set  on 
foot  by  St.  Louis  and  the  steamboat  interest 
against'this  bridtre.  That  case  is  row  in  the 
Supreme  Couit  of  the  United  States  after  hav- 
ing passed  through  the  U.  S.  District  Court 
both  of  Illinois  and  Iowa.  The  interest  in 
volved  are  of  great  magnitude,  and  upon  the 
final  decision  depends  the  construction  or 
abandonment  of  numerous  contemplated  rail- 
road bridges  across  navigable  streams  in  va- 
rious parts  of  the  country.  'Ihese  facts  give 
increased  interest  to  the  trial  of  the  alleged 
conspiracy  case,  about  to  take  place  in  this 
city. 


Mississippi  and  Tennessee  Railroad. — The 
City  Council  of  Memphis,  Tenn.,  have  refused 
to  authorize  a  vote  of  her  citizens  to  be  taken 
on  the  proposition  to  sell  the  bonds  held  by 
the  city  in  this  road  for  $125,000.  The  City 
will,  therefore,  retain  its  $250,000  of  bonds. 
There  remains  b"t  eleven  miles  of  this  road 
to  be  completed,  when  it  will  reach  its  termi- 
nus at  Grenada,  and  form  a  portion  of  the  dU 
rect  road  from  Memphis  to  .New  Orleans.  It 
is  contemplated  to  allow  the  Mississippi  and 
the  Ohio  lines  of  road  to  unite,  by  laying  a 
track  along  the  landing.  When  that  is  com- 
pleted a  direct  route  will  exist  from  New  Or- 
leans through  Memphis  to  Cairo,  where  the 
Illinois  Central  starts  from  and  gives  connec- 
tion with  the  Ohio  and  Mississippi,  with  Cin- 
cinnati and  Chicago,  and  all  the  great  West- 
*fi  u  iNoritaai-u  nd  Eastern  roada. — A,  M, 
Railroad  Journal 
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Nashville  and  Chattanooga  Railroad  co. 
— -Afc  a  meeting  of  the  stockholders  of  the 
Nashvillo  and  Chattanooga  Railroad  Compa- 
ny at  Murfreesboro,,  an  the  12th  instant,  the 
old  Board  of  Directors  was,  without  opposi- 
tion, re-elected,  except  Alfred  Miller,  Esq..  of 
Rutherford  county,  and  J.  M.  Murrell,  Esq., 
of  Nashville,  who  declined  a  re-election,  and  in 
whose  stead  Col.  E.  A.  Keeble,  of  Murfreesbo- 
ro', and  N.  E.  Alloway,  Esq.,  of  Nashville, 
were  elected.  At  a  subsequent  meeting  of 
the  Directors  the  former  officers  of  the  compa- 
ny were  re-elected  to  fill  the  respective  sta- 
tions heretofore  occupied  by  them. 


Fearful  Railroad  Accident. — A  passenger 
car  on  the  Beaver  Meadow  (Penn.)  railroad 
train  was  precipitated  into  the  Lehigh  river 
last  Wednesday  morning.  Four  of  the  passen- 
gers and  the  conductor  were  drowned.  The 
car  contained  twenty-eight  persons.  The  res- 
cued passengers  were  saved  by  breaking 
through  the  top  of  the  car  before  it  sunk. 


Albany  Northern  Railroad. — We  find  the 
following  in  the  New  York  Commercial  Adver- 
tiser of  Saturday  Evening. 

Suprene  Court — Special  Term — Railroad  Com- 
panies not  Allowed  to  Abandon  their  Road  for 
Speculating  Purposes — Railroads  are  constructs 
ed  for  public  uses.  They  are  authorised  to  go 
over  and  occupy  and  own  the  land  of  any  citi- 
zen against  his  will ;  thus  exercising  the  right 
of  eminent  domain  on  the  sole  ground  that 
such  road  is  for  the  public  use  and  benefit.  In 
some  cases  lands  are  donated  to  them  to  aid  in 
their  construction.  If  they  are  for  public  use, 
it  would  seem  rational  that  the  public  should 
have  some  rights  in  respect  to  them  after  their 
construction 

Railroads  are  common  carriers  in  this  State, 
and  it  is  their  duty  to  be  ready  and  prepared, 
at  all  seasonable  times,  to  transport  freight  and 
passengers.  Suppose  a  road,  without  neces- 
sity, censes  to  run  over  a  portion  of  its  track 
for  a  week  or  a  mouth,  would  that  be  any  an- 
swer to  an  action  for  not  transporting  freight 
tendered  for^transportation?  I  think  not. — 
Would  it  be  any  better  answer  for  the  company 
to  eay  that  they  had  eoncluded  not  to  carry 
freight  over  that  portion  of  the  road  any  more 
at  all  ?  If  not  then  this  proceeding  to  tear  up 
rails,  find  to  abandon  transporting  persons  and 
property  on  the  eastern  portion,  is  a  violation 
of  its  duty  and  its  charter. 

Abandoning  a  portion  of  a  road  after  large 
business  interests  have  grown  up  in  connec- 
tion therewith  to  further  rival  interests  of 
other  roads  or  communities,  must  operate  dis- 
astrously and  oppressively,  and  if  done  with- 
out authority,  there  should  be  and  I  think  there 
is  a  remedy  in  the  courts  to  see  that  it  is  not 
done  without  imperious  necessity.  The  injunc- 
tion should  be  continued.  The  People  vs.  the 
Albany  and  Vermont  Railroad  Company. — 
Peckham  J. 


California  Census. — A  correspondent  of  the 
New  York  Times  says  that  the  consus  of  Cali- 
fornia will  not  much  exceed  400,0110,  whereas 
a  year  ago  it  was  supposed  that  the  State  con- 
tained one-half  million  people.  The  population 
of  gan  Francisco,  which  has  been  set  down  at 
80,000,  will  not  much  exceed  60,000.  In  Cala- 
veras county,  the  whole  population  is  returned 
as  16,245,  of  which  9216  are  foreigners,  and  of 
them  3689  are  Chinese.  In  Klamath  every 
third  man  was  a  pig-tail.  The  agricultural 
counties  have  the  largest  proportion  of  females. 
In  some  of  them  the  voterB  are  to  the  whole 
people  as  one  in  five,  while  in  some  of  the  min- 
ing counties  more  than  one  half  of  the  popula- 
tion are  voters. 


MONETARY  AND  COMMERCIAL. 

The  condition  of  the  money  market  during 
the  past  week  may  be  briefly  stated  in  statu 
quo.  The  panic  is  still  raging;  and,  although 
there  are  many  cheering  eigne,  we  can  not 
truthfully  state  that  monetary  affairs  have  un- 
dergone any  real  change  for  the  better.  Money 
is  still  in  great  demand.  Merchants  all  fear 
the  future ;  rates  for  loans  are  high — almost 
amounting  to  prohibition  ;  exchange  is  unset- 
tled, and  rates  on  uncurrent  money  advancing 
rather  than  receding.  To  balance  this  we  have 
unexpectedly  favorable  news  from  England. 
The  crisis  in  our  country  had  not  affected  the 
European  markets,  nor  reduced  the  value  of 
American  securities.  Gold  was  shipped  from 
England  to  this  country  in  large  quantities. 
The  Bank  of  England  had  reduced  its  rate  from 
6  to  5  J  per  cent.  The  demand  for  money  in  our 
own  markets  has  not  been  pressing  or  pressed, 
for  immediate  wants  and  collections  have  been 
unexpectedly  good.  Crops  are  known  to  be 
large  throughout  the  Northwest,  while  at  the 
South  they  have  been  a  failure.  The  political 
troubles  of  the  country  are  becoming  better  un- 
derstood, and  in  many  quarters  a  disposition  to 
accommodate  and  adjust  difficulties  is  begin- 
ning to  be  manifest.  A  review  of  the  whole 
matter  shows  the  difficulties  in  the  way  of  a 
division  of  the  country  greater  than  there  is 
in  the  way  of  amicable  adjustment  and  per- 
petuity of  the  Union.  Hence  the  Union  feel- 
ing is  beginning  to  make  itself  felt  in  many 
quarters  where  last  week  it  was  completely 
smothered  by  sectional  jealousy.  These  things 
all  indicate  hope  for  the  future ;  but  whether 
the  storm  has  yet  done  its  worst  and  spent  its 
fury,  is  a  question  yet  in  the  future. 

We  quote  rates  of  discount  as  nominal  in  the 
banks,  because  very  little,  we  may  say  almost 
nothing,  is  done  there.  Outside  rates  range 
from  1 J  to  3  per  cent,  per  month.  Exchange 
we  quote: 

BUYINGI.  selling. 

New  York  Sight. 1  prem.  H@.1J  prem. 

Boston 1  prem.  1J@1J  prem. 

Philadelphia.; ^@,1  dis.  par@|  prem. 

Baltimore 2@,3  die.  1  dis. 

New  Orleans par.  J  prem. 

American  Gold l@lj  prem.  1|@2  prem." 

Uncurrent  money: 

Illinois,  solvent 15  dis. 

Wisconsin 15  dis. 

Iowa 10@12  dis. 

Missouri 10@12  dis. 

Wheeling 6  dis. 

Do.      branches 8  dis. 

Eastern  Virginia 8@10  dis. 

Pittsburg 5  dis. 

Interior  Pennsylvania 5@7  dis. 

Baltimore 5  dis. 

Tennessee,   old   banks 5  dis. 

North  and  South  Carolina 10  dis. 

Georgia..... 10  dis. 

Alabama 10  dis. 

Indiana  Free  Banks,  solvent 2  dis. 

Bank  of  Bloomington,  Indiana 25  dis. 

Par  funds  are:  Ohio  (solvent;)  Bank  of  the 
State  of  Indiana,  Kentucky,  Louisiana,  New 
York,  and  all  New  England  banks,  in  good 
credit. 


The  Terp.e  Hacte,  Alton,  and  St.  Loots 
Earnings. — We  understand  that  the  October 
earnings  of  this  road  amounted  to  upwards  of 
$101,000 — the  largest  sum  ever  earned  by  the 
road  within  a  current  month.  The  November 
earnings  were  something  less,  but  the  report 
has  not  yet  been  transmitted  to  St  Louis,  and 
is  not  therefore  within  reach.  The  road  is  do- 
ing a  fair  average  business  for  December,  and 
in  comparison  with  its  condition,  when  Mr. 
Griswold  assumed  the  management,  the  result 
is  immensely  gratifying. 


Meeting  of  the  Bridge  Company. — At  a  cal- 
led meeting  of  the  stockholders  of  the  Coving- 
ton and  Cincinnati  Bridge  Company,  held  at 
their  office,  on  Scott  Street,  yesterday,  Col. 
John  W.  Finnell,  President,  in  the  chair,  the 
following  statement,  presented  by  him,  was 
read  and  accepted :' — 

CAPITAL     STOCK. 

Construction $253,709  02 

Due  on  stock -. .     98,1)81  92 

Ileal  estate 19.G85  73 

Thirteen  City  Bonds 13,000  00 

Due  from  the  City  of  Covington.     28,762  43 

$413,300  00 

Receipts  from  all  sources 294,952  74 

Disbursements £321,020  69 

Less  now  due 26.067  95 

294,95-2  74 

Resources  of  the  Company $163,071  93 

Indebtedness  of  the  Company 36,280  76 

?126,791  17 

This  balance  is  mostly  payable  in  material 
and  service  available  if  the  work  progresses. 

After  the  reading  and  acceptance  of  the  re- 
port, on  motion  of  Wm.  Ernst,  amended  by  D 
Mooar,  a  committee  of  five,  consisting  of  Wm. 
Ernst,  D.  Mooar,  Wm.  H.  Gedge,  Henry  Bruce, 
and  H.  Worthington,  were  appointed  to  consult 
with  the  Directors  as  to  the  best  practical  plan 
for  securing  the  benefits  of  the  bridge  enter- 
prise, aed  to  report  at  an  adjourned  meeting,  to 
be  held  at  two  o'clock,  p.m.,  Thursday  next,  the 
27  th  inst. 


Holiday  Hooks 


AND 


Stationery ! 


Gift  Books, 
Annuals, 
Albums, 

Portfolios, 
Bibles,  &c. 

Elegantly  Botmd  and  suited  for  Holiday- 
Presents,  atj 

Applegate  &  Co.'s, 

■BUDS  ill  STfflBS, 

43  Main  Street,  Cincinnati 
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PALMEE'8       PATENT 


JYEW  WRECKING  AJ\It  JfllJYIJVG  JPUJUES9. 


The  above  cut  represents  a  large  Pump  throwing  a  twelve-inch  stream,  and  capable  of  discharging  6,000  'gallons'per 
minute,  with  eight  horse  power;  will  discharge  SAND,  GRAVEL,  COFFEE,  WHEAT,  dec,  for  raising  Sunken  Vessels, 
Draining  Marsh  Lands,  &c.  Wa  also  build  all  sizes  down  to  2\  inch  discharge,  for  supplying  water  to  DISTILLERIES, 
TANNERIES,  BREWERIES,  PAPER  MILLS,  and  other  Large  Establishments. 


Railway  Station  Pump. 


Our  2£  inch  Pump  is  especially  adapted 
to  Railroad  Stations,  as  it  takes  but  about 
one  horse  power  to  raise  200  gallons  per 
minute,  50  feet  high.  Is  not  liable  to  get 
out  of  order,  strongly  built,  and  all  wear- 
ing parts  can  be  replaced  at  a  trifling  cost. 


For  full  particulars  and  Prices,  Terms, 
Agencies,  <fec,  address  the 


J 

BOX  2506,  POST  OFFICE, 

CINCINNATI,  OHIO. 


FACTORY,   CORNER   OF   THIRD   STREET   AND  MIAMI  CANAL, 


<GHFI-SHMFf£^H3    tHEf, 


6Q6 


THE    RAILROAD    RECORD. 


PRINTING!   PRINTING! 


PRICES  TO   SUIT  THE  TIMES! 

AT    THE 

DRINTING  HOUS 


RAILROAD  RECORD  STEM 


I 


X^E^ZCSrlOITSC^IPQ"     cfc     CJO-, 


0  J 

No.  167  WALNUT  STREET. 


PRINTERS. 


Public  attention  is  respectfully  directed  to  this  establishment,  in  the  assurance 

that  ample  satisfaction  will  be  given  as  regards  Typography,  Press 

Work,  and  Charges,  to    those  who    may  require 


The  materials  are  entirely  new,  and  have  been  selected  with  great  care,  from  the 
leading  Foundries  of  Cincinnati,  Philadelphia,  New  York  and  Boston. 


Are  of  the  most  approved  manufacture,  with  all  the  recent  improvements  of 
HOE,    ADAMS    AND    WELLS. 


..Am  Kkm%x  1 


EXECUTED    NEATLY.    AND    "WITH    DISPATCH. 

(The  attention  of  those  wishing  Printing  of  the  above  description,  is  respect- 
fully solicited  to  a  large  number  and  variety  of  Specimens,  which 
may  be  seen  at  our  counting-room.) 


Printing  from  Stereotype  Plates! 

We  are  better  prepared  to  do   business  in  this  line  than  any  other  house  in  the 
WEST,  and  at  lower  rates. 


Are  printed  in  the  neatest  manner,  in  GOLD,  SILVER,  or  COPPER  BRONZE, 

on  Satin,  Splendid  Glazed  Colored  Paper,  or  Cards,  unequalled  for 
brilliancy,  at  very  low  prices. 


OlOliCT 
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100KS  PRINTED,  STEREOTYPED,  BOUND  &  PUBLISHED, 

On  as  short  notice,  and  as  favorable  terms,  as  by  any  house  in  the  city. 


PROSSEItS'    PATEIVT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  EQILER  MAKERS 


ENGINEERS'  TOOLS. 

Tubes  for  Artesian  WellE,  conveying  Steam  or 
Water,  Shafting  £c,  screwed  or  coupled  together, 
in  various  ways. 

KR.UPP;S  BEST  CAST  STEEL. 

PARK'S  PATENT  GLASS  ENAMELED  IBOfl  ll'BES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED    STEEL   TUBES 

THOS.  PROSSEE  &  SON, 

28  Piatt  Street,  New  York. 

EMJlUBb'  JJSfc'lUAlkVlS." 

FOE  SALE  LOW — 4  Engineers'  Levels  ;   2  Surveyor! 
Compasses  j  one  Transit.     Tbey  nave  been  but  little 
used  and  are  in  good  order. 

JAMES  FOSTER,  JE.  St.  CO., 
My  10— 5t.  S-  W.  Comer  of  Fifth  and  Eace  Sts. 

APPL£GAlii  &  CO., 

B j»ok sellers, P ubllsher&,  Stationers  &  Blank 
Book  Manufacturers, 

43  Wain  Si    Cinrinnati  O. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATi5HAMILTDN  &  DAYTON 


On  and  after  SUNDAY,  November  25,  I860,  Trains 
will  depart  as  follows: 

*:45  A.  31.  .Express- — From  Cincinnati,  Hamilton  and 
D;iytuu  Depot — For  Hamilton,  Richmond  Indianapolis, 
Lugaosport  and  Daytun.  Connects  at  Dayton  for  Colum 
bus,  Springfield,  Urbana  and  Sandusky;  and  with  D.and 
M.  Kujid  for  Troy,  Piqua,  bidney,  Lima,  VorX  Waine  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

11:30  A.  M.  Express. —  From  Little  Miami  Depot — 
Connects  via  Columbus  and  Cleveland;  via  Columbus, 
Crestline  and  Pittsburg;  via  Columbus,  Steubemilie  and 
Pittsburgh;  via  Columbus,  Bellair  and  Benwood;  and  via 
Columbus,  Bellair  and  Pittsburgh;  also  for  Springfield  aod 
Delaware. 

",i:3u  P  M.  Express- From  Cincinnati  Hamilton  and 
Dayton  Depot—  For  Dayton,  Springfield,  Urban  a  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Logansport,  and  allpoiuis  West.  Connects  at  Ham- 
iiton  for  Oxford,  etc. 

4:UU  P  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  ail  Way  Stations;  also  for 
Springfield. 

5:1d  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot—  bur  Dayton  Troy.Piqua,  Sidney  .Lima,  Fort 
Wayne  and  Chicago  ;  also  for  Toledo,  Detroit,  and  all  points 
in  Canada. 

6:»MI  P  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  slopping  at  way  stations. 

9:4U  P.  M. — Express — Frum  Cincinnati,  Hamilton  and 
Dayton  Depot — Connects  via  Columbus,  Steubenvllle,  and 
Pittsburgh,;  via  Columbus,  Crest  due  and  Pittshurgb;  via 
Columbus  and  Cleveland,  via  Coluinhus,  Bellair  and  Ben- 
wood;    and  via  «.  olumbus.  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  \  ine  Street,  between  tbe  Post-Otuce  and  the 
Burnet  House;  No.  5  E;ist  Third  Street;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Uepct. 

All  Trains  run  by  Columbus  time,  which  is  seven 
minutes  taster  than  Cincinnati  time . 

P.  W.  STRADER, 

oeneral  Ticket  Agent. 

Omnibuses  call  for  passengers  t>y  leaving  directions  at 
the  Ticket  Oilices# 
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Patent  Portable  Forge  and  Fellows. 

THKSE  FORGKS  are  superior  to  all  nlk^jr«f«r1kniid 
ers  of  railroads,  mines,  quarries,  gunnr.ati«,  Iock- 
smiths,  machine  shops,  boiler  makers,  ,as  fillers  and 
mathematical  and  optical  instrument  makers.  They 
are  the  only  forpe  made  that  can  oe  used  without  filling- 
the  fire  bed  with  brick  or  clay.  They  are  so  constructed 
that  the  fire  cannot  injure  the  bellows,  which  is  in  fie 
cylinder,  under  the  tire  bed.  They  can  he  put  up  in  any 
desired  position,  and  the  smoke  be  conducted  totheflue 
by  a  pipe. 

Kailroad  companies  and  others  in  want   of  Portable 
org.es  willaddress  VV.  G.  HYNDMAN, 

apii3  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  ROUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 

MREE  PASSEN^R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL — Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M.— TERRE  HAUTE  AND  AFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:5(1  1'.  M. 

G.00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  1>   M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


_ 'iLS~  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
purchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrenceburg  &  Isidianapolis* 

03"  FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIIROUG*1  TICKETS. 
Good  until  used,  can  be  obt lined  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  H-mse.  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  ill  Hotels  and  all  parts  of  the  City  by  leaving 
address  at  either  office. 

n.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 
HAIIiR   0^3L3D. 

Two  daily  trains,  at  6  A.  M  ,9tirV6  P.  M.,from  Little  Mi 
ami  Depot.  East  Front  Street.  Moruing  train  makes  close 
connections  for  all  points  East. 

Retch nino  Trains — Arrive  tCincinnati  at  8  A.  M.  and 
4.40  P.M. 

Through  and  Local  Tickets         ale    t  Depot  Ticket 

Offices  of  Little  Miami  Rnd. 

W  OND         elver 


&4ILRQAD  IRON. 

THK  undersized,  A  gents  for  the  Manufacturers,  are 
prepared  J  contract  lo  deliver  free  on  board,  at 
shipping  parttin  England,  or  at  ports  of  dischaarge  in 
thcUnitecE'ia&s.Rails^fsuperioiqualitysand  of  weight 
ofpattert    *>may  oe  required. 

VOSE,  LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9  South  Wlliam  Street 


T.  F.  RANDOLPH  &  BEO. 
Mathematical   Instrument  Makers 

o,G7       est6tl»  St.  bet  Wa  nut  &  Vine 

CINCINNATI  O 


GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHI  I, ADKPUI  A,  NEW  YOUK  &  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL 

AND 


OHIO, 


BALTIMORE  AND  OHIO 

HAII^ROAI>. 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  aDd  North  "West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.New  York  and  Boston. at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLKEPrNGGAUS  ATTACHED  TO  AM  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  oft 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  or  information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  linesj  its  large  amountof  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

JJ'PAsk  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P    SM  1TIK  Master  transportation,  E.  &  O.  R.  R. 

J.  H.  SULLIVAN,   Gen.  West.  Jl<rt.t  R.  $  O  R.  R. 
L.  M.  COLR.   Gan.   Ticket  .flrf.*   Ii.  %  O.  R.  It. 
H.  J.  .TEWETT    Preset  C.  O.  R.  R. 
J.  W.  BROWN.  Oen.  nolcet  jjgf,.,  O.   0.  R.  R. 


G.    W.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  bo  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  that 
no  pains  will  be  spared  to  sriv<?  entire  satisfaction  tr. 
al    asep  6 

IRON  BOILS3R  FLUEST 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER&CO., 

Manufacturers  of 

ILAP-WBL§>SG»  §Q/tLt&  FMJIS8, 

7icches  outside  diameter,  cut  to  definite  Scnsth 
as  required . 
W  UOUGI1T  IKON    IVULDrs    TIT  BBS, 

From  %  to  5  inches  bore,  with  Screw  and  SocketCon- 

uectlons.    T'e,  L's,  Stops,  Valves,  Flanges  .  etc.,  etc 

Warehouse,  209  ?ionlla  Tliird  St., 

PHILADELPHIA.  |nufi 

Stephen  morris,  rn\*.  whisk  i.iea,  JH 

TUOS.  T  TASKRR,  JR.  ,  B,  P.  M    TJL4KKR. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T       Rail 
PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  Fig*  I  Is  a 
viWof  outside  plafe  C,  whic  h  is  applied  on  the  outer  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  he  of  such  form  as  to  fill  up  the  recess  in 
tie  side  of  the  rail,  between  the  head  and  base,  or  only  to 
hear  si  train  st  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  list  men- 
tinned  form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  the  base  of  the 
rails,  and  partly  upon  theoutside  lip  of  thechair,  as  shown 
inFig.3. 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyend  the  head  of  the  rails,  jv  it  would  interfere 
withte  shegerlanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  ia 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also, in 
part,  tocenfinethe  plate  C.  The  ends  of  the  tonirues  are 
furnished  with  vertical  slots  to  receive  keys,  which  art 
driven  through  them,,  and  correspondingverttcalslotsin  the 
chair.  The  rails  and  chair  are  secured  to  the  ininttieby 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plate3  C  and  T).  in  which  re- 
cesses are  provided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place* 

The  plates  C    and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  the  rails, 
and  secured  by  keys,  as  described,  clamp  and  lock  trier  Si  Is 
together.- both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner-  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  cons'ructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  ph.tes  firmly  together,  so  that  nei- 
ther can  move  wiihot  the  other. 


Anothergreatadvantagcis,  theallowance  which  israade 
lor  expansion  and  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    Thi«  mode  of  securing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  andtakes  the  strain  oirthe  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on  any  part  of  the 
joint,  which  must  wear  smooth  and   make  a  perfectly  sa 
road,  thereby  doing  away  yith  the  breaking  of  rails,  whee 
and   axles,  preventing  thi  loss   of  life  and  destruction 
property,  and  saving  at  idist  fifty  percent,  on  the  wea 
the  rolUnv  stock  of  the  road. 

"    \V,    UAUVKV,    iKVBNrjR    AID  P        JLTKN     11 

41  Jefferaoa-btreet,  Albany, 
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GEO.   H.    KNIGHT    &    BROTHER 

Patent  Attorneys, 


tV.  E    Corner  Vino  &  4th. 


) 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia 

Ju.24.  6m. 
«.  G.  LOBDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 


l^ilanington  ■ 


J 

Bclaware 


MANUFACTURERS   OF 


hhe&iliei  wsusa&s 


For  R.  R.  Cars  &  Locomotive  Engines, 

ABE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    R  THEIE 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH     OR    WITHOUT    AXLES 

WHEELS  FITTED 

To    BBiBJBMiaeresl  or    Rolled    Axles, 

In  the  beet  manner,  at  the  shortest  notice,  and  on    the 


Most  Reasonable  Terms. 


an  2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

—THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  /States 
and  Territories  ^arranged  by  /States  and  Comities  ;  A 
Complete  List  of  all  Distributing  Post-  Offices;  Bates 
of  Foreign  and  Domestic-  Letter  Postage;  Rates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  tlie  Laws  and  Regulations  of  the  Post- Office  De- 
partment, tfec.,  dec* 

COMPILED    BY   E.  PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati* 

Price   T  wenty-Fiive   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
U.S.  Blank  Agency,  Cincinnati  Post-Office, | 
January,  1659.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnati  P.  0.,from  the  Records  in  this  Department,  and 
her  sources,  and  contuins  the  most  complete  list  of  Post- 
Offices,  especiajiy  of  the    Western,  North- Western,  and 
outh-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  <&:.,  for  P.  0.  Depart, 

The  book  makes  an  actavo  pnmphletof  about  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
yuler  is  promptly  advised  of  aMJtfew  Offices,  Changes  ard 
Regulations  of  the  Department, the  informationis  corracted 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Obberve,  That  tins  list  is  arranged  by  States  and  Coun 
«*«s,  making  it  especially  valuable  to  business  men.  No 
similar  ai'raugement  has  been  published  since  1856.  There 
arc  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  T7ie  Priceis  one-half  that  of  auy  work  of  the  kind 
now  published. 

Jf_r  Single  copies  sent  by  mail(postag  prepaid)  to  any 
a-ddress,  upon  receiving  Twenty-live  Cents  in  Silver  or 
Postage  Stamps  "Five  Copies  sent  for  S1.00,  or  Tivslve 
Copies  for  $2.<UL 

Address,  C.  S.  W1LL1IAMS; 

104  Walr»«t  Street. 


WHEELER  &fi WILSON'S 


SEWING  MACHINES, 

WM.   SUMNER  &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 

Louisville, Ky.,  Columbus,  O., 

Lafayette,  Ind.,  Dayton,  O., 

Indianapolis, Ind.,  Zanesville,  O. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine. with 
important  improvements,  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Stollars. 

Tbe  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  auke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  tu  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years.  • 

JLj^Send  or  call  for  a  circular, containing  all  particu- 
lars, prices,  testimonials,  etc. 

feb!2.  "WM.  SUMNER  &  CO. 


MOSELEY? 
WROUGHT   IRON 

ARCH  BRIDGES 

—AND  -= 

Corrugated  Iron    Roofs 

ARCHED  AND  FLAT. 


COIUnJGIATEII  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  00  West  Third  Street,  Cincinnati,  Ohio. 

SDt.2.  MOSELET  &  CO. 

JAMES  FOSTER,  Jr.  &.  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W.  CORNER  FIFTH  AND  RACE, 

Cincinnati, Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
ays  on  band,   Repairing  attended  to. 

.  ".  WITCHELL,  JAMES  F0STKK,  Jr. 


Street  and  Other  Railroad  Iron. 

WOOD,  MORB.ELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  8treet  and 
other  Bails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 

""  FREEDOM  IRON  COMPANY, 

MANUFACTUTERS   OF 

LOCOMOTIVE    TYEE, 

Engine  and  Car  Axles,  Pomp  and  Piston  Bods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lcwistowii,  Miiflin  Co,,  Penn, 

JOHIV  A.  WRIGHT,  SnpH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered .  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y 
rriHESE  WORKS  HAVING  BEEN  ENLARGED  and 

t    improved,  and  having  received  extensive  additions 
totneirtools  and  machinery,  are  prepared  to  receive 

nd  executeordeis  for 

AND  TENDERS,  AND 
RAILROAD  MACIIINERT 

gene.ally.with  the  utmost  promptness  and  despatch 
ind  in  the  best  style. 
The  above  works  beinglocated  on  the  New  YorkCej 
al  Railroad,  near  the  center  of  the  state,  possess  sa- 
ner i  or  facilities  for  forwarding  the  r  work  to  any  parlof 
heiountry,  withoutdelay . 

JOHN  ELLIS,  Agent. 

WALTER  lTIcaUEEi\    Snp't.  AuIG.1t 

CINCINNATI 
LOCOMOTIVE  WORKS, 


The  undersigned  are  prepared  to  furnish  Loconiotiv 
equal  in  efficient} and,  durability  to  the  bes>' East e 
manufacture.  Also,  Shaping  and  Slotting  Kiachine* 
suitable  for  railroad  shops.     Also,  all  kinds  of  hear 
forgingandcastingdoneatshortnotice    AlsOjboltsfo 
bridge^  cu    withdispatch. 
a  MOORE  &  RICHARDSON  - 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitorsappointed  by  the 
State,  Is  underthe  superintendence  ol  Col.  JE.  W  , 
MORGAN  9  a  distinguished  graduate  ot  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

Thecourse  ol  study  isthattaugblin  thebcstColleges 
but  more  extended  in    Mathemsiics,  Mechanics,  Ma 
chines, Construct  ion,  Agricultural  Chemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  and 
regulated  exercise. 

SchoolB   of   Architecture,  Engineering.  Commerce, 
Medicine,  and  Law,  admit  of  selecting  studies  to  sui 
time  means, and  object  of Professi  on  alp  reparation;  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Charges. $109 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  **  Military  Institute 
Franklin  Springs, K.y.  ""or  the  undersigned. 

P.  DUDLEY. 
FreslUentolth.  Bc&r 
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E.  D   MANSFIELD, 
T.  WEIGHTSOH. 


Editors. 


CINOIN  NATI: 
Thnrsday  Homing,    Dec.   27,  1860. 


THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WKIGHTSOW  &  CO. 

OFFICE-No.167    Walnut    Street. 

SUBSCRIPTIONS— $3  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  lid.  ($3)  payablein 
advance. 


1  ADVERTISEMENTS. 

A  squareis  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singleinsertion, *'  00 

**        «4        per  month, d  un 

"       "       six  months, 12  n(l 

**        per  annum, 20  00 

"    column,  single  insertion, 5  00 

"        ••        permonth, I0"0 

;««       «        six  months, 40  00 

4.        tc        perannum, 80  00 

"   page,  singleinsertion, 15  00 

"     ■  '•        permonth, 25  00 

<i       •'        six  months, 110  00 

"       "       perannum 200  00 

Cardsno  texceeding  fourlines,  $5,00  per  annum. 


THE  LAW   OP  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers,the  publisher  may  continue  to  send  them  untilall 
arrearages  are  paid. 

If  subscribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untiltheyhavesettled the  billsand  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sent  to  the  formerdirec- 
tion,  they  are  held  responsible. 

Subscriptionsandcommunicatiorsnrtdressedto 
F  WRIGHTSON  &  CO., 

Publishers  andProprietors. 


To  AnVEHTlSEKS.— We  call  the  attention  of  thosewho 
have  anything  to  dispose  of  in  the  way  of  Railroadsupplies 
t  o  the  advertising  pages  of  the  Record. 


PACIFIC    RAILROAD. 

On  Thursday,  December  20,  the  Hou3e  o 
Representatives  passed  by  a  vote  of  95  yeas  to 
74  nays,  the  House  Bill  No.  701— granting 
lands,  in  alternate  sections,  to  aid  in  the  con- 
struction of  certain  railroads  in  the  Territory 
of  Nebraska,  as  amended. 

In  the  debates  in  the  Committee  of  the  Whole 
on  this  subjeet,  an  amendment,  providing  for  a 
railroad  from  the  Western  border  of  Minnesota 
to  Puget's  Sound  was  voted  down.  The  Bill, 
as  passed,  provides  for  two  roads,  one  from  the 
Western  border  of  Missouri  and  the  Southern 
border  of  Iowa,  to  meet  within  200  miles  of  the 
Missouri  river,  and  thence  to  unite  in  a  single 
trunk  by  the  best  and  shortest  route  near  Salt 
Lake  to  San  Francisco,  or  the  navigable  waters 
of  the  Sacramento.  The  other  road  is  to  begin 
at  Fort  Smith,  and  a  point  on  the  Western  bor- 
der of  Louisiana,  with  two  converging  lines 
westward,  until  a  junction  is  made  with  the 
Southern  Pacific  Railroad,  chartered  by  the 
State  of  Texas. 


Ripon  and  Wolfe  Railroad. — This  road  is 
nearly  completed  to  Omro.  The  iron  is  laid  to 
within  half  ft  mile  of  the  depot. 


REPORTS. 

We  would  feel  under  many  obligations  to 
Railroad  managers  if  they  would  furnish  us 
early  copies  of  their  reports.  A  report,  when 
made  in  printed  form,  is  sure  to  become  public 
property,  and  we  know  of  no  more  fitting  place 
for  its  first  appearance  than  in  the  columns  of 
the  Record.  The  value  of  these  reports  in  the 
future  can  not  be  over-estimated.  As  furnish- 
ing a  history  of  Railroad  enterprises  in  the 
country  and  especially  in  the  West,  they  are 
of  great  importance  aside  from  the  considera- 
tion of  their  present  value  to  the  stockholders 
who  are  subscribers  to  our  paper.  Besides, 
the  experience 'of  one  company  is  frequently  a 
guide  post  to  others,  warning  them  of  danger, 
or  pointing  out  a  better  path  than  the  one 
they  have  adopted.  And  Railroad  managers 
should  be  willing  to  give  each  other  all  the 
aid  and  comfort  they  can,  knowing  full  well 
that  with  all  the  suggestions  of  theri  own 
practice  and  the  experience  of  others,  their 
task  is  fully  difficult  enough.  A  Report,  to 
he  useful  or  valuable,  should  be  full  and  com- 
plete, and  contain  all  the  details  of  financial 
condition,  construction  and  operation.  The 
lack  of  any  one  of  these  items  often  renders 
an  otherwise  elaborate  report  of  very  little 
value.  In  a  Report  recently  received  of  a 
very  important  work,  we  are  furnished  with 
the  minutest  details  of  the  operation  of  the 
road  and  the  classification  of  its  business, 
without  one  single  item  being  given  of  the 
financial  condition  of  the  company.  The 
absurdity  of  such  a  statement  is  apparent  on 
the  face  of  it.  On  the  other  hand,  we  fre- 
quently receive*reports  wherein  a  formidable 
statement  is  given  of  the  finances,  capital 
stock,  bonds,  &c,  &c,  without  giving  a  single 
detail  of  operation.  We  need  not  tell  our 
intelligent  readers  that  such  a  report  is  if 
anything  still  worse  than  the  former.  A  Re- 
port should  contain  the  details  of 

Financial  Condition  of  the  Company,  in- 
cluding stock,  bonds,  floating  debts,  rates  of 
interest,  cost  of  construction,  cost  of  equip- 
ment, &c. 

Operation,  including  gross  earnings,  di- 
vision of  earnings  into  classifications,  local 
and  through  business,  with  the  details  of  the 
business  and  its  sources,  cost  of  operation, 
division  of  cost  into  operating  expenses  and 
renewal  account,  division  between  local  and 
through  business,  office  expenses,  agency  ex- 
penses, &e.,  &c. 

Engineering. — Details  of  Construction, 
including  road-bed,  superstructure,  culverts, 
bridges,  buildings,  &c. 

Mechanical  Operations,  including  per- 
formance of  locomotives,  consumption  of  fuel, 
oil,  waste,  iron,  steel,  &c,  &c;  renewal  of  cars 
and  machinery,  with  all  the  details  of  running 
expenses  at  various  rates  of  speed,  &c,  &c. 

The  following  are  the  details  as  given  in 
the  Reports  of  the  Railroads  in  the  State  of 
of  New  York  to  tho  State  Engineer,  and  are, 


we  believe,  the  most  full  and  perfect  that  are 
given  by  the  railroads  of  any  State.  They 
furnish  many  useful  and  important  facts  and 
suggestions,  and  could  very  well  be  adopted  by 
all  first  class  roads  through  the  country. 

Details  of  Reports  to  the  Stote  Engineer 
of  New  York : 

Stock  and  Debts,  including  amount  of  cap- 
ital stock  per  charter  and  acts  of  the  Legisla- 
ture;  amount  of  capital  stock  subscribed  for; 
amount  of  capital  stock  paid  in  as  per  last 
report;  amount  of  capital  stock  now  paid  in; 
amount  of  funded  debt  as  bv  last  report; 
amount  now  of  funded  debt;  amount  of  float- 
ing debt  as  by  last  report;  amount  now  of 
floating  debt;  total  amount  of  funded  and 
floating  debt. 

Cost  of  Construction  and  Equipment. — 
For  graduation  and  masonry;  bridges;  su- 
perstmcture,  including  iron;  passenger  and 
freight  stations,  buildings  and  fixtures;  en- 
gine and  car  houses,  machine  shops,  machine- 
ry and  fixtures;  land,  land  damages  and 
fences;  locomotives  and  fixtures,  and  snow- 
plows,  passenger  and  baggage  cars,  freight 
and  other  cars,  engineering  and  agencies; 
length  of  roads,  in  miles;  length  of  roads 
laid,  length  of  roads  in  operation,  excluding 
city  roads,  length  of  double  track,  including 
sidings ,  length  of  branches  owned  by  com} 
pany  and  laid,  length  of  double  track  on 
same,  length  of  equivalent  single  track,  ex- 
clusive of  city  roads;  number  of  engine 
houses  and  shops,  number  of  engines,  num- 
ber of  first  class  passenger  cars,  rated  as 
eight-wheeled,  number  of  second  class  and 
emigrant  cars,  number  of  baggage,  mail  and 
express  cars,  number  of  freight  cars;  average 
rate  of  speed  of  ordinary  passenger  trains, 
including  stops,  average  rate  of  same  when 
in  motion,  average  rate  of  speed  of  express 
passenger  trains,  including  stops,  average 
rate  of  same  when  in  motion,  average  rate 
of  speed  of  freight  trains  including  stops, 
average  rate  of  same  when  in  motion,  average 
weight  in  tons  of  passenger  trains,  exclusive 
of  passengers  and  baggage,  average  weight  in 
tons  of  freight  trains,   exclusive   of  freight. 

Business  of  the  Year. — Miles  run  by  passen- 
ger trains,  number  of  passengers  of  all  classes 
carried  in  cars,  number  of  miles  traveled  by 
passengers,  or  number  of  passengers  carried 
one  mile;  miles  run  by  freight  trains,  number 
of  tons  carried  in  freight  trains,  total  move- 
ment of  freight,  or  number  of  tons  carried 
one  mile;  products  of  the  forest,  products-  of 
animals,  vegetable  food,  other  agricultural 
products,  manufactures,  merchandise,  other 
articles,  lotal  tonnage. 

Cost  of  Maintaining  Roadway — Both  Pas- 
sengers and  Freight. — Repains  of  road-bed 
and  way,  exclusive  of  irou,  cost  of  iron  for 
repairs,  repairs  of  buildings,  repairs  offences 
and  gates,  taxes  on  real  estate. 

Cost  of  Repairs  of  Machinery — Both  Pas- 
sengers and  Freight — Repairs  of  engines,  re- 
pairs of  cars,  repairs  of  tools,  &c,  incidental 
expenses,  oil,  fuel,  &c. 

Cost  of  Operating  the  Road — Both  Passen- 
gers and  Freight. — Office  expenses,  station- 
ery, &,c,  agents  and  clerks,  labor  loading  and 
unloading  freight,  attendance  of  porters, 
watchmen  and  switchmen,  wood  and  water- 
station  attendance,  conductors,  baggagemen 
and  brakemen,  enginemen  and  firemen,  fuel 
and  cost  of  labor  in  preparing  for  use,  oil 
and  waste  for  engines  and  tenders,  oil  and 
waste  for  cars,  loss  and  damage  of  goods  and 
baggage,  damages  for  injuries  to  persons, 
damages  for  property  and  for  cattle  killed, 
general  superintendence,  contingencies,  ofificft 
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expenses,  stationery,  &c,  agents  and  clerks, 
labor  loading  and  nnloadirig  freight,  attend- 
ance of  porters,  watchmen  and  switchmen, 
wood  and  water  station  attendance,  conduct- 
ors, baggagemen  and  brakemen,  enginemen 
and  firemen,  fuel,  and  cost  of  labor  in  prepar- 
ing for  use,  oil  and  waste  for  engines  and 
tenders,  oil  and  waste  for  cars,  loss  and  dam- 
age of  goods  and  baggage,  damages  for 
injuries  to  persons,  damages  for  property  and 
for  cattle  killed,  general  superintendence, 
contingencies,  allotted  to  passenger  trans- 
portation, allotted  to  freiget  transportation, 
other  cost  not  allotted,  total  cost  of  operating 
roads,  total  cost  excluding  ciiy  roads. 

Earnings. — From  passenger  business;  the 
same,  excluding  city  roads;  from  freight  busi- 
ness, city  roads  excluded ;  from  other  sources  ; 
payments  for  transportation  expenses  ;  the 
same,  excluding  city  roads;  payments  for  in- 
terest; the  same,  excluding  city  roads;  pay- 
ments for  dividends  on  stjck;  the  same,  ex- 
cluding city  roads;  amount  carried  to  surplus 
fund. 

Accidents. — Number  of  passengers  killed  ; 
number  of  passengers  injured  ;  number  of  em- 
ployees killed;  number  of  employees  injured  ; 
number  of  others  killed  ;  number  of  others  in- 
jured ;  total  number  killed;  total  number  in- 
jured ;  total  number  killed,  excluding  city 
roads;  total  number  injured,  excluding  city 
roads. 

There  is  not  a  railroad  manager  anywhere 
but  sees  the  vast  importance  of  all  these  de- 
tails to  a  thorough  understanding  of  the 
the  workings  of  our  railroad  system.  It  is 
true,  a  full  exposure  of  them  in  every  in- 
stance may  bring  to  light  some  things  which, 
for  the  sake  of  the  parties  interested,  they 
might  deem  desirable  to  conceal;  but  the 
results  even  of  such  exposure  must  be  benefi- 
cial to  the  companies.  An  emulation  would 
naturally  arise  with  them,  which  could  be 
managed  most  prudently,  economically  and 
profitably.  Acts  of  fraud  and  extravagance 
would  be  more  readily  detected,  and  the  ex- 
pense or  comparative  economy  of  various  sys- 
tems of  operation  thoroughly  tested.  We  trust 
that  this  subject  will  meet  the  attention  that  its 
importance  deserves,  and  that  thorough  and 
systematic  reports  will  be  made. 


'  At  a  meeting  of  the  stockholders  of  the 
Nashville  and  Chattanooga  Railroad  Company, 
at  Murfreesborough,  on  the  12th  inst.,  the  old 
Board  of  Directors  was,  without  opposition,  re- 
elected, except  Alfred  Miller,  Esq.,  of  Ruther- 
ford County,  and  J.  M.  Murrell,  Esq.,  of  Nash- 
ville, who  declined  a  re-election,  and  in  whose 
stead  Colonel  E.  A.  Keeble,  of  Murfreesborough, 
and  N.  E.  Alloway,  Esq.,  of  Nashville,  were 
elected.  At  a  subsequent  meeting  of  the  Di- 
rectors the  former  officers  of  the  company  were 
re-elected  to  fill  the  respective  stations  hereto- 
fore occupied  by  them. 

»  m  m 

8@"  The   earnings  of  the  Central   Railroad 

Company  of  New  Jersey,  for  the  month  of 

November,  I860,  were S  92  628  18 

Same  month  last  year 87,344  80 

Increase,  6  per  cent $5,2S3  38 


'  The  earnings  of  the  Long  Island  Rail- 
road, for  the  fiscal  year  just  closed,  were  343, 
020  75. 


CENTRAL  OHIO   HAILE0AD. 

We  are  in  receipt  of  the  twelfth  annual 
Report  of  the  Directors  of  this  Company,  con- 
taining the  details  of  the  business  of  the  past 
year  as  furnished  by  Mr.  Jewitt,  the  receiver. 
The  road  and  its  effects  passed  into  the  hands 
of  the  receiver,  May  2,  1859,  by  decision  of  the 
United  States  Circuit  Court,  on  the  suit  of  the 
first  and  second  mortgage  bondholders.  Since 
this  time  it  has  been  operated  by  the  receiver 
for  the  benefit  of  the  bondholders  and  creditors. 
Prom  the  important  position  of  this  road  as 
being  the  western  extension  of  the  Baltimore 
&  Ohio  Railroad  from  Wheeling,  the  report  of 
its  operations  will  be  looked  upon  with  great 
interest.  We  could  have  desired  that  the  Re- 
port of  the  receiver  had  given  more  extended 
details  of  the  financial  condition  of  the  Com- 
pany ;  the  amount  of  capital  in  which  it  is 
held  responsible  to  pay  the  interest  and  the 
amount  of  unsecured  debts  which  must  be  paid 
out  of  its  surplus  earnings.  The  details  of 
operations  as  given  in  the  report  are  full  and 
complete  and  show  a  satisfactory  state  of  busi- 
ness.   The  report  says: 

The  liabilities  existing  at  the  time  the  un- 
dersigned was  appointed  receiver,  and  which 
the  Court  directed  to  be  paid,  have  been  re- 
duced to  §112,667  45. 

In  settling  and  paying  these  claims  there  las 
been  returned  of  the  assets  of  the  Company, 
which  were  held  by  the  parties  as  collateral 
and  otherwise,  $39,869  00. 

At  the  time  this  road  was  opened  it  was  as  a 
general  thing  in  an  unfinished  condition.  Ihe 
road-bed,  in  part,  wns  unballasted,  the  ditches 
had  not  been  opened,  the  cuts  not  sloped,  but 
few  of  the  bridges  were  covered,  in  several 
places  trestles  were  built  for  temporary  use,  a 
speedy  filling  of  them  being  contemplated  ;  for 
causes  at  the  time  deemed  sufficient,  the  work 
of  putting  the  road  in  complete  order  was  not 
then  prosecuted  by  the  energy  that  subsequent 
events  clearly  show  would  have  been  conducive 
to  the  interests  of  all  parties.  A  road  can  not 
be  economically  and  safely  worked  when  in 
bad  order;  perfect  order  is  essential  to  order 
in  each  part.  A  defective  road-bed  produces 
defective  machinery,  which  again  reacts  with 
two-fold  force  upon  the  road-bed  and  super- 
structure, causing  increased  defects  therein,  all 
of  which  increases  the  danger  and  expense  of 
operating  the  road.  In  view  of  these  conside- 
rations, I  have  during  the  past  year,  appropri- 
ated to  the  road  and  machinery  departments  a 
much  larger  amount  of  labor  and  money  than 
would  have  been  necessary,  had  my  object  been 
merely  to  preserve  the  property  in  the  order  in 
which  I  found  it.  The  property  of  this  Com- 
pany is  a  valuable  one;  it  is  worth  preserving; 
the  anticipation  of  its  early  friends  will  be 
realized,  but  in  its  management,  we  must  not 
look  to  the  present,  only,  the  future  must  be 
provided  for,  and  in  all  its  departments  my 
purpose  has  been  to  put  it  in  condition,  to  meet 
the  requisition  of  that  future  ;  much  has  been 
done,  but  very  much  remains  to  be  done. 

I  can  but  regret  that  the  means  within  my 


reach  has  not  permitted  me  to  prosecute  the 
improvements  contemplated  on  a  larger  seale 
than  that  adopted. 

The  following  is  a  brief  statement  of  the  new- 
iron  rail  which  has  been  laid,  cross-ties  put 
in,  chairs  and  spikes  used,  and  miles  of  road 
ballasted  during  the  year,  and  other  new  work 
done : 

TRACK    AND    ROAD    BED. 

437  tons  640  pounds  R.R.  Iron. 
159,541  1st  class  Ties. 
763  2d      " 
10,177  Chairs. 

411  Kegs  Spikes. 
21 J  Miles  of  Track  ballasted. 
In  addition  to  the  above  there  have  beea 
erected  703  feet  of  bridging  in  spans  varying 
from  28  feet  to  115  feet,  besides  a  large  amount 
of  work  done  in  culverts,  eattle  guards,  trestle 
work,  buildings,  stock  yards  and  tunnels. 

The  receipts  of  the  year  from  August  1, 1851, 
to  July  31,  1860,  have  been  as  follows: 

Total  Receipts.. 8049,214 

The  disbursements  have  been — 

Disbursements.-.. $83,628  10 

Construction 22.972  23 

Transportation  Expenses  501,337  31 

Dae  from  other  Roads .        9153 

Due  from  Individuals 653  65 

Due  on  Bills  receivable  on  hand 20,882  65 

Balance  of  cash  in  Receiver^  hands 19,549  65 

Total  Disbursements $649,214  12 

From  the  above  it  would  seem  that  the  net 
revenue  of  the  road  derived  from  the  business 
of  the  year  has  been  as  follows  : 

Receipts 3579,794  66 

Transportation  Expenses 501,30731 

Net  revenue $78,457  35 

This  has  been  expended  partly  in  construction 
account  and  partly  in  the  payment  of  debts. 

The  report  contains  a  very  interesting  table 
of  the  mileage  of  passengers  transported  over 
the  road  during  the  year.  From  which  it  ap- 
pears the  total  mileage  has  been — 

LOCAL   PASSENGERS. 

Eastward 1,551.127  miles. 

Westward 1,552,341      " 

THROUGH    PASSENGERS. 

Eastward 281,740  miles. 

Westward 610,575     " 

FROM    OTHER    ROADS. 

Eastward 2.797.314      0e3. 

Westward 2,516,818      •* 

Total  mileage - 9.310,115 

The  number  of  passengers  going  the  whole 
length  of  the  road  have  been  36,901  J.  The 
number  going  less  tnan  the  whole  length  have 
been  142,400.  The  receipt  per  mile  per  pas- 
senger has  been  about  2i  cents. 

The  mileage  of  freight  has  been  as  follows  : 

LOCAL    FREIGHT. 

Eastward 3,784,955.253 

Westward 4,672,533,013 

The   receipts   per  pound   per  mile     carried 

have   been   .001J  mills — or  2J  cents   per  ton 

per  mile. 

THROUGH  FREIGHT. 

Eastward 12.336,637,099 

Westward 10,517,337,314 

The   average   charge   on   through   freight  has 

been  1.66  cents  per  ton  per  mile. 

The  Report  of  the  master  Machinist  gives 
many  interesting  details. 

The  total  expenditures  for  labor  during  the 
year  have  been  §115,343  25  ;  for  material  used 
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$65,236  82.     The  amount  of  stock  on  hand  is 

$22,351  19.     The   total  mileage  of  engines  is 

616,926,  at  a  cost  of  §51,826  29,  or  $8  39  per 

100  miles  run.     The  miles  run  to  a  gallon  of 

oil  vary  in  different  engines  from  88  to  299 — 

the  better  engines   varying   from  100   to  160 

miles  per  gallon. 

The  cost  of  running  per  mile  for  the  past 

five  years  has  been — ■ 

1856 512  G? 

1857 35  77 

1858 12  06 

1859 »  79 

1860 8  30 

In  the  matter  of  shops  and  facilities  for  re- 
pairs, the  receiver  has  added  largely  to  the 
resources  of  the  road  during  the  past  }'ear. 

The  company  has  481  freight,  passenger, 
mail  and  baggage  cars. 


LITTLE  ROCK  &  FORT  SMITH  R.  R. 

We  are  indebted  to  Jesse  Turner,  Esq., 
President  of  this  Road,  for  a  copy  of  its  Re- 
port for  1860.  Although  little  progress  has 
been  made  in  the  construction  of  the  road 
since  the  date  of  its  charter  in  1853,  yet  its 
route,  occupying  the  valley  of  the  Arkansas 
from  Little  Rock  to  Fort  Smith,  is  one  of  suf . 
ficient  importance  to  render  its  condition  and 
prospects  of  some  interest  to  some  of  our  rea- 
ders. Fort  Smith,  on  the  western  border  of 
Arkansas,  is  an  important  point  on  the  line  of 
the  Overland  Mail  Stages.  Here  is  the  junc- 
tion of  the  two  routes,  from  Memphis  and  St. 
Louis,  and  the  distributing  point  of  supplies 
for  the  extensive  region  occupied  by  the  Che- 
rokee, Choctaw  and  Creek  nations.  It  is  the 
present  western  terminus  of  the  telegraph  line. 
The  Report  gives  the  following  history  of  the 
enterprise: 

Very  soon  after  the  passage  of  the  act  of 
Congress  of  the  9th  February,  1853,  granting 
lands  to  the  States  of  Arkansas  and  Missouri, 
for  railroad  purposes,  this  company  was  or- 
ganized for  the  purpose  of  carrying  out,  in 
part,  the  objects  of  the  grant.  The  charter 
was  adopted  on  the  7th  September,  1853,  un- 
der the  provisions  of  an  act  of  the  General 
Assembly,  entitled  "An  act  granting  corpo- 
rate powers  for  certain  purposes,"  approved 
8th  January,  1851,  and  stock  subscriptions 
were  soon  obtained  to  the  amount  of  $150,000. 
In  the  spring  of  the  year  1854,  the  route  was 
surveyed  under  the  direction  of  competent  en- 
gineers, and  by  an  act  of  the  General  Assem- 
bly, approved  19th  January,  1855,  the  lands 
along  the  line  of  the  road  were  granted  to  the 
company,  as  fully,  in  all  respects,  as  the  same 
had  been  granted  by  Congress  to  the  State, 
adopting,  however,  as  the  route,  the  survey  of 
Capt.  Joshua  Baruey,  from  Fort  Smith,  by  way 
of  Van  Buren,  on  the  north  side  of  the  Arkan- 
sas river,  to  Pope  county,  and  from  thence, 
the  survey  of  Capt.  R.  L.  Hunter  to  Little 
Rock.  Soon  after  the  passage  of  this  act,  ef- 
forts were  made  by  the  company  to  interest 
capatalists  in  the  construction  of  the  road,  but 
their  efforts  were  unsuccessful. 


By  the  act  of  the  General  Assembly  last  re- 
ferred to,  the  grant  of  lands  was  made  to  the 
company,  on  the  express  condition  that  they 
should,  within  four  years  from  the  passage  of 
the  act,  complete  ten,  or  grade  twenty-five 
miles  of  the  road.  The  company  was  anxious 
to  comply  with  the  requirements  of  the  statute 
but  the  available  stock  subscriptions  did  not 
seem  to  warrant  the  attempt,  and  it  was  not  at 
that  time  deemed  advisable  to  sell  lands  to 
raise  means  for  that  purpose.  Before,  howev- 
er, the  expiration  of  the  time  limited  by  the 
act  of  Assembly,  the  company  made  a  con- 
tract with  John  J.  Shoemaker  for  building  and 
equipping  the  road.  He  failed  to  comply  with 
his  contract,  accomplished  nothing,  and  aban- 
doned the  country.  Fortunately  the  company 
sustained  no  loss  by  his  faithlessness. 

The  General  Assembly  afterwards,  by  an 
act  approved  1st  February,  1859,  released  the 
company  from  their  obligation  to  complete 
ten,  or  grade  twenty-five  miles  of  the  road 
within  four  years  from  the  passage  of  the  act 
of  19th  January,  1855.  The  company  being 
deeply  impressed  with  the  necessity  and  im- 
portance of  making  further  efforts  to  carry  out 
the  intention  of  Congress  and  the  General  As- 
sembly, in  making  the  grant  of  lands,  deter- 
mined by  resolution  of  the  directory,  at  a  meet- 
ing of  the  board,  held  at  Van  Burcn,  on  the 
8th  day  of  June,  1859,  to  commence  work  on 
the  road  at  Van  Buren,  near  its  western  termi- 
nus, and  proceed  theuce  eastward  in  the  direc- 
tion of  Little  Rock;  and  for  the  purpose  of 
obtaining  means  to  proceed  with  the  work,  it 
was  determined  by  resolution  of  the  board  to 
sell  a  part  of  the  one  hundred  and  twenty  sec- 
tions of  [the  land  granted  to  the  company,  and 
included  within  a  continuous  length  of  twenty 
miles  from  Van  Buren,  along  the  line  of  said 
road  in  the  direction  of  Little  Rock.  Accord- 
ingly, a  large  amount  of  said  land  was  adver- 
tised by  the  company,  ?.nd  offered  for  sale  at 
public  vendue,  at  the  office  of  the  company,  in 
Van  Buren,  on  the  15th  day  of  November, 
1859.  It  was  soon  discovered,  however,  that 
the  demand  for  land  was  exceedingly  limited, 
and  consequently  but  little  competition  among 
bidders.  It  was  therefore  deemed  advisable, 
after  selling  a  few  tracts  of  land,  to  discon- 
tinue the  sale,  with  the  view  of  selling  at  pri- 
vate sale,  as  opportunities  might  offer,  on  more 
advantageous  terms. 

On  the  3rd  of  December,  1859,  a  contract 
was  entered  into  with  Messrs,  Waddell,  Black, 
&  Co.,  for  the  grubbing  and  clearing,  grading 
and  timber  work,  from  Van  Buren  to  Ozark, 
a  distance  of  about  32  miles,  and  work  was 
commenced  on  the  road  in  January  last,  and 
continued  with  a  small  force  until  July,  when 
the  company,  for  the  want  of  necessary  means, 
were  compelled  to  suspend  the  prosecution  of 
the  work. 

The  company  being  anxious  to  resume  the 
work  at  the  earliest  day  possible,  in  the  month 
of  July  last,  soon  after  the  suspension  of  work, 


New  York,  with  instructions  to  effect  a  loan, 
if  possible,  on  the  company's  lands,  to  enable 
them  to  proceed  with  the  work.  This  mission 
I  regret  to  say,  was  not  successful,  and  conse- 
quently the  work  has  not  been  resumed. 

The  land  sales  were  made  under  authority 
conferred  by  the  5th  section  of  the  act  of  Con- 
gress of  the  9th  February,  1853,  and  the  acts 
of  the  General  Assembly  granting  the  lands  to 
the  company.     It  is  believed  that  the  power  of 
the  company  to  make  these  sales  under  this 
authority  ought  not  to   be  questioned.     The 
language  of  the  act  of  Congress,  and  its  whole 
scope  and  spirit,  seems  to  warrant  this  con- 
struction.    The  whole  amount  of  land  sold,  in- 
cluding the  amount  sold  to  Messrs.  Waddell, 
Black  &  Co.,  in  part  payment  for  work  done 
under  their  contract,  \s  fourteen  hundred  acres, 
but  very  little  of  which  has  been   sold  above 
the  minimum  price  of  two   dollars  and  fifty 
cents  per  acre.     When  the  company  first  de- 
termined to  commence  work  on  the  road,  their 
reliance  for  means  to  carry  it  on  was  the  pro- 
ceeds of  the  land  sales,  on  moderate  assess- 
ments on  the  stockholders,  with  the  expecta- 
tion, however,  that  the  state  would  not  ignore 
a  work  of  such  magnitude,  but  would,  at  an 
early  day,  extend  to  them  such  adequate  aid  as 
would  enable  them  to  employ  a  strong  force, 
and  push  ahead  the  work  energetically.     But 
they  have  been  disappointed.     The   receipts 
from  land  sales,  and  assessments  on  stockhol- 
ders, have  not  been  sufficient  to  enable  them 
to  continue  the  work.     Hence  the  necessity  of 
of  its  present  suspension. 

The  object  is  of  sufficient  importance  to  en- 
list the  energies  of  the  state.  The  first  in  mag- 
nitude, of  the  projected  improvements  in  the 
state,  is  to  be  ranked  the  Mem  phis  &  Little  Rock 
R.  R.,  and  next  in  importance,  is  the  Little 
Rock  and  Fort  Smith  road,  which  is,  in  fact, 
but  a  continuation  of  the  former.  The  latte, 
connecting  with  the  former  at  Little  Rock, 
traverses  the  valley  of  the  Arkansas  river  to 
the  Indian  boundary  at  Fort  Smith.  The 
counties  through  which  it  passes,  and  contig- 
uous counties,  north  and  south,  have  nearly 
doubled  in  population,  and  quadrupled  in 
wealth,  within  the  last  ten  years.  The  valley 
of  the  Arkansas,  and  its  numerous  tributaries 
between  Little  Rock  and  Fort  Smith,  contains 
hundreds  of  thousands  of  acres  of  the  finest 
lands  in  the  United  States,  but  a  very  small 
part  of  which,  comparatively  speaking,  is  in  a 
state  of  cultivation.  These  lands  are  admira- 
bly adapted  to  the  cultivation  of  cotton,  corn, 
wheat,  etc.  Under  the  vivifying  influences  of 
a  railroad,  extending  to  this  region  of  the 
state,  the  facilities  of  constant  and  reliable 
transportation,  and  uninterrupted  communica- 
tion with  the  rest  of  the  world,  western  Arkan- 
sas would  soon  become  one  of  the  most  pros- 
perous and  desirable  districts  of  country  in  the 
Union.  In  addition  to  this,  we  have  a  coun- 
try, lying  directly  west  of  Fort  Smith  and  Van 
Buren,  of  great  fertility,  and  almost  unbound- 


dispatched  their  agent,  Col.'  R.  J.  T.  White,  to     ed  resources  when  fully  developed,  now  occu- 
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pied  by  the  Cherokees,  Ckbctaws,  and  Creek 
Indians,  and  destined  at  no  distant  day  to  be- 
come powerful  and  prosperous  states  of  our 
Union,  with  institutions  and  interests,  in  all 
respects,  similar  to  those  of  Arkansas.  The 
productions,  trade,  and  business  of  this  region 
is  already  very  considerable,  but  nothing  to 
what  it  will  be  when  its  destinies  shall  be  con- 
trolled by  flourishing  states. 

There  also  is  the  immense  trade  of  New 
Mexico,  which,  with  a  little  public  spirit,  ought 
to  be  diverted  to  Fort  Smith  and  Van  Buren_ 
Heretofore,  the  frontier  towns  of  Missouri  have 
enjoyed  a  monopoly  of  this  trade.  But  a  more 
mild  and  genial  climate  on  the  Arkansas 
route  to  New  Mexico,  gives  it  very  decided 
advantages  over  the  Missouri  route  which 
ought  not  to  be  overlooked  by  traders.  With 
such  advantages,  present  and  prospective,  this 
road,  if  built,  would  not  only  develop  and  un- 
fold the  resources  of  western  Arkansas,  and 
build  up  and  establish  its  prosperity  on  firm 
foundations,  but  would,  in  the  very  nature  of 
things,  be  highly  remunerative,  from  the  fact 
that  there  is  no  likelihood  that  a  parallel,  or 
competing  road  would  ever  be  built  within  100 
miles  north  or  south  of  it.  The  Arkansas  riv- 
er is  wholly  unreliable  for  purposes  of  naviga- 
tion, and  could  not  compete  with  a  railroad 
if  it  were  otherwise.  We  are,  therefore,  in 
western  Arkansas,  without  the  means  of  cer- 
tain, cheap,  and  easy  transportation.  We  are 
at  this  time,  for  want  of  such  means  of  trans- 
portation, paying  $8  or  $9  per  sack  for  salt, 
$12  or  $13  per  barrel  for  flour,  exorbitant  pri- 
ces for  coffee  and  sugar,  and  nearly  all  other 
necessaries  of  life,  while  several  hundred  thou- 
sand dollars  worth  of  merchandise,  destined 
for  western  Arkansas  and  the  Indian  country 
beyond,  has  been  detained,  since  last  spring, 
at  various  points  on  the  Arkansas  river,  for 
want  of  the  means  of  convenient,  cheap,  and 
reliable  transportation. 

The  financial  condition  of  the  company  is 
stated  as  follows  : 
Debtor.        Stock — Amount   install- 
ments paid  in $14,640  03 

Land — Land  sold  to  date 7,812  46 

Waddell,   Black  &  Co.,. 1,648  81 

J.  H.  Haney,  engineer,  due  on  acct  1,525  55 
Due  sundry  individuals 2,142  47 


$27,775  12 
Creditor.  General  expenses  to  date  4,043  07 
Engineering  "  "         13,592  05 

Grubbing,  clearing,  and  grading, 

to  date 8,673  24 

Bills  receivable 1,466  76 


27,775  12 

The  engineer  says : 

The  great  necessity  of  a  railroad  up  the  val- 
ley of  the  Arkansas  has  been  too  well  exem- 
plified during  the  past  year  to  need  further  il- 
lustration. Its  importance  to  the  business 
community  and  to  the  farmer  is  incalculable, 
and  in  my  humble  opinion,  the  interests  which 
the  state  at  large  has  involved  in  a  railroad 
from  Memphis  to  Fort  Smith,  as  being  a  great 
advance  in  the  direction  of  New  Mexico  and 


California,  outweigh  by  far  all  her  other 
schemes  of  internal  improvement  combined. 
The  business  of  your  road,  when  completed, 
can  not  be  easily  conjectured,  but  it  must  in  a 
few  years  be  very  large  and  remunerative. 
There  can  he  no  competing  road  on  the  north 
nearer  than  White  river,  and  on  the  south 
there  can  be  none  at  all  to  the  legitimate  busi- 
ness of  your  road.  It  will  connect  at  Little 
Rock  with  the  roads  to  Cairo,  Memphis,  and 
Napoleon  on  the  Mississippi,  and  to  Fulton 
on  Red  river,  thus  affording  direct  communi- 
cation by  rail  with  all  parts  of  the  Union. 


Report  of  the  Receiver  of  the  Cincinnati, 
Wilmington  &  Zanesville  Railroad. — The 
Nineteenth  Report  of  Wm.  Key  Bond,  Receiv- 
er of  the  Cincinnati,  Wilmington  &  Zanesville 
Railroad,  has  been  filed  with  the  Clerk  of  the 
United  States  District  Court: 

GROSS    EARNINGS. 

Passenger. 

Through $     10  72 

Local  4,913  20 

Mail 859  95 

Express 414  80 


6,198  67 


Freight. 


Through  Business 398  91 

Local  Business 9,873  46 


10,272  37 
Total  Gross  Earnings 16,471  04 

EXPENSES. 

Total  Ordinary  Expenses 12,623  59 

"    Extraordinary  Expenses 4,412  04 

"    Capital  Account 164  16 


Grand  Total 17,199  79 

Received  during  Nov 14,624  40 

On  hand  Nov.  1st 25,704  61 

40,329  01 


1859. 

Increase. 

8110,583  42 

826.204  85 

65,821  55 

9,793  30 

3,850  00 

; ... 

7,835  00 

5,500  00 

1,583  33 
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3C0  58 

195.911  69 

37,233  06 

The  following  is  an  approximate  state- 
ment of  the  earnings  of  the  Pittsburgh,  Fort 
Wayne  and  Chicago  Railroad  Company,  during 
the  month  of  November,  1860,  compared  with 
the  same  period  last  year,  viz.: — 

I860. 

Freight 8136.787  27 

Passengers 75,014  85 

Express 2,6I'0  00 

Mails 7,825  00 

Rent  of  road  ....     7,063  S3 
Rents  and  Miscel.       833  30 

T„tal 8330,143  75 

Earnings,  Jan.  1 
to  Nov.  31  .S2.143.006  79        1,786,039  90         357,066  89 


Little  Miami  —  Election  of  Directors — The 
annual  meeting  of  the  stockholders  of  this  road 
took  place  last  Tuesday.  The  following  gentle- 
men were  elected  Directors  for  the  ensuing 
year: — Nathaniel  Wright,  John  H.  Groesbeck, 
Henry  Hanna,  Chas.  H.  Kilgour,  John  Bacon, 
Joseph  C.  Butler,  Larz  Anderson,  Jas.  Hicks, 
jr.,  Alphonso  Taft,  Jos.  R.  Swan,  Abraham 
Hivliug,  Wm.  H.  Clement. 

This  is  the  same  as  the  old  Board,  with  the 
exception  of  Mr.  Butler,  who  was  chosen  to  fill 
the  vacancj'  occasioned  by  the  death  of  Mr. 
Jacob  Strader. 

The  old  officers  were  elected,   as   follows  : — 


President,  Wm.   H.   Clement;   Superintendent, 
E.  W.  Woodward  ;   Auditor,  D.  G.  A.  Davenport 
Secretary,  Chas.  H.  Kilgour ;   Treasurer,  S.  E.: 
Wright. 


The  business  of  the  Chicago   and  North 

Western  road,  for  the  first  week  of 

December,  was $13,062  93 

1859, 9.123  68 

Increase $4,440  05 


RAILWAY    DECISION  IN  NEW- 
/  HAMPSHIRE. 

Judge  Sargent  has  decided,  in  the  Supreme 
Court  of  New  Hampshire,  in  the  case  of  March 
et  al.  vs.  The  Eastern  Railway  Company  et 
al.,  that  a  majority  of  the  stockholders  in  a 
corporation  have  a  remedy  in  chancerv  against 
the  directors  and  against  the  corporation,  and 
all  others  assisting  or  confederating  with  them- 
whether  individuals  or  corporations,  to  pre, 
vent  them  for  making  any  misapplication  of 
their  capital  or  profits,  which  might  result  in 
lessening  the  dividends  of  stockholders  or  the 
value  of  their  shares ;  if  the  acts  inteuded  to 
be  done  create  what  in  law  is  denominated  a 
breach  of  trust  or  duty. 

Such  stockholders  have  a  remedy  against 
individuals,  in  whatever  capacity  they  may 
profess  to  act,  and  against  corporations,  both 
the  one  of  which  they  are  members,  and  all 
others  acting  in  concert  with  it  to  effect  and 
accomplish  a  common  purpose  and  object, 
when  the  object  thus  to  be  accomplished  is 
an  imputed  violation  of  a  corporate  franchise, 
or  the  denial  of  a  right  growing  ont  of  it,  for 
which  there  is  not  an  adequate  remedy  at 
law. 

Therefore,  when  the  allegations  in  the  bill 
were  that  railroad  A  had  leased  and  entered 
upon  the  track,  fixtures,  furniture  &c,  of 
railroad  B,  for  a  term  of  years,  and  had  agreed 
to  pay  said  railroad  B,  as  rent,  at  stated  times, 
a  certain  share  of  the  income  and  profits  of 
both  roads ;  and  also  that  such  profits  to  a 
large  amount  had  been  received  by  said  rail- 
road A,  and  had  accumulated  for  several 
years,  said  railroad  A  refusing  to  pay  over 
said  rent  according  to  the  terms  of  the  lease, 
and  claiming  to  apply  such  profits  to  the  pay- 
ment of  investments,  by  them  made,  in  stock 
of  other  roads,  and  in  other  schemes  of  spec- 
ulation not  warranted  by  the  terms  of  the 
lease ;  and  that  said  railroad  B,  and  its  direc- 
tors, being  influenced  by  persons  interested  in 
said  railroad  A,  had  declined  to  take  measures 
to  collect  said  rent  of  said  railroad  A,  but 
were  allowing  and  assenting  to  such  improper 
and  illegal  application  of  the  funds  belonging 
to  them,  to  which  funds,  said  plaintiffs  were, 
proportionately  with  other  stockholders,  enti- 
tled as  dividends  upon  their  stock  ; — Held, 
upon  demurrer  by  said  Railroad  A  to  the  bill, 
that  a  minority  of  the  stockholders  in  railroad 
B  might  maintain  a  bill  against  the  directors 
of  their  own  road,  and  their  own  corporation, 
and  also  against  railroad  A ;  the  object  of 
which  bill  was  to  prevent  such  alleged  illegal 
misapplication  of  the  funds,  and  to  compel 
said  railroad  A  to  pay  over  its  dues  to  said 
railroad  B,  and  to  compel  the  latter  road  to 
distribute  them  as  dividends  among  its  stock- 
holders,  the  plaintiffs  and  others. 

But  in  order  to  prevent  a  multiplicity  of 
suits,  and  that  justice  may  be  done  between 
all  parties  interested,  such  stockholders  thus 
bringing  their  bill  in  chancery  should  set  forth 
in  the  bill,  that  it  is  brought  not  only  for  them- 
selves, but  for  all  others   similarly  interested 
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who  may  choose  to  become  plaintiffs  in  the 
proceeding. 

In  the  indentures  by  which  railroad  B  leas- 
ed their  road,  &c,  to  railroad  A,  there  was 
an  agreement  to  refer  all  matters  of  dispute 
that  might  arise  between  them  upon  the  lease; 
— Held,  that  this  agreement  to  refer  not  on- 
ly did  not  oust  this  court  of  its  jurisdiction  at 
law  or  in  equity,  in  a  suit  between  the  parties 
to  such  contract,  but  also  that  at  the  instance 
of  a  minority  of  the  stockholders  in  railroad  B. 
under  the  circumstances  stated,  this  court 
might  enjoin  both  said  roads  from  entering 
into  such  reference  according  to  said  agree- 
ment, or,  if  entered  into,  from  preceeding  with 
such  reference. 

Though  a  contract  be  made  and  is  to  be  per- 
formed in  a  foreign  jurisdiction,  a  court  of 
equity  will  enforce  it,  if  they  have  or  can  ac- 
quire jurisdiction  over  the  person  or  party. 

This  court  has  jurisdiction  to  render  a  va- 
lid judgment  against  a  foreign  corporation, 
whenever  the  corporation  appears  generally 
by  attorney,  or  when  legal  service  has  been 
made  upon  it  according  to  the  provisions  of 
our  laws. 

When  the  court  has  jurisdiction  of  the  sub- 
ject matter  and  of  the  parties  to  the  suit,  it 
will  render  its  judgment  without  waiting  to 
inquire  whether  either  party  have  sufficient 
property  within  the  jurisdiction  to  respond  to 
such  judgment ;  the  questiou  as  to  how  his 
judgment  shall  be  satisfied  when  he  gets  it, 
is  for  the  party  who  obtains  it,  and  not  for  the 
court. 

The  bill  in  this  case  alleged,- — 1.  That  the 
Eastern  Railroad  in  New-Hampshire  was  duly 
incorporated  by  act  of  our  legislature,  June 
18,  1836,  and  was  duly  organized.  2.  That 
the  plaintiffs  are  interested  in  said  corpora- 
tion as  shareholders,  owning  stock  severally 
as  therein  specified.  3.  That  by  act  of  our 
legislature  of  July  2.  1839,  said  railroad  was 
duly  authorized  to  lease  a  part  or  the  whole 
of  it,  and  appurtenances,  to  such  persons  and 
on  such  terms  as  they  should  think  proper. 
4.  That,  in  pursuance  of  this  power,  said  rail- 
road did,  after  having  located  its  road  on  the 
18th  of  February,  1840,  lease  all  its  road, 
rights,  &c,  to  the  Eastern  Railroad  Company, 
a  corporation  located  in  Massachusetts,  and 
organized  and  established  under  the  laws  of 
that  State,  for  the  term  of  ninety  years,  by 
indentures  which  are  annexed  to  the  bill.  5. 
That  said  Eastern  Railroad  Company,  in  and 
by  said  indentures,  agreed  to  pay  as  rent  for 
this  property  a  share  of  the  profits  at  the  same 
time  it  made  dividends  to  its  own  stockholders, 
which  should  bear  the  same  proportion  to  the 
whole  net  profits  that  the  stock  in  the  New 
Hampshire  road,  at  the  time  of  such  division, 
should  bear  to  the  whole  amount  of  stock  in 
both  corporations.  6.  That  said  indenture 
provided  for  the  manner  in  which  the  net  pro- 
fits should  be  ascertained,  and  further  provi- 
ded that,  if  said  Eastern  Railroad  Company 
should  not  deem  it  expedient  to  pay  a  divi- 
dend to  its  own  stockholders,  they  should  never- 
theless pay  to  the  Eastern  Railroad  in  New 
Hampshire,  semi  annually,  its  ratable  propor- 
tion of  the  net  income.  7.  And  that,  if  any 
disagreement  or  difference  of  opinion  should 
arise  between  the  parties,  it  should  be  settled 
and  determined  by  arbitrators  selected  as 
therein  provided.  8.  That  said  Eastern  Rail- 
road Company,  under  said  lease,  entered  into 
and  took  possession  of  said  Eastern  Railroad 
in  New  Hampshire,  and  have  since  continued 
in  possession,  receiving  rents  and  profits.  But 
that,  since  July,  1854,  it  las  refused  to  pay 
rent  therefor  or  any  share  of  the  net  income, 
though  they  have  received  yearly  large  profits, 
and  should  have  paid  its  shore  to  the  Eastern 


Railroad  in  New-Hampshire,  amounting  to 
more  than  $800,000,after  deducting  interest 
on  all  its  indebtedness.  9.  That,  at  the  date 
of  the  lease,  the  capital  stock  of  the  Eastern 
Railroad  Company  was  $1,600, 000, and  its 
road  was  then  nearly  completed  to  the  extent 
of  its  charter,  and  that  its  indebtedness  was 
then,  as  stated  by  the  directors,  not  exceeding 
$500,000.  10.  That,  since  the  making  of  said 
indenture,  the  Eastern  Railroad  Company 
have  engaged  in  divers  speculations  not  with- 
in the  contemplation  of  the  parties,  and  not 
within  the  powers  confered  by  the  legislature, 
to  wit:  it  has  built  the  Gloucester,  the  Marble 
head,  the  Salisbury,  and  the  Saugus  branches, 
all  at  a  cost,  as  stated  by  them,  of  more  than 
$700,000,  which  branches  produce  but  little 
income ;  it  has  bought  the  South  Reading 
branch  at  about  $300,000,  and  the  Essex  Rail 
road,  or  a  controlling  interest  therein,  for 
more  than  $264,000,  which  latter  produces  but 
little  income,  while  the  former  produces  none, 
but  actually  increases  its  debt  every  year; 
that  it  has  paid  out  $160,000  for  worthless 
stock  in  the  Great  Falls  and  S.  B.  Branch  Rail- 
road and  in  the  Grand  Junction  fiailroad;  and 
has  changed  its  route  into  Boston  at  a  cost  of 
more  than  $1,000,000, — all  without  authority, 
and  in  violation  of  said  agreement.  11.  That 
said  Eastern  Railroad  Company  for  several 
years  employed  one  Tuckerman  as  treasurer, 
and  they  claim  to  deduct  $232,780  47  as  lost 
by  him  in  making  up  the  net  income.  12. 
That  the  capital  stock  of  the  Eastern  Railroad 
Company  is  now  $2,853,400,  which  increase 
has  heen  caused  almost  entirely  by  the  afore- 
said expenditures,  recklessly  made,  and  with- 
out any  benefit  to  either  corporation,  but  only 
to  some  of  the  managers  thereof,  thus  fraudu- 
lently increasing  the  amount  of  stock  on  which 
dividends  are  to  be  declared,  without  increas- 
ing the  income.  13.  That  the  debt  of  said 
Eastern  Railroad  Company  has  been  largely 
increased  by  this  useless  and  unauthorized  ex- 
penditure to  more  than  $3,000,000,  and  that, 
within  four  years  past,  they  have  paid  of  said 
debt  from  the  net  income  nearly  $900,000.  14. 
That  for  the  last  five  years,  the  directors  of  the 
Eastern  Railroad  in  New  Hampshire  have 
been  Ichabod  Goodwin  and  D.  P.  Brown,  both 
of  Portsmouth,  N.  H. ;  S.  A.  Chase,  of  Salem  ; 
B.  T.  Reed,  of  Boston,  and  Isaiah  Breed,  late 
of  Lynn,  Mass.,  who  during  that  time,  have 
made  no  attempt  to  collect  said  rent,  but  have 
always  asserted  that  all  the  stipulations  of  the 
lease  had  been  complied  with  by  said  Eastern 
Railroad  Company.  15.  That,  at  the  annual 
meeting  of  the  Eastern  Railroad  in  New  Hamp- 
shire, in  July,  1858,  an  attempt  was  made  to 
have  rent  collected,  and  a  committee  was  ap- 
pointed, who  reported  a  large  amount  as  due 
from  said  Eastern  Railroad  Company  to  said 
Eastern  Railroad  in  New  Hampshire,  July  12, 
1859,  at  their  annual  meeting.  16.  That,  at 
said  last  mentioned  meeting,  persons  interest- 
ed to  a  much  larger  extent  in  the  Eastern 
Railroad  Company  than  in  the  Eastern  Rail- 
road in  New  Hampshire,  controlled  said  meet- 
ing, and  proceeded  to  choose  for  directors  the 
same  men  above  mentioned,  except  that  Brown 
was  put  in  place  of  Breed,  who  has  small  in- 
terest in  the  Eastern  Railroad  in  New  Hamp- 
shire, and  that  three  of  the  five  were  largely 
interested  and  stockholders  in  said  Eastern 
Railroad  Company,  and  that  none  of  them 
were,  in  fact,  legally  chosen,  except  Goodwin, 
though  they  were  all  declared  so  to  be,  being 
the  tame  men,  except  Brown,  who  had  refused 
for  five  years  to  assert  the  rights  of  the  East- 
ern Railroad  in  New  Hampshire,  and  had  as- 
serted in  that  time  that  the  Eastern  Railroad 
in  New-Hampshire  owed  the  Eastern  Railroad 
Company  a  large  sum,  &c,  and  have,   at  the 


instance  of  the  directors  of  the  Eastern  Rail- 
road Company,  attempted  to  impose  other 
large  debts  on  the  Eastern  Railroad  in  New 
Hampshire.  17.  That  the  whole  stock  of  said 
Eastern  Railroad  in  New  Hampshire  is  divid- 
ed into  4,925  shares.  18.  That  each  of  the 
persons  elected  directors,  as  aforesaid,  has  ex- 
pressed the  opinion  that  the  Eastern  Railroad 
in  New  Hampshire  has  no  claim  upon  the 
Eastern  Railroad  Company.  19.  That  plain- 
tiffs hoped  that  said  meeting  would  have  been 
fairly  conducted,  &c,  and  the  terms  of  the 
lease  enforced  and  complied  with.  But  the 
Eastern  Railroad  Company,  and  the,  Eastern 
Railroad  in  New  Hampshire,  (controlled  as 
aforesaid,)  and  the  said  Goodwin,  Brown, 
Chase,  Reed,  and  Drown,  combining,  contriv- 
ing, &c,  controlled  said  meeting,  and  prevent- 
ed the  election  of  directors  who  would  truly 
represent  the  interests  of  the  stockholders  in 
said  Eastern  Railroad  in  New  Hdmpshire,  and 
passed  a  vote  putting  the  whole  matter  of  en- 
forcing the  terms  of  the  lease  and  collecting 
the  rents  in  the  hands  of  those  deeply  inte- 
reste  d  in  and  under  the  control  of  said  East- 
ern Railroad  Company.  20.  That  defendants 
pretended  that  there  has  been  no  net  income 
within  the  true  intent  and  meaning  of  the  in- 
denture, but  plaintiffs  charge  that  there  have 
been  every  year  large  profits  received  by  the 
Eastern  Railroad  Company  which  should  have 
been  paid  over  to  the  Eastern  Railroad  in 
New  Hampshire,  but  which  have  been  unjustly 
detained.  21.  That  defendants  pretend  that 
by  the  indenture  aforesaid  that  two  corpora- 
tions are  one  and  the  same,  and  that  thereby 
the  Eastern  Railroad  in  New  Hampshire  is 
bound  by  all  the  acts,  &c,  of  the  directors, 
&c,  of  the  Eastern  Railroad  Company;  but 
the  plaintiffs  charge  that  the  Eastern  Railroad 
in  New-Hampshire  had  no  authority  to  make 
any  other  agreement  than  said  lease,  and  that 
all  the  understandings  were  merged  in  said 
lease ;  that  by  said  lease  only  the  use  of  the 
property,  &c,  of  the  Eastern  Railroad  in  New- 
Hampshire  passed,  and  that  the  rent  received 
was  a  share  of  the  net  profits;  and  that  when 
profits  are  earned,  the  Eastern  Railroad  Com- 
pauy  holds  a  part  thereof  in  trust  for  the  East- 
ern Railroad  in  New-Hampshire  and  the  stock- 
holders thereof.  22.  That  the  defendants  pre- 
tend that  they  will,  in  good  faith,  appoint 
arbitrators  to  settle  all  matters  of  claim  under 
the  lease,  but  plaintiffs  fear  that,  under  tha 
circumstances  stated,  they  will  assent  to  a 
wrongful  disDosition  of  the  funds,  and  charge 
that  said  directors  only  intend  to  have  a  fraudu- 
lent reference  under  the  control  of  the  East- 
ern Railroad  Company,  so  as  to  bar  the  rights 
of  the  plaintiffs.  23.  The  plaintiffs  pray  for 
an  answer,  and  that  the  books  of  said  Eastern 
Railroad  in  New-Hampshire  may  be  produced 
by  said  Drown,  the  clerk  thereof,  for  an  ac- 
count of  the  sums  due  from  the  Eastern  Rail- 
road Company  to  said  Eastern  Railroad  in 
New-  Hampshire,  to  be  distributed  according 
to  law,  or  that  the  proportion  thereof  belong- 
ing to  these  plaintiffs  be  paid  over  to  them, 
with  interest  from  the  time  it  became  due; 
that  in  rendering  such  account,  the  Eastern 
Railroad  Company  may  be  prohibited  from 
deductiug  anything  for  losses  by  defalcation  of 
its  officers,  interest,  or  other  charges  not  with- 
in the  true  meaning  and  intent  of  the  lease, 
and  that  in  such  adjustment  said  Eastern 
Railroad  Company  may  be  allowed  only  the 
amount  of  capital  stock  issued  by  them  at  the 
time  of  making  the  lease. 

Sargent,  J. — As   we  arc  not  to  decide  this 
case  upon  the  bill  and  answer  as  between  an 
of  the  parties,    but   all  the  questions   raised 
thereon  are  still  open,  and   to  be  considered 
and  settled  upon  their  merits  hereafter,  it  ia  . 
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not  material  to  consider  the  answer  of  those 
parties  who  have  made   one,  in  order  to  settle 
the  question  now  before  us.     This  answer  has, 
therefore,  been  omitted  in  stating  the  case,  ex- 
cept so  far  as  it  objects  to  the  jurisdiction  of 
this  court,  and  this  portion   of  the   answer  is 
stated  only  because  it   contains  substantially 
most  of  the  positions  relied  upon  by  the  East- 
ern Railroad  Company  to  sustain  their  demur-' 
rer,  though  some  other  positions  are  taken    in 
argument,  such  as  that  there  are  not   proper 
parties  to  the  bill,  &c.     So  also  the  provisions 
of  the  lease  are  omitted   in   the   statement  of 
the  case,  except  such  portions  as  are  stated  in 
the  bill,  which  appear  to  be  substantially  cor- 
rect.    In  considering  the  questions  now  before 
us,  which  are  only  those  raised  by  the  demur- 
rer of  the  Eastern  Railroad  Company,  we  are 
to  take  the  facts  as  stated  in  the  bill  to  be  ad- 
mitted.    The  questions  raised  by  the   demur- 
rer seem  to  relate   solely   to   the  jurisdiction 
of  the    court,  and  though  some   of  the  posi- 
tions relied  upon    are   taken    under   the   first 
cause  assigned  to  the  demurrer,  others  are  evi- 
idently  taken  under  the  second  cause,  as  there 
stated.     It  is  claimed  by  the  Eastern  Railroad 
Company, — 1.  That  this  court  has   not  juris- 
diction over  the  Eastern  Railroad  Company,  a 
foreign  corporation  existing  without  the  limits 
of  this  State.     2.  That  the   contract,   as   set 
forth  in  the  bill,  was  to  be  performed  in  Mas- 
sachusetts, and  therefore  the  court  is   ousted 
by  the  agreement  to  refer  or  arbitrate,  contain- 
ed  in   the  indentures.     4.  That  the    Eastern 
Railroad  Company  is    not   answerable   to  the 
stockholders  of  the  Eastern  Railroad  in    New- 
Hampshire,  but  only   to   the  corporation.     5. 
That  the   plaintiffs   have   a   full   and  perfect 
remedy  at  law  by  madamus,  and  therefore  this 
court  has  no  jurisdiction.     6.   That  there   are 
no  proper  parties  to  the  bill,  so  as  to  give   the 
court  jurisdiction. 

The  decision  was  at  great  length,    and   was 
in  effect  as  at  first  stated  above. 


Improved  Railway  Brake. — The  preven- 
tion of  accidents  from  collision  is  a  subject 
which  has  for  a  long  period  attracted  the  at- 
tention of  inventors,  yet  few  really  efficient 
brakes  have  been  proposed,  and  of  these  some 
are  of  so  complicated  a  character  that  they 
could  never  be  generally  adopted.  It  is  uni- 
versally acknowledged  that  adequate  brake 
power  would  be  one  of  the  greatest  preventives 
of  accidents  that  could  be  introduced;  and 
Captain  Galton's  report  to  the  Committee  of 
the  House  of  Lords  proves,  amongst  other 
things,  that  a  system  of  railway  brakes,  to  be 
efficient,  should  provide  for  the  simultaneous 
application  of  the  brake  power  to  several  car- 
riages of  the  train,  and  should  be  no  obstacle 
to  the  interchange  of  carriages  among  railway 
companies.  To  these  must  be  added  moder- 
ate cost,  efficiency  of  action,  and  simplicity  of 
construction,  and  an  invention,  to  be  worthy 
of  consideration,  must  combine  all  these  good 
qualities.  Mr.  Walter  Hall,  of  the  Steam 
Mills,  Manfiseld  street,  Southwark,  London, 
claims  the  solution  of  the  problem,  he  having, 
by  a  judicious  arrangement  of  the  screw  and 
lever,  produced  a  brake  which  promises  to  ful- 
fill all  the  requirements  of  the  case.  The 
brake  handle  is  affixed  to  the  top  of  a  vertical 
axis,  upon  which  is  fixed  a  screw  taking  into 
a,  toothed  wheel  firmly  fastened  to  a  horizon- 
tal axis,  provided  with  a  screw  for  carrying  a 
female-wormed  collar,  connected  by  a  rod  to 
a  rocking  lever,  which  throws  the  brake  blocks 
against  the  wheel.  The  action,  as  will  be 
readily  understood,  is  gradual,  and  the  power 
is  irresistible,  and  by  a  self-adjusting  socket- 
joint  the  brakes  upon  every  carriage  are  con- 


nected with  each  and  every  brake-handle  when 
the  train  is  made  up.  The  principle  of  Mr. 
Hall'  s  invention  appears  to  be  excellent,  and 
we  can  not  see  anything  likely  to  prove  an  ob- 
stacle to  its  general  practical  application.  We 
should  state,  moreover,  that  so  immense  is  the 
power  which  could  be  applied  upon  the  brakes 
by  the  turning  of  the  brake-handle,  that  a 
heavy  train  could  be  stopped  by  the  force 
which  a  child  could  exert. — London  Mining 
Journal. 


OHIO  AND  MISSISSIPPI  R.  R-— E.  D- 

Circular  to  the  holders  of  Trustees  Certifi- 
cates of  the  Eastern  Division  of  the  Ohio  and 
Mississippi  Railroad: 

Office  of  Trustees  of  Creditors  and  Stock- 
holders of  the  Ohio  &  Mississippi  R.  R. 
Co.,  (Eastern  Division,)  88  Wall  street, 
New  York,  Dec,  13th,  1860. 

At  the  request  of  the  Holders  of  the  Certifi- 
cates, as  expressed  in  a  Resolution  passed  at 
the  Regular  Annual  Meeting  held  yesterday, 
I  herewith  submit  a  Statement  of  Claims 
against  the  Ohio  &  Mississippi  R.  R.  Co., 
(Eastern  Division,)  surrendered  to  this  Trust 
up  to  the  1st  December  instant,  under  the 
Agreement  of  15th  December,  1858;  varying 
but  little  from  the  Statement  made  in  a  circu- 
lar issued  on  the  10th  July  last. 

Second  Mortgage  Bonds $     45,000  00 

Construction  Bonds  and  Scrip 3,923,557  82 

Inoome  Bonds  and  Scrip ., 3,226,455  00 

Stock  and  Scrip,  $4,595,508  10  at 

10  per  cent, 459,550  81 

Coupons  from  1st  Mortgage  Bonds      J04,720  00 

"  "     '2d         "  "  11,760  00 

"  "      Construction    "  591,080  00 

"  "      Income  "  340,392  50 

Claims  against  O.  &  M.  R.  R.  Co., 

principally  notes, 366,297  29 

Accrued    Interest    allowed    (per 

agreement) 93,671  06 

Premiums  (on  2-3  Construction 

bonds) 1,387,0S6  36 


10,548,570  84 
Paid  for  as  follows: 

In  Cash §  182.995  66 

In  Trust  for  Certificates 10,366,575  18 


10,549,570  84 

*$4,200  of  this  amount  has  been  redeemed 
by  the  Company,  in  Cash. 

Of  the  outstanding  Construction  Bonds 
about  $100,000  are  held  by  parties  who  have 
already  expressed  a  desire  to  place  them  in 
the  Trust;  leaving  only  $218,000  held  outside. 
A  portion  of  the  remaining  $95,000  Income 
Bonds  are  also  ready  to  be  surrendered. 
-..sThe  suit  instituted  by  the  Second  Mortgage 
Bond  Holders,  is  being  urged  to  a  decision  in 
the  courts  of  Ohio  and  Indiana,  and  a  decree 
of  sale  will  no  doubt  be  obtained  in  a  few 
weeks  at  the  latest;  when  it  will  become  nec- 
essary for  the  Trustees  to  exercise  the  author- 
ity given  in  the  Agreement  of  the  15th  Decem- 
ber, 1858,  to  protect  the  property  of  the  Trust. 

The  case  is  fully  provided  for  in  the  13th 
and  14th  Articles  of  said  Agreement,  and  in 
the  Preamble  thereto,  in  the  following  words : 

"And  whereas,  It  may  occur,  that  owing  to 
delays  in  procuring  the  consent  of  the  neces- 
sary parties  to  subscribe  this  agreement,  or  for 
some  other  cause  or  reason,  some  of  the  cred- 
itors of  the  Company  may  enforce  or  cause  a 
foreclosure  of  some  of  the  mortgages  upon  the 
duties  of  the  Trustees  in  any  such  case  shall 
be  defined,  and  that  the  subscribers  shall  mu- 
tually participate  in  all  or  any  measures  or 
acts  which  may  be  performed  by  any  subscri- 


ber or  subscribers,  for  the  protection  or  promo- 
tion of  their  joint  or  several  interests,  in  any 
of  the  contingencies  hereinafter  set  forth. 

It  is  therefore  further  mutually  agreed  as 
follows: 

Thirteenth — That  in  any  such  case,  the 
Trustees  may  make  such  arrangements,  with 
the  Trustees  named  in  any  such  mortgage  or 
with  the  owners  of  the  Bonds  secured  thereby, 
as  will  in  their  opinion,  enable  them  to  protect 
the  interests  of  this  Trust  without  making  cai!s 
upon  the  subscribers,  or  their  legal  represen- 
tatives, as  hereinafter  provided. 

But  in  case  they  shall  fail  to  make  such  ar- 
rangements, and  shall  deem  the  property  be- 
longing to  this  trust  insufficient  or  unavailable 
for  the  purchase  of  the  Road  property,  at  any 
sale  thereof,  they  may  proceed  to  obtain  the 
further  moneys  or  means  which  they  shall  as- 
certain or  estimate  to  be  necessary  therefore, 
by  making  calls — of  which  sixty  days  notice 
shall  be  given — on  the  subscribers  hereto  or 
their  legal  representatives,  owners  of  the  Cer- 
tificates aforesaid — for  their  just  proportion  of 
such  means  for  the  purposes  as  the  Trustees 
may  declare  necessary,  to  be  paid  at  such 
times  and  places  as  may  be  specified  in  the 
notice,  the  same  to  be  paid  either  in  money,  or 
in  such  Bonds  of  the  Company  as  may  be 
specified  in  such  notice,  or  in  money  and  such 
Bonds  in  such  proportions  as  may  be  so  spec- 
ified, provided  that  any  party  so  called  on, 
may  at  his  option  omit  or  refuse  to  pay  any  por- 
tion^of  any,  or  of  all  such  calls  in  the  propor- 
tion of  money  or  Bonds  called;  and  further 
provided  that  the  Trustees  may  therefore  pro- 
cure the  deficiency  caused  by  such  omission  or 
refusal  from  any  other  person  or  persons,  and 
issue  and  deliver  to  the  parties  furnishing  the 
same  as  a  part  of  the  property  of  this  trust, 
Certificates  as  aforesaid  for  such  amounts  as 
the  Trustees  shall  agree  to  issue  therefor. 

The  Trustees  shall  also  issue  and  deliver  to 
the  subscribers  hereto,  or  their  legal  represen- 
tatives, who  shall  make  due  payments  of  such 
calls,  or  of  portions  thereof  as  aforesaid — Cer- 
tificates as  aforesaid  for  such  amounts,  as 
shall  equal  the  money  and  Bonds,  or  means  at 
par,  which  they  shall  so  pay,  and  also,  pro  rata 
to  each  for  such  further  amounts  as  shall 
make  the  Certificates  to  be  issued  to  them, 
bear  the  same  relative  proportion  as  nearly  as 
practicable,  to  the  money  or  means  they  shall 
so  pay,  as  the  average  of  the  Certificates 
issued  for  money,  or  means  furnished  on  ac- 
count of  deficiencies,  shall  bear  thereto. 

The  Certificates  to  be  issued  in  pursuance 
hereof,  to  be  similar  in  all  respects  to  those 
hereinbefore  provided  to  be  issued,  and  to  be 
entitled  to  the  same  benefits  and  interests,  and 
subject  to  the  same  conditions. 

Fourteenth. — The  money  or  means  so  paid 
or  furnished  shall  belong  to  this  trust,  subject 
to  the  restrictions  and  condition,  that  upon  the 
occurrence  of  any  event  whereby  the  whole  or 
any  portion  thereof  shall  not  be  used  or  re- 
quired for  the  purchase  aforesaid,  the  Trustees 
shall  give  thirty  days  notice  thereof,  and  shall 
return  to  such  of  the  owners  or  legal  represen- 
tatives of  the  Certificates  issued  therefor  as 
shall  within  forty  days  from  the  expiration  of 
such  notice,  in  writing  request  such  retnrn, 
the  portions  (as  nearly  as  may  be  practicable) 
of  the  money  or  means  which  were  so  paid  or 
furnished  by  the  party  to  whom  such  Certifi- 
cates were  issued,  as  shall  then  remain  in 
their  hands  not  used  or  required  as  aforesaid  ; 
on  the  surrender  by  them  respectively  of  such 
portions  of  the  particular  Certificates  issued 
therefor,  as  represent  and  was  issued  for  the 
money  or  means  so  to  be  returned. 

The  Trurtees  may  proceed  according  to  thi 
and  the  next  preceding  article  hereof,  in  any 
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case  of  foreclosure  which  may  occur,  when,  in 
their  opinion,  the  exigency  of  a  sale  of  the 
Road  and  property  shall  be  so  imminent  as  to 
render  such  action  proper  or  expedient." 

Should  the  decree  of  sale  be  granted,  the 
Trustees  will  decide  what  course  to  pursue  in 
virtue  of  this  authority,  and  advise  you  of 
their  determination. 

Respectfully  your  obedient  servant, 

EDWIN  BARTLETT,  Ch'm  of  Trustees. 
To  the  Holders  of  Trustees  Certificates. 


NEW  YORK  CENTRAL. 

Annexed  is  the  report  of  the  Committee  of 
Stockholders  of  the  New- York  Central  Road 
submitted  to  the  meeting  on  Wednesday.  The 
remarks  in  regard  to  the  closing  of  the  con- 
struction account  are  noteworthy: 

The  undersigned,  members  of  the  committee 
appointed  by  the  Stockholders  of  the  New 
York  Central  Railroad  Company,  for  the  pur- 
pose of  examining  into  the  accounts  and  trans- 
actions of  the  said  Company,  and  to  report 
thereon,  respectfully  report  that  they  have  de- 
voted themselves  to  such  an  examination  of 
the  affairs  of  the  Company  in  the  general  of- 
fice as  they  have  deemed  needful ;  and  a  por- 
tion of  them  have  personally  examined  the 
road  and  structuaes  during  the  last  month, 
and  they  are  happy  to  say,  that  every  facility 
for  a  thorough  and  minute  examination  of 
the  accounts  and  management  of  the  Compa- 
ny was  afforded  by  the  officers  and  persons 
having  charge  of  the  various  departments, 

The  accounts  of  the  Company  have  been 
found  to  be  in  the  usual  good  order,  and  to 
correspond  with  the  statements  in  the  annual 
report  of  the  last  fiscal  year. 

This  report  shows  a  net  income,  applicabls 
to  dividends,  of  6  324-1.000  13  cent  and  an  ex- 
penditure, in  maintaining  and  operating  the 
road,  of  61,-19  100  per  cent  of  its  gross  receipts. 
These  facts  will,  doubtless,  be  among  the 
first  to  engage  the  attention  of  the  stockhold- 
ers, as  showing  a  small  per  eentage  of  net  in- 
come upon  the  capital,  and  a  large  per  cent- 
age  of  expenses,  as  compared  with  the  re- 
ceipts. They  are,  however,  in  a  great  degree, 
the  legitimate  result  of  sound  policy  adopted 
by  this  Company,  and  which  must  eventually 
be  adopted  by  all  railroad  companies  that  have 
their  roads  substantially  completed,  and  mean 
to  avoid  ultimate  bankruptcy,  the  policy  of 
treating  the  construction  account  as  substan- 
tial/!/ closed. 

During  the  past  year  only  $265,380  have 
been  charged  to  construction  account,  and 
that  amount  consists  of  §61,272  paid  for  real 
estate  purchased,  $75,106  paid  for  the  con- 
struction of  new  engine  and  car-houses,  chiefly 
on  the  grounds  of  the  Company  at  West  Alba- 
ny, §127,446  paid  for  new  track  toward  com- 
pleting the  double  track  between  Syracuse  and 
Rochester,  and  §1,555  expended  on  station 
buildings. 

These  items  we  consider  fairly  chargeable 
to  construction  account,  if  such  an  account 
is  allowable,  being  substantial  additions  to 
the  value  of  the  property.  About  twelve  miles 
of  the  new  double  track  have  been  construct- 
ed during  the  year,  which,  with  side-tracks 
and  turn-outs,  amount  to  about  twenty  miles 
of  new  single  track.  It  is  desirable,  no  doubt, 
to  have  this  line  of  double  track  completed  as 
the  means  of  the  Company  will  admit.  The 
expenditure  for  the  construction  of  the  ma- 
chine-shop at  West  Albany,  as  we  understand 
from  the  engineer,  is  already  mostly  made, 
and  it  seems  to  us  that  the  next  most  pressing 
necessity  of  the  Company  is  for  further  ac- 
commodation fur  the  freight  traffic  in  the  City 
of  Albany. 


In  regard  to  the  expenses  of  the  last  year, 
it  should  also  be  borne  in  mind  that  the  pre- 
vious year  was  one  of  remarkable  depression 
in  the  business  of  the  road,  necessitating  the 
most  limited  expenditure,  and  consequently 
throwing  an  increased  amount  into'  the  busi- 
ness of  this  year. 

We  do  not  ourselves  feel  competent  to  say 
what  proportion  the  expenditures  of  this  road 
should  bear  to  its  receipts,  nor  do  we  believe 
that  this  question  as  to  railroads  generally  can 
be  determined  with  any  degree  of  accuracy  by 
any  statistics  as  yet  furnished.  Nearly  all  the 
figures  we  have  on  the  subject  are  derived 
from  the  experience  of  roads  having  a  con- 
struction account,  and,  where  such  is  the  ease, 
they  are  entirely  unreliable,  as  their  accuracy 
is  wholly  dependent  upon  the  charges  to  thai 
account,  and  we  think  the  experience  of  this 
road  is  beginning  to  show  that  a  much  larger 
allowance  must  be  made  out  of  the  receipts 
of  roads  generally,  for  annual  expenses,  than 
has  heretofore  been  thought  necessary. 

The  income  of  the  road  from  passenger  re- 
ceipts for  the  last  three  years  had  shown  but 
a  very  inconsiderable  variation  in  amount, 
while  the  freight  traffic  varies  in  amount  from 
year  to  year,  according  to  circumstances  be- 
yond the  control  of  the  Company,  but  has 
thus  far  shown,  as  will  be  seen  by  a  table  an- 
nexed, an  almost  invariable  reduction  in 
price. 

These  considerations  seem  to  us  to  suggest, 
with  great  force,  the  policy  of  avoiding  all 
expenditures,  except  such  as  can  be  made 
from  surplus  income,  and  such  as,  when  made, 
will  diminish  the  annual  expenditures  to  an 
amount  equivalent  at  least  to  the  interest  of 
their  costs. 

Under  the  operation  of  the  sinking  funds 
during  the  last  year  there  have  been  extin- 
guished: 

Of  the  Debt  Certficates §180,000 

Of  the  Bonds  Issued  for  Railroad  Stks.  90,000 
Of  the  Bonds  Issued  for  Real  Estate..  20,000 
Of  the  Bonds  to  Stockholders  of  Buffalo 

and  Niagara  Falls  Road 4,000 

All  of  which  we  have  examined  and  found 
duly  cancelled. 

Bonds  of  the  old  Companies  have  been  extin- 
guished as  follows: 

Of  the    Albany     and     Schenectady 

Company §1,000  00 

Of  the     Rochester    and     Syracuse 

Company 65,669  34 

Ofthe  Buffalo  and  Rochester 8,696  31 

Of  the  Rochester,  Lockpoit  and  Niag- 
ara Falls 12,000,  00 

Of  the  Buffalo  and  Niagara  Falls. ...10,000  00 
Also   Bond  Issued  by   this  Company 

to  Telegraph  Company 10,000  00 


Total $401,305  65 

On  the  13th  of  Novemcer,  three  of  your 
Committee  commenced  an  examination  of  the 
track  of  the  road,  machine-shops,  stations,  &c. 
They  found  the  track  in  good  condition,  and 
the  bridging  greatly  improved;  580  lineal  feet 
of  iron  superstructure  has  been  substituted 
for  old  wood  structures,  and  the  remainder  of 
the  bridges  required  for  immediate  use  have 
been  repaired  and  strengthened,  and  nearly 
all  have  been  covered.  A  considerable  ex- 
pense has  been  incurred  in  the  substitution  of 
embankment  for  trestle  bridging,  which  is  a 
permanent  improvement. 

349, 100  cross-ties  have  been  purchased  and 
paid  for  during  the  fiscal  year,  at  an  average 
cost  of  33  4-10  cents  per  tie,  and  most  of  these 
have  been  laid  in  the  track. 

This  is  a  fair  average  cf  the  number  of  cross- 
ties  required  annually  for  keeping  the  track  in 
good  condition. 

The  machine-shops  were  in  good  order,  and 


the  roadway  and  its  management  fully  up  to 
the  standard  reported  last  year;  but  whether 
more  or  less  than  the  requisite  number  of  men 
were  employed  to  keep  in  good  condition  the 
road  and  rolling  slock  of  the  Company,  is  dif- 
ficult for  the  Committee  to  determine. 

A  good  and  substantial  eldeator  has  been 
erected  at  Buffalo,  at  a  cost  of  about  §80,000, 
which  is  of  sufficient  capacity  for  storing  500, 
000  bushels  of  graiu. 

*-*^*t 

BLUE  RIDGE  RAILROAD- 

Col.  Gwtkn  has  made  a  report  to  the  pres- 
ident and  directors,  of  the  estimated  cost  of 
finishing  the  Road  from  Walhalla  to   Knox- 
ville,  in  sections,  as  follows: 
From  Walhalla  to  Clayton,  S.  C,  por- 
tion, 22  miles §761,218 

Georgia  portion,  9  miles 558,946 

From  Clayton   to  Franklin,   Georgia 

portion,  8  miles 175,387 

North  Carolina  portion,  14  miles 414,248 

From  Franklin  to  Nantihala,  28  miles  899,958 
From  Nantihala  to  Tennessee  line,  38 

miles 859,132 

From  Tennessee  line    to  Marysville, 

37  miles 879,706 

Finishing  the  road  from  Marysville  to 

Knoxville,  18  miles 307,915 

Sept.  1,  1860.  Total  cost  of  finishing 
the  railroad  from  Walhalla  to 
Knoxville §4,586,512 

Col.  Gwynn's  original  estimate  of  the  cost 
of  the  construction  of  the  road  was  $7,575,677. 
His  revised  estimate,  made  after  the  experi- 
ence obtained  by  the  construction  of  a  large 
portion  of  the  road,  should  establish  confidence 
in  the  result.  By  adding  the  amounts  of  ex- 
penditure for  construction,  which  are  exhibi- 
ted in  the  treasurer's  statement  of  the  affairs 
ofthe  company,  to  the  estimated  cost  of  com- 
pleting the  road  from  Walhalla  to  Knoxville, 
it  will  appear  that  the  road  can  be  finished 
within  the  original  estimate. 

The  purpose  and  design  of  the  South  Caro- 
lina company,  with  such  subscriptions  and  aid 
as  it  could  obtain  in  South  Carolina,  and  such 
as  might  be  obtained  by  the  associated  com- 
panies in  Georgia,  North  Carolina  and  Ten- 
nessee, to  construct  a  railroad  from  Anderson 
to  Knoxville,  was  avowed  from  the  very  outset 
of  the  enterprise.  The  survey  and  location  of 
the  entire  lino  by  the  engineers  ofthe  compa- 
ny; the  estimates  of  the  cost,  and  the  means 
provided  for  its  construction,  were  exhibited 
to  the  legislature  at  the  several  sessions  of 
1852,,  1853,  and  1854,  in  the  several  petitions 
for  the  charter  and  for  State  aid.  The  subject 
was  fully  examined  and  discussed,  and  every 
circumstance,  material  to  be  known,  which  af- 
fected the  feasibility  and  advantages  of  the  un- 
dertaking, its  estimated  cost,  and  the  resour- 
ces for  its  completion,  were  strictly  scrutin- 
ized. Twice,  the  city  council  of  Charleston, 
with  as  full  information  as  the  legislature 
possessed,  voted  to  make  subscriptions ;  and 
twice  those  subscriptions  were  discussed  in 
meetings  of  the  corporators,  and  confirmed  by 
a  popular  vote.  And  it  must  be  remembered 
that  one  subscription  by  the  city  council  of 
Charleston,  to  the  amount  of  §549,000,  was 
made  to  the  stock  of  the  Georgia  company, 
for  the  construction  of  the  road  in  that  State. 
The  contract  which  was  made  by  the  South 
Carolina  company  with  Bangs  &  Co,  for  the 
construction  of  the  entire  road,  was  made 
known  to  the  State  and  city  council  of  Charles- 
ton, and  all  its  terms  and  stipulations  submit- 
ted for  examination.  In  the  report  of  1855, 
the  stockholders  were  informed  that  one  mile 
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of  the  road,  through  Knoxville,  bad  been  com- 
pleted, in  order  to  secure  the  charter  in  Ten- 
nessee; and  in  the  report  of  1856,  they  were 
informed  that  sixteen  miles  of  the  road,  from 
Knoxville  to  Marysville,  had  been  let  to  eon- 
tract,  in  order  to  secure  the  State  aid  granted 
by  Tennessee.  The  progress  of  the  work  in 
that  State  and  in  Georgia  was  every  year  re- 
ported to  the  stockholders.  The  report  of  1856 
states  that  "no  work  has  yet  been  done  on  the 
line  in  North  Carolina."  It  has  been  deferred 
until  the  work  across  the  mountains,  including 
the  tunnels  in  South  Carolina  and  Georgia, 
shall  be  more  advanced.  When  the  moun- 
tains are  passed,  the  difficulties  of  the  enter- 
prise will  be  overcome,  and  ils  completion  se- 
cured beyond  contingency  or  doubt. — De 
Bow's  Review. 


The  Rock  Island  Bbidge  Case. — The  case 
was  given  to  the  jury  at  8  o'clock  P.  M.,  on 
Saturday  last,  and  in  two  hours  they  came  in 
with  a  verdict  of  "Not  Guilty." 

The  jury,  it  is  understood,  based  their  ver- 
dict upon  a  wrong  description  of  the  bridge 
in  the  indictment,  as  it  is  claimed  that  neither 
end  touched  the  cities  of  Hock  Island  or  Dav- 
enport, as  the  indictment  alleged. 

On  Saturday  night  Mr.  Tracy,  Superinten- 
dent of  the  Rock  Island  Railroad,  by  the  ad- 
vice of  Mr.  Haven,  United  States  Attorney, 
swore  out  a  warrant  against  Bissell,  before 
Justice  Milliken,  for  a  conspiracy  to  burn  that 
portion  of  the  bridge  belonging  to  the  Rock 
Island  Railroad  Company,  which  is  the  east 
end  of  the  bridge  running  from  the  east  bank 
of  the  Mississippi  River  to  the  Island,  across 
what  is  known  as  the  "slough,"  and  yesterday 
afternoon  Sheriff  Hesing  served  the  warrant 
and  took  Bissell  into  custody. 

This  morning  Bissell  was  brought  into 
Court,  and  Mr.  Haven  entered  a  motion  to 
hold  him  to  bail  to  answer  any  indictment 
which  might  be  found  for  soliciting  to  the  com- 
mission of  felony,  and  cited  the  authorities, 
concluding  by  saying  that  he  made  the  mo- 
tion upon  his  own  responsibility. 

Messrs.  Ward,  Cook  and  Knox  then  spoke 
to  the  motion  pending. 

The  Court  said  that  the  question  was  raised 
by  the  counsel  for  Bissell  and  argued  before 
the  jury,  that  there  was  no  proof  that  the 
bridge  was  in  Rock  Island,  as  charged  in  the 
indictment  for  conspiracy.  That  it  was  not 
to  be  wondered  that  there  was  much  excite- 
ment displayed  by  counsel  in  the  trial  of  the 
case  on  both  sides,  as  well  as  of  feeling  exhib- 
ited in  the  community  in  regard  to  it;  that 
the  interests  involved  in  its  cost  and  its  use, 
as  well  as  the  immense  sums  raised  to  destroy 
it,  would  naturally  create  intense  feeling. 

He  regreted,  however,  that  a  newspaper  in 
this  city  had  taken  an  active  part,  or  sought 
to  create  an  influence  in  the  case;  that  for 
himself,  he  would  employ  any  and  all  means 
of  detection,  if  he  suspected  parties  were 
about  to  burn  his  house,  and  in  this  case 
could  not  say  that  improper  means  had  been 
taken  in  the  detective  system,  to  detect  the 
crime  to  be  committed. 

The  proposition  to  Bradley  to  burn  the 
bridge  is  a  distinct  offense  in  itself,  and  out- 
side of  Bradley's  testimony  in  the  case  of 
conspiracy,  he  found  evidence  enough  to 
make  it  his  duty  to  hold  Bissell  for  trial  on 
the  charge  of  soliciting  others  to  burn  the 
bridge. 

At  the  close  of  the  decision,  the  sheriff  de- 
manded that  the  foreman  of  the  jury  be  sworn, 
touching  the  charges  made  of  tampering  with 
the  jury. 

Mr.  Mcallister  did  not    desire  to  press  the 


matter  further,  and  the    Court  declared  the 
Sheriff  entirely  exonerated. 

A  motion  was  made  by  Mr.  Haven  that  the 
bail  be  fixed  at  the  same  amount  as  in  the 
previous  case,  upon  which  it  reserved  its  de- 
cision. 


MONETARY  AND  COMMERCIAL- 

There  has  really  been  no  new  or  distinctive 
feature  in  the  discount  market  during  the  week 
past.  Every  one  has  to  rely  upon  his  own  re- 
sources, and  what  little  of  help  may  be  obtained 
from  one  to  another  from  day  to  day.  There  is 
in  truth  no  lack  of  money,  but  a  great  lack  of 
confidence  in  the  future.  The  recent  favorable 
news  from  Europe  and  the  imports  of  gold  are 
beginning  to  exert  considerable  influence,  and 
a  better  tone  of  feeling  is  manifest.  Bankers 
are  willing  to  "  do"  for  some  of  their  gilt  edge 
customers  such  paper  as  may  be  offered  at 
regular  rates,  but  all  others  have  to  seek  help 
outside,  at  rates  varying  from  18  to  36  per  cent 
per  annum. 

Exchange  on  the  East  has  been  in  full  sup- 
ply with  a  downward  tendency  for  Borne  days_ 
Quotations  are  somewhat  irregular,  but  most 
transactions  are  based  upon  the  following 
QUOTATIONS. 

SELLING. 

i(w,l  prem. 

"i@i  " 

i  dis. 

1@|  dis. 

1  prem. 

1J  prem. 


BUYING. 

New  York  Sight J  prem. 

Boston J  to  J  " 

Philadelphia l@li  dis. 

Baltimore 3  dis. 

New  Orleans £  prem. 

Gold |@1  prem. 

We  give  the  following  quotations  of  uncur- 
rent  money  from  the  JSnquirer,  corrected  by 
S.  S.  Davis  &  Co. 

DISCOUNT. 

Ohio,  City  Bank,  Columbus 1 

Illinois,  solvent* 12@15 

Wisconsin , 12@15 

Iowa 10 

Missouri 10@12 

Wheeling  and  Branches 7@8 

t  Eastern  Virginia 8@10 

Pittsburgh 5 

Interior  Pennsylvania 5 

Baltimore 5 

Tennessee,  old  Banks 8@10 

Free    "     10@15 

North  and  South  Carolina 12@15 

Georgia 12@15 

Alabama  (Mobile) 10 

Alabama  (Interior)  25 

Indiana  Free  (Solvent) 2 

Merchants'  and  Mechanics'  Bank 25 

Brookville  Bank 25 

Bank  of  Syracuse 25 

Bank  of  Montieello  25 

Huntington  County  Bakk 25 

Indiana  Reserve  Bank 25 

Hoosier  Bank 25 

Fayette  County  Bank 25 

Bloomington  Bank 40 

Bank  of  Warsaw 40 

f  Except — American  Exchange,  Bank  of 
Raleigh,  Bank  of  Commonwealth,  Bank  of 
Aurora,  Corn  Exchange,  State  Bank  of  Illi- 
nois,   National,    Southern    Bank     of    Illinois, 


Grayville  Bank- 
discount. 


-which  are  purchased  at  25c. 


t  Except  —  Bank  of  Montieello,  Bank  of 
Philippi  and  Bank  of  Fincastle,  which  are 
taken  at  15  per  cent,  discount. 

The  prices  of  stocks  in  the  N.  Y.  market  sold 
on  the  26th  inst.  as  follows  : 

Chicago,  Burlington,  and  Quiney,  63;  Buffalo 


and  State  Line,  100 ;  Cleveland  and  Toledo, 
28J  ;  Milwaukee  and  Mississippi,  9  ;  Galena 
and  Chicago,  64 \\  Illinois  Central  Scrip,  66J; 
Michigan  Southern,  31;  Michigan  Central,  48J 
Harlem,  14 \;  Erie,  Zi\ ;  New  York  Central, 
64f ;  Pacific  Mail,  82;  Hudson,  48;  Tennessee 
Sixes,  57;  Kentucky  Sixes,  100;  Virginia  Sixes, 
78  ;  Missouri  Sixes,  69 ;  United  States  Fives, 
of  '74,  Coupons,  95. 


Great  Achievement  of  Mechanical  Inge- 
nuity.— There  is  now  to  be  seen  at  Bennett's, 
the  well  known  watch  manufacturer  of  Cheap- 
side,  a  gold  hunting  watch  of  so  remarkable 
a  character  as  to  well  deserve  description  in 
our  columns.  In  addition  to  being  a  time 
keeper  of  the  utmost  precision,  with  chronom- 
eter adjustments,  compensation  balance,  and 
cylindrical  spring,  it  exhibits  on  the  dial-plate 
the  following  different  indications:  first  the 
equation  of  time;  secondly,  the  moon's  age; 
thirdly,  the  month  of  the  year;  fourthly,  the 
day  of  the  month,  in  addition  to  the  hoars, 
minutes,  and  seconds,  as  in  an  ordinary 
watch.  The  mechanism  is  so  contrived  that 
any  one  or  the  whole  of  the  hands  may  be  set 
forwards  or  backwards  at  pleasure  without  de- 
ranging the  rest.  Mr.  Bennett,  the  manufac- 
turer of  this  remarkable  production,  naturally 
regards  it  as  one  of  the  highest  triumphs  of 
modern  horological  science;  for  these  extra- 
ordinary time-keepers  have  hitherto  been  con- 
sidered rather  as  mechanical  marvels  than  of 
practical  use.  In  this  case  every  moment  is 
laid  down  in  the  strictest  proportion,  and 
based  upon  calculations  of  an  absolutely  sci- 
entific character.  Although  it  has  taken  more 
than  a  twelvemonth  in  its  production,  and  is 
inclosed  in  a  handsome  gold  case,  it  is  within 
the  compass  of  a  pocket  time-keeper.  We 
strongly  recommend  those  of  our  readers  in- 
terested in  mechanical  science  to  avail  them- 
selves of  the  opportunity  of  gratifying  their 
curiosity  as  to  what  is  possible  to  be  effected 
by  the  enterprise  of  one  of  our  leading  watch 
manufacturers. — London  Mechanics'  Mag. 


Holiday  Books 


AND 


Stationery ! 

Gift  Books, 
Annuals, 
Albums, 

Portfolios, 
Bibles,  &c. 

Elegantly  Bound  and  suited  for  Holiday- 
Presents,  at 

Applegate  &  Co.'s, 

I 


43  Main  Street,  Cincinnati 
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PALMER'S       PA.XENT 


§» 


&i£fc 


JVEW  WRECKING  JiJ\M9  JH1JYIJVG  PUJftP. 


The  above  cut  represents  a  large  Pump  throwing  a  twelve-inch  stream,  and  capable  of  discharging  |6,000  |gallons]'per 
minute,  with  eight  horse  power;  will  discharge  SAND,  GRAVEL,  COFFEE,  WHEAT,  (fee,  for  raising  Sunken  Vessels, 
Draining  Marsh  Lands,  &o.  Wo  also  baild  all  sizes  down  to  2£  inch  discharge,  for  supplying  water  to  DISTILLERIES, 
TANNERIES,  BREWERIES,  PAPER  MILLS,  and  other  Large  Establishments. 


Railway  Station  Pump. 


Our  2£  inch  Pump  is  especially  adapted 
to  Railroad  Stations,  as  it  takes  but  about 
one  horse  power  to  raise  200  gallons  per  i 
minute,  50  feet  high.  Is  not  liable  to  get 
out  of  order,  strongly  built,  and  all  wear- 
ing parts  can  be  replaced  at  a  trifling  cost. 


For  full  particulars  and  Prices,  Terms, 
Agencies,  &c,  address  the 


J 

BOX  2506,  POST  OFFICE, 

CINCINNATI,  OHIO. 


FACTORY,   CORNER   OF   THIRD   STREET   AND  MIAMI  CANAL, 


«$3®8S3$»OT9    #M»* 
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PRINTSNG!   PRINTING!! 

PRICES  TO   SUIT  THE  TIMES! 

AT    THE 


RAILROAD  RECORD  STEAM  PRINTING  HOUSE, 


c&3     CO., 


ffip    DB1MT 

IUd    rBitll 


No.  167  WALNUT  STREET. 


Public  attention  is  respectfully  directed  to  this  establishment,  in  the  assurance 

that  ample  satisfaction  -will  be  given  as  regards  Typography,  Press 

Work,  and  Charges,  to   those  who   may  require 


The  materials  are  entirely  new,  and  have  been  selected  with  great  care,  from  the 
leading  Foundries  of  Cincinnati,  Philadelphia,  New  York  and  Boston. 


Are  of  the  most  approved  manufacture,  with  all  the  recent  improvements  of 
HOE,    ADAMS    AND    WELLS. 


mm.iR 


ILItl  Xtllil  I 

EXECUTED    NEATLY.    ABTD    'WITH    DISPATCH. 

(The  attention  of  those  wishing  Printing  of  the  above  description,  is  respect- 
fully solicited  to  a  large  number  and  variety  of  Specimens,  which 
may  be  seen  at  our  counting-room.) 


Printing  from  Stereotype  Plates! 

"Wc  are  better  prepared  to  do  business  in  this  line  than  any  other  house  in  the 
WEST,  and  at  lower  rates. 


Are  printed  in  the  neatest  manner,  in  GOLD,  SILVER,  or  COPPER  BRONZE, 

on  Satin,  Splendid  Glazed  Colored  Paper,  or  Cards,  unequalled  for 

brilliancy,  at  very  low  prices. 


BOOKS  PRINTED,  STEREOTYPED,  BOUND  &  PUBLISHED 


On  as  short  notice,  and  as  favorable  terms,  as  by  any  house  in  the  city. 


Remember  163  Walnut  Street, 
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PROSSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  BDILER  MAKERS 

AXD — 

ENGINEERS'  TOOLS. 
Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shaflin  g  to.,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  EEST  CAST  STEEL. 
PARK'S  PATENT  GLASS  ENAMELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED   STEEJ.   TUBES 

THOS.  PROSSER  &  SON, 

2S  Piatt  Street,  Hew  York. 

ENGINIIBS'  JlSblliljMEM'S. " 

FOE  SALE  LOW — 4  Engineers*  Levels ;  2  Surveyors 
Compasses  ;  ODe  Transit.     They  have  been  but  little 
used  and  are  in  good  order. 

JAMES  FOSTER,  JR.  fc  CO., 
My  10 — 5t.  S.  W.  Corner  of  Fifth  and  Race  Sts. 

AFFLEGATE  &  CO., 

Baoksellers.Publisliers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  Si    Cincinnati  O. 

LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 


B.AIL1HOAX)  s . 


On  and  after  SUNDAY,  November  25,  I860,  Trains 
will  depart  as  follows: 

7:45  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport  and  Dayton.  Connects  at  Dayton  for  Colum- 
bus, Springfield,  Drbana  and  Sandusky;  2nd  with  D.and 
M.  Road  for  Troy,  Piqua,  Sidney,  Lima,  Fori  Wayne  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

9:30  A.  M.  Express.  —  From  Little  Miami  Depot- 
Connects  via  Columbus  and  Cleveland;  via  Columbus, 
Crestline  and  Pittsburg;  via  Columbus,  Steubenville  acd 
Pittsburgh;  via  Columbus,  Bellair  and  Benwood;  and  via 
Columbus,  Bellair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

3:3U  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  TJrbana  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Logansport,  and  all  points  West.  Connects  at  Ham- 
ilton for  Oxford,  etc. 

4:t!0  y.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

5:15  P.  M.  Express — From  Cincinnati.  Hamilton  and 
Dayton  Depot — For  Dayton  Troy, Piqua,  Sidney, Lima.  Fort 
Wayne  and  Chicago  ;  also  for  Toledo,  Detroit,  and  all  points 
in  Canada. 

6:iJU  P  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stoppiug  at  way  stations. 

9:41)  P.  M. — Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — Connects  via  Columbus,  SteubenvfUej  and 
Pittsburgh;  via  Columbus,  Crestline  and  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben- 
wood;    and  via  t-olumbus,  Bellair-and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  5  East  Third  Street;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Columbus  time,  which  is  seven 
minutes  faster  than  Cincinnati  time, 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices* 
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Patent  Portable  Forge  and  Allows. 

THESE  FORGES  are  superior  to  all  oftmrefar  build' 
era  of  railroads,  mines,  quarries,  guaaoilths,  Iock- 
miths,  machine  shops,  boiler  makers,  b'as  fitters   and 
■nalhematical  and  optical  instrument  makers.    They 
re  the  only  forge  made  that  can  be  used  without  filling 
he  fire  bed  with  brick  or  clay.  They  are  so  constructed 
\.  hat  the  fire  cannot  injure  the  bellows,  which  is   in  the 
cylinder,  under  the  fire  bed.    They  can  be  put  up  in  any 
tesired  position,  and  the  smoke  be  conducted  to  the  flue 
>ya  pipe. 
Railroad  companies  andothers  in  want   of  Portable 
orj.es  willaddress  W.  G.  HYN  OMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  ROUTE  BY  THIRTY  MILES 

No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  SI—  TERRE  HAUTE  AND  APAYETTE 
ACC0SIMODATI0  N.— Arrives  at  Indianapolis  at 
4:50  P.M. 

6.00  P.  SI.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at 7:30  A.  31. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


_1C9"  Be  sure  you  are  in  the  rightTicket  Office  before  you 
purchase  your  Tickets,  and  ask-for  Tickers 

Via  Lawrencehurg  &  Indianapolis. 

QCff-FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

THROW1*  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner.  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  anrl  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  callfor 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  eaving 
address  at  either  office. 

H.  C  LORD,  President. 

CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 
I=t  -A_  X  Xj  ^^    <Q  -A.  X>  . 

Two  daily  trains,  at  G  A.  M  .3ndC  P.  M.,from  Little  Mi 
ami  Depot,  EastFront  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive  Cincinnati  at  8  A.M.  and 
4.40  P.  M. 

Through  and  Local  Tickets         ale    t  Depot  cket 

Offices  of  Little  Miami  Rnsd- 

V  OND  Ter 


&AILRQAD  IRON. 

THE  undersigned,  Agents  for  the  Manufacturers,  are 
prepared  3  contract  to  deliver  free  on  board,  at 
3  hipping  port  tin  England,  or  at  ports  of  diechaarge  io 
theUnitec9ta*«,Railsnfsuperioiquality,and  of  weight 
ofpattert    «may  oe  required. 

VOSE, LIVINGSTON  &  CO. 
New  York,  Ap  3,1856.  9  South  Wlliam  Street 


T.  F.  RANDOLPH  &  BRQ, 
Mathematical   Instrument  Makers 

o.GT       est  GtU  St.  bet  TV  a.  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHI LADEPHI  A,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTI3I0RE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

"West,   South- West  ana  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,  New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  ami  Travelers,  for  pleasure  orjnformation, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  "West. 

UTr*  Ask  for  tickets  via  Baltimore  ah  n  Ohio  Railroad. 
W    P.  SMITH, Master  Transportation,  B.  &  O.  R.  R. 

J.  H.  SULLIVAN,  Gen.  West.  A%t.,  B.%  O  R.  R. 
L.  M.  COLE,  Gen.  Ticket  Jlst.,  B.  %  O.R.R, 
H.  J.  JEWETT;  Pres't  O.   O.  R.  R. 
J.  W.  BROWN.  Oev.    n'rket  Agt-.,  G.   0.  R.  R, 


G.    W.    MORRILL, 


G-    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS    AND    FIDELITY. 

Having  bad  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  ofth 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited, with  the  asscrancctnat 
no  pains  will  be  spared  to  give  entire  satisfaction  in 
al    ascs.  6 

IRON  BOILUR  FLUBS 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7 inches  outside  diameter,  cut  to  definite  length 
as  required. 
WROUGHT  IRON  WI1LDED   TUBES, 
From  %  to  5inchesbore,  with  Screw  and  SocketCon- 
oections.    T*s,L'3,  Stops,  Valves,  Flanges,  etc.,  etc 
Warehouse,  209  South  Third  St., 
PHILADELPHIA  4  |p.ug 

Stephen  morkib,  char,  wheeler,  jr 

Tuoa.  t  taskee,  jil.,  s.  r.u  u^iia, 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of  "  T^    Bail 

PATENTED^  NOV.  2,  1859. 


Pig.  3  is  a  perspective  view  of  Joint  Rail.  ig.  t  is  a 
view  of  outside  plale  C,  whit  his  applied  on  the  outer  sido 
of  the  .Joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  he  of  such  form  as  toj  fill  up  the  recess  m 
tte  side  of  the  rail,  between  the  head  and  base,  oronlyto 
bear  against  the  hnad  and  upon  the  base,  leaving  ;in  open 
space  between  it  and  the  neck  of  the  rail.  The  hist  men- 
tioned form  is  the  one  shown  in  the  drawing.  In  either  case 
the  lower  part  of  said  plate  rests  partly  upon  thebaseof  the 
rails,  and  partly  upon  the  outside  Up  of  the  chair,  a  shown 
inFig.3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  pro|ect 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegenanof  the  wheels.  And  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  arc 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C,  and  serving,  also,  in 
part,  tocenfme  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are, 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovidedferthem  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikesbeingwithdrawn  while  the  platea 
arein  tlieirplace. 

The  plates  C   and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails, 
and  secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plutes  firmly  together,  so  that  nei- 
ther can  move  wi^hot  the  other. 


Anothergreatadvantageis,  theallowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot-  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the  ,      sentmode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  impsovemeut.    It  will  be  seen  that  one 
part  assists  andtakes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road,  thereby  doing  away  with  thebreakingof  rails,  whee 
and  axles,  preventing  the  loss   of  life  and  destruction 
property,  and  saving  at  ie*3t  fifty  percent,  on  the  wea 
the  rolling  stock  of  the  road. 

W.  HARVEY,  Inventor  and  P         awkh 
41  Jefferson-street,  Albany, 
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GEO.   H.    KNIGHT    &    BROTHER 

Patent   Attorneys, 


ft,  E    Comer  Vine  &  4tu. 


Railroad  Car  Urease, 


Ueed  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia 


Ju.24.  Ora. 


ti.  Q.  LOEDELL.        H.  S.  M'COMBS.        D.  P.  BUSH. 


Wiliiiisaginm 


Delaware 


MANUFACTURERS   OF 


isa&Mi  wmi3iE&$ 


For  B.fi,  Cars' &  Locomotive  Engines, 

AKE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    It  THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  FITTED 
To    Hammered  or    Rolled    Axles, 

Id  the  best  manner,  at  theshortest  notice,  and  on    the 


Most  Reasonable  Terms. 


an  2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories , arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post- Offices;  Rates 
of  Foreign  and  Domestic  Letter  Postage;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Office  De- 
partment, c&c.,  <fcc» 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

KEAD  THE   FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq. ,  late  Assistant  Post-Master  of  the 
ncinnatiP.  O.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices.  especially  of   the    Western,    North-Western,  and 
oath- Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of Planks ,  dec.,  for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  abont  100  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
pjler  is  promptly  advised  of  all  New  Offices,  Changes  ar.d 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
tes,  making  it  especially  valuable  to  business  men.  No 
similar  arraugement  lias  been  published  since  1856.  There 
are  30C0  more  offices  in  this  than  in  any  book  heretofore 
issued.  The  Price  is  one-half  that  of  any  work  ofthe  kind 
now  published. 

IC/-  Single  copies  sent  by  mail  (postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  Ttvslve 
Copies  for  $2.(10, 

Address,  C.  S.  W1LL1IAMS 

194  WalmH  Street, 


SEWING  MACHINES.  ■ 

WI.    SUMNER,   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH  OFFICES: 

Louisville, Ky.,  Columbus,  0., 

Lafayette,  IndM  Dayton,  O., 

Indianapolis,  Ind.,  Zanesville,  O. 

We  ofTer  the  Wheeler  &.  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   JBollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.kk  on 
doth  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinesl  fabrics,  have  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  tu  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

Il^Send  or  call  fora  circular, containing  all  particu- 
lars, prices,  testimonials,  etc. 

fel>12.  WM.  SUMNER  &  CO. 


WROUGHT  IRON 

ARCH  BRIDGES 

— AND«= 

Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street,  Cincinnati,  Ohio. 

Snt.2.  MOSELEY  &.  CO. 

JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  and  philosophic- 
al INSTRUMENT  MAKERS, 

S.W.COKNER  F1FTHANDRACE, 

Cincinnati, Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome* 
ers,  Thermometers,  Spectacles,  Microscopes,  etc.,  al- 
aysonhand.    Repairing  attended  to. 

.TWITOHELL,  JAMES  FOSTKR,  Jr. 


Street  and  Oilier  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wantin?  to  pur* 
chase  Ag.4,m.6. 

'  FREEDOM  IRON  COMPANY, 

MANCFACTCTEBS   OP 

LOCOMOTIVE    TYRE, 

Engine  and  tar  Axles,  Pump  and  Piston  Bods, 

Bar  of  all  Sizes, 

And  all  Forgiogs  for  Bailroad  Machinery. 

Leivistown.  Miifiin  Co.,  Penn, 

JOHN  A.  WRIGHT,  Sap't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron.refioed  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  JnneS. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.Y 

rpHESE  WORKS  HAVING  BEEN  ENLARGED  an* 
_L    improved,  and  having  received  extensive  additions 

tolneir  tools  and  machinery,  are  prepared  to  receive 
nd  execute  ordei  s  for 

&@8©E2«tfS   EMM, 

AND  TENDERS,  AND 

RAILROAD  MACHINERY 

»ene_*ally,with  the  utmost  promptnessanddespctcb 
ind  in  the  best  style. 
The  above  works  being  located  on  the  New  York  Cen 
al  Kailroad,  near  the  center  of  the  state,  possess  bd 
oerior  facilities  for  forwarding  the  r  work  toany  partol 
becountry,  withoutdelay . 

JOHN  ELLIS,  Agent. 

WALTEK  ITIcQITEEN    Sup't.  4ulG.ly 

CINCINNATI 
LOCOMOTIVE  WORKS, 


The  undersigned  are  prepared  to  furnish  Lor  omotiv 
equal  in  efficiency  and  durability  to  the  bes>'Easte 
manufacture.  Also,  Shaping  and  Slotting  Kiachine 
suitable  foi  railroad  shops.  Also,  all  kinds  of  hear 
forgingandcastingdoneatshortnotice  .  Also,boItsfo 
bridges  ci.    withdispatch. 

h  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Yisitorsappointed  by  the 
State, is  underthe  superintendence  ol  Col.  E.  W, 
MORGAN?  a  distinguished  graduate  oi  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  is  that  taught  in  the  best  Col  legee 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chines, Construction,  A gricuUura I c'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  L a uguages,accompaniedby  daily  an  d 
regulated  exercise. 

Schools   of   Architecture,  Eugineering,  Commerce, 
Medicine,  and  Law,  admit  ol  selecting  studies  to  sni 
time  means, and  objectofProfessioiialpreparation;  both 
belore  and  after  graduating. 

The  twelfth  annual  term  "is  now  open.  Charges,  S102 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent, at  l*  Military  Institute 
FranklinSpriugs,Ky.  "or  thenndersigned. 

P.  DUDLEY. 
Preildentorth   Boar 
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CINCINNATI: 
Thursday  Morning,    Jan.    3,  ISfSO. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSOI>T  &  CO. 
OFFICE -No.  16V    Walnut    Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

To  subscribers  in  Great  Britain,  13s.  b'd.  (S3)  payablein 
advance. 


1  ADVERTISEMENTS. 

A  square  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singteinsertion, $1  00 

*'        *l        per  month, 3  00 

"        "        six  months, IS  00 

4*        per  annum, 20  00 

*'    column,  single  insertion, 5  00 

"        '•        permonth, 10  00 

,"       "        six  months, 40  00 

*•       4t       perannum, 80  00 

4t    page,  singleinsertion, 15  00 

"       '■        permonth, 25  0(1 

»        ■'         six  months, 110  00 

"       "        perannum 200  00 

Cardsnotexceeding  four  lines,  $5,0(1  per  annum. 


THE  LAW   OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers,the  publisher  may  continue  to  send  them  untilall 
arrearages  are  paid. 

If  subseribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled  the  bills  and  ordered  them 
liscontlnued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher, and  thenewspapers  are  sentto  the  formerdirec- 
tion,  they  are  held  responsible. 

Subscriptionsand  communicationFaddressed  to 
WRIOHTS0N  &  CO., 

Publishers  andProprietors. 

To  Advertisers. — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroadsupplies 
to  the  advertising  pages  of  t\\e.  Record. 


581,564  62 
460,862  30 
366,329    18.4 


REPORTS. 

We  would  feel  under  special  obligations  to 
Railroad  Superintendents  for  early  copies 
of  their  Annual  Reports.  Please  send  us  in 
the  reports  as  soon  as  issued,  and  we  will  give 
them  a  place  in  our  columns. 


Terre  Haute  &  Richmond  Railroad. — The 
Annual  Report  of  this  Company  just  received 
shows  the  gross  earnings  of  the  road  for  the 
past  year  to  have  been  $404,599  61.  Operating 
expenses  8187,218  06.  Taxes,  interest,  &c, 
523,983  68,  leaving  a  net  income  of  §193,397, 
87  cents.  The  increase  of  the  net  income  over 
that  of  last  year,  has  been  $35,226  69. 


Palmer's  Patent  Pumps. — In  our  adverti- 
sing columns  will  be  found  a  full  notice  of 
Palmer's  Patent  Rotary  Pump — now  exten- 
sively and  successfully  used  for  wrecking  pur- 
poses, draining  rivers,  &c,  &c.  The  manufac- 
turers have  erected  a  number  of  these  pumps 
for  supplying  Water  Stations  on  Railroads  and 
we  believe  they  have  given  universal  satisfac- 
tion. They  are  simple,  easily  managed  and 
kept  in  repair,  and  very  efficient  in  their  ope- 
ration. Those  in  want  of  Pumps  for  Water 
Stations  or  other  purposes  will  do  well  to 
examine  this  excellent  style. 


POPULATION  —  PRODUCTS    AND 
RAILROADS  OF  OHIO. 

The  recent  census  statistics  of  the  United 
States  Government  have  so  far  leaked  out 
that  we  know  some  of  the  most  important 
facts;  and  can  make  some  comparisons.  We 
say  leaked  out;  for  the  Department  of  the 
Interior  has  taken  every  possible  way  to  pre- 
vent the  people  from  getting  any  authentic 
information  of  the  census.  The  Marshalls 
have  been  forbidden  to  furnish  the  newspapers 
or  any  one  with  information  ;  and  the  law 
which  required  the  returns  to  be  filed  with  the 
Secretary  of  State  has  been  violated.  We  say 
violated,  for  the  returns  were  all  ready,  and 
finished,  and  lying  idle  for  the  last  two  months. 
Why  this  unnecessary  delay?  The  return  of 
the  population  we  have,  except  some  small 
corrections,  which  will  probably  increase  the 
total  some  5,000.  The  aggregate  population 
of  Ohio  was  2,346,000;  it  may  reach  2,350,- 
000.  The  increase  of  the  State  during  sixty 
years  has,  therefore,  been  as  follows : 

Period.  Population.      Increase.     Ratio. 

In  1800 45,365         

"1810 230,760    185,395    409 

"1820 581,434    350,674    152 

"1830 937,903    356.469     61 

"1840 1,51,9467 

"  1850 1,980,329 

"1860 2,346,000 

While  the  ratio  of  growth  has  been  less, 
since  1850,  it  nevertheless  maintains  a  rate 
which  will,  if  continued,  give  this  State  a 
population  of  4,000,000,  in  33  years,  or,  a  sin- 
gle generation.  The  probability  is,  that  it  will 
be  greater ;  for  the  period  of  toum  growth  has 
just  commenced,  and  that  is  always  faster 
than  the  growth  of  the  immediately  preceding 
period,  as  we  see  in  Massachusetts,  New  York, 
and  Pennsylvania. 

The  density  of  population  is  now  60  to  a 
square  mile.  In  1850  it  was  50  to  a  square 
mile.  The  density  of  New  England  is  about 
45  ;  that  of  the  middle  States,  60  ;  that  of  the 
whole  North-west,  25  ;  of  the  South,  18;  of  the 
South-west,  and  of  the  Pacific  States,  1.  We 
see,  therefore,  that  no  section  of  the  Union  is 
as  populous  as  Ohio.  There  are,  however, 
several  single  States,  which  are  more  dense. 
Connecticut,  Massachusetts,  Rhode  Island. 
New  York,  New  Jersey,  and  Pennsylvania  are 
the  only  States  more  densely  populated. 

In  this  connection,  we  may  mention  some- 
thing of  the  amount  and  growth  of  products, 
in  Ohio.  The  three  censuses  of  1840,  1850, 
and  1860  will  give  us  an  idea  of  growth,  with 
capacity  to  maintain  population.  The  sum  of 
all  the  main  feeding  crops  of  Ohio,  viz:  corn, 
wheat,  barley,  rye,  buckwheat,  and  potatoes, 
at  those  periods,  were  nearly  as  follows  : 

In  1839 72,000,000  bushels. 

"14  9 93,250,000         " 

"15  9 107,400,000        " 

The  reader  will  observe,  that  the  crops 
can  only  be  given  for  the  year  before  the  Cen- 
sus is  taken  ;  since  the  census  dates  from  the 


1st  of  July, — when  the  crops  are  growing,  and 
can  not  be  ascertained.  From  1850  to  1860, 
there  were  two  years  (1855  nnd  1857)  in  which 
the  crops  were  much  larger  than  either  of 
those  in  the  census.  Of  the  whole  aggregate 
crop,  less  than  one-half  is  required  for  the 
population  of  the  State.  The  residue,  amoun- 
ting now  to  an  average  of  sixty  millions  of 
bushels  per  annum  is  exported:  1,  in  the  form 
of  grain  ;  2,  as  flour ;  3,  as  whisky ;  4,  as  pork, 
lard,  and  oils;  and  5,  as  cattle  and  beef.  In 
this  form,  of  exports,  the  people  and  their 
agricultural  products  become  very  interesting 
to  the  proprietors  of  railroads.  These  sixty 
millions  of  bushels  of  breadstuffs,  taken  with 
the  cooperage  and  other  articles  used  in  man- 
ufactured meats,  produce  about  2,000,000 
(two  millions)  of  tons  of  freight.  In  the  old 
ways  of  transportation,  it  would  not  have  been 
carried  off,  because  the  cost  of  transportation 
would  have  been  too  high,  in  many  parts  of  the 
State  (off  from  the  Canals)  to  afford  any 
profit.  In  consequence  of  the  immense  tratBc, 
created  by  this  surplus  production,  the  rail- 
roads have  been  carried  in  this  State  to  an 
extent  not  equalled  in  any  part  of  the  Union, 
except  in  the  immediate  vicinity  of  Boston. 
The  railroads  of  the  three  periods  to  which 
we  have  referred,  in  Ohio,  were: 

In  1840 nil. 

"1850 380  miles. 

"1860 3,080     " 

This  is  a  vast  progress,  and  it  is  more  re- 
markable, from  the  immense  capital  required 
for  such  works.  The  railroad  constructions 
of  the  last  ten  years  have  cost,  at  least,  seventy 
millions  of  dollars;  probably  more.  One-half 
of  this  has  been  borrowed  ;  but  the  people  of 
tho  State  have  paid  the  interest  indirectly,  by 
paying  the  railroads. 


PITTSBURGH  AND  CONNELLSVILLE 
RAILROAD. 


The  following  is  the  condition  of  this  work 
as  given  in  a  recent  communication  from  its 
President,  Benj.  H.  Latrobe,  Esq.,  to  John 
W.  Garrett,  Esq.,  President  of  the  Baltimore 
and  Ohio  Railroad  : 

I  take  pleasure  in  complying  with  your 
request  that  I  would  give  you  some  account 
of  the  present  condition  and  prospects  of  the 
Pittsburgh  and  Connellsville  Railroad,  in 
which  the  Baltimore  and  Ohio  Railroad  Com- 
pany must  naturally  feel  a  deep  interest,  not 
only  as  a  considerable  holder  of  the  stock  of 
this  Road,  but  as  the  future  recipient  of  the 
new  trade  and  travel •hich  its  completion 
must  bring  to  your  great  work  at  Cumberland. 
As  the  annual  reports  of  this  Company  have 
informed  you,  there  were  48  miles  of  the  road 
opened  in  January,  1857,  extending  from  Con- 
nellsville to  Turtle  Creek,  where  a  junction 
was  then  made  with  the  Pennsylvania  Central 
Railroad,  12  miles  from  Pittsburgh.  This  is 
still  the  entire  extent  of  the  road  in  use,  the 
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gross  revenues  from  which  was,  for  the  years 
ending  November  1st,  1857-8-9,  $45,586, 
$18,887,  and  $57,838,  respectively.  For  the 
present  year,  now  just  expiring,  it  will  be 
about  $80,000.  The  increase  of  income,  you 
will  thus  perceive,  is  encouraging,  and  has 
accelerated  from  year  to  year,  as  the  improv- 
ing influence  of  the  road,  upon  the  country 
intersected  by  it,  is  more  and  more  felt.  It 
would,  however,  have  been  much  larger,  but 
for  the  check  upon  its  expansion  by  the  de- 
pressed state  of  trade  since  the  crisis  of  1?57, 
and  from  which  the  country  is  but  now  begin- 
ning, decidedly,  to  recover.  Another  serious 
restriction  upon  the  development  of  the  busi- 
ness of  the  road,  has  been  experienced  in  the 
■want  of  an  independent  line  into  Pittsburgh. 
Although  the  joint  operations  of  the  two  roads 
have  been  carried  on  under  an  arrangement 
fair  to  both  parties,  and  free  from  official  em- 
barrassments, yet  for  several  reasons,  the  con- 
nection has  operated  greatly  to  the  disadvan- 
tage of  the  Pittsburgh  and  Connellsville 
Railroad.  It  being  impossible,  as  you  are 
well  aware,  in  the  state  of  feeling  among 
capitalists  towards  railroad  securities  during 
the  last  three  or  four  years,  to  command  the 
means  to  carry  the  road  through  to  Cumber- 
land, the  Company  have  confined  their  efforts 
to  its  extension  into  Pittsburgh,  which  is  now 
on  the  eve  of  being  effected,  and  by  which  two 
and  a  half  miles  of  distance  will  be  saved,  the 
high  grades  of  the  corresponding  part  of  the 
Pennsylvania  Railroad  avoided,  detention 
from  missing  train  connections  obviated,  and 
a  great  and  rapid  expansion  of  the  business 
and  revenue  of  the  Pittsburgh  and  Connells- 
ville Railroad  realized.  The  means  of  con- 
structing this  10.}  miles  of  new  road,  have  been 
obtained  by  the  disposal  of  the  Company's  first 
mortgage  bonds,  specifically  secured  upon  this 
part  of  the  road,  and  issued  in  conformity  with 
an  ordinance  of  the  City  of  Baltimore,  waiving 
her  prior  lien  thereon.  When  this  work  is 
completed,  which  is  expected  during  the  com- 
ing winter,  (as  the  whole  road  is  now  nearly- 
ready  for  the  rails,  for  the  supply  of  which, 
favorable  terms  have  been  made,)  the  length 
of  road  in  use  will  be  58.}  miles  from  Pitts- 
burgh to  Connellsville — to  which  may  be  added 
a  branch  of  12}  miles  to  Unioutown,  built 
under  another  charter,  by  the  citizens  of  that 
borough  and  its  vicinity,  making  71  miles  in 
all,  and  commanding  the  trade  and  travel  of 
one  of  the  most  fertile  and  improving  parts  of 
AVestern  Pennsylvania.  As  a  local  road  ter- 
minating in  Pittsburgh,  it  would  in  time,  no 
doubt,  pay  a  fair  nefteturn  upou  its  cost;  but 
this  prospect  is  principally  encouraging,  in 
view  of  its  bearing  upon  the  ability  of  the 
Company  to  procure  the  means  of  extending 
their  line  Eastward  from  Connellsville  to 
Cumberland.  The  distance  is  91  miles,  or,  if 
connection  be  made  with  the  Mount  Savage 
Railroad,  4  miles  west  of  Cumberlaad — 87 
miles.    Upon  this  part  of  the  route,  which  em- 


braces the  whole  mountain  region,  there  has  j 
been  uo  work  done,  except  the  careful  location 
of  the  road,  and  the  expenditure  of  about 
$200,000  at  the  Summit  Tunnel,  V/i  miles  from 
Cumberland.  This  Tuinicl,and  its  approaches 
are  the  only  really  heavy  works  upon  the 
whole  line;  and  all  the  difficulties  are  here 
already  overcome,  as  the  Tunnel  heading, 
4,050  feet  long  in  all,  was  within  250  feet  of 
completion  when  the  work  had  to  be  suspended 
in  October,  1857.  There  are  but  two  other 
short  tunnels,  making,  on  the  whole  line  of 
149  miles,  only  three  in  all,  showing  signifi- 
cantly the  easy  character  of  this  route,  across 
the  Allegbanies,  and  which  is  equally  distin- 
guished by  the  superiority  of  its  grades  and 
curvatures. 

As  the  Company  expect  to  finish  their  road 
into  Pittsburgh  this  winter,  and  thus  to  add  an 
important  and  profitable  link  to  their  chain 
from  which  an  immediate  increase  to  their 
revenue  and  res  mrces  will  arise,  so  their 
views  are  to  take  active  steps  next  spring  or 
summer,  to  invite,  by  loan,  the  capital  with 
which  to  complete  the  remainder  of  their  line 
to  Cumberland.  This  they  hope  to  do  by  an 
issue  of  first  mortgage  bonds,  the  City  of  Bal- 
timore having  given  the  Company  the  right  to 
make  a  lien  upon  the  road  prior  to  her  exist- 
ing mortgage, — the  Commissioners  of  Finance 
to  be  first  satisfied  that  the  loan,  if  so  effected, 
will  finish  the  entire  road.  A  successful  ap- 
peal to  capitalists  may,  it  is  hoped,  be  then 
made,  sustained  by  the  various  interests  con- 
cerned, including  the  local  ones  along  the 
route,  which  are  extremely  anxious  for  the 
prosecution  of  the  work,  upon  which  the  de- 
velopment of  the  vast  mineral  and  agricultural 
wealth  of  the  region  traversed  depends,  and 
the  inflow  of  which,  into  Baltimore,  over  the 
Baltimore  and  Ohio  Railroad,  will  be  greatly 
beneficial  to  that  road  and  city.  The  Pitts- 
burgh and  Connellsville  Railroad,  in  its 
present  position,  would  appear  to  lead  the 
trade  of  the  Pennsylvania  counties  west  of  the 
mountains,  and  formerly  coming  to  Baltimore 
over  the  National  Turnpike — away  from  Bal- 
timore, first  to  Pittsburgh,  and  ultimately  to 
Philadelphia.  This  prevailing  impression  is 
not  well  founded,  as  the  Pittsburgh  and  Con- 
nellsville Railroad,  as  a  local  road,  simply 
carries  the  trade  of  the  connties  to  the  Penn- 
sylvania Railroad,  whence  it  can  more  cheaply 
reach  Baltimore  over  that  road  and  the 
Northern  Central,  than  across  the  mountains 
over  the  National  Turnpike.  Even,  however, 
if  the  public  impressions  should  be  right  upon 
this  point,  there  is  all  the  more  occasion  to 
put  an  end  to  that  state  of  things  by  the 
completion  of  the  Pittsburgh  and  Connellsville 
Railroad  to  Cumberland,  by  which  the  old 
course  of  trade  will  be  re-established,  and 
Baltimore  be  once  more  in  the  enjoyment  of 
the  commerce  of  that  rich  region.  By  the 
opening  of  the  road  from  Pittsburgh  to  Cum- 
berland also,  a  full  share  of  the  immense  local 
and  through  trade  and  travel  of  that  great 


commercial  and  manufacturing  centre  will  be 
brought  to  Baltimore,  and  over  a  better  line, 
and  one  under  her  own  control,  instead  of  that 
of  a  rival.  It  is  only  necessary  to  compare 
the  trade  between  Pittsburgh  and  Philadelphia 
with  that  between  Pittsburgh  and  Baltimore, 
as  shown  by  the  Report  of  the  Pennsylvania 
Railroad  Company,  to  be  satisfied  that,  by  the 
present  route  via  Harrisburg,  Baltimore  does 
not  get  her  due  share.  The  results  of  the 
opening  of  this  new  and  direct  route,  free  from 
the  restrictions  and  embarrassments  of  the 
existing  one,  will  clearly  show  why  Baltimore 
has  always  set  so  high  a  value  upon  a  direct 
com  ection  with  Pittsburgh,  as  to  have  made 
the  latter,  in  the  estimation  of  many  of  her 
citizens,  the  preferable  western  terminus  of  her 
own  road,  which  will  at  least  be  certainly  bet- 
ter able  to  compete  with  her  Northern  rivals 
when  she  has  this  arm  added  to  the  two  by 
which  she  strikes  the  Ohio  lower  down. 

Baltimore  and  her  road  have  the  partialities 
of  every  class  in  Pittsburgh  enlisted  in  their 
favor;  and  this, in  all  probability,  permanently, 
as  the  system  of  discrimination  against  Pitts- 
burgh, which  has  made  the  Pennsylvania 
Railroad  so  unpopular  there,  seems  to  be  the 
necessary  result  of  her  competition  with  the 
New  York  and  Virginia  routes  to  the  West  for 
the  trade  of  Ohio  and  the  States  beyond,  and 
to  which  system  the  Pittsburgh  and  ConuelU- 
ville  Railroad  will  have  no  occasion  to  resort. 
I  need  not,  however,  argue  the  importance  of 
the  line  from  Cumberland  to  Pittsburgh  to  one 
so  familiar  with  all  its  recommendations  as 
yourself.  With  proper  encouragement  from  its- 
friends,  the  Pittsburgh  and  Connellsville  Rail- 
road Company  will  be  enabled  to  accomplish 
this  work  within  a  reasonable  time.  There  is 
a  stock  basis,  which,  together  with  the  release 
of  the  prior  lien  of  Baltimore,  will  make  up- 
wards of  $2,500,000,  and  should  be  sufficient 
to  support  a  loan  large  enough  to  finish  the 
91  miles  of  road  remaining  to  be  built,  and 
which  will  not  exceed  $3,500,000,  including 
an  ample  equipment.  The  Company's  finances 
are  in  an  improved  and  improving  condition, 
as  will  be  seen  by  this,  that  in  1856  their 
floating  debt  was  $788,863,  in  1857  $513,403, 
in  1858  $211,729,  in  1859  $175,550,  which  last 
amount  will  show  a  reduction  this  year  of  up- 
wards of  $100,000,  the  remainder  being  cover- 
ed by  collateral  securities  sufficient  to  extin- 
guish it  probably  within  the  year.  The  only 
creditors  then  left  will  be  the  City  of  Pitts- 
burgh and  the  county  of  Alleghany  for  arrears 
of  interest  on  their  stock,  and  the  City  of 
Baltimore  for  its  loan  and  back  interest,  the 
latter  debt  being  protected  by  a  mortgage, 
which  places  the  control  of  the  work  in  the 
hands  of  Baltimore, — a  power  which  that  City 
has  thus  far  used  with  a  wise  leniency,  as  her 
true  interests  require  that  she  should  leave 
the  Company  free  to  complete  the  road,  if 
that  can  be  effected  in  the  manner  above 
indicated  and  contemplated  by  her  own  Ordi- 
nance of  1856,  in  which  she  waives  her  priority 
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of  lien  with  a  view  to  the  accomplishment  of 
that  object. 

Wi'h  the  road  extended  into  Pittsburgh,  it 
is  indeed  my  conviction  that,  in  a  year  or  two 
more,  a  net  revenue  will  be  realized  which 
will  yield  a.  surplus  payable  to  the  City  of 
Baltimore  in  partial  liquidation  of  the  Com- 
pany's indebcdness  to  her;  but  it  is  manifestly 
her  interest  that  the  policy  indicated  in  her 
Ordinance,  of  completing  the  road  for  its  com- 
mercial advantages  to  her,  should  be  carried 
out,  rather  than  that  it  should  pay  her  a  part, 
or  even  the  whole  of  its  debt,  as  a  local  road, 
contributing  little  or  nothing  to  her  trade. 


ENGLISH  EAILWAY  DECISION. 


The  following  decision  has  been  made  by 
Judge  Byles,  in  the  cose  of  Marfell  vs.  South 
Wales  Railway  Company : 

The  defendants  were  owners  of  a  line  of 
railway,  and  also  of  a  tramway  running  for 
some  distance  parallel  thereto,  and  separated 
therefrom  by  a  fence,  their  properly,  which 
•was  continued  down  to  a  certain  point,  where 
the  said  tramway  crossed  the  railway;  at  this 
point  the  defendants  had  placed  swing  gates, 
which  it  was  proved  were  always  open.  The 
plaintiffs,  being  licensed  by  the  defendants  to 
use  the  tramway  on  on  payment  of  tolls,  was 
proceeding  with  two  horses  drawing  certain 
trains  along  the  tramway,  when  a  train  ap- 
proached, the  fore  horse  took  fright,  rushed 
througe  the  open  gate  upon  the  line,  and  wa3 
killed  by  the  engine. 

Byles,J. — In  this  case  the   plaintiff's  horse 
had  turned  from  a  tramroad  to  a  railway,  and 
been  killed  by   an   engine,  and  the   question 
was,  whether  there  was   evidence  of  a  breach 
of  duty  on  the  part  of  the   defendants   which 
caused  the  loss.     The  railway  and  the   tram- 
road  ran  in  parallel  lines   very   near  to  each 
other   on    the   land   of  the   defendants ;    the 
plaintiff  was  using  the  tramway   with  horses 
and  trucks  by  the  permission  of  the  defendants 
for  certain  tolls;  that  is,  money  to  be  paid  to 
them  by  him  for  such  use.     A  fence  had  been 
placed  between  the  railway  and  tramroad  and 
in  the  line  of  fence  was  a  gate,  which  had  been 
opened  and   left  open  by  the  defendants'  ser- 
vants, and    through    this    opening    the    horse 
swerved  from  fear  on  to  the  railroad      The  ju- 
ry found  that  there  was  negligence  in  leaving 
the   gate   open ;  but   although   they  have  so 
found,  it  does  not   follow   that   there   was   a 
cause  of  action,  unless  there  was  a  breach  of 
some  duty  flowing  by  law  from  the  defendants 
to  the  plaintiff  in  so  leaving  it  open.     The  un- 
defined latitude  of  meaning  in  which  the  word 
"negligence"  has  been  used  appears  to  me  to 
have  introduced  the  evil  of  uncertain  law  to  a 
pernicious  extent,  and  I  think  it  is  essential  to 
ascertain  that  there  was  a   legal   duty   and  a 
breach  thereof,  before  a  parly  is  made  liable 
by  reason  of  negligence.     Ihen   do  the   facts 
show  any  legal  obligation   on   the   defendants 
to   keep  the  gate   closed   when   the   plaintiff 
should  be  passing  ?     My  answer  is  in  the  neg- 
ative.    It  is  clear  that  the  defendants  are   un- 
der no  obligation  to  put   any   fence   on   their 
own  land.     The  statue  which  obliges  them  to 
fence  against  the  land  of  the  adjoining  owner 
has  no  application  in    respect  of  their  own. 
The  common  law  contains  no  provision  in  re- 
spect of  the  use  of  hoises,    either  on  or  close 
to  railways,  on  account  of  danger^fromfrightor 
otnerwise ;  they  are  constantly  so  used.     If  the 
tramway  was  without  any  fence,  it  is  clear  that 


any  one  chose  to  have  the  use  of  it,  he  would 
be  entitled  to  it  as  it  was,  and  would  have  no 
right  to  complain  if  he  found  it  dangerous, 
and  sustained  damage  for  want  of  a  fence.  If 
any  duty  existed  it  must  have  been  a  duty 
arising  out  of  some  contract;  and  upon  these 
facts  I  do  not  feel  justified  in  imagining  some 
possible  contract  which  may  create  the  requir- 
ed duty.  If  the  fence  was  known  to  the  plain- 
tiff to  be  out  of  repair  and  broken  down,  and 
he  chose  to  hire  the  use  of  the  tramroad  in 
that  state,  there  would  be  no  contract  creating 
a  duty  to  keep  the  fence  in  repair.  So  of  the 
gate.  If  it  was  always  open  there  would  be 
no  ground  for  interfering  a  contract  for  keep- 
ing it  shut ;  and  upon  the  notes  the  plaintiff 
states  that  he  never  saw  the  gate  shut.  That 
may  be  meant  as  an  aggravated  negligence, 
but  it  also  may  mean  that  the  defendants  want- 
ed it  open,  and  therefore  let  the  use  of  the 
tramroad,  subject  to  the  gate  being  always 
open.  I  have  considered  the  declaration  as  it 
stood,  and  the  amendments  proposed  by  Mr. 
Powell,  and  do  not  find  any  cause  of  action 
supported  by  evidence;  therefore,  according 
to  the  agreement  made  between  the  counsel 
at  the  trial,  I  can  not  affirm  that  the  plaintiff 
is  entitled  to  succeed ;  the  result  is,  that  my 
judgment  is  for  the  defendants. 

Williams,  J. — In  this  case  I  am  of  opinion 
that  the  rule  "ought  to  be  discharged.  The 
question  is,  whether  the  facts  proved  at  the 
trial  showed  any  liability  on  the  defendants  to 
make  compensation  for  the   loss  of  the   plain 


tiffs  horse?     If  so  ihe  declaration  (which  the 
court  is'unanimous  in  thinking  can  not  be  sup- 
ported in  its  present  form)  is   to   be   taken  to 
have  been  amended  accordingly.     I  think  the 
facts  do  show  the  liability  of  the    defendants. 
It  appears  that  it  was  part  of  the  construction 
of  the  tramroud  of  the  defendants,  which  the 
plaintiff,  together  with  the  rest  of  the   public 
was  invited  by  the  defendants  to  use,  on   pay- 
ment of  toll,  that  some  swing  gates  should  be 
placed  across  it  at  the  point  where   it  crossed 
the  railway,iu  order  to  seclude   the   tramroad 
from  the  railway,  and  prevent  the  perilous  po- 
sition in  which  horses   would   be   placed  who 
were  drawing  tram  wagons   on   the    tramroad 
when  they  approached  that  point,  if  there  was 
an  open  communication  between  the  tramroad 
and  the  railway.     In  order  to  make  the  gates 
available  for  this  purpose,   they   ought   to   be 
kept  shut  except  when  the  transit  of  tramway 
wagons  going   along   the   lino   required  that 
they  should  be  temporarily  opened.     The  tram- 
road   being    thus  constituted,  I   think  every 
one  -who  uses  it  has  a  right,  on  payment  of  toll, 
to  expect,  and  a  duty  thereupon  arises  on  the 
part  of  the  defendants,  that,  as  owners  of  the 
tramroad     and    recipients   of   the   tolls,  they 
shall  employ  ordinary  care   and  diligence  in 
the  management  of  the   gates,  in   order  that 
they  may  afford  that  security  which  they  are 
ostensibly  intended  to  afford  to  those  who  are 
using  the  tramroad.     The  jury  have,  in  effect, 
found  that  the  defendants  neglected  that  duty 
by  negligently  leaving  the  gates   open  at  the 
time  when  they  ought  to  have  been  shut,  and 
that  the  loss  of  the  plaintiff's  horse  was  occa- 
sioned by  that   neglect  of  duty.     It   has  been 
argued  that,  as  the  plaintiff  himself  admitted 
in  his  evidence  that  whenever  he  saw  the  gates 
open,  it  ought  not  to  be  inferred  that  he   used 
the  railroad  on  au  implied  contract   that  they 
should    be    kept     shut.      But   if  it   was    the 
duty  of  the   defendants   towards   their  custo- 
mers on  the  tramroad  to  use  ordinary  care  and 
diligence  in  keeping  the   gates  duly   shut,  as 
part  of  the  constituent  safegarJs  of   the  tram- 
road  held  out  as  such  to  those  who  should  use 
it,  they  are  not,  I  apprehend,,  the  less   liable 


because  to  the  knowledge  of  the  plaintiff  they 
have  been  guilty  of  previous  breaches. 

Byles,J. — I  am  of  opinion  that  the   plaintiff 
is  entitled  to  keep  his  verdict.     The  railway,  tho 
parallel  tramway  for  horses,  and  the  fence,  be- 
tween them,  are  all  the  property  of  the  defend- 
ants.    The  fence  appears  to  have  had  no  other 
purpose  than  the   protection  of  persons  using 
the  tramway.      There  is  in  the    fence    a    gate, 
which  is  opened  for  the  use  of  the  defendants; 
the  defendants  or  other  porsons  claiming  un- 
der them,  but  not  the  plaintiff,  have  a  right  to 
open  it;  the  defendants,   for   reward,   license 
the  plaintiff  to  use  the  tramway  being  so  fenc- 
ed; the  defendants  negligently  leave  the  gate 
open  ;   the  foremost  of   the  plaintiffs   team  of 
horses  alarmed  by  the   noise  of  au    approach- 
ing train  is  driven  by  freight  through  the  open 
gate  on  to  the  railway   and   killed.     Coifced- 
ing  that  the  negligence  found  against  the  de- 
fendants, amounts  to  no    cause  of  action  un- 
less they  were  under  a  legal  obligation  to  ex- 
ercise some  degree  of  care  in   respect  of  the 
gate,  the  question  is  this  ;  were  the  defendants 
bound  to  exercise  any   degree  of  care?     It  is 
not  materially  to  inquire  what  degree,  for  what- 
ever the  degree,  the  jury  have  found   that  tho 
defendants   neglected  to   exercise  it.     In  the 
case  in  hand,  the  person  using  the  tramway  is 
without  control  over  the  gate,  for  he  can  not, 
without  danger,  leave  his  horses,  by  running 
on  before  them  to  see  if  the  gate  is  open.     He 
requires  for  his  safety  a  continuous  fence  ;  the 
continuity  of  the  fence   is    broken  by  the  de- 
fendants' opening  the  gate  placed  there  for  tho 
use  of  the  defendants  ;  the  gate  is  under  their 
control ;  they  provide   the   fastenings,   and  it 
can  not  be  touched   by   the   plaintiff  without 
trespass.     I   think   therefore   the   defendants 
are  bound  to  some  degree  of  care  in   the  use 
of  the  gate.     That  being  so,  and  the  jury  hav- 
idg  found  negligence,  the  damage   which  the 
plaintiff  hus  sustained  is   the   proximate  and 
natural  result.     It  was  proved   that   the   gate 
had   very  often,   perhaps  generally,  Jbeen  left 
open  ;  but  I  apprehend  that  evidence  shows  no 
more  than  the  habitual  negligence  of  the  de- 
fendants.    The  rule  ought  therefore  to  be  dis- 
charged.    Kule  discharged. 


the  defendants  might  lawfully  so  use  it,  and  if    for  the  consequences  of  a  breach  of  that  duty 


E.  R.  FROM  CINCINNATI  TO  KNOX- 
VILLE. 

We  find  in  the  Commercial,  of  a  recent  date 
a  very  interesting  letter  from  Samuel  Roberts 
Esq.,  in  favor  of  the  Central  or  Midland  Route, 
between  Cincinnati  and  Knoxville.  Mr.  R. 
is  well  acquainted  with  the  claims  and  pecu- 
liarities of  all  the  routes  advocated  and  is, 
therefore,  well  qualified  to  give  an  opinion  on 
the  subject.  The  reasons  he  gives  in  favor  of 
the  route  are  as  follows: 

1.  That  it  would  be  the  central  or  most  di- 
rect midland  route  between  Cincinnati  and 
the  markets  of  the  South. 

2.  That  it  is  the  route  which  ought  to  have 
had  the  earliest  attention  and  countenance  of 
the  merchants,  manufacturer  and  artizans  of 
Cincinnati,  and  of  the  agriculturists  of  Indi- 
ana, and  Ohio,  and  Kentucky — as  it  would 
have  opened  the  best  markets  for  their  pro- 
duce and  manufactures. 

3.  That  the  neglect  for  the  past  twenty-five 
year  of  a  South  midland  opening  of  such 
vast  commercial  value,  has  been  a  loss  of  in- 
calculable extent  to  the  interests  of  the  three 
line  midland  States  just  meationed. 

4.  That  the  loss  caused  by  such  suicidal 
neglect   of  this   midland   route   between   the 
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Queen  of  the  West  and   the   railways  of  the 
South,  is  progressively  increasing  every   year. 

5.  That  this  long  oversight  of  a  line  of  such 
social  and  commercial  importance,  is  attribut 
able,  not  so  much  to  ignorance  of  its  grea^ 
advantages  as  it  is  to  political  prejudices  un 
worthy  the  reputation  of  this  great  country, 
aud  injurious  to  theadvancementof  its  highest 
interests. 

6.  That  Cincinnati  and  the  districts  around 
it  have  during  the  last  twenty  years  liberally 
aided  Railways  less  remunerative  to  them, 
and  less  advantageous  to  their  progress  than 
would  have  been  this  central  line  of  commu- 
nication with  tne  ports  and  markets  of  the 
South. 

7.  That  the  completing  of  the  connecting 
link  of  eighty  miles  from  Danville,  Ky.,  to  the 
Tennessee  line,  would  be  but  a  light  and  easy 
undertaking  for  the  combined  energies  of  the 
rich  Commonwealths  of  Kentucky,  Ohio  and 
Indiana,  led  on  by  the  Queen  of  the  West,  and 
aided  by  the  spirited  and  far-seeing  proprietor 
of  the  Kentucky  Central  Railroad. 

8.  That  Tennessee  has  already  graded  the 
heavier  half  of  her  portion  of  the  line,  and 
has  convenanted  to  complete  her  sixty-three 
mile's  so  as  to  meet  her  Ohio-side  neighbors  at 
the  Kentucky  line  by  any  time  they  may  spec- 
ify- 

9.  That  the  Elk  Gap,  which  is  the  highest 
elevation  on  the  line,  is  lower  than  that  of 
Bristol  in  the  "Valley"  of  the  East  Tennessee 
and  Virginia  Railroad,  that  it  is  only  1650  feet 
above  tide  water,  and  only  752  feet  above  the 
rail  at-  Knoxville,  and  that  it  can  be  easily  sur- 
mounted from  Powell's  Valley  with  a  grade 
deemed  easy  for  the  heaviest  freight  trains. 

10.  That  the  completion  of  this  midland 
from  Cincinnati  to  Knoxville,  would  directly 
connect  the  8000  miles  of  railways  linked  to 
to  its  North  end  with  the  8000  that  are  linked 
to  its  South  end. 

11.  That  the  iron  and  coal  of  the  Elk  Gap 
districts  are  admitted  to  be  of  a  better  quality 
than  any  yet  lound  in  any  part  of  the  Union. 

12.  That  the  superior  Elk  Gap  iron  and  coal 
could  be  shipped  by  this  midland  rail,  not  only 
down  to  the  South,  but  even  to  Cincinnati  and 
Louisville  at  less  cost  than  any  that  can  be 
supplied  from  Allegheny  or  Pittsburg. 

13.  That  as  the  manufactures  of  Cincinnati 
and  Pittsburg  have  had,  for  many  years,  to 
procure  large  quantities  of  East  Tennessee 
iron  by  the  slow  and  uncertain  navigation  of 
the  Tennessee  and  Ohio  Rivers,  the  opening 
of  this  middle  rail  would  be  to  them  a  saving 
and  a  gain  of  great  importance. 

14  That  patriots  of  master  minds,  and  of 
the  widest  experience,  looking  at  the  project 
from  both  its  North  and  South  sides,  have  for 
many  years,  advocated  the  doctrine  of  Mr. 
Corry — "That  a  Southern  connection  would  be 
worth  more  to  Cincinnati  than  any  of  her  oth- 
er railroads;  and  that  the  Knoxville  route,  as 
being  the  most  direct  aud  central,  and  as  tap- 
ping a  region  so  rich  in  coal  and  iron,  has  all 
the  advantages,  and  but  very  few  of  the  draw- 
backs." 

15.  I  beg  to  repeat  here  a  few  words  used  by 
me  two  years  back,  as  pleading  for  the  com- 
pletion of  this  much-needed  midland  railway  : 
— "It  would  be  a  new  bond  of  union  of  undy- 
ing strength,  around  the  very  center  of  the 
country.  It  would  be  a  large  artery  for  the 
trrnsftision  of  fresh,  healthy  life-blood,  from 
the  heart  of  the  extremities.  It  would  be  a 
thorough  reinvigoration  of  the  whole  body, 
for  it  would  move  a  grand  trunk  nerve  for  the 
tronsmission  of  full  currents  of  strength  and 
activity,  from  one  end  to  the  other.  It  would 
be  a  kind  of  electric  medium  for  the  virtues  of 
the  North  to  flow  down  to  the  South,   aud  for 


the  graces  of  the  South  to  flow  up  to  the  North, 
and  both  sides  would  be  gainers  by  such  an 
admixture.  It  would  convey  produce  from 
the  South  that  would  be  of  importanct  value 
to  the  North,  and  would  convey  produce  from 
the  North  that  would  be  most  useful  to  the 
South.  It  would  bo  a  central  communication 
for  vast  varieties  of  traffic  between  the  great 
midland  markets  of  the  North  and  the  West, 
and  all  the  ports  and  cities  of  the  South.  It 
would  open  a  large  central  district  of  exhaust- 
less  mineral  wealth,  and  prove  a  feeder  of  rich 
interest  to  the  railways  which  it  would  connect. 
It  would  bring  into  culture  extensive  midland 
districts  of  the  healthiest  and  loveliest  charac- 
ter which  have  hitherto  been  almost  entirely 
overlooked  and  neglected.  It  would  be  a  mid- 
land communication,  not  merely  of  vast  com- 
mercial advantages,  but  would  be  of  the  high- 
est and  purest  social  and  religious  gain  to  the 
whole  country ;  but  as  yet  there  has  been  no 
righteous  awaking  to  a  comprehensive  sense 
of  its  importance;  and  consequently  no  ade- 
quate effort  has  been  made  for  its  accomplish- 
ment. The  North  imagines  that  the  greatest 
gam  from  it  would  accrue  to  the  South,  and  it 
therefore  turns  aside  unconcerned.  The  South 
supposes  that  the  heaviest  portion  of  the  gain 
would  go  to  the  North,  and  it  looks  away  with 
indifference.  The  center  calculates  that  the 
two  ends  would  engross  the  lion's  share  of  the 
gain,  and  it  heartlessly  passes  its  days  in  idle- 
ness. Thus  the  parties  more  directly  inter- 
ested coldly  keep  aloof  from  each  other,  under 
the  blithing  influence  of  misgivings,  and  of 
jaundiced  misapprehension  aud  miscalcula- 
tions. They  have  no  full,  friendly,  open  con- 
sultation, for  mutual  inquiry  and  explanation 
and  counsel.  They  forget  the  first  principles 
of  the  laws  of  combination  and  co-operation 
and  mutuality.  If  they  could  have  meetings 
for  deliberation  and  discussion,  they  would 
spon  find  it  it  demonstrated  that  the  comple- 
tion of  such  a  direct  central  link  of  commu- 
nication between  the  North  and  the  South 
would  be  a  comfort  and  a  credit  and  a  gain  to 
teem  all — a  gain  of  incalculable  worth — a 
gain  that  would  acquire  growing  weight 
and  volume  and  velocity  as  rolling  onward; 
and  no  keenness  of  foresight  or  powers  of 
calculatton  can  now  determine  to  whom  the 
largest  share  of  those  over-growing  gains 
would  accrue.  They  would  all  reap  a  rich 
and  joyful  harvest. 

I  am  glad  that  you  have  recently  had,  in 
Cincinnati,  so  much  deliberation  on  the  sub- 
ject. History  conclusively  proves  that  in  all 
cases  where  neighboring  States  help,  each 
other  in  undertakings  of  usefullness,  they  are 
on  the  right  course  to  help  and  enrich  them- 
selves. 

Lest  it  should  be  supposed  that  I  thus  plead 
for  the  "Knoxville  Route"  from  motives  of 
self-interest,  I  beg  to  observe  that  the  "Com- 
promise Route"  would  better  serve  the  little 
interest  which  I  have  in  the  healthful  table- 
land of  East  Tennessee,  but  I  am  compelled 
to  record  my  conviction — that  the  Knoxville 
routh  is  the  best  for  the  general  good. 

As  concluding,  I  would  respectfully  submit 
to  the  examination  of  the  promoters  of  the 
enterprise,  a  suggestion  recently  made  as  to  a 
portion  of  the  line,  by  parties  well  acquainted 
with  the  country.  Their  suggestion  is,  that 
the  line  by  Somerset  and  over  the  Cumberland 
at  Point  Isabel,  and  through  the  Chitwood 
settlement  to  Huntsville,  aud  up  the  New 
river  and  Strait-fork,  to  the  Elk  Gap,  should 
be  surveyed,  as  they  believe  that  it  would  be 
materially  lighter  and  shorter  than  the  con- 
templated line  by  way  of  London  and  Wil- 
liamsburg. SAMUEL  ROBERTS, 
Scott  Co.,  Tenn.,  Dec.  6,  1860. 


THE  EXPANSION  EXPERIMENTS 
AT  EEIE. 

■Whatever  may  be  the  results  disclosed  by 
these  experiments,  it  is  to  be  borne  in  mind 
that  they  will  apply  only  to  engines  of  the 
same  construction  and  worked  under  the 
same  circumstances  as  those  upon  which  the 
experimenfs  are  being  made.  If  the  parts  of 
an  engine  moved  without  friction,  if  there 
was  no  abstraction  of  the  heat  of  steam  in 
the  cylinder,  no  loss  of  steam  in  the  ports  and 
cylinder  ends,  and  no  leakage  under  the 
valves,  then  the  gain  by  expansion  would  be 
as  determinate  as  the  mathematical  result — 
the  dynamical  effect  due  to  any  weight  of 
steam  of  a  given  initial  density  would  be  a 
simple  problem  of  hyperbolic  logarithms,  and 
could  be  very  closely  approximated,  also,  bv 
finding  the  average  pressure  en  each  inch  of 
the  stroke,  in  accordance  with  Marriott's  law 
for  the  expansion  of  gases.  From  what  is 
called  the  theoretical  result,  and  which  is, 
strictly,  the  absolute  result  of  expansion  per  se, 
incidental  deductions  are  inevitable  in  all 
engines,  and  in  some  these  deductions  are  to  a 
much  larger  amount  than  in  others.  If  steam 
of  50  lb.  above  the  atmosphere  be  admitted 
for  the  whole  stroke,  the  inner  surface  of  the 
cylinder  will  be  warmed  to  about  300  deg. 
At  the  moment  when  this  steam  is  exhausted 
into  the  open  air,  the  internal  temperature 
falls  to  212  deg.,  and  if  the  exhaust  be  into  a 
condenser  the  final  temperature  is  but  about 
100  deg.  If,  now,  the  material  of  the  cylinder, 
once  warmed  throughout  to  300  deg.,  lost 
none  of  its  heat  when  the  internal  space 
which  it  encloses  was  cooled  at  every  stroke, 
by  from  88  to  200  deg.,  then  there  would  be 
no  loss  from  condensation.  But  as  the  inner 
surface  of  the  cylinder,  when  exposed,  even 
for  half  a  second,  to  a  temperature  so  much 
lower  than  its  own,  must  radiate  some  heat, 
this  radiation  into  the  exhaust  (as  we  may 
term  it)  is  the  exact  measure  of  the  heat  re- 
absorbed on  the  next  stroke  from  the  steam, 
and  is,  therefore,  a  dead  loss.  How  much 
may  be  thus  radiated  would  require  the  nicest 
philosophical  experiment,  in  any  case,  for  its 
determination,  but  in  no  two  engines  of 
different  construction  would  it  be  the  same. 
Working  at  full  stroke,  the  absolute  loss  on 
each  stroke  would  be  greater  with  high  than 
with  low  steam,  but  as  the^quantity  of  steam 
expended  and  the  work  done  would  be  in 
proportion  to  the  pressure  of  the  steam,  the 
proportionate  loss  would  be  less  with  high 
than  with  low  steam.  So,  too,  the  shorter  the 
stroke,  and  the  greater  number  of  strokes 
made,  therefore,  in  a  given  time,  in  working 
up  a  given  quantity  of  steam,  the  less  would 
be  the  time  for  radiation  on  each  stroke,  and 
the  less,  therefore,  the  total  re-absorption  of 
heat  and  consequent  loss  from  condensation. 
Some  of  the  Cornish  engines  make  but  five 
double  strokes,  10  feet  long,  per  minute, 
while  locomotives  often  make  300  in  the 
same  time. 

Let  us  now  consider  how  this  matter  of  con- 
densation in  the  cylinder  affects  expansion. 
Suppose  steam  of  312  deg.  temperature  to  be 
admitted  to  a  cylinder  which  has  just  been  ex- 
hausted, and  in  which,  therefore,  the  internal 
temperature  (that  of  the  exhaust  steam)  is  but 
212  deg.  The  metal  of  the  cylinder  becomes 
at  once  warmed,  we  will  suppose,  to  312  deg. 
At  one-fourth  of  ihe  stroke  the  steam  is  cat 
oft'  and  begins  to  expand,  and  as  it  expands,  its 
temperature  is  correspondingly  diminished. 
At  half  stroke  the  temperature  of  the  expand- 
ing steam  has  fallen  some  40  or  50  deg.  If 
we  consider  how  soon  even  our  o.vd  bodies 
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(which  are  always  at  a  temperature  of  about 
98  cleg.)  radiate  heat  or,  in  other  words,  how 
cold  we.  become  under  a  sudden  fall  of  50  deg. 
of  temperature,  we  may  form  some  slight  idea 
of  the  radiation  from  the  heated  cylinder  into 
the  internal  space,  which  is  cooling  more  and 
more  as  expansion  proceeds.  By  the  time 
the  exhaust  port  is  ready  to  open,  the  steam 
originally  admitted  has  expanded  nearly  four- 
fold, or  to  a  density  corresponding  to  a  tem- 
perature some  80  deg.  less  than  that  with 
which  the  steam  commenced  to  expand.  The 
cylinder  must  have  been  losing  heat  all  the 
time  in  the  effort  which,  in  obedience  to  the 
great  laws  of  nature,  heat  is  always  making 
to  establish  itself  everywhere  in  equilibrium, 
just  as  water  tends  everywhere  to  a  common 
level.  The  radiation  of  heat  from  the  cylinder 
may  have  re-converted  a  part  of  the  steam, 
actually  condensed  into  water,  into  steam 
again,  and  it  has  operated  also,  as  the  same 
quantity  of  heat  radiated  into  air,  or  any  other 
incondensible  gas,  would  have  done,  viz.  :  to 
increase  its  tension,  and  thus  in  part  to  pre- 
serve its  pressure.  In  any  case,  however,  the 
most  of  the  heat  thus  radiated  must  be  set 
down  as  a  dead  loss,  to  be  deducted  from  the 
effect  obtained  by  expansion  per  se. 

The  exhaust  port  being  now  opened,  the 
whole  space  on  that  side  of  the  piston  is  in- 
stantly pervaded  by  a  temperature  of  212  deg., 
or  100  deg.  less  than  that  by  which  the  cylin- 
der was  warmed  on  the  commencement  of  the 
stroke  just  terminated.  What  now  is  likely  to 
be  the  average  temperature  of  the  cylinder 
under  this  temporary  but  decided  refrigera- 
tion ?  Will  it  lose  3  degrees,  on  the  average, 
throughout  its  whole  weight  ?  Such  a  loss  is- 
not  improbable,  and  let  us  see  what  proportion 
it  will  bear  to  the  whole  heat  expended  on  the 
stroke.  Let  the  cylinder  be  12  in.  bore  by  4  ft. 
stroke,  and  weigh  1,000  lbs.  Such  an  engine 
should  make  40  revolutions,  or  80  single 
strokes  per  minute,  and  run  10  hours  with,  at 
the  most,  2000  lbs.  of  coal,  or  2-3  oz.  of  coal 
at  each  single  stroke.  Would  it  not  require 
a  good  part  of  this  two-thirds  of  one  ounce  of 
coal  to  heat  1000  lbs.  of  iron  3  deg.  ?  The 
specific  heat  of  iron  is  one-ninth  that  of  water, 
and  hence  to  heat  1000  lbs.  of  iron  3  deg.  is 
the  same  as  to  heat  111  lbs.  of  water  to  the 
same  extent.  We  know  by  experiment  that, 
as  ordinarily  expended,  one  pound  of  coal 
will  heat  9  lbs.  of  water  through  1,150  deg., 
which  is  the  same  a3  heating  3,450  lbs.  of 
water  through  3  deg.  To  heat,  therefore,  111 
lbs.  of  water  (or  1000  lbs.  of  iron)  through 
3  deg.  would  require  rather  more  than  half  an 
ounce  of  coal,  and  as  but  two-thirds  of  an 
ounce  are  expended  on  the  stroke  under  con- 
sideration, the  quantity  actually  expended  in 
the  production,  and  represented  in  the  useful 
application  of  the  steam  would  be  less  than 
one  fourth  of  the  whole  quantity  of  coal 
consumed. 

We  do  not  say  that  the  cylinder,  under  the 
circumstances  just  considered,  actually  loses 
3  deg.  of  heat  throughout.  It  may  not  lose 
1  deg.,  but  common  sense  teaches  us  it  must 
lose  something,  and  this  loss  is  irreparable. 
It  is  necessarily  more  with  expansion  than 
without,  and  it  is  not  only  absolutely  more,  but, 
proportionately,  it  is  very  much  more  with  than 
without  expansion,  because  it  comes  into  com- 
parison with  a  lower  average  pressure  of  steam, 
when  the  latter  is  much  expanded. 

If  the  cylinder  can  be  kept  so  hot,  by  waste 
heat  only,  or  if  the  steam  can  he  so  super- 
heated by  such  waste  heat,  that  the  radiation 
from  the  cylinder  will  not  be  at  the  expense  of 
any  heat  otherwise  available  for  motive  pur- 
poses, then  expansion  can  be  carried  to  a  much 
greater  extent  without  loss.     The  Michigan, 


we  presume,  has  neither  steam  jackets  nor 
superheaters,  and  her  working  can  not  show, 
therefore,  to  what  extent  the  losses  incidental 
to  expansion  may  be  remedied.  Of  the  ex- 
istence of  these  losses  most  engineers  are 
already  aware,  and  although  it  may  be  de- 
sirable to  know  their  extent,  the  experiments 
on  the  Michigan  will  hardly  afford  bases  for  a 
rough  estimate  of  their  amount  in  engines  of 
different  size,  speed,  and  steam  pressure.  We 
are  glad,  however,  that  the  government  has 
takeu  so  prominent  a  part  in  experiments  in 
a  subject  of  such  intrinsic  importance,  and 
we  doubt  not  that,  by  arresting  the  attention 
of  engineers,  these  experiments  will  lead  to 
important  results. — Engineer. 


HEAT  AND  VENTILATION. 

Ancient  philosophers  divided  the  material 
world  into  four  great  elements,  namely  :  fire, 
air,  earth  and  water,  and  they  supposed  that 
all  bodies  were  constituted  of  these.  Modern 
chemists  have  already  discovered  more  than 
sixty  different  elements;  yet,  in  a  general 
sense,  ancient  science  was  not  so  very  far 
wrong.  At  present,  we  do  not  know  whether 
heat  is  a  subtle  ether  or  simply  an  action  of 
matter,  but  we  know  a  great  deal  about  its 
operations  and  effects.  All  organic  creation  is 
dependentupon  the  proper  distribution  of  heat, 
moisture,  air,  and  earth  (food).  Deprive  man 
of  any  one  of  these  elements  for  a  certain 
length  of  time,  and  be  will  cease  to  live.  And 
as  the  normal  temperature  of  his  blood  is  the 
same  in  every  climate,  if  he  be  elevated  above 
100°  Fahrenheit,  or  depressed  much  below  it, 
he  soon  becomes  depressed  and  helpjess.  Man 
is  so  constituted  that  he  only  requires  food 
and  water  at  intervals  of  several  hours,  but  it 
is  far  otherwise  with  air.  A  constant  supply 
of  this  element  is  necessary  every  moment  of 
his  existence;  he  takes  in  fresh  air  and  expels 
carbonic  acid  gas  at  every  respiration.  Our 
bodies  must  be  maintained  at  the  same  heat 
in  all  places  and  all  periods  of  the  year,  and 
yet  we  live  in  a  climate  the  temperature  of 
which  ranges  from  blood  heat  to  more  than  a 
hundred  degrees  below  it.  The  air  which  we 
breathe  is  the  great  vehicle  of  changes  in  our 
atmosphere.  It  comes  warm  from  the  south, 
mild  from  the  west,  and  piercing  cold  from 
the  icy  north,  To  maintain  health  and  life, 
therefore,  we  require  the  element  air  in  certain 
quantities,  and  generally  in  a  warm  condition. 
A  few  words  at  this  season  of  the  year,  on  this 
important  subject,  may  be  of  great  service  to 
many  persons. 

In  nature,  the  currents  of  the  atmosphere 
distribute  pure  air  over  the  entire  surface  of 
the  globe.  The  primary  source  of  these  cur- 
rents is  heat.  It  rarities  one  stratum  of  air, 
causing  it  to  extend,  thus  leaving  a  partial 
vacuum  which  is  instantly  filled  up  by  the  free 
cool  air  which  forms  an  under  current,  thus 
maintaining  a  constant  circulation.  The  true 
theory,  therefore,  is  the  production  of  a  cur- 
rent  of  air  by  the  displacement  of  the  impure, 
with  a  supply  of  fresh  air.  So  efficient  is  this 
natural  system  of  ventilation  that  chemists 
have  been  unable  to  detect  any  difference  be- 
tween the  air  of  the  most  crowded  cities  and 
that  of  the  most  thinly  peopled  hamlets.  It 
would  be  well  for  humanity  if  this  system  was 
more  thoroughly  understood  and  carried  out, 
in  cold  climates,  by  those  who  occupy  dwellings. 
When  on  a  cold  day,  we  enter  most  public 
buildings,  churches,  workshops,  stores  and 
dwelling  houses,  we  become  sensible  of  the 
presence  of  noxious  gases,  independent  of  the 
warmth  of  the  enclosed  atmosphere.  These 
gases    are    generally   exhalations    from    the 


lungs  ;  they  tend  to  diminish  vitality  and  pro- 
duce disease.  In  cold  weather,  it  is  positively 
necessary  to  heat  the  atmosphere  of  rooms,  in 
order  to  maintain  the  body  at  a  constant  tem- 
perature, but  provision  should  always  be  made 
for  the  production  of  an  artificial  atmospheric 
current.  In  apartments  heated  by  fires  in 
open  grates,  this  system  is  generally  carried 
out  in  the  most  simple  manner,  and  in  build- 
ings heated  by  steam  pipes,  or  hot  air  furnaces, 
when  suitable  ventilators  opening  outward 
and  placed  near  the  ceiling,  are  employed,  the 
same  results  are  attained,  because  under  cur- 
rents of  cold  air  generally  find  access  under 
the  doors  and  by  other  chinks  in  the  rooms. 
But  there  are  thousands  upon  thousands  of 
houses  heated  by  stoves  and  furnaces  in  which 
no  provision  is  made  for  the  exit  of  the  impure 
air,  and,  consequently,  no  artificial  current  is 
formed  in  them.  Fevers  are  very  common  in 
such  dwellings. 

A  mistake  is  frequently  made  respecting  Iho 
purity  of  warm  and  cold  air  in  houses.  A  cold 
room  may  contain  very  impure  air,  because 
it  may  have  remained  unchanged  for  several 
days,  just  for  want  of  a  little  fire  to  produce 
an  atmospheric  current,  while  on  the  other 
hand,  a  warm  apartment  may  contain  very 
pure  air,  owing  to  the  maintenance  of  a 
constant  current  in  it.  With  a  distinct  un- 
destanding  of  these  views,  every  house  may 
he  ventilated  in  the  most  efficient  and  simple 
manner  by  the  very  agents  which  we  require 
to  heat  them;  this  is  nature's  plan.  There  can 
be  no  doubt  of  the  salubrity  of  warm  houses 
in  winter,  and  it  seems  that  the  colder  the 
climate,  so  in  the  same  degree  the  human 
frame  requires  warmer  dwellings.  The  great 
object  to  which  attention  should  be  paid — and 
there  can  be  no  excuse  for  neglecting  it — is  to 
secure  a  constant  and  sufficient  supply  of  warm 
fresh  air.  In  this  bit  of  knowledge  is  con- 
tained the  true  theory  of  artificial  heating  and 
ventilation. — Scientific  American. 


Meeting  of  the  Harrisburq,  Portsmouth, 
Mount  Jot  and  Lancaster  Railroad  Com- 
pany.— A  meeting  of  the  Stockholders  of  this 
Company  was  held  at  Sansom  Street  Hall, 
Thursday  morning,  December  27,  to  take  ac- 
tion on  the  acceptance  or  rejection  of  a  con- 
tract for  a  more  permanent  lease  of  their 
road  to  the  Pennsylvania  Railroad  Company. 
There  was  a  large  attendance  of  shareholders. 
Mr.  Samuel  Morton  was  called  to  the  chair, 
and  Mr.  George  Taylor  was  chosen  Secretary. 
Messrs.  Samuel  Guthrie  and  John  Tucks  wei'e 
selected  as  tellers  to  conduct  the  election. 

"  The  call  for  the  meeting  was  read  by  the 
Secretary.  It  was  ascertained  there  wero 
15,490  shares  represented  out  of  21,742,  the 
whole  number  of  shares.  This  being  more 
than  a  quorum  of  the  stock,  the  meeting  pro- 
ceeded to  business. 

"  Mr.  M.  V.  Baker,  the  President  of  the 
Company,  read  the  contract  made  with  the 
Pennsylvania  Railroad  Company  for  the  re- 
newal of  the  lease  of  the  Harrisburg  and 
Lancaster  Railroad  to  the  Pennsylvania  Rail- 
road. The  substance  of  the  contract  is  that 
the  organization  of  the  Harrisburg  Company 
shall  be  maintained,  and  the  lease  be  made 
for  999  years ;  the  Pennsylvania  Railroad 
Company  maintaining  the  road  and  paying 
the  interest  on  the  funded  debt,  and  scveu 
per  cent  per  annum  on  the  stock.  As  the  cost 
of  the  Harrisburg  Railroad  is  some  $95,000 
greater  than  the  amount  represented  by  the 
existing  number  of  shares,  the  Harrisburg 
Railroad  Company  is  to  be  allowed  to  issue 
1,900  shares  of  new  stock,  thus  making  the 
number  of  shares  equal  the  cost  of  the  work, 
and  on  this  increased  capital,  the  Permsylva.-. 
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nia  Railroad  Company  will  pay  7  prr  cent, 
■which  is  equal  to  about  seven  and  six-tenths 
per  cent  per  annum,  on  the  present  number  of 
shares.  The  new  stock  to  be  issued  is  a  frac- 
tion less  than  one  to  eleven.  The  profits  since 
the  last  dividend  in  October  are  to  be  divided 
among  stockholders,  and  the  dividend  periods, 
hereafter,  are  to  be  in  January  and  July,  in- 
stead of  April  and  October.  Attached  to  the 
contract  was  a  resolution  authorizing  the 
Board  of  Directors  to  consummate  the  con- 
tract and  the  lease  to  the  Pennsylvania  Rail- 
road Company.  A  motion  was  made  that  the 
resolution  be  adopted. 

"Mr.  Bakei  spoke  in  advocacy  of  the  con- 
tract. The  advantages  of  the  arrangement 
was  mutual.  If  the  Pennsylvania  Railroad 
were  to  choose  to  get  a  charter  and  construct 
a  road  from  Lancaster  to  Harrisburg,  our  line 
would  not  be  worth  the  bonds.  They  have  us 
in  their  power  in  a  great  measure,  and  the 
lease  is,  under  the  circumstances,  the  best  that 
could  be  made  for  the  Lancaster  and  Harris- 
burg  Railroad  Company.  The  stockholders 
are  guaranteed  the  payment  of  7  6-10  per  cent 
interest  on  their  stock,  and  this  is  the  best 
price  the  Pennsylvania  Railroad  Company 
will  pay  at  any  future  time." 

On  ratifying  the  contract  the  vote  stood, 
yeas  12,035,  nays  550.     Majority,  11,485. 


BlJISNESS  OF  THE  BALTIMORE  &  OHIO  RAIL- 
ROAD— THE  DECREASED  TRAVEL  OF  THE  COUN- 
TRY.— Under  the  above  double  caption,  (says 
the  Baltimore  sun,)  some  statements  were 
made  last  week,  which  contained  a  serious  er- 
ror, that  escaped  our  attention  at  the  time.  The 
aggregate  earnings  of  the  road  during  the 
month  of  November  were  given  at  ©429,093  44, 
and  which  were  stated  to  be  a  ''decrease"  of 
$7,833  52,  as  compared  with  the  same  month 
last  year.  This  result  should  have  been  ex- 
actly the  reverse,  there  being  a  net  increase  of 
that  amount. 

The  increase  in  tonnage  revenue  was  some 
$30,000,  which  was  largely  counterbalanced' 
however,  by  the  unusual  decrease  of  $23,000 
on  the  passenger  receipts,  and  which  was  re- 
marked upon  as  affording  evidence  of  the  "de- 
pressed state  of  trade  and  the  waut  of  confi- 
dence throughout  the  country." 

Directors  of  the  road  advised  us  that  the 
President,  at  the  time  of  announcing  the  re- 
turns for  November,  at  the  meeting  of  the 
Board,  explained  the  extraordinary  contrast  in 
the  passenger  revenue,  and  we  have  been  fur- 
nished with  the  following  facts.  It  appears 
after  all,  that  the  comparison  of  November 
last  with  November,  1S59,  was  an  unfair  one, 
because  in  the  passenger  returns  for  the  latter, 
were  embraced  upwards  of  $19,000  as  the 
amount  due  by  the  United  States  and  the 
States  of  Virginia  and  Maryland,  for  the  trans- 
portation of  troops,  munitions  &c,  from  the 
16th  of  October  until  the  close  of  the  John 
Brown  affair  in  December.  Deducting  this 
sum,  the  passenger  revenue  for  the  month  of 
November,  during  the  past  seven  years,  on  the 
main  stem,  is  as  follows  : — In  1854,  $52,595  : 
1855,  $53,949  ;  1856,  $54,037;  1857,  $50,866  ; 
1858,  $56,917;  1859,  $54,501 ;  1860,  $50,536. 
An  examination  of  this  kind,  therefore,  proves 
that  instead  of  a  falling  off  of  $23,000,  as  ap- 
pears, it  is,  bv  an  accurate  comparison,  only 
$3,965  from  November,  1859,  and  but  $3,663 
below  the  average  of  the  past  seven  years  here 
given. 

Wo  have  been  the  more  particular  in  ma- 
king this  explanation,  because  we  have  ob- 
served that  our  statements  on  the  subject  have 
been  generally  copied  throughout  the  country, 
and  may  convey   a   wrong  impression  upon  a 


matter  that  largely  effects  the  interest  of  our 
city  and  State,  and  which  is  bad  enough  in  its 
actual  condition,  without  giving  the  full  force 
of  the  figures  published  and  unexplained. 

The  Railroad  Connection  in  Washing- 
ton.— The  United  States  Senate  yesterday  con- 
sidered and  passed  the  bill  to  authorize  the 
Baltimore  and  Ohio  Railroad  Company  to  ex- 
tend its  line  through  the  City  of  Washington 
and  across  the  Long  Bridge  over  the  Potomac, 
to  connect  with  the  Virginia  roads.  Various 
amendments  were  made  to  the  bill— one  for 
allowing  the  Corporation  of  Washington  to 
tax  the  property  of  the  Company  as  real  es- 
tate, and  another,  which  was  very  industri- 
ously pressed  py  Mr.  Cameron  of  Pennsylva- 
nia, who  is  an  influential  director  in  the  North- 
ern Central  Railroad,  requiring  the  Company 
to  "check  baggage  over  and  afford  facilities 
to  all  of  the  railroad  terminating  in  Washing- 
ton, Alexandriaand  Baltimore,"  &c.  Mr  Green 
thought  this  latter  was  a  question  outside  of 
the  jurisdicton  of  Congress,  and  Mr.  Kennedy, 
of  this  State,  thought  the  amendment  would 
nullify  the  whole  bill. — N.    Y.   Tribune. 


ON  THE  USE  OF  GRANITE. 

As  the  question  of  using  granite  for  build- 
ing and  monumental  purposes  has  been  much 
discussed,  I  beg  leave  to  offer  a  few  remarks 
connected  with  it,  and  to  notice  a  fact  which 
shows  at  how  early  a  period  the  ancient 
Egyptians  had  watched  the  effect  of  atmos- 
pheric and  other  influences  on  stone,  and 
how  wisely  they  profited  by  the  lessons  taught 
them  by  experience.  They  had  learnt  that 
earth,  abounding  with  nitre,  from  its  attract- 
ing moisture,  had  the  effect  of  decomposing 
granite,  but  that  in  the  dry  climate  of  Upper 
Egypt  the  stone  remained  for  ages  uninjured 
when  raised  above  all  contact  with  the  ground. 
When,  therefore,  there  was  a  possibility  of  its 
being  exposed  to  damp,  they  based  an  obelisk, 
or  rather  granite  monument,  on  limestone 
substructions;  and  these  last  are  found  to  the 
present  day  perfectly  preserved,  while  the 
granite  above  them  gives  signs  of  decay  in 
proportion  to  its  contact  with  the  earth  sub- 
sequently accumulated  about  it.  I  am  speak- 
ing of  Upper  Egypt,  visited  only  four  or  five 
times  in  a  year  by  a  shower  of  rain ;  for  in 
the  Delta  granite  remains  have  been  affected 
in  a  far  greater  degree  than  in  the  Thebaid. 
Nitre  abounds  there,  and  it  is  remarkable 
that  the  obelisks  at  Alexandria  have  suffered 
least  on  the  sides  next  the  sea. 

The  Egyptians  seldom  used  granite  as  a 
building  stone,  except  for  a  small  sanctuary 
in  some  sandstone  temple ;  and  in  the  latter 
times  of  the  Ptolemies  one  or  two  temples 
were  built  entirely  of  granite.  But  in  the 
pure  Egyptian  period,  that  stone  was  chiefly 
confined  to  the  external  and  internal  casing 
of  walls,  to  obelisks,  doorways,  monolithic 
shrines,  sarcophagi,  statues,  small  columns, 
and  monuments  of  limited  size,  and  was 
sometimes  employed  for  roofing  a  chamber 
in  a  tomb. 

The  durability  of  granite  varies  according 
to  its  qualities.  The  felspar  is  the  first  of  its 
component  parts  which  decompose,  and  its 
greater  or  less  aptitude  for  decay  depends  on 
the  nature  of  the  base  of  which  the  felspar 
consists.  Egypt  produces  a  great  variety  of 
granite,  and  the  primitive  ranges  in  the 
desert,  east  of  the  Nile,  about  34  miles  from 
the  Red  Sea,  supplied  the  Romans,  with  hith- 
erto unknown  kinds,  as  well  as  with  porphyry, 
which  they  quarried  so  extensively  in  that  dis- 
trict; but  the  granite  of  the  ancient  Egyptians 
came  from  the  quarries  of  Syene,  in  the  valley 


of  the  Nile,  and  from  these  they  obtained  what 
was  used  for  their  monuments.  It  is  from 
this  locality  that  the  name  of  "Syenite"  ha3 
been  applied  to  a  certain  kind  of  granite;  it 
is,  however,  far  from  being  all  of  the  same 
nature,  and  a  small  portion  of  the  stone 
found  there  is  really  what  we  now  call  "Sy- 
enite." 

Already,  at  the  early  period  of  the  third 
and  fourth  dynasties,  between  twelve  and 
thirteen  centuries  before  the  Christian  era, 
the  Egyptians  extensively  employed  granite 
for  various  purposes.  They  bad  learnt  to  cut 
it  with  such  skill  that  the  joints  of  the  blocks 
were  fitted  with  the  utmost  precision.  Deep 
grooves  were  formed  in  the  hard  stone  with, 
evident  facility;  and  it  must  have  been  known 
to  them  for  a  long  period  before  the  erection 
of  the  oldest  monuments  that  remain — the 
Pyramids  of  Memphis,  where  granite  was  in- 
troduced in  a  manner  which  could  only  result 
from  long  experience.  Again,  in  the  time  of 
the  first  Osirtasen,  about  2050  B.  C,  granite 
obelisks  were  erected  at  Heliopolis,  and  in 
the  Fyoom,  and  other  granite  monuments 
were  raised  in  the  same  reign  at  Thebes; 
from  which  we  find  that  even  then  the  Egyp- 
tians hail  learnt  how  the  damp  earth  acted 
on  granite  when  buried  beneath  it;  and  this 
interesting  question  subsequently  suggests  it- 
self— hov/  long  before  that  time  must  the  stone 
have  been  used  tD  enable  them  to  obtain  from 
experience  that  important  hint  which  led 
them  to  place  granite  on  limestone  substruc- 
tions? 

I  have  already  had  occasion  to  offer  some 
remarks  on  the  mode  of  treating  granite  sur- 
faces, which  has  been  so  ably  detailed  by  Mr. 
Bell,  at  the  meeting  of  the  Society  of  Arts 
(March  14)  and  I  have  stated  that  the  Egyp- 
tians adopted  the  broad  character  of  orna- 
mentation in  sculpturing  granite  very  judi- 
ciously advocated  by  him.  I  will,  therefore, 
only  add,  that  other  good  examples  of  such 
treatment  may  be  found  in  early  crosses  of 
Cornwall,  Devonshire,  and  other  localities  in 
this  country;  where  what  has  been  (rather 
hastily)  called  the  Runic  knot — a  design  of 
entwined  basket-work,  common  also  in  Italy, 
and  other  countries- — the  large  scroll  pattern 
also  frequently  met  with  on  the  same  monu- 
ments, and  numerous  massive  ornaments  in 
relieved  intaglio,  cut  in  the  thickness  of  the 
stone  are  instances  of  a  style  of  decorative 
sculpture  admirably  suited  to  granite. — Lon- 
don Builder. 


Oswego  and  Syracuse  Railroad. — I  submit 
to  you  the  subjoined  statement  in  reference  to 
the  business  of  the  Company,  for  the  twelve 
months,  ending  September  30,  1S60 : — 

During  the  year  just  closed  there  have  been 
run  bv  all  the  locomotives  79,372  miles,  there 
have  been  110,875  passengers  carried,  and 
53,720  tons  freight  drawn  :  and  in  the  perfor- 
mance of  the  above,  neither  passenger,  em- 
ployee or  other  person  has  been  killed  or 
injured. 

Since  the  last  report  the  Directors  have  or- 
dered two  dividends,  of  3  per  cent  each,  on 
9,648  shares  of  stock,  amounting  to  $28,944 — 
one  payable  April  10th,  and  one  August  20th. 
There  have  been  paid  of  back  dividends 
$9,529  75,  making  total  payment  during  the 
year,  $38,473  75. 

The  gross  earnings  for  the  year  have  been 
$119,666  44  from  sources  which  are  stated  in 
one  of  the  tables  annexed.  The  expenses  for 
the  same  time  have  been  $54,917  82.  As  will 
be  seen  on  examination  of  the  payments  for 
cost  of  road  and  equipments,  it  has  been  in- 
creased the  sum  of  $15,324  35,  a  large  propor- 
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tion  of  wliich  appears  in  three  accounts, 
viz.  :  New  locomotives,  S6,500  ;  new  bridges, 
$3,529  40;  new  passenger  and  baggage  cars, 
$1,836  73. 

The  amount  of  wood  on  hand  at  the  close 
of  the  year  was  3,397  cords,  for  which  have 
been  paid  $8,168  48. 

There  have  been  4,660  wrought-iron  chairs, 
substituted  in  the  place  of  straps  and  bolts. 

4,243  ties  have  been  used  for  repairs  ;  964 
bars  of  the  original  rail  have  been  repaired  at 
an  estimated  cost  of  $723  00. 

Total  actual  and  estimated  working  expen- 
ses 46  per  cent  of  earnings. 

Respectfully  submitted, 

Geo.  Skinner,  Superintendent. 


Meeting  of  tiie  Harrisburg,  Portsmouth, 
Mt.  Joy  and  Lancaster  R.  R.  Co  — A  meet- 
ing of  the  stockholders  of  the  company  was 
held  at  Sansom-street  Hall,  yesterday  morn- 
ing, to  take  action  on  the  acceptance  or  rejec- 
tion of  a  contract  for  a  more  permanent  lease 
of  their  road  to  the  Pennsylvania  Railroad 
Company.  There  was  a  large  attendance  of 
shareholders.  Mr.  Samuel  G.  Morton  w«,s 
called  to  the  chair,  and  Mr.  George  Taber  was 
chosen  secretary. 

Messrs.  Samuel  Guthrie  and  John  Tucks 
were  selected  as  tellers  to  conduct  the  elec- 
tion. 

The  call  for  the  meeting  was  read  by  the 
secretary. 

By  instruction  of  the  chairman,  the  roll  was 
then  called  in  order  to  ascertain  if  a  majority 
of  the  stock  was  represented.  The  operation 
entailed  a  great  expenditure  of  time.  It  was 
finally  ascertained  that  there  were  15,490 
shares  represented  out  of  21,742,  the  whole 
number  of  shares.  There  being  more  than  a 
quorum  of  the  stock,  the  meeting  proceeded 
to  business. 

Mi",  baker,  the  President  of  the  Company, 
read  the  contract  made  with  the  Pennsylvania 
Railroad  Company  for  the  renewal  of  the 
lease  .of  the  Harrisburg  &  Lancaster  Railroad. 
The  substance  of  the  contract  is  that  the  or- 
ganization of  the  Harrisburg  Company  shall 
be  maintained,  and  the  lease  be  made  for  999 
years;  the  Pennsylvania  Railroad  Company 
maintaining  the  road  and  paying  the  interest 
on  the  funded  debt,  and  seven  per  cent,  per 
annum  on  the  stock.  As  the  cost  of  the  Har- 
risburg Railroad  is  895,000  greater  than  the 
amount  represented  by  the  existing  number  of 
shares,  the  Harrisburg  Railroad  Company  is 
to  be  allowed  to  issue  1,900  shares  of  new  stock, 
thus  making  the  number  of  shares  equal  to 
the  cost  of  the  work,  aud  on  this  increased 
capital,  the  Pennsylvania  Railrrad  Company 
will  pay  seven  per  cent.,  which  is  equal  to 
about  seven  and  six-tenths  per  cent,  per  an- 
num, on  the  present  number  of  shares.  The 
new  stock  to  be  issued  is  a  fraction  less  than 
one  to  eleven.  The  profits  since  the  last  divi- 
dend in  October  are  to  be  divided  among 
stockholders,  and  the  dividend  periods,  here- 
after, are  to  be  January  and  July,  instead  of 
April  and  October. 

Attached  to  the  contract  was  a  resolution  au- 
thorizing the  Board  of  Directorsto  consummate 
the  contract  and  the  lease  to  the  Pennsylvania 
Railroad  Company.  A  motion  was  made  that 
the  resolution  be  adopted. 

The  vote  having  been  taken  viva  voce  on  the 
ratification  of  the  contract,  it  was  almost  un- 
animously affirmative. 

Severalgentlemen  objected  to  taking  the  vote 
in  this  way,  and  a  stock  vote   was   called   for, 
which  was  taken.     The    majority    in    favor  of 
ratifying  the  contract  is  above  10,000  shares. 
— Penn^yh-anian. 


Railroads  in  Germany. — Nothing  could 
be  better  illustrative  of  the  prominent  traits 
of  the  German  character,  caution,  solidity,  and 
method,  than  the  German  railroads  and  the 
manner  in  which  they  are  conducted.  Built 
at  great  expence  and  with  great  care,  they 
seemed  destined  to  outlast  time  itself.  Tan- 
nus  railroad  between  Frankfort-on  the  Main 
and  Weisbaden,  cost  $269,907  per  German 
mile  (the  German  mile  equals  4f  miles 
English);  the  Baden  road  cost  $309,167  ,  the 
Dusseldorf  and  Elberfeld,  $432,352;  the  Co- 
logne and  Minden,  $150,000;  and  the  Rhine 
road  $569,250  per  German  mile.  As  might 
be  expected  the  work  is  done  with  great  tho- 
roughness; the  bridges  are  built  throughout 
of  stone,  and  even  the  smallest  viaducts  are 
handsomely  arched  over,  every  thing  is  smooth- 
ed 'oil';  theie  are  no  rough,  ragged-looking 
places  to  offend  the  eye. 

The  depots  at  the  stations  are  universally 
built  of  sand-stone  and  are  excellently  arrang- 
ed. With  them  are  connected  restaurants 
where  one  can  procure  refreshments  similar 
to  that  of  a  first  class  hotel. 

The  caution  with  which  the  roads  are  con- 
ducted affords  an  example  which  American 
roads  would  do  well  to  imitate.  A  "railroad 
accident"  seldom,  if  ever  occurs.  Atdistances 
of  about  an  eighth  of  a  mile  throught  the  road, 
are  stationed  watchmen,  whose  duty  it  is  to 
sec  that  the  track  is  clear,  and  to  prevent  peo- 
ple from  walking  on  the  premises.  It  is  a  pun- 
ishable offense  to  walk  along  the  track.  Wher- 
ever the  railway  crosses  a  highway  is  placed 
a  gate  keeper  who  inexorably  closes  the  bar- 
riers the  moment  he  sees  the  smoke  of  the  ad- 
vancing train,  and  will  not  permit  even  foot 
passengers  to  cross  until  it  is  past.  The  pre- 
cautions taken  to  prevent  accidents  seem  ex- 
cessive to  one  who  is  inured  to  the  American 
system. 

The  locomotives  are  exclusively  coalburn- 
ers,  and  are  at  the  present  time  for  the  most 
part  of  German  manufactures,  although 
France,  England  and  America  still  contribute 
to  the  number.  There  are  twenty-nine  Ameri- 
can engines  in  use  on  the  German  roads.  The 
safety  of  passengers,  perhaps,  is  consulted  at 
the  expense  of  the  engineer's  comfort,  inas- 
much as  he  is  unprotected  by  any  roof  from 
the  weather. 


Albany  Northern  Railroad. — We  find  the 
following  in  the  New  York  Commercial  Ad- 
vertiser of  Saturday  evening: 

Supreme  Court — Special  Term — Railroad 
Companies  not  allowed  to  abandon  their  Road 
for  Speculating  Purposes — Railroads  are  con- 
structed for  public  uses.  They  are  author- 
ized to  go  over  and  occupy  and  own  the  land 
of  any  citizen  against  his  will ;  thus  exercising 
the  right  of  eminent  domain  on  the  sole  ground 
that  such  road  is  for  the  public  use  and  bene- 
fit. In  some  cases  lands  are  donated  to  them 
to  aid  in  their  construction.  If  they  are  for 
public  use,  it  would  seem  rational  that  the 
public  should  have  some  rights  in  respect  to 
them  after  their  construction. 

Railroads  are  common  carriers  in  this  State, 
and  it  is  thei«  duty  to  be  ready  and  prepared, 
at  all  reasonable  tirae,s  to  transport  freight 
and  passengers.  Suppose  a  road,  without  ne- 
cessity, ceases  to  run  over  a  portion  of  its 
track  for  a  week  or  a  month,  would  that  be 
any  answer  to  an  action  for  not  transporting 
freight  tendered  for  transportation?  I  think 
not,  Would  it  be  any  better  answer  for  the 
company  to  say  they  had  concluded  not  to 
carrv  freight  over  that  portion  of  the  road 
any 'more  at  all?  If  not,  then  this  proceed- 
ing to  tear  up  rails,  and  to  abandon  trans- 


porting persons  and  property  on  the  eastern 
portion,  is  a  violation  of  its  duty  and  its  char- 
ter. 

Abandoning  a  portion  of  a  road  after  large 
business  interests  have  grown  up  in  connec- 
tion therewith  to  further  rival  interests  of 
other  roads  and  communities,  must  operate 
disastrously  and  oppressively,  and,  if  done 
without  authority,  there  should  be,  and  I  think 
there  is  a  remedy  in  the  courts  to  see  that  it 
is  not  done  without  imperious  necessity.  Tbo 
injunction  should  be  continued.  The  People 
vs.  the  Albany  and  Vermont  Railroad  Com- 
pany.     Peekham  J. 


London  Underground. — The  buildings  above 
ground  are  probably  equalled  by  the  subterra- 
nean works,  which  traverse  the  city  and  su- 
burbs in  every  direction.  Endless  miles  of 
sewers,  now  to  be  in  part  superseded  by  vast 
cloaca?,  rivalling  those  of  ancient  Rome;  wa- 
ter service  brough  to  every  inhabitant's  door, 
gas  mains  and  pipes,  so  carefully  laid  down 
that  the  whole  soil. is  saturated  by  the  foul  air 
escaping  from  them;  and  those  mystical  wires, 
which  carry  out  the  whispsrs  of  the  electric 
telegraph,  all  these  cross  and  recross  every 
foot  of  the  great  thoroughfares;  and  out  of 
what  seems  inextricable  confusion,  results  the 
most  surprising  and  useful  are  educed.  With- 
in these  few  months,  also,  the  gigantic  plan  of 
an  underground  metropolitan  railway  to  con- 
nect all  the  terminal  in  one  London  centre, 
has  been  in  part  accomplished,  and,  in  little 
more  than  a  twelvemonth,  a  large  portion  of 
the  merchandise,  now  encumbering  the  princi- 
pal streets  and  roads,  will  pass  to  its  destina- 
tion through  the  bowels  of  the  earth.  The 
surface  of  the  city,  too,  has  risen  in  a  mar- 
velous manner,  and  many  of  the  churches  of 
London  proper  are  built  over  enormous  mas- 
ses of  sanctuaries  whorein  Saxons  or  Nor- 
mans once  worshipped. 


On  the  Density  of  Saturated  S/eam,  and 
on  the  Law  of  Expansion  for  Superheated 
Steam. — At  the  last  meeting  of  the  British 
Association,  I  detailed  a  new  method  of  as- 
certaining the  specific  gravity  of  vapors,  which, 
in  conjunction  with  my  friend  Mr.  Tate,  I  was 
employing  with  a  view  to  ascertain  the  density 
of  steam  at  all  temperatures.  It  may  be  of 
interest  to  the  Association  to  know,  that  I  be- 
lieve the  method  to  have  proved  itself  reliable, 
and  that  we  have  now  experimental  determina- 
tions of  the  density  of  steam;  and  these  fullv 
verify  the  anticipations  of  Mr.  Thompson  and 
Mr.  Rankine,  that  the  vapor  of  water  does  not 
accurately  obey  the  gaseous  laws.  We  have 
found  the  density  of  saturated  steam  always 
greater  than  that  given  by  the  gaseous  steam, 
even  for  temperatures  as  low  as  136°  Fah., 
and  for  pressures  less  than  that  of  the  atmos- 
phere.—  Lond.  Civ.  Eng.  and  Arch.  Journal. 

Erastus  Corning,  Esq.,  President  of  the 
New  i'ork  Central  Railroad,  was  on  a  visit  to 
Buffalo  lately,  and  during  the  time  he  had 
occasion  to  look  at  the  track  of  the  road.  On 
one  of  these  occasions,  says  the  Buffalo  Repub- 
lic, he  went  along  the  track  alone,  and  while 
looking  around  in  the  vicinity  of  the  flagman's 
station  out  came  Patrick,  flag  in  hand,  singing 
out,  "Halloo  there,  you  misther — you  lame 
man — oe  getting  of  that  track  wid  yourself. 
Did  ye  think  we're  after  paying  for  the  lives 
of  all  such  as  yees  thst  get  across  our  track 
to  be  killed!"  Mr.  C.  was  fairly  convulsed 
with  laughter  at  the  manner  of  the  man,  and 
he  was  also  gratified  to  see  that  such  careful 
men  were  stationed  to  watch  the  interests  of 
the  road.  — Buffalo   Com. 
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RICHMOND   AND  DANVILLE  RAIL- 
ROAD. 


The  annual  meeting  of  the  Stockholders  of 
(his  Company  was  held  in  Richmond  on  the 
loth  inst.,  at  which  the  13th  Annual  Report 
of  the  Directors  was  presented.  From  this 
we  learn  that  the  gross  income  of  the  cornpa- 
7iy  for  the  fiscal  year  ending  September  80, 
18G0,  was  $o(i0,!)04  43  ;  and  the  working  ex- 
penses §278,575  !)6,  leaving  as  net  earnings 
$282,328  47.  Compared  with  the  previous 
Tsar,  the  gross  income  shows  an  increase  of 
$li,701  37,  with  an  increase  in  expenses  of  $17, 
361  28,  making  the  decrease  in  net  earnings 
$10,659  91.  The  net  earnings  were  50.32  per 
cent,  of  the  gross  receipts,  which  is  a  fraction 
over  14  per  cent,  on  the  capital  stock  of  the 
company.  The  increase  in  receipts  from  local 
passengers  was  less  than  $1,000,  whilst  the 
falling  off  its  receipts  from  through  passen- 
gers was  near  $30,000,  making  a  total  loss  on 
passengers  of  over  $29,000 — a  fact  due  to  the 
completion  of  the  Orange  and  Alexandria 
Railroad  to  Lynchburg,  and  its  union  at  that 
point  with  the. Virginia  and  Tennessee  Rail- 
road, and  its  whole  system  of  Southern  and 
Southwestern  connections. 

In  outward  freight  the  falling  off  was  about 
$200;  but  the  increase  on  inward  freight  was 
about  $26,000.  The  increase  in  intermediate 
if  eight  was  about  $13,000. 

Since  the  last  annual  report,  of  the  $1,000  re- 
maining unpaid,  because  uncalled  for,  of  the 
debt  of  $250,000  due  first  of  August,  1859, 
$500  has  been  paid,  leaving  only  $500  of  that 
debt  outstanding.  Of  the  debt  of  $150,000 
due  the  1st  of  November,  1860,  the  sum  $149, 
700  has  been  paid,  leaving  only  $300  outstand- 
ing of  the  original  debt.  But  the  Directors 
have  been  compelled  to  issue  new  bonds  of  the 
company  to  the  amount  of  $65,400,  payable 
at  various  periods  from  May,  1861,  to  Novem- 
ber, 1863,  which  will  be  promptly  met  by  the 
accruing  revenues  of  the  company. 

The  report  concludes  by  saying  that  the 
financial  condition  of  the  country,  in  the  opin- 
ion of  the  Board,  make  it  unwise  to  declare  a 
dividend  at  this  time.  But  they  trust,  at  no 
distant  day  to  declare  semi-annual  dividends 
of  three  per  cent. 

The  committee  of  examination  made  a  vol- 
uminous report.  It  recommends  the  laying  of 
a  heavy  rail  along  the  entire  line,  as  a  mea- 
sure of  economy  and  safety  ;  says  that  the  de- 
pot arrangements,  &c,  at  Richmond  have  been 
improved  ;  that  the  station  houses  along  the 
line,  are  in  good  condition  ;  that,  the  books  at 
the  office  in  Richmond  and  along  the  line, 
with  a  few  exceptions  at  stations  on  the  line, 
(owing  to  the  hands  being  new,)  were  well  kept; 
that  the  establishment  of  an  Auditor's  office 
proved  beneficial,  as  it  was  calculated  to  show 
thoroughly  and  accurately  the  business  of  the 
company;  that  the  workshops  of  the  compa- 
ny are  likely  to  prove  advantageous  to  the  com- 
pany ;  that  in  the  construction  of  cars  in  those 
shops,  twenty  per  cent,  was  saved  while  the 
locomotives  made  their  cost  about  the  same, 
and  were  of  better  materials  than  those  bought; 
that  a  telegraph  was  constructed  along  the 
line  at  the  cost  of  $7,402,  and  that  the  erec- 
tion of  telegraph  offices  at  the  different  sta- 
tions was  about  to  be  proceeded  with. — Rail- 
road Journal. 


■  We  have  received  a  large  number  of 
Reports  and  other  documents  during  the  past 
week,  which  will  be  noticed  next  week. 


MONETARY  AND  COMMERCIAL. 

Holiday  week  never  presents  any  very  easy 
features  in  the  money  market,  and  the  present 
year  is  no  exception  to  the  general  rule.  The 
causes  which  have  been  operating  during  the 
past  two  months  are  still  in  force,  and  increas- 
ing in  intensity.  The  political  status  of  the 
country  is  seriously  disturbed,  and  people  can 
not  yet  see  what  the  end  will  be.  Hence  there 
is  a  strong  disposition  on  the  part  of  tlioee  who 
have  money  to  hold  on  to  it — first  class  names 
only  are  accepted,  and  these  very  sparingly 
and  at  high  rates.  There  is  not  so  much  a 
scarcity  of  means  as  an  indisposition  to  use 
those  on  hand — for  fear  the  engagements  will 
not  be  promptly  met.  Underlying  the  whole  is 
the  dread  of  civil  war  and  the  horrors  and  in- 
conveniences which  would  necessarily  attend 
it.  Till  this  feeling  is  removed  we  do  not  look 
for  any  thorough  change  in  the  present  posi- 
tion of  affairs. 

The  past  week  as  compared  with  the  previous 
ones  has  developed  some  marked  signs  of  im- 
provement. Towards  the  close  of  the  week  it 
was  announced  that  Eastern  Exchange  at 
Chicago  had  declined  to  5  per  cent.  This  is 
an  improvement  of  seven  per  cent  from  the 
extreme  rates  of  the  season.  It  was  also  ascer- 
tained that  money  had  been  provided  to  pay 
the  interest  of  various  Western  State  Bonds 
accruing  on  the  1st  January,  and  as  a  conse- 
quence the  prices  of  these  securities  were 
rising.  The  result  of  this  movement  was  an 
immediate  rise  in  the  value  of  Illinois,  Mis- 
souri, Iowa  and  other  currency.  Gold  has  con- 
tinued to  arrive  at  New  York,  and  produce  has 
began  to  move  forward  both  to  the  east  and 
south,  with  advanced  prices  for  flour,  and 
pork. 

These  favorable  circumstances  give  the  early 
beams  of  sunshine,  that  have  pervaded  the 
financial  darkness,  and  it  is  to  be  hoped  that 
dim  as  they  are,  they  will  not  be  again 
clouded. 

We  quote  discounts,  in  the  regular  houses 
very  stringent  at  12  to  15  per  cent,  outside 
rates  from  18  to  30.  Eastern  Exchange  is  as 
follows : 

BUYING.  SELLING. 

New  York J  dis.  i  to  -|  dis. 

Philadelphia par  i  dis. 

Boston  ^ -dis.  i    " 

Baltimore .•  I  dis.  par 

New  Orleans i  preru.  1  prem. 

Gold i      »  -j     >4 

We  quote  uncurrent  money  as  follows  : 

DISCOUNT. 

Illinois  and  Wisconsin  7 

Iowa 7 

Missouri  7 

Wheeling  and  Branches 6 

Eastern  Virginia S 

Pittsburgh  aud  Int.  Pennsylvania  5 

Philadelphia 1 

Maryland 3  to  5 

Tennessee 5  to  20 

Indiana  (Stock)  1 

Pork  advanced  to  $6  00,  and  as  high  as 
$6  25,  for  a  few  lots  has  been  obtained.  Flour 
is  firmer,  Wheat  $1  05  to  $1  08,  for  white, 
$1  00  for  red.  Sugar  and  molassess  slightly 
advanced. 


The  latest  curiosity  in  the  way  of  French 
invention,  is  stated  in  the  following  paragraph 
from  a  foreign  paper: — "  Mussel  shell-fish  fas- 
ten themselves  to  piers  with  a  material  resem- 
bling coarse  silk,  which  resist  the  force  of  the 
most  powerful  waves.  The  French  engineers, 
at  Cherbourg,  have  availed  themselves  of  this 
faculty  of  the  mussel  to  bind  their  great  break- 
waters. These  consist  of  loose  masses  of 
stone,  and  on  them  are  planted  several  tons 
of  this  shell-fish,  that  they  might  bind  all 
firmly  together  with  their  strong  cordage;  in 
this  thev  have  succeeded." 


8@*  The  annual  election  for  directors  and 
officers  of  the  Columbus  &  Xenia  R.  E.  Co.,  was 
held  at  the  office  of  the  Company  in  Columbus, 
on  Tuesday,  January  1.  and  resulted  in  the  re- 
election of  the  old  Board,  as  follows: 

Jos.  R.  Swan,  Wm.  Dennison,  jr.,  Eobt.  Neil, 
D.  W.  Deshler,  L.  Goodale,  Wm.  B.  Hubbard, 
Geo.  M.  Parsons,  of  Columbus ;  W.  H.  Clement, 
Larz  Anderson,  Henry  Hanna,  of  Cincinnati; 
Abraham  Hiveling,  of  Xenia  ;  Simon  Gebhart, 
of  Dayton. 

The  following  officers  were  also  re-elected: 

Jos.  R.  Swan,  President;  Wm.  H.  Clement, 
Vice  President;  E.  W.  Woodward,  Superinten- 
dent;  Cyrus  Fay,  Secretary  and  Treasurer. 


THE  OHIO  FARMER, 

THE  OHIO  FARMER, 

THE  OHIO^ FARMER, 

Vol.  X.— 1861. 

T1HIS   old    and  well    established     WEEKLY 
paper  will  commence  its  tenth  year  in  Jan- 
uary.    It  is  pre-eminently 

The  Farmers'  Family  Paper. 

The  New  York  Tribune  says  of  it: 
"  It  is  a  handsome  quarto,  filled  with  miscel- 
laneous  and   agricultural   matter,   suited   to  an 
enlightened  Farmer's  Family." 

In  one  year,  it  contains  about  TWENTY 
DUODECIMO  VOLUMES  of  standard  matter, 
as  follows: 

One  Volume  of  Poems, 
One  Volume  on  Dorac-ticEconomy, 
due  Volume  off  Household  Stories, 
One  Volume  of  Fasliioas, 
One  Volume  of  Sunday  Reading, 
Two  Volumes  on  Bee  Culture, 
Two  Volumes  on  Flowers, 
'.Three  Volumes  on  Stock, 
Four  do.  Farming  and  Gardening  gen- 
erally, 
One  Volume  on  Injurious  Insects, 
One  Volume  on  Draining, 
A' wo  Volumes  of  Miscellaneous  matter 


READER,  if  you  wish  TWENTY  VOL- 
UMES per  annum  for  $2,00,  ($1,50  in  small 
Clubs,)  subscribe  at  once  for 

TIE  ®HI®  FAKSES. 

If  you  want  to  get  all  this  library  of  matter 
for  nothing,  send  five  names  and  $7,50,  and 
you  will  receive  the  Ohio  Farmer  for  one  year, 
FREE — or  if  you  warn  an  Agricultural  Libra- 
ry, worth  from  $10  to  $25,  send  from  twenty  to 
fifty  subscribers  at  $1.50  each,  and  you  will  get 
it.  Or,  if  you  prefer  MONEY,  yon  can  get  from 
$25  to  $600  by  working  for 

THE  OHIO  FAR31ER. 

ggg^,  For  Sample  Numbers,  Prospectuses,  &c, 
&c,  address 

THO,  BROWN,  Cleveland,  O. 
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The  above  cut  represents  a  large  Pump  throwing  a  twelve-inch  stream,  and  capable  of  ^discharging  |3,000 '  gillons^per 
minute,  with  eight  horse  power;  will  discharge  SAND,  GRAVEL,  COFFEE,  WHEAT,  &a„  for  raising  Sunken  Vessels, 
Draining  Marsh  Lands,  <fcc.  Wa  also  build  all  sizes  down  to  2}  inch  discharge,  for  supplying  water  to  DISTILLERIES, 
TANNERIES,  BEEWERIES,  PAPER  MILLS,  and  other  Large  Establishments. 


Our  2i-  inch  Pump  is  espeiially  adapted 
to  Railroad  Stations,  as  it  takes  but  about 
one  horse  power  to  raise  200  gallons  per 
minute,  50  feet  high.  Is  not  liable  to  get 
out  of  order,  strongly  built,  and  all  wear- 
ing parts  can  be  replaced  at  a  trifling  cost. 


Railway  Station  Pump. 


For  full  particulars  and  Prices,  Terms, 
Agencies,  &c,  address  the 


^IllllB    PAlMEffiWIMP  COMPANY 


sm 


BOX  2503,  POST  OFFICE, 

CINCINNATI,  OHIO. 


FACTORY,   CORNER   OF  THIRD   STREET   MD  MIAMI  CM1L, 
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PRICES   TO   SUIT   THE  TIMES! 

RAILROAD  RECORD'S"!?!  PRINTING  HOUSE. 


No.  167  WALNUT  STREET. 


I'-ablic  attention  is  respectfully  directed  to  this  establishment,  in   the  assurance 

that  ample  satisfaction  will  be  given  as  regards  TYPOGRAPHY,  Press 

Work,  and  Charges,  to    those  who    may  require 


nental 


The  materials  are  entirely  new,  and  have  been  selected  with  great  care,  from  the 
leading  Foundries  of  Cincinnati,  Philadelphia,  New  York  and  Boston. 


Are  of  the  most  approved  manufacture,  with  all  the  recent  improvements  of 
HOE,    ADAMS    AND    WELLS. 


EXECUTED    NEATLY,    AND    WITH    DISPATCH. 


(The  attention  of  those  wishing  Printing  of  the  above  description,  is  respect- 
fully solicited  to  a  large  number  and  variety  of  Specimens,  which 
may  be  seen  at  our  counting-room.) 


Printing  from  Stereotype  Plates! 

"VVe  are  better  prepared  to  do  business  in  this  line  than  any  other  house  in  the 
WEST,  and  at  lower  rates. 


Are  printed  in  the  neatest  manner,  in  GOLD,  SILVER,  or  COPPER  BRONZE, 

on  Satin,  Splendid  Glazed  Colored  Paper,  or  Cards,  unequalled  for 
brilliancy,  at  very  low  prices. 


IDCKS  PRINTED,  STEREOTYPED,  BOUND  &  PUBLISHED 

On  as  short  notice,  and  as  favorable  terms,  as  by  any  house  in  the  city. 


Remember  167  Walnut  Street, 

THE    OFFICE    OF    THE    RAILROAD    RECORD. 
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Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  BOILER  MAKEF 


.tilS 


ENGINEERS'  TOOLS. 
Tubes  for  Artesian  Welle,  conveying  Steam  or 
Water,  Shafting  Sc,  screwed  or  coupled  together, 
in  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 
PABJS'S  PATENT  GLASS  ENAMELED  MO.N  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED   STEEL   TUBES 

THOS.  PROSSER  &  SOU, 

28  Piatt  Street,  Uew  York. 

EM^IliS'  JiU'liilMEM'S. " 

FOE  SALE  LOW— 4  Engineers'  Levels;  2  Surveyors 
Compasses;  one  Transit.     They  nave  been  but  liule 
used  and  are  in  good  order. 

JAMES  FOSTEE,  JR.  &  CO., 
jjy  ]fi— 5t.  S.  W.  Corner  of  Fifth  and  Race  St6. 

APPLEGATE  &  CO., 

Bfloksellers,Piib!ishers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St     Cincinnati  O, 


LITTLE    MIAMI 


AJv'D 


COLUMBUS  AND  XENJA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 

H.AILHOA3DS. 


On  and  after  SUNDAY,  November  25,  1S60,  Trains 
will  depart  as  follows: 

7:45  A.  51.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — for  Hamilton,  Richmond,  Indianapolis, 
Logansport  and  Dayton.  Connects  at  Dayton  for  Colum- 
bus, Springfield,  Urbana  and  Sandusky;  and  with  D.and 
51.  Road  for  Truy,  Piqua.  Sidney,  Lima,  Fort  Wayne  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

9:30  A.  M.  Express.  —  From  Little  31iarui  Depot- 
Connects  via  Columbus  and  Cleveland;  via  Columbus, 
Crestline  and  .Pittsburg;  via  Columbus,  Steubenville  and 
Pittsburgh;  via  Columbus,  Bellair  and  Benwood;  and  via 
Colunibus,  Bellair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

3:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton.  Springfield,  Urbaua  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Logansport,  and  allpoints  West.  Connects  at  Ham- 
ilton for  Oxford,  etc. 

4:00  P\  51. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

5:15  P.  31-  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot— For  Dayton  Troy,  Piqua,  Sidney, Lima,  Fort 
Wayne  and  Chicago  ;  also  for  Toledo,  Detroit,,  and  allpoints 
in  Canada. 

G:00  P  51. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

9:4U  P.  M. — Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — Connects  via  Columbus,  Steubenville.  and 
Pittsburgh ;  via  Columbus,  Crestline  aud  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben- 
wood;    and  via  t  olumbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  5  East  Third  Street;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Columbus  time,  which  is  seven 
minutes  taster  than  Cincinnati  time, 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  TicketOmces, 
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W.  &.  HYNBMAK'S 


Patent  Portable  Forge  and  JBellsws. 

THESE  FORGES  are  superior  to  all  ntfetitflir  build 
era  of  railroads,  mines,  quarries,   guBAQilibo,   locit- 
miths,  machine  shops,  boiler  makers,  D'as  fitters  and 
mathematical   and  optical  instrument  makers.    They 
re  the  only  forge  made  that  can  be  used  without  filling 
he  fire  bed  with  brick  or  clay.  They  are  so  constructed 
I  hat  the  tire  cannot  injure  the  bellows,  which  is   in  the 
cylinder,  under  the  tire  bed.    They  can  be  put  up  in  any 
lesired  position,  and  the  smoke  be  conducted  to  the  flue 
sy  a  pipe. 
Kiiilroad  companies  and  others  in  want   of  Portable 
orj.es  willaddress  VV.  G.  HYMDMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and.North-west. 


THREE  PASSENGER  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  SI.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  SI— TERRE  HAUTE  AND  AFAYETTE 
ACCOSIMODATIO  N.— Arrives  at  Indianapolis  at 
4:5(1  P.  SI. 

6.00  P.  SI.-CHTCAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   SI.;  Chicago  at  7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^'id3  Be  sure  you  are  in  the  right  Ticket  Office  hefore  you 
purchase  your  Tickets,  and  ask  for  Tickers 

Via  JUwrenceburg*  &  IndsanapoHst 

OCe-FARE  THE  SAME  and  TIME  SIIOItTER  than  by 
any  other  route. 

Baggage  checked  through* 

TIIK0UGH  TICKETS. 
Good  until  used,  can  be  obtained  at  the  Ticket  Oflices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and   from  each  Train,  and  will  call  for 
passengers  at  ;ill  Hotels  and  all  parts  of  the  City  by   eaving 


address  at  either  office. 


II.  C.  LORD,  President. 


CINCINNATI,      WILMINGTON, 

AND  ZAXESVILLE 
HAIIiB    0_A.jD. 

Two  daily  trains,  at  6  A.  SI  .and  G  P.  SI.,  from  Little  Mi- 
ami Depot,  EastFront  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Retornino  Trains — Arrive  Cincinnati  at  8  A.  M.  and 
4.40  P.  JI. 

Through  and  Local  Tickets         ale    t  Depot  cket 

Oflices  of  Little  Miami  it  -  id. 

H  OND  rer 


RAILROAD  IRON. 

THE  undersigned,  Agentsfor  the  Manufacturers,  are 
prepared  J  contract  to  deliver  free  on  board,  at 
shippinjpart'iin  England, or  at  porte  of  dischaarge  in 
theUniteaEaS£«,Railsifsuperioiquality,and  or  weight 
ofpattert    «may  oe  required. 

VOSE,  LIVINGSTON  &  CO. 
Now  York,  Ap  3, 1856.  9  South  WUiam  Street 

T,  F.  RANDOLPH  &  BRO, 
Mathematical   Instrument  Makers 

o.CT       est  6tli  St.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE, PHI LADEPHIA,  NETWORK  &  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL 

AND 


OHIO 


BALTIMORE  AND  OHIO 

3ES.  Jh.  IX^H.  C3>  <£&.  33  „ 

TERJIINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia, New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  "Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  forpleasure  conformation, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  suhlimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  .Double  track; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger,  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

ITr3  Ask  for  tickets  via  Baltimore  and  Ohio  K\[Lroad. 
W    p    SMITH, Master  Transportation,  B.  <£•  o.  R.  R. 

3.  H.  SULLIVAN,  Ocn.  West.  Mft.,  R.S(  O  R.  R. 
L.  SI.  COf.B,  Oen.  Ticket  Jtst.,  R.  S,-  O.R.R. 
II.  J.  JEWETT.  Pres't  C.   0.  R.  R. 
J.  W.  BROWN.  Oen.  IVHret  J3fft.,  C.   0.  R.  R. 


G.    W.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  lor 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feet  warranted  in  saying  to  railroad  men 
of  the  We?t  that  all  work  fui  nished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assnrancetbat 
no  pains  will  be  spared  to  give  entire  satisfaction  it. 
al    ascp  6 

IRON  BOILER  FLUES) 

PASCAL  IRON  WORKS. 

ESTABLISHED  1S21. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

L&P»WiL©I§>  §©[&,!&  FL!!§B 

7in.ches  outside  diameter,  cut  to  definite  length 
as  required. 
niCOVGHT  IKON  WUL.DEIJ   TUBES, 
From  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T"s,L's,  Stops,  Valves,  Flanges  ,  etc.,  etc 
Warehouse,  209  South  TUird  St., 
PHILADELPHIA,  I  trig 


Stephen  morris, 

T1I08.  T  TABKBH,  jr. 


CHAR.  WHEEL*!.  JR 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "TA    Bail 
PATFXTSD,  KOV.%  1858. 


Tig.  3  is  a  perspective  view  of  Join  t  Rail,  i  g.  1  is  a 
view  of  outside  plaie  0,  whit  h  is  applied  on  theouterside 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails- 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
tte  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leavins  an  open 
space  between  it  and  the  neck  of  the  rail.  Thelastmen- 
tioned  form  is  the  one  shown  in  the  drawing,  t  neither  case 
the  lower  part  of  said  plate  rests  partly  upon  the>aseof  the 
rails,  and  partly  upon  theoutside  lip  of  thechair,  hown 
inFig.3, 


^SP 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must-  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyend  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflahof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  Frcm  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C-,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  bearings  for  the  tongues  C  C.  and  serving,  also,  in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  arft 
driven  through  Mem,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
hase  of  tha  rails,  in  the  usual  manner.;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  T).  in  which  re- 
cesses areprovided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  beingwithdrawn  while  the  platea 
arein  their  place. 

The  plates  C    and    D,   constructed,   and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therails 
and  secured  by  keys,  as  described,  clamp  and  lock  therails 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  theoutside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  pjsttes  firmly  together,  so  that  nei- 
ther can  move  wrjhot  the  other. 


Anothergreatadvantagci3,  theallowance  which  ismado 
for  expansion  and  contraction  between  the  tongues  and 
slot:  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    This  mode  of  securing  rails  may 
be  considered  past  impiovement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  offthe  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road, thereby  doing  away  Tith  thebreakingof  rails,  whee 
and  axles,  preventing  the  loss   of  life  and  destruction 
property ,  and  saving  at  ieist  fifty  per  cent,  on  the  wea 
the  rolling  stock  of  the  road. 

Vf.    llAItVIi*  ,   INVENTOE    AND  P  A  *I  E  J,  0  1 

41  JefJerson&treet,  Albany, 
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GEO.H     .    KNIGHT    &    BROTHER 

Patent   Attorneys, 


IV.  E    Vomer  Vi»ae  &  4th. 


Railroad  Car  Grease, 

UbpcI  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia 

Ju.24.  6m. 
a.   Q.  LOBDELL.   'I.  S.  M'COMBS.   D.  P.  BUSH. 

BbSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS  OP 


For  O.Gai's&  Locomotive  Engines 

AKE  PREPARED  TO 

Execute  Promptly  Orders  to  auy  Exttnt 


F    II  THEIR 


•V  £S*  ^  ™)  cu  fJ  5 


EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT     AXLES 


WBIEELS  FSTTTED 
To   Hammered  or    l£»l!c«S    Axles, 

In  the  best  manner;  at  tlie  shortest  notice,  and  on     the 

Most  Reasonable  Terms. 


A  Bonk  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE'T 

For  Post-Masters  and  Business  Men. 

CONTAINING 

A  Complete  List  of  Post-Offices  in  the  United  Hates 
and  Territories,  arranged  by  states  and  Counties;  A 
Complete  List  of  all  Dint)1  Unit  lug  Post-Offices;  Mates 
of  Foreign  and  Domestic  Letter  Postage;  Hates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laics  and  Regulations  of  t /to  Post- OJjtcc  De- 
partment, ifcc.,  <fic» 

COMPILED    BY   K   PENROSE   JONES, 

Late  Assistant  Post-Master  at  Cincinnati. 

Price   Twenty-Five   Cents. 

READ  THE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,) 
January,  1859.     \ 
This  work  lias  been  carefully  compiled  and  corrected  by 
.Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnatiP.  0.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices    especially  of   the    Western,   North- Western,  and 
outh-Western  States,  yet  published. 

MAHLON  H    MEDARY, 
Agent  and  Inspector  of  Blanks ,  dec, for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  abont  IflO  pages. 
The  entire  matter  is  Kept  standing  in  type,  and  as  the  com 
pjler  is  promptly  advised  of  all  2?ew  Offices,  Changes  ara 
Regulations  of  the  Department,  the  information  is  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  States  and  Coun 
tea,  making  it  especially  valuable  to  business  men.  No 
similar  airaugeraent  has  been  published  since  3856.  There 
are  30(JU  more  offices  in  this  than  in  any  book  heretofore 
issued.  T7ie  Price  is  one-hallthat  of  any  work  ofthe  kind 
now  published. 

IQ-  Single  copies  sent  by  mail(postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  SI. 00,  or  'JNvslve 
Copies  for  Sl2.l)0, 

Address.  C  S.  W1LL1IAMS. 

104  Walnut  Street, 


EELER  &  , WILSON'S       St™*  "nd  0ifier  R«lroad  Iron. 


SEWING  MACHINES. 


WM.    SUM17BS   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCn  OFFICES: 


Columbus,  0., 
Dayton,  0., 

Zanesvilie,  O. 


Louisville,  Ky., 

Lafayette,  Ind., 

Indiunapolis,  Ind., 

Wc  offer  the  Wheeler  &  Wilson  Sewing  Machine. with 
importantimproveraents.  at  a  reduction  on  former  prices ; 
and  to  meet  the  demand  for  a  oood,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch, though  not  so 
highly  finished,  at- 

The  elegance,  speed,  noiselessness  and  simplicity  ofthe 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  oh 
both  sioes,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  ov  tbinest  fabrics,  huve  rendered  this 
the  most  successful  and  popular  Family  Sewing  Machine 
now  made, 

At  our  various  offices  we  sell  at  New  York  prices, and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  scams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICr'Send  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

fetilS.  WM.  SUMNER  &.  CO. 


ARCH  BRIDGES 

— ASB= 

Corrugated  Iron    Hoofs 

AECHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  mid  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  IX  West  Third  Street,  Cincinnati,  Ohio. 

SDt.2.  MOSELEY  &  CO. 


JAMES  FOSTER,  Jr.  &  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTEUMENT  MAKEES, 

S.  W.COKNEK  FIFTH  AND  RACE, 

Cincinnati, Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Earome- 
ers,  Thermometers, Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Kcpairing  attended  to. 

1TW.ITOH.ELL,  JAMES  roSTKK,  Jr. 


WOOD,  MORBBLL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  .Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  par* 
chase  Ag.4,  m.e. 

FREEDOM  1B0N  COMPAKY, 

MAJTOFACTDTEBfi   OF 

LOCOMOTIVE    TYEE, 

EtigiHe  and  Car  Axles,  Pomp  and  Piston  BorjE, 

Bar  of  r!S  Sizes, 

And  all  Forgings  for  Railroad  Machinery. 

LciristGwn,  Sliffiia  Co.,  Pens. 

JOJ5N  A.  WKIOHT,  Sap't, 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Ft. rue  Fire,  hammered  into  a  Bl«om  from  which  Iron  iB 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y 

rpHESE  WORKS  RAVING  BKKK  KNLAKGEP  and 
J.    improved,  and  having  received  extensive  additions 

to  tneir  tools  and  machinery,  are  prepared  to  receive 
nd  execute  ordeis  for 

AND  TENDERS,  AND 

RA5S.EOAD  JUCHSIVEBY 

jencally,  with  the  utmost  promptness  and  despatch 
mil  in  the  best  style. 
The  above  works  being  located  on  the  New  York  Cce 
al  Kail  road,  near  the  center  of  the  state,  possess  so 
nerior  facilities  for  forwardingthe  i  work  toany  partol 
hecountry,  witboutdelay . 

JOSBN  ELLIS,  Agent. 

W  A  LTESC    ItlcUVEEN     Snp't.  AulG.ly 

CINCINNATI 
LOCOMOTIVE  WORKS 


The  undersigned  are  prepared  to  furnish  Locomoti\ 
equal  in  efficiency  and  durability  to  the  bes>*  Haste 
manufacture.  Also,  Shaping  and  Slotting  J^chine 
suitable  for  railroad  shops.  Also,  all  kinds  or  hear 
fargingandcastingdoneatshortnotice  Also, boltsfo 
bridge -c  i.    with  dispatch  . 

MOORE  &  RICHARDSON  . 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Yisitorsappointed  by  tha 
State,  is  under  the  superintendence  oi  Col.  E.  W» 
MORGAN}  a  distinguished  graduate  oi  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  ol  study  isthat  taught  in  the  best  Colleges 
but  more  extended  in    Mathematics,  Mechanics,  Ma 
chines, Construct  ion.  A  gri  cultural  c'hemistry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  an 
regulated  exercise. 

Schools   of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  ot  selecting  studies  to  sui 
time  means. and  objectofProfessioiialpreparatiou;  both 
before  and  after  graduating. 

The  twelfth  an  uual  term  is  now  open.  Charges, S103 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institute 
Franklin  Springs, Ky.  "or  theundersigned. 

P.  DUDLEY. 
Preeidentofth   Boar 
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a.  D    MANSFIELD, 
T.  WEIGHTSOW. 


Editors. 


CINCINNATI: 
Thursday  Morning,  Jan.    10,  1860. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORNING, 

BY  WRIGHTSON  &  CO. 

OFFICE -No.  1G7    Walnut    Street. 

SUBSCRIPTIONS— <$  Per  Annum,  in  Advance. 

Tosubscribersin  Great  Britain,  13s.  6d.($3)  payablein 
advance. 

ADVERTISEMENTS. 


EAILftOArS  OjF  OHIO. 

Some  review  of  the  progress  of  railroads  in 
the  United  States  will  illustrate  the  general 
progress  and  effects  of  the  system,  as  well 
as  can  be  done  by  those  of  any  other  Slate  or 
country.  In  1840,  the  only  railroad  returns 
for  Ohio,  were  that  of  the  Mad  River  and 
Sandusky  road,  a  portion  of  which  (36  miles) 
were  made.  In  1846,  there  were  the  Mad 
River  and  Sandusky  road,  65  miles;  Little 
Miami,  40  miles;  Sandusky  and  Mooresville, 
16  miles;  making  in  all  121  miles.  The 
whole  progress  is  thus  set  forth  ;   viz  : 

In  1840 36  miles. 

In  1846 121       " 

In  1850 386       " 

In  185-3 2,U3       " 

In  1860 3.0*0       " 


A  squar  is  the  space  occupied  by  ten  lines  of  Nonpareil- 
One  square,  .lingleinsertion, §100 

"      "      per  month 3  'JO     miles  ot  road  in  course  of  construction,  since 


At  the  present  time   there  are  but  very  fev 


six  months, 12  00 

'*       per  annum, 20  1)0 

"    column. single  insertion, 5  00 

•'       •.«        per  month, 10  00 

"       "        six  months, 40  00 

**        "        perannum, 80  00 

"    page,  siugleinsertion, 15  00 

11        '          per  month, 25  00 

"        •'         six  months, 110  00 

■■«       "       perannum 200  00 

Card  s  no  texceeding  four  lines,  $5, 0(1  perannum. 


TDK  LAW   OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers.the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subserihersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  hayesettled.the  bills  and  ordered  them 
liscmtlnued. 

If  subscribers  mo  veto  other  places  without  informing  the 
publisher, and  rhe newspapers  are  sentto  the  formerdirec- 
tion  .they  are  held  responsible 

Subscriptionsandcommunir-ations  irldresserl  to 
WRTOTITSON  &  CO., 

Publishers  and  Proprietors. 


To  advkhtiskhs. — We  call  the  attention  of  thosewho 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 


Dividends. — In  another  column  will  be  found 
a  staiemeat  of  dividends  and  interest  an- 
nounced to  be  paid  in  New  York  this  month 
We  do  not  give  it  a9  a  complete  list  of  all 
dividends  paid  or  to  be  paid  this  year.  But 
enough  is  given  to  show  that  well  managed 
railroads  both  east  and  west  are  good  invest- 
ments to  the  stockholders.  There  is  no  reason 
why  this  should  not  be  the  case  wilh  nearly  all 
our  roads.  If  properly  managed  they  would 
pay  a  fair  return  for  the  actual  capital  spent 
in  iheir  construction,  and  in  many  instances 
for  much  more. 


the  Ohio  system  is  nearly  completed.  Two 
of  the  main  lines  are  not  completed  and 
probably  will  not  be  for  several  years  to  come; 
one  is  the  Scioto  and  Hocking  Valley  line, 
which  was  intended  to  be  a  continuous  line 
from  the  Lake  to  the  Ohio  river,  through 
Portsmouth,  Jackson,  Newark,  and  to  San- 
dusky; the  other  is  Cleveland  and  Zanesville, 
and  Wilmington  road,  making  a  continuous 
line  from  Painesville  on  the  Lake  to  Cincinna- 
ti. The  former  road  is  finished  to  Jackson,  on 
the  southern  end,  and  to  Newark  on  the  north  ; 
between  these  points  it  is  unfinished  The 
Painesville  liDe  is  unfinished  from  Painesville 
to  Hudson,  and  from  Millersburg  to  Lancas- 
ter;  192  miles  however  are  made,  and  per- 
haps in  a  few  years  the  residue  will  be  com- 
pleted. In  point  of  fact,  Ohio  is  crossed  east 
and  west  by  four  great  lines,  and  north  and 
and  south  by  three;  viz  :— -east  and  west — 

The  Lake  Shore  Line 282  miles. 

The  Pittsburgh  &  Chicago   Line 250        " 

The  Wheeling,  Columbus  &  Piqua....243        " 
The  Ciucinnati  &  Marietta 194        " 

Proceeding  from  north  to  south  we  have 


The  Cleveland  &  Pittsburgh  with 

branches  

The  Cleveland   &  Cincinnati  

The  Toledo  Si  Cincinnati 


205  miles. 

254       " 
204       " 


The  proportion  for  England,  Scotland  and 
Wales  is  but  Utile  different  from  tliat  of  Qhlo. 
In  no  other  part  of  Europe  (of  as  large  an  ex- 
tent,) is  it  so  large.  An  average  density  of  one 
mile  of  railroad  to  thirteen  square  miles, 
dividing  the  quantity  on  each  side  of  the  road, 
and  supposing  it  equally  diffused,  would  bring 
every  acre  of  laud  in  the  State  within  seven 
miles  of  a  railroad.  At  seven  miles  from  a 
road,  a  load  of  produce  may  be  delivered  and 
the  team  returned  in  half  a  day;  that  is, 
at  a  cost  of  $1,25.  Suppose  the  load  to  be 
20  bushels  of  wh-  at,  then  the  utmost  cost  of 
carrying  a  bushel  of  wheat  to  a  raiiroud  de- 
pot, would  be  six  cents.  It  is  probable  that 
there  are  few  farms  in  Ohio  where  the  cost  of 
taking  a  bushel  to  a  railroad  depot  is  as  much 
as  that.  Probably,  there  are  many  farms 
where  putting  a  bushel  of  wheat  on  the  cars, 
from  the  farm,  does  not  cost  over  two  cents. 
We  then  see  by  a  practical. example,  the  econ- 
omy of  the  railroad  system  to  an  agricultural 
community.  It  is  neatly  as  much  so  to  tho 
departments  of  agricilltiire  »ml  commerce. 

A  young  State.  jus!  sixty  ytars  old,  has 
thus  completed  a  system  of  railroads  which 
places  it  (although  entirety  inland)  on  a  h  vel, 
as  to  commercial  advantages  witn  the  oldest 
States  and  the  oldest  nations  The  work  of 
ages  has  o'ee'u  accomplished  in  a  few  years. 
The  national  civilization  which  old  empires 
have  not  been  able  to  accomplish,  has  been 
done  and  improved  upon  by  a  young  new 
State  in  the  interior  of  America. 


Dinsmoke's  Railroad  Guide. — We  are  in 
receipt  of  I  lie  January  number  of  this  excellent 
and  well  established  work.  It  is  designed  as 
a  guide  to  tho  traveler  in  the  United  States 
and  Canada,  and  con.aina  the  recurring  times 
of  all  the  passeDger  trains  on  the  railroads, 
their  conucctions  with  other  roads  and  Bteam- 
boat  and  stage  lines,  and  an  excellent  new 
Map  of  the  Railroads  in  the  United  States. 
Tlie  Time  Tables  are  corrected  semi-monthly 
from  the  Time  Tables  of  the  Railroad.  It  is  an 
excellent  publication  and  is  exceedingly  useful 
to  the  traveler. 


The  aggregate  of  these  make  1,632  miles, 
and  the  two  unfinished  lines  mentioned  above 
make  373  miles;  so  that  more  than  2,000 
miles  of  the  railroads  of  Ohio  are  on  the  great 
lines,  which  intersecting  the  State  divide 
into  geometrical  figuers,  and  with  the  canals 
bring  e?ery  part  of  cultivated  land  into  prox- 
imity with  the  great  markets. 

In  regard  to  density  in  comparison  with 
other  States  and  countries,  we  have  these  re- 
sults ;   viz  : 

Square 


Miles 
Mites.    Railroad. 

Ohio 39,964     3,080 

New  York, 47,000     2,800 

New  England...65,038     3,700 
Illinois 55,415     2,850 


Density; 

1  to  13  sq  miles. 
ltol7  " 

1  to  17         " 
1  to  20         " 


The  proportion  as  to  area  in  these  sections 
is  uot  very  different,  Ohio  having  the  larges^ 


LIGHI  OGIN1S. 

We  have  always  urged  the  economy  of  light 
engines  and  irains  for  doing  the  light  business 
of  our  railroads.  Nothing  is  more  common 
than  to  see  a  25  to  30  ton  locomotive,  with  a 
corresponding  tender,  and  heavy  baggage  car,, 
thundering  over  a  road  to  carry  ten  to  twenty 
passengers  on  a  local  accommodation  train — 
when  if  the  road  were  fitted  with  suitable 
machinery  a  rolling  weight  of  one-third  to 
one-half  the  amount  would  do  just  as  well  and 
the  road  and  machinery  not  subject  to  half 
the  wear  and  consequent  depreciation.  In. 
order  to  illustrate  in  a  practical  manner  our 
position  so  frequently  taken,  we  have  asked 
and  been  kindly  furnished  the  following  state- 
ment of  the  performance  of  the  locomotive 
Reindeer,  on  the  Cleveland,  Painesville  and 
Ashtabula  R.  R.  We  are  indebted  for  the  de 
tails  to  the  politeness  of  Mr.  H.  Nottingham, 
Superintendent  and  Mr.  A.  Congden,  Master 
Machinist  on  the  road. 

STATEMENT  OF  RUNNING  EXPENSES,  AND  COST  OF 
REPAIRS  OF  LOCOMOTIVE  REINDEER  (ON  C.  E. 
AND  A.  R.  R.)       FOR  THE  TEAR  1860. 

Miles  run  on  Passenger  Trains,  42,120. 

Gallons  Lubricating  Oil  used,  53J. 

Pounds  of  Waste  used,  21.  J 

Miles  run  to  oue  pint  Lubricating  Oil,  107-45. 

Cost  of  Lubricating  Oil  and  Waste.. ..$38  30 

"     per  mile  for  ditto 00  09 

Cords  of  Wood  used,  844f. 


554 


THE    RAILROAD    RECORD. 


Cost  of  ditto,  ($2  50  per  cord) 801  88 

»    per  mile  run  for  Wood 00.02  05 

"    of  Fuel,  Oil  and  Waste 900  18 

"    per  mile  run  for  ditto 02  14 

"    of  Repairs 227  23 

"    per  mile  run  for  Repairs .00  54 

"    of  Repairs,  Fuel,  Oil  and  Waste,  1127  41 

"    per  mile  run  for  ditto .02  138 

Number  of  Passenger  Cars  Hauled,  1279. 

Cost  per  Car  per  mile  for  Fuel 02  68 

The  "  Reindeer"  is  a  Tank  Engine,  built  by 
Danforth,  Cooke  &  Co.,  Single  pair  Drivers,  one 
pair  truck  Wheels  forward  and  two  pair  under 
the  Tender — Engine  and  Tender  on  one  frame. 
Weighs  when  ready  to  move  with  Train,  Engi- 
neer and  Fireman  on,  41,000  lbs. 

Contrasted  with  the  above  are  the  following 
statements  taken  from  the  reports  of  two  well 
managed  railroads. 

AVERAGE    COST     PER.    MILE    RUN     B7    PASSENGER 
ENGINES. 

Repairs  $0.06  28 

Fuel 08  89 

Stores 00  01 


Total  , 


10  08 

Repairs  $0.05  97 

Wood 0.10  64 

Oil,  Waste,  &c 0100 


Total 

Total  of  Reindeer. 


17  61 

02  68 

Pacts  like  these  speak  for  themselves,  and 
when  we  added  to  the  saving  herein  shown  in 
favor  of  a  light  engine  for  light  work,  the  ac- 
knowledged saving  to  the  rail  and  road-bed,  it 
makes  a  total  saving  of  very  great  importance 
to  the  company.  We  trusi  this  subject  will 
meet  with  more  attention  from  Superintend- 
ents, and  that  economy  in  this  direction  will 
be  looked  after. 


ST.    LOUIS   AND   IRON   MOUNTAIN 
RAILROAD. 


We  are  in  receipt  of  the  Eighth  Annual  Re- 
port of  this  Company.     It  says  : 

When  your  Board  entered  upon  their  duties, 
one  yt-ar  ago,  we  hoped  to  be  able  in  this  re- 
port to  make  a  showing  of  a  considerable 
amount  of  increase  in  the  earnings  on  this 
road,  this  year  over  last  In  this  expectation 
we  have  been  disappointed.  The  earnings  for 
eleven  months  last  year  are  reported  at 
$222,574  14.  This  year  for  twelve  months 
they  are  $235,291  33,  showing  a. small  com- 
parative decrease  of  business. 

The  Road  is  generally  in  good  condition. 
The  embankments,  with  few  exceptions,  are 
composed  of  solid  material  and  are  easily  kept 
in  repair.  Some  of  the  embankments,  how- 
ever, and  many  of  the  deep  cuts  on  the  road 
require  constant  watching  and  heavy  expense 
in  repairing  damage  from  freshets  and  heavy 
rains.  A  great  many  of  the  cross-ties  on  the 
whole  line  of  the  road  are  a  good  deal  decay- 
ed. Considerable  numbers  have  this  year 
been  replaced,  and  a  much  larger  number  will 
require  replacing  next  year.  The  rails  are  not 
sensibly  affected  by  wear,  except  on  this  end 
of  the  road,  between  St.  Louis  and  Carondelet, 


which  being  in  constant  use,  are  much  worn, 
and  will  require  soon  to  be  renewed. 

The  Bridges  are  all  in  safe  condition  and  in 
a  good  state  of  preservation,  except  the  two 
lattice  bridges,  one  over  Sandy  creek,  the 
other  over  Joachim  creek.  Thfse  bridges, 
though  they  have  been  made  safe  by  trestling 
and  bracing,  will  require  to  be  rebuilt  very 
soon.  In  October  last  year,  the  Cadet  bridge 
was  burnt  down,  and  has  been  rebuilt  this  year 
at  an  expense  of  $3,300.  The  north  abutment 
of  the  bridge  over  the  Joachim,  near  Hema- 
tite station,  was  undermined  by  floods  this 
summer,  and  to  rebuild  the  same  and  to  pro- 
tect it  by  rip-rap,  an  expense  of  $2,300  has 
been  incurred.  With  these  exceptions  no 
heavy  outlay  has  been  needed  for  extraordi- 
nary repairs  of  bridges.  It  may  be  proper 
here  to  remark,  that  owing  to  the  unprece- 
dented floods  of  the  last  year,  some  of  our 
bridges  have  proved  of  too  limited  a  span  to 
allow  the  water  of  the  Mountain  ravines  to 
pass  without  danger  to  the  masonry  and 
embankments.  Some  of  those  pieces  of  work 
have  been  considerably  injured  the  past  year, 
which  admonishes  us  that  they  should  in 
future  be  carefully  watched,  and  kept  in  a 
condition  to  protect  them  from  damage,  should 
similar  floods  recur. 

The  culverts  on  the  road  are  also  in  many 
cases  too  contracted  in  their  dimensions  to 
work  satisfactorily.  Several  important  cul- 
verts have  this  year  washed  out  entirely,  and 
have  been  reconstructed  on  a  larger  scale  at 
considerable  expense.  Others  will  likely 
share  the  same  fate  in  future. 

The  Rolling  Stock,  as  a  general  thing,  is  in 
good  order.  We  have  16  engines — 13  are  in 
order  for  use — one  now  being  overhauled  in 
the  shop,  to  be  ready  for  use  again  in  a  few 
days;  one  injured  by  the  burning  of  the  engine 
house  at  Pilot  Knob,  and  the  pony  engine 
"  Comet,"  which  remains  as  we  found  her,  out 
of  order.  The  engine  injured  by  the  fire  at 
Pilot  Knob  was  in  excellent  working  order, 
and  to  repair  her  will  cost  $1,500,  in  the  esti- 
mation of  the  master  machinist.  Her  boiler 
is  uninjured.  We  have  179  freight  ears  of  all 
kinds,  30  gravel  and  13  hand  cars,  all  in  good 
condition  for  use. 

The  Station  Buildings,  Machine  Shops  and 
Engine  Houses  have  not  required  much  ex- 
pense for  repairs  or  additions  this  year.  The 
temporary  engine  house  at  Pilot  Knob  (an  old 
wooden  structure)  caught  fire  on  the  night  of 
the  25th  October  and  was  entirely  burnt  up. 
The  watchman  on  duty  had  fallen  asleep  when 
the  fire  broke  out.  In  his  attempt  to  extin- 
guish it  he  became  so  badly  burnt  that  he  died 
of  his  wounds  soon  after.  The  machinery  and 
windmills  for  supplying  water  are  all  in  good 
working  order,  and  perform  satisfactorily. 

The  Company  have  entered  into  a  contract 
with  the  city  of  St.  Louis  for  filling  in  the 
trestle  work  on  Main  street,  and  for  straight- 
ening the  road  south  of  the  trestle  work,  be- 


tween  that   point    and   Sidney   street.      The 
company  are  to  provide  rolling  stock  and  men 
to  conduct  the  gravel  train  and  dump  the  dirt. 
The   city  to   provide  the  dirt,  and  the  work- 
house hands  to  load  the   cars   and   distribute 
the   dirt  where   necessary.     The  citv  bv  this 
agreement,  also  relinquishes  iier  claim  against 
this  company  for  the  balance  due  for  the  loan 
often  city  bonds  ($10,000,)  made  in  1857,  to 
enable  this  company  at  that  time  to  construct 
this  trestle  work,  &c;  and  by  this  agreement, 
the  company  engage   to  transport  for  seven 
years,  to  and  from  Quarantine,  the  paupers  of 
the   city,  in  a  car   attached  to  freight  trains. 
The  trestle  work  is  yet  sound  and  in  safe  con- 
dition, but,  in  the   course  of  a  few  years,  of 
necessity,  would  have  to  be  renewed  at  heavy 
cost.    This  agreement  obviates  that  expense. 

In  the  last  published  report,  the  President 
refers  to  the  fact,  that,  as  the  road  was  then  in 
good  condition,  the  current  expenses  there" 
after  could  be  reduced.  We  are  glad  to  be  able 
to  verify  the  prediction.  For  although  our 
outlays  for  extraordinary  repairs  are  quite 
large  this  year,  yet  we  show  a  diminution  of 
expenses  as  compared  with  those  of  last  year 
of  over  $39,000.  And  we  believe  it  is  conceded 
by  every  one  conversant  with  the  subject,  that 
our  road  and  rolling  stock  were  never  in  bet- 
ter order. 

At  the  beginning  of  the  year,  yonr  Board 
indulged  in  the  hope  of  beiDg  able  from  an 
economical  management  of  affairs,  and  from 
an  increase  of  the  business  on  the  road,  to 
contribute  something  towards  reimbursing  the 
State  for  the  annual  interest  on  State  bonds 
issued  to  this  Company.  Larger  extraordinary 
expenses  for  repairs  of  road-bed,  repairs  and 
renewal  of  bridges  and  culverts,  repairs  of 
rolling  stock,  and  a  much  less  amount  of 
business  than  we  anticipated,  as  well  as  a  con- 
siderable amount  of  floating  debt  to  be  pro- 
vided for,  have  combined  to  disappoint  us. 
Our  earnings  this  year  are  $235,291  33;  our 
expenses  $175,853  55;  leaving  net  earnings 
at  §59  437  78,  which  has  been  appropriated 
to  paying  pressiug  debts,  many  small  items  of 
constructure,  leaving  a  small  amount  to  meet 
current  liabilities. 

We  can  offer  but  little  encouragement  of 
the  Company's  ability  to  do  more,  from  the 
earnings  on  the  road,  than  pay  current  ex- 
penses and  keep  the  road,  bridges,  rolling 
stock  and  machinery  in  good  condition,  while 
the  business  of  the  country  is  so  depressed. 
When  the  business  of  that  portion  of  the 
country  tributary  to  St.  Louis  shall  revive,  it 
may  be  reasonable  to  expect  that  we  may  save 
something  from  our  earnings  to  pay  a  portion 
of  this  interest.  But  the  amount  we  can  hope 
to  pay  under  the  most  favorable  circumstances, 
will  be  inconsiderable  whilst  the  roads  remain 
unfinished  to  a  point  on  the  Mississippi  river 
that  brings  us  in  connection  with  the  Southern 
and  South-eastern  systems  of  railroads.  No 
doubt  seems  to  be  entertained  of  our  ability 
to  pay  all  interest  on  our  bonded  debt  when 
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the  road  is  thus  extended,  and  when  a  rich 
trade  is  opened  to  St.  Louis,  through  this 
channel,  with  Tennessee,  Mississippi,  Arkan- 
sas and  Texas.  We  earnestly  hope  that 
active  operations  for  this  extension  are  not  to 
be  delayed  much  longer.  The  people  in  South- 
east Missouri  are  making  earnest  efforts  to 
contribute  materially  to  the  extension.  They 
are  calling  meetings  in  various  localities,  ap- 
pointing committees  to  canvass  the  country 
and  solicit  subscriptions,  and  causing  pre- 
liminary surveys  to  be  made  on  several  routes. 
The  route  from  near  Indian  Ford  to  Columbus 
has  already  been  surveyed.  A  survey  is  now 
being  made  from  same  point  by  authority  of 
people  of  that  town.  The  people  of  Cape 
Girardeau  have  organized  a  new  Company, 
subscribed  liberally,  made  surveys,  and  are 
makiug  active  exertions  to  build  this  exten- 
sion from  Pilot  Knob  via  Cape  Girardeau  to 
Columbus.  The  people  of  Memphis  and  the 
several  Tennessee  railroad  interests  are  not 
less  awake  to  the  importance  of  a  railroad 
connection  with  St.  Louis  by  way  of  Pilot 
Knob.  A  survey  was  made  last  winter  by 
J.  H.  Morley,  Esq.,  late  Chief  Engineer  of  this 
Company,  from  Memphis  to  the  Missouri  State 
line,  under  the  authority  of  the  citizens  of 
Memphis,  who  have  given  us  repeated  assu- 
rances that  they  will  build  the  road  from  Mem- 
phis to  our  State  line  by  the  time  we  can  reach 
the  same  point,  if  this  route  is  finally  deter- 
mined on. 

But  this  extension  of  the  Iron  Mountain 
Railroad  can  not  be  built  by  local  or  private 
subscriptions  alone.  State  aid  in  some  shape 
is  inevitably  required  to  complele  it.  It  is 
equally  evident  that  the  other  main  trunk 
roads  must  have  aid  from  the  State  to  insure 
their  completion.  But,  considering  that  any 
proposition  for  aid  to  the  roads  by  a  further 
loan  of  State  credit  will  be  greatly  embarrassed 
by  the  constitutional  limit  put  upon  our  State 
indebtedness,  and  that  other  propositions  of 
relief  are  so  numerous  and  varied — each  one 
supported  as  it  is  by  strong  arguments  and 
earnest  advocates,  and  as  strongly  opposed  by 
plausible  reasoning — we  regard  it  impracti- 
cable to  propDse,  at  this  time,  any  plan  of 
relief,  but  leave  it  to  the  wisdom  of  the  Legis- 
lature to  devise  a  mode  by  which  the  several 
roads  may  be  completed,  the  credit  of  the 
State  protected,  and  rights  and  interests  of 
stockholders  cared  for. 

We  are,  nevertheless,  constrained  to  ex- 
press the  opinion  that  a  convention  '  of  the 
friends  of  our  railroads  throughout  the  State, 
before  the  meeting  of  the  legislature,  would 
be  able  to  develup  a  scheme  whereby  these 
objects  could  all  be  satisfactorily  attained.  In 
this  convention  every  plan  could»be  thorough- 
ly canvassed,  and  arguments  for  and  against 
elicited  to  test  their  practicability.  Having 
nothing  else  to  consider,  they  would  be  apt  to 
bring  all  their  energies  to  the  work,  and  in 
this  manner  the  labor  of  the  legislature  would 
be  greatly  facilitated.     On  the  contrary,  the 


legislature,  being  burthened  with  various  im 
portent  State  matters,  are  likely  to  require 
more  time  than  thev  can  command  in  the 
regular  session  to  mature  a  practicable  mode 
of  relief,  and  further  delay  is  likely  to  ensue 
in  organizing  for  active  operations.  Each  of 
the  main  trunk  roads  have  their  individual 
friends,  many  of  whom  regard  their  road  as 
possessing  superior  claims  over  the  others  for 
State  aid,  and  would  be  glad  to  procure  it  to 
the  exclusion  of  the  others.  As  we  view  the 
subject,  every  road  in  the  system  depends 
more  or  less  on  the  growth  and  prosperity  of 
St.  Louis  and  the  State  at  large  for  its  full 
success.  That  prosperity  is  incomplete  so 
long  as  any  one  of  these  roads  remains 
unfinished.  Any  measure  of  relief,  therefore, 
which  is  extended  to  any  one  road,  in  our 
judgment  should,  if  possible,  be  granted  to  all 
the  roads;  so  that  the  work  of  completion 
may  go  on  simultaneously  while  there  is  a 
large  surplus  of  cheap  labor  in  the  country 
demanding  employment. 

Balance  Sheet,  October  1st,  1860. 

Capital  Stock  subscribed $2,037,200  00 

19,651  Shares  paid  in  full 1,905,100  00 

721  Shares  paid  in  part '     5,437  50 

Delinquent  on  721  Shares 60,662  50 

LIABILITIES. 

Subscriptions $1,970,537  50 

Bonded  Debt — State   of  Missouri 

Bonds 3,501,000  00 

Net  Earnings — To  October  1,1859, 

in  Transportation  Department,  87,093  68 
Gross  Earnings — Twelve   months 

to  October  1,  1860 235,291  33 

Floating  Debt 43,989  13 

Total $5,837,911  64 

ASSETS. 
Construction — Total  cost  of  Road 

and  Equipm't,  including  Potosi 

Branch,  Discounts  and  Int $5,519,948  51 

Transportation  Expenses  —  Cost 

of  transportation  for  12  months 

ending  October  1,  1860 175,853  55 

Assets  on  Hand— October  1,  1860,      142,109  58 


Total $5,837,911  64 


NEW  YORK  AND  ERIE  RAILROAD. 

We  are  indebted  to  N.  Marsh,  Esq.,  the 
receiver  of  this  company,  for  a  copy  of  his 
report  containing  a  statement  of  the  business 
of  the  road  for  the  year  ending  September  30, 
1860.  Mr.  Marsh  has  been  in  charge  of  this 
work  from  Aug.  16,  1859.  In  the  13$  months 
intervening  between  this  date  and  September 
30,  1860,  to  which  the  report  is  made  up,  the 
cash  account  is  as  follows  : 


RECEIPTS. 

Receipts  from  all  sources... 


$7,286,733  12 


DISBURSEMENTS. 

Paid  Labor  performed  and  Supplies 
furnished,  previous  to  Aug.  16, '59,  $535,444  52 

Paid  Ticket.  Balances  11,495  86 

"     Rent  of  Railroads  44,549  35 

"     Old  Acceptances  —  Post  Office 
Certificates  Pledged 44,000  00 

Paid  on  Judgment   rendered  before 

appointment  of  Receiver >■      SSo.li.i41 


Paid  Taxes,  State  of  Pennsylvania, 

year  1858 10,000  00 

$  741,51014 
Paid  Labor  and'Supplies,  incurred 

since  August  16,  1859 $3,488,529  72 

Taxes 65,920  32 

Railroad  Iron  for  Repairs  of  Road,       354,856  08 

Ticket  Balances  82,385  05 

Charges  on  Freight  1,027,314  56 

Construction  Work  241,053  62 

Rent  of  Railroads 142,217  31 

Long  Dock  Company  for  Interest,         97,835  89 
Expenses     of   Foreclosing    Mort- 
gages         52,119  90 

Interest  on  1st  and  2d  Morgage 

Bonds .-. 696,920  00 

Balance  of  Cash  in  hand 296,070  53 

Total $  7,286,733  12 

The  earnings  of  the  road  for  the  current 
year.  September  30,  1859,  to  September  30 
1860,  have  been — 

EARNINGS. 

Freight $3,884,343  54 

Passengers 1,180,957  55 

Mails  98,144  91 

Other  sources 16,875  70 

Total  in  1860 $5,180,321  70 

Earnings  in  1859 4,482,149  32 

Increase  in  1860 $698,172  38 

The  expenses  during  the  same  period  have 
been — 

EXPENSES. 
OFFICE   AND    STATION    EXPENSE8. 

Office  Expenses  and  Stationery $44,157  82 

Agents  and  Clerks 199,046  50 

Labor,  loading  and  unloading 186,802  66 

COST   OF   RUNNING. 

Porters,  Watchmen  and  Switchmen,  41,995  40 
Wood  &  Water  Station  Attendance,       6,626  16 

Fuel,  First  Cost  and  Labor 423,446  47 

Passenger  Conductors,  Baggage  and 

Brakemen 67,181  84 

Freight  Conductors  and  Brakemen,  125,080  66 
Passenger  Enginemen  and  Firemen,  61,739  22 
Freight  Enginemen  and  Firemen...  133,618  62 
Oil  and  Waste  for  Passenger  Engine 

and  Tender 15,117  20 

Oil   and  WaBte   for  Freight  Engine 

and  Tender 35,397  37 

Oil   and  Waste   for  Passenger   and 

Baggage  Cars 3,167  59 

Oil  and  Waste  for  Freight  Cars 21,238  93 

GENERAL    EXPENSES. 

Loss    and   Damage    of  Goods    and 

Baggage 16,058  10 

Damages  for  Injuries  to  Persons....  1,241  86 

Damages  to  Property 298  00 

General  Superintendence  47,296  05 

Contingenciee ,  47,234  03 

REPAIRS    OF  ENQINES  &.  CARS. 

Engines  and  Tenders,  Passenger. ...  82,471  12 

Engines  and  Tenders,  Freight 172,667  94 

Passenger  and  Baggage  Ohrs 97,917  86 

Freight  Cars 313,261  84 

Tools  and  Machinery  in  Shops 27,334  88 

Incicental  Expenses  about  Shops...  34,461  09 

REPAIRS    OF    TRACK  &  ROADWAY. 

Road-bed 66,820  97 

Track 766,824  94 

Fences,  Gates,  &c 23,184  70 

REPAIRS    AND    STRUCTURES. 

Truss  Bridges 46,672  76 

Passenger    Wood    and    Water   Sta- 
tions      30,580  27 

Engine    and   Car  Houses,   Machine 
and  Workshops 4,344  27 
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INCIJ'KXTAL. 
Superintendence'     an'l    Office     Ex- 

lioi, *8 2.558  f4 

Contingencies 7,030  89 

iinecELLANKOL'S. 

Ferry 102,531  73 

.Expenses  of  Operating  Telegraph...     30,088  00 

Total  in  I860 $  3,27(3,905  48 

Expenses  for  1859 2,973,640  G7 

Increase §303,318  81 

NET    EARNINGS. 
Gross   Enrn'nss    for  War  ending 

September  3),  18.0 .35,180  321  70 

Expenses  same  time  3,300  9113  79 

Net  Earnings  for  year  1860  ...  $1,819,357  91 
Interest  on  Mortgage  Debt,  (§19,- 

091,500),  same  time 1.370,139  13 

Leaving 3-119,218  78 

From  ihis  deduct  for — 

Rem  ,,f  Knilmuds 138,400  00 

Leaves   applicable  to  Imprest    on 

&6.660,5QJ>,  <>f  Convertible  and 

Siuking  Fund  IS.ouds §310,818  75 

The  material  on  hand  is  as  follows  : 

Fuel  §215,789  26 

Piermont  Shop 73,577  17 

Susquehanna  Shop 84,945  02 

Elmira  Shop I6,5'J9  44 

Dunkirk  Shop 29,854  41 

Bridge  Shop 8,656  47 

Materials  on  Line 182.376  49 

Oil  and  Waste 2,165  52 

Car  Inspection  Department,  Eastern 

Division 21,135  44 

Car  Inspection  Department,  Western 

Division 11,860  73 

Trinting  Office 9,02170 

Total S  655,681  65 


PENNSYLVANIA  R.  R.  AND;SANBIT- 
RY  AND  ERIE  R.  R. 

We  give  below  such  portions  of  the  mess- 
age of  the  Governor  of  Pennsylvania  as  relate 
to  these  two  important  works.  In  the  policy 
of  the  Governor  in  desiring  to  load  down  the 
energies  of  the  Pennsylvania  R.  R.  Co.  with 
fin  onerous  Tax,  we  believe  he  is  short  sight- 
ed and  unwise.  To  secure  its  proportion  of 
the  business  of.  the  great  West,  this  road  must 
compete  with  parallel  routes  and  this  can  only 
be  done  by  treating  it  with  the  same  liberality 
that  other  states  do  their  works  of  internal 
improvement — leaving  it  free  and  untram- 
melled. If  the  Pennsylvania  R.  R.  secures 
the  carrying  trade,  that  is  an  earnest  that  the 
Philadelphia  merchant  will  secure  his  share 
of  the  selling  business  and  the  Commission 
Agent  his  share  of  the  consignments.  We 
need  not  however  present  arguments  on  this 
subject  to  our  readers.     Tbc  Governor  says: 

By  adding  this  sum  [$324,991  42]  to  the 
amount  paid  on  the  public  debt  from  Decem- 
ber 1,  1857,  to  December  1,  1860,  to  wit:  $1, 
911,890  72,  it  will  be  found  that  during  the 
past  three  years  the  State  has  not  only  met  all 
her  ordinary  liabilities,  including  the  expenses 
of  government,  and  the  interest  on  her  public 
debt,  but  has  diminished  her  actual  indebted- 
ness the  sum  of  §2,236,882  15. 

When  it  is  remembered  that  for  the  last  three 


years  the  tax  on  real  and  personal  estate  has 
often  '  'it  two  and  a  half  mills  on  the  Hollar, 
ivhile  IV.iii  1*11  to  1857  it  was  tin-.".'-  mills — 
that  for  the  past  two  years  and  six  months  the 
Stale  has  received  no  part  of  the  tax  on  ton- 
nage due  from  the  Pennsylvania  Railroad  Com 
pari; — and  that  since  July,  1859,  the  interest 
on  the  bonds  held  by  the  Slate  against,  the  San- 
bury  and  Erie  Railroad  Company  has  remain- 
ed due  and  unpaid,  it  is  certainly  cause  for 
hearty  congratulation,  that,  without  aid  from 
these  important  sources  of  revenue,  so  greal 
a  reduction  of  the  public  debt  has  bceti  accom- 
plished in  comparatively  so  short  a  period 
Die  funded  debt  of  the  S'ate  is  now  less  than 
it  has  been  since  1812,  and  the  unfunded  and 
floating  debt,  which  a:  that  tiire  amounted  to 
upwards  of  two  millions  of  dollars,  has  been 
almost  entirely  redeemed.  It  is  now  reduced 
to  §12'>,721  78 — and  of  this  sum  over  ninely- 
nine  thousand  dollars  consist  of  relief  notes, 
most  of  which  are  undoubtedly  either  lost  or 
destroyed,  and  will,  therefore,  never  be  pre- 
sented for  payment.  The  claims  against  the 
State,  accruing  from  the  construction  and 
mairtenance  of  her  canals  and  railroads,  are 
now  reduced  to  a  mere  nominal  sum;  and  in 
the  future,  after  providing  for  the  ordinary  ex- 
penses of  government,  her  revenues  and  her 
energies  may  be  exclusively  applied  to  the  pay- 
ment of  the  interest,  and  the  discharge  of  the 
principal  of  her  public  debt. 

The  people  of  this  Commonwealth  have  hith- 
erto met,  with  promptness,  the  demands  made 
upon  them,  from  time  to  time,  fir  the  ways 
and  means  of  replenishing  the  Public  Treas- 
urry ;  and  now,  that  they  see  that  the  onerous 
debt  with  which  th^y  have  iieen  so  long  bur- 
dened, is  each  year  certainly  and  rapidly  dis- 
pearing — that  the  amount  required  to  meet 
the  interest  is  annually  b-ingdimiuished — that 
consequently  a  still  greater  sum  can  each  year 
be  devoted  to  the  reduction  of  the  principal  of 
the  debt,  without  resorting  I o  additional  sources 
of  revenue —  and  that,  with  %  proper  husband- 
ing of  the  resources  of  the  State,  the  day  is 
not  far  distant  when  direct  taxation  in  Penn- 
sylvania will  cease  altogether — the  payment 
of  such  taxes  as  may  for  the  time  be  required 
to  meet  the  public  necessities,  will  continue 
to  be  met  with  cheerfulness  andalaerity  But 
they  will  unquestionably  hold  those  to  whose 
care  they  have  entrusted  the  financial  interests 
of  the  State  to  a  rigid  accountability.  That 
there  should,  at  this  particular  juncture,  when 
the  business  and  monetary  affairs  of  the  coun- 
try are  so  greatly  depressed,  be  the  strictest 
economy  in  public  expenditures,  and  so  mani- 
fest, that  it  can  scarcely  be  necessary  to  call 
attention  to  so  plain  a  duty.  It  is  equally 
clear  that  any  legislation  which  would  tend 
greatly  to  lessen  the  revenues  of  the  Common- 
wealth, would  at  this  time,  bo  peculiarly  un- 
wise and  inexpedient.  The  exigencies  of  the 
future  no  man  can  foretell — the  prospect  be- 
fore us  is  beclouded  with  doubt  and  uncer- 
tainty— it  is,  therefore,  no  more  than  the  part 
of  wisdom  to  guard,  with  unceasing  vigilancs, 
all  our  present  sources  of  revenue,  and  to  thus 
be  prepared  for  every  possible  contingency. 

Since  July,  1858,  the  Pennsylvania  Railroad 
Company  has  refused  to  pay  the  tax  on  ton- 
nage required  to  be  paid  by  the  act  incorpora- 
ting the  Company,  and  its  various  supplements; 
and  there  is  now  due  to  the  State,  on  that  ac- 
count, exclusive  of  interest,  the  sum  of  §674, 
296  22.  Including  the  interest,  the  sum  now 
due  is  about  §700,000.  Before  my  last  annual 
message  was  communicated  to  the  Legislature, 
a  case  had  been  tried  in  the  Court  of  Common 
Pleas  of  Dauphin  county,  between  the  Com- 
monwealth and  the  Railroad  Company, involv- 
ing  the   question  of  the  constitutionality   of 


tins  tax,  which  was    decided     n    favor  of  the 

State,  and  the  imposition  of  the  tax  pro- 
bounced  constitutional.  In  January  ia-t.  an- 
other suit  was  tried  between  the  same  Dart 
in  the  same  Court,  involving  tjje  sa'ne  < 
tmii,  with  a  like  result.  Jn  December  last,  a 
judgment  was  obtained  in  the  District  Court 
of  Philadelphia,  upon  one  of  the  semi  annual 
settlements,  for  §110,600.  So  that  the  judg- 
ment has  been  obtained  for  $365  000  of  the 
debt,  being  the  whole  amount  which  became 
due  prior  to  1860.  The  tax  which  accrued 
during  the  past  year,  amounts  to  %  (08,229  03. 
'the  first  settlement  for  the  year  is  before  the 
Dauphin  County  Court,  uu  au  appeal  taken 
by  the  Company;  and  the  second,  or  last,  set- 
tlement was  made  but  a  few  days  since,  by  the 
Accountant  Department  ofthe  Commonwealth. 

After  the  recovery,  in  the  Common  Pleas  of 
Dauphine  county,  the  eases  were  removed  by 
of  error,  taken  on  behalf  of  the  defend- 
ant;, to  the  Supreme  Court  of  this  State,  where 
they  were  argued  in  June  last,  and  in  Octo- 
ber that  tribunal  sustained  the  decision  of  the 
Court  of  Common  Pleas,  and  held  the  tax  to 
be  clearly  constitutional;  thus  uniting  v.ith 
the  law-making  power  in  affirming  the  ri"ht 
of  the  State  to  tax  a  corporation  under  a  law 
to  which  it  owns  its  existence.  But,  notwith- 
standing this  concurrence  uf  o]  inion  and  ac- 
tion on  behalf  of  the  constituted  authorities 
of  Pennsylvania,  the  litigation  is  not  vet  at 
an  end  ;  for  the  Railroad  Company  has  recent- 
ly removed  the  cases,  by  writs  of  error,  to  the 
Supreme  Court  of  the  United  States,  where 
they  are  new  pending.  That  the  decision  of 
that  Court  will,  when  made,  fully  sustain  the 
right  of  a  sovereign  State  to  enforce  a  con- 
tract between  the  State  and  a  corporation,  and 
entirely  vindicate  the  power  of  a  State  to  im- 
pose such  taxes  upon  corporations,  as  in  her 
sovereign  will  she  may  deem  proper,  I  can  not 
for  a  moment  doubt. 

To  complete  the  history  of  this  important 
litigation,  and  to  show  that  every  effort  has 
thus  far  been  made  to  compell  the  payment  of 
this  large  sum  of  money  into  the  treasury  of 
the  State,  it  is  proper  to  add  that  the  law  offi- 
cer of  the  Commonwealth,  being  of  opinion 
that  the  writs  of  error  were  not  issued 
from  the  Supreme  Court  of  the  United  -Mates 
in  time  to  prevent  the  collection  of  the  judg- 
ments rendered  in  the  State  Courts,  execu- 
tions were  issued  to  the  sheriff  of  the  county 
of  Dauphin,  and  proceedings  are  now  pend- 
ing in  the  Supreme  Court  of  this  State,  to  de- 
termine whether  the  Commonwealth  can  com- 
pell the  payment  of  the  judgment  already  re 
covered,  before  the  final  decision  by  the  Su- 
preme Court  of  the  United  States. 

The  Sunbury  and  Erie  Railroad  Company 
having  failed  to  negotiate  its  mortgage  bonds 
in  their  present  condition,  the  expectations 
confidently  entertained  of  an  early  comple- 
tion of  that  most  important  improvement,  have 
not  been  realized.  The  work  during  the  past 
year,  however,  although  greatly  retarded,  has 
been  continually  progressing  :  ujp-ards  of  one 
million  of  dollars  having  been  expended  on 
the  line  from  November,  1859,  to  November, 
1860.  The  whole  length  of  the  road,  from 
the  borough  of  Sunbury  to  the  harbor  on  the 
lake,  at  the  city  of  Erie,  288  miles;  of  which 
148  miles  are  now  finished  and  in  operation, 
and  115  miles  of  the  remaining  portion  of  the 
line  are  graced:  leaving  but  25  miles  yet  to 
grade.  Pennsylvania  is  iargely  interested  in 
the  early  completion  and  success  of  this  gieat 
thoroughfare,  not  only  because  she  is  the  cred- 
itor of  the  Company  to  the  amount  of  three 
and  a  half  millions  of  dollars,  but  for  the  ad- 
ditional, and  more  cogent  reason,  that  the  im- 
provement, when  completed,  will  open  one  of 
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the  most  important  channels  of  trade  between 
the  city  of  Philadelphia  and  the  great  lakes 
of  the  West,  at  the  best  harbor  ou  lake  Erie, 
entirely  within  the  limits  of  our  own  State 
which  has  ever  been  contemplated.  It  will, 
more  over,  developes  the  resources  of  a  large 
portion  of  Northwestern  Pennsylvania, abound- 
ing with  the  richest  minerals,  and  a  lumber 
region  of  unsurpassed  excellence,  which  the 
munificent  hand  of  the  State  has  hitherto  to- 
tally neglected.  By  disposing  of  her  branch 
canals  to  that  Company,  in  exchange  for  its 
mortgage  bonds,  the  Slate  has  already  largely 
aided  in  the  Construction  of  this  great  work; 
and  it  may  be  necessary,  to  insure  its  comple- 
tion, that  further  legislation  should  be  had  in 
order  to  render  tbe  means  of  the  Company 
available.  It  is  evident  that  a  liberal  policy, 
on  the  part  of  the  Government,  will  promote 
alike  the  interests  of  the  Commonwealth  and 
the  Railroad  Company;  nevertheless,  great 
care  should  be  taken  to  protect,  as  far  as  pos- 
sible, the  debt  now  due  from  the  Company  to 
the  State.  If  all  propositions  which  may  be 
made  for  a  change  in  (he  secu'ities  now  held 
be  the  Commonwealth,  be  carfully  considered 
by  the  Legislature,  and  no  more  yielded  than 
sound  economy  demands,  with  proper  provi- 
sion for  the  due  application  of  whatever  means 
may  be  realized,  it  is  believed,  that  sufficient, 
relief  can  be  granted  to  the  Company  to  ena- 
ble it  promptly  to  finish  the  road,  while  the 
security  remaining  will  be  fully  adequate  to 
insure  the  ultimate  payment  of  the  principal 
and  interest  of  the  bonds  of  the  Railroad  Com 
pany  now  held  by  the  Commonwealth. 

I  commend  this  subject  to  the  Legislature, 
as  one  entitled  to  its  most  careful  considera- 
tion, as  well  on  account  of  its  vast  importance 
to  that  portion  of  the  State  through  which  the 
railroad  passes — to  the  cities  of  Philadelphia 
and  Erie — and  to  the  Railroad  Company — as 
to  the  Commonwealth  herself.  Premising 
that  whatever  policy  it  may  be  thought  expe- 
dient to  pursue,  should  be  adopted  solely  with 
reference  to  the  protection  and  furtherance  of 
the  public  interests." 


TEREE  HAUTE    AND  RICHMOND 
R    R. 

We  are  indebted  to  the  courtesy  of  the  offi- 
cers of  this  excellent  road  for  a  copy  of  their 
Twelfth  Annual  Report. 

The  officers  for  the  year  18G0  were: 

E.J.  Peck,  President  and  Superintendent; 
Chas  Wood,  Secretary;  John  Scott,  Treasurer; 
Directors,  Chauncy  Rose,  James  Farrington, 
Demas  Deming,  Terre  Haute;  W.  H.  Thorn- 
burgh,  Greencaslle;  E.  J.  Peck  Indianapolis; 
H.  Roos,  Chas.  Wood,  William  K.  Edwards, 
F.   Nippert,  Terre  Haute. 

The  President's  Report  gives  a  general  re- 
view of  the  business  and  condition  ef  the  com- 
pany up  to  Nov.  30th  and  is  as  follows  : 

During  the  year  that  has  passed,  twe  busi- 
ness of  the  road  has  been  equal  to  our  ex- 
pectations, and  its  increase  quite  as  much  as 
was  anticipated. 

By  reference  to  the  Secretary's  report,  i' 
■will  be  seen  that  there  has  been  an  increase  of 
gross  revenue  of  forty-seven  thousand  three 
hundred  and  one  70-01)  dollars,  ($17,301  70' 
100,)  and  an  increase  of  net  receipts  of  thirty- 
five  thousand  two  hundred  and  twenty-six  09- 
100  dollars,  ($35,220  03-100,)  while  the  receipts 


from  the  transportation  of  passengers  are  about 
the  same  as  those  of  the  previous  year,  the  re- 
ceipts  from  the  transportation  of  coal  and 
freights  have  been  augmented.  The  receipts 
from  coal  were  in  1859  ten  thousand  three  hun- 
dred and  fourteen  50-100  dollars,  ($10,314  50- 
100,)  and  in  the  year  just  closed,  thirteen 
thousand  one  hundred  and  thirty-seven  dol- 
lars, ($13,137  00.)  The  transportation  of  coal 
is  a  local  source  of  revenue  that  will  gradually 
increase. 

In  October  last,  in  connection  with  the  Ter- 
re Haute,  Alt  j n  &  St.  Louis,  the  Bellefontaiue, 
and  the  Indiana  Central  Railroads,  we  put  in 
operation  a  freight  line,  composed  of  cars  built 
on  compromise  gauge.  These  cars  can  be 
loaded  at  Buffalo,  Dunkirk,  Pittsburg  and 
Wheeling,  and  trail  sported  through  to  St.  Louis, 
without  being  unloaded  ateach  break  of  gauge, 
as  has  been  the  case  heretofore,  thus  avoiding 
the  delays  of  unloading  and  the  risk  of  injury 
by  freuuexit  handling. 

The  road  bed  and  track  are  in  perfect  con- 
dition, and  all  the  bridges    safe  and    durable, 
j  The  rolling^  stock   and    equipment    has  been 
J  maintained  in  excellent  condition,  and  at  an 
economical  cost  of  repairs,  as  will  be  seen  by 
the  report  of  the  Master  Machinist. 

At  a  meeting  of  the  Board  of  Directors, 
held  May  9th,  1800,  the  following  order  was 
passed : 

"In  consideration  of  the  i  ncrease  of  busi- 
ness that  would  be  given  to  the  Terre  Haute 
&  Richmond  Railroad  by  the  continuation  of 
the  Evansville  &  Crawfordsville  Railroad  from 
Terre  Haute  to  Rockville,  in  Parke  county,  it 
is  ordered,  that  when  the  Board  of  Directors 
of  the  Evansville  &  Crawfordsville  Railroad 
Company  have  a  sufficient  amount  of  stock- 
subscribed,  or  other  provision  made,  to  com- 
plete the  bridging  and  grading  to  Rockville, 
that  this  company  will  furnish  the  iron  for  the 
track  of  said  extension,  provided  the  cost  of 
the  iron  does  not  exceed  the  sum  of  one  hun- 
dred thousand  dollars,  ($100,000,)  delivered 
at  Terre  Haute,  and  provided  further,  that  the 
said  Evansville  &  Crawfordsville  Railroad 
pledge  that  Company  to  appropriate  the  in- 
come, above  the  necessary  operating  expenses 
of  the  Extension  of  said  Evansville  &  Craw- 
fordsville Railroad  from  Terre  Hante  to  Rock- 
ville, to  the  payment  of  the  interest  on  the 
Bonds,  (one  hundred  and  fifty  thousand  $150, 
000,)  iieing  less  than  six  thousand  ($0,000) 
per  mile,  which  the  Evansville  &  Crawfords- 
ville Railroad  Company  propose  to  issue  for 
the  construction  of  said  Extension." 

An  agreement  was  made  with  the  Evans- 
ville &  Crawfordsville  Railroad  Company  as 
required  by  this  order,  and  in  compliance 
therewith,  there  has  been  furnished  to  the  Ev- 
ansville &  Crawfordsville  Railroad  Company, 
the  sum  of  ninety-four  thousand  five  hundred 
and  fourty  13-100  dollars,  ($94,140  13,)  and 
we  have  received  from  the  Evansville  &  Craw- 
fordsville Railroad  Company  one  hundred 
thousand  dollars  of  their  seven  per  cent,  bonds, 
interest  payable  semi  annually,  and  the  pay- 
ment of  the  bonds,  secured  by  mortgage  on 
that  part  of  said  Evansville  and  Crawfords- 
ville Railroad  Extension,  from  Terre   Haute 


to  Rockville,  and  including  all  fixtures,  fran- 
chises and  property  attached   to   that  part   ot 

Said  road. 

The  bonds  were  taken  as  directed  by  the 
Board  at  ninety  (90)  cents  on  the  dollar. 

The  laying  of  the  track  of  the  extension  of 
the  Evansville  &  Crawfordsville  Railroad  to 
Rockville  has  been  completed,  and  trains  arc 
now  running  on  said  Extension,  and  it  will 
prove  a  valuable  tributary  to  the  business  of 
this  Company. 

At  Greencastle,  adjoining  the  freight  Depot, 
we  have  erected  a  brick  building,  containing 
convenient  Freight  and  Ticket  Offices,  and 
two  large  rooms  for  the  convenience  of  pas- 
sengers. 

To  the  improved  condition  of  the  Terre  Haute, 
Alton  &  St.  Louis  Railway,  our  important  con- 
nection line  on  the  West,  we  are  in  a  measure 
indebted  to  the  successful  business  of  the 
year.  With  that  Company,  as  with  all  our 
connecting  lines,  our  business  relations  are  of 
the  most  friendly  character. 

The  officers  in  charge,  and  the  employees, 
have  been  faithful,  and  diligent  in  the  discharge 
of  their  various  and  responsible  duties,  and  it 
is  a  source  of  gratification  to  state  that  all  of 
our  trains  have  been  run  with  the  usual  regu- 
larith,  and  that  we  have  no  accident  to  re- 
cord 

The  report  of  the  Secretary  gives  the  follow- 
ing details  of  the  receipts  and  expenditures  of 
the  company  for  the  past   year; 

Revenue  from  Transportation.. ..$404,599  61 
Operating  Expenses, — $17.1,826  62 
Additional  "      ....  15,391  41— $187,218  06 

Net    Earnings    $217,38155 

Taxes, $5,738  87 

Interest  and  Exchange,  18,244  81 —     23,983  68 

$  193,397  87 
The  net  Earnings  exceed  the  net 
earnings  of  the  previous  year —  $  35,  226  68 
The  earnings  of  the  Company,  for  the  Trans- 
portation of  passengers,  freights,  &c,  for  the 
year,  ending  November  30,  1860,  were  as  fol- 
lows: 

For  Transportation  of  passengers,  ...,$  172,804  34 
"  "         Extra  liaggagE,  ...  67  22 

"  "         Express,  9,647  95 

"  "         Freights,    199,302  81 

"  «         Coal, 13,137  00 

"  «         U.  S.  Mail,   9,125  00 

"     Mileage         Cars, 515  29 

Gross  Earnings, $404,599,  61 

EXPENDITURES. 

Running  Road — 

Train  Expenses, $33,620  36 

Oil,  Waste  and  Tallow, 2,847  08 

Fuel, 17,128  12 

Water  Supplies,  1,588  55 

Road   Repairs — 

Repairs  of  Road  Bed  and  Track, 22,865  20 

Repairs  of  Water  Statious 833  80 

Repairs  and  Renewal  of  Fences, 2,604  22 

Renewal  of  Cross  Ties, 1,080  05 

Renewal  of  Railroad  Iron,  11,615  93 

Machine  Shop — 
Repairs  of  engines,  Cars  and  Station- 
ary Machinery,  41,203  04 

Renewal  of  Cars,  2,823  02 

Sundries — 
Repairs  of  Buildings,  1,667  68 
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Depot  Expenses,  17,009  98 

Loss  and  Damage, 145  95 

Stock  Killed,  731  58 

Salaries   uf  Officers,  5,790  00 

Mail  Expenses,  400  50 

Foreign    Agencies, 3,002  2*2 

Telegraph    Expenses, 400  81 

Office  Furniture, 260  76 

Incidental,  3,18187 

Operating  Expenses, $171,826  62 

ADDITIONAL  EXPENDITURES 

New  Cars  Built 5,459  08 

New    Station   Building  at  Greencas- 

tle 1,797  13 

Rebuilding  Bridges  and    Culverts,...  7,433  38 

Legal    Expenses, 22  53 

Over   Charges, 669  32 

$15,291  44 

Total   Expenditures $187,  218  06 

Net   Earnings,  $217,38155 

The  General  Balance  is  shown  as  follows: 

BALANCE  OF  LEDGER. 

nti 

Construction, $1,585,809  22 

Union  Depot  and  Track,    Indian- 
apolis,   25,640  78 

Evansville  &  Crawfordsville  R.  R. 

Stook, 24,429  89 

Evansville  &  Crawfordsville  R.  R. 

Extension 94,540  13 

Madison    &   Indianapolis   R.   R. 

Income    Bonds, 1,600  00 

Real  Estate  for  Wood  purposes,...  1,801  10 

Material,   31,036  68 

Fuel,  15,000  00 

Due  for  U.  S.  Mail, 1,744,  37 

Farmer's  loan  and  Trust  Co  3,135  00 

Bills  receivable,  78,794  83 

Treasurer, 96,849  62 

CR 

Capital  Stock, $1,381,450  00 

Bonds,  7  per  cent, 220,000  00 

Bills  Payable,  46,647  98 

Coupons  Unpaid, 2,695  00 

Dividends     "        1,016  30 

Dividend  Declared,  payable  Jan- 
uary  _ 69,072  50 

Surplus  Account, 239,499  84 

$1,970,381  62 
The  Report  of  the  Master  Machinist  gives 
the  following  details.  It  says,  the  heaviest 
items  in  repairs  of  Locomotives  in  this,  as  in 
former  years,  have  been  the  renewal  of  fur- 
nace and  tube  sheets,  rendered  necessary  by 
the  use  of  limestone  water.  To  compensate 
for  this,  however,  the  repairs  of  running  gear, 
springs,  etc.,  are  comparatively  light;  the 
cause  of  this  may  be  mostly  attributed  to  the 
excellent  condition  of  the  road-bed  and  track. 

The  Rolling  Stock  consists  of  17  First  Class 
Passenger  Cars  ;  6  First  Class  Baggage  Cars  ; 
104  House  Freight  Cars;  30  Covered  Stock  Cars; 
49  Platform  Cars ;  71  Coal  Cars ;  40  Gravel 
Cars;  13  Hand  Cars.  Of  these,  there  were 
built  in  the  company's  shops  during  the  past 
year,  to  in  crease  the  equipment  and  replace 
those  worn  out  inservice,  3  Passenger  Cars; 
8  House  Cars,  including  6  of  "Compromise 
gauge;  22  Platform  Cars;  10  Coal  Cars;  1  Hand 
Car. 

The  company  have  18  Locomotives  all  in 
go  ■!  order.  The  performance  of  their  engines 
has  been  as  follows: 


Mileage  on  Passenger  trains, 141,401 

"  "  Freight  "        107.196 

"  ■'  Wood  "       12.413 

"  "  Gravel  "       22,904 

Total  Mileage 284,034 

The  average  Cost  of  Engines  for  100  miles 
run  has  been. 

Repairs  of  Locomotives,  SO, 11 

Oil,  Tallow,  Waste  and  Pack,  Yarn,  04 

Fuel,  (9,120  cords  of  wood  at  $2,10  deliv- 
ered on  Tender,)   6,74 

Wagons,  Engines,  Fireman  and  Cleaner,     5,90 

Total  $19,39 

The  miles  run  to  pint  of  oil  vary  from  10| 
to  43£  The  average  number  of  miles  run  to 
pint  of  oil  is  27|  miles. 


CENTRAL  SOUTHERN  RAILROAD 
OF  TENNESSEE. 

president's  reporr. 

The  Directors  of  the  Central  Southern 
Railroad  Company  submit  to  the  Stockholders 
the  following  report: 

Much  of  the  business  which  has  been  tran- 
sacted during  the  past  year,  found  its  origin 
in  contracts  which  had  been  previously  entered 
into  by  the  Company.  They  have  all  been  met 
in  the  letter  and  spirit  of  the  original  agree- 
ment, and  amicably  disposed  of  with  a  single 
exception.  It  will  be  remembered  that  at  the 
time  of  our  last  annual  meeting  the  contract 
for  laying  the  iron  rails  had  been  let  from  Co- 
lumbia to  the  Southern  boundary  of  the  Cor- 
poration of  Pulaski,  and  the  road  had  been 
opened  to  Lynnville  station  ;  and  daily  trains 
were  passing  over  the  same.  The  intervening 
bridges  over  Robertson's  Fork,  Richland  and 
Pigeon  Roost  Creeks  as  well  as  the  bridge 
over  Elk  River  were  likewise  under  contract. 
The  track  laying  was  continued,  and  early  in 
February  the  rails  were  laid  and  the  bridges 
finished  so  as  to  permit  trains  to  pass  to  the 
depot  at  Pulaski.  The  track  or  iron  rails  were 
laid  from  the  Alabama  line  crossing  Elk  River 
bridge  to  the  station  at  Prospect  in  Giles 
County  in  April,  and  the  original  intention  of 
the  Directors  was  accomplished  in  affording 
the  citizens  of  the  county  who  reside  south  of 
Madry's  ridge  equal  advantage  with  those 
who  reside  north  of  the  same.  A  good  deal 
more  delay  has  occurred  than  was  apprehen- 
ded in  closing  up  the  gap  between  Pulaski 
and  the  station  at  Prospect.  All  of  the  con- 
tracts for  grading  and  masonry,  as  well  as  the 
tunnel  contract,  expired  the  1st  March  last, 
and  the  directors  based  their  expectations  of 
an  earlier  completion  of  the  road  on  their  con- 
fidence in  the  ability  and  disposition  of  the 
several  contractors  who  had  entered  into 
engagements  with  the  company  along  the  line 
to  comply  with  the  stipulations  of  their  agree- 
ments in  contract  time.  The  sections  em- 
bracing Hicks'  bluff  and  the  tunnel  were  heavy 
contracts,  and  situated  as  they  were  north  and 
south  of  much  of  the  intervening  work,  regu- 
lated, in  a  great  degree,  the  effort  of  others 
in  closing  up  their  engagements  at  an  earlier 
period.  We  are  pleased  now  to  announce  to 
you  that  for  the  last  week  or  ten  days  trains 
have  passed  over  the  road  south  of  this  village 
to  within  one  hundred  yards  of  the  tunnel,  and 
that  to  day  we  are  informed  that  the  track  is 
being  laid  through  the  same.  We  feel  safe, 
therefore,  in  the  assurance  that  the  next  fifteen 
or  twenty  davs  will  close  up  the  remaining  gap 
on  this  road,  and  thus  your  connection  with 
the  Memphis  and  Charleston  road  at  Decatur 
will  be  finished  and  the  Southern  outlet  se- 
cured. 


In  addition  to  carrying  into  effect  sneh 
contracts  as  had  been  previously  entered  into, 
much  new  business  has  come  before  the  Board 
for  action.  Station  houses  from  Columbia  to 
Pulaski  have  been  provided  for  the  transaction 
of  business,  1,200  tons  of  iron  rail'  have  been 
purchased  and  delivered,  with  all  necessary 
fish-bars,  spikes  and  bolts.  The  superstructure 
of  the  bridge  over  Richland  creek  at  Butler's 
ford  has  been  let  to  contract  and  finished. 
Three  fine  Locomotives,  two  first  class  Passen- 
ger, four  Box,  and  six  Platform  Cars  have 
been  added  to  the  motive  power  and  rolling 
stock  of  the  Company:  these  with  previous 
purchases  give  the  Road  complete  equipment 
to  dispose  of  any  business  which  mav  accumu- 
late along  the  line.  At  the  commencement 
of  the  present  year  a  road  force  of  fiftv  negro 
laborers  was  hired,  and  their  services  have 
proven  of  great  value  in  keeping  the  road-bed 
in  order,  in  ballasting  the  unfinished  portion 
of  the  same,  and  aiding  contractors  who  were 
behind  time,  and  this  force  are  now  engaged 
in  laying  down  the  remaining  unfinished  por- 
tion of  the  track.  In  all  respects  these  la- 
borers have  proved  a  matter  of  convenience 
and  economy,  giving  the  command  and  con- 
trol of  labor  when  and  where  needed.  Durinf 
the  session  of  the  last  Legislature  application 
was  made  for  the  restoration  of  the  Central 
Southern  Railroad  Company  to  the  privilege 
of  One  additional  Thousand  Dollars  per  mile 
on  thirty-three  miles  which  had  been  relin- 
quished by  the  Company  at  a  previous  session, 
with  a  view  of  obtaining  an  earlier  possession 
of  the  State  bonds  granted  to  this  and  all  other 
similar  internal  improvements  in  the  State,  for 
investment  in  iron  rails  which  had  greatly 
declined  at  the  time.  The  application  was 
successful,  and  there  was  added  thirty-three 
thousand  dollars  in  six  per  cent  State  bonds 
to  the  resources  of  the  Company.  The  aid 
came  in  good  time  as  it  is  well  ascertained 
that  even  ten  thousand  dollars  per  mile  in 
State  bonds  will  not  fully  accomplish  all  the 
objects  that  fund  is  intended  to  cover.  The 
balance,  however,  will  not  be  large,  and  other 
means  will  supply  its  deficit,  The  Directors 
owe  an  acknowledgment  to  the  Officers  of  the 
County  Court  of  Giles  county,  for  their  cheer- 
ful co-operalion  in  causing  to  be  issued  for 
the  use  of  the  Company  $SO,000  in  eonntv 
warrants  in  anticipation  of  the  county  tax  of 
1860  and  1861.  These  were  disposed  of  at  a 
small  loss,  and  their  proceeds  applied  to  the 
payment  of  the  debts  of  the  Company,  greatly 
relieving  its  finances  and  benefiting  its 
creditors. 

An  agreement  has  been  entered  into  with 
the  Tennessee  and  Alabama  and  the  Alabama 
and  Tennessee  Railroad  Companies  to  run 
through  trains  from  Nashville  to  Decatur. 
This  arrangement  will  go  into  operation  as 
soon  as  the  gap  is  filled  in  your  road  and  your 
present  Southern  terminus  reached.  Much 
advantage  is  apprehended  from  this  agree- 
ment— among  the  most  distinguished  of  these 
may  be  named,  diminution  of  expenses,  expe- 
dition, the  comfort  of  passengers,  and  increas- 
ed patronage.  The  number  of  competing 
lines  which  will  soon  be  in  operation  demands 
that  these  objects  shall  be  made  to  appear  in 
the  early  commencement  of  your  through 
connection. 

The  accompanying  reports  of  the  Chief 
Engineer,  the  Secretary  and  Treasurer,  and 
the  Superintendent,  all  contain  valuable  infor- 
mation for  the  Stockholders,  and  we  ask  for 
them  your  careful  investigation  and  scrutiny. 

All  of  which  is  respectfully  submitted. 

Thomas  Martin,  President. 

Pulaski,  Nov.  1,  1S60. 
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ENGINEERS    REPORT. 

To  the  President  and  Directors  of  the  Central 
Southern  Railroad  Company  : 

GentlemeH', — During  the  fiscal  year  just 
closed,  all  the  grading  for  the  entire  Road 
that  remained  unfinished  at  the  date  of  the 
last  Annual  Report  has  been  completed,  ex- 
cept Mandry  Ridge  Tunnel.  The  latter  will 
require  two  or  three  days  more,  probably, 
before  it  is  ready  for  the  track  to  be  laid 
through  it. 

Three  bridges  have  been  built  during  the 
year  over  Richland  creek — two  having  a  clear 
span  of  one  hundred  and  eighty  feet  each,  and 
one  of  the  two  spans  of  one  hundred  and  fifty 
feet  each. 

A  bridge  of  fifty  feet  span  is  put  over 
Pigeon  Roost  creek,  and  four  small  ones  of 
eighteen  and  twenty  feet  width  of  opening  are 
used  to  cross  some  small  streams  between 
Pulaski  and  Butler's  Ford. 

The  superstructure  for  Elk  River  Bridge 
was  completed  last  winter.  The  track  was 
immediately  laid  across  it;  and  after  being 
used  for  six  or  eight  months,  until  its  parts  had 
assumed  their  proper  bearings,  it  was  adjusted, 
and  covering  and  protecting  it  was  commen- 
ced. The  cost  of  this  bridge  is  to  be  paid 
exclusively  from  the  State  appropriation. 

Three  instalments  of  bonds  have  been  is- 
sued by  the  Governor.  The  fourth  and  final 
instalment  will  be  applied  for  as  soon  as  the 
covering  is  fully  completed  and  accepted  from 
the  Contractors. 

The  track  was  laid  to  Pulaski  in  the  last 
days  of  January.  The  eight  miles  nearest  the 
town  were  laid  with  half  the  required  number 
of  cross-ties.  The  deficiency  was  made  up 
during  the  summer  and  that  part  of  the  road 
ballasted. 

South  of  Pulaski  ballasting  has  been  done 
at  irregular  intervals  to  the  extent  of  about 
three  miles. 

Track  laying  was  resumed  South  from  Pu- 
laski the  first  of  August  by  the  Road  Force  of 
the  Company,  and  has  now  reached  Maudry 
Ridge  Tunnel. 

From  the  Alabama  State  line,  the  track  was 
laid  to  Prospect  Station  last  winter  and  spring, 
and  has  since  been  operated  by  the  Tennessee 
and  Alabama  Central  Railroad  Company,  in 
connection  with  their  road  to  Decatur.  The 
unfinished  break  between  the  tracks  is  three 
and  one-half  miles. 

The  rails  for  the  track  from  Pulaski  to 
Prospect  were  delivered  in  Nashville  last 
spring  from  the  Cambria  Iron  Works,  who  fur- 
nished the  rails  from  Columbia  to  Pulaski, 
and  the  spikes  and  fastenings  are  from  the 
Tredegar  Iron  Works.  These  fastenings  are 
all  iron,  and  are  an  improvement  on  those 
used  North  of  Pulaski,  which  are  of  iron  and 
wood. 

ROLLING   STOCK. 

Three  locomotives  have  been  delivered 
duriug  the  year — the  "Thomas  Buford,"  and 
"  Decatur,  "  passenger  engines,  and  the 
"  Maury,  "  a  freight  engine — making  three 
passenger  and  two  freight  engines  owned  by 
the  Company. 

The  following  cars  have  been  received  since 
the  last  report : 

1  First  Class  Passenger  Car  from  A.  Street 
&  Co. 

2  First  Class  Passenger  Cars  from  Barney, 
Parker  &  Co. 

5  Box  Cars  from  A.  Street  &  Co. 

4  "       "         "     Vannoy  &  Turbiville. 
CFlat    "         " 

5  Hand   Cars. 

In  addition  to  the  above,  Vannoy  k  Turbi- 


ville have  completed  two  Box,  and  two  Flat 
Cars  not  yet  received. 

The  rolling  stock  will  consist  of  the  fol- 
lowing : 

3  Passenger  Locomotives. 

2  Freight  do 

3  First  Class  Passenger  Cars. 

1  Baggage,  Mail,  and  Second  Class  Car. 
16  Box  Cars. 

21  Flat     do. 

2  Road  and  Track  Laying  Cars. 
5  Hand  Cars. 

1  Stock     do. 

Two  additional  Hand  Cars  will  be  needed 
this  year,  and  the  Box  and  Flat  Cars  must 
soon  be  largely  increased,  as  well  as  the  num- 
ber of  Passenger  Cars. 

BUILDINGS    AND    FIXTURES. 

A  substantial  and  nearly  fire-proof  brick 
engine  house  has  been  completed  at  Colum- 
bia, with  places  for  four  locomotives. 

A  temporary  wooden  Carpenter's  Shop, 
Blacksmith's  Shop,  Car  House,  Store  House, 
&c,  are  erected  on  the  Company's  Grounds 
adjacent  to  the  Engine  House. 

Temporary  wooden  Station  Houses,  for  the- 
accommodation  of  Freight  and  Passengers 
have  been  built  at  Columbia,  Pleasant  Grove, 
Campbell's, Lynnville,  Fitzpatrick  s,  Reynold's, 
Wales,  and  Prospect.  A  permanent  brick 
building  is  finished  for  Pulaski  station. 

During  the  present  year  a  wooden  Station 
House,  similar  to  those  at  the  other  stations, 
should  be  put  up  at  Butler's  Ford,  and  the 
Section  Houses  for  the  Repair  Force  should 
be  built. 

The  latter  may  be  cheap  wooden  buildings, 
but  should  be  made  convenient  and  comfort 
able.  For  the  next  few  years,  a  large  amount 
of  work  must  be  expended  upon  the  road-bed 
and  track,  and  suitable  conveniences  for  the 
force  employed  will  add  greatly  to  the  economy 
with  which  it  can  be  done. 

A  Water  Station  was  put  up  at  Pulaski  last 
year,  and  two  more  must  be  added  this  year 
between  it  and  the  State  line. 

During  the  present  year  Bridges  should  be 
covered  and  protected.  They  have  already 
stood  exposed  to  the  elements  quite  as  long 
as  it  is  prudent  for  them.  After  this  winter 
they  will  rapidly  deteriorate,  and  require  re- 
building in  six  or  eight  years,  while  if  covered 
immediately  they  should  last  three  times  as 
long. 

The  track  should  be  thoroughly  ballasted, 
and  put  in  good  order  at  once,  at  whatever 
cost  may  be  necessary.  If  much  longer  neg- 
lected many  rails  will  be  irreparably  injured, 
to  say  nothing  of  the  disrepute  into  which  a 
rough  and  uneven  track  will  soon  bring  the 
road.  As  it  is,  it  will  be  apt  to  give  no  little 
trouble  during  the  winter,  and  sound  economy, 
as  well  as  policy,  dictates  that  it  be  put  in 
condition  second  to  nc  other  in  the  State.  As 
with  the  covering  of  the  Bridges,  it  does  not 
admit  much  longer  delav,  without  sacrificing 
more  than  the  Stockholders  would  be  willing 
to  lose,  could  they  see  the  real  importance 
and  necessity  of  it. 

Provision  should  likewise  be  made  to  have 
every  piece  of  trestle-work  filled  with  solid 
embankment,  or  permanently  bridged  within 
the  next  four  years.  If  commenced  and  car- 
ried on  judiciously  it  can  be  done  at  small  cost 
without  interrupting  the  business  of  the  road, 
and  with  perfect  safety;  but  if  neglected  too 
long,  or  gone  about  ignorantly,  it  will  be  a 
source  of  great  expense  and  constant  trouble. 

The  peculiar  position  of  this  road,  with  local 
business  too  small  at  present  to  support  it, 
while  surrounded  and  cut  off  by  superior  com- 
petitors for  through  business,  will  require  it 


to  be  kept  up  in  the  most  thorough  manner, 
so  that  the  traveling  public  may  never  be  dis- 
appointed by  the  failure  of  trains. 

A  single  accident  or  the  missing  a  few  eon 

nections,  will  be  taken  advantage  of  by  rival 

lines  to  divert  away  in  a  few  months  sufficient 

traffic  to  pay  for  all  the  needed  improvements. 

Respectfully  submitted. 

A.  Anderson, 

Nov.  3,  18G0.  Chief  Engineer. 

superintendent's  report. 

Office  Transportation,  Central  Southern  1 
Railroad,  Columbia,  October  1,  1860.  J 

To  the  President  and  Directors  .of  the  Central 
Southern  Railroad  Company  : 

Gentlemen, — I  hereby  submit  the  following 
Report  of  the  operations  in  the  Transportation 
Department  of  your  Road  for  the  year  ending 
September  30th,  1860: 
Darnings. 

1859.  Freight.     Passenger.     Total. 

August,  September 

and  October §187  34       576  05       703  3C 

November 30180       41160       713  40 

December 009  66       616  00     1225  66 

January 872  03       756  25     1628  29 

February 2196  68     1127  95     3324  63 

March 1688  51     1326  15     3014  66 

April 1328  87     1517  76     2846  63 

May 10(3107     1996  83     3057  90 

June 706  90     2075  81     2782  71 

July 554  70     2077  42     2632  12 

August 522  40     2005  41     2527  81 

September 79184     2669  40     346124 

$10821  80  17156  63  27978  41 
Mail  service,      $967  75 
Extra  Baggage,    108  20 
"Car  Accouut,        912  50 

1988  45 


Total  Earnings $29,966  88 

expenditures. 

Enginemen  and  Firemen  $1515  24 

Conductors,  Baggage  and  Brakemen...   1777  82 
Wood  and  Water  Station  attendance...     332  09 

Oil  and  Waste , 434  81 

Wood,  First  Cost  and  Labor 429  59 

Repairs — Locomotives 313  61 

"  Cars 1203  79 

"         Shop  Tools  and  Machinery...  7  70 

"         Track 493  26 

Road-bed 90  73 

"         Bridjes 127  23 

•'         Buildings  and  Fixtures 109  99 

Office  Expenses 27  50 

Stationery  and  Printing 198  90 

Agents  and  Clerks 2149  14 

Station  Labor 195  37 

Superintendence 166  66 

Loss,  Damage  and  Overcharge 223  40 

Incidentals 332  70 

10,059  18 
Wood  not  charged  to  transportation....     711  65 

Total 10,770  83 

Net  Earnings $19,195  05 

Or  64  per  cent  of  Gross  Receipts. 
Number  of  passengers  carried  on 

the  Cars 19,172. 

Average  number  of  miles  traveled      21  05-100. 
"      Fare   paid   by   each  Pas- 
senger        84    2-10c. 

Passengers  carried  one  mile 429,916. 

Number   of  miles   run   by  Loco- 
motives   28,780. 

Cost  per  mile  : — 

Enginemen  and  Firemen 5  4-10o., 

Wood   and  Water  Station  -zutenr 

dance •-...,         1  l-10c. 
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Oil  nud  Waste 7-10c. 

Wood 4c. 

Repairs 1   1-iOd. 

Tula] 12  8-10c. 

The  earnings  in  August  and  September, 
185!',  arc  included  in  the  earnings  for  the  past 
year — amount,  ¥231  l.VlllO. 

Had  the  Transportation  Department  been 
credited  with  the  Freight  for  Iron  Spikes,  etc., 
transported,  and  for  repair  of  cars  used  in 
construction,  the  net  earnings  would  have  been 
increased  several  thousand  dollars.  But  the 
hands  on  construction  have  done  something 
in  the  way  of  repairing  track,  while  ballasting 
ns  an  offset,  in  part,  for  the  work  dene  by  the 
Transportation  Department, 

The  Road  was  opened  to  Lynnville,  Sep- 
tember 19th,  1859,  Reynolds1,  November  10th, 
Pulaski,  January  30th,  I860,  and  to  Richland, 
September  10th. 

The  largest,  amount  received  for  Freight 
was  during  the  month  of  February,  which  was 
caused  by  the  accumulation  of  cotton  at 
Pulaski  before  the  track  reached  there.  You 
can  form  some  idea  from  the  freight  of  that 
month,  of  wbal  could  be  dune  with  the  equip- 
ment then  on  the  road,  but  it  is  not  a  fair  test 
as  the  cars  went  through  to  Nashville,  and  the 
Tennessee  &  Alabama  Railroad  did  not  fur- 
nish their  proportion  of  cars. 

The  equipment  at  that  time  consisted  of 
two  locomotives,  ten  box,  and  fourteen  flat 
cars.  The  locomotives  and  fiat  cars  were 
used  both  by  transportation  and  construction 
departments,  about  equally  by  each. 

There  has  been  a  constant  increase  in  the 
passenger  receipts  from  month  to  month,  with 
the  exception  ol  August,  when  there  was  a 
slight  falling  off  from  the  preceding  month. 
You  could  not  expect  the  same  increase  in* 
the  freight  receipts,  but  had  there  been  good 
crops  made,  the  amount  for  both  freight  and 
passengers  would  have  been  much  larger. 

There  is  a  good  local  business  on  the  road, 
considering  the  length  of  time  it  has  been 
opened,  which  with  proper  encouragement 
will  continue  to  increase  from  year  to  year, 
and  although  some  may  look  upon  it  as  a 
small  matter  compared  with  the  through  busi- 
ness, it  is  something  that  competing  lines  can 
not  take  away,  and  will  always  pay  remune- 
rating prices  for  services  rendered. 

There  are  two  freight  and  three  passenger 
engines  on  the  road.  The  Giles  and  Pulaski 
look  rather  dingy  on  account  of  having  been 
exposed  to  the  weather  so  long — the  Giles 
since  June  i-llh,  and  ihe  Pulaski  since  about 
September  loth,  1859.  A  little  paint  and 
varnish  properly  applied  would  improve  their 
appearance.  Ihe  Pulaski  stands  in  need  of 
some  other  repairs,  but  is  in  running  order. 
The  Maury,  Buford  and  Decatur  have  seen  but 
little  service.  They  are  all  good  machines, 
and  although  too  heavy  for  the  present  busi- 
ness 1  think  will  bo  worked  to  their  full 
capacity  when  the  road  is  completed. 

There  are  three  first  class  and  one  second 
class  Passenger  cars.  The  second  class,  and 
one  of  the  first  class  cars  ought  to  be  re- 
painted, but,  can  not  be  spared  from  the  trans- 
portation service,  as  two  of  the  cars  are  south 
of  the  tunnel  and  can  not  be  brought  into  use 
until  the  track  is  completed.  There  are  19 
Flat,  1  Stock,  14  Box,  1  Road,  2  Iron  and  5 
Hand  Cars,  all  in  running  order ;  4  Box  and 
6  Flat  Cars,  built  by  Yanuoy  &  Turbiville,  are 
nearly  new. 

The  Engine  House  at  Columbia  is  completed 
with  stalls  for  four  Locomotives.  There  is 
also  a  carpenter  s  shop  that  will  answer  for  a 
paint  shop  when  a  better  buildiag  is  put  up, 
and  a  blacksmith  shop. 


1  think  the  Company  ought  to  build  their 
freight  cars.  They  could  do  so  at  a  saving 
in  cosfialnd  be  slire  of  having  good  ears.  It 
would  be  belter  to  purchase  ihe  irons 
and  put  the  cars  up  at  the  Shops'  of  the  C  >m 
puny,  than  to  buy  ears  completed,  from  the 
fact  that  both  lumber  and  labor  are  cheaper 
here  than  in  Xa-hvilie  or  Memphis  where  mpst 
of  the  cars  on  ihe  road  were  put  up. 

Hough  Freight  Houses  have  been  built  at 
Columbia,  Pleasant  Grove,  Campbell's,  Lynn- 
ville, Buford's,  Reynolds',  Wales,  Prosp 
and  a  substantial  brick  Freight  and  Passenger 
House  at  Pulaski.  A  I':,  Isenger  House  at 
Columbia  would  add  much  to  the  comfort  of 
persons  waiting  for  the  departure  of  trains. 
It  is  very  disagreeable,  particularly  for  ladie1  . 
to  wait  in  the  open  air  when  the  weather  is 
cold  or  wet. 

There  are  no  Division  Houses  for  the  con- 
venience and  protection  of  the  hands  employ- 
ed on  repairs.     The  lumber  is  sawed  i 
houses  and  they  ought  to  be  put  up  as  soon 
as  possible. 

The  bridges  on  the  road  ought  to  he  covered 
at  an  early  day.  If  they  remain  exposed  to 
the  weather,  as  they  now  are,  it  will  not  be 
many  years  before  it  will  be  necessary  to  re- 
build them. 

A  portion  of  the  force  intended  for  the  trade 
have  been  at  work  grading,  on  Section  No.  13, 
since  May  1st,  so  there  has  not  been  sufficient 
force  on  the  track  to  put  it  in  good  order,  but 
it  can  be  much  improved  by  Christmas. 

There  has  been  no  Passenger  car  off  the 
track  during  the  year,  and  no  person  injured 
from  the  running  of  trains. 

All  of  which  is  respectfully  submitted. 

D.  J.  Johns,  Superintendent. 

treasurer's  report. 


Dr.  ssets.         October  1,  1S60. 

Cash  Subscriptions — unpaid 84-3, '..'47  51 

Construction      "  "         11,008  61 

Tlios.  Martin,  agent  for  State  Loan...  25,864  75 

Bills  receivable 205  51 

Cash 882  73 

Local  Work  construction 363, Sob'  73 

Clearing,  Gradiug,  and  Culvert  Ma- 
sonry     64.272  73 

Bridge  Masonry 5,988  21 

Bridging 25,233  57 

Cross-ties  and  Track-timbers 13,971  15 

Ballast 3,326  05 

Cattle  Guards 2,93091 

Right  of  Way  302  75 

Engineering  Department 7,189  45 

Contingencies 3,934  60 

Discount,    Interest    and    Exchange, 

General  Interest  Account — balance     7,164  40 
Bond  Interest — Interest  on  Construc- 
tion Bonds  issued 3,552  99 

Track  ami  Equipment  Coustruction..234,'.!25  18 

Rails 83,54262 

Spikes  aud  Fastenings 23,145  20 

Frogs  and  Switches 2,115  18 

Turntables ' 713  27 

Tracklaying 4,082  12 

Eocotnoiives 32,88815 

Freight  Cars 8.139  -18 

Passenger  Cars 3,899  69 

Road  and  Hand  Cars 448  80 

Water  Stations 772  48 

Machine  Sho|  s  and  Engine  Houses..     3,263  34 

Depot  and  Station  Buildings 7,331  66 

Shop  Tools  and  Machinery 470  37 

Track  Tools 96  36 

Oil  aud  Wasle 33i  09 

lnoideutals 485  02 

Elk  River  Bridge 54,564  11 

State  Loan,  Interest  and  Exchange..  60,715  04 
Road  Force ."....   14,440  06 


Engine  Wood 2,324  47 

Tennessee    and    Alabama    Railroad 

Company 7,273  79 

Total $1,137,707  10 

Cr.  LIABILITIES. 

Capital  Slock $244,340  83 

Scrip — Tax  Receipts  issusd  and  re- 
deemable  by  Company  in  Stock 

or  Transportation — balance 200,868  06 

Slate  Loan  514,000  00 

Tr.*nsnortation — balance 15,38!  99 

Bills  payable 17:- 

Construclion   Bonds 24,009  72 

Thomas   Martin , 13,271  72 

Contractors 44J442  70 

Total $1,137,707  10 

Dr.  RECEIPTS. 

Balance  per  last  Annual  Report....  32.912  09 
Subscriptions — amount  paid  on  calls  33,143  77 

Thomas  Martin,  agent 5,794  01 

Thomas  Mania 10,805  94 

Giles  County  Warrants 7,820  00 

BiSis  Payable 18,363  39 

Bills  Receivable 1,707  58 

Tennessee    and    Alabama   Railroad 

Co  in  pany 2,764  51 

Transportation 31,827  06 

Discount,  Interest  and  Exchange....        205  05 

Tolal  $121,453  40 

Cr.  DISBURSEMENTS. 

Contractors 558,744  10 

Bills  Payable 14,283  45 

Construction  Bonds .3,379  86 

State  Loan,  Interest  and  Exchange..  19,954  20 

Transportation 12,236  49 

Road  Force 2,750  60 

Thomas  Martin,  agent  2,705  79 

Thomas  Martin 715  63 

Tennessee    and    Alabama    Railroad 

Company 3il  OS 

Eight  of  Way 3<J0  U0 

Printing  and  Advertising, 62  50 

Office  Expenses 51  40 

Incidental  Expenses 12  29 

Engineering  Department 5,040  45 

Discount,  Interest  and  Exchange....  22  i-3 

Balance, 882  73 

Total 5121,453  40 

*sn. 

EIGIITn  MONTHLY  REPORT  OF  JOSEPH  W.  AEBOP, 
RECEIVER  OF  THE  OHIO  &  MISSISSIPPI  RAIL- 
ROAD   COMPANY,  FOR    NOVEMBER,   I860. 

Balance  from  October §17,487  36 

RECEIPTS. 

From  Express  Freight,  of  October $2. 075  45 

"  Passeugers  prior  to  November...  5,278  16 
"     Freight  "  "  ...  4  47;  40 

"  Passengers  on  November  acc't... 34.195  94 
"     Freight  "  "         ....26,98-5  41 

Other  sources 3,649  53 

594,149  05 

DIUSBRSEHENTS. 

Paid  charges  advanced  in  account 

with  other  Roads  §5,434  10 

Paid  Interesis  and  Discounts 575  76 

Paid  Office  aud  other  expenses  427  60 

Paid   First  Mortgage   Coupons,  due 

July  1,  1858 70  00 

Paid  First  Mortgage    Coupons,  due 
Jan.  1,  1859 70  00 

Paid   Fiist  Mortgage  Coupons,  due 
July  1,  1S69 70  00 

Paid   First  Mortgage  Coupons,  due 

July  1,  1S60 12,005  00 

Paid  on  account  of  November  cur- 
rent expenses 3,074  55 

Paid  on  acc't  of  former  arrearages...     4,903  13 

Paid  on  acc't.  of  October  current  ex- 
penses and  construction  work 63,303  61 

Balance  carried  to  December  acc't...     4.327  30 
Total. $94,149  05 
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DIVIDENDS  AMD  INTERESTS. 

The  Cleveland,  Columbus,  and  Cincinnati 
Railroad  Company  ha  e  declared  a  semi-an- 
nual dividend  of  a\  per  cent,  payable  Febru- 
ary 1.  A  dividend  of  41  per  cent,  was  paid 
in  July  last,  making  10  per  cent,  for  the  year. 
The  earnings  for  the  year  are  said  to  be  more 
than  justify  this  liberal  division  of  cash  pro- 
fits. 

The  Eastern,  Mass.,  Railroad  Company  have 
declared  a  dividend  of  2  per  cent,  payable 
January  1.  This  is  ihe  first  dividend,  since 
the  difficulties  in  which,  the  company  became 
involved  bv  the  cfefateation  of  Tnekermac. 

The  Old  Colony  and  Fall  River  Railroad 
Company  have  declared  a  semi-annual  divi- 
dend of  3  per  cent,   payable  January  1. 

The  Boston  and  Providence  Railroad  Com- 
pany have  declared  a  dividend  of  4  per  cent, 
payable  January  1. 

*  The  Boston  and  Lowell  Railroad  Company 
have  declared  a  semi-annual  dividend  of  4 
per  cent,  payable  Jan.  1  to  holders  15th  inst. 

The  Providence  and  Worehester  Railroad 
Company  have  declared  a  semi  annual  divi- 
of  4  per  cent.,  payable  Jan.  I. 

The  Middlesex  Railroad  Company  have  de- 
clared a  dividend  of  6  per  cent,  payable 
Jan.   1. 

The  Boston  and  Maine  Railroad  Company 
have  declared  a  dividend  of  4  per  cent ,  pay- 
able January  1 

The  Lehigh  Valley  Railroad  Company  have 
declared  a  dividend  of  4  per  cent,  payable  in 
stock. 

The  Panama  Railroad  Company  have  de- 
clared a  semi  annual  dividend  of  9  per  cent, 
payable  Jan,  2 

The  Western  Railroad  bonds  of  Massachu- 
setts have  declared  a  semi-annual  dividend  of 
4  per  cent,  payable  Jan.    1. 

The  Hartford  and  iSTew  Haven  Railroad 
Company  have  declared  a  quarterly  dividend 
of  3  per  cent  payable  Jan.  2,  to  the  New  York 
stockholders  at  the  Union  Bank. 

The  Worehester  and  Nashua  Railroad  Com- 
pany have  declared  a  dividend  of  %'l  50,  pay- 
able Jan.  7. 

The  interest  due  Jan.  1st  on  the  bonded 
debt  of  Virginia,  will  be  paid  in  this  eity  at 
the  Bank  ot  the  State  of  New  York    . 

The  interest  on  the  Ohio  State  stocks  will 
be  paid  at,  the  office  of  the  Ohio  State  Agen- 
cy, 25  William  St.,  from  the  1st  to  the  loth  of 
January. 

The  interest  on  the  third  mortgage  bonds  of 
the  New  York  and  Erie  Railroad  Company, 
which  became  due  Sept.  1st,  will  be  paid  up 
on  presentation  to  the  receiver,  in  Erie  Place. 
This  leaves  no  over-due  interest,  except  on  4th 
and  5th  mortgage  bonds. 

The  interest  on  the  public  debt  of  Iowa,  due 
Jan.    1,  will  be  paid  liy  Messrs.    Atwood  &  Co 

The  interest  due  Jan.  1  on  Ihe  Minnesota 
8250,000  8  per  cent  State  loan  will  be  paid  by 
Messrs.  Clark  Dodge  &  Co.,  51  Wall  St. 

The  interest  due  Jan.  1,  on  the  State  debt 
of  Indiana  will  be  paid  by  Messrs  Winslow, 
Lanier  &  Co. 

The  interest  an  the  debt  of  North  Carolina 
will  be  paid  at  the  Bank  of  the  Republic. 

The  January  interest  on  Green  Co.,  Ills., 
bonds,  and  the  Joliet  and  Chicago  Railroad 
bonds  will  be  paid  by  M.  K.  Jesup,  &  Co. 

The  interest  on  the  bonds  of  the  Central 
Military  Tract  ,  Chicago  and  Aurora,  and  Chi 
cago  Burlington  and  Quincy  Railroad  Compa- 
nies, maturing  January  I,  1861,  will  be  paid 
by  the  Bank  of  Coruuiprce  in  New  York. 

The  coupons  of  Jackson  County,  Ohio, 
bonds,  due  on  the  1st  of  January,  will  be  paid 


after  that  date  at  the  Ocean  Bank  in  this 
city. 

Interest  coupons  of  the  Third  Mortgage 
Bonds  and  bonds  of  1872  of  the  Harlem  Rail- 
road will  be  paid  on  and  after  Jan  2,  1801,  at 
the  Treasurer's  office,  corner  Twenty-sixth 
street  and  Fourth  avenue. 

The  interest  duo  on  the  bonds  of  the  Cleve- 
land and  Toledo  Road,  due  1st  January,  will 
be  paid  at  the  Corn  Exchange  Bank. — Rail- 
way Journal. 

MOHETAEY  AND  COMMERCIAL- 

There  has  been  no  very  great  changes  in 
financial  affairs  since  our  last  issue.  Money  is 
however  regarded  as  a  little  easier,  since  the 
payments  of  the  early  part  of  the  month  have 
been  made.  Bankers  are  doing  tbe  best  they 
can  to  aid  parties  in  need  of  help  through  the 
pressure. 

The  position  of  the  mercantile  community 
throughout  this  whole  panic  shows  a  very  safe 
and  secure  basis.  The  payioentsof  the  1st  of  Jan- 
uary, the  great  settling  day  of  the  year  were 
generally  met  with  as  much  promptness  as  in 
better  times.  We  hear  of  no  failures  in  our 
city,  a  fact  which  is  at  once  gratifying  and 
satisfactory.  Business  is  also  much  better  than 
was  expected.  Instead  of  a  total  failure  of  or- 
ders and  remittances,  our  merchants  are  receiv- 
ing both  to  a  fair  extent.  Produce  is  moving 
and  exchange  on  the  East  is  lower  in  our  mar- 
kets. In  our  last  we  noticed  a  decided  im- 
provement in  uncurrent  funds.  Exchange  at 
Chicago  early  in  the  week  ran  down  as  low  as 
3  per  cent.  Towards  the  close  an  advance  was 
made  to  5  per  cent.  This  throws  Illinois  and 
Wisconsin  currency  back  to  7  and  8  per  cent, 
at  which  rates  we  now  quote   it. 

At  the  East  we  notice  a  general  payment  o 
interest    on    State  and  Railroad   Donds,  a  fact 
which  greatly   strengthens  confidence  in  their 
value.      We  quote  Eastern  exchange  as  follows  • 

Buying.  Selling. 

New  York ^  to  J  prem.        J  prem. 

Philadelphia,...        par  |  prem. 

Boston, pur  to  J  "           J       " 

Baltimore, -J  dis.  par. 

New  Orleans... |  pr<'m.  1  prem. 

Gold, £  prem.  J  to  1  " 

Uncurrent  money  is  quoted  as  follows  ; 

Missouri,  7  dis. 

Illinois.  Wisconsin  and  Iowa, 7  " 

Virginia  Eastern, 8  " 

Wheeling  and  branches 0   " 

Pennsylvania,  Interior  and  Pitts- 
burg,  5   " 

Philadelphia 1   " 

Mary  la  ml  3  to  5  " 

Tennessee, 5  to  20'' 

The  Illinois  merchants  and  legislators  are 
agitating  the  question  of  an  amendment  to 
their  banking  law  which  shall  make  their  cur- 
renc y  more  secure. 

By  Telegraph, — Stocks  dull  and  lower;  Chi- 
cago and  Rock  Island  03  ;  Chicago,  Burlington 
and  Quincy  07  ;  Cleveland  and  l'uledo32}:  Ga- 
lena and  Chicago  bol;  Illinois  Central  Scrip 
75;  Michigan  Southern  Guarrauleed  33£;  -Mi- 
chigan Central  53 j;  Delaware  and  Hudson  85; 
PiieificJ.VIii.il  S7J  ;  Pew  York  Central  70f;  Erie 
35;  Hudson  45{;  Harlem  1SJ  ;  Reading  39 j  ; 
New  Haven  and  Hartford  13-j  ;  United  States 
Fives  of  18GS  lOOi 


bv  siAra  ao  ruiu'i. 

Choice  First  Class  Insurance  by  ihe 


i^iffirp. 


m 


Incorporated  1819.  Charter  Perpetual. 

Cash  Capital,   $1,509,000. 

(ABSOLUTE  AND  UNIMPAIRED.) 
Insures  asrainct  Dangers  of  Fires  and  Perils  of  Navl» 
cation,  on  as  favorable  terms  as  consistent  with  i  ot- 
nii'y  and  fiiir  profit. 

Losses  Paid,  over$  13.000,00 ^ 

Agencies  in  ihe  principal  towns  ami  cities  throughud 
the  Union. 

Agency  established  in  Cincinnati  in  HS25«  Auto- 
dating  all  present  local  Insurance  Companies  and  A  gen 
cics  in  ihe  Insurance  business  of  this  city.  :?4  years 
constant  duty  here,  combined  with  wealth,  experience, 
I  enterprise  and  liberality  especially  commend  tlie  /Eina 
|  Insurance  Company  to  t lie  favoraMc  patronage  of  this 
commnnity.  Standing  solitary  and  alcr.c  the  sole  sur- 
vivor and  liviug  pioneer  ol  Cincinnati  underwriter 
in  lS2o- 

P0LICIES   ISSUED  WITHOUT  DELAY  BY 

CARTER,  &  LIND3EY,  Agents,  No.  40  Main  st.,  a 
No-  l"ii  Vine  street. 
J.J.  HOOKEK,  Asentf    H'ulton  ( ,7i.h  War 

P.  S.  BUSH,  do.,      Covington.  Ky.; 

C.  P.  BUCHANAN,  do.,     Newport.  Ky. 

Branch  No.  171  Vine  St,,< iiicjasnaf) 

The  progress  oT  this  Corporation  has  been  aiatdeand 
uninterrupted  through  seasons  of  financial  sunshine 
and  storm,  or  periods  eventful  in  or  exempt  I'rou* 
sweeping  conflagrations  or  maratiine  disaster.  Being 
long  established  o.v  a  cash  basis,  the  present  troub lee 
of  the  credit,  pvstem. October,  1857)  affect  us  in  no  ma 
teiiiil  particular. 

During  "hard  times"  the  security  ol  reliable  insur 
a  nee  is  an  imperative  duty.  The  ability  of  pro  part" 
owners  to  sustain  toss  being  then  much  lessened. 

J.  8.  BENNETT,  General  Agent 
F.  C.  BKNNK'IT 

J.G.  W.3IMKA.LL,) 


V    P    CHURCH' £  Soi'iaviswo  Agents  and 

Adjusters. 


London  Agency  for  Sale  of  Bonds  &c, 

Messrs  Lan-  e  &  Co.,  are  making  mnre  generally 
known  in  England,  the  great  advantages  of  Ameiicai 
secuiities  for  investment. 

During  the  present  yisar  Messrs  Lance  and  Co.  havt 
disposed  of  a  Large  amount,  of  American  and  Canadian 
Ka'lway  Bonds,  a.iU  are  last  extending  their  con  nee 
tions.  They  will  be  nappy  to  correspond  with  parties 
having  good  American  Securities  for  sale. 

Messis  1,an  ii  &  Co.  have  had  experience  in  tbe.p  a  ; 
chase  and  ship 'iic'nt  of  I  rou,  and  off'  r  their  oooporatio- 
to  those  ahoul  to  uegociate  for  the  disposal  of  tiondb 
and  the  purchase  of  Kails. 

P.  S.  Presidents  of  Railway  Companies  are  roqueste 
to  favor  Messrs  \t.  &  Co.  with  bxhibits  ur  KepurU  o 
their  Companies  as  puhished. 

\i>,  Regent  street.  Waterloo  Place,  London, 
October   1855.  i:ov.l5-6in . 

ENGINEERING!! 

The  undersigned  is  prepared  tuf  urnish 

.SPECIFICATIONS,  ES  I'l.M  ATES  ,  AS  1)  FLAfl 

In  go  ne  rill  or  detail  ol  all  kinds  of 

Steatt  Vessels,  Eugiaes,  Boilers,  Mill  Work,  &« 

Particular  attention  given  to  the  superintending  o 

LOCOMOTIVES,  TENDERS, CARS, 

And  Railway  Machinery  of  every  Description 

While  under  construction . 
AGENT  FOK  THE  PURCHASE  of.  on  commission 
all  articles  required  for  Kai IroaUH.  Rteara  Vessels,!,;? 
,;umotives,  Engines,  Boilers,  Machinery ,  &c. 

General  A  He  ll  t  IV,  r 
ASHOKOFPK  STKaM  GUAGE,  ALLSN  AXD  NOY 
METALLIC  SELF  A  IIJ  USTI  NG.COMC  A'L  PACv 
IMG,    DUDGEON'S     HYDRAULIC    JACK,       3 
Also, for  Water  Cfuag«*n, Indicators, Steam  v\'uiscti? 
CHAR.  w.  OOPELAJiU, 
ConaiH'.ns  Encinoer, 
4  Broadway  J»    U 
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PRICES   TO   SUIT   THE  TIMES! 

RAILROAD  RECORDTiAH  PRINTING  HOUSE 


'WRIGHTSOW 


No.  107  WALNUT  STREET. 


Public  attention  is  respectfully  directed  to  this  establishment,  in  the  assurance 

that  amjde  satisfaction  will  be  given  as  regards  Typography,  Press 

Work,  and  Charges,  to   those  who    may  require 


The  materials  are  entirely  new,  and  have  been  selected  with  great  care,  from  the 
leading  Foundries  of  Cincinnati,  Philadelphia,  New  York  and  Boston. 


Are  of  the  most  approved  manufacture,  with  all  the  recent  improvements  of 
HOE,    ADAMS    AND    WELLS. 


EXECUTED    NEATLY,    AND    WITH    DISPATCH. 

(The  attention  of  those  wishing  Printing  of  the  above  description,  is  respect- 

iully  solicited  to  a  large  number  and  variety  of  Specimens,  which 

may  be  seen  at  our  counting-room.) 


Printing  from  Stereotype  Plates! 

Wc  are  better  prepared  to  do  business  in  this  line  than  any  other  house  in  the 
WEST,  and  at  lower  rates. 


Are  printed  in  the  neatest  manner,  in  GOLD,  SILVER,  or  COPPER  BRONZE, 

h   on  Satin,  Splendid  Glazed  Colored  Paper,  or  Cards,  unequalled  for 
brilliancy,  at  very  low  prices. 


BGGKS  PRINTED,  STEREOTYPED,  BOUND  k  PUBLISHED, 

On  as  short  notice,  and  a's  favorable  terms,  as  by  any  house  in  the  city. 


emember  167  Walnut  Street, 

.  THE  OFFICE  OF  THE  RAILROAD  RECORD. 


PROSSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes, 
TUBULAR  EOILER  MAKERS 

— and — 

ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  Shafting  Sic,  screwed  or  coupled  together 
in  various  "ways. 

KRUPP'S  BEST  CAST  STEEL. 

PABJ&'S  PATENT  GLASS  ENAMELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED    STEEL   TUBES 

THOS.  PROSSER  &  SON, 

28  Piatt  Street,  New  "York. 

EMUiNilLS'  JiXbllUlEMS. 

FOK  SALE  LOW — 4   Engineers'  Levels;   2   Surveyors 
l>m|/usses  ;  one  Transit.     Tbey  haTe  been  but  Utile 
used  and  :ire  iu  good  order. 

JAMES  FOSTEB.  JK.  &  CO., 
jly  Hi_5t.  S-  W.  Corner  of  Fifth  and  Race  Sts. 

APPLEGATE  &  CO., 

Br.oksellers,PublLslier&,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  Si    Cincinnati  O. 


LITTLE    MIAMI 

AND 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 


nAiXinoADS. 


On  and  after  SUNDAY,  November  25,  ISC",  Trains 
will  depart  as  follows: 

7:45  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond  Indianapolis, 
Loguusport  and  Dayton.  Connects  at  Dayton  for  Colum 
has,  Springfield,  Urbana  and  Sandusky;  and  with  D.and 
W.  Koad  for  Troy,  Piqua,  Sidney,  Lima,  Port  Wayne  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

9:30  A.  M.  Express.  —  From  Little  Miami  Depot — 
Connects  via  Columbus  and  Cleveland;  via  Columbus, 
Crestline  and  Pittsburg;  via  Columbus,  Steubenville  ai.d 
Pittsburgh;  via  Columbus,  Bellair  and  Benwood;  and  via 
Columbus,  Bel  lair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

;*:3U  P  M.  Express- From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Lugansport,  and  all  points  West.  Connects  at  Ham- 
iltun  for  Oxford,  etc. 

4:00  R  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

5:15  P.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — Kor Dayton  Troy,  Piu.ua,  Sidney, Lima,  Fori 
Wayne  and  Chicago  .  also  for  Toledo,  Detroit,  and  all  points 
in  Canada. 

U:00  P  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

9:40  P.  M. — Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — Connects  vi;t  Columbus,  Steubenville,  and 
Pittsburgh;  via  Columbus,  CresEine  and  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben- 
wood;    and  via  •  olumbus  Bellair  and  Pittsburg. 

Sleeping"  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  \  ine  Street,  between  the  Posf-Oflice  and  the 
Dumet  House;  No.  5  East  Third  Street;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Coiumbus  time,  which  is  seven 
minutes  taster  than  Cincinnati  ttrue. 

P.  W.  STRADER, 

General  Ticket  Agent- 
Omnibuses  call  for  passengers  by  leaving  directions  at 
theTicketOihces# 
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W.  H,  HYNDMAN'S 


~M~ 


Iws 


Patent  Portable  Forge  and  P* 

THESE  FORGES  are  superior  to  all  ntts«Ke{»r  build 
ere  of  railroads,  mines,  quarries,  gujtwBtiiaa,  Iock- 
miths,  machine  shops,  boiler  makers,  ^aa  fitters   and 
■nalhematical  and   optical  instrument  makers.    Tney 
re  the  only  forge  made  that  can  be  used  without  filling 
he  fire  bed  with  brick  or  clay.  They  are  so  constructed 
t  hat  the  fire  cannot  injure  the  bellows,  which  is   in  the 
cylinder,  under  the  fire  bed.    They  can  he  put  up  in  any 
lesired  position,  and  the  smoke  be  conducted  to  the  flue 
>y  a  pipe. 
Railroad  companies  andothers  in  want   of  Portable 
or&ea  willaddress  W.  G.  HYNHMAN, 

ap'23  41  East  Second  street,  Cincinnati,  O. 

Indianapolis  and  Cincinnati 

SHORT    LINE 


SHORTEST  ROUTE  BY  THIRTY  MILES 

No  chanfre  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN^SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  51.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  1(1:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M— TF.RRE  HAUTE  AND  AFAYETTE 
A  C  C  0  M  M  0  D  A  T  I  O  N.— Arrives  at  Indianapolis  at 
4:5(1  f>.  M. 

6.00  P.  M.-CI1ICAG0  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at":30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^TS-s"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
p  urchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrenceburg  &  Indianapolis* 

X^FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through" 

TIlROUG11  TICKETS, 
(J  ood  until  used,  can  be  obt  lined  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  cull  for 
passengers  at  ill  Hotels  and  all  parts  of  the  City  by  eaving 
address  at  either  office. 

II.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON, 

AND   ZANESVILLE 

Two  daily  trains,  at  0  A.  M  .".nd  G  P.  M.,from  Little  Mi 
ami  Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Returning  Trains — Arrive  Cincinnati  at  8  A.  M.  and 
4.4i>  P.M. 

Through  and  Local  Tickets  ate    t  Depot  cket 

Ollices  of  Little  Miami  Roid. 

'*"  OND  Ter 


RAILROAD  IRON. 

THE  undersigned.  Agents  ror  the  Manufacturers,  are 
prepared  ?  contract  to  deliver  free  on  board,  at 
shtppinjpjjt^in  England,  or  at  ports  of  dischaarge  in 
theUniteti'.ei^B.RailsofsupeTioi  quality, and  of  weight 
ofpatterL    smay  oe  required. 

VORE,  LIVINGSTON  &  CO. 
New  York,  Ap3,  1650.  9  South  Wlliam  Street 


T.  F.  RANDOLPH  &  BHQ. 
Mathematical    Instrument  Makers 

o.G7       est  Gtli  St.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADErni  A,  NEW  YORK  &  BOSTON 
And  only  Ronct  to  Washington  City. 


CENTRAL 

AND 


OHIO 


BALTIMORE  AND  OHIO 

H.AHaH.OAI>. 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columhus  on  the  "West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,    South-West  and   North  West, 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
7>hia.New  York  and  Boston. at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollarsonly. 

BLEEPIKGCAR8  ATTACHE!)  TO  ATX  NIGHT TRAIBTS, 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  forplcasure  or  information, 
can  visit  all  the  Eastern  Cities  nt  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Double  track; 
its  fine  Hotels,  (under  the  surveillance  of  the  Company,) 
ensures  to  the  passenger.  Speed.  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks-,  carl  be  procured 
at  all  principal  Railroad  and  Steamboat  Oflices  in  the  West. 

UTr*  Ask  for  tickets  via  Baltimore  and  Onto  Railroad. 
W    P    SMITH. Master  Transportation,  B.  <£•  O.  R.  ft. 

J.  II.  SULLIVAN,  Gen.  West.  A<*1.,  B.ty  O  It.  R. 
L.  M.  COLE.   Gen.   Ticket  Agt.,   B.  $   0.  R.  R. 
II.  J.  JEWF.TT    Pves't  O.  O.  R.  R. 
J.  W.  BROWN.  Ken.  WpJcet.  Jigi-.,  C.   0.  R.  R. 


G.    \V.    MORRILL, 


G.    R.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description, 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  fui  nished  by  us  shall  be  of  th 
best  quality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited  ,  with  the  assurance  tbat 
no  pain  swill  be  spared  to  give  entire  satisfaction  in 
al    «fifs  6 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7ir.ches  outside  diameter,  cut  to  definite  length 

as  required. 

UUOIT.HTIRON    WULDC9  TUBES, 

Prom  %  to  5  inches  bore,  with  Screw  and  SocketCon- 

oectlons.    T's,L*s,  Stops.  Valves,  Flanges. etc., etc. 

Warehouse,  309  South  Tliird  St., 

P  H  I  L  A  D  K  L  P  H  I  A  ,  |  ».ug 


STKPnEN  MORRIS, 
TliOB.  T  TASKER,  JH 


rilAH.  WHEKLKH.  .IP 

s.  r  m  Ti.dK.Ka. 


W.  HARVEY'S  SAFETY  JOIST 

For    Coupling    the    Ends    of   "  T  &    Rail 
PATENTED,  NOV.  2,  1858. 


Fig.  3  is  a  perspective  view  of  Joint  Rail.  g.  T  is  a 
view  of  outside  plate  C,  whu  h  is  applied  on  ttici  uter  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  Face 
of  the  rails,  sn  that  it  may  form  an  unbroken  bearing  for  the 
wheels,  as  tbey  pass  the  square  extremeties  of  the  rails- 
This  [date  may  be  of  such  form  as  to,', fill  up  the  recess  in 
tte  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  attain st  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  Thelastmen- 
tioned  form  is  the  one  shown  in  the  drawing,  t  init  her  case 
the  lower  part  of  said  plate  rests  partly  upon  the  use  of  the 
rails,  and  partly  upon  theoutside  lip  of  thechair,  hown 
in  Fig. 3. 


Fig.  2  is  a  view  of  inside  plate  DT  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  its  upper  part  can  not  project 
laterally  beyond  the  head  of  the  rails,  or  it  would  interfere 
withte  shegeflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  (he  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C,  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also, in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  arc 
driven  through  them,  and  corresponding  vertical  slots  in  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner;  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses areprovided  for  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
are  in  their  place. 

The  plates  C  and   D,  constructed,  and    applied,    an 
tongued  together,  by  the  tongues  passing  through  thcaUa 
and  secured  by  keys,  as  described,  clamp  and  lock  the.-tila 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed; 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  the  outside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
ther can  move  \vi?hot  the  other. 


Anothergreatadvantagcis,  theallowance  which  ismade 
for  expansion  and  contraction  between  the  tongues  and 
slot;  :n  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sent  mode  of  fastening  them — each  joint  acting  in- 
dependent of  the  other.    Thi.»  mode  of  securing  rails  may 
be  considered  past  impsovement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  offthe  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on   any  part   of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  aa 
road,  thereby  doing  away  vith  thebreakingof  rails,  whee 
and  axles, preventing  the  loss   of  life  and  destruction 
property,  and  saving  at  iejst  fifty  percent,  on  the  wea 
the  rrlllnif  stock  of  the  road. 

*W.  llAUVEv  ,  Inventor  and  P         ah 
41  Jelferson-Mreet,  Albany, 


^04 


THE    RAILROAD    RECORD. 


EO.H    .    KNIGHT     &    BROTHER 

Patent  Attorneys, 


ft.  ITC    Corner  Vine  A:  4tlt. 


Railroad  Oar  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

111),  ii  HIES  Philadelphia 

Ju24.  6m. 


a.  a.  LOEDELI 


H.  S.   M  COMBS.   D.  P.  BUSH. 


BLSH&LOBDELL, 

Witusiitgton  --  =  «.---  Delaware 

MANUFACTURERS  OF 

$&  2  ft  a  sis  ^'gta"s-a"B 


For  B.Ii.  Cars  &  Locomotive  Engines, 

ABE  PREPARED  TO 

■Execute  Promptly  Orders  to  any  Exttiit 

F    Ti   THEIR 

^j'SK^oa    c"-  7— ^  ..«>,      a    j.™ -1^  ^ift  wnmnrci'iiiinan    ^.j 

W  ^  ,.-J  ^  ..^  «~v  ■  7-.  .«' #Bd  iU/  W  eS.aa.vwi  £jexl  ^'3  5 

ElTilEE   SINGLE  OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WHEELS  Fi'S'TED 
To    ISataBKaci'eal  or    RoSBfiS    AxSes, 

In  the  best  man  nor.,  a Uho shortest  notice,  and  on     the 


lost  Reasonable  Terms, 


an  9 


A  bp.uk  for  Ever    Business  Man! 

JUST    PUBLISHED 

-—THE — 

POST-nPFIGK  BUIDBI 

¥or  Post-Masters  and  Business  Men. 

c 0  s T  A 1NING 
A  Complete  List  of  Post- Offices  in  the  United  Mates 
and  Territories,  arranged  by  /States  and  Counties;  A 
Complete  list  of  all  Mstritotting  Post-Offices;  Rates 
of  foreign  and  Do?nestic  Letter  Postage;  Pates  of 
Printed  Matter^  Transient  arth  Regular;  Abstract 
of  the  Laws  and  Regulations  of  t he  Post- 0£lce  De- 
partment, <£'(\,  d'L'.- 

COMPILED    BY    E.    PENROSE    JONES, 
Late  Assistant  Post-Maoter  at  Cincinnati. 

Frice   T  wc»ty-Fivo   Ce  is  8  s. 

HEAD  THE  FOLLOWING  CERTIFICATE. 
TJ.  S.  Blank  Agency,  Cincinnati  Post-Office,  j 
January,  iy.30.     \ 
This  work  has  been  carefully  compiled  and  corrected  hy 
.  Penrose  Jones.  Esq..  late  Assistant  Post-Master  of  the 
ucinnati  P.  0.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices    especially  of  the    Western,   North- Western,  and 
outh-Western  States,  yet  published. 

MAIlLoN  Tl    MEDARY, 
Agent  and  Inspector  of  Blanks ,  dtc.tfor  P.  0.  Depart 

The  booli  makes  an  actavo  pamphlet  of  abonUOO  pages. 
The  entire  mutter  is  kept  standing  in  type,  and  as  the  com 
oiler  is  promptly  advised  of  all  JCevj  Offices.  Changes  ara 
Regulations  o\  'the  Department,  the  information  is  corrected 
up  to  the  last  day  of  pubPnnlion,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  list  is  arranged  by  -States  and  Coun 
ten.  making  it  especially  valuable  to  business  men.  No 
similar  alraugemeiit  has  beer  published  si  ore  1856.  Tnere 
are  3UC0  mire  ofijees  id  this  than  in  any  book  heretofore 
issued.  Tjie Priced  one-halithat  of.auy  ivorkol  the  kind 
dom  published 

IT  Singleccpies  sent  by  mail  (posing  prepaid)  to  any 
address,  upon  receiving  Twenty -Ave  Cent-  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1  l)(),  or  Twelve 
Copies  for  $2.00. 

Address  C  S.  WILLUAMS 

ilJ4  W-Hlnnt  ftrcct, 
ttfiTP  r-'n^j'p^'.ijC.'-J.  . 


WHEELER  a  WILSON'S 


■->:  H' 
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SfcWIKG  MACHINES. 

WM.    SUMMER   &   CO., 
Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 


BRANCH   OFFICES: 


Louisville,  Ky„ 
Lafayette,  Ind., 

Indianapolis,  In  d.., 


Columbus,  0., 
J)'ayton,  0., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine. with 
important  improvements,  a  l  ajeduction  on  former  prices ; 
and  to  meet  the  demand  for  a  mood,  i.ow-i-riced  Familv 
Machine,  have  introduced  a  -new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

IPift&j-Fire    M$oU&r8* 

The  elegance,  speed,  noiselessncss  nnd  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  a  l.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thrend,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  successlul  and  popular  Family  Sewing  Machine 
now  made. 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions- free  of  charge,  tu  enablt*  purchasers  to 
sew  ordinary  seams,  hem.  fell,  quilt',  gather,  bind,  arid 
luck,  nl  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ir~pSend  or  call  fora  circular, containing  all  particu- 
lars, prices,  testimonials,  etc 

ftM-3. 


WM.  SUMNER  &  CO. 


ARCH  BRIDGES 

— AN»-= 

Corrugated  Iron    Roofs 


CORREOATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  f%r  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  b(i  West  Third  Street  Cincinnati,  Ohio. 

SDt.2.  MOSELEY  &  CO. 

JATOIES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL  INSTRUMENT  MAKERS, 

S.W.Q.OKNEK  FIFT  HAND  HACK, 

Oincinnali.Ohio. 
Drawing  Instruments,  Scales  of  ail  Kinds,  Earome- 
ers,  Thermometers, Spectacles,  Microscopes,  etc.,  al- 
ays  ou  hand.    Repairing  attended  tu 


Street  and  Other  Railroad  ! 

WOOD,  MO 3 BELL  A-  CO.*  Johnstown.   Cambria   Co. 
Pi  ia, are  prepared  •    ■■    ■  >rders  n  r  Street  and 

other  Hails  on  terms  favorable  to  parties  wanting  to  pur 
chase  A .' .4.  m.fi. 

FREEDOM  IRON  rOMPANY, 

MAKUFACTGTERS   OP 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  Piston  Rods, 

Bur  of  nil  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistowii,  Mifflin  Co.,  Pean« 

JOHN  A.   WRICHT,  Sup't, 

This  Iron  is  all  made  from  i>eet  Juniata  cold-blast  char 
com!  Pig  Iron,  refined  with  Charcoal  in  the  old-fadhionej 
Forge  Fire,   hammered  iDto  a   Bloom  from  which  \- 
hammered.     Tiie  whole  operation  from  ore  to  finished  Iroi 
is  conducted  at  our  own  Works  June9. 

iS^iiENECTAI)Y 
Locomotive  Works, 

SCHENECTADY. N.V 

'fHKSH  WORKS  HAVISU  KKKJC  KN  l.A  KGKP  ar,. 

1    improved,  ard  bavins  received  extensive  addition' 

totneirtoni*  and    machinery,  are  prepared  tu  receiv 

nd  execute  ordci  .for 

AND  TENDERS,  AND 

RAILROAD   MACHINERY 

jenejally .  wit  i  tr.t  utmoei  promptness  and  deep:  Icb 
uni  in  the  best  style. 
The  above  work^  being  located  on  the  Kew  Vi.rk  Cer 
^1  Kailroitd,  neat  the  ■_<rut«-r  of  the  state,  possess  su 
nerini  facilities foi  forwardinrthe  i  wort.to^n>  partol 
t,e  couutrv,  wilh'iui  tlela>  . 

JOHX    EI.8.BS.  Auent. 

OIM  Olw  i^Ail 
LOCOMOTIVE   WORkS 


M\  ITCUELL, 


JAMES  FOSTKK,  Jit. 


TheundersigiiL-daie  ]»repared  to  f units b  L.OC omoti\ 
equal  in  elliclencjaud  durabilit;  t o the  oe^,'  Haste 
manufacture  Also,  Sliapiug  and  Slotting  Machine 
suitaOle  foi  railroad  sliops.  Also,  all  kinds  of  heav 
firjinga  no  castingdoneat  short  r.ct  ice  Also,  bolts  It 
bridge  tritb  lispatcb. 

MOORK  .t   RICHARDSON 

TEE  KENTUCKY 

MILITARY  INSTITUTE, 

Dl  RECTKD  by  a  Board  of  Vi^torsappoinled  b>  t»e 
State, ta  undei  the  superintendence  or   i'©l.   JE.    \\ 
LlBOSfi<iA^>  a  distinguished  graduate  ui  V\esttV!n. 
and  a  practical  Engineer,  aided  hy  an  able  Faculty 

The  course  oJ  study  is  that  taught  in  tbe  best  Colleges, 
hut  move  extended  in  Mathematics,  Mechanics,  Mr 
chines, Construction,  Agricultural  rhtmistry  and  Mini:- , 
Geology  ;  also  in  English  Literature,  Historical  Read 
ings.and  Modern  Languages, accompaniedby daily  an 
regulated  exercise. 

Schools  of  Architecture^  Engineering^  Commerce, 
Medicine, and  Law.  admit  ot  selecting  studies  to  sui 
time  means, and  object oir*rofessioJialprcparaiion:  bot? 
betore  and  after  graduating. 

The  twelfth  annual  term  is  now  open.    Charges, SIOI' 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  *'  Military  InstitLte 
Franklin  Springs.  Ky.  ''or  thcundersi^ued. 

P,"DUDLEY. 
Presldentofth    Boar 
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E.  D   MANSFIELD, 
T.  WEIGHTSON, 


Editors. 


C  INCINNATI: 

Thursday   ?rorninpr,  Jan.    IT,  I8GI. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MO  RSI FO, 

BY  WEIGHTSON  &  CO. 
OFFICE-No.  167   Walnut   Street. 

SUBSCRIPTIONS — $3  Per  Annum,  in  Advance. 

Tosubscribcrsin  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 


ADVERTISEMENTS. 

A  squar  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singleinsertion, $1  00 

"        *'        per  month, 3  00 

"        '*        six  months, 12  00 

**        per  annum, 20  00 

**    column, single  insertion, 5  00 

44       4t        per  month, 10  00 

',**       "        sis  months, 40  00 

*."        *'        perannum, 80  00 

■*    page,  single  insertion, 15  00 

44        4'         per  month, 25  00 

44        *'         six  months, - 110  00 

■*       "        perannum, 200  00 

Cardsnolexceeding  four  lines,  $5,00  perannum. 


THE  LAW  OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  subseribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled  the  bills  and  ordered  them 
liscontlnuerl. 

If  subscribers  mo  veto  other  places  without  informing  the 
publisher,  and  the  newspapers  are  sentto  the  former  direc- 
tion, they  are  held  responsible. 

Subscription  sand  communications  addressed  to 
WRIGTITSON  &.  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — "We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record . 


ILr"  Railroad  officers  will  place  us  under  obligations  if 
they  wi  1  forward  promptly  to  this  office  the  Annual  Reports, 
Monthly  Statements,  and  such  other  matters  as  they  may 
deem  worthy  of  publication. 


Ptjblig  Works. — We  devote  more  space  this 
week  to  reports  and  messages  than  we  usually 
do,  .and  leave  out  our  usual  Railroad  Report. 
The  matter  given  will  be  found  useful  for  re- 
ference, and  will  we  trust  be  found  interesting 
to  our  readers. 


ILLINOIS  BANKS. 

We  give  in  another  column  the  condition  of 
the  Illinois  Banks,  the  amount  of  their  circu- 
lation, and  the  amount  and  character  of  the 
stocks  deposited  as  security  for  it.  The  table 
will  be  valuable  for  reference  among  those  of 
our  subscribers  who  are  interested  in  banking 
and  currency.  We  notice  a  suggestion  on  th 
part  of  the  Governor  of  the  State,  for  some 
chauges  in  the  Banking  Laws  which  will  ren- 
der these  institutions  more  secure  and  thus 
prevent  depreciation  of  their  currency.  It  is 
very  much  to  be  desired  that  some  change  for 
the  better  should  be  made. 


CALIFORNIA  GOLD. 

The  New  York  Economist  makes  the  follow- 
ing statement  in  regard  to  the  receipts  of  Cal- 
ifornia gold : — 

''  The  receipts  of  California  gold  at  this  port 
have  this  year  fallen  considerably  short  of 
those  for  former  periods.  Compared  with  last 
year,  the  decrease  is  $6,476,341.  The  amount 
of  gold  dust  brought  to  New  York  from  Cali- 
fornia during  the  last  six  years  have  been  as 
follows: 

3855 $41,682,524 

1856 40.319,929 

1857.    34,332.901 

1858 36,179,344 

1859 39,975,750 

18G0 33,499,408 


Total $325,879,860 

The  decrease  in  last  year's  receipts  is  a  sug- 
gestive fact,  and  has  given  rise  to  various 
speculations  as  to  its  cause." 

The  Economist  seems  to  think,  impliedly, 
that  all  the  California  gold  ought  to  come  to 
New  York,  and  if  it  does  not,  there  must  be 
some  extraordinary  cause  for  it.  It  proceeds 
to  say,  that  prDbably  California  needs  a  great 
deal  for  herself,  and  as  she  ceases  to  import 
grain  and  provisions,  she  ceases  to  export  gold 
to  pay  for  them..  This  is  true,  but  California 
is  comparatively  a  small  State,  and  does  not 
require  a  great  deal  of  gold.  The  truth  is, 
the  gold  was  first  sent  altogether  to  New  York, 
not  because  it  was  required  there  to  pay  debts 
or  purchase  goods,  but,  because  New  York  was 
the  first,  and  for  several  years,  almost  only 
commercial  port  trading  with  California,  and 
the  mines,  who  were  in  reality  the  owners 
of  most  of  the  gold,  or  the  California  brokers, 
who  bought  it,  shipped  it  to  New  York,  as  the 
most  convenient  place  to  realize  their  profits. 
But  now  California  trades  with  all  the  world, 
and  all  the  world  needs  the  gold.  It  is  distri 
buted  accordingly.  To  show  that  for  several 
years  large  quantities  of  California  gold  has 
ceased  to  go  to  New  York,  we  give  the  fol- 
lowing statistics  of  deposits  in  1856,  1857 
and  1858,  for  California  alone: 


1856. 

At  Philadelphia.  ..$1,440,134 
San  Francisco.. 29.209.218 
New  Orleans....      283,344 

Charlotte 16,237 

Dahlonega 31,467 

New  York 16,529,008 


California  Gold  Deposited 


1857. 

$565,566 

12,526,826 

129,328 


1858. 

$1,372,506 

19,1114,369 

448,439 


6.498 
9,899.957 


5,293 
19,660,531 

Total $47,939,4118      $23,128,173       $40,8(11,138 

This  was  the  coinage  alone,  while  in  these 
three  years,  the  aggregate  production  of  Cali- 
fornia gold  exceeded  $150,000,000.  The  re- 
ceipts at  New  York  were,  in  1856,  $7,000,000 
short  of  the  coinage  of  California  gold,  and 
in  1858,  $4,000,000.  In  these  three  years  the 
production  of  California  gold  exceeded  the 
receipts  at  New  York,  by  $40,000,000,  and  in 
the  last  two  years  has  fallen  short  of  the  pro- 
duction by  $15,000,000  per  annum,  and  in  all 
probability  will  fall  short  much  more.  Cali- 
fornia and  Australia  are  now  the  great  sources 
of  supply  for  the  specie  basis  of  credit,  and 
their  supplies  will  be  cSrried  to  all  the  coun- 
tries of  the  world. 


IMMIGRATION  FROM  EUROPE. 


The  following  interesting  statement  of  the 
immigration  from  Europe,  and  of  the  money 
brought  by  the  immigrants,  we  take  from  the 
New  York  Economist.  New  York  receives 
about  four-fifths  of  all  the  immigrants  to  this 
country.  From  this  it  will  appear  that  the 
migration  from  Europe  to  this  country  has 
greatly  diminished,  as  we  will  show  by  some 
comparisons. 

Below  we  present  a  table  showing  the  immi- 
gration movements  at  the  port  of  New  York, 
taken  from  the  books  of  the  Emigration  Com- 
missioners. Ireland  still  continues  to  send 
the  major  portion  of  the  supply  of  new  popu- 
lation, while  Germany  is  the  source  of  emi- 
gration next  in  importance.  The  whole  num- 
ber of  arrivals  during  1860  amounts  to  103,- 
621,  who  have  brought  into  the  country  an  ag- 
gregate of  $7,875,196.  The  average  amount 
of  specie  brought  into  the  country  by  the  Ger- 
man immigrant  is  $80,  while  that  of  the  Irish 
is  $60.  The  following  statement  shows  the 
nationality  of  the  immigrants  arrived  during 
the  year,  and  also  the  amount  of  money  brought 
by  them  into  the  country: 

No.  Money  with 

Arrived.  Emigrants. 

Ireland 46,659              $3,546,1184 

Germany 37,636  2,860.336 

England 11,118  244,513 

Scotland 1,501  114,450 

Wales 809  61,484 

France 1,470  111,720 

Spain 227  17.252 

Switzerland 1.366  104,816 

Holland '458  32.;.28 

Norway 66  5,016 

Sweden 348  26,44= 

Denmark 495  37,6':0 

Italy 531  40,353 

Pmtual 10  1,444 

Belgium 74  5,624 

West  Indies 521  39,596 

Nova  Scotia 26  1,9-6 

Sardinia 91  0916 

Sooth  America 105  8,056 

Canada 23  1,748 

China 13  998 

Sicily 4  304 

Mexico 28  1,673 

Russia 61  4,036 

East  Indies 4  304 

Turkey 3  152 

Greece 2  158 

$7,875,196 


Total 103,621 

The  passengers  who  have  arrived  during  the 
year  have  avowed  their  intention  to  locate  as 
follows: 

New  York  State 44,000 

Pennsylvania  and  New  Je,sey 14, "00 

New  England  States 12,0i'0 

Southern  States 4,000 

Ohio,  Indiana,  Illinois,  Michigan  .Wisconsin,  Iowa, 

Minnesota  and  California 20,000 

Kansas,  Nebraska,  New  Mexico,  Canada,  &c 10,000 

The  following  table  shows  the  number  of 
arrivals  at  New  York,  during  the  several  pre- 
vious years: 

In  1852 303,153 

1853 291,818 

1854 327,976 

1855 161,391) 

1860 103,021 

Since  1854,  the  immigration  to  this  country, 
of  the  people  of  Europe,  has  been  rapidly  di- 
minishing, and  is  not  likely  to  reach  its  form- 
er height. 
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NEW  YORK  STATE  CANALS- 

The  report  of  the  Auditor  of  Canals  iu  the 
State  of  New  York  is  a  very  lengthy  and  in 
teresting  document.  We  transfer  to  our  col- 
uras  so  much  of  it  as  will  show  the  business  of 
the  Canals  for  the  past  year  and  the  net  reve- 
nue applicable  to  the  extinguishment  of  the 
Canal  debt. 

On  the  30th  December,  1359,  there  was  in  the 
Treasury  and  invested,  belonging  to  the  Ca- 
nal Fund,  the  sum  of 91,403,100  34 

Received  during  the  fiscal  year  ending  on  the 
30  September,  1860 7,947.100   IS 


Total  receipts  and  available  and  unavailable 
balances $9,350,312  49 

The  payments  during  the  year,  as  shown  by 
the  tables  herewith  submitted,  have  been...   6,975,314  73 


Leaving  a  balance  on  the  30th  September, 

1800,  of $2,375,017  76 

Appropriations  overdrawn 102,747  II 


$2,477,764  87 
Of  the  above  amount  there  belongs  to  the 
Sinking  fund  for  the  redemption  of  the  Ca- 
nal debt $1,595,103  00 

Sinking  fund  for  the  payment  of  interest  on, 
and  principal  of,  the  debt  for  the  enlarge- 
ment and  completion  of  the  canals 257,191  59 

Sinking  fund  for  the  payment  of  interest  on 

the  floating  debt  loan 75  000  00 

Investments  of  premiums  on  loans 69,317  12 

Fund  for  the  completion  of  the  canals 149,624  69 

Fund  for  the  payment  of  floating  debt 5,802  05 

Fund  fo-- temporary  loans 4.676  32 

Advances  of  tax  of  I860 129,530  09 

Erie  Canal  enlargement 93,623  74 

OswegoCanal 53,099  40 

Crooked  Lake  Canal 415  15 

Chenango  Canal 1,7_I7  00 

Black  River  Canal  and  improvement 42,674  72 

$2,477,704  87 

Revenues  and  Expenditures  for   the  fiscal 
year. 

The  following  statement  shows  the  actual 
revenues  of  the  canals,  from  all  sources,  annu- 
al in  their  nature,  during  the  fiscal  year.  The 
expenditures  for  the  same  period,  on  all  the 
canals,  for  charges  caused  by,  or  growing  out 
of  them,  with  the  expenses  of  collection,  su- 
perintendence, and  ordinary  repairs,  are  also 
briefly  stated.  The  condition  and  resources 
of  the  State  relative  to  the  canals  are  shown 
by  this  exhibit : 

Receipts  during  the  year  : — 

From  tolls  collected  on  all  the  canals $2379,534  04 

From  rent  of  surplus  waters •  • 1,707  24 

From  interest  on  current  canal  revenues,  &c.        32,217  11 

$2,410,588  39 

The  payments  during  the  year  for  superin- 
tendence, repairs,  collection  of  tolls,  etc.,  etc., 
have  been  $746,976  78. 

Surplus  revenues ■ 

Deficiency •  . 


$1,669,011  61 

3(1,388  39 

$1,700,000  00 

The  above  surplus  of  $1,669,611  61  is  sub- 
ject to  the  payment  of  $557,677  00,  the  interest 
on  the  canal  debt  of  1846,  leaving  a  balance 
of  $1,111,934  61  applicable  to  the  principal  of 
the  debt. 

The  deficiency  in  the  tolls  for  the  three  last 
fiscal  years,  to  meet  the  pledges  of  the  consti- 
tution, article  7,  section  I,  amount  to  $1,475,- 
034  75.  This  has  compelled  the  Commission- 
ers of  the  Canal  Fund  to  resort  to  deferred 
loans  to  pay  the  maturing  principal. 

The  cost  of  repairs  to  all  the  camals  for  the 
past  five  years,  have  been 


1856,  cost  of  Superintendence  and  Repairs $609,105  18 

1857,  "      '  "  '•  ■•     ....    817,905  26 

1838,         "  "  "  "     940,8»5  18 

1859,        "  "  "  "     784.840  30 

1800,  "  "  "  "     ....    610.03D  12 


Total  forflve  years $3,829,003  02 


Average  of  five  years $765,800  00 

Canal  Tolls  and  Revenue. 

The  revision  of  the  rates  of  toll  in  April 
last  has  been  attended  with  very  beneficial 
effects  upon  our  canal  revenues.  No  tonnage 
has  been  lost  to  the  canals  in  consequence  of 
putting  up  or  partially  restoring  the  rates  of 
1857,  and  none  would  have  been  lost  to  them 
by  the  entire  restoration  of  the  rates  of  that 
year,  so  unwisely  reduced  in  1858  and  1859. 
The  increased  business  and  tonnage  of  the 
year  has,  no  doubt,  contributed  most  materially 
to  the  unprecedented  increase  in  the  revenue 
during  the  late  season  of  navigation,  compared 
with  the  two  preceding  years.  I  risk  nothing 
in  saying  that  if  the  entire  rates  of  1857  had 
been  restored  by  the  Canal  Board  last  spring, 
with  the  revision  which  was  then  made,  our 
tolls  would  have  reached,  if  they  did  not  ex- 
ceed, $3,300,000,  and  this,  too,  without  the  least 
disturbance  in  the  course  of  trade,  or  any  di- 
version of  it  from  our  lines  of  traffic. 

Toll  Receipts  show  the  Course  of  Trade. 

The  following  statement,  showing  the  whole 
amount  of  tolls  received  on  all  the  canals  of 
the  State  during  the  late  season  of  naviga- 
tion from  their  opening  to  the  1st  day  of  De- 
cember, 1860,  and  the  amounts  received  at 
some  of  the  most  important  collector's  offices, 
presents  striking  illustrations  of  the  direc- 
tion of  trade.  Comparing  the  tolls  of  1859 
collected  up  to  December  1st  with  those  of 
1860,  weshall  not  fail  to  see  that  an  increase  in 
revenue  has  been  drawn  from  the  traffic  going 
through  the  State  to  market  from  the  West- 
ern States  and  Canada : 

I860,  December  1st.    Whole  amount  of  tolls  collected  2t 

date $3.005,36o 

1859,   December  1st.     Whole  amount  of  tolls   col- 

ected  to  date 1.714,500 


Increase  in  1800 $1,290-802 

Whole  amount  of  tolls  collected  at  the  Buffalo 

oflice  from  the  opening  to  December  1st,  I860,. $1,137,225 

Whole  amount  of  tolls  collected  at  the  Buffalo 
oflice  from  the  opening  to  December  1st  1859,..    552,432 

Increase  in  1860, $584,793 

Whole  amount  of  tolls  received,  at  the  Oswego 
and  Phoenix  offices  during  the  same  periods  in 
1850 $540,747 

Whole  amount  of  tolls  received  at  the  Oswego  and 
Phcenix  offices  during  the  same  period  in  1859,. .    249,933 

Increase  in  I860 $290,814 


Whole  amount  of  tolls  collected  at  the  three  tide- 
water offices  at  New  York,  Albany  and  West 
Troy,  in  1860, $365,834 

Whole  amount  of  tolls  collected  at  the  tide  offices 

at  New  York,  Albany  and  West  Troy,  in  185J,. .    228,914 


Increase  in  1800, $130,920 


Whole  amount  of  tolls  collected  on  the  Champlain 

canal  in  1S00, $124,529 

Wholeamount  of  tolls  collected  on  the  Champlain 
canal  in  1859, 1(10.349 


Increase,  1860, $18,180 

The  number  of  tons  shipped  at  the  Buffalo, 
Oswego  and  Phcehix  offices  in  1859  was  1,137,- 
430,  on  which  was  paid  $804,365  tolls.  The 
tonnage  at  these  offices  has  probably  increas- 
ed in  proportion  to  the  increase  of  tolls,  and 
if  so,  these  offices  have  cleared  the  present 
season  more  than  2,250,000  tons. 

From  the  above  we  are  enabled  to  deduce 
the  following  facts : 


1st.  That  three  fifths  of  all  the  tolls  collect- 
ed the  last  season  of  navigation,  were  received 
on  through  freight,  from  and  to  the  Western 
lakes  and  Canada. 

2d.  that  of  the  $1,290,802,  increased  receipts 
over  1859,  $1,012,527  were  collected  at  Buffa- 
lo, Oswego,  Phcenix,  and  three  tide-water  offi- 
ces. 

3d.  that  of  the  above  increased  receipts, 
only  $288,275  were  collected  at  all  the  other 
collectors'  offices  in  the  State,  which  indicates 
a  strong  competition  on  the  lines  of  way  traf- 
fic. 

Railway  Competition. 
The  recent  report  of  the  New  York  Central 
Railroad  shows  a  large  increase  in  tonnage 
and  mileage,  and  a  considerable  increase  in 
freight  receipts  over  1858  and  1859;  a  large 
reduction  in  rates  from  1857,  and  a  considera- 
ble reduction  from  the  rates  of  1858  and  1859. 
The  Auditor  has  no  information  in  respect  to 
operations  of  any  other  lines  of  road  compe- 
ting with  the  canals  during  last  year. 

Tons  moved        Freight       Arer.  per 

one  mile.         received,  ton  1  mile. 

N.  Y.  C.R.R..  1857.. ..145.873,791  $1,559,276  3.13cents. 

1858. ...142,691. 178      3.700  270  2  59    " 

"  1859. ...157,130. 000     3-337,148  2.13     " 

"  I860 199,231,292      4,035,933  2.05    " 

The  report  shows  the  increase  in  tons  car- 
ried, over  1859,  to  be  193,864;  of  tons  moved 
one  mile  42,095,392;  in  receipts  on  freight 
$758,785,  and  decrease  in  rates  from  an  aver- 
age of  1858  and  1859  of  three  miles  a  ton  per 
mile,  which  is  nearly  equal  to  the  average  of 
the  toll  rates  on  the  canal — clearly  evincing 
a  strong  disposition  on  the  part  of  that  com- 
pany to  continue  its  active  and  sharp  compe- 
tition with  the  canals  for  the  freight  traffic  on 
the  line. 

The  freighting  on  the  road  during  the  year 
covered  by  this  report,  would,  at  the  rates 
charged  in  1857,  have  brought  to  the  compa- 
ny $6,235,942  56  of  receipts,  instead  of  $4,095,- 
933  53. 

Although  we  have  accomplished  much  dur- 
iug  the  last  season  of  navigation,  in  resuscita- 
ting our  canal  finances,  more  remains  to  be 
done,  if  it  can  be.  Upon  a  traffic  and  tonnage 
equal  to  that  of  1860,  we  can  realize  from  tolls 
a  gross  revenue  of  $4,000,000,  and  leave  a 
fair  profit  to  carrier,  provided  we  are  not  ob- 
structed or  hindered  by  the  competition  of 
other  lines  of  transit  in  the  State,  from  the 
Western  lakes  to  tide  water. 

Our  water  lines  from  lakes  Erie,  Ontario, 
and  Seneca,  are  to  be  opened  in  the  spring  to 
their  full  enlarged  capacity  of  seven  feet  by 
seventy,  and  will,  to  some  extent,  be  furnish- 
ed with  boats  carrying  two  hundred  tons,  or 
seven  thousand  bushels  of  wheat.  It  is  be- 
lieved a  further  adjustment  in  the  rates  of  toll, 
with  a  view  to  an  increased  revenue,  may  be 
made  with  perfect  safety  to  all  the  interests 
concerned ;  the  extent  of  that  adjustment, 
however,  will  depend  upon  the  conditions  and 
prospects  of  trade  during  the  coming   season. 


Cassell's  Illustrated  Publications. — We 
are  in  receipt  of  No  22  of  Cassell's  Illustrated 
Family  Bible,  and  21  of  Natural  History. 
The  artist  has  chosen  for  his  illustrations  of 
the  Bible— "The  Death  of  Josiah,"  "The  Re- 
joicing of  the  Jews,  or  Laying  the  Foundation 
of  the  Second  Temple,"  "The  Court  of  Da. 
rius,"  "The  Departure  of  the  Iraelites  from  the 
River  Ahava,"  "Ezra  Binding  Israel  with  an 
Oath,"  "Rebuilding  the  Walls  of  Jerusalem," 
"Nehemiah  and  Sanballatt's  Servant,"  and 
"Ezra  Reading  the  Law  in  the  Hearing  of  the 
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People."  The  artistist  has  thrown  considera- 
ble tone  and  character  into  the  engravings 
and  thus  illustrates  forcibly  the  subjects  deline- 
ated. For  sale  by  Cassell,  Pettu  &  Galpin,  37 
Park  Row,  New  York. 


Boston  &  Lowell  R.  R. — The  annual  meet- 
ing of  the  stockholders  of  this  road  was  held 
in  Boston,  on  the  second  of  this  month.  We 
gather  from  the  report  that  the  receipts  were 
$544,882  21,  and  that  the  expenses  have  been 
$360,266  21;  net  earnings  $184,615  40.  Since 
the  last  Annual  Report  the  Directors  have 
declared  two  dividends  of  4  per  cent,  each ; 
one  of  which  was  paid  in  July,  the  other  on 
the  first  of  January  last.  The  assets  and  lia- 
bilities of  the  company  are  as  follows: 

ASSETS. 

Cost  of  road,  depots  and  equipment $2,423,502  79 

Trustee  of  sinking  fund 69,550  41 

N  otes  receivable 3,688  87 

Fuel,  materials,  &c 82,194  85 

Cash 52,H4  37 


$2,656,821  29 


LIABILITIES. 


Capital  stock $  1 ,830,000  CO 

Debt— bonds $4i0,0C0  00 

Dividends,  &c 3,863  50  —  443,863  50 

Keserve.viz:  Balance  profit  and  loss $375,757  3B 

Balance  accumulation  sinking  fund 7,200  41 


$2,656,821  29 

The  officers  are :  President,  F.  B.  Crownin- 
shield;  Directors,  F.  B.  Crowninshield,  Geo. 
Lyman,  J.  C.  Abbott,  Isaac  Hinckley,  Win. 
Minot,  jr.;  Treasurer,  J.  Thomas  Stevenson  ; 
Manager,  Geo.  Stark;  Superintendent,  J.  B. 
Winslow. 


RAILROAD  MISCELLANY. 

There  has  been  some  fluctuation  during  the 
past  week  in  the  prices  of  stocks  and  bonds, 
but  on  the  whole  there  has  been  an  upward 
and  strengthening  tendency,  and  some  vigor- 
ous buying  has  taken  place.  This  buoyancy 
in  the  stock  market  is  something  rather  re- 
markable, when  we  take  into  consideration 
the  distracted  state  of  political  affairs,  and 
exhibits,  we  think,  an  abiding  faith  in  our  in- 
stitutions, as  they  now  exist. 

— The  earnings  of  the  New  York  Central  Rail- 
road for  the  month  of  December,  1860,  was 
$522,918  85;  for  December,  1859,  they  were 
$520,396  27.     Increase  $2,522  58. 

— The  receipts  of  the  Chicago  &  Northwest- 
ern, for  December,  were  $56,888  33 ;  showing 
an  increase  of  $14,826  24  over  the  correspond- 
ing month  of  last  year. 

— The  C.  B.  &  Q.  earned  during  December 
$117,607  72;  a  slight  decrease;  their  freight 
earnings,  however,  show  a  trifling  increase 
over  December,  1859. 

— The  annual  report  of  the  Macon  &  Western 
Railroad  (Georgia)  shows  that  the  total  in- 
come during  1860  was  $397,297  27,  and  pay- 
ments, including  four  dividends,  $334,302  83. 
Balance  of  assets  on  hand,  $62,994  44. 

— The  sales  of  land  by  the  Illinois  Central 
Railroad  Company  the  first  week  of  January 
amouted  to  $56,000.     The  cash  collections  for 


land  sold,  $23,000.  The  sales  exceed  those 
of  the  entire  month  of  January,  1860. 

— The  Hackensack  Railroad  is  now  so  far 
completed  that  it  is  expected  to  be  opened  for 
regular  business  to  Hackensack  and  Lodi  in 
the  early  part  of  next  week. 

— The  Galena  &  Chicago  Road  earned  the 
first  week  in  January  $25,510;  same  period 
last  year  $12,872,  an  increase  of  $12,538. 

— The  earnings  on  the  Cleveland  &  Toledo 
Railroad  for  the  first  week  in  January,  1861, 
was  $12,467,  an  increase  over  the  last  year's 
earnings  for  the  same  period  of  $2,826. 

— The  Cincinnati  and  Indianapolis  Road 
earned  in  December  about  $38,000.  The  in- 
crease in  the  year  ending  December  31,  1860, 
over  the  previous  year  is  about  $65,000. 

— The  Norwich  and  Worcester  Road  de- 
clared yesterday  a  dividend  of  2  per  cent, 
payable  the  15th  inst.  The  dividend  fund 
was  about  $55,000,  in  addition  to' which  the 
Company  has  paid  off  during  the  year  some 
$40,000  of  bonded  debt. 

— The  December  receipts  of  the  Baltimore 
and  Ohio  Road  have  not  reached  last  year's 
figures,  although  we  believe  the  net  earnings 
have  been  somewhat  greater :  the  figures  are 
$327,081  18. 

— Extract  from  a  letter  received  by  a  bank- 
ing house  in  William  street,  from  a  corres- 
pondent in  Detroit: 

"Mr.  Rice,  the  Superintendent  of  the  Mich- 
igan Central  Railroad,  says  this  secession 
movement  is  making  the  North  rich.  That 
there  are  now  $100,000  of  fresh  pork  at  their 
depot  which  would  not  otherwise  have  come 
this  way  at  all.  The  Grand  Trunk  has  just 
completed  a  contract  which  will  test  the  full 
capacity  of  the  road  for  carrying  cotton,  &c. 
The  products  of  Kentucky,  Tennessee,  &c, 
are  all  coming  this  way  on  account  of  South- 
ern troubles.  If  this  is  so,  the  earnings  of 
Northern  railroads  must  continue  to  show  an 
increase." 


1850. 
.1,980,329 


1860. 
2,346,000 
365,671 
18.4 
13.105,945  acres. 
12,210,154    " 


MESSAGE  OF  THE  GOVERNOR  OF 
THE  STATE  OF  OHIO- 

Gov.  Dennison  of  this  State  in  his  Annual 
Message  to  the  Legislature,  devotes  consider- 
able space  to  the  progress  and  development  of 
various  interests  of  the  State,  the  increase  of 
population,  and  the  value  of  property,  the  pub- 
lic debt,  revenue  and  public  works  of  the 
State.  As  these  subjects  directly  interest  our 
readers  we  publish  such  portions  of  the  mes- 
sage as  give  the  Governor's  views. 

The  United  States  Census  of  the  past  year, 
with  the  Report  of  the  Commissioner  of  Sta- 
tistics, furnish  much  interesting  information 
relative  to  the  growth  of  our  State.  To  these 
sources,  but  chiefly  to  the  latter,  which  'will 
be  laid  before  you  in  a  few  days,  I  am  in- 
debted for  the  following  facts,  which  exhibit, 
in  part,  the  gratifying  progress  of  the  State  in 
its  material  development,  during  the  past  ten 
years : 


Population- 
Increase 

1  ncrease  pr.  cent 
Improve!  lands.  .9.854,493  acres. 
UnimpVdlands.l5,6M),0U9    '• 
Increase  of  im- 
proved lands.  33  pr  cent. 
Number  of  land 

owners 277,000  310,000 

Average  quantity 
of  land  owned 

by  each  person  90  acres.  84  acres. 

Average  price  of 

land $  19  90  per  acre.  $21  00  p.  a're 

AGRICULTURAL   PRODUCTS. 

1850.  1860. 

Aggregate  amount  of  grain  crops, 

bush 88,457,124  133,100,173 

Meadow  (Hay,)  tons 1443,102       1,806,365 

Live  stock,  number 7,733,466       8,213,857 

Increase  of  grain  crops 50prcent. 

Do  of  hay 25     do 

MIKING. 

Coal  mined,  bush 8,000,000    48,000,000 

Iron  furnaces,  number 35  54 

Iron  pig  metal  made,  tons 52,658  106,0110 

Salt  made,  bush 550.350      2,000,000 

Talue  o(  mining   products $2,024,700     $8,380,000 

Increase  of  coal  mined 600  per  cent 

Do  pig   iron 100      do 

Do  salt  made 300     do 

Do  values 400     do 

MANUFACTURES. 

1850.  I860. 

Values  of  manufactures 

proper $41,124,707  $87,284,785 

Aggregate  val.  of  man- 
ufacturing, mining, 
and  mechanical  in- 
dustry  62,647,259    119,962,183 

Increase  of  manufac- 
tures,values 112  pr  cent. 

Increase  of  mechnnical 
and     manufacturing 

Industry 90       " 

COMMERCE    AND    NAVIGATION. 

1850.  1858. 

Vessels  built,  number 31  66 

Tonnage  of  vessels  built...  5,214  tons.         19,521  tons. 

Aggregate  tonnage 62,460    "  115,294.    " 

Vessels  cleared  for  foreign 

States «. 268  480 

Tonnage  of  vessels  cleared 

for  foreign  ports 33,467    "  61,440    " 

Increase  of  vessels  built....  100  pr 

"  tonnage  "    260      " 

"  whole  tonnage. .  85      U 

"  foreign  trade...  90      " 

LOCOMOTION 


1850. 

Canals 960  miles. 

Kailroads 380       " 

Turnpikes  and  Plank  Roads  2,000    " 

Increase  of  Railroads 

Turnpikes. 


1810. 

960  miles. 
3.084     " 
3,100    " 
700  pr  ct. 
50     " 

The  estimate  cost  of  the  2,700  miles  Rail- 
road built  since  1850,  is  eighty  millions  of  dol- 
lars. 

PROPERTY   AND    DEBT. 

1850. 

Cash  value  of  all  property $504  726,000 

State  Debt 15,520,768 

I860 

Cash  value  of  all  property $883,302  00100 

State  Debt 16,927,834  2) 

The  aggregate  debt  of  the  State,  municipali- 
ties, bankers,  merchants  and  individuals,  was 
estimated  by  the  Commissioner  of  Statistics, 
in  his  Report  of  1859,  at  $189,592,346,  exclu- 
sive of  railroads,  which  is  a  specific  pledge  on 
the  roads. 

Debt  due  out  of  the  State,  $65,000,000, 
consisting  of  debt  due  bv  the  State,  munici- 
palities, banks  and  merchants. 

per  cent 

Increase  in  the  value  of  property 75 

Proportion  of  debt  to  the  value  of  property 28 

Proportion  of  debt  due  out  of  the   State  to  the  whole 
value  of  property  8 

The  entire  debt  of  the  State  and  of  the  peo- 
ple of  Ohio,  is  considerably  less  than  the  in- 
crease in  the  value  of  property  in  the  last  ten 
years.  Small  as  is  this  debt  compared  with 
the  resources  of  the  State,  it  is  yet  a  heavy 
burden  on  the  industry  of  the  people,  which 
can  only  be  lessened,  or  removed,  by  augment- 
ed pr  jduction  and  increased  economy. 

MINING  AND  MANUFACTURING. 

The  great  increase  of  mining  and  manufac- 
tures, exhibited  by  these  condensed  statements, 
is  a  highly   encouraging   and  gratifying   fact 
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It  indicates  a  still  further  and  indifinite  progress 
of  developement  of  these  important  interests. 
The  capitalists  of  the  State  in  that  regard  are 
almost  unlimited.  The  duty  of  the  State  to 
foster  these  branches  of  useful  industry  by  all 
suitable  legislation — as  it  is  the  duty  of  all 
good  government  to  insure  to  labor  not  only 
full  occupation,  but  the  greatest  productive- 
ness— is  well  appreciated.  Aided  as  we  may 
hope  such  an  obligation  will  be  by  the  General 
Government,  the  future  will  lind  Ohio  second 
to  none  of  her  confederated  sisters  in  mining 
and  manufacturing  wealth,  and  in  all  the  ac- 
companying essentials  of  social  independence, 
which  characterize  an  industrial  people  of  di- 
versified pursuits. 

The  following  statement  exhibits  the  amount 
and  description  of  the  entire  debt  of  the  State: 

FOREIGN    DEBT   OF   THE    STATE. 

6  per  cents  due  in  I860 $6,413,325  27 

0  per  cents  due  in  1870 2,183,531  93 

6  per  cents  due  in  1ST  5 1,000,"  0  00 

5  per  cents  due  in  1886 2,400,000  00 

6  per  cents  due  in  1801,   (Temporary    loan)  350.000  00 

5  per  cents  due  in  1865 1,035.000  00 

Stocks  due  in  1856,  not  bearing  inerests 1,166  33 

TotalForeign  Debt §13,1)73,023  53 

DOMESTIC    BONDS 

Issued  under  act  of  Feb.  28,  1843.        Faith 

and  credit,  6  per  cents $204,800  CO 

Issued  under  act  of  Feb.  28,  1843.         Land 

Bonds,  6  per  cents 70,585  00 

Issued  under  act  of  March  7,  1842.        Faith 

.and  credit  (not  bearing  interest) 839  00 

Issued  under  act  of  March  7,  1842.         Land 

Bonds  not  bearing  interest 926  00 

National  ltoad  Bunds  not  bearing  interest...  60  36 

Total  Domestic  Bonds 

lnreducible  State  Debt,  8  per  cents.  -. 

RECAPITULATION. 

Foreign  debt 813,973,023  53 

Domestic  debt 277,210  36 

Irreducible  debt 2,677, 6U0  32 


.     $277,210  36 
.$2,677,600  32 


Total  debt. $16,927,834  21 

The  receipts  and  disbursments  of  the  State 
during  the  fiscal  year  en-ding  November  15, 
1860,  were  as  follows  : 

GENERAL    SUMMARY   OF   RECEIPTS   AND    DIS- 
BURSMENTS. 

General  Revenue $e05,792  40 

Sinking  Fund 1,364,664  81 

Caual  Fund 421,874  62 

Commou  School  Fund $1,288,1.98  72 

District  School  Library  Fund 82,719  78 

National  ltoud    Fund   14,05138 

Thrtift  per  cent.  Fund... 19  04 


Total  Receipts. 


DISBURSMENTS. 


$3,977,718  12 


General  Revenue $301,233  58 

Sinking  Fund 1,359,385  60 

Canal  Fund 417,125  54 

Common  Schoal  Fund 1,250,833  17 

District  Library  Fund 78,895  71 

National  Road  Fund 14,045  31 

Three  per  cent  Fund 


3  911,508  97 


Balance  Nov.  15,  I860 $66,209  15 

PUBLIC  WORKS. 

I  again  invite  your  attention  to  our  Public 
Works.  During  the  past  year  the  expenses  of 
that  department  have  considerably  exceeded 
the  receipts.  This,  it  is  said,  is  mainly  owing 
to  the  extraordinary  floods  of  April.  Which 
caused  much  damage  to  a  portion  of  the  works. 
The  fact  that  for  the  last  five  years  the  result 
has  been  the  same,  has  induced  the  opinion 
that  they  will  continue  a  permanent  tax  so 
long  as  they  are  controlled  by  the  State;  and  a 
feeling  prevails  to  a  considerable  extent  that 
the  entire  interest  of  the  State  in  them  should 
be  disposed  of,  There  are  grave  considera- 
tions connected  with  this  subject,  which  will, 
doubtless,  receive yourcarefulattention.  That 
the  people  of  the  State  will  demand  the  sale 
of  these  works,  when  they  become  satisfied 
they  can  not  be  made  self-sustaining,  I  think 
admits  of  little  doubt. 


I  am  not  insensible  to  the  great  advantages 
these  works  have  been  to  the  State,  in  develop- 
ing its  resources,  and  increasing  its  wealth. 
They  have  created  far  more  capital  than  they 
have  cost.  But  the  counties  not  lying  upon 
these  works,  and  which  receive  but  little,  if 
any  advantages  from  them,  object  to  taxes  to 
keep  them  in  repair  for  the  benefit  of  others. 
They  have  built  their  own  railroads  and  means 
of  communication  without  the  aid  of  the  State, 
and  sustain  them  at  their  own  cost,  no  matter 
how  expensive  they  may  be,  and  they  contend 
that  it  is  just  as  fair  and  proper  for  the  rest  of 
the  State  to  be  taxed  to  pay  the  expenses  of 
keeping  their  railroads  in  repair,  as  it  is  to 
compell  them  to  pas  taxes  to  keep  np  the  ca- 
nrls.  The  active  carrying  competition  of  the 
railroads,  it  is  said,  not  only  diminishes  the 
business  on  the  canals,  but  will  in  all  time  to 
come  prevent  them  from  transacting  enough 
business  to  make  them  self-sustaining.  The 
following  table  compiled  from  the  report  of 
the  Board  of  Public  Works,  is  pertinent  to  this 
view  of  the  case: 

Checks  drawn 
beyond 
Receipts.  Expenditures,   earnings. 

ie56 $424,767  $495  479  $79,663 

1857 345,720  363  937  24,628 

1858 297,354  373,524  64,738 

1839 357,820  303,606  90,200 

I860 308,935  385.P99  76.964 

The  estimate  total  cost  of  our  Public  Works 
at  the  time  of  their  completion  was  $14,027,- 
549  79.  The  average  a-nnual  expense,  beyond 
the  income  for  the  last  five  years,  has  been  a 
fraction  less  thau  one  half  of  one  per  cent,  on 
this  cost.  We  have  then  this  unfavorable  ex- 
hibit. We  have  property  that  cost  us  about 
fifteen  millions  of  dollars,  and  we  find  by  five 
consecutive  years  experience  that,  instead  of 
its  paying  the  interest  on  its  cost,  it  is  actually 
running  us  in  debt. 

This  is  one  view  of  the  case.  Let  us  look 
at  the  other.  Many  intelligent  citizens  urge 
that  the  public  works,  by  a  proper  system  of 
management,  and  graduation  of  tolls,  can  be 
made  not  only  self-sustaining,  but  a  source  of 
revenue  to  the  State.  There  are  many  and 
weighty  reasons  why  this  should  be  thoroughly 
tested,  before  we  abandon  these  costly  and 
important  works.  Large  investments  have 
been  made  on  the  line  of  these  works,  as  is 
claimed  under  an  implied  pledge  on  the  part 
of  the  State,  that  they  should  be  kept  in  per- 
manent condition  for  use.  An  abandonment 
of  the  canals,  or  their  sale  without  a  sufficient 
guarantee  for  their  maintenance,  would  be  ru- 
inous to  the  parties  interested.  It  would  de- 
preciate the  value  of  property  to  an  amount 
exceeding  the  cost  of  the  canals. 

In  1828,-  Cougress  granted  nearly  half  a  mil- 
lion of  acres  of  land,  between  Dayton  and  the 
month  of  the  Auglaize  river,  for  canal  con- 
struction. This  was  upon  the  condition  ex- 
pressed in  the  deed  of  conveyance,  ''that  said 
canals,  when  completed,  shall  forever  remain 
public  highways  for  the  use  of  the  Govern- 
ment of  the  United  States,  free  from  tolls  or 
other  charges  whatever,  for  any  property  in  the 
United  States,  or  persons  in  their  service,  pas- 
sing through  the  same."  These  lands  were 
accepted  by  the  State  of  Ohio  with  this  condi- 
tion. They  have  been  sold,  and  the  proceeds 
have  been  applied  to  the  purpose  of  the  grant. 
If  these  canals  are  sold,  or  pass  out  of  the 
hands  of  the  State,  how  is  this  promise  to  be 
fulfilled  to  the  General  Government  ? 

On  the  most  of  the  canals,  and  especially 
on  the  Muskingum  Improvement,  there  are  out- 
standing leases  of  water  power  by  the  State, 
for  ninetyriiine  years,  renewable  forever;  and 
in  some  instances  there  are  contracts,  in  lieu 
of  former  grants,  in  perpetuity.  These  con- 
tracts impose   obligations  on  the   State  that 


must  be  met.  How  shall  these  vested  rights 
be  protected  if  the  State  dispose  of  her  inter- 
est in  these  works  ? 

It  is  urged  that  if  the  canals  are  sold  they 
will  be  ultimately  controlled  by  the  Railroad 
Corporations  of  the  State,  the  effect  of  which 
will  be  to  so  diminish  transportation  on  the 
canals  as  to  result  in  their  virtual  abandon- 
ment; the  effect  of  which,  in  turn,  would  be 
to  create  such  a  monopoly  in  the  railroads  as 
to  materially  increase  th«  tariff  of  transporta- 
tion, and  conflict  with  the  well  established  poli- 
cy of  every  commercial  State  to  multiply  rather 
than  to  lessen  the  avenues  of  trade.  Even  if 
the  support  of  canals  shall  impose  a  small  tax, 
it  is  worthy  of  consideration  whether  the  inci- 
dental benefits  to  the  counties  not  upon  or  ad- 
jacent thereto,  by  reason  of  lesser  rates  of 
transportation,  might  not  more  than  compen- 
sate for  the  tax. 

There  are  thirty-six  counties  in  Ohio,  on,  or 
contiguous  to  our  Public  Works,  leaving  fifty- 
two  counties  dependent  mainly  upon  rivers, 
lakes  or  railroads  for  their  avenues  to  market. 
The  canal  counties  are  mainly  those  that  were 
without  natural  outlets  to  a  market.  It  is  in- 
structive to  note  their  present  position  in  regard 
to  population  and  wealth.  By  the  census  o 
1860,  the  thirty-six  canal  counties  have  a  pop- 
ulation of  1,153,286;  while  the  fifty-two  other 
counties  have  a  population  of  1,190,137.  The 
thirty-six  canal  counties  have  an  aggregate  of 
$469,253,492  on  the  tax  list.  The  fifty-two 
other  counties  have  an  aggregate  of  $420,263, 
767. 

As  a  large  portion  of  this  value  in  the  canal 
counties  has  arisen  from  the  existence  of  the 
canals,  so  their  destruction  would  seriously 
depreciate  the  same,  and  the  basis  of  taxation 
being  correspondingly  lessened,  the  burdens  of 
the  public  debt,  and  the  ordinary  expenses  of 
the  government  would  thus  be  proportionately 
increased  upon  the  remaining  property  of  the 
State.  Whether  a  sale  can  be  made  on  such 
terms  as  will  secure  to  the  people  the  full  use 
of  these  public  works,  is  a  question  which  ad- 
dresses itself  to  the  careful  consideration  of 
the  General  Assembly. 

The  report  of  the  Board  of  Public  Works, 
and  the  Auditor  of  State  contain  many  facts 
connected  with  this  subject  that  will  aid  in 
your  investigations.  So  large  an  interest, 
involving  so  important  questions  of  public 
policy,  and  such  vast  pecuniary  results  should 
not  be  disposed  of  without  the  maturest  con- 
sideration. After  giving  the  subject  my  earn- 
est attemion,  I  am  constrained  to  repeat  my 
former  recommendation,  and  suggest  the  pas- 
sage of  a  joint  resolution  authorizingthe  com- 
mission of  three  gentlemen  of  large  experience 
and  capacity,  whose  special  duty  it  shall  be  to 
make  detailed  examination  of  the  entire  sub- 
ject, and  report  to  the  Governor  at  the  earliest 
practicable  period,  such  changes  and  modifica- 
tions in  our  canal  laws,  as  in  their  judgment 
may  be  desirable,  to  lessen  the  expenses,  or  to 
augment  the  income  so  at  least,  to  make  the 
eanab  self-sustaining. 

Savannah,  Albany  and  Gulf  R.  R. — The 
following  gentlemen  are  elected  Directors  of 
the  Savannah,  Albany  &  Gulf  R.  R.  for  the 
ensuing  year ;  John  Screven,  Wm.  Duncan, 
John  Stoddard,  R.  D.  Arnold,  Solomon  Cohen, 
R.  Roberts,  F.  S.  Bartow,  Charles  Green,  H. 
D.  Weed,  J.  Boston,  C.  A  L.  Lamar,  F.  C. 
Anderson,  W.  B.  Hodgson ;  John  Screven  is 
the  President  of  the  new  board. 


jJ-gp^The  Atlantic  Trunk  Lines  have  a  aeet- 
ing  next  Monday  in  Washington  city.  We 
presume  that  most  of  the  Western  roads  will 
be  represented. 
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ILLINOIS  GOVERNOR'S  MESSAGE. 


The  Messajte  of  the  Governor  of  this  State 
is  a  moderately  short,  business  like  document. 
We  give  below  such  portions  as  relate  to  the 
public  debt,  internal  improvements  and  bank- 
ing laws.     He  says : 

Our  public  debt,  once  pressing  so  heavily 
upon  us,  paralyziug  our  energies,  turning  de- 
sired immigration  away,  by  apprehensions 
which  our  genial  climate  and  inviting  soil 
could  not  dissipate,  has  ceased  to  be  a  burden, 
and  is  in  the  process  of  a  rapid  removal, 

During  the  four  years  prior  to  December 
1st  1860,  besides  paying  the  accruing  interest, 
as  called  for,  semi-annually,  the  following 
amount  of  State  indebtedness,  principal  and 
interest,  has  been  liquidated: 

Amount  paid  on  principal  of  the  public  debt,  January, 

1838 $S23,466.21 

Amount  paid  on  principal   of  the  public   debt, 

January,  1859 31,651. OS 

Am't  of  the  State  indebtedness  purchased   with 

the  State  debt  fund 599,719.58 

Am't   of    State    indebtedness    purchased    with 

the  State  land  fund 56,475.67 

Am't  of  State  indebtedness   purchased  with  the 

I.  C.  R.  R.  fund 215,690.70 

Am't  of  State  indebtedness  purchased  with  the 

3  per  cent  school  fund .... 7,038.24 

Am't  interest  stock  paid  off,  under 

proclamation    of     Gov.    Bissell, 

Jan.  10,  1860 §594.696.64 

Two  months'  interest,    to    March  1, 

I860 5,946,96 

600,643.60 

Am't  interest  stock  paid  off,  under 

mv    proclamation    of     Aug    10, 

1800 §97,426.00 

Two  and  a  half  months,  interest,  to 

Sept.  15,  I860 1,217.82 

98,643  82 

$2,233,228.67 

Amount  paid  on  principal  of  regis- 
tered|canal  bonds,  by  the  trustees 
of  the  I.  and  M.  Canal,  dividend 
for  January,  1858 §307764,15 

Amount  paid  on  principal  of  regis- 
tered canal  bonds,  by  the  trustees 
of  the  I.  and  M.  Canal,  dividend 
for  January,  1859 303,796.86 

Amount  paid  on  principal  of  regis- 
tered canal  bonds,  by  the  trustees 
of  the  I.  and  M.  Canal  dividend 

for  July  and  January,  1860 162,334.45 

773,895.46 

§3.007,124.33 
To  which  may  be  added  amountof  principal 
and  interest  paid  and  purchased.   January  2, 
1SG1 97,250.60 

Making  the  entire  amount    liquidated  since 
January,  1857 $3,104,374.93 

The  condition  of  the  remaining  debt,  on  the 
30th  November,  1860,  was  as  follows  : 
Interest  stock,  payable  at  the  pleasure  of  the 

State §808,396.34 

New  refunded  stock,   coupon  bonds,  payable 

186" 13.000,00 

New  refunded  stock,  payable  after  1862 902,1100.00 

Liquidation   bonds,   payable    after 

1865 §250,890.21 

New  refunded  stock,  payable  after 

1865 21,00l',00 

271,890.21 

New  refunded  stock,  payable  after 

1869 215, 000.00 

New  internal  improvement  stock. 

payable  after  1870, 2,193,617,83 

New  refunded  stock,  payable  after 

lc70 193,000.00 

2,330,617.83 

New  refunded  stock,  payable  after 

J876  109,000.00 

Interest  bonds  of  1847,  payable  after 

1877 1,534,925.82 

New  refunded  stock,  payable  after 

1877 185,000,00 

1,719,925.82 

§6,395,830.20 

Old    Slate    bonds— Bank     of    111. 

bonds,  payable  after  I860 31,000.00 

Old  State  bonds — Internal  improve- 
ment bonds,  payable  after  1H70. .         42,000.00 

Old  Stite  bonda —  Illinois  &  Michi- 
gan Canal  bnnns.   N.  C.    R.   K., 

payableafter  I860 4,00000 

77,0(10  00 

Internal  improvement  scrip 22,67 1.73 

Six  certificates  for  arrears  of  interest 2,774.53 

$6,408,170.36 


Illinois  and  Michigan  Canal  bonds 
registered 2,299,095,00 

Illinois  and  Michigan  Canal  bonds 
registered 1,479,890  00 

Of  these  canal  bonds,  more  than  half 

are  payable  after  18T0,  say 2,042,185.110 

And  the  balance  payableafter  1860.  1,736,800.00 


-3,778.985.00 


§10,277,161.26 

Also,  122  McAllister  &  Stebbing  bonds. 

Since  preparing  the  above  statementof  State  in- 
debtedness, there  has  been  paid,  Jan.  2, 
I860 16,614.68 

Purchased 80,ii:l5  92 

Add  Canal  dividend,  July,lo60 162,334.05 


§259,585.15 
§10,000,010  00 


Making  our  entire  debt  not  far  from 

From  this  sum  we  may  properly  deduct  the 
whole  amount  of  the  canal  debt,  that  being 
represented  by  a  permanent  and  valuable  im- 
provement ;  which  would  leave  the  actual 
debt  less  than  §6,500,000 — a  gratifying  con- 
trast with  our  exhibit  of  ten  years  since,  and 
indicating  a  speedy  release  from  all  our  pecu- 
niary liabilities. 

There  were,  December  1,  1868 — ■ 

Outstanding    warrants    on    revenue 

fund §4,269.69 

Since   issued 830.054.81 

§854,324  50 

Amount  revenue  fund  in  treasury, 

Dec.  1,  1858 §153.074.13 

Receipts  to  Dec.  1,  1860 090,440.75 

§R43,5,4.88 

Leaving  warrants  outstanding §10,809.62 

The  entire  amount  paid  into  the  State  treas- 
ury, on  all  accounts,  during  the  last  two  years, 
is  $3, 300, 035. Si— the  more  detailed  statement 
of  which  will  be  found  in  the  Treasurer's  re- 
port. 

Notwithstanding,  gentlemen,  the  gratifying 
evidences  of  our  great  social  prosperity,  an 
unquestioned  credit,  a  plethoric  treasury,  and 
a  future  of  the  fairest  promise,  our  immediate 
financial  situation  is  full  of  embarrassment. 

The  leading  object  of  those  who  framed  the 
present  State  Constitution,  and  of  succeeding 
Legislatures,  was,  by  a  system  of  strict  econo- 
my and  special  application  of  revenue,  the  re- 
lief of  the  State  from  the  difficulties  in  which 
she  had  been  involved  by  previous  wild  and 
improvident  legislation.  The  result  has  been 
a  restoration  of  credit,  a  diminution  of  debt, 
a  vastly  increased  population,  and  a  wonderful 
progress  in  all  the  essentials  of  power  and  in- 
fluence. Yet  that  same  prudential  policy, 
which  aided  the  movements  of  the  feeble  child, 
now  cramps  the  energies  of  the  growiug  giant. 
With  our  elevation  and  advance  come  wants  of 
corresponding  magnitude  and  importance,  de- 
mands pressing  on  all  sides,  far  beyond  our 
immediate  ability  to  meet. 

A  reference  to  the  report  of  the  Treasurer 
will  show  that  the  sum  received  into  the  State 
Treasury  during  the  last  two  years  exceeds 
$3,300,000.  Of  this,  the  revenue  fund  for  pay- 
ing the  general  expenses  of  government,  and 
subject,  also  to  our  appropriations  of  a  general 
or  special  nature,  amounted  to  less  than  $700,- 
000.  Indispensable  improvements  in  the  pro- 
cess of  construction,  important  institutions 
requiring  constant  support,  must  all  be  fed 
from  this  source ;  while  along  side  accumulates 
an  enormous  fund,  devoted  to  special  objects, 
the  chief  of  which  is  the  extinguishment  of  a 
debt,  which  we  are  compelled  to  force  into 
presentation  for  payment. 

The  Illinois  and  Michigan  Canal  makes  a 
good  exhibit  of  its  affairs  during  the  past  two 
years.  A  steady  and  reasonable  revenue,  some 
useful  and  permanent  improvements,  and  a 
gradual  decrease  of  its  debt,  which  has  been 
reduced,  from  canul  receipts,  since  its  opening, 
in  1848,  as  shown  in  the  present  report,  $5,- 
085,409.38. 
I  Our  present  banking  law  was  adopted  in 
1851.     Under  it  at  the  present  time,  one  hun- 


dred and  ten  banks  are  in  operation,  having  a 
circulation  of  $12,320,964,  secured  by  deposit 
with  the  Auditor  of  $13,980,971.  By  far  the 
greater  portion  of  this  money  circulates  within 
our  own  State,  and  here  it  is  the  almost  ex- 
clusive currency.  Much  desire  has  been  felt 
and  expressed  that  steps  be  taken  by  this 
Legislature  to  place  our  currency  on  a  more 
available  basis — -to  so  vary  the  system,  that  a 
higher  credit  may  be  given  to  our  money 
abroad,  and  the  heavy  discounts  now  made 
against  us  be  consequently  avoided.  Among 
the  many  plans  proposed,  which  will  doubt- 
less be  laid  beforeyou,  having  these  and  other 
improvements  in  view,  it  is  almost  impossible 
to  suggest  any  project  of  partial  amendment 
which  may  not  jeopardize  existing  advantages. 
Better,  probably,  would  it  be,  if  the  securities 
originally  and  now  were  restricted  to  the  stocks 
of  our  own  State  and  those  of  the  United 
States,  as  less  liable  to  fluctuation  in  value, 
and  more  within  our  immediate  control. 
Whatever  action  you  may  take  in  this  matter, 
let  it  be  with  reference  to  the  whole  people  of 
the  State,  bearing  in  mind  that  no  financial 
system,  however  strong,  can  safely  receive  a 
violent  shock,  and  keeping  in  view,  also,  the 
objects  for  which  the  present  system  was  fram- 
ed. So  large  had  been  our  loss,  in  early  times, 
by  the  State  being  flooded  with  the  issues  of 
distant,  unknown  and  in  many  instances,  to- 
tally irresponsible  banks,  that  it  became  the 
leading  idea  of  our  legislators  to  create  a  cir- 
culating medium  within  ourselves  which  would 
answer  all  the  demands  of  internal  traffic,  hold 
a  representative  value  among  our  own  citi- 
zens and  be  ultimatelysecured  for  its  face  to 
the  holders.  To  this  last  extent  it  has  suc- 
ceeded. Of  the  fourteen  banks  that  have  been 
withdrawn  from  existence,  during  the  last  nine 
years — some  voluntarily,  others  by  forfeiture 
under  the  law — in  every  instance,  save  one, 
there  has  been  a  complete  redemption,  dollar 
for  dollar,  of  their  entire  circulation;  and  in 
the  single  exceptional  case,  but  the  trifling 
loss  of  three  per  cent,  was  sustained  on  final 
settlement.  These  facts  are  worthy  of  your  at- 
tention, and  should  be  steadily  regarded  while 
considering  the  improvements  on  our  existing 
policy  which  the  business  interests  of  the 
State  seem  imperatively  to  demand.  The 
banking  policy,  adopted  by  popular  vote,  should 
be  sedulously  guarded  by  the  General  Assem- 
bly, and  the  most  rigorous  measures  taken, 
while  preserving  the  system  which  the  people 
have  indorsed,  to  guard  that  system  from 
abuse,  and  to  check  all  evasions,  all  miscou- 
strnctions  of  its  intent  and  spirit,  as  well  as 
language — holding  these  institutions  closely 
accountable  for  the  use  of  the  privileges  which 
the  people  have  placed  in  their  hands. 


New  Railway  From  New  York  to  Phila- 
delphia.— A  late  number  of  the  Philadelphia 
Inquirer  gives  the  following  : 

We  alluded  recently  to  the  proposition  to 
construct  a  new  railroad  from  this  city  to  New 
York.  The  bill  to  be  introduced  at  the  next 
session  of  the  New  Jersey  legislature  provides 
for  the  incorporation  of  a  company  to  construct 
a  direct  line  of  independent  railway,  from  a 
suitable  point  on  the  Delaware  River,  opposite 
Philadelphia,  to  a  suitable  point  on  the  Hud- 
son River,  opposite  New  York,  with  double 
tracks,  complete  stations,  ferries  and  landings, 
with  fare  to  be  restricted  to  two  dollars  a  pas- 
senger for  mail  and  express  trains,  which  will 
run  from  city  to  city  in  three  hours,  and  to 
one  dollar  and  fifty  cents  and  one  dollar  per 
passenger,  in  trains  running  the  entire  route 
in  four  or  five  hours  respectively,  securing  the 
rif  lit  to  any  lateral  road  to  intersect  such  main 
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trunk  road,  and  have  its  passengers  transport- 
ed thereon  at  no  more  than  two  cents  a  mile, 
with  other  restrictions  and  privileges,  preserv- 
ing the  faith  and  revenues  of  the  State.  The 
road  to  be  called  the  "Main  Trunk  Railway, 
of  New  Jersey,"  and  the  capital  authorized. for 
its  eonstrzetion  to  be  three  millions  of  dollars, 
with  power  to  double  the  same. 

Notice  is  also  given  that  an  application  will 
be  made  to  the  Legislature  of  New  Jersey,  at 
its  next  next  session,  for  an  act  to  ineoporate 
a  company  to  construct  a  railroad  from  some 
point  in  the  county  of  Burlington,  near  Mount 
Holly,  to  some  point  in  the  city  of  New  Bruns- 
wick, in  the  county  of  Middlesex,  with  power 
to  extend  the  same  southwardly  through  Cam- 
den County  to  Glassborough,  in  the  county  of 
Gloucester,  with  power  to  construct  branches 
in  the  counties  of  Burlington,  Ocean,  Glouces- 
ter and  Salem,  with  the  consent  of  the  State 
and  the  companies  chartered  or  to  be  charter- 
ed, to  connect  and  co-operate  with  the  rail- 
roads constructed  or  to  be  constructed  in  the 
aforesaid  counties,  and  in  Cumberland  and 
Cape  May  Counties,  so  as  to  form  a  commu- 
nication from  Cape  Island  northwardly;  the 
said  railroad  to  be  called  the  "  Southern  New 
Jersey  Railroad,"  and  the  capital  to  be  author- 
ized for  its  construction  to  be  one  million  dol- 
lars, with  power  to  double  the  same. 


FINANCES  OF  MASSACHUSETTS. 


We  give  herewith  a  statement  of  the  finan- 
cial condition  of  the  State  of  Massachusetts  at 
the  close  of  1860. 

Liabilities  on  account  of  Railroad  Companies. 

Western  Railroad  Corporation $3  8519,555  56 

E-istern        do  do  500.0110  1111 

Norwich       do  do  400,000  OU 

Southern  Vermont  R.  R.  Corporation 2011,1)00  00 

Troy  &  Greenfield         do  427.572  00 

$5,5213,127  56 
OTHER  INABILITIES. 
Lunatic  Hospital : — 

1852,  due  1805 $100,0(10  00 

1853,  "  ie05 70,010(10 

1854,  "  1874 94,000  00 

$264,000  00 

State  Almshouse  i— 

1852,  due  1872 $100,000  00 

1853,  •      1873 60,000  00 

1854,  "    1874 50,000  00 

210,000  00 

State  House : — 

1853,  due  1873 $  65,000  00 

1854,  "     1874 100,000  00 

165,000  00 

Six  per  cent : — 
1856,  due  11-02 $100,000  00 

1856,  "    1804 1110,000  00 

1850,    "    1866 1011,01.0  00 

300,000  00 

Lunatic  Hospital : — 

1857,  due  1863 $110,000  00 

1857,    "    1877 50,000  00 

200,000  00 

Convertible  State's  : — 
1800,  due  1870 150,000  00 

Total  liabilities $6,815,127  86 

Temp,  loans  due  Jan.  1,  I860....  $246,429  77 
Reduced  by  scrip,  I860, 150,000  00 

$96,429  77 

Estimated  deficit  for  1860 170,000  00 

206,429  77 

$7,081,557  33 
ASSETS. 

Mortgage  "Western  Railroad  Co .$3,999,555  65 

Sinking  fund  Western  Railroad 1,600.000  00 

Mortgage  Eastern  Railroad 500,0' 0  00 

Mortgage  Nor.  and  Worcester  R.  R 41)0,000  oo 

Sinking  fund  Norwich  and  Worcester  R.  R...        66.000  00 
Troy  and  Greenfield  Railroad  entire  property.      427,572  01) 

Sinking  fund  Troy  and  Greenfield  R.  R 20,000  00 

Southern  Vermont  Railroad   Company's  en- 
tire property 200,000  00 

$7,213,127  56 
Debt  ext'm't  fund,  7,056  Western 

Railroad  stock,  par $705,000  00 

Present  value,  prem.  10  per  cent.     70.500  00 
Western  R.  R.  stock  fund 115,500  00 

$891,660  00 


Less  amount  advanced  on  these 

securities 46,000  00 

Back  Bay  land  fund  appropriat'd.  31  0.000  00 

Almshouse  sinking  found 53,5i8  00 

1,199.208  00 

$9,412,335  56 
Payments  for  '60  am't  to  about. $1,185,000  00 
Rec'pts  for  1800  am't  to  about. .    1 ,015,000  00 

Deficit $170,000  00 

The  estimated  expenses  of  the  ensuing  year 
will  be  considerably  less  than  the  present,  and 
unless  some  extraordinary  emergency  arises, 
the  revenue  will  more  nearly  equal  the  ex- 
penditures. 

Deficit  I860 $110,000  00 

Deficit  previous  years 207  000  00 

To  be  provided  for  by  tax  or  otherwise $377,000  00 

The  fiscal  year  closes  on  the  31st  of  Decem- 
ber, and  therefore  the  statements  given  are 
only  an  approximation  to  the  actual  results, 
which  may  vary  somewhat  the  above. 

THE  VALUATION  OF  THE  COMMONWEALTH, 

The  Legislative  Committee  appointed  to 
compute  the  valuation  of  the  Commonwealth 
as  a  basis  for  State  taxation  during  the  next 
ten  years,  has  recently  concluded  its  labors 
after  a  session  which  was  protracted  to  a 
length  of  more  than  a  hundred  days,  begin- 
ning September  5,  1860,  and  ending  January 
1,  1861.  at  a  cost  of  $13,191  50  for  the  pay  of 
its  members,  and  §6,322  for  contingent  ex- 
penses. The  aggregate  valuation  of  taxable 
property  is  computed  at  the  sum  of  $897,795,- 
326,  which  is  $299,858,330  more  than  the  State 
valuation  of  1850,  exhibiting  an  increase  of 
about  50  per  cent,  in  the  wealth  of  the  State 
during  the  last  ten  years.  "When  it  is  remem- 
bered that  considerable  sums  (in  the  hands 
especially  of  small  property  holders,  of  which 
deposits  in  the  Saving  Banks,  not  exceeding 
$500  dollars  each,  may  be  taken  as  aD  illus- 
tration) have  been  omitted  from  the  assess- 
ments, the  result  discloses  that  the  wealth  of 
the  people  of  Massachusetts  averages  not  less 
than  $750  to  each  inhabitant,  irrespective  of 
age  or  sex.  The  proportionate  distribution  of 
this  wealth  among  the  people  is  illustrated  by 
fact  that  the  amount  of  deposits  in  the  Savings 
Institutions  in  the  Commonwealth  on  the 
fourth  Saturday  of  October  last,  as  shown  by 
the  annual  report  of  the  Bank  Commissioners, 
was  $45,054,235,  although  these  institutions 
are  prohibited  by  statute  from  holding  at  the 
same  time  more  than  $1,000  of  one  depositor 
other  than  a  religious  or  charitable  corpora- 
tion ;  and  these  deposits  represent  only  a  frac- 
tion of  the  savings  from  the  daily  industry  of 
the  working  classes.  The  policy  of  encour- 
aging families  to  become  land  owners,  by  ex- 
empting their  homesteads  to  the  value  of  $800 
from  seizure  on  execution,  has  helped  to  pre- 
serve their  accumulation ;  and  the  numerous 
modes  in  which  small  savings  are  invested  by 
private  loans  and  friendly  accommodations, 
help  largely  to  increase  and  to  preserve  their 
aggregate. 

The  industrial  statistics  of  the  Common- 
wealth are  compiled  but  once  in  ten  years. 
The  last  compilation  was  in  1855,  when  it  ap- 
peared that  the  annual  production  from  the 
industry  of  Massachusetts  amounted  to  $295,- 
820,681,  which  was  an  increase  of  138  per 
cent,  over  the  amount  exhibited  by  the  last 
previous  compilation ;  nor  can  it  be  doubted 
that  the  productive  capacity  of  our  people 
has  keep  pace  with  the  gratifying  increase  of 
their  capital.  A  Commonwealth  of  1,231,535 
persons,  or  an  area  of  only  7,S00  square  miles, 
with  a  property  of  nearly  $900,000,000,  whose 
people  are  all  free,  and  whose  poorest  child 
may  be  educated  iu  the  free  schools  of  the 
State,  is  a  noble  monument  of  the  triumphs 
of  intelligence  and  liberty. 


In  this  connection  I  respectively  recom- 
mend to  the  General  Court  to  provide  some 
less  expensive  and  cumbrou;;  method  for  as- 
certaining the  valuation  of  the  State,  than 
that  which  has  hitherto  been  pursued.  The 
details  of  a  more  economical  and  efficient 
plan  will  be  suggested  if  it  shall  be  deemed 
desirable. — American  R.  R.  Journal. 


The  CtTT  Council  of  Philadelphia  and  the 
Pennsylvania  R.  R.  Directory. — The  follow- 
ing proceedings  in  relation  to  the  management 
of  the  Pennsylvania  R.  R.  occured  in  the  se- 
lect Council  of  Philadelphia  on  the  10th  inst: 

Mr.  Megargee  submitted  the  following  re- 
port and  resolutions : 

Your  committee  respectfully  report  that 
they  presented,  in  writing,  to  the  City  Direc- 
tors of  the  Pennsylvania  Railroad  Company  a 
series  of  questions  relative  to  the  existing 
policy  of  that  company  and  its  connections 
with  agents  located  at  points  outside  of  the 
limits  of  Pennsylvania,  to  which  the  City  Di- 
rectors replied  that  they  had  no  personal 
knowledge  of  the  matters  inquired  of,  but 
would  endeavor  to  iaform  themselves  and  duly 
report.  _ 

On  the  29th  of  December  yonr  committee 
received  from  the  City  Directors  a  written 
statement  of  certain  matter,  signed  J.  Edgar 
Thomson,  President,  by  order  of  the  Board 
of  Directors,  purporting  to  be  a  reply  to  the 
several  questions  before  referred  to,  so  far  as 
in  the  opinion  of  the  President  it  was  deemed 
prudent  to  answer  yonr  committee's  inquiries. 
This  reply  of  the  President  is  so  barren  of  all 
information  on  which  your  committee  could 
found  any  definite  opinions  or  conclusions,  and 
as  the  annual  stockholders'  meeting  will  be 
held  on  the  fourth  of  next  month,  when  the 
stockholders  can  amply  provide  for  a  full  in- 
vestigation of  both  the  general  policy  and  the 
general  condition  of  the  company,  your  com- 
mittee have  decided  to  recommend  the  adop- 
tion of  the  following  joint  resolution,  as  ihe 
most  efficient  mode  of  enabling  Councils  to 
promptly  understand  and  perform  their  im- 
portant duties,  as  the  great  stockholder  of  the 
railroad  company.  Samuel  Megargee, 

Geo.  S.  Adler. 

Resolved,  By  the  Select  and  Common  Coun- 
cil, that  the  Mayor  of  the  city  of  Philadelphia 
be  authorized  and  directed  to  represent  this 
corporation,  at  the  annual  meeting  of  the 
Stockholders  of  the  Pennsylvania  Railroad 
Company,  to  be  held  on  Monday,  February 
4th,  next  ensuing;  and,  as  the  representative 
of  this  corporation,  to  vote  for  the  appoint- 
ment of  a  committee  of  stockholders  to  exam- 
ine into  the  general  policy  and  condition  of 
the  said  company,  and  also  to  vote  for  the 
enactment  of  a  by-law  providing  for  the  ap- 
pointment of  a  similar  committee  hereafter, 
at  every  annual  meeting  of  the  stockholders. 

Mr.  Quinn  said  the  committee  were  appoint- 
ed to  ascertain  facts,  and  therefore  the  resolu- 
tion was  of  little  use. 

Mr.  A.  Miller  thought  the  Directors  were 
competent  to  take  care  of  the  interests  of  the 
road,  and  any  interference  on  the  part  of 
Council  did  more  harm  than  good. 

Mr.  Megargee  said  that  there  was  no  way  of 
getting  information  except  by  a  committee, 
as  the  control  of  the  road  was  not  in  the  hands 
of  the  Directors,  but  in  that  of  some  of  the 
employees  and  agents.  The  Board  of  Direc- 
tors do  not  investigate  into  the  management 
of  the  road,  and  the  City  Directors,  if  desirous 
of  obtaining  information,  are  always  voted 
down.  The  stock  of  the  Company  is  down  in 
price,  and  it  will  be  much  less  if  a  change  is 
not  made  in  its  affairs.     The  President  of  the 
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road,  he  thought,  was  interested  in  too  mauy 
Western  roads  to  give  the  desired  attention  to 
the  Pennsylvania  Railroad.  He  thought  there 
should  be  an  investigation,  as  to  the  fact  that 
certain  persons  are  kept  in  the  employment 
after  they  have  been  charged  with  embezzling 
the  funds  of  the  Company. 

After  considerable  discussion,  the  resolution 
was  adopted  by  a  vote  of  yeas  34,  nays  27. 


Little  Rock  R.  R. — This  road  is  going  for- 
ward very  rapidly.  Hands  are  at  work  on  it 
at  every  available  place,  and  there  seems  to 
be  a  laudable  determination  on  the  part  of  the 
officers  to  put  it  through.  The  piers  of  the 
bridge  are  very  nearly  finished,  and  they  are 
beginning  to  put  the  timbers  upon  the  middle 
one.  It  is  to  be  completed,  we  understand, 
by  the  first  of  February ;  and,  in  anticipation 
of  it,  the  company  is  preparing  to  raise  the 
track  on  the  other  side  of  the  river  to  a  level 
with  it. — Madison,  Ark,,  Review. 


Texas  Railroads. — We  learn  that  the  vari- 
ous railroads  of  this  State  are  progressing 
with  unabated  energy.  About  three  hundred 
hands  are  steadily  employed  on  that  section 
of  the  Harrisburgh  Railroad,  between  Colum- 
bus and  LaGrange,  while  it  is  6aid  that  equal 
or  even  larger  numbers  of  laborers  are  en- 
gaged on  the  Houston  and  New  Orleans  and 
the  Eastern  Texas  Railroad,  nor  can  we  learn 
that  there  has  been  any  interruption  in  the 
work  on  the  several  other  railroads  of  the 
State,  all  of  which  it  is  believed,  will  bo  able 
to  meet  the  requirements  of  their  respective 
charters  to  entitle  them  to  the  lands  donated 
by  the  State. —  Galveston  News. 


Cattle  Must  Keep  Off  the  Track. — The 
following  decision  of  Chief  Justice  Gilpin,  is 
in  accordance  with  recently  established  views. 
The  decision  sets  forth  as  follows  :  1st.  That 
a  railroad  company  legally  chartered  has  the 
unobstructed  right  of  way  over  its  own  road. 
2d.  That  it  can  not  be  held  in  damages  for 
any  loss  which  owners  of  cattle  may  sustain 
if  their  cattle  are  killed  or  injured  while  upon 
the  track,  and  due  diligence  and  caution  are 
observed  on  the  part  of  those  in  charge  of  the 
train,  to  prevent  such  destruction  or  injury. 
3d.  That  the  Company  is  not  bound  to  fence 
in  the  land  or  farms  along  the  line  of  the  road, 
merely  for  the  sake  of  keepiag  cattle  off  the 
tract:  but  that  it  is  the  duty  of  owners  of  cat- 
tle to  see  that  such  cattle  do  not  interfere  with 
and  obstruct  the  passage  of  the  trains,  and 
thus  become  trespassers.  4th.  That  persons 
who  suffer  their  animals  to  roam  at  large  upon 
the  track,  to  the  detriment  of  the  travel  by 
obstructing  the  road,  are  liable  in  a  suit  of 
trespass  therefor. 


Annual  Rf.port  oe  the  Massachusetts 
Western  Railroad. — The  gross  receipts  for 
the  last  year  were  $1,881,350  72 — expense 
$993,096  30— net  receipts  $888,254  42.  Com- 
pared with  1859,  there  was  an  increase  of  $114, 
282  59  in  gross  receipts,  of  $56,176  18  in  ex- 
penses, and  of  $58,106  41  in  net  income.  Of 
the  receipts,  $690,992  were  from  passengers, 
$1,101,119  from  freight,  $34,900  for  mails,  and 
$54,340  from  miscellaneous  sources.  From 
the  net  earnings  were  taken  8  per  cent,  divi- 
dends ($412,000),  interest  and  exchange  on 
State  loans  $348,223,  and  1  per  cent,  to  the 
sinking  funds,  $50,000;  leaving  a  surplus  not 
divided  of  $78,031,  which,  added  to  a  previ- 
ous surplus,  makes  a  present  total  of  nominal 


cash  profits  on  hand  of  $100,604.  The  pres- 
ent value  of  the  sinking  funds,  intended  to  ex- 
haust the  funded  debt  of  $6,269,520  when  due, 
is  $2,281,  633.  The  total  cost  of  the  road,  in- 
cluding the  Hudson  Branch  and  equipment, 
is  $11,029,079,  and  the  corporation  has  assets 
other  than  this  to  the  net  amount  of  $331,506. 
The  funded  debt  has  been  increased  within  the 
year  from  $6,125,520  to  $6,269,520,  while  the 
floating  debt  of  $208,725  has  been  paid  off  en- 
tirely. Among  the  expenditures  of  the  last 
year  were  $273,696  for  maintenance  and  im- 
provement of  the  road,  $182,976  for  cars  and 
locomotives.  For  the  first  time  in  its  lease, 
the  Pittsfield  and  North  Adams  road  has  paid 
a  direct  profit  to  the  Western ;  the  amount  of 
its  business  over  expenses  and  interest  being 
$769  20.  Five  persons  walking  or  lying  upou 
the  track  have  been  killed  by  the  trains  of  the 
road  during  the  year,  and  two  employees  have 
also  lost  their  lives. 


Banks  and  Banking  in  Wisconsin. — The 
Bank  Comptroller  furnishes  the  figures  for  the 
following  statement : 

Number  of  Banks  January  1,  1860,  one  hundred 

and  eight,  with  an  aggregate  capital  of $7,760,01)0 

Seven  new  banks  organized  in  1860,  with  an  ag- 
gregate capit  it  of - 355,000 

Twelve banks'have  increased  their  capital  by. ...       '.150,01)0 

Total  capital  January  1,  1P61 $8,365,000 

Five  banks  have  relinquished   business, 

with  an  aggregate  capital  of $150,000 

Twenty  five  hanks  have  reduced  capital.   078,000   1,128,000 
Total  number  of  banks  in  operation  Jan.  1,  1861, 
one  hundred  and   ten,  witb   capital   amount- 
ing to $7,287,000 

Decrease  of  banking  capital  for  the  past  year 523,000 

Whole  amount  of  countersigned    notes  issued  to 

banks  and  outstanding,  Jan.  1,  1861.  is 4,580,832 

Namely:  To  banks  doing  business..  .$4,537,683 
To  banks  winding  up 43,149 

Total  outstanding  circulation $4,580,832 

These  notes  are  secured  by  the  deposit  of  specie 

and  public  stocks,  to  the  following  amount §5,120,080 

Specie  of  organized  banks $45,573  50 

Specie  of  banks  winding  up 43,152  00  88,725  50 

Total  securities  on  deposit $5,208,805  50 

The  amount  of  the  bank  tax  due  for  the  pastyear 

was 108,807  86 

The  amount  of  securities  over  circulation  Jan.  1, 

1860,  was 158,445  00 

Amount  of  same  Jan.  1,  1861 627,973  00 

Excessof  margin  Jan.  1,  1861 $469,528  00 

— Milwaukee  Sentinel. 


CONDITION  OF  THE  ILLINOIS 
BANKS. 

There  has  been, since  tho  beginning  of  themonetary  panic, 
a  general  increasing  desire  on  tlie  part  of  the  public  to  learn 
definitely  in  regard  to  the  kind  and  value  of  the  securities 
upon  which  the  circulation  of  our  stock  bank  is  based.  The 
State  Auditor, who  has  been  engaged  for  some  lime  in  making 
up  his  biennial  report,  authorizes  us  to  give  publicity  to  the 
following  exhibit.  It  is  taken  di.ectly  from  the  advance 
sheets  of  his  report,  and  is  broght  down  to  the  very  latest 
moment.  Besides  giving  the  amount  and  kind  of  stocks 
held  as  security  for  circulation,  it  also  gives  the  circualtion, 
so  that  any  one  by  observing  the  value  of  stocks  as  quoted 
at  the  Stock  Board,  and  adding  three  per  cent,  for  the  Jan- 
uary interest,  can  at  once  tell  the  exact  margin  on  deposit 
or  deficit  of  each  bank : 

Alisana  Bank,  secured  by  $101,000  Tennessee  6V, 
$24,000  Virginia  6's. 

Circulation $99,330 

Agricultural  Bank,  4.(00  Missouri  6's;  62,000  Ten- 
nessee6's;  60.000  Louisiana  6's;  3,01/0  North 
Carolina  6's;  35.000  Illinois  and  Michigan  Ca- 
nal; 1,827  Illiaois  New  Internal  Improve- 
ment. 

Circulation 144,633 

Amercan  Bank,  37,001  Tennessee  6's;  45.000  New 
York  6's;  8,500  Illinois  and  Michigan  Canal; 
66,0Ull  Illinois  6's. 

Circulation 142,600 

American  Exchange  Bank,  94.000  Missouri  6's; 
57,000  Tennessee  6's,  60,000  Virginia  6's, 
1,000  Louisiana  6's. 

Circulation 185,020 

Alton  Bank,  4,000  MissouriO's, 23,320  IllinoisNew 
Internal  Improvement.   . 

Circulation 23,170 

Bank  or  Ashland,  51.000  Tennessee  6's,  1,000  Vir- 
ginia 6's.  10.000  North  Carolina  6's. 

Circulation 50,920 

Bank  of  America,  Chicago,  2,000  Missouri  6's. 

Circulation 'i162 


Bank  oF  America.  Mt.  Carmel,  l,r00  Tennessee 
6's,  6.1101  Georgia;  35.600  Illinois  and  Michi- 
gan Canal,  282, 000  Illinois  6's. 

Circulation 302,987 

Bank  of  Aledo.  21,000  Tennessee  6's,  10,000  Vir- 
ginia 0's,  17.000  North  Carolina  6's,  10,01)0 
United  States  5's,  3,000  Illinois  and  Michigan 
Canal,  3,01111  Illinois  6's. 

Circulation 55,620 

Bank  of  Albion,  35,000  Tennessee  6's,  27,000  North 
Carolina  6's,  44,000  Georgia,  50,000  Minnesota 
8's. 

Circulation 144,536 

Bank  of  Aurora,  318,000  Missouri  0's,  12,000  Lou- 
isiana 6's. 

Circulation 276,900 

Bank  of  Benton,  42,000  Tennessee  6's,  50,000  Vir- 
ginia 6's. 

Circulation 74,610 

Bank  of  Bloomington,  18,400  Illinois  and  Michi- 
gan Canal,  34,945  08  Illinois  Internal  Im- 
provement. 

Circulation 49,990 

Bank  of  Brooklyn.  30,000  Missouri  6's,  5,000  Ten- 
nessee 6's,  5,0U0  North  Carolina  6's,  30,000 
Minnesota  8'e 

Circulation 59,736 

Bank  of  Carmi,  44.(100  Missouri  6's,  22.000  Tennes- 
see 6's,  o6,000  Virginia  6's,  15,000  North  Caro- 
lina 6's. 
Circulation 116,306 

Bank  of  Chester,  88,000  Missouri  6*3,12,000  North 

Carolina  6's. 

Circulation 81,795 

Bank  of  Commerce,  57,0(10  Tennessee  6's,  66,000 

United  States  5's,  16,500  Illinois  and  Michigan 

Canal,  14,000  Illinois  6's. 
Circulation 137,170 

Bank  of  the  Commonwealth,  101,000  Missouri  6's, 

3,01)0  Tennessee  6's. 
Circulation 85,580 

Bank  of  Elgin,  1,000  Missouri  6's,  57,000  Georgia. 
Circulation 57,066 

Bank   of  the  Federal   Union.  60.000  Missouri  6's, 

20,000  Tennessee  6's,  2 1,000  Illinois  6's. 
Circulation 85,202 

Bank  of  Galena,  17,000  Missouri  6's,  5,000  Virgin- 
ia 6's,  16,000  Georgia,  20,415  43  Illinois  Inter- 
nal Improvement. 

Circulation 45,658 

Bank  of  Geneseo,  2,000  Missouri  6's  30,000  Tennes- 
see 6's,  12,000  North  Carolina6's,  50,000  Michi- 
gan 7's. 

Circulation 87,350 

Bank  of  Illinois,  4,000  Tennessee6's,  10,000  Virgi- 
nia 0's,  45,000  Louisiana  6's,  45,51)0  Georgia, 
2,000  Kentucky,  16,561  Ohio  6's,  8,000  Iowa 
7's,  79,000  Michigan  6's,  4, 0H0  Illinois  and 
Michigan  Canal,  21,000  Illinois  6's. 

Circulation 224,567 

Bank  of  Indemnity,  92,000  United  States  stock  of 
1851,  60,258  28  Illinois  Internal  Improvement, 
10,000  Illinois  6's. 

Circulation 102,700 

Bank  of  Jackson  County .37 ,000  Tennessee  6's,  10, 
000  North  Carolina  6's,  7,000  Kentucky,  10,000 
Michigan  6's,  688  20  Illinois  New  Internal  Im- 
provement, 36.000  Illinois  6's. 

Circulation 89,550 

Bonk  of  Metropolis.  110,900  Tennessee  6's,  1,000 
Virginia6's,43  000Louisiana0's,  17,000  North 
CarolinaO's,  50,1.00  New  York  6's. 

Circulation 192,410 

Bank  of  Naperville.  18.000  Missouri  6's,  34  000 
Tennessee  6's,  11,000  Virginia  6's,  2,000  North 
Carolina  6's. 

Circulation 57,192 

Bank  of  Northern  Illinois,  13,303  Specie. 

Circul.tion 13,303 

Bank  of  Pike  County,  33.000  Missouri  0's,  23  000 
Tennessee  6's,  36,000  Virginia  0's,  30.000 
Louisiana  6's,  37,000  NorthCarolina  6's,  10,000 
Kentucky. 

Circulation 130,372 

Bank  of  Quincy,  59.000  Missouri  6's,  2,250  Illinois 

and  Michigan  Canal, 
Circulation 50,497 

Bank  of  Raliegh,  250,000  Missouri  6's,  30,000  Ten- 

nesseee  6's,  4,000  Kentucky,  10,000  Ohio6's. 
Circulation 257,535 

Bank  of  Republic,  182,000  Tennessee  6's,  27,000 
North  Carolina  6's,  22,669  96  Ohio  6's,  19,000 
United  States  stocks  of  1851,  18,000  Illinois 
and  Michigan  Canal,  6.945  84  Illinois  New  In- 
ternal Improvement, 4,000  IllinoisO's, 

Circulation 256,554 

Bank  of  Sparta,  14,000  Louisiana  6's,  15,000  North 
Carolina  0's,  10,000  Georgia.  19,182  Ohio  6's, 
'9,000  New  Xorlt  b's,  3,458  80  Illinois  New 
Internal  Improvement,  20,000  Illinois  6's. 

Circulation 145,941 


573 


THE    RAILROAD    RECORD. 


Patriotic  Bank,  35,000  Tennessee  0's,  89,000  Illi- 
nois 6's. 

Circulation 111,110 

Prairie  State  Bank,  15.000 Missouri  0's, 30,000 Ten- 
nessee G's,  22,000  Louisiana  0's. 

Circulation 58,899 

PittsOeld  Bank,  54.007  17  Illinois  New   Internal 

Improvement,  5.00U  Illinois  tt's. 
Circulation 56,841 

Plowman's  Bank, 37,000 Tennessee O's,85,000  Vir- 
ginia 6's. 
Circulation 98,613 

Railroad  Bank,  22.000  Tennessee  0's,  30,000  Virgi- 
nia 0"s,  39,000  North  Carolina  0's. 

Circulation 93.927 

Reaper's  Bank,  1411,0-0  United  States  stocks  of 
1851. 

Circulation 131,945 

Reed's  Bank,  31,000  Missouri  G's. 

Circulation 25,769 

Rock  Island  Bank,  30,000  Missouri  6's. 

Circulation 2,719 

State  Bank  of  Illinois,  245.000  Missouri  0's.  162,500 
Virginia  0's,  60,01  0  Louisann  0's,  20,000  North 
Carolina  0's,  80,0(10  South  Carolina  6's,  10,50(1 
Georgia  6's,  124.000  Illinois  and  Michigan  Ca- 
nal. 4,000  Illinois  0's. 

Circulation 051,713 

Slate  Stock  Bank,  45,C00  Tennessee  6's.  1.0OO  Vir- 
ginia 0's,  17,000  Louisiana  0's,  5,(11  0  North  Ca- 
rolina 6's.  27,100  KentucKy,  31,1  00  Michigan 
6's,  30,2:0  Illinois  and  Michigan  Canal,  8,000 
Illinois  New  Internal  Improvement, 5,000  III. 
6's. 

Circulation 151.608 

Shawnee  Bank  40,000  Tennessee  6's,  10.000  Virgi- 
niaO's  16,000  Louisiana  (i's.  10,000  North  Ca- 
rolina 0's,  25,000  Georgia  6's,  5,000  Illinois 
New  Internal  Improvement. 

Circulation 86,999 

Southern  Bank  of  Illinois,  148.000  Missouri  6's, 
40,400  Tennessee  6's,  35,000  Louisiana  0's. 

Circulation 188,270 

Toulon  Bank.  14,000  Tennessee  6's,  10,01:0  Virgi- 
nia 6's,  10  000  North  Carolina  6's,  3,000  Ken- 
tucky, 9  0(10  Illinois  and  Michigan  Canal.  5,000 
Illinois  New  Internal  Improvement,  5,000  Illi- 
nois 6's. 

Circulation 50,004 

United  Stales  Stock  Bank,  9.0C0  Tennessee  0's, 
82,000  United  Slates  Stocks  of  1851. 

Circulation 82,768 

Union  Bank,  3.000  Tennessee  b's,  55,000  New  York 
6's,  30,0  (I  United  States  Stocks  of  1851.  1 ,500 
Illinois   and   Michigan  Canal,    10,000   Illinois 
6's. 
Circu  Intion 92,474 

Union  County  Bank,  41,000  Tennessee  6's,  10,000 

Virginia  6's,  10,000  North  Carolina  6's. 
Circulation 50,510 

Warren  County  Bank,  64,(00  Missouri  6's,  5,000 
Louisiana  6's,  3,000  North  Carolina  6's,  10,000 
Michigan  6's,  4.000  Illinois  and  Michigan  Ca- 
nal, 28,000  Illinois  6's. 

Circulation 100,030 

Vf  heat  Growers'  Bank.  25,000  Tennessee  6's,  2,0(0 
Virginia  6's,  16,000  North  Carolina  6's,  52.00U 
Michigan  6's. 

Circulation 86,022 

Vfestern  Bank  of  Illinois,  35,000  Tennessee  G's, 

24.000  United  States  Stocks  of  1851 
Circulation 50,666 

Total  circulation $  12,320,694 

Secured  by  Stocks  as  follows: 

Missouri  G's $3,026,000 

Tennessee  G's 3, '.i2 1,000 

VirginiaG's 1,284.000 

Louisiana  G's 507,500 

North  Carolina  6's 888,000 

South  Carolina  G's 100,(100 

Georgia  6's 335.000 

Kentucky GG  Ol.O 

Ohio  G's  284,854  90 

Iowa7's 91,000 

Michigan  0's 442,01,0 

Michigan  i's 50,000 

Minnesota  8's 3  4U.I.OU 

New  York  G's 282,000 

United  States  G's 19,000 

United  Slates  Stocks  of  1851  827,000 

Illinois  and  Michigan  Canal 531. 6 IS  86 

Illinois  New  Internal  Improvement 324,238  27 

Illinois  6's 1,4  8.000 

Specie 42,831 

It  will  be  seen  from  this  table  that  the  general  condition  of 
our  Illinois  Banks  is  healthy;  far  better  than  even  the  most 
sanguine  had  supposed.  They  have,  notwithstanding  the 
late  sudden  depreciation  of  stocks,  a  fair  margin  for  their 
outstanding  circulation.  The  only  ones  in  the  list,  whose 
condition  is  at  all  lame  and  unsatisfactory,  are  thirteen, 
upon  which  the  Bank  Commissioners  made  their  late  call 
and  then  granted  an  extension  upon  it.  With  these  excep- 
tions, our  Illinois  Banks  are  probably  as  sound  and  as  safe 
as  any  in  the  country,  and  the  above  detailed  exhibit  cannot 
but  strengthen  the  public  confidence  in  them. — Illinois 
State  Journal. 


Grayville  Bank,  450,000  Missouri  6's,   50,000  Min- 
nesota 8's. 
Circulation 4.9,002 

Hampden  Bank,  35  OOOTennessee  6's,  15,000  Vir- 
ginia G's,  12,000  North  Carolina  6's. 

Circulation 51,590 

Highland  Bank,  110,000  Michigan  G's. 

Circulation 107,800 

Humboldt  Bank,  09.000  Tennessee  0's.  100.000 
Virginia  6's,  750.000  Illinois  and  Michigan  Ca- 
nal. 

Circulation 138,922 

International  B;mk.  38.000  Iowa  7's.  5.000  Michi- 
gan G's,  9,600  Illinois  and  Michigan  Canal, 
9,700  Illinois  G's. 

Circulation  143,155 

Illinois  State  Bank,  53,000  Tennessee  6's.  2.000  Il- 
linois and  Michigan  Canal,  5,069  18  Illinois 
New  Internal  Improvement. 

Circulation 50,485 

Illinois  State  Security  Bank.  70  000  Geoma  6's, 
25  0(0  Iowa  7's,  20,(110  Michigan  G's,  3.000  Il- 
linois and  Michigan  Canal,  107,000  Illinois  G's. 

Circulation 213,230 

Illinois  Central  Bank,  65,500  North  Carolina  6's, 
57.000  Michigan  6's,  30  000  New  York  6's,  15,- 
000  United  States  stocks  of  1851,  9.000  Illinois 
and  Michigan  Canal,  26  000  Illinois  6's. 

Circulation -" 180,349 

Illinois  River  Bank.  14,000  Tennessee  6's,  9,i;00 
United  6 '8.97.000  United  Slaies stocks  of  1851. 

Circulation 108,977 

Jersey  County  Bank.  30  000  Tennessee  G's,  15,000 
Virginia  G's,  15,000  North  Carolina  6's. 

Circulation 50,391 

Kankakee  Bank,  38.000  North  Carolina  6's,  17,000 
Michigan  G's,  1,000  UlinoisG's. 

Circulation 50,5 10 

Kaskaskia  Bank,  50,000  Tennessee  6's,  10.000  North 
Carolina  6's,  5,000  Kentucky,  9,000  United 
States  stocks  of  1851. 

Circulation 62,337 

Kane  County  Bank,  29,06">  specie. 

Circulation 29,018 

Lafayette  Bank.  61,000  Missouri  G's,  7,000  Tennes- 
see 6's,  2,500  Louisiana  G's. 

Circulation 57,902 

Lancaster  Bank,  125,000  Tennessee  G's. 

Circulation 103,720 

Lake  Michigan  Bank,  82,000  Tennessee  6's,  20  000 
Ohio  6's,  1.000  Illinois  and  Michigan  Canal, 
11,846  84  Illinois  New  Internal  Improvemnt, 
87,000  UlinoisG's. 

Circulation 181,420 

Marine  Bank  of  Chicago,  53,098  89  Illinois  New 
Internal  Improvement. 

Circulation - 50,000 

Marshall  County  Bank,  7,000  North  Carolina  6's, 
24.500  Georgia  6's.  19,750  Illinois  and  Michi- 
gan Canal.  3.000  Illinois  6's. 

Circulation 50,463 

M'Lcan  County  Bank,  1.000  Louisiana  6's,  4.000 
Michigan  G's,  14,880  Illinois  and  Michigan  Ca- 
nal, 14.027  07  Illinois  New  Internal  Improve- 
ment, 10,000  Illinois  6's. 

Circulation 50,243 

Merchants'  Bank,  258,000  Illinois  G's. 

Circulation 247,680 

Merchants'  and  Drovers' Bank.  50,0011  Missouri  6's, 
1.000  Louisiana  G's,  6  000  North  Carolina  G's, 
14,000  South  Carolina  6's,  2,750  Illinois  and 
Michigan  Canal,  1.095  80  Illinois  and  Michi- 
gan Canal,  1,095  £0  Illinois  New  Internal  Im- 
provement. 

Circulation 65,485 

Mississippi  River  Bank.  15.000  Missouri  G's.  26.000 
Tennesseee  G's,  54.000  Virginia  G's,  34,.",00  Ten- 
nessee G's,  2.000  North  Carolina  G's,  20,000 
Iowa  7's. 
Circulation 117,760 

Morgan  County  Bank.   66.000  Missouri  6's,  3,000 

Tennesseeo's,  5,500  Louisiana  6's. 
Circulation   61,757 

Narragansett  Bank.  320.000    Tennessee   6's,  31.000 

Virginia  6's,  10.000  Minnesota  8's 
Circulation 64,660 

National  Bank,  S8.000  Missouri  G's,  9,000  Virginia 

6's,  3,000  Georgia  6's. 
Circulation 83,809 

New  Market  Bank,  15,000  Tennessee  6's. 

Circulation 124,020 

Ohio  River  Bank,  13,000  Virginia  6's,  5,450  Ohio 
6's,  10,900  United  States  6's,  140.000  United 
States  stocks  of  38"i3. 

Circulation 156,665 

Olympic  Bank,  15.000  Tennessee  6's,  11,000  Loui- 
siana 6's,  10.000  United  States  Stocks  of  1851, 
39,."  00  Illinois  and  Michigan  Canal.  5,000  Illi- 
nois 6's. 

Circulation 62,4  90 

Pamet  Bank,  64.000  Missouri  6's,  4,000  North  Ca- 
rolina 6's,  2,000  New  York  G's,  63,620  Illinois 
New  Internal  Improvement. 

Circulation 60,360 


Bank  of  Southern. Illinois.  82  1j(kj  Missouri  6's, 
117.  OOOTennessee  6's.  GO  500  VirginiaG's,  30,- 
000  Louisiana  G's,  20,000  Michigan  G's,  36,000 
Illinois  and  Michigan  Canal,  18,000  Illinois 
8's. 

Circulation 284,660 

Belvidere  Bank,  4,000  Missouri  6's,  6,000  Virginia 
G's. 

Circulation 8  966 

Bond  County  Bank,  20,000  Tennessee  G's,  18,0C0 
Georgia,  4,000  Kentucky,  3,000  Michigan  6's, 
15,8^8  86  Illinois  and  Michigan  Canal,  19,000 
Illinois  6's. 

Circulation 72,750 

Bull's  Head  Bank.  103,000  Tennessee  G's.  2.000  Vir- 
ginia 0's,  46  000  N-.rth  Carolina G'e,  46,000 
Ohio  G's,  2.4 1G  64  Illinois  New  Internal  Im- 
provement, 42,000  Illinois  C's. 

Circulation 213,525 

Canal  Bank  66,000  Tennessee  G's,  5,00U  louisiana 
G's.  10  000  Georgia. 

Circulation 67,904 

Centra]  Bank,  39.000  Missouri  6's.  6.000  North  Ca- 
rolina 6's  44,250  Illinois  and  Michigan  Canal. 

Circulation "9,138 

City  Bank,  Ottawa.  20  000  Tennessee6's,  10.000 
Virginia  G's,  21,500  North  Carolina  6's,  10,000 
United  States  stocks  of  1851. 

Circulation 58,470 

Citizens'  Bank,  74.000  Missouri  6's.  5,000  Tennes- 
see 6'B,  6,000  Virginia  6's. 

Circulation 68,734 

Chicago  Bank,  5,454  83  Illinois  Internal  Improve- 
ment. 

Circulation 4,903 

Corn  Planter's  Bank.  40  000  Tennessee  6's,  68,000 
Virginia  6's,  30,000  North  Carolina  6's. 

Circulation 97,889 

Corn  Exchange  Bank,  260.000  Missouri  G's.  20.000 
TeunessoeO  s.  18.000  Virginia  6's.  13,000  Lou- 
isiana 6's,  1.000  North  Carolina  6's,  2,000  Mi- 
chigan 6's,  7,1.00  IlliooisO's. 

Circulation 270,357 

Continental  Bank,  16.000  Missouri  6's,  43. 003  Ten- 
nessee 6's,  18,000  Virginia  6's,  39,t  00  Louisi- 
ana 6's,  32,000  North  Carolina  6's,  4,000  Ken- 
tucky. 

Circulation 111,495 

Commercial  Bank,  320,00  Tennessee  6's,  33,000 
North  Carolina  6's,  30.000  United  States  stocks 
of  3851 

Circulation 317.963 

Commercial  Bank  of  New  Haven,  76,000  Tennes- 
see 6's,  4,000  Louisiana  6's. 

Circulation 65,160 

Columbia  Bank,  27.000  Tennessee  6's.  50  000  North 
Carolina  G's,  3.000  Ohio  6"s,  4,750  Illinois  and 
Michigan  Canal,  92,000  UlinoisG's. 

Circulation 159,260 

Cumberland  County  Bank  25.000  New  York  6's, 
15,000  United  States  stocks  of  1851, 14,000  Illi- 
nois and  Michigan  Canal. 

Circulation - ««      50,,  & 

Douglas  Bank,  37,000  Tennessee  6's,  25.0C0  Virgi- 
nia G's. 

Circulation 50,220 

Eagle  Bank  of  Illinois  32-000  Tennessee  6's,  40,- 
000  United  States  stocks  of  1851. 

Circulation 63,085 

Edgar  County  Bank,  27,000  Missouri  G's,  59,000 
Louisiana  G's. 

Circulation 75,480 

E.  I.  Tinkham  &  Co's  Bank,  103,992  Ohio  6's. 
Circulation 308,779 

Exchange  Bank  of  H.  A.  Tucker  &  Co.,  493  in 
Specie. 

Circulation 493 

Farmers'  Bank.  12,000  Tennessee  6's,  48,000  North 
Carolina  G's. 

Circulation 52,760 

Farmers'sBank  of  Illinois,  51,000  Missouri  6's,  31,- 
000  Tennessee  6's,  19,000  North  Carolina  6's. 

Circulation 80,193 

Farmers'  and  Traders'  Bank,  108,000  Virginia  6's, 
6,000  Illinois  6's. 

Circulation 105,718 

Franklin  Bank,  58.000  Tennessee  6's,  8,000  Unitedj 
States  stocks  of  1853,  40,000  Illinois  and  Mi- 
chigan Canal. 

Circulation 93,896 

Frontier  Bank,   335,000  Tennessee  6's,  91,000  Vir- 
ginia 6's,  91,000  North  Carolina  6's. 
Circulation 448,995 

Fellon  Bank,  32.000  Tennessee  6's,  27,0"0  Ohio6"s, 
1 1 ,000  Michigan  6's,  10,500  Illinois  and  Michi- 
gan Canal,  8,000  Illinois  6's. 

Circulation 78,032 

Garden  State  Bank,  85,000  Tennessee  6"s  15,0n0 
Virginia  6's,  79,000  North  Carolina  6"s,  13.000 
Michigan  6's,  30,000  United  States  stoeks  of 
3853. 

Circulation 371,323 

Grand  Prairie  Bank,  48,000  Missouri6's,  30,000  Vir- 
ginia G's,  2,000  Louisiana  G's. 
Circulation 69,141 
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Memphis,  Clarksville  &  Louisville  R.  R. — 
The  Clarksville  Jeffersonian  says :  We  are 
gratified  to  learn  that  President  Humphreys, 
of  the  ffl.  C.  &  L.  Railroad,  has  effected  an 
arrangement  with  W.  F.  Gray,  of  Dover,  the 
Mail  contractor  from  this  point  to  Paris,  to 
put  a  line  of  four  horse  stages  in  the  gap  be- 
tween the  Tennessee  River  and  the  end  of  the 
track,  toward  Paris,  to  run  until  the  track- 
laying  is  finished  to  the  Tennessee  River.  The 
gap  is  now  about  sixteen  miles,  but  as  a  very 
heavy  force  is  now  employed  in  laying  track, 
it  is  believed  that  the  road  will  be  finished  by 
the  1st  or  10th  of  March.  This  arrangement 
for  running  the  stages  in  the  gap  will  be  com- 
pleted in  a  few  days,  and  the  stages  will  com- 
mence running  on  Monday,  the  list  inst.  The 
trip  from  Louisville  to  Memphis. can  then  be 
made  in  from  four  to  six  hours  less  time  than 
by  any  other  route,  and  from  this  place  in  ten 
to  twelve  hours  less  than  by  any  other  route. 
It  will  also  he  the  quickest  route  from  Nash- 
ville to  Memphis. 


MONETARY  AND  COMMERCIAL 


The  past  week  has  been  one  of  greater  quietness  in  finan- 
cial circles  than  was  anticipated.  The  enormous  crops  of 
the  Northwest  during  the  past  season,  and  the  sound  con- 
dition of  the  merchants  and  traders,  as  a  whole,  have  in  a 
great  measure  averted  the  calamities  with  which  the  panic 
threatened  to  be  attended.  The  few  mercantile  suspensions 
that  have  taken  place,  were  the  result  of  old  difficulties 
from  which  the  houses  had  never  recovered,  and  were  gen- 
erally anticipated  sometime  before  their  occurrence. 

The  panic  which  prevailed  so  generally  a  short  time  ago, 
has  settled  into  a  steadier  feeling  of  distrust  in  the  future 
rather  than  any  immedi  ite  fear  of  the  present.  The  uncer- 
tainty attending  the  fate  of  the  government,  and  the  rela- 
tion of  different  sections  of  the  Union  to  each  other,  in- 
creases this  feeling  and  prevents  the  return  of  confidence. 
Money  as  a  natural  consequence  is  close.  Bankers  are  ex- 
tremely cautious,  and  give  no  accommodations  where  they 
do  not  feel  themselves  clearly  under  obligations  so  to  do. 
We  quote  rates  in  the  regular  houses  at  10  to  12  per  cent., 
outside  rates  vary  from  IS  to  30  per  cent,  per  annum,  with 
but  little  disposition  to  meet  borrowers  of  limited  ability  at 
any  figures. 

We  quote  eastern  exchange  as  follows: 

Buying.        Selling. 

New  York £  p,em.         £  prem. 

Boston par  to  y     *b  j      L* 

Philadelphia par  to  £      "  %     « 

Baltimore £  dis.  par. 

New  Orleans £  prem.         %  prem. 

Prices  are  fair  at  the  above  rates.  Gold  is  &  premium 
buying  and  %  to  1  premium  selling.     Supply  moderate. 

General  business  is  better  than  was  anticipated.  Orders 
continue  to  arrive  and  collections  are  good  for  the  season — 
unexpectedly  so. 

Hogs  continue  to  arrive  although  the  weather  for  the 
most  of  the  past  week  has  been  quite  "unfavorable.  Prices 
range  from  So,  10  to  6,40. 

Fluur  is  dull  and  Groceries  active  with  fair  demand, 

Cincinnati  Stock  Market.— Stocks  and  Bonds  have 
been  sold,  in  this  city,  for  the  past  week  at  the  following 
rates: 

BONDS. 

Little  Miami  Railroad  First  Mortgage  Bonds,  6 

percent 8j© 

Covington  4c  Lexington  Railroad  Second  Mort- 
gage Bonds,  7  per  cent 75@ 

Indianapolis  <5e  Cincinnati  Railroad  First  Mort- 
gage Bonds,  7  per  cent 80® 

Indianapolis  and    Cincinnati    Railroad  Second 

Mortgage  Bonds,  7  per  cent 75@ 

Cincinnati,  Hamilton  &.  Dayton  Railroad,  First 

Mortgage  Bnnds,  7  percent 100® 

Cincinnati,  ILimiUou  and  Daytun  Railroad,  Sec- 
ond Mortgage  Bonds.  7  per  et-ut 85® 

Daytoiiiind  Western  Railroad,  Second  Mortgage 

Bonds,  7  per  c^nt 40® 

City  of  Cincinnati,  Railroad  Bonds,  G  per  cent.  8i® 

City  of  Cincinnati,  Wharf  Bunds,  j  per  cent...  80® 

KTOCKB. 

Cincinnati,  Hamilton  and  Dayton  Railrod 75® 

Little  Miami  Railroad 80® 

Columbus  and  Xeuia  Railroad 8')® 

Ohio  Life  and  Trust  Company's  Certificate 7® 


I860. 

THE   PENNSYLVANIA 

CENTRAL   RAILROAD. 

260    MILES    DOUBLE    TRACK. 


The  Capacity  of  this  Road  is  now  equal  to  any 
in  the  Country. 

THREE    THROTJG 

PASSENGER    TRAINS    BETWEEN 
PITTSBURG  AND   PHILADELPHIA, 

Connecting  direcL,  in  the  Union  Depot,  at  Pittsburgh,  with 
Through  Trains  from  all  Western  Cities  for  Philadelphia, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train ;  Woodruff's 
Sleeping  Cars  to  Express  and  Fast  Trains.  I' he  Ex- 
press runs  Daily  9  Mail  and  Fast  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  (all  rail)  are  good  on  either  of  the  above  trains,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fa 
River  or  Stonington  Lines.     Baggage  transferred  free. 

TICKETS  may  he  obtained  at  any  of  the  Important  Rail 
road  Officss  in  the  West ;  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

JX^Fare  always  as    low  and    time  as 
quick  as  by  any  other  Koute. 

ASK    FOR    TICKETS    BY   PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DIRECT  LINE   BETWEEN  THE  EAST 

AND  THE  GREAT   WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  dray  age  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A.  STEWART,  Pittsburg  ; 
H.  S.  Pierce  &  Co.,  Zanesville.O.;  J.  J  Johnston,  Ripley, 
O  ;  R.  McNeely,  Maysville.  Ky.",  Ormsby  &  Cropper, Ports- 
mouth, O.;  Paddock  &  Co.,  JeB'ersonville,  Ind.;  H.  W. 
Brown  &  Co.,  Cincinnati,  0. ;  Athern  &  Hjbbert,  Cincin- 
nati, 0.;  R  C.  Meldrnm,  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  C.  O'Riley  &  Co.,  Evansville.  Ind  ;  N. 
W.  Graham  &  Co.,  Cairo,  III.;  R.  F.  Sass,  Sh*ler&  Glass, 
St-  Louis,  Mo. ;  John  H.  Harris.  Nashville,  Tenn.  ;  Harris 
&  Hunt,  Memphis,  Tenn.;  Clarke  &Co.,  Chicago,  III.;  W. 
H.  II.  Koontz,  Alton,  III.  ;  or  to  Freight  Agents  of  Rail- 
roads at  different  points  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
and  Speedy  Transportation  of  LIVE  STOCK, 

And  Good  Accommodations,  with  usual  privileges  for  per- 
sons traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  be  forward- 
ed to  and  from  Philadelphia,  New  York,  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  Good3  can  he  forwarded  to  any 
port  on  the  Ohio, Muskingum,  Kentucky.  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin.  Missouri,  Kansas, 
Arkansas,  and  Red  Rivers  ;  and  at  Cleveland,  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North-Wes- 
tern Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  of 
their  Freight  to  this  Company,  can  rely  with  confidence 
its  speedy  transit. 

THE  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at  all  times 
as  favorable  as  are  charged  by  other  Railroad  Com- 
panies. 

m~r*Be  particular  to  mark  packages   "  via.  Pennsylva- 
nia Railroad." 
E.  J.  SNHEDER,  Philadelphia. 
MAGRAW  &l  K00NS,8u  North  Street,  Baltimore. 
LEECH  &  CO.,  No.  2  Astor  House,  or  No.  1  3  ,  Wm. 

Street.  N.  Y- 
LEECH  &l  CO.,  No.  77  State  Street,  Boston. 

H.  H.  HOUSTON.  OenH  Freight  Ag't,  Philadelphia. 
L.  L.  HOUPT,  GenH  Ticket  Ag't,  Philadelphia. 
XHOS.  A.  SCOTT,  Qmi'i  Sutft,  AUoona,  Pa. 
Fb.  2-lyr. 


BY  STATE  AUTHORITY. 

Choice  First  Class  Insurance  by  the 


Incorporated  1819,  Charter  Perpetual. 

Cash  Capital,  $1,500,000. 

(ABSOLUTE  AND  UNIMPAIRED.) 
Insures  against  Dangers  of  Fires  and  Perils  of  Navi* 
eation,  on  as  favorable  terms  as  consistent  with*  ol* 
imcy  and  fair  profit. 

Losses  Paid,  over$  13,000,00*. 

Agencies  in  the  principal  towns  and  cities  throughuU 
the  Union. 

Agency  established  in  Cincinnati  in  1825*  Ante' 
dating  all  present  local  Insurance  Companies  and  Agen  j 
cies  in  the  Insurance  business  of  this  city.  34  years 
constant  duty  here,  combined  with  wealth,  experience, 
enterprise  and  liberality  especially  commend  the  .'Etna 
Insurance  Company  to  the  favorable  patronage  of  thla 
community.  Standing  solitary  and  alone  the  sole  sur- 
vivor and  liviug  pioneer  of  Cincinnati  underwriter 
in  1835- 

POLICIES  ISSUED  WITHOUT  DELAY  BY 

CARTER  &  LINDSEY,  Agents,  No.  40  Main  at.,  a 
No-  170  Vine  street. 

J.J.  HOOKER,  Agent,   Fulton  (j7th  War 

P.  S.  BUSH,  do.,      Covington,  Ky.: 

C.P.BUCHANAN,  do.,     Newport.  Ky. 

Branch  No.  171  Vine  St., Cincinnati 

The  progress  of  this  Corporation  has  been  siableand 
uninterrupted  through  seasons  of  financial  sunshine 
and  storm,  or  periods  eventful  in  or  exempt  from 
sweeping  conflagrations  or  maratime  disaster.  Being 
long  established  on  a  cash  basis,  the  present  troubles 
Of  the  credit,  svstem  ^October,  1867)  affect  us  in  no  ma 
teiial  particular. 

During  "hard  times"  the  security  ol  reliable  insur- 
ance is  an  imperative  duty.  The  ability  of  property 
owners  lo  sustain  loss  being  then  much  lessened. 

J.  B.  BE  iVNETT,  General  Agent 
VV    F    ('HUKi'h'  ■   Supervising  Agents  and 
J.G.  W.SIMRALL,S  Adjusters. 

London  Agency  for  Sale  of  Bonds  &c. 

Messrs  Lanck  <fc  Co.,  are  making  more  generally 
known  in  England,  the  great  advantages  of  American 
securities  for  investment. 

During  the  present  yr-ar  Messrs  Lance  and  Co.  have 
disposed  of  a  large  anioum  of  American  and  Canadian 
Ra'Iway  Bonds,  a. id  are  last  extending  their  connec- 
tions. They  will  be  happy  to  correspond  with  parties 
having  good  A  merican  Securities  for  sale. 

Messis  Lan  u:  &  Co.  have  had  experience  in  the  pn  r 
chase  and  ship  ii«*nt  of  Iron,  and  ohVr  their  cooporaUoji 
■to  those  about  to  negociate  for  the  disposal  ol  Bonds 
and  the  purchase  of  Kails. 

P.  S.  Presidents  of  Kailway  Companies  are  requesto 
to  favor  Messrs  L.  &  Co.  with  Exhibits  or  Reports  0. 
their  Companies  as  published. 

10,  Regent  street,  Waterloo  Place,  London, 
October  1855.  cov.l5-6ia« 

ENGINEEEIN  6!! 

The  untie  raigueel  is  prepared  to  furnish 

SPECIFICATIONS,  ESTIMATES,  AND  FLAN 

In  general  or  detail  of  all  kinds  of 

Steam  Vessels,  Engines,  Boilers,  Mill  Work,  &m 

Particularattentiou  given  to  the  superinteudiugo 

LOCOMOTIVES,  TENDERS, CARS, 

And  Railway  Machinery  of  every  Description 

While  under  construction. 
AGENT  FOK  THE  PURCHASE  of.  ou  commission 
allarticles  required  for  Railroads. Steam  Vessels, Lo 
nomotives,  Engines,  Boilers,  Machinery,  &c. 

General  Asentfor 
ASHCROFT'S  STEAM  GUAGK,  ALLEN  AND  NOY 
METALLIC  SELF  ADJUSTING  CONICAL  PACK. 

ING,    DUDGEON'S    HYDRAULIC    JACK,      S 
Also, for  WatcvGuago.s, Indicators,  Steam  VVhisiUf 
CHAS.  W.  COPELAND, 

Consulting  Engineer. 
4  Broadway  JS    X 
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PRINTING!   PRINTING!! 

PRICES  TO  SUIT  THE  TIMES! 


-AT    THE 


RAILROAD  RECORD  STEAM  PRINTING  HOUSE, 

i  JOB  PRINTE 

No.  167  WALNUT  STREET. 


Public  attention  is  respectfully  directed  to  this  establishment,  in  the  assurance 

that  ample  satisfaction  will  be  given  as  regards  Typography,  Press 

Work,  and  Charges,  to   those  who   may  require 


The  materials  are  entirely  new,  and  have  been  selected  with  great  care,  from  the 
leading  Foundries  of  Cincinnati,  Philadelphia,  New  York  and  Boston. 


Are  of  the  most  approved  manufacture,  with  all  the  recent  improvements  of 
HOE,    ADAMS    AND    WELLS. 


&  JllLJkMl  K  JkiLlaiyI  I 

EXECUTED    NEATLY,    AUD    "WITH    DISPATCH. 

(The  attention  of  those  wishing  Printing  of  the  above  description,  is  respect- 
fully solicited  to  a  large  number  and  variety  of  Specimens,  which 
may  be  seen  at  our  counting -room.) 


Printing  from  Stereotype  Plates! 

Wc  are  better  prepared  to  do  business  in  this  line  than  any  other  house  in  the 
WEST,  and  at  lower  rates. 


Are  printed  in  the  neatest  manner,  in  GOLD,  SILVEK,  or  COPPER  BEONZE, 

on  Satin,  Splendid  Glazed  Colored  Paper,  or  Cards,  unequalled  for 
brilliancy,  at  very  low  prices. 


BOOKS  PRINTED  STEREOTYPED,  BOUND  &  PUBLISHED 

On  as  short  notice,  and  as  favorable  terms,  as  by  any  house  in  the  city. 


lemember  MS  Walnut  Street, 

THE    OFFICE    OF    THE    RAILROAD    RECORD. 


PItOSSERS'    PATENT 

Lap-welded  Iron  Boiler  Tubes. 
TUBULAR  BOILER  MAKERS 


ENGINEERS'  TOOLS. 

Tubes  for  Artesian  Wells,  conveying  Steam  or 
Water,  ShaftiDg  fee.,  screwed  or  coupled  together, 
iu  various  ways. 

KRUPP'S  BEST  CAST  STEEL. 

PARJS'S  PATENT  GLASS  ENAMELED  IRON  TUBES 

for  Water,  Acids,  &c. 

PATENT    LAP-WELDED   STEEL   TUBES; 

THOS.  FROSSER  &  SON, 

28  Piatt  Street,  New  York. 

ENGlNtEES'  USSTRIMMS. " 

FOK  SALE  LOW — 4  Engineers'  Levels ;  2  Surveyors 
Compasses  ;  oDe  Transit.     They  have  been  but  little 
used  and  are  in  good  order. 

JAMES  FOSTER,  JR.  &  CO., 
jly  jo— 5t.  8.  W.  Corner  of  Firth  and  Race  Sts. 

APPLEGATE  &  CO., 

Bfloksellers,Publisbers,  Stationers  &  Blank 
Book  Manufacturers, 

43  Main  St    Cincinnati  O. 

LITTLE    MIAMI 

AHD 

COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  BAYTON 

HAIXjUOADS. 


On  and  after  SUNDAY,  November  25,  I860,  Trains 
will  depart  as  follows : 

7:45  A.  M-  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport  and  Dayton.  Connects  at  Dayton  for  Colum- 
bus, Spriugfield,  Urbana  and  Sandusky;  and  with  D.and 
M.  Road  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

9:30  A.  M.  Express.  —  From  Little  Miami  Depot- 
Connects  via  Columbus  and  Cleveland;  via  Columbu3, 
Crestline  and  Pittsburg;  via  Columbus,  Steubenville  and 
Pittsburgh;  via  Columbus,  Bellair  and  Benwood;  and  via 
Columbus,  Bellair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

3:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot— For  Dayton,  Springfield,  Urbaua  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Logansport,  and  allpoinls  West.  Connects  at  Ham- 
ilton for  Oxford,  etc. 

4:00  r\  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  ail  Way  Stations;  also  for 
Springfield. 

5:15  P.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Dayton  Troy.  Piqua,  Sidney, Lima,  Fort 
Wayneand  Chicago  ;  alsofor  Toledo,  Detroit,  and  allpoints 
in  Canada. 

6:00  P  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

9:40  P.  M. — Express— From  Cincinnati,  Hamilton  and 
Dayton  Depot — Connects  via  Columbus,  Steuuenville,  and 
Pittsburgh  ;  via  Columbus,  Crestdne  and  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben- 
wood;    and  via  l  olumbusj  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  5  East  Third  Street;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Columbus  time,  which  is  seven 
minutes  faster  than  Cincinnati  time. 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Cilices, 
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W.  G.  HYNBMAN'S 


Patent  Portable  Forge  and  Allows, 

THESE  FORGES  are  superior  to  all  nlJwwfar  build- 
ers of  railroads,  mines,  quarries,   gUQJUttitllfl,   Iock- 
milhs,  machine  shops,  boiler  makers,  B'as  fitters  and 
cnalhematical  and  optical  instrument  makers.    They 
re  the  only  forge  made  that  can  be  used  without  filling 
he  fire  bed  with  brick  or  clay.  They  are  so  constructed 
hat  the  fire  cannot  injure  the  bellows,  which  is   in  the 
cylinder,  under  the  fire  bed.    They  can  be  put  up  in  any 
iesired  position,  and  the  smoke  be  conducted  to  the  flue 
ty  a  pipe. 

Railroad  companies  and  others  in  want   of  Portable 
or&,es  willaddress  VV.G.  HYNHMAN, 

ap23  41  East  Second  street,  Cincinnati,  O. 


Indianapolis  and  Cincinnati 

SHORT    LINE 

•"   A  TT..TF»V^  ATTt . 

SHOKTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN"-3R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  H—  CHICAGO  MAIL — Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M—  TERRE  HAUTE  AND  AFAYETTE 
ACCOMMODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

6.00  P.  M.-CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

_^33"  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
urchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrcucebairg  &  Indianapolis* 

XfFARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through* 

THR0UGH  TTfjKETS, 

ood  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  nil  Hotels  and  all  parts  of  the  City  by  eaving 
address  at  either  office. 

H.  C.  LORD,  President. 

CINCINNATI,      WILMINGTON, 

AND  ZANESVILLE 
RAIXiH    OAD. 

Two  daily  trains,  at  G  A.  51  .and  6  P.  M.,  from  Little  Mi- 
ami Depot,  East  Front  Street.  Uorning  train  makes  close 
connections  for  all  points  East. 

Rkturnino  Trains — Arrive  Cincinnati  at  8  A.  M.  and 
4.40  P.M. 

Through  and  Local  Tickets  ale    t  Depot  cket 

Offices  of  Little  Miami  Road. 

8  OND  rar 


RAILROAD  IRON. 

THE  undersigned.  Agents  for  the  Manufacturers,  are 
prepared  a  contract  to  deliver  free  on  board,  at 
Bhippingpditvin  England, or  at  ports  of  dischaarge  in 
tbeUnitenKiiiei.Railsnfeuperioi  quality, and  of  weight 
ofpattert    ,may  oe  required. 

VOSE, LIVINGSTON  &  CO. 
New  York,  Ap3, 1856.  9S(juth  Wlllam  Street. 

T.  F.  RANDOLPH  &  BHO. 

Mathematical   Instrument  Makers 

o.67       est  Glli  St.  bet  Wa  nut  &  Vine 

CINCINNATI  O 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHILADEPHIA,  NEW  YORK  &  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL     OHIO, 

BALTIMORE  AND  OHIO 

TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,  South-West  aDd  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,New  York  ana"  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  conformation, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Thiough  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

HTP  Ask  for  tickets  via  Baltimore  and  Ohio  Railroad. 
W    P.  SMITH, Mavter  'li-ansportation,  B.  it  O.  R.  R. 

J.  H.  SULLIVAN,  Oen.  West.  A%t.,  B.I;  O  R.  R. 
L.  M.  COLE.  Oen.   Ticket  Ant.,  «.  &■  0.  R.  R. 
H.  J.  .TEVVETT.  Pres't  C.   0.  R.  R. 
3.  W.  BROWN.  Oep..  Ticket  Agt.,  O.   0.  R.  It. 


a.    \V.    MORRILL, 


G.    B.    BOWERS 


Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description, 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
bestquality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited ,  with  the  assurance  tnat 
no  pains  will  be  spared  to  give  entire  satisfaction  in 
al    ases  q 

IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7ir.chesoutside  diameter, cut  todeflnite  length 
as  required. 
UKOIGHTIKON  WELDEB   TUBES, 

Prom  %  to  5  inchesbore,  with  Screw  and  SocketCon- 

nections.    T*s,L's,  Stops,  Valves,  Flanges  , etc., etc 

Warehouse,  209  South  Third  St., 

PHILADELPHIA,  |».ug 

Stephen  morris,  cuab.  whbelkr,  jy. 

T1108.  1    TASKER,  JR.;  8,  1'    M    T-LdKKR. 


W.  HARVEY'S  SAFETY  JOINT 

For    Coupling    the    Ends    of   "  T       Bail 
PATENTED.,  NOV.  2,  1858. 


Pig.  3  is  a  perspective  view  of  Joint  Rail,  g.  1  Is  a 
view  of  outside  plate  C,  which  is  applied  on  the>  uter  side 
of  the  joint.  It  is  intended  to  stand  up  flush  with  the  face 
of  the  rails,  so  that  it  may  form  an  unbroken  hearing  for  the 
wheels,  as  they  pass  the  square  extremeties  of  the  rails. 
This  plate  may  be  of  such  form  as  toj  fill  up  the  recess  in 
tie  side  of  the  rail,  between  the  head  and  base,  or  only  to 
bear  against  the  head  and  upon  the  base,  leaving  an  open 
space  between  it  and  the  neck  of  the  rail.  The  last  men- 
tioned form  is  the  one  shown  in  the  drawing,  t  nait  her  case 
the  lower  part  of  said  plate  rests  partly  upon  the'ia-seof  the 
rails,  and  partly  upon  theoutside  lip  of  thechair,  hown 
in  Fig. 3, 


Fig.  2  is  a  view  of  inside  plate  D,  which  is  applied  on 
the  inner  side  of  the  joint  This  plate  must  fit  into  the  re- 
cess in  the  side  of  the  rail,  as  it3  upper  part  can  not  project 
laterally  beyond  the  bead  of  the  rails,  ur  it  would  interfere 
withte  shegeflanof  the  wheels.  Ai.d  its  lower  part,  like  the 
lower  part  of  plate  C,  rests  partly  upon  the  base  of  the  rails, 
and  partly  upon  the  inside  lip  of  the  chair,  as  shown  in  the 
model.  From  the  inner  side  of  this  plate,  projects  two 
strong  horizontal  tongues  C  C\  which  pass  through  slots  in 
the  ends  of  the  rails,  and  corresponding  ones  in  the  outside 
plate  C.  These  tongues  rest  upon  projections,  which  are 
provided  on  the  chair  to  stand  up  outside  of  the  plate  C,  to 
act  as  hearings  for  the  tongues  C  C.  and  serving,  also, in 
part,  to  cenfine  the  plate  C.  The  ends  of  the  tongues  are 
furnished  with  vertical  slots  to  receive  keys,  which  are 
driven  through  them,  and  corresponding  verticalslntsin  the 
chair.  The  rails  and  chair  are  secured  to  the  joint  tie  by 
spikes  passing  through  the  chair  and  down  the  edges  of  the 
base  of  the  rails,  in  the  usual  manner",  and  the  heads  of 
these  spikes  are  covered  by  the  plates  C  and  D.  in  which  re- 
cesses are  provided  frr  them  in  such  a  manner  as  to  prevent 
the  possibility  of  the  spikes  being  withdrawn  while  the  plates 
arein  their  .place. 

The  plates  C    and    D,   constructed,    and    applied,    an 
tongued  together,  by  the  tongues  passing  through  therail3 
and  secured  by  keys,  as  described,  clamp  and  lock  theratl 
together,  both  vertically  and  laterally,  in  the  firmest  possi- 
ble manner,  so  that  neither  cau  move  without  the  other. 

One  of  the  advantages  this  invention  claims  over  all 
others,  is  the  introduction  of  two  peculiarly  constructed 
side-clamping  plates,  in  combination  with  a  corresponding 
chair.  The  inside  plate  has  two  strong  horizontal  tongues, 
with  verticle  slots  in  the  ends  of  the  rails,  and  correspond- 
ing ones  in  theoutside  plate.  By  driving  through  two  keys 
they  clamp  and  lock  the  plates  firmly  together,  so  that  nei- 
ther can  move  wiihot  the  other. 


Anothergreatadvantageis,  theallowance  which  Umade 
for  expansion  and  contraction  between  the  tongues  and 
slotr  in  the  rails,  so  that  they  can  not  shove  together,  as  in 
the        sentmode  of  fastening  them — each  joint  actingin- 
dependent  of  the  other.    This  mode  of  sf  curing  rails  may 
be  considered  past  improvement.    It  will  be  seen  that  one 
part  assists  and  takes  the  strain  off  the  other,  in  such  a  man- 
ner that  there  is  no  particular  strain  on    any  part  of  the 
joint,  which  must  wear  smooth  and  make  a  perfectly  sa 
road, thereby  doing  away  vith  thebreakingof  rails,  whee 
and  axles,  preventing  the  loss  of  life  and  destruction 
property,  and  saving  at  ie*st  fifty  percent,  on  the  vrea 
therclling  stock  of  the  road. 

\V\  HA11VKY,  Inventor  and  P       a*ikj.tk 
41  Jefferson'Btreet,  Albany, 
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GEO.H     .    KNIGHT    &    BROTHER 

Patent   Attorneys, 


IV.  E    Corner  Vine  Sc  4th. 


Railroad  Car  Grease, 

Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia 

Ju  24.  Gm. 
<&.  G.  LOBDELL.        H.  S.  M'COMBS.        I).  P.  BUSH. 

BBSH&LOBBELL, 

WilusiBigton  -------  Delaware 

MANUFACTURERS  OF 


For  R.  R.  Gars  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Extint 

F    R  THEIR 

C3LEBP.AT3D    WHEELS, 

EITHER  SINGLE  OR   DOUBLE  PLATE, 

WITH     OR    WITHOUT    AXLES 

■WHEELS  FITTED 
To    Hammered  or    Rolled    Axles, 

In  thebeetraanner,  at  the  shortest  notice  .and  on    the 


Most  Reasonable  Terms. 


an  2 


A  Book  for  Every  Business  Man! 

JUST    PUBLISHED 

— THE — 

POST-OFFICE  GUIDE! 

For  Post-Masters  and  Business  Men. 

CONTAINING 
A  Complete  List  of  Post-Offices  in  the  United  States 
and  Territories,  arranged  by  States  and  Counties;  A 
Complete  List  of  all  Distributing  Post-  Offices;  Pates 
of  foreign  and  Domestic  Letter  Postage ;  Pates  of 
Printed  Matter,  Transient  and  Regular;  Abstract 
of  the  Laws  and  Regulations  of  the  Post-Offl.ee  De- 
partment, tfec.,  dbc* 

COMPILED    BY   E.   PENROSE   JONES, 

Late  Assistant  Post-Maoter  at  Cincinnati. 

Price   Twenty-Five   Cents. 

KEAD  THE  FOLLOWING  CERTIFICATE. 

TJ.  S.  Blank  Agency,  Cincinnati  Post-Office, | 
January,  1859.  \ 
This  work  has  been  carefully  compiled  and  corrected  by 
.  Penrose  Jones,  Esq.,  late  Assistant  Post-Master  of  the 
ncinnatiP.  O.,from  the  Records  in  this  Department,  and 
her  sources,  and  contains  the  most  complete  list  of  Post- 
Offices  especially  of  the  Western,  North-Western,  and 
outh-Western  States,  yet  published. 

MAHLON  n    MEDARY, 
Agent  and  Inspector  of  Blanks ,  &c.,for  P.  0.  Depart. 

The  book  makes  an  actavo  pamphletof  abontlfirj  pages. 
The  entire  matter  is  kept  standing  in  type,  and  as  the  com 
piler  is  promptly  advised  of  all  27ew  Offices,  Changes  ar.d 
£egulationsof  the  Department,  the  informationis  corrected 
up  to  the  last  day  of  publication,  an  advantage  possessed 
by  no  other  work  of  the  kind 

Observe,  That  this  listis  arranged  by  States  and  Conn 
ies,  making  it  especially  valuable  to  business  men.  No 
similar  airaugement  has  been  published  sinne  1856.  There 
are  3000  more  offices  in  this  than  in  any  book  heretofore 
issued.  T7ie  Priceis  one-halfthat  of  any  work  of  the  kind 
now  published. 

Ilj-  Single  copies  sent  by  mail(postag  prepaid)  to  any 
address,  upon  receiving  Twenty-five  Cents  in  Silver  or 
Postage  Stamps  Five  Copies  sent  for  $1.00,  or  T»v«lve 
Copies  for  $2.00, 

Address.  C  S.  W1LL1IAMS 

194  Walnut  Street, 


WHEELER 


SEWING  MACHINES. 

WML    SUMNER   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 
BRANCH  OFFICES: 


Louisville. Ky., 
Lafayette,  Ind., 

Indianapolis,  Ind., 


Columbus,  0., 
Dayton,  0., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine. with 
Importantimproveraents.  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Hollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  awkk  on 
both  sioes,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tab?lity  to  the  thickest  or  thinesl  fabrics,  have  rendered  this 
the  most  successlul  and  popular  Family  Sewing  Machine 
now  madej 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

ICpSend  or  call  for  a  circular, containing  all  particu- 
lars, prices,  testimonials,  etc. 

fchlB.  TTM.  SUMNER  &  CO. 

WROUGHT   BRON 

ARCH  BRIDGES 


Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  CO  West  Third  Street"  Cincinnati,  Ohio. 

Sot.  2.  MOSELET  &  CO. 


JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W.COKNEK  FIFTH  ANDBACE, 

Cincinnati, Ohio. 
"Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermomoters, Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.   Repairing  attended  to. 

,_      JAMES  FOSTER,  Jr. 


Street  and  Oilier  Railroad  Iron. 

WOOD,  MORRELL  &  CO.,  Johnstown.  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur- 
chase Ag.4,m.6. 

'  FREEDOM  IRON  COMPAKYT 

MAytTFACTCTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles,  Pump  and  PMon  Bods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistown,  Mifflin  Co.,  Penn« 

JOHN  A.  WRIGHT,  Sup't. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char- 
coal Pig  Iron,  refined  with  Charcoal  in  the  old-fashionefi 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  jB 
hammered.  The  whole  operation  from  ore  to  finished  IroD 
is  conducted  at  our  own  Works  Jane9. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.Y 

rpHESE  WORKS  HAVING  BEES  ENLARGED  and 
jL  improved.  &vd  having  received  extensive  additions 
tolneir  tools  and  machinery,  are  prepared  to  receive 
nd  execute  ordeis  for 

AND  TENDERS,  AND 

RAILROAD  MACHINERY 

jene.'ally,  with  the  utmost  promptness  and  despatch 
ind  in  the  best  style. 
The  above  works  being  located  on  tbe"New  York  Cen 
ql  Kail  road,  neaT  the  center  of  the  state,  possess  sa- 
nerioi  facilities  for  forwarding  the  r  work  to  any  partof 
hetountry,  without  delay. 

JOHN  ELLIS.  Aeeiit. 
VALTEIC  ITIoQIEEN    Sup't.  AulG.ly 

CINCINNATI 
LOCOMOTIVE  WORKS, 


VW'TTCflJUiL. 


The  undersigned  are  prepared  to  furnish  Locomotiv 
equal  in  efficiency  and  durability  to  the  bes£ Easte 
manufacture.  Also,  Shaping  and  Slotting  Ktachine 
suitable  for  railroad  shops.  Also,  all  kinds  of  heav 
forgingandcastingdoneatshortnotice  .  Also,boltsfo 
bridge-  ci    withdispatch. 

«  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Yisitorsappointed  by  the 
State,  is  underthe  superintendence  of  Col.  E."  W  , 
MORGAN}  a  distinguished  graduate  oi  West  Point ' 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

The  course  olstudy  isthattaugh  tiu  thebestCoileges 
but  more  extended  in   Mathematics,  Mechanics,  Ma 
chines, Construction,  Agriculturalc'hern.istry  and  Mining 
Geology  ;  also  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages,  accompanied  by  daily  an 
regulated  exercise. 

Schools   of   Architecture,  Eugineering.  Commerce, 
Medicine,  and  Law,  admit  oi  selecting  studies  to  sui 
time  means, and  objectofProfessioiialpreparalion;botb 
belore  and  after  graduating. 

The  twelfth  a  nnualterm  is  now  open.  Charges,  SI  09 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent, at  '•  Military  Institute 
Franklin  Spriugs\K.y.  ''or  tbeundersianed. 

P/DIjDLEY. 
Preeldentoftn  Boar 
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E.  D    MANSFIELD, 
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CINOIN  NATI: 
Thursday  Morning,  Jan.   24,  JSGl. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  UORmSQ, 

BY  WHIGHTSON  &  CO. 
OFFICE -No.  167    Walnut    Street. 

SUBSCRIPTIONS — $S  Per  Annum,in  Advance. 

Tosubscribersin  Great  Britain,  13s.  (id.  ($3)  payablein 
advance. 


ADVERTISEMENTS. 

A  squar  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singleinsertion, $1  00 

tfc        "        per  month, 3  00 

"        "        six  months, 12  00 

*'        per  annum, 20  00 

■'    column,  single  insertion, 5  00 

"        tfc        per  month, 10  00 

i"       tc        six  months, 40  00 

'"        "        per  annum, 80  00 

*'    page,  single  insertion, 15  00 

"        *'         per  month, 25  00 

"       **        six  months, 110  00 

44       '«        per  annum 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 


THE  LAW   OF  NEWSPAPEKS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers, the  publisher  may  continue  to  send  them  until  all 
arrearages  are  paid. 

If  suhscribersneglect  or  refuse  to  taketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untiltheyhavesettled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher, and  thenewspapers  are  sentto  the  formerdirec- 
tion,  they  are  held  responsible 

Subscription  sand  communications  addressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers.—  We  call  the  attention  of  thosewho 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the.  Record, 


JJ33  Railroad  officers  will  place  us  under  obligations  if 
they  w'll  forward  promptly  to  this  office  the  Annual  Reports, 
Monthly  Statements,  and  such  other  matters  as  they  may 
deem  worthy  of  publication. 


Sonora — Opening  of  its  Ports. — Our  sub- 
scribers interested  in  mining  in  Arizona  will 
be  glad  to  learn  that  Gov.  Pesquiera  has  issued 
a  proclamation  opening  all  the  ports  in  the 
Gulf  of  California  at  nominal  duties  on  Ameri- 
can goods.  This  is  good  news  for  the  mining 
interests  and  will  inaugurate  a  new  era  in 
that  country. 


Acknowledgements.  —  We  are  indebted  to 
the  Hon.  Geo.  E.  Pugh,  for  valuable  public 
documents.  The  amount  of  information  distri- 
buted by  the  general  Government  in  these  pub- 
lications is  much  greater,  and  more  important 
than  is  commonly  supposed.  The  works  we 
have  received  reflect  credit  upon  the  officers 
making  the  reports. 


Chicago  and  Northwestern  R.  R. — This 
road  is  now  open  to  Newark  on  Lake  Winne- 
bago. It  is  expected  to  be  completed  to  Ap- 
pleton  during  this  month. 


REPORTS- 


Vfe  desire  again  to  call  the  attention  of  Su- 
perintendents and  Managers  to  the  necessity 
and  importance  of  thorough  Reports  on  the 
various  operations  of  the  roads  under  their 
charge.  We  are  aware  that  it  is  some  trouble 
to  systematize  business,  and  to  keep  accurate 
registers  of  the  thousand  and  one  details  of 
operation  of  a  railroad.  But  such  trouble  al- 
ways pays — and  pays  well.  If  it  is  worth  while 
to  do  a  thing  at  all,  it  is  worth  while  to  do  it 
right.  And  so,  while  stockholders  may  have 
every  confidence  in  the  integrity  of  their  officers, 
while  they  may  even  trust  their  judgment,  it 
is  still  gratifying  to  them  to  receive  a  full  ex- 
hibit of  their  operations,  and  see,  by  compari- 
son with  others,  that  their  road  is  well  and 
economically  managed.  Not  only  this  consider- 
ation should  influence  a  Superintendent  to  en- 
force rigid  reports,  but  the  fp.ct  that  compari- 
sons may  reveal  to  each  other  defects  in  small 
matters  as  well  as  large  ones,  which  have 
escaped  previous  attention.  It  is  but  a  few 
years  since  railroad  employees  thought  it  a 
legitimate  perquisite  of  their  position  to  obtain 
all  the  oil  needed  for  use  in  their  own  families 
from  the  company's  stores,  without  even  asking 
permission  from  the  person  in  charge  of  it. 
The  reports  of  oil  and  waste,  adopted  on  many 
leading  lines,  have  checked  this  petty  pecula- 
tion on  these  roads,  while  there  are  number- 
less others  on  which  the  same  wasteful  extrava- 
gance is  still  continued,  for  want  of  a  better 
system. 

A  thorough  examination  of  the  amount  of 
this  material  used  would  soon  convince  the 
Superintendent  or  Master  Mechanic,  who  does 
not  think  it  worth  while  to  keep  an  oil  account, 
of  the  folly  of  his  position,  and  result  in  estab- 
lishing just  such  a  system,  as  upon  trial  has 
been  found  efficient  on  other  roads. 

Just  so  in  other  larger  matters.  No  man  is 
perfect,  and  we  venture  the  assertion  that  every 
man  may  learn  from  his  neighbor.  Now 
railroad  papers  are  established  for  this 
purpose,  and  if  they  fail  in  developing  the 
operations  of  the  railroad  system,  in  just  so 
much  they  fail  in  accomplishing  the  end  of 
their  creation  and  support.  But  the  editor  of  a 
railroad  paper  is  dependent  upon  Superintend- 
ents and  Managers  for  the  information  he  is 
able  to  give.  He  can  not,  even  if  he  would, 
dive  into  the  operations  of  roads,  and  superin- 
tend the  departments  of  all  the  roads  of  the 
country;  neither  would  he  desire  to  do  so.  It 
is  his  business  to  gather  such  facts  as  officers 
of  roads  are  willing  to  communicate,  and  for 
their  own  sake,  it  is  to  be  hoped  they  will  give 
them  fairly  and  freely.  Railroading  is  com- 
paratively a  new  business;  very  few  of  the 
managers  have  been  brought  up  to  the  road, 
and  even  if  they  had  been,  it  would  still  be  de- 
sirable that  they  should  communicate  ideas 
and  correct  each  other's  wrong  impressions. 
Give  us  full  reports,  gentlemen,  and  we  assure 
you,  you  will  reap  ample  rewards  for  your 
trouble. 


PHILADELPHIA  AND  READING 
RAILROAD. 

The  fiscal  year  of  this  company  ends  Nov. 
30th.  The  annual  meeting  of  the  stockhold- 
ers took  place  in  Philadelphia,  January  14th, 
at  which  time  the  reports  of  the  company 
were  presented.  From  these  we  obtain  tho 
following  details  of  the  financial  condition  of 
the  company. 

The  receipts  for  the  year  ending  November 
30th,  1860,  have  been: 

Receipts  of  the  Riad — 
From     travel,    385.304— equal    to    129,978 

through  passengers $333,359  44 

Fn.m  merchandise,  499,72?  tons 5f9,619  88 

From  coal,  1,978,150  tons,  at  SI  23.96  per 

ton 2,328,157  52 

From  United  States  Mail 19.618  '0 

From  miscellaneous  sources 31,791  37 

$3,312,546  21 
Expenses — 

Transportation §971,511  33 

Roadway 239.787  50 

Drawbacks  and  allowances 242,650  77 

1,453,949  90 

Net  profit  on  the  year $1,858,596  91 

Interest  on  bonded  debt- 
Coupons  to  1st  January.  1861.  ..$7f  0,434  00 
Interest  on  coupons  and  mort- 
gages       30,687  60 

Total  interest  for  the  year $731,121  99 

Renewal  Fund — 
Five    cents    per    100    tons    on 

465,224.483  tons,  transported 

one  mile  during    12    months 

ending  Nor.  30,  1860 232.912  24 

963,733  2 

Dividend  Fund  for  the  year $894,863  67 

Which  has  been  disposed  of  as  follows,  vix. — 
Sinking  Fund,  loan  1836-60 $25,000  00 

do         do        do   1849-70 75  000  CO 

do        do        do   1856-80 50.000  00 

$150,000  00 

State  tax  on  capital  for  1860 10.828  02 

Bonus,  &c.,  on  Bonds  extended   385,531  83 
Dividend  on   Preferred  Stock,  7 

percent,  on  $1.551.800 108,626  00 

Accrued  interest  on  Reserved  Di- 
vidends, Preferred  Stock 16,554  60 

677,540  45 

Balance  of  Dividend  Fund,  1860 $917,323  22 

Add— Reserved  Fund  of  18J9. 208,581  64 

Total  Reserved  Fund $425,904  86 

It  thus  appears  that,  after  charging  the  cur- 
rent business  of  the  year,  with  all  legitimate 
expenses  of  working  the  road,  and  interest  on 
the  bonded  debt,  there  remained  surplus  net 
profits  $894,863  97,  which  is  V|  per  cent,  on 
all  the  outstanding  stock,  common  and  pre- 
ferred. The  managers  are  gratified  in  be- 
ing able  to  exhibit  these  evidences  of  the  con- 
tinued increase  of  income  from  each  branch 
of  business,  and  the  decreased  expenses  in 
each  department. 

An  agreement  between  this  Company,  the 
Pennsylvania  Railroad  Company,  and  Schuyl- 
kill and  Susquehanna  Railroad  Company,  for 
temporary  joint  use  of  their  respective  roads 
between  Dauphin  and  Harrisburg,  has  render- 
ed unnecessary  the  expenditure  for  extending 
the  road  from  Harrisburg  to  Dauphin,  as  au- 
thorized by  the  stockholders  at  their  last  an- 
nual meeting. 

As  it  is  evidently  the  interest  of  all  the  par- 
ties that  some  such  arrangement  should  be 
permanently  established,  there  is  no  reason 
why  the  proposed  expenditure  may  not  be  en- 
tirely avoided. 

In  the  last  Annual  Report  tho  Managers 
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recommended  the  extension  of  the  time  of 
payment  of  the  bonds  maturing  July,  1860, 
which  recommendation  was  ratified  and  con- 
firmed by  the  stockholders  at  their  annual 
meeting.  The  Board  of  Managers,  in  exercise 
of  this  authority,  offered  a  bonus  of  10  per 
cent,  to  the  holders  of  these  bonds  for  an  ex- 
tension of  twenty  years. 

The  holders  of  the  5  per  cent  sterling  bonds 
declined  to  extend  them  for  twenty  years  for 
the  same  bonus  that  was  offered  for  extending 
the  6  per  cent,,  payment  of  the  latter  being 
essentially  as  well  secured  as  the  former. 

On  being  thus  informed  by  the  Company's 
agents  in  London  (where  the  sterling  bonds  are 
mainly  held),  the  Managers  authorized  an  al- 
teration of  the  terms  of  the  extension  of  these 
bonds,  by  substituting  seven  for  twenty  years, 
for  a  bonus  of  10  per  cent.,  and  to  increase 
the  bonus  from  10  to  15  per  cent,  to  those  con- 
senting to  extend  for  twenty  years.  With 
these  modifications,  all  the  outstanding  bonds 
of  this  class  have  been  extended  thus  : 


Extended  for  twenty  years 

"         "    seven  years 

Purchased  for  sinking  fund,  and  cancelled. 

There  have  been  also  extended  for  twenty 
year*  all  the  6  percent,  sterling  bonds, 
maturing  in  I860,  amounting  to 

And  in  like  manner  of  G  per  cent,  dollar 
bonds. 

leaving  off  the  dollar  bonds  not  extended, 
not  having  been  psesen  ted  for  payment 
or  extension 

Total  amount  outstanding  Nov.  30,  1859, 
as  per  last  Annual  Report 


-.$628,000 
76,000 


988,800 
1,683,500 

5,500 


§3,383,500 

The  cost  of  extending  these  bonds,  for  bo- 
nus, commissions,  &c,  has  been  $385,531  83, 
all  of  which  has  been  paid  and  charged  to 
income  account,  which  reduces  thus  much  the 
available  net  income  for  the  year. 

Inasmuch  as  the  extension  of  the  bonds  due 
in  1860  rendered  unnecessary  the  use  of  those 
due  in  1886,  intended  and  reserved  for  the 
purpose  of  meeting  the  bonds  now  extended, 
and  which  were  intended  to  be  secured  by  a 
mortgage  made  in  1857,  a  covenant  has  been 
executed  and  recorded,  limiting  the  amount 
of  the  bonds  secured  by  the  mortgage  of  1857 
to  $3,586,500.  All  the  unissued  bonds  secured 
by  this  mortgage  have  been  cancelled. 

The  Board  of  Managers  have  also  executed 
and  recorded  the  necessary  contract  for  the 
creation  and  application  of  the  sinking  fund, 
for  which  provision  was  made  at  the  last  an- 
nual meeting,  and  in  accordance  with  the  ex- 
press direction  of  the  stockholders  then  given. 

The  existing  loans  and  sinking  funds  are 
as  follows — 

Due  July  1, 
1,1867,    §438.300,  at  5  p  ct.  int.,  sink.  fd..   825,000  $>  an. 


2,  1870.   3,103,600.  atU 

3,  1880,       192.000,  at  5 

4,  1880.  2,576,300,  at  6 

5,  1886,    1,500,000,  at  7 

6,  1886,   3,586,500,  at  6 


75,000 

"  "  '.'5,000    '• 

"  "  140  600    •' 

"  "  50,0Oil    " 

"  "         none,  except 

any  surplus  that  may  remain 
from  the  sinking  fund  of 
$1-10,000  per  annum  after  the 
bonds  due  in  1860  are  liqui- 
dated. 


The    present   annual    payment    of    coupons 

amounts  to $700,4,4  00 

Same  for  rent  of  cars,  as  before  explained 34,100  30 

$734,531  30 

It  has  already  been  etated  that  the  cars  for 

which  these  rents   were  paid,  have  been,  in 

great  part,  and  the  remainder  will  shortly  be 

purchased. 

The  amount  now  due  to  the  sinking  fund  is....  $407,501  08 
Add  the  same  for  1801 150  000  00 

$557,501  08 

At  the  annual  meeting  in  1859,  it  was  de- 
cided that  these  investments  should  be  made 
before  further  dividends  were  declared.  The 
managers  now  know  of  no  reason  why  these 
purchases  of  bonds  can  not  be  made  during 
the  present  year,  and  this  would  thereafter 
largely  reduce  the  annual  payment  of  coupons. 
If,  then,  the  present  charge  for  coupons  and 
rent  of  cars,  amounting  to  $734,534  30,  are 
continued  as  a  fixed  and  constant  charge  to 
Income  Account,  the  difference  between  that 
sum  and  the  future  payment  of  coupons  (di- 
minished as  they  will  be  by  the  annual  invest- 
ment of  the  sinking  funds),  with  the  existing 
sinking  funds  will  be  sufficient  to  liquidate  at 
maturity  the  loan  due  in  1867  and  1870,  pro- 
vided the  bonds  are  purchased  at  an  average 
of  about  90  per  cent.  The  same  system  con- 
tinued after  1870,  even  with  a  smaller  annual 
appropriation,  but  this  depending  upon  the 
price  at  which  the  bonds  may  be  purchased, 
would  liquidate  the  then  outstanding  bonds 
due  in  1880  and  1886  at  or  before  maturity. 

The  last  annual  report  exhibited  liabilities 
for  coupons  and  interest  on  real  estate  bonds 
due  in  January  last,  which,  with  the  interest 
due  in  April  and  July,  and  the  bonus  for  ex- 
tending the  bonds  due  in  1860,  absorbed  all 
the  interest  to  Augnst  last,  Since  that  time, 
the  notes  previously  given,  together  with  all 
current  expenses,  have  been  paid  in  cash 
from  the  accruing  revenue,  leaving  the  Com- 
pany substantially  free  from  floating  debt,  with 
the  following  assets  in  the  Treasury  at  the 
close  of  the  fiscal  year: 

Cash $474,281  ?0 

Freight  and  toll  bills  immediately  available. 


Bills  receivable, 


130,337  36 
6.886  50 


$613,503  16 
The  immediate  liabilities  were  cou- 
pons and  interest  on   real    estate 

bonds,  due  .Ian    1,1861 $266,966  OS 

Cars  purchased,  as  before  stated,  in 

January,  1861 149  250  00 

"Debts  due  in  current  business 171.095   16 

Notespayable 20.0:2  90 

607,984  14 


By  the  terms  of  these  sinking  funds,  the 
bonds,  when  purchased,  are  cancelled,  and  the 
interest  previously  paid  on  them  is  no  longer 
a  charge  upon  the  dividend  fund. 


Leaving  a  surplus  of $5,521  02 

To  this  may  be  added  the  profits  for  De- 
cember, sufficient  to  maintain  a  position  of 
financial  independence  (there  being  no  other 
liabilities  prior  to  the  April  coupons),  and  to 
continue  the  policy  of  avoiding  the  issue  of 
notes  payable,  or  otherwise  borrowing  money; 
as  well  as  that  of  paying  all  current  and 
working  expenses. 

If  this  policy  is  continued,  and  the  system 
suggested  of  providing  a  supplementary  sink- 
ing fund  for  extinguishing  the  bonded  debt, 
should  be  adopted,  the  Company  will  avoid  all 


further  sacrifices  to  postpone  the  payment  of 
bonds,  and  will  be  placed  in  a  condition  of 
permanent  financial  independence. 

MOBILE  AND  OHIO  R.  R.— OPENING 
EXCURSION. 

This  Company  have  completed  their  road  as 
far  as  Cornith,  the  point  of  intersection  of  the 
Memphis  and  Charleston  Railroad.  The  last 
rail  was  laid  on  Jan.  9th.  The  Company  cele- 
brated this  event  by  an  excursion  on  the  10th 
inst.,  from  Mobile  to  Memphis. 

The  correspondent  of  the  Mobile  Advertiser 
says  of  the  party: 

"  The  excursion  party,  consisting  of  the  ca- 
pable, energetic  and  courteous  chief  engineer 
of  the  road,  several  of  the  directors,  a  fair  rep- 
resentation of  our  citizens,  and  a  delegation 
of  the  City  Fathers,  left  Mobile  on  the  morning 
of  the  10th,  at  7  o'clock. 

"The  train  on  which  we  embarked,  consist- 
ing of  several  bran  new  first-class  cars  was 
drawn  by  the  splendid  loco  notive  Wm.  Jones, 
jr.,  which  was  tastefully  and  elegantly  decora- 
ted with  flowers  and  evergreens.  In  front  and 
over  all  floated  a  beautiful  banner,  bearing 
"  four  stars,"  and  inscribed  with  letters  of  gold 
with  the  names  of  Alabama,  Mississippi,  Ten- 
nessee, and  Kentucky — the  States  embraced 
in  the  charter,  bound  together  by  these  iron 
bonds,  and  by  the  ties  of  a  common  interest, 
sympathy  and  destiny." 

The  following  little  incident  of  the  trip  illus- 
trated the  enterprising  spirit  of  Tonng  Amer- 
ica: "Dad,"  said  a  lout  of  a  boy,  who  stood 
gazing  at  the  "  iron  horse,"  as  he  was  speeding 
by,  "  Dad,  why  don't  you  go  on  the  cars  some 
place  ?  '  "  Go  on  the  cars  ?  why,  I've  no  time." 
"  Oh,  go  to  thunder,  dad,  about  time  ;  yon  can 
go  on  the  cars  a  heap  quicker  than  you  can 
slay  at  home."  The  boy  was  right,  says  the 
correspondent,  for  some  of  ns  who  have  been 
staying  at  home  for  a  cycle  years,  were  in  a 
twinkle  whisked  out  of  the  country  into  a  for- 
eign land. 

The  excursion  passed  off  delightfully — the 
approach  of  the  train  was  everywhere  hailed 
with  festive  demonstrations.  On  the  reception 
of  the  guests  at  Memphis,  Col.  E.  A  Baker 
briefly  responded  to  the  address  of  welcome: 

"  He  referred  to  the  great  distance,  in  time, 
which  had  formerly  separated  Mobile  and 
Memphis. 

"  Now,  from  the  extreme  of  Southern  Ala- 
bama, from  Mobile,  friends  in  Memphis  could 
be  greeted  in  twenty-four  hours.  But  fifteen 
miles  more  of  iron  required  laying  down  and 
the  whole  vast  design  of  the  Mobile  &  Ohio  road 
was  complete.  His  aged  friend, now  present, Col. 
Gaines,  had  at  the  start  of  the  enterprise,  per- 
sonally engaged  in  canvassingfor  subscriptions 
to  the  stock.  When  be  expressed,  as  he  habit- 
ually did,  his  belief  that  the  whole  vast  work 
would  be  completed,  and  that  in  spite  of  his 
white  locks,  he  would  live  to  see  it.  he  was  lis- 
tened to  with  the  completest  incredulity  ;  yet 
the  mighty  enterprise  is  nearly  complete,  and 
here  stands  Col.  Gaines,  conveyed  by  it  to  the 
banks  of  the  Mississippi  this  day." 

After  a  day  of  festivities  at  Memphis,  the  ex- 
cursionists returned  home,  fully  impressed  with, 
the  value  of  Railroad  enterprises. 

The  Mobile  and  Ohio,  when  fully  completed 
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from  Mobile  to  Cairo,  will  be  the  longest  con- 
tinuous Railroad  in  the  world — making  a  total 
length  of  527  miles,  stretching  over  eight  de- 
grees of  latitude,  which  embrace  the  cotton 
and  tobacco  regions  of  the  South  and  pene- 
trate to  the  heart  of  the  corn  region  of  the  mid- 
dle section. 

At  the  1st  of  February,  1854,  the  road  was 
in  operation  but  33  miles,  from  Mobile  to  Cit- 
ronelle.  On  January  1,  1855,  it  was  open  10-4 
miles  from  Mobile. 

This  road,  like  many  others,  has  passed 
through  its  periods  of  reverses,  but  its  friends 
liave  steadily  persevered  and  we  now  congrat- 
ulate them  on  their  success  thus  far,  with  the 
hope  that  we  shall  soon  record  its  final  com- 
pletion. 


SAN  ANTONIO  AND  MEXICAN  GULF 
R.  R. 

We  find  the  following  item  traveling  the 
rounds  of  the  railroad  papers  : 

The  San  Antonio  and  Mexican  Gulf  Railway 
is  now  nearly  completed  to  La  Vaca.  A  San 
Antonio  journal  says  :  "  The  Gulf  Key,  of 
the  13th  announces  the  arrival  of  two  vessels 
off  the  bar,  viz:  The  Twin  Brothers  and  J.  B. 
Myers,  contaii  ing  passenger  cars,  the  balance 
of  the  iron,  also  the  chairs,  etc.,  etc.  The 
cross-ties  are  not  only  sufficient,  but  one  hun- 
dred thousand  feet  in  excess.  By  a  new  sched- 
ule, we  learn  that  the  stages,  with  the  mail,  will 
run  to  the  railroad,  and  at  the  terminus,  La 
Vaca,  the  passengers  and  mail  will  be  for- 
warded by  the  steamer  United  States  to  Iudi- 
anola." 

It  would  be  supposed,  from  the  above,  that 
the  road  was  nearly  completed  from  San  Anto- 
nio to  La  Vaca,  which  is  not  the  case.  There 
are  but  a  few  miles  of  the  road  laid. 


WHO  COPIES? 

In  the  American  Railway  Times,  of  Jan.  19, 
we  find  under  the  editorial  head,  without  credit, 
the  following: 

"  The  Broad  Gauge  — At  a  recent  meeting 
of  the  stockholders  of  the  Great  Western  Rail- 
way, of  England,  which  is  responsible  for  so 
much  damage  to  railway  interests,  by  its  lead- 
ing advocacy  of  the  broad  gauge,  they  '  ap- 
proved the  proposition  of  the  Directors,  to  lay 
down  the  narrow  gauge  from  Reading  to  Pad- 
dington,  and  raise  a  million  of  money,  nearly 
one-half  of  it  being  in  respect  of  the  narrow 
gauge  measure.'  It  was  remarked  by  some, 
at  the  meeting,  that  '  the  time  must  come 
when  the  whole  of  the  broad  gauge  rails  would 
be  taken  up  and  replaced  by  narrow  gauge 
rails." 

In  the  American  Railway  Review  of  the  10th 
we  find  the  same  article,  word  for  word,  with 
the  following  sensible  addition; 

"  John  Bull  seems  to  be  coming  to  his  senses 
but  the  period  is  rather  late  to  redeem  the  rail- 
way system  of  the  world  from  the  blunders  in 
which  it  is  involved  on  this  account.  The  fa- 
cility with  which  engineers,  in  various  locali- 
ties of  our  country,  have  not  only  yielded,  but 
in  some  cases  encouraged  various  changes  of 
gauge,  is  in  itself  a  powerful  argument  on  the 
need  of  a  Civil  Engineers'  Association.  On 
this  question  alone,  the  opinion  of  such  a  body, 
at  the  right  time,  would  have  saved  our  rail- 


ways great  inconvenience  and  a  useless  expen- 
diture of  capital  in  both  construction  and 
repairs.  Better  to  grow  wise  late,  than  never, 
but  we  cannot  afford  the  cost  of  the  experi- 
ment." 

A  few  lines  below  in  the  Times  we  find  an- 
other item  taken  bodily  from  the  Railway  Re- 
view without  the  change  of  a  word.  Our 
sensitive  friend  of  the  Times  has  in  one  or  two 
instances  severely  animadverted  on  the  prac- 
tice of  appropriating  other  peoples'  brains, 
without  giving  due  credit,  but  seems  himself  to 
have  fallen  into  very  bad  habits.  We  presume 
he  finds  scissors  a  very  valuable  assistant^* 
his  editorial  labors.'' 


MISSOURI— STATE    AID    TO   HER 
RAILROADS. 

In  his  Annual  Message  to  the  Legislature 
of  this  State,  Gov.  Stewart  says  : 

Among  our  State  interests,  the  largest  fi- 
nancially considered,  and  therefore  most  de- 
serving of  your  early,  profound  and  patient 
consideration,  is  that  of  our  railroads  and  the 
obligations  of  the  State  incurred  in  their  be- 
half. As  is  known  to  those  who  have  given 
the  subject  any  attention,  no  aid  has  been 
granted  to  our  railroad  companies  within  the 
last  two  years.  The  otily  change,  therefore, 
that  will  appear  in  an  exhibit  now,  compared 
with  that  made  in  the  last  biennial  message, 
is  in  the  amounts  issued  and  represented  as 
due;  a  part  of  the  latter,  however,  being  a 
condition  of  forfeiture.  The  figures  are  again 
presented  in  tabular  form,  as  follows: 

Amount       Amount,        Amount 
Name  of  Co' 's.  autlLorized .        issued  due 

ii.  &  St.  Jo $3,000  onn   $3  ooo.ooo 

Pac.  Maine  Line 7,000  000  7,00', 000 

Pac.  S.  W.  Branch 4,500  000  3.900.000$    COO  000 

Cairo  &  Fulton 6.10,000  050  000 

North  Missouri 5,5(10  000  4,3.-0,000     l.HOOOO 

St.  Louis  &  I.  M 3,500,000  3..0I.I00          99,000 

Platte  County 700.000  7(0.000 


$21,950,000  $43,000,000  $2,849,000 
Amount  of  Revenue  Bonds  issued  in  1859,  and 
due  January  1st,  1801 $400,000 

The  $1,550,000  represented  as  due  to  the 
North  Missouri  Railroad  Company  and  $99,- 
000  to  the  Iron  Mountain  Company,  have 
been  forfeited  by  the  failure  of  said  companies 
to  pay  the  interest  accruing  upon  bonds  al- 
ready issued  to  them.  They  do  not,  therefore, 
now  constitute  in  law,  and  without  further 
legislation  are  not  to  be  reckoned  as  any  part 
of  the  contingent  obligation  of  the  State.  The 
only  bonds  yet  authorized  and  yet  liable  to  be 
issued,  are  the  $000,000  due  the  South-West 
Branch  or  the  Pacific  Railroad,  which,  with 
the  whole  amount  issued,  make  an  aggregate 
of  $23,701,000,  or,  adding  the  four  hundred 
revenue  bonds,  (due  next  July,)  the  proceeds 
of  which  were  devoted  to  the  payment  of  in- 
terest, the  aggregate  is  $24,101,000;  $849,000 
less  than  the  aggregate  amount  authorized. 
The  interest  due  on  January  1,  1861,  has  been 
met  without  any  increase  of  the  public  debt; 
but  this  can  not  be  done  next  July  under  the 
existing  laws  affecting  the  public  revenue. 

With  a  proper  appreciation   of  the   para- 
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mount  importance  of  supplying  herself  with 
adequate  facilities  for  rendering  available  her 
inconceivable  millions  of  dormant  wealth,  Mis- 
souri has  extended  her  aid  to  the  encourage- 
ment of  internal  improvements  with  a  liberal- 
ity commensurate  to  the  benefits  to  be  derived 
from  their  construction.  In  doing  this  she 
has  incurred  an  annual  liability  of  nearly  a 
million  and  a  half  of  dollars,  in  interest  ac- 
cruing upon  the  bonds  loaned  to  the  several 
railroad  companies,  of  which  they  are  now 
.able  to  discharge  less  than  one-third,  hut 
which  the  State  has  met,  and  ever  will  meet, 
cheerfully  and  promptly,  actuated  as  she  is  by 
every  sense  of  honor,  morality  and  State  pride. 
This  liability  may  be  discharged  out  of  the 
earnings  of  the  roads  or  by  means  of  the  spe- 
cial and  general  revenue  of  the  State.  In  the 
present  unfinished  condition  of  the  roads,  the 
former  resource  is  wholly  unavailable,  and 
must  remain  so,  unless  measures  are  adopted 
for  the  completion  of  the  roads  to  points  at 
which  their  business  will  be  sufficiently  in- 
creased to  yield  a  profit  exceeding  the  amount 
necessary  for  their  maintenance. 

With  the  unfaltering  belief,  however,  that 
on  the  completion  of  the  roads,  their  net  earn- 
ings  would  be  sufficient  to  discharge  a  large 
portion  if  not  all  the  interest  for  which  the 
State  is  liable,  and  thus  relieve  the  people 
from  the  burdens  of  taxation  for  that  purpose, 
I  beg  leave  to  submit  a  suggestion  for  your 
consideration.  The  actual  value  of  the  vari- 
ous defaulting  roads  can  be  readily  ascertain- 
ed, and  if  the  General  Assembly  is  of  the 
opinion  that  any  one  of  them  is  worth,  in  its 
present  condition,  the  amount  loaned  to  it  by 
the  State,  if  no  better  plan  can  be  proposed,  I 
would  recommend  that  the  first  lien  which  the 
State  holds  on  the  unfinished  portion  be  re- 
leased, on  condition  that  the  company,  by 
mortgaging  the  portion  not  yet  completed, 
can  procure  sufficient  means  to  finish  it,  the 
State  retainining  the  first  lien  on  that  portion 
of  the  road  in  running  order  at  the  time  the 
company  may  mortgage  the  unfinished  por- 
tion, and  taking  a  second  mortgage  on  the  re- 
mainder. 

UBII — 

Chicago,  Burlington  and  Quincy  R.  R. — 
The  earnings  of  this  road  for  the  month  of 
December  have  been  : 

1850.  I860. 

Freight $55,303  58  $57.£04  11 

Pas  engers 24,353  73  i3,465  48 

Mails.&c 0,339  55  1,825  33 

<• __ 

Total $rti,055  80  $83,094  92 

Chicayo  Burlinaton  and  Quincy  Railroad  Line. 
Between  Chicago  and  Burlington— 2lQ  miles. 

1859.  1860. 

freight $62,385  77  $65,:97  28 

Passengers 28,755  95  27,606  47 

Mails&c 7,55135  8,185  83 

Total $98,093  07  $95,509  58 

Between  Oalesburg  and  Quincy— 100  miles. 

1850.  1860. 

Freight $16,658  43  $13,432  72 

Passengers 10.020  00  7,729  58 

Mails&c 2,058  14  855  84 

Total $29,342  46  $22,018  14 

Ag£regate  310  miles $128,035  53  S117,60&  78 
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Cleveland  Columbus  and  Cincinnati  R.  R. 
— The  annual  report  of  this  Company  for 
the  present  embraces  the  operations  of  eleven 
months  ending  Nov.  30,  1860.     The  earnings 

have  been  : 

Earnings  for  eleven  montJis  ending  November  30,  I860. 

From  passengers     $334,5-30  89 

From  freight 555,K)2  51 

From  express 14.922  34 

From  mails 56,075  00 

From  rents 70  033  34 

From  interest  on  deposits 4,725  01 

From  other  sources 4.505  89—1,1111,250  98 

December  earnings  (subject    to 

corrections) 73,441  04 


Total  for  the  year $1,1)84,603  92 

The  expenditures  for  the  same  period   have 

been  : 

Expenses  for  eleven  months  ending  November  30,  1860# 

Passenger  expenses $61,828  30 

Freight  expenses 1 24 ,957  75 

General  expenses 20,113  74 

Repairs  of  locomotives 42,647  01 

ltepairs  of  passenger  cars 12.49.1  55 

Repairs  of  freight  cars 27,647  ill 

Repairs  of  track ;9,083  Oil 

Repairs  of  buildings 6,216  67 

Repairs  of  fences 2  oO?  93 

Repairs  of  bridges 6,552  10 

Oilandwaste 7,445  38 

Fuel 43,989  32 

Damage  to  stock 1 ,202  25 

Losses  and  damages  to  freight 3.777  37 

Fire  Damage 49  25 

Gratuities  and  personal  damages. .     4,3U4  19 
Repairs  and  expenses  telegraph...    1,613  88 

Taxes 21,614  3i 

Interest  and  exchange   (including 
interest  on  mortgage  bonds). ...     1,873  90 

Total  $470  417  06 

Expenses  for  December  (estimated)    40,000  00  —  3510,417,96 


Ketearningsfor  the  year  12  $574,274  96 

1-10  per  cent $213,570  00 

Dividend  payable  1st  February  next, 
5i  per  cent 261,011  09    —474,620  00 


Surplus  earnings  for  the  year $99,654  01) 

The  expenses  of  the  road  will  be  seen  from 
the  above  to  have  been  47  per  cent,  of  the  re- 
ceipts. 


PHILADELPHIA  WILMINGTON  AND 
BALTIMORE  R.  R. 

This  company  has  just  held  its  annual  meet- 
ing at  the  city  of  Wilmington.  As  we  have 
not  yet  been  favored  with  the  reports  in  full 
we  give  such  extracts  as  we  have  been  able 
to  obtain,  promising  the  working  details  of 
the  road  in  more  extended  form  when  we  re- 
ceive the  full  reports. 

The  earnings  for  the  year  ending  October 
31,  I860,  have  been  as  follows  : 

Passengers $831,305  71 

F'reight  and  express 317,568  87 

Rents 1.5,ll>9.;0 

Mails  and  miscellaneous 49,614.77 


1,210,598.55 
Newcastle  and  Frenchtown  R- R 25,999.39 


Total  earnings $1,236  597.94 

Total  expenditures 764,885.76 


Net  earnings $171,712.19 

Dividends  paid  6J  per  cent 364.000.60 


Surplus $107,712.19 

From  this  surplus  deduct  the  appropriation 
to  the  sinking  fund,  which  commenced  Janu- 
ry  1,  I860;  and  was  at  the  rate  of  §40,000  per 
annum.  From  January  1,  1860,  to  October 
31,  1860,  a  period  of  ten  months,  this  would 
be  $33,  333  33.  On  the  20th  day  of  Novem- 
ber there  was  purchased  for  the  sinking  fund 
$40,000  of  the  bonds  of  the  Company,  due  July 
1,  1844.     Of  these,  $33,333.33   was  for   the 


year  ending  October  21,  1860,  and  the  balance 
on  accounts  of  the  appropriation  to  be  made 
in  1861.  The  certificate  of  the  purchase  and 
cancellation  is  appended  to  this  report,  in  ac- 
cordance with  the  condition  of  the  mortgage 
There  remains,  then,  an  actual  surplus  for 
the  year  over  all  expenditures,  interest,  divi- 
dends, loss  on  Delaware  Railroad,  and  appro- 
priation to  sinking  fund,  of  $74,378  86. 

The  earnings  and  expenditures  for  several 
years  past  have  been  as  follows: 

Darnings.  Expenditures. 

1856 $1,139,165.18  $716,799.80 

1857 1,143.1-53.69  764,917.  0 

1858,  11  months H09.R50.9II  627  393.73 

1859,  11  months 1,036.159,95  598.6011.24 

1860,  full  year 1,236,597.94  764,885  75 

From  this  it  will  be  seen  that  neither  the 
business  nor  the  expenses  have  materially  va- 
ried for  some  time  past.  The  amount  of  travel 
and  traffic  being  very  nearly  stationary  is  in 
striking  contrast  with  the  growing  business  of 
western  roads.  While  the  expenditures  re- 
maining so  nearly  at  the  same  figures  may 
well  create  some  inquiry  on  the  part  of  some 
of  our  western  managers  as  to  whether  they 
could  not  do  well  to  aim  at  keeping  their  ex- 
penses about  where  they  were  years  ago,  in- 
stead of  running  them  up  to  fanciful  fig- 
ures. 

From  the  tables  showing  the  number  of  pas- 
sengers carried  one  mile,  and  the  number  of 
tons  of  freight  carried  one  mile,  and  from  an 
apportionment  of  expenditures  to  each  as 
near  as  the  same  may  be,  it  appears  that  it 
has  cost,  including  all  expenditures  one  cent 
to  carry  each  passengera  mile,  and  2  3.10  cents 
to  carry  each  ton  of  freight  one  mile  for  the 
last  year.  These  expenditures  will  vary,  how- 
ever, from  year  to  year  as  the  business  in- 
creases, and  as  more  or  less  liberal  expendi- 
tures are  made  to  improve  and  increase  the 
property  of  the  road. 

The  items  of  new  work  and  improvements, 
over  and  above  operating  expenses,  for  the 
year  are  as  follows : — New  track,  bridges  and 
fences,  $24,693  90;  locomotives,  $15,531.25; 
passenger  cars,  $15,250;  merchandise  cars, 
$35,821.17;  stations,  &c,  $10,181.01;  wharf 
at  Wilmington,  $3,156.17  ;  making  a  total  of 
$104,633.50.  The  number  of  miles  run  by  pas- 
senger trains  during  the  year  was  248,677. 
The  earnings  per  mile  apportioned  to  foreign 
passenger  trains  were  $3.62;  apportioned  to 
freight  trains  $2.07 ;  the  cost  per  mile  for  pas- 
senger trains  was  $1,29,  and  that  for  freight 
$1.57;  profit  per  mile  run  by  passenger  trains 
$2.34,  and  50  cents  by  freight. 

The  whole  of  the  bonded  debt  due  July  1, 
1860  of  $2,161,775.05  has  been  exchanged  or 
paid  off,  excepting  certificate  of  $300,  which 
is  held  by  a  party  absent  from  the  country, 
and  which  for  that  reason  has  not  been  pre- 
sented for  payment.  Of  the  new  loan,  author- 
ized by  the  stockholders,  of  $2,000,000,  to  pay 
off  the  loan  due  July  1,  1S60,  and  the  two  im- 
provement loans,  one  for  $144,000,  due  April 
1,  185S,  and  the  other  for  $119,000,  due  May 
1st  1863,  there  has  been  issued  up  to  the  pre- 


sent time  $2,342,000,  of  which  $42,000  have 
been  redeemed,  leaving  outstanding  $2,300, 
000      The   Company  owes  no  floating  debt. 

During  the  year  there  has  been  relaid  12  15- 
100  miles  of  track  ;  in  relaying  which  800  tons 
of  new  iron  have  been  used  and  there  were 
used  in  relaying  and  repairs  59,583  new  cross- 
ties.  They  have  adopted  a  new  rail,  weighing 
51  pounds  per  yard.  The  rail  is  made  of  all  re- 
worked and  refined  iron.  The  top  bar  in  the 
pile  is  of  the  hardest  and  densest  iron,  and  is 
1\  inches  by  2  inches,  or  of  a  size  sufficient  to 
form  the  whole  head  of  the  rail  when  rolled  out. 
The  neck  and  web  of  the  rail  are  fibrous.  The 
height  of  the  rail  is  3|  inches,  and  thewidth  o£ 
the  flange  the  same  as  the  height  of  the  rail. 
The  height  secures  vertical  strength  and  stiff- 
ness, and  the  width  of  flange  resistance  against 
lateral  pressure.  For  this  improved  rail  they 
pay  an  extra  price  of  five  dollars  per  ton,  and 
from  present  appearances  of  its  wear,  it  will 
prove  a  profitable  investment  They  will  ad- 
here to  their  opinion  that  good  quality  of  iron 
is  better  attained  by  the  adoption  of  a  light 
than  a  heavy  rail,  both  from  experience  and 
observation,  and  for  the  reasons  expressed  in 
the  former  reports. 

The  whole  cost  of  the  accidents  to  ma- 
chinery and  track  for  the  year  was  only  $1,- 
110.87.  In  reference  to  the  use  of  coal  as  a 
fuel  for  locomotives,  the  President,  Mr.  Felton, 
speaks  in  the  highest  terms.  Eight  coal  burn- 
ing engines  were  in  use,  and  the  average  cost 
of  coal  for  each  mile  run  was  six  cents,  and 
the  average  cost  for  running  wood  burners 
was  fourteen  cents  per  mile. 


NORTH  PENNSYLVANIA  R.  R. 

The  North  Pennsylvania  R.  R.  Co.,  is  a 
short  local  road  of  55  miles  from  Philadelphia 
to  Bethlehem.  Its  annual  report  as  made  up 
Nov.  30,  1860  shows  : 

The  total  earnings  of  the  vear  were: — 

Passengers $140,396.42 

Freight 241,18980 

Mail 2.756  00 

Rents.    &c 5,2.-00! 

$389,622:23 

Expense 176.668.31 

Balance §212.953.92 

The  earnings  show  an  increase  of  $42,320  27 
over  the  year  ending  November  30,  1S59. 
The  interest  account  for  the  year  was  : 

Coupons  6  per  cent,  bonds $  150.0.0.00 

10         "       tonds 32,025.00 

Ground  rent  and  int.  on  mortgage..        5661.67 

Interest  on  floating  debt 10,004.37 

$197,691.04 

Leaving  a  balance  of $15,262.28 

The  permanent  accounts  have  been  increas- 
ed equipment  account,  continuation  account 
&c,  $34,199  24. 

The  bills  payable  have  been  reduced  to  $89, 
805  01,  showing  a  decrease  of  $48,417  44  since 
Nov.  1S59. 

The  funded  debt  has  been  increased  $63, 
000  00,  by  the  issue  of  real  estate  and  chattel 
bonds  to  that  amount. 

The  officers  for  the  ensuing  year  are  :  Presi- 
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dent,  Franklin  A.  Comly,  Directors  John 
Brock,  John  Jordan,  Jr.,  Algernon  S.  Rob- 
erts, J  Gillingham  Fell,  S.  Morris  Wain,  Wm. 
C.  Ludwig,  Ellwood  Shannon,  Edward  C. 
Knight.  William  L.  Hirst,  Alfred  Hunt. 


CONVENTION  OF  RAILROAD  PRES- 

SIDENTS. 

A  Convention  of  the  Presidents  of  the  lead- 
ing Railroads  terminating  at  the  seaboard,  was 
held  in  Washington  on  January  22d  and  23d. 
There  were  present  the  representatives  of  the 
New  York  Central,  New  York  and  Erie,  Penn- 
sylvania Central  and  Baltimore  and  Ohio  Rail- 
roads. Also,  informally,  from  Western  Rail- 
roads, President  S.  S.  L'Hommedieu,  of  the 
Cincinnati,  Hamilton  and  Dayton  R.R;  Judge 
Swan,  Judge  Jewett  and  Mr.Houston  of  Pitts- 
burgh. We  give  the  proceedings  from  the  tel- 
egraphic reports  of  the  daily  papers: 

The  Convention  of  the  five  Eastern  and 
Western  lines  has  adjourned,  to  meet  in  New 
York  on  the  20th  of  February  next. 

A  schedule  of  rates  for  freight  between  all 
Western  and  Eastern  points  was  adopted,  and 
restores  the  figures  of  the  St.  Nicholas  Hotel 
and  Saratoga  meetings  with  a  slight  variation 
in  regard  to  passengers.  The  first  and  second 
sections  of  the  agreement  then  entered  into, 
making  the  prices  uniform  and  dispensing  with 
runners,  were  reaffirmed.  The  fact  was  de- 
veloped in  the  course  of  the  deliberations  that 
freight  from  the  South  and  Southw*st,  with 
the  exception  of  cotton,  had  greatly  decreased, 
while  the  movement  of  produce  from  the 
Northwest  and  Central  West,  north  of  the 
Ohio  River,  was  unusually  large.  All  the 
roads  report  increased  receipts  over  those  of 
January,  1860 — some  of  them  very  heavy;  and 
as  an  instance,  it  was  mentioned  that  the  Bal- 
timore and  Ohio,  the  most  southern  of  the  five 
great  lines,  and  the  increase  of  which  is  less 
than  the  others,  shows  an  enlargement  in  rev- 
enue on  eastward  freight  of  $20,000  for  the 
first  twenty-two  days  of  the  present  month 
over  the  similar  falling  off  last  year.  A  gen- 
eral falling  off  was  reported  in  passenger  re- 
ceipts and  western  bound  freights.  Much  of 
the  produce  movement  is  for  Europe.  All  the 
five  lines  are  deriving  increased  business  from 
the  diversion  of  the  cotton  of  the  Southwest- 
ern States  from  the  Southern  Atlantic  and 
Gulf  ports. 

The  Convention  included  the  leading  rail- 
road minds  of  Massachusetts,  New  York,  New 
Jersey,  Pennsylvania,  Ohio  and  Indiana.  An 
excellent  feeling  prevailed,  and  the  prospects 
of  eastward  business  were  regarded  as  en- 
couraging. All  parties  seemed  earnestly  anx- 
ious for  the  settlement  of  the  national  difficul- 
ties, and  the  Crittenden  plan,  or  its  equivalent 
met  with  general  approval. 

Members  of  the  Convention  have  exerted 
their  best  efforts  with  their  respective  members 
of  Congress,  and  others,  to  secure  conciliation 
and  peace. 

•  »  ■ 

Central  R.  R.  and  Banking  Co. — The  fol- 
lowing gentlemen  were  chosen  Directos  of 
the  Central  Railroad  and  Banking  Company 
of  Georgia,  on  Monday,  7th  inst.,  to  serve  for 
the  ensuing  year ;  R.  R.  Cnvler,  Andrew  Low, 
John  R.  Wilder,  D.  II.  Baldwin,  John  W.  An- 
derson, Thos.  Purse,  F.  G.  Dana,  Geo.  L.  Cope, 
Octaves  Cohen.  At  a  subsequent  meeting  of 
the  Board,  R.  R.  Cuyler  was  unanimously  re- 
elected PresiJeni. 


Little  Schuylkill  Navigation  R.  R.  ani> 
Coal  Co. — The  annual  meeting  of  the  stock- 
holders of  this  company  was  held  at  Philadel- 
phia, Jan.  14.  The  tonnage  for  the  year  was 
317  906  tons  9  cwt. — a  falling  off  compared  with 
last  year  of  44,195  tons.  The  lands  of  the 
Company  furnished  251,970  tons  against  251, 
990  tons  iu  1859  ;  from  the  colleries  of  other 
parties,  995,396  tons  against  110,111  tons.  The 
net  profit  realized  was  $130,850  38  against 
$132,957  31  in  1859.  There  remains  $41,637- 
41,  transferred  to  the  credit  of  the  reserved 
fund.  The  Company  is  free  from  floating  debt, 
and  is  ready  and  capable  of  carrying  a  much 
larger  tonnage  than  ever  before.  The  trans- 
portation and  income  fund  shows  that  from 
coal  was  realized  $26,539  15;  railroad  tolls, 
$91,667  98.  Total,  $228,398  69,  showing  a 
balance  of  $130,850  38.  The  railroad  from 
Port  Clinton  to  Broad  Mountain  is  worth  $1, 
416,178  89;  Real  Estate,  $176,233  91.  The 
general  inventory  of  property  is  $81,746  59  ; 
suspended  debts,  $138,826  93;  reserved  fund, 
$88,435  29.     Total  $3,390,290  52. 

The  election  of  Directors  resulted  in  the 
choice  of  the  following  gentlemen:  President, 
Wm.  C.Patterson;  Treasurer  and  Secretary, 
Wm.  Wain  Jr.  Managers,  Richard  Kear,  Levi 
Dickson,  George  R.  Justice,  Frederick  Fra- 
ley,Charles  Henry  Fisher. 

At  the  meeting  of  the  stockholders  some 
dissatisfaction  was  expressed,  on  the  part  of 
leading  stockholders  with  the  management  of 
the  company,  and  a  committee  were  appointed 
to  examine  into  its  affairs  and  report  at  a  spe- 
cial meeting  of  the  stockholders. 


MARYLAND  STATE  FINANCES. 

From  the  annual  report  of  the  Comptro  Her 
of  this  State  we  condense  the  following  items 
of  the  finances  of  this  State: 

Receipts^ — The- total  receipts  into  the  treas- 
ury during  the  fiscal  year,  which  commenced 
no  the  1st  of  October,  1859,  and  ended  on  the 
30th  September,  1860,  were  $1,048,339  67; 
and  adding  to  this  amount  the  sum  remaining 
in  the  treasury  on  the  30th  of  September,  1859, 
the  aggregate  in  the  Treasury  for  the  year 
appears  to  have  been  $1,561,630  83. 

Disbursements. — The  disbursements  in  the 
fiscal  year  amounted  in  the  aggregate  to  $1, 
306,043  08,  exceeding  the  revenue  which  ac- 
crued and  was  received  in  the  same  period  by 
the  sum  of  $411,231  88. 

There  was  paid  during  the  year  to  the  Mary- 
land and  Delaware  R.  R.  $15,000,  and  to  the 
Eastern  Shore  R.  R.  Co.  $29,092  45,  making 
in  all  $44,092  45  paid  for  the  benefit  of  these 
two  companies. 

The  receipts  for  the  use  of  the  sinking  fund 
amounted  in  the  fiscal  year  to  $245,387  02, 
the  whole  of  which  sum,  with  the  exception  of 
$5,157  68,  was  promptly  applied  by  the  treas- 
urer to  the  augmentation  of  said  fund.  The 
sum  of  $5,638  29  was  transferred  as  surplus 
cash.     The  purchases  made  by  the  treasurer, 


during  the  past  fiscal  year,  for  the  benefit  of 
the  sinking  fund,  were  of  currency  State  6  per 
cent,  stock  $21,053  59;  of  5  per  cent.  $217, 
000  54,  and  of  U  per  cent.  $2,200.  The  sink- 
ing fund  on  the  3th  of  September,  1859, 
amounted  to  $4,582,975  22,  adding  the  pur- 
chases made  in  the  year,  and  the  cash  stand" 
ing  in  the  treasury  to  the  credit  of  the  said 
fund,  it  appears  on  the  3th  of  September,  1860, 
at  $4,828,387  03. 

The  stocks  purchased  for  the  sinking  fund 
were  obtained  on  an  average  at  a  fraction  un- 
der par.  The  high  price  and  scarcity  of  Ma- 
ryland stock  in  the  market  indicates  the  un- 
shaken faith  of  the  public  in  the  ability  and 
integrity  of  the  State. 

Northern  Central  Railway  Company.— 
There  was  received  into  the  treasury  from 
this  Company,  during  tne  fiscal  year,  the  sum 
of  $10,000  only  of  the  $90,000  annuity  due, 
in  accordance  with  the  provisions  of  chapter 
260  of  the  Acts  of  Assembly  of  1354.  In  con- 
sequence of  this  default,  the  Comptroller,  a3 
required  by  law,  instituted  legal  proceedings 
against  the  Company,  and  has  obtained  a 
judgment  against  it,  and  an  injunction  restrain- 
ing the  Company  from  applying  the  receipts 
of  the  road  to  any  other  purpose  except  to  de- 
fray necessary  repairs  and  expenses,  until  the. 
claim  of  the  State  shall  first  have  been  satis- 
fied. 

Tha  quarterly  payments  due  from  this  Com- 
pany have  been  regularly  received  up  to  about 
eighteen  months  ago,  and  it  is  to  be  hoped 
that  the  road  will  hereafter  be  conducted  in 
such  a  manner  as  to  re-establish  its  character 
and  relieve  its  embarrassments. 

Baltimore  and  Ohio  Railroiod  Company. — 
The  receipts  from  the  Baltimore  and  Ohio 
Railroad  Company  during  the  fiscal  year  end- 
ing on  the  30th  of  September  last  were  as  fol-. 

lows: 

The  returns  of  one-fifth  of  the  receipts  from 

passengers  on  the  Washington  Branch  were 
$77,821  95;  being  apparently  a  considerable 
reduction  as  compared  with  the  sum  realized 
from  the  same  source  during  the  preceding 
year.  During  the  fiscal  year  ending  30th  Sep- 
tember, 1859,  there  was  received  from  this 
source  $119,923  11;  but  of  this  amount  $38, 
396  56  accrued  during  the  preceding  year, 
leaving  the  sum  of  $71,536  55  as  the  amount 
which  actually  accrued  during  the  fiscal  year 
ending  30th  of  September,  1859.  This  shows 
the  receipts  for  the  fiscal  year  ending  30th  Sep- 
tember, 1860,  to  have  exceeded  the  receipts 
for  the  preceding  fiscal  year  by  the  sum  of 
$6,285,40. 

The  receipts  for  interest  on  dividend,  bonds 
Nos.  141  and  571  were  $19,111  20. 

The  receipts  from  stock  dividends  on  the 
Road  amounted  to  $90,636. 

The  discontinuance  on  the  part  of  the  State 
of  her  suit  against  this  Coinpany  has  fortu- 
nately assisted  in  relieving  the  treasury  ;  and 
no  one  can  scan  the  figures  of  this  report 
without  being  convinced  how  important  a  wise 
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and  skillful  management  of  this  great  public 
work  (such  as  it  now  eminently  receives)  is  to 
the  interest  of  the  Commonwealth. 

Susquehanna  and  Tide  Water  Canal  Com- 
nies. — The  revenue  which  accrued  to  the  State 
from  these  companies  in  the  fiscal  year  was 
$71,444  54,  and  the  sum  actually  received  in- 
to the  treasury  was  $33,000,  leaving  them  in 
arrear  for  the  year  to  the  extent  of  $38,444  54. 
This  is  an  addttion  to  the  arrears  of  1858  and 
1859,  which  were  $95,504  48  ;  making  an  ag- 
gate  indebtedness  of  $133,949  02. 


ANNUAL  REPORT  OF  HUDSON  RI- 
VER RAILROAD. 

We  give  below  the  Annual  Report  of  this 
Road  up  to  December  17,  1860 — as  made  to 
the  State  Engineer's  Department.  From  the 
statement  of  earnings  and  expenditures  it 
will  be  seen  that  the  Company  has  earned 
enough  to  pay  interest  on  all  its  bonds  and 
has  a  net  surplus  to  incomes  and  earning  of 
$334,142  23.  We  will  in  a  future  number 
give  a  comparison  of  the  present  with  previ- 
ous reports. 


STOCK  AND  DEBTS. 

Capita]  Stock,  as  by  Charter $4,000,000  00 

Amount  of  Stock  subscribed 3.770,926  59 

Amount  paid  in  as  by  last  report 3,758,460  59 

Total  amount  now  paid  in  of  capital  stock 3,758.446  59 

Funded  debt  as  by  last  report 8,842,0011  00 

Total  amount  now  of  funded  debt* 9,107  000  00 

Floating  flebti  as  per  last  report 414  654  35 

The  amount  of  floating  debt  now 382,106  10 

Total  amount  now  of  funded  debt  and  floating 

debt 9,289.100  10 

Average  rate,  per  annum,   of  interest  on  funded  debt,  6 

cents  and  9  mills  per  cent. 

COST  OF  ROAD  AND  EQUIPMENT. 

Last  Rep't.  Presn't  liep't. 

For  graduationandmnsonry.. $5,351, 110  42  $5,416,827  43 

Forbridges 203,211535  204,240  13 

Superstructure,  includ'g  iron   2,239,782  11  2,308,34178 
Passenger  and  freight  sta-") 


tions,  buildings  and  fix 
tures f 

Engine  and  car  houses,  ma-  f 

chine    shops,   machinery  | 

and  fixtures I 

Land,  land  damages  &  fences 
Locomotives  and  fixtures  and 

snow  plows 

Passenger  and  baggage  cars. 

Freight  and  other  cars 380,940  (5 

Engineering  and  agencies,  • .       907,994  05 


744,768  82       1,017,163  77 


899,046  19 


536,103  12 
265,323  53 


903,260  87 

536,103  12 
265.323  53 
389,946  05 
708,238  82 

Total  cost  of  Road  and  equip- 
ment  $11,388,279  64  $11,800,445  50 


CHARACTERISTICS  OF  ROAD. 


Length  of  road 


laid. 


■  ••• 144  miles 

"  laid 144      " 

of  double  track  including  sidings 115,068      " 

of  branches   owned   by  the  Company 


Length  of  double  track  laid  on  same 4; 

Weight  of  rail,  per  yard,  on  main  track 70  pounds 

Number  of  engine  nouses  and  shops Jl 

Number  of  engines 53 

il  *'         on  Troy  Road  5 

of  1st  class  passenger  cars,  (rated  as   8  wheel 


cars). 


96 
Number  of  1st  class  passenger  cars,  (rated  as  8  wheel 

cars)  on  Troy  road 3 

Number  of  2d  class  and  emigrant  passenger  cars,  (rated 

as  8  wheel  cars) 8 

Number  of  baggage,  mail  and  express  cars,  (rated  as  8 

wheel  cars) 33 

Number  of  freight  cars,  (rated  as  8  wheel  cars) 521 

DOINGS  OF  YEAR  IN  TRANSPORTATION  AND  TOTAL 
MILES  RUN. 

Number  of  miles  run  by  passenger  trains 540.339 

Number  of  miles  run  by  freight  trains 42(1,726 

N  umber  of  passengers,  all  classes,  carried  in  cars     1 ,037,651 
Number  of  miles  traveled  by  passengers,  or  num- 
ber of  passengers  carried  one  mile 66,951,310 

"Mortgages  amounting  to  $226,750  given  for  real  estate 
purchased  in  the  city  of  New  Yorkj  during  the  year  1860, 
not  included  in  the  above. 


Number  of  tons,  of  2,000  pounds,  of  freight  car- 
ried in  cars 337,858 

Total  movement  of  freight,  or  number  of  tons, 

carried  one  mile....- 40,187.539 

Average  rate  of  speed,  adopted  by  ordinary  pas- 
senger trains,  including  stops, (miles  per  hour)  29 

Rate  of  speed  of  same  when  in  motion 34 

Average  rate  of  speed,  adopted  by  express  trains, 

including  stops 37 

Rate  of  speed  of  same  when  in  motion 43 

Average  rate  of  speed,  adopted  by  freight  trains, 

including  stops -  10 

Rate  of  speed  of  same  when  in  motion 20 

Average  weight  in  tons,  of  passenger  trains,  ex- 
clusive of  passengers  and  baggage 110 

Average  weight  iu  tons,  of  freight  trains,  exclu- 
sive of  freight 205 

THE  AMOUNT    OF   FREIGHT,  SPECIFYING   QUANTITY 

OF  TONS. 

Of  the  products  of  the  forest 8.093 

Of  animals 124,224 

Of  vegetable  fond 30.389 

Other  agricultural  products 15,784 

Manufactures 66,106 

Merchandise 68,672 

Other  articles 18.584 

Total 337,852 

The  rate  of  fare  for  passengers,  charged  for  the  respective 
classes  per  mile,  as  follows  : 

For  1st  class  through  passengers. 
tt        *t.     wav  ** 

For  2d     "      through        " 

"  "      way  "  ■ 

For  emigrant  through 572 

For  emigrant  way none 

EXPENSES    OF   MAINTAINING   THE   ROAD,  OR    REAL 
ESTATE  OF  THE  CORPORATION. 

Amount  Allotted  to 

Pass.  Freight 

Transport.     Transport. 
Repairs  of  road-bed  and 
railway,  excepting  ir'n 

(see  law)' $IC5,152  71  $91,093  96  374,038  75 

For  depreciation  of  way. 


CENTS 

..  2  11,8 
.  2.1IS 
■ .  none 
. .   none 


Cost  of  iron  used  in  re- 
pairs   

Repairs  of  buildings 

Repairs  of  fences  and 
gates 

Taxes  on  real  estate 


58,400  47 
17 .329  72 


2.362  59 
28,M5  09 


33.872  27 
4,943  50 


1,364  79 
16,023  79 


24.528  20 
]  2,386  16 


997  80 
12,611  30 


Totals $271,91058  $147,298  37  $124,01221 

EXPENSES  OF  REPAIRS  OF  MACHINERY. 

Amouut  Allotted  to 

Pass.  Freight 

Transport.    Transport. 


Repairs  of  engines  and 

tenders   $83,028  01 

Depreciation  of  engines 

and  tenders 

Repairs,  passenger  and 

baggage  cars   45,044  46 

Depreciation,  passenger 

and  baggage  cars 

Repairs,  freight  cars. . .    39,317  G9 

Depreciation      "       

Repairs    of   tools    and 

machineiy  in  shops..    10,385  75 
Incidental  expenses  .in- 
cluding   oil,    fuel, 

clerks,  watchmen  &c. 

about  shops 9,065  53 


§46,412  66    $36,615  35 


750  73       3,635  02 


5.600  01        4  039  52 


Totals $187,44144     S10381386   $83,627  58 

EXPENSES  OF  OPERATING  THE  ROAD. 

Amount  Allotted  to 

Pass.  Freight 
Transport,    Transport. 
Office  expenses,  station- 
ary, &c $     2,37785  $   1,21560    $  1,16225 

Agents  and  clerl;s 63,758  48      35,020  33      30,128  15 

Labor,  loading  and  un- 
loading freight 41,723  69      41,723  09 

Porters,  watchmen  and 

switch-tenders 76,93074      42,927  35      34,003  39 

Wood  and  water  station 

attendance 10,51067        5,864  95        4,645  72 

Conductors,  baggage 

47.600  06      25,709  29      21,899  75 
47,10126      25,434  68      21,666  58 


and  brakemen. 

Enginemen  and  firemen 

Fuel,  costand  f 
l*borof pre- J  Wood., 
paring  f  o  r  j  Coal. . . 
use t 

Oil  and  waste  for  en- 
gines and  tenders. . . . 

Oil  and  waste  for  freight 
cars 

Oil  and  waste  for  pas  ■ 
senger  and  baggage 
cars 


F.214  36 


121,34011  (91moo.3 
40,517  20  f  JU,bl-    ° 

J 

10,433  15        5,633  90       4,799  25 
3,71388      3,71388 


1.807  26      1,807  20 


*For  repairs  of  road-bed  and  railway,  excepting  cost  of 
iron,  which  shall  be  cost  of  lahor  and  materials  used  during 
the  year  :  also  use  and  cost  of  engines  engaged  in  ballast- 
ing ;  also  the  renewal  and  repairs  of  gravel  and  stone  cars, 
and  all  items  of  cost  connected  with  keeping  the  road  m 
order. 


Loss    and    damage    of 

goods  and  baggage...      10.27120  315  37        9,955  83 

Damages  for  injuries  of 

persons 33,620  59     33,404  69  22190 

Damages    to    property, 

including  damages  by 

fire,  and  cattle  killed 

on  road 705  09  232  92  47217 

General  superinten- 
dence         7,19999       3,60000       3,599  99 

Contingencies,     inclu- 

dingTroy  &  O.  R.R., 

hauling  cars  in  city  of 

N.  Y.,  telegraph,  fuel 

and  oil  for    stations 

and  trains,  ferry  boats 

&c 282,12390    144.23732    137.PW5  64 


Totals $809,75018  $416,64661  8393,10357 

EARNINGS    AND    CASH    RECEIPTS   AND    PAYMENTS. 

Earn  irvg* . 

From  passengers $],H4.938  80 

From  freight 847,794  18 

From  other  sources „ 54,412  54 


Total $2,047,145  52 

The  above  to  be  stated  without  reference  to  the  amount  to 
be  actually  collected. 

RecApts. 

From  passengers $1,144,938  20 

From  freight .*. 

From  other  sources 

Rents 

Telegraph 

Mail  services 

Miscellaneous 


813,328  25 

13,674  40 
1.631  59 

32.4110  0(1 
6.706  45 


Total $2,042,679  59 

Payments  olhtr  than/or  construction. 

For  transportation  expenses 31.269.024  84 

For  interest 631,647  89 

For  dividends  on  stock — amount  and  rate  per 

cent 

To  balance  to  incomes  and  earnings 142,006  86 


Total. 


1,679  59 


Total  amount  incomes  and  earnings $334,142  23 

ACCIDENTS. 

Passengers  Employees  Others  Tfltal 

Killed.  Injured.  Killed.  Injured.  Killed.  Inj'd.  Killed  Inj'd 

5  6  4  1  17  5  26      12 


Banks  of  New  York. — The  Annual  Report 
of  the  Superintendent  of  the  Bank  Depart- 
ment for  the  State  of  Xew  York,  gives  the  fol- 
lowing statement  of  the  circulation  of  the 
Banks  and  securities  for  the  same: 

The  number  of  banks,  banking  associations 
and  individual  bankers  doing  business  in  this 
State  on  the  30th  day  of  September  last,  was 
306,  and  37  were  either  closing  their  own  af- 
fairs or  are  insolvent,  and  their  business  is 
being  closed  by  this  department,  leaving  343 
open  bank  accounts  upon  the  books  of  this 
office. 

The  entire  emission  of  bank  notes  from  the 
Bank  Department,  including  that  of  incorpo- 
rated banks,  banking  associations  and  indivi- 
dual bankers,  is  $38,034,800,  against  $36,581,- 
276  in  1859,  being  an  increase  during  the 
past  fiscal  year  of  $1,453,524. 

The  absolute  increase  of  the  currency  in 
circulation,  of  the  banks  of  this  State  during 
the  past  fiscal  year,  has  been  $3,788,159,  it  hav- 
ing risen  from  $27,970,96S  to  $31,759,127,  as 
shown  by  their  respective  quarterly  reports. 

The  aggregate  amount  held  as  security  for 
the  circulating  notes  issued  to  the  free  banks 
of  this  State,  including  cash,  is  §30,195,462  12; 
upon  which  currency  has  been  issued  amount- 
ing to  $28,841,416.  It  is  worthy  of  note  that 
while  the  securities  held  by  this  department 
for  free  banks  have  risen  from  $2S,06S,336  92, 
on  the  1st  of  October,  1S59,  to  $30,195,462  12, 
on  the  1st  of  October,  1860,  being  an  increase 
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of  $2,127,125  20,  that  this  increase  has  been 
in  the  most  available  securities  held  by  this 
department.  In  other  words,  the  department 
now  holds  $1,292,386  more  of  the  Stocks  of 
the  State  of  New  York,  and  $1,256,500  of 
United  States  Stocks,  being  $2,548,886  of 
these  descriptions  of  Stocks,  while  it  holds 
$325,449,  less  of  bonds  and  mortgages,  $20,- 
000  less  of  Arkansas  State  Stock,  $73,483  34 
less  of  Illinois  State  Stock,  and  $2,828  16  less 
of  cash,  than  on  the  1st  of  October,  1859. 

The  Superintendent  has  no  hesitation  in 
saying  that  the  currency  of  the  free  banks 
and  bankers  of  this  State  never  was  better 
secured  than  at  the  present  time,  in  the  kinds 
of  securities  held  by  the  Department.  It  may 
not  be  amiss,  at  this  point,  to  state  that,  while 
the  opinion  of  the  Superintendent  in  relation 
to  the  reception  of  bonds  and  mortgages  re- 
mains the  same,  as  to  their  availability  for  the 
redemption  of  bank  notes,  it  would  appear 
that  the  experience  of  1858,  has  taught,  in  a 
measure,  the  same  lesson  to  the  bankers  which 
the  reports  of  the  Superintendent  have  here- 
tofore failed  to  inculcate.  The  amount  of 
bonds  and  mortgages  held  by  the  Bank  De- 
partment on  the  1st  of  October,  1867,  was 
$7,856,231  59,  while  the  amount  on  the  1st  of 
October,  1860,  was  $5,851,463  79,  showing  a 
decrease  in  that  peculiar  security  of  $2,004,- 
767  80.  This  decrease  has  not  been  sudden 
and  unexpected,  but  every  quarterly  balance, 
from  the  former  date,  has  shown  a  decfease 
in  those  securities  over  and  above  those  re- 
ceived in  this  office. 


New  York — State  Finances.— The  State 
Tax  and  bonded  debt  of  New  York  is  thus 
given  by  the  State  Comptroller  in  his  Annual 
Report: 

The  taxation  for  State,  County  and  Munici- 
pal purposes  is  largely  on  the  increase.  Thus, 
in  1842,  the  aggregate  valuation  of  real  and 
personal  property  was  $620,676,346;  State 
tax  $619,093  81;  town,  county  and  school 
taxes,  $3,626,794.  In  1860,  the  aggregate 
valuation  was  $1,441,344,832;  State  tax  $4,- 
376,167  35;  local  taxes,  $14,794,687  46.  The 
cause  of  the  increase  last  year  over  previous 
years  was  the  omission  of  previous  Legisla- 
tures to  make  provision  for  the  payment  of 
debts  as  they  become  due.  The  last  Legisla- 
ture, to  its  credit,  originated  no  new  debt  or 
work. 

To  maintain  the  Government  proper  during 
the  past  year  required  $1,578,531  92;  to  pay 
interest  on  the  general  fund  debt  $379,245  27. 

To  meet  this,  we  received  from  proceeds  of 
the  one  and  one-eighth  mill  tax,  $1,565,039- 
14;  from  the  permanent  revenue,  $195,692  51; 
and  from  miscellaneous  sources  sufficient  to 
pay  the  deficiency  of  last  year  and  leave  a 
balance  on  hand  in  October  of  $82,968  90. 

The  balance  in  the  Treasury  last  year  was 
$686,218  97,  to  which  was  added  the  receipts 
from  taxation,  ic,  of  $6,261,379  97  ;  and  un- 


paid warrants,  $370  21.  The  warrants  drawn 
during  the  year  and  the  amount  remaining 
unpaid  September  30,  1859,  amount  to  $5,- 
958,649  61.  Balance  in  the  Treasury  Sept. 
30,  1860,  $989,319  54.  During  the  last  year 
a  large  amount  of  payments  has  been  made 
which  should  have  been  made  in  1859,  but 
could  not  be,  as  the  appropriations  had  be- 
come exhausted.  Receipts  for  the  current 
year,  $4,833,853  90;  payments,  $4,411,906  54 
Surplus,  $421,947  36. 

The  General  Fund  debt  amounts  to  $6,500,- 
654  37  ;  the  Contingent  State  debt  for  amounts 
loaned  to  Railroad  Companies,  &c  ,  $570,000; 
the  Canal  debt  under  article  7,  section  1  of 
the  Constitution,  $10,721,998  99;  do.,  under 
article  7,  section  3,  $13,200,000;  loans  for  the 
Albany  basin,  extraordinary  canal  repairs, 
enlargement  of  the  Oswego  canal  locks,  work 
on  the  Montezuma  Marshes,  $642,585  49;  do., 
under  article  7,  section  12,  $2,500,000.  Total 
debt,  $34,140,238  85. 


PACIFIC  RAILROAD  BILL. 

We  give  below  the  Bill  which  recently  pass- 
ed the  House  of  Representatives  for  a  Pacific 
Railroad.  It  is  now  before  the  Senate  and 
will  probably  receive  the  sanction  of  that 
body.  It  is  said  the  President  will  veto  the 
Bill  in  consequence  of  the  present  disturbed 
state  of  the  country  and  its  embarrassed  fi- 
nances. We  have  always  advocated  the  con- 
struction of  a  Pacific  Railroad  and  should  re- 
trret  that  any  thing  should  interfere  with  a 
measure  which  we  believe  is  demanded  by  the 
circumstances  of  our  country  and  which  is 
indispensable  for  its  permanent  welfare  and 
prosperity. 

A   BILL 

To  secure  contracts,  and  make  provision  for  the  safe,  cer- 
tain, and  more  speedy  transportation  by  railroad,  of 
mails,  troops,  munitions  of  war,  military  and  naval 
stores,  between  the  Atlantic  States  and  those  of  the 
Pacific,  and  for  other  purposes. 

Be  it  enacted  by  the  Senate  and  House  of 
Representatives  of  the  United  States  of 
America  in  Congress  assembled :  That,  to  in- 
sure the  safe,  certain,  and  speedy  transporta- 
tion of  mails,  troops  and  public  stores  from  the 
western  border  of  what  is  called  our  Western 
States,  by  railroad,  to  wit:  starting  from  two 
points — one  on  the  western  border  of  the 
State  of  Missouri,  and  the  other  on  the  western 
border  of  Iowa,  with  two  converging  lines 
bearing  westward,  and  uniting  within  two 
hundred  miles  of  the  Missouri  River,  and 
thence  proceeding  by  a  single  trunk  line,  by 
Salt  Lake  to  the  City  of  San  Francisco,  or  to 
the  navigable  waters  of  the  Sacramento,  in 
the  State  of  California,  there  be,  and  hereby 
is,  granted  to  William  H.  Swift,  Samuel  T. 
Dana,  and  John  Bertram,  of  Massachusetts ; 
Moses  H.  Grinnell,  Benjamin  Chamberlain, 
Hamilton  Fish,  John  A.  Dix,  Daniel  C.  Eaton, 
Azariah  Boody,  Joseph  Field,  Hiram  Barney, 
Charles  A.  Sear,  and  Samuel  B.  Ruggles,  of 
New  York;  Daniel  J.  Morrell,  Jo-seph  Harri- 
son, George  W.  Cass,  Anthony  B.  Woflbrd, 
Joseph  H.  Scranton,  Morton  McMichael,  of 
Pennsylvania;  Benjamin  H.  Latrobe,  Ross 
Winans,  and  Thomas  Swan,  of  Maryland; 
Henry  D.  Newcomb,  of  Kentucky;  Wm.  Case, 


S.  S.  L'Hommedieu,  Henry  B.  Curtis,  and 
George  W.  Mannypenny,  of  Ohio;  Thomas  A. 
Morris,  Jesse  L.  Williams,  and  David  C.  Bran- 
ham,  of  Indiana;  Joshua  Cobb,  of  Tennes- 
see; E  O.  Grosvener,  and  William  J.  Welles, 
of  Michigan;  John  Wentworth,  N.  B  Judd, 
John  Moore,  and  Charles  G.  Hammond,  of 
Illinois;  John  How,  James  H.  Lucas,  William 
Gilpin,  and  Willard  P.  Hall,  of  Missouri; 
Charles  Mason,  Lucius  H  Langworthy,  Hugh 
T.  Reid,  and  Hoyt  Sherman,  of  Iowa  ;  Samuel 
J.  Hensley,  T.  D.  Judah,  William  Rabe,  and 
Louis  McLane,  of  California ;  Herman  C. 
Leonard,  B.  F.  Harding,  and  J.  C  Ainsworlh, 
of  Oregon,  and  to  such  persons  as  a  majority 
of  such  grantees  shall  admit  as  their  associ- 
ates, every  alternate  section  of  land  within 
one  mile  of  such  railroad  line  as  such  persons 
may  adopt,  said  sections  to  be  those  designa- 
ted by  odd  numbers:  Provided,  That  in  any 
incorporation  of  themselves, or  with  others  as 
stockholders  or  partners,  to  carry  out  the  pro- 
visions of  this  act,  no  person  shall  be  permit- 
ted to  subscribe  stock  to  a  greater  amount 
than  the  cash  value  of  his  estate,  to  be  deter- 
mined by  the  parties  herein  named,  by  oath 
or  otherwise.  And  when  the  United  States  have 
disposed  of  any  such  sections,  or  for  any  other 
reason  can  not  convey  the  title  thereto,  or 
when  the  same  shall  be  condemned  by  the 
United  States  Surveyor  as  worthless  (and  his 
decision  be  approved  by  the  Secretary  of  the 
Interior),  or  when  the  same  shall  be  mineral 
lands,  or  if  the  same  shall  be  occupied  at  the 
date  of  passing  this  act,  the  deficiency  shall 
be  made  up  by  sections  made  within  six  miles 
of  said  road  from  lands  of  the  United  States 
to  which  none  of  the  aforesaid  objections 
apply :  Provided,  That  so  soon  as  the  terms 
of  this  act  are  accepted  by  the  parties  under- 
taking to  perform  the  services  herein  provi- 
ded for,  it  shall  be  the  duty  of  the  President 
of  the  United  States,  npon  the  application  of 
said  parties,  to  cause  the  public  lands  for  six 
miles  on  each  side  of  so  much  of  said  road  as 
the  parties  may  indicate,  to  be  withheld  from 
settlement,  sale,  and  occupation,  until  thelands 
shall  have  been  surveyed  and  the  alternate 
sections  selected,  as  provided  in  this  act : 
Provided  further,  That  the  said  persons  and 
their  associates  shall  not  be  or  become  vested 
with  any  grant,  right,  or  interest  intended  to 
be  secured  by  the  provisions  of  this  act  other- 
wise than  in  a  corporate  character  and  capacity 
to  be  first  acquired  by  them  or  such  of  them 
as  shall  accept  the  terms  and  conditions  of 
this  act,  within  the  Territorial  and  State  ju- 
risdictions into  and  through  which  the  rail- 
road contemplated  by  this  act  shall  be  con- 
structed. 

Sec.  2.  And  be  it  further  enacted,  That 
each  and  all  grants  made  in  this  bill  to  the 
corporation  or  corporati  ins  aforesaid  are  made 
on  the  terms  and  conditions  specified  in  this 
act,  and  on  the  condition  that  the  corporation 
or  corporations  assent  to  the  same  and  comply 
therewith ;  and  that  such  corporation  or  cor- 
porations shall  transport  by  railroad  the  mails, 
troops  and  public  stores  of  the  United  States, 
as  prescribed  in  this  act,  upon  the  route  desig- 
nated in  this  bill  as  near  as  may  be  practica- 
ble. Such  railroad  to  bo  supplied  with  all 
necessary  drains,  culverts,  viaducts,  crossings, 
sidings,  bridges,  turnouts,  watering  places, 
depots,  and  all  other  equipments,  furniture, 
and  appurtenances  of  a  first-class  railroad, 
with  rails  of  a  good  quality  and  size,  which 
rails,  and  all  other  iron  work,  shall  be  of 
American  manufacture.  And  said  corpora- 
tion or  corporations  shall  provide  a  telegraph 
line  on  said  road  in  the  most  approved  and 
workmanlike  manner. 

Sec.  3.    And  be  it  furthrr  enacted,  That 
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the  corporation  or  corporations  contemplated 
by  this  act  shall  carry  over  each  section  of 
said  road  as  it  is  finished,  and  over  the  whole 
route  after  it  is  finished,  all  mails,  troops,  sea- 
men, and  Government  stores  and  Government 
agents;  and  shall  be  allowed  for  these  services 
such  sums  as  the  department  in  he-half  of 
which  the  service  is  rendered  may  authorize 
and  prescribe,  the  rate  in  no  case  to  exceed, 
in  peace  or  war,  that  paid  for  like  services  in 
peace  ou  other  first-class  railroads  of  like 
character,  until  the  whole  amount  of  money 
and  accruing  interest  advanced  by  the  Uni- 
ted States  to  said  corporation  or  corporations 
shall  be  reimbursed  by  services  so  rendered: 
Provided,  That  the  United  States  shall  at  all 
times  have  the  preference  for  all  purposes  to 
the  use  of  said  road  and  telegraph  line;  and 
for  telegraphic  services  the  Government  shall 
pay  such  sums  as  may  be  allowed  by  the  de- 
partment in  behalf  of  which  the  same  may  be 
rendered. 

Sec.  4.  And  be  it  further  enacted,  That 
whenever  said  corporation  or  corporations 
shall  have  50  consecutive  miles  of  any  portion 
of  said  railroad  and  telegraph  line  ready  for 
the  service  contemplated  by  this  act,  and  shall 
report  the  same  to  the  President  of  the  United 
States,  it  shall  be  the  duty  of  the  President  to 
appoint  immediately  three  commissioners,  at 
least  one  of  whom  shall  be  a  civil  engineer, 
who  shall  examine  the  same  and  make  report 
to  him  in  relation  thereto;  and  if  it  shall  ap- 
pear that  50  consecutive  miles  of  said  road 
and  telegraph  line  have  been  completed  in  a 
good,  substantial,  and  workmanlike  manner, 
and  in  all  respects  as  required  by  this  act, 
and  supplied  with  all  necessary  rolling  stock, 
buildings,  and  turnouts,  for  the  use  of  said 
road,  and  are  in  good  working  order,  capable 
of  performing  the  service  herein  contempla- 
ted, then  it  shall  be  the  duty  of  the  Secretary 
of  the  Treasury,  under  the  direction  of  the 
President,  to  issue  to  the  corporation  or  cor- 
porations that  may  have  said  50  consecutive 
miles  of  line  completed  the  bonds  of  the  Uni- 
ted States,  in  the  following  amounts  and  in 
the  following  manner :-.  commencing  at  the 
east  end  at  the  rate  of  $12,000  a  mile,  and  at 
the  crossing  of  the  97th  meridian  of  longitude 
this  sum  shall  be  increased  $3,000  per  mile, 
and  the  same  increase  shall  be  made  at  the 
crossing  of  each  succeeding,  degree  of  longi- 
tude until  the  109th  degree  is  reached;  and 
at  the  west  end,  commencing  at  the  rate  of 
$12,000  a  mile  to  the  base  of  the  Sierra  Ne- 
vada Mountain,  when  it  shall  be  increased  to 
$24,000  a  mile;  and  at  the  crossing  of  the 
next  degree  of  longitude,  after  reaching  the 
summit  of  the  Sierra  Nevada  Mountain  pro- 
ceeding eastward,  this  amount  shall  be  in- 
creased by  82,000  per  mile,  and  the, same  in- 
crease ($2,000  a  mile)  shall  take  pla'ce  at  the 
crossing  of  each  succeeding  degree  of  longi- 
tude until  the  aforesaid  meridian  of  109  de- 
gress of  longitude  is  reached.  And  as  the 
work  proceeds,  after  the  completion  of  50  con- 
secutive mile  sections,  and  they  are  approved 
as  aforesaid,  bonds  shall  be  issued  for  each 
mile  so  completed  according  to  the  above 
rates;  and  the  issue  of  said  bonds,  and  the 
receipt  thereof  by  the  corporation  or  corpora- 
tions aforesaid,  shall  operate  as  a  first  mort- 
gage lien  to  the  United  States  on  the  road- 
bed, road,  rolling  stock,  iron,  and  all  the 
buildings  and  appurtenances  belonging  to 
said  road,  and  all  the  purchases  made  of  ma- 
terials or  outfits,  to  secure  to  the  United  States 
the  reimbursement  of  the  sums  so  advanced, 
and  interest  thereon,  by  the  United  States: 
Provided,  That  the  sum  so  advanced  as  afore- 
said shall  not  exceed  $60,000,000  :  Provided, 


That  said  corporation  or  corporations  shall 
have  50  mile  sections  of  a  railroad  and  tele- 
graph line  completed  as  herein  mentioned, 
and  such  State  or  Territorial  laws  procured 
and  first  mortgage  executed  as  shall,  in  the 
opinion  of  the  Attorney-General  of  the  United 
States,  render  the  mortgage  lien  herein  con- 
templated a  legal  security  for  the  bonds  ad- 
vanced, before  lands  or  bonds  shall  be  con- 
veyed by  the  Government  of  the  United  States. 
And  the  corporation  or  corporations  under- 
taking the  service  herein  provided  shall  agree 
to  have  500  miles  of  their  road  and  telegraph 
line  completed  within  six  years  after  the 
passage  of  this  act;  and  to  this  end,  the  cor- 
poration or  corporations  aforesaid  shall  begin 
at  each  end,  and  they  may  proceed  at  any 
intermediate  points.  And  when  50  consecu- 
tive miles  of  said  road  are  completed  in  the 
manner  herein  stated,  the  corporation  or  cor- 
porations heretofore  mentioned  shall  have  the 
lands  hereby  granted  conveyed  by  patent  to 
them  for  the  like  distance  of  50  consecutive 
miles  to  the  amount  allowed  by  the  terms  of 
this  bill,  aod  so  on,  50  consecutive  miles  of 
land  for  each  50  consecutive  miles  of  railroad 
and  telegraph  line  completed  by  said  corpora- 
tion or  corporations,  until  said  railroad  and 
telegraph  line  shall  be  entirely  completed, 
leaving  the  mortgages  aforesaid  upon  the 
beds  of  said  road,  and  all  the  rolling  stock, 
buildings,  and  depots  thereof,  as  seeuri.y 
that  the  amount  of  the  bonds  and  interest 
thereon  advanced  by  the  United  States,  as 
aforesaid,  shall  be  reimbursed  in  mail  and 
other  service,  according  to  the  provisions  of 
this  act. 

Sec.  5.  And  be  it  farther  enacted,  That  if 
the  corporation  or  corporations  proceeeding 
under  the  provisions  of  this  act  in  the  con- 
struction of  said  road  shall  fail  to  commence 
the  work  upon  said  road  within  one  year  from 
the  approval  of  the  act  by  the  President,  or 
fail  to  complete  one  hundred  (100)  miles  per 
year  after  the  first  year,  or  shall  fail  to  com- 
plete the  whole  of  said  line  and  furnish  the 
railroad  transportation  contemplated  and  con- 
tracted for  by  this  act  along  the  entire  line 
within  fifteen  years  after  the  passage  and  ap- 
proval of  this  act,  the  corporation  or  corpora- 
tions contracting  or  owning  the  same  shall 
forfeit  all  the  rights  and  privileges  hereby 
granted,  either  in  respect  to  aid,  right  of  way, 
or  lands  not  yet  disposed  of  by  them;  and  it 
shall  be  the  right  and  duty  of  Congress  to 
provide  for  the  construction  or  completion  of 
the  same  by  other  corporation  or  corporations; 
and  to  this  end,  all  the  property,  rights,  fran- 
chises, or  improvements,  belonging  to  or  con- 
nected with  this  road,  so  far  as  completed  or 
in  progress,  shall  inure  to  and  become  the 
property  of  such  second  corporation  or  corpo- 
rations herein  referred  to  upon  the  same  con- 
ditions as  it  belonged  to  the  corporation  or  cor- 
porations thus  failing — provided  the  failing 
corporation  or  corporations  shall  be  paid  by 
said  second  company  or  parties  what  said 
road,  property,  and  improvements  are  actually 
worth,  over  and  above  the  Government  aid, 
at  the  time  the  road  shall  be  taken  posses- 
sion of  by  said  second  parties;  and  the  said 
second  corporation  or  corporations  shall, 
from  that  time,  receive  and  hold  said  proper- 
ty upon  the  same  conditions  as  it  is  received 
by  the  first  corporation  or  corporations,  and 
upon  such  further  conditions  as  Congress 
may  impose;  and  they,  the  second  corporation 
or  corporations,  shall  be  liable  to  be  superse- 
ded in  like  manner  as  the  first  corporation  or 
corportions,  in  case  they  fail  to  comply  with 
the  terms  of  this  act:  Provided,  That  $2,000,- 
000  of  like  bonds  shall  be  added  to  the  gross 


sum  for  every  year's  reduction  of  the  time  of 
completing  the  work,  payable  as  the  bonds 
before  named. 

Sec.  G.  And  be  it  further  enacted,  That  the 
corporation  or  corporations  aforesaid  shall 
annually,  during  the  construction  thereof, 
make  a  full  report  to  the  Secretary  of  the  In- 
terior, verified  by  the  oath  of  the  proper  offi- 
cer or  agents  of  said  corporation  or  corpora- 
tions of  the  condition  and  progress  of  said 
work,  of  the  length  ofrailrcad  and  telegraph 
line  completed,  and  the  cost  of  the  same,  and 
the  distance  in  course  of  construction  and 
the  cost  so  far  of  the  same,  of  the  estimated 
value  of  the  lands  unsold,  of  the  amount  of 
money  and  property  on  hand  and  of  the 
amount  received  from  the  road,  and  of  all  the 
cost  and  expenses  of  the  construction  thereof 
up  to  the  time  of  making  said  report  for  the 
preceding  year.  And  said  report  shall  be 
continued  annually  after  said  road  and  tele- 
graph line  are  completed,  showing  the  annual 
income  and  expenditures  thereof  by  items 
after  that  time,  together  with  a  statement  of 
the  lands  remaining  unsold  and  the  estimated 
value  thereof,  and  of  the  lands  sold  and  the 
amounts  received  therefor,  and  a  general 
statement  of  the  condition  of  said  road  and 
telegraph  line  and  of  the  income  and  expendi- 
tures therefor  for  the  year  preceding. 

Sec.  7.  And  be  it  further  enacted,,  That  said 
corporation  or  corporations  owning  or  manag- 
i  ing  said  railroad  and  telegraph  line  shall  keep 
|  the  same  in  good  order  and  repair,  and  shall 
not  permit  any  unreasonable  delay  in  the 
transportation  of  mails,  troops,  and  stores, 
sent  by  Government  on  said  railroad,  or  in  the 
transmission  of  intelligence  by  said  telegraph 
line;  and  in  case  said  corporation  or  cor- 
porations shall  permit  or  allow  any  such  un- 
reasonable delay,  or  permit  or  allow  said  rail- 
road and  telegraph  line  to  remain  improperly 
out  of  repair,  such  corporation  or  corporations 
shall  be  subjected  to  such  fines  and  penalties 
therefor  as  the  department  whose  business 
mar  be  neglected  shall  see  fit  to  impose. 

Sec.  8.  And  be  it  further  enacted,  That  the 
Secretary  of  the  Interior  shall  cause  the  lands 
to  be  surveyed  (after  the  routes  shall  be  fixed) 
on  the  line  of  said  road  so  for  as  necessary  as 
fast  as  may  be  required  by  the  construction  of 
said  railroad,  and  the  lands  herebv  granted 
shall  not  be  liable  to  sale  (except  by  said  par- 
ty) or  entry,  or  pre-emption,  before  or  after 
they  are  surveyed. 

Sec.  9.  And  be  itfurtJier  enacted,  That  the 
right  of  way  is  hereby  granted  for  said  rail- 
road to  the  corporation  or  corporations  con- 
structing the  same,  to  the  extent  of  two  hun- 
dred feet  in  width  on  each  side  of  said  rail- 
road where  it  may  pass  throngh  the  public  do- 
main in  the  same  manner  in  all  other  respects, 
as  provided  in  law  in  other  eases,  including 
all  necessary  ground  for  station  buildings, 
workshops  aud  depots,  machine  shops, switches, 
side  tracks,  turn  tables,  and  water-stations: 
and  the  right  of  way  shall  be  exempt  from 
taxation  within  the  Territories  of  the  United 
States.  The  United  States  shall  extinguish  as 
rapidily  as  may  be  the  Indian  titles  to  all 
lands  falling  under  the  operation  of  this  act 
and  required  in  the  donation  to  the  road 
named  in  this  bill. 

Sec.  10.  And  be  it  further  enacted,  That  all 
minerals  of  gold,  aud  silver,  and  cinnebar, 
shall  be,  and  are  hereby,  reserved  and  excep- 
ted from  the  operation  of  this  act;  but  to  aid 
in  the  construction  of  said  railroad  and  tele- 
graph line,  said  corporation  or  corporations 
may  take  and  use  earth,  stone,  timber,  and 
Dther  materials,  from  any  lands  adjacent  to 
said  railroad  belonging  to  the  United  States. 
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Sec.  11.  And  be  it  further  enacted.  That 
if,  at  any  time,  from  any  emergency  of  fed- 
eral affairs,  the  Government  of  the  United 
States  shall  require  the  sole  and  exclusive  use 
of  the  railroad  and  telegraph  line  herein  pro- 
vided for,  and  shall  assume  the  same,  the  Gov- 
ernment shall  credit  said  railroad  and  tele- 
graph company  or  companies  with  the  excess 
of  the  gross  earninge  of  said  railroad  and  tel- 
egraph line  over  and  ahove  the  operating  ex- 
pense during  the  time  in  which  the  Govern- 
ment shall  have  had  exclusive  possession  and 
control  of  the  same. 

Sec.  12.  And  be  it  further  enacted,  That 
the  bonds  authorized  to  be  issued  by  the  pro- 
visions of  this  act  shall  be  made  payable  to 
bearer,  and  redeemable  at  the  Treasury  of 
the  United  States  in  in  thirty  years  from  the 
date  thereof,  bearing  interest  at  the  rate  of 
5  per  <  entum  per  annum,  payable  semi-annu- 
ally at  the  treasury  of  the  United  States  ;  and 
if  bonds  be  issued  they  shall  be  coupon  bonds, 
or  inscription  bonds,  at  the  election  of  the 
said  corporation  or  corporations. 

Sec.  13.  And  be  it  further  enacted,  That 
to  insure  the  safe,  certain  and  speedy  trans- 
portation of  mails,  troops,  and  public  stores 
from  the  western  border  of  what  is  called  our 
Southwestern  States,  by  railway  to  wit :  start- 
ing two  points,  one  at  Fort  Smith  on  the  west- 
ern border  of  Arkansas,  and  the  other  on  the 
western  border  of  Louisiana,  with  two  con- 
verging lines  bearing  westward,  and  uniting 
west  of  longitude  97°,  and  thence  proceeding 
by  a  single  trunk  line,  and  by  the  nearest  and 
best  route,  to  the  Pacific  Ocean,  at  or  near 
San  Francisco,  crossing  the  Rocky  Mountains 
south  of  the  thirty-fourth  parallel  of  north 
latitude,  there  is  hereby  granted,  on  the  terms 
and  conditions  hereinafter  mentioned,  to  the 
Southern  Pacific  Railroad  Company,  charter- 
ed by  the  State  of  Texas,  of  which  company 
Vernon  R.  Stevenson  is  President  and  to  the 
assignees  of  said  comparry,  every  alternate 
section  of  land,  to  the  amount  of  ten  alter- 
nate sections  per  mile,  on  each  side  of  such 
railroad  line  as  said  company  may  adopt,  from 
the  western  border  of  Texas,  on  the  most  eligi- 
ble route,  to  the  eastern  border  of  California; 
and  from  thence  to  the  amount  of  six  alternate 
sections  per  mile  on  each  side  of  such  railway 
line  as  said  company  may  adopt,  to  the  Pacific 
Ocean,  at  or  near  San  Francisco;  and  said 
company  may  also  receive,  hold,  and  use  for 
the  purposes  aforesaid  such  grants  of  land, 
not  exceeding  every  alternate  section  within 
ten  miles  on  each  side  of  such  railway  line  as 
it  may  adopt  between  Arkansas  and  Texas,  as 
may  be  made  by  the  Indian  tribes  or  Govern- 
ments owning  the  same;  and  the  construc- 
tion of  said  railway  may  be  begun  from  either 
of  its  termini;  provided,  that  when  the  same 
shall  have  been  constructed  westward  of  either 
of  the  lines,  to  the  ninety  seventh  degree  of 
longitude,  the  remainder  thereof  cast  of  said 
degree  of  longitude  shall  be  constructed  as 
rapidly  at  the  portion  west  of  said  degree  of 
longitude.  And  said  company  shall  also  con- 
struct a  telegraph  line  along  said  line  of  rail- 
way in  the  most  approved  and.  workmanlike 
manner. 

Sec.  It.  And  be  if,  farther  enacted,  That 
whenever  the  said  Southern  Pacific  Rrilroad 
Company  shall  have  .3D  miles  of  said  railway 
and  telegraph  line  ready  for  the  service  con- 
templated by  this  act,  and  shall  report  the 
same  to  the  President  of  the  United  States, 
it  shall  be  the  duty  of  the  President  to  appoint 
immediately  three  Commissioners,  at  least 
one  of  whom  shall  be  a  civil  engineer,  who 
shall  examine  the  same,  and  make  report  to 
him  in  relation  thereto,  and,  if  it  shall  appear 
by  said  report  the  50  miles  of  said  railway  and 


telegraph  line  have  been  completed  in  a  good, 
substantial  and  workmanlike  manner  and  in  all 
respects  as  required  by  this  act,  and  supplied 
with  all  necessary  rolling  stock,  buildings,  and 
depots,  for  the  use  of  said  road,  as  a  first- 
class  railway,  and  that  the  same  are  in  good 
working  order,  then  it  shall  be  the  duty  of 
the  Secretary  of  the  Treasury,  under  the  di- 
rection of  the  President  to  issue  to  said  Com- 
pany the  bonds  of  the  United  States  for  the 
sum  of  810,000  per  mile  on  said  50  miles, 
according  to  the  stipulations  hereinafter  pro- 
vided, and  deliver  the  same  to  the  President 
of  said  Company,  for  the  use  of  said  Compa- 
ny, and  as  an  advanced  payment  upon  the 
contract  authorized  by  this  act.  And  for  each 
and  every  50  miles  of  said  railway  and  tele- 
graph line  ready  for  service  and  in  running 
order,  the  Secretary  of  the  Treasury  shall  is- 
sue to  said  company  the  sum  of  $10,000  per 
mile  in  the  bonds  of  the  United  States,  until 
said  road  shall  reach  the  western  border  of 
the  State  of  Texas ;  and  after  that  the  sum  of 
§25,000  per  mile  for  every  50  miles  so  com- 
pleted to  the  State  of  California;  aud  from 
that  point,  the  sum  of  $12,000  per  mile  for 
each  50  miles  of  railway  and  telegraph  line 
so  completed  to  the  western  terminus  at  or 
near  San  Francisco,  until  bonds  shall  have 
been  issued  to  the  amount  of  $36,000,000  when 
no  more  bonds  shall  be  issued. 

Sec.  15.  And  be  it  further  enacted,  That 
each  and  every  provision,  condition,  limitation, 
and  restriction  hereinbefore  applied  to  or  im- 
posed on  the  company  or  corporation  under- 
taking the  construction  of  the  railway  and 
telegraph  lines  starting  from  the  western  bor- 
ders of  Iowa  and  Missouri,  or  made  part  of 
the  grants  to  said  company  or  corporation, 
shall  be,  and  the  same  are  hereby  expressly 
applied  to  and  imposed  on  said  Southern  Pa- 
cific Railroad  Company,  so  far  as  applicable. 


East  Mahoning  R.  R. — At  the  annual  meet- 
ing of  this  Company  recently  held  in  Phila- 
delphia, the  following  officers  were  elected  for 
the  year;  President,  William  C.  Patterson,  Di- 
rectors, Levi  Dickson,  George  R.  Justice,  Fred- 
erick Fraley,  Charles  Henry  Fisher,  Archibald 
McTntyre,  Joseph  Patterson,  James  Dundas, 
I.  Pemberton  Hutchinson,  William  S.  Wet- 
more,  Richard  Kear,  Thomas  A.  Biddle,  John 
J.  Thompson  ;  Treasurer  and  Secretary,  Archi- 
bald Mclntyre. 


NORWICH  AND  WORCESTER  R.R. 

The  aunual  election  for  Directors  of  this  road, 
held  at  Norwich,  on  the  9t.h  iust.,  resulted  in 
the  choice  of  the  following  gentlemen  : — Au- 
gustus Brewster,  President;  George  L.  Perkins, 
Treasurer.  Charles  Johnson,  Jedediah  Hunt- 
ington, John  A.  Rockwell,  J.  Newton  Perkins, 
Norwich,  Conn.;  John  T.  Wait,  Moses  Pierce, 
Norwichtown;  Robert-  Bayard,  John  A.  Weeks, 
New  York;  Alex.  DeWitt,  Oxford,  Mass.;  A. 
D.  Lockwood,  Killingly,  Conn.;  Henry  K.  Hor- 
ton,  Boston;  Francis  H.  Dewey,  Worcester, 
Mass.;   Vachel  Worthington,  Cincinnati,  O. 


BgiPCol.  J.  D.  Henderson  has  been  deputed 
by  the  citizens  of  Denver  City  to  represent 
their  interest  at  Washington  City,  to  press  the 
claims  of  the  Pikes  Peak  region  on  the  Gen- 
eral Government  in  the  location  of  the  Pacific 
R.  R. 


MONETARY  AND  COMMERCIAL 

T Financial  matters  continue  very  much  as  they  have  been 
for  some  weeks  past-  Business  me q  and  bankers  se«m  to 
hiive  settled  d>wn  up<m  the  conclusion  that  things  must 
touch  bottom,  every  one  paying  up  his  liabilities  pretty 
fully,  and  then  beginning  again  on  a  new  basis.  The  ex- 
pedience of  the  past  two  months  shows  very  plainly  that 
Ohio,  Indiana  and  Kentucky  both  can  and  will  pay  up 
their  indebtedness  promptly  and  in  good  currency;  while 
I  Illinois,  Wisconsin  and  Iowa  are  ready  to  pay  up  in  their 
own  currency.  Collections  in  the  extreme  Southern  States 
are  slow,  and  indeed  may  be  said  to  b3  almost  suspended. 
South  Carolina  has  passed  a  law  suspending  collections  of 
debts  due  parties  residing  at  the  North.  This  measure  was 
strenuously  opposed  by  members  representing  the  com- 
mercial districts  as  being  contrary  to  the  sense  of  the  civili- 
zed world,  and  to  the  known  wishes  of  the  merchants,  who 
declare  positively  that  they  will  pay  their  debts  and  main- 
tain their  commercial  integrity. 

In  the  discount  market,  matters  continue  very  much  as 
they  were.  Bankers  draw  their  lines  very  close,  and  ex- 
tend their  favors  only  to  those  who  have  special  claims  on 
them,  and  can  offer  undoubted  paper.  Outside  operators 
scan  the  ability  of  their  customers  much  closer  than  in  or- 
dinary times.  We  quote  regular  rates  at  10  to  12  per  cent., 
outside  rates  from  l£  to  2J  per  cent,  per  month. 

Exchange  has  been  somewhat  changeable  during  the 
week,  reaching  up  to  $  prem.;  this  rate,  however,  was  not 
sustained,  and  we  now  quote  it  as  follows  : — 

Buying.       •Selling? 

New  York. y  prem.        £  prem. 

Boston k      "  £       "■ 

Philadelphia par  £       " 

Baltimore $■  dis.  par. 

New  Orleans.... par  to£  prem.        Mprem. 

Gold £  toS-    ll  $     ** 

TJncurrent  money — Illinois,  Wisconsin,  Iowa  and  Mis- 
souri have  fluctuated  somewhat  during  the  week.  Eastern 
exchange,  at  Chicago,  has  been  unsettled.  Latest  quota 
tions  are  5  per  cent.  prem..  but  it  is  supposed  it  will  aga  n 
fall  to  4  per  cent.  The  following  are  the  leading  quota- 
tions : — 

Indiana,  solvent I-  dis. 

discredited 10  to  20    »* 

Illinois,  solvent 5    ** 

discredited   10  to  20    lfc 

Wisconsin,  Missouri,  Iowa .r»    lt 

Virginia,  Eastern G    " 

Wheeling    5    " 

Charle-town    6  to  8    '• 

Pittsburgh^  Bank  of par. 

suspended    3    '.' 

Interior  Pennsylvania 3    " 

Philadelphia J>    '* 

Baltimore #     '* 

Maryland — interior    3  to  5    " 

Tennessee,  old  bunks 3  to  4    " 

"  Stock  securities 7  to  8    t(   ' 

"  unsecured In  to  20    " 

North  and  South  Carolina,  Geoigi  i,  and  Ala..  .11)  to  23  ,4j 
General  business  continues  much  better  than  was  antici- 
cipated,  orders  continue  to  arrive  from  home  markets,  and 
it  seems  certain  that  wherever  crops  have  been  good,  busi- 
ness will  continue  prosperous,  notwithstanding  political 
troubles  Orders  from  the  South,  for  provisions,  have  come 
in  quite  freely,  and  in  consequence  of  the  deranged  condi- 
tion of  the  political  atmosphere,  are  always  accompanied 
by  the  cash. 

Receipts  of  hogs  have  been  light,  hut  they  will  probably 
continue  to  arrive  for  some  time  to  come,  although  not  in 
such  quantities  as  earlier  in  the  season,  or  even  at  present. 
Prices  have  advanced. 

The  news  from  abroad  indicate  a  continuance  of  the  de- 
mand for  American  breadstuff's  and  advanced  prices,  and 
it  is  quite  certain  that  a  portion  of  the  exports  must  be  paid 
for  in  gold.  The  Bank  of  England  has  increased  its  rate 
of  discount,  to  check  the  outflow  of  gold  to  this  country 
and  France. 

In  New  York,  money  is  reported  easy  and  abundant  for 
first  class  business  paper,  while  second  class  paper  finds 
little  favor. 

"TlattTmunty"  railhoau.~ 

CHANGE    O*'    TIME. 

Weston,  Leavenworth  &  Kansas  City. 

The  Platte  County  Railroad  is  now  open  to  Iatan,  and 
connects  with  stages  at  Atchison  for  Topeka  and  Lecomp- 
ton,  and  at  Iatan  for  Weston,  Leavenworth,  Kansas  City, 
Manhattan,  Lawrence  and  Fort  Kiley. 

Train  leaves  St.  Joseph  at 8  a.m. 

*t  Li  tan  at 4.3U  p.m. 

Making  close  connection  with  the  Hannibal  and  St.  Joseph 
Railroad.         413*        D-  CARPENTER,  Jr.,  Contractor. 
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HAJSHaBAL   &  ST.  JOSEPH   R.  E. 

T-wo  Daily  Trains   Each.  Way! 

Leaving  Hannibal  at  7.00  A.  M.  am]  3.0U  P.  SI.,  and  St. 
Joseph  at  7.0(1  A.  11.  and  'J.'M  V.  M.  ltunning  time  thii  teen 
hours. 

At  St.  Josejili  the  Great  Salt  Lake  Mail,  the  Pike's  Peak 
Express,  and  the  Pony  Express  connect  with  this  Line. 
tor  information  apply  to 

P.  li.  CROAT,  Gen.  Ticket  Agt., 
413*  Hannibal,  Mo. 


LOUISVILLE  &  NASHVILLE  E,.  R. 

FKOM 

Louisville    to    all    Points    South. ! 

TWO  DAILY  Tit  A  INS  EACH  WAY. 

Leaving  Louisville  at  7. CO  A.  M.  and  4.311  P.  M.,  and 
Nashville  at  4.:  0  A.  M.  and  7.30  P.  M.  Running  time  nine 
end  a  half  hours. 

A.  J.  FIELD,  Gen.  Ticket  Jgt., 
413*  Louisville,  Ky. 

NEW  ALBANY  &  SALEM  R.  R. 
From    New  Albany   to    Cliicago  ! 

AND    VIA 

OHIO    ASD    MISSISSIPPI    R.    E. 

FOR 

LOUISVILLE  Ah'D    THE  SOJJTU 

Three  Daily  Trains  leaving  Mitchell  at  4.15  P.  M.,  2.40  A. 
M.  ami  H.05  P.  M.  413« 

CENTRAL  OHIO  RAILROAD. 

From    Colnmbns    to    Bellaire  ! 

CONNECTING  WITH  THE 

Baltimore  &  Ohio  and  Little  Miami  Railroads. 

TWO   DAILY   TRAINS    EACH   WAY. 

EAST.— Express  leaves  Columbus  at  3  A.  M..  arrives  at 
Bellaire  9.50  A.  M.  Mail  leaves  Columbus  at 'J. 40  P.M.,  ar- 
rives at  Bellaire  9.40  P.  M. 

WEST.— Express  leaves  Bellaire  at  P. 15  P.  M.,  arrives  at 
Columbus  at  2.30  A  M.  Mail  leaves  Bellaire  ut  8  00  A.  M., 
arrives  at  C  jlumhus  2.20  P.  M. 

D.  S.  GRAY,  Gen.  Freight  Agt., 
413*  Columbus.  O. 


OVERLAND        MAIL 


BT.  LOUIS  TO  SAN   FRANCISCO,   CALIFORNIA. 

Stages  leave  the  Terminus  of  the  Missouri  Pacific  R.  Rt 
TWICE     A      WEEK; 

On  Mondays  and  Thursdays.     For  Passage  or  further  infor- 
mation address 

S.   M.   ALLEN,  Agt., 
413*  St.  Louis,  Mo. 

CINCINNATI,      WILMINGTON, 

AND   ZANESVILLE 
3FE.  AIIiB   O  j&.  X>. 

Two  daily  trains,  at  G  A.  M  .and  G  P.  M.,from  Little  Mi- 
ami Depot,  East  Front  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

Reti'Rnino  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.411  P.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Offices  of  Little  Miami  Road. 

WM.  KEY  BOND,  Receiver. 


I860.  1060. 

THE   PENNSYLVANBA 

CENTRAL   RAILROAD. 

260    MILES    DOUBLE    TRACK. 


Tlic  Capacity  of  this  Road  is  now  equal  to  any 
iii  tlic  Country. 

THREE    TIIROUG 

PASSENGER    TRAINS    BETWEEN 
PITTSBURG  AND   PHILADELPHIA, 

Connecting  direct  in  the  Union  Depot,  at  Pittsburgh,  with 
Through  Trains  from  ali  Western  Cities  for  Philadelphia, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train;  Woodruffs 
Sleeping  Cars  to  Express  and  Fast  Trains.  Tlac  I  \  - 
press  runs  I>u.i  ly?  Mail  and  Past  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  tor  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York ; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  (all  rail)  are  good  on  either  of  the  above  trains,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fa 
River  or  Stonington  Lines.     Baggage  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail 
road  Ollicss  in  the  West ;  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

lO^Fare  al ways  as    low  and    time  as 
quacli  as  by  any  other  lioute. 

ASK    FOR   TICKETS    BY   PITTSBURG. 

The  completion  of  the  Western  connections  of  the  Penn- 
sylvania Railroad,  ma); is  this  the 

DIRECT  LINE   BETWEEN  THE  EAST 
AND  THE  GREAT   WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  drayage  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A.  STEWART,  Pittsburg  ; 
II.  S.  Pierce  &  Co.,  Zancsville.O.;  J.  J  Johnston,  Ripley, 
O.;  R.  McNeely,  Maysville.  Ky .;  Ormsby  &  Cropper, Ports- 
mouth, O.;  Paddock  &.  Co.,  Jeflersonville,  Ind.;  H.  W. 
Brown  &  Co.,  Cincinnati,  0. ",  Athern  &  Hibbert,  Cincin- 
nati, 0.;  R  C.  Meldrum,  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  G.  O'Riicy  &.  Co.,  Evansville.  Ind  ;  N. 
W.  Graham  &.  Co.,  Cairo,  111.;  II.  F.  Sass,  Shaler  &.  Glass, 
St.  Louis,  Mo. ;  John  II.  Harris,  Nashville,  Tenn. ;  Harris 
&  Hunt,  Memphis,  Tenn.;  Clarke  Sc  Co.,  Chicago,  111.;  W. 
H.  II.  Kooutz,  Alton,  III.  ;  or  to  Freight  Agents  of  Rail- 
roads at  different  points  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
aud  Speedy  Transportation  of  LIVE  STOCK, 

And  Goon  Accommodations,  with  usual  privileges  for  per 
sons  traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  be  forward- 
ed to  and  from  Philadelphia.  New  York,  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  Goods  can  be  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky.  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin.  Missouri,  Kansas, 
Arkansas,  and  Red  Rivers  ;  and  at  Cleveland,  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North- Wes- 
tern Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  ot 
their  Freight  to  this  Company,  can  rely  with  confidence 
its  speedy  transit. 

THE  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at  all  times 
as  favorable  as  are  charged  by  other  Jiailroad  Com- 
panies. 

]TJr"Be particular  to  mark  packages  "via.  Pennsylva- 
nia Ra.ii.koad." 

E.  J.  SNEEDER,  Philadelphia. 

MAGRAW  &.  KOONS,  So  North  Street,  Baltimore. 

LEECH  &  CO.,  No.  2  Astor  House,  or  No.  1  S  .  Wm. 
Street,  N.  Y. 

LEECH  &  CO.,  No.  77  State  Street,  Boston. 

II.  II-  HOUSTON,  GetiH  Freight  Ag%  Philadelphia 
L.  L.  HOUPT,  Gen'l  Ticket  Ag't,  Philadelphia. 
TH09.  A.  SCOTT,  GtnV  &$%  Alfoona.,  Pa. 
Sb.  S-lyr. 


OHIO  &  MISSISSIPPI 

CINCINNATI  AND  ST.  LOUIfe. 

Through  -without  Change  of  Cars. 

T\7«    DAILY  TRAINS  FOR  VIMCEN- 

NI^K,  Cairo,  and   St.   Louis. 

Mail  Train  leaves  Cincinnati  at  7:20  A.M.,  arrives  at  East 
St.  Louis  at  J  1:50  P.  II. 

Express  Train  leaves  Cincinnati  at  7:50  P.M.,  arrives  at 
East  St.  Louis  at  12  M. 

Three  Daily  Trains  for  Louisville,  at  7:20  A.  M.,  7:50 
P.  M  ,and  5:30  P.M. 

Sunday  Evening  Express  7  :5<)  p  M. 

Louisville  Accommodation  leaves  at  5:3(1  P.M. 

The  trains  connect  at  St.  Louis  for  all  points  in  Kansas 
and  Nebraska;  Hannibal,  Quincy  and  Keokuk;  at  St. 
Louis  and  Cairo  for  Memphis,  Vicksburg,  Natchez  andNeir 
Orleans. 

One  Through  Train  on  Sunday,  at  7:50  P   M. 

RhlTRNiNG.— Mail  Traiu  Lra/es  East  St.  Louis  — 
(Sundays  excepted)  atU:40  A.  M.,  arriving  at  Cincinnati  at 
10:UU  P.  M. 

Express  Train.— Leaves  East  St.  Louis  daily  at  4:45 
P.M.   arriving  at  Cincinnati  al  6:1.0  A.  M. 

FOR    THROUGH    TICKETS 

To  all  points  West  aDd  South,  please  apply  at  the  offices: 
No.  5  East  Third  street;  No.  1  Burnet  House,  corneroflice; 
north-west  corner  of  Frocl  and  Broadway ;  Spencer  House 
Office  ;  andatthe  Dep'-t  corner  of  "Front  and  Mil!  Streets. 
G-  B-  M'CLELLAN,  Gen'l  Superintendent. 

TGpGniTjibuse?  call  for  Passenger*, 

November  27th  18C0., 

LITTLE    MIAMI 


COLUMBUS  AND  XEXIA 


CINCINNATI,  HAMILTON  &  DAYTON 


lE^-^xxaiEi.cXrfaLaD  s . 


On  and  after  SUNDAY,  November  25,  I860,  Trains 
will  depart  as  follows: 

7:45  A.  M.  Express. — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport  and  Dayton.  Connects  at  Dayton  for  Colum- 
bus, Springfield,  Urban  a  and  Sandusky;  and  with  D.  and 
M.  Road  for  Troy,  Piqua.  Sidney,  Lima,  Fort  Wayne  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

0:30  A.  M.  Express.  —  From  Little  Miami  Depot — 
Connects  via  Columbus  and  Cleveland;  via  Columbus, 
Crestline  and  Pittsburg;  via  Columbus,  Steubenville  and 
Pittsburgh;  via  Columbus,  Bellair  and  Benwood;  and  via 
Columbus,  Bellair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

3:30  P.  M-  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — Fur  Dayton,  Springfield,  Urbaua  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Logansport,  and  allpoiuis  West.  Connects  at  Ham- 
ilton for  Oxford,  etc. 

4:00  P.  M-— From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

5:15  P.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — ForDayton  Troy,  Piqua,  Sidney, Lima,  Fort 
Wayne  and  Chicago;  also  for  Toledo,  Detroit,  and  allpointa 
in  Canada. 

6:ut>  P  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stopping  at  way  stations. 

0:40  P.  M. — Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — Connects  via  Columbus,  Steubenville,  and 
Pittsburgh;  via  Columbus,  Crestline  and  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben- 
wood;    and  via  i.  olumbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House  ;  No.  5  East  Third  Street ;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Columbus  time,  which  is  seven 
minutes  faster  than  Cincinnati  time. 

P.  YV.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices. 
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Indianapolis  and  Cincinnati 


SHORT    LINE 


SHORTEST  ROUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEV"-SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 


5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  111:47  A.  M.,  Chicago  at8  P.  M.- 

11.90  P.  M— TBRRE  HAUTE  AND  AFAYETTE 
ACCOM  MODATIO  N.— Arrives  at  Indianapolis  at 
4:50  P.  M. 

6.00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P   M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^iE^"  Be  sure  you  are  in  the  rightTicket  Office  before  you 
u  rchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrencehurg  &  Indianapolis, 

DS"FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route.  ; 

Baggage  checked  through 

THROUGH  TICKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  ;ill  Hotels  and  all  parts  of  the  City  by  eaving 
address  at  either  office. 

H.  C  LORD,  President. 

GREAT  NATIONAL  ROUTE  TO 


BALTIMORE,  PHI  LADEPHI  A,  NEW  YORK  4:  BOSTON 
And  only  Road  to  Washington  City. 


CENTRAL     OHIO, 

AND 

BALTIMORE  AND  OHIO 
haiijIioai>. 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  North  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia.New  York  and  Boston, at  the  costof  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  C  AIIS  ATTACHED  TO  ALL  NIGHT  TRAILS 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  for  pleasure  (^information, 
can  visit  all  the  Eastefn  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.Spced,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

l£jr*  Ask  for  tickets viaB\LTiMORK  andOiiio  Railroad. 
W    P.  SMITH. Master  IVansportation,  B.&O.R.  R 

J.  II.  SULLIVAN,  Gen.  West.  Mfrt.,  B.Sf  O  It.  R. 
L.  M.  COLE,   Gtin.   Ticket  Jist.,   /?.  *  O.  R.  R. 
H.  .T.  .TEWETT.  PresH  0.  O.  R.  Tt. 
J.  W.  BROWN,  Gen.  Ticket  Jyt.,  C.  0.  B.  £, 


Railroad   Stationery 


A   FULL   ASSORTMENT 

OP 

ioxjA-isties.     books 

AND 

STATIO ISTE  H  Y 

SUITED  FOB 

;KAILBOAD     OFFICES 

Constantly  on  hand  and  for  sale  by 

•WRIGHTSON  &  CO., 

167  WALNUT  STREET, 

CIIfCINlVATI. 

T.  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

No.  67  West  6tli  SI.  bet  Walnut  <fc  Vine 

CINCINNATI  0 


a.    W.    MOKRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
oT  the  West  that  all  work  furnished  by  us  shall  he  of  th 
bestquality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assaiancetnat 
no  pains  will  be  spared  to  give  entire  satisfaction  ir. 
al   ases.  6 

IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7inches  outside  diameter,  cut  to  definite  Length 
as  required . 
WKOIGHT  IRON  WJHLDEa*   TUBES, 

From  %  too  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T'6,L's,  .Stops,  Valves,  Flanges, etc.,    tc. 
Warehouse,  209  South  Third  St., 

PHILADELPHIA.  |».ug 

Stephen  morris,  chah.  whkelkr.  jp  . 

1  ll"  i .  T  TASKER,  JR.,  S*  f*.  M   Ti.dlfK&* 


BY  STATE  AUTHORITY. 

Choice  First  Class  Insurance  by  the 


Incorporated  1819,  Charter  Perpetual, 

Cash  Capital,  $1,509,000. 

(ABSOLUTE  AND  UNIMPAIRED.) 
Insures  against  Dangers  ofFirea  and  Perils  of  Navi- 
gation, on  as  favorable  terms  as  consistent  with    ol- 
T<ncy  and  fair  profit. 

Losses  Paid,  over$  13.000,00^. 

Agencies  in  the  principal  towns  and  cities  tbroughua 
the  Union. 

Agency  established  in  Cincinnati  in  1825*  Ante- 
dating all  present  local  Insurance  Companies  and  Agcn  j 
cles  in  the  Insurance  business  of  this  city.  34  year* 
constant  duty  here,  combined  with  wealth,  experience, 
enterprise  and  liberality  especially  commend  the  .Etna 
Insurance  Company  to  the  favorable  patronage  of  this 
commnnity.  Standing  solitary  and  alo.io  the  sole  sur- 
vivor and  liviug  pioneer  of  Cincinnati  underwriter 
in  1825. 

POLICIES  ISSUED  WITHOUT  DELAY  BY 

CARTER  &  LINDSBY,  Agents,  No.  40  Main  st.,  a 
No.  17U  Vine  street. 

J.J.HOOKER,  Agent,   Fulton  (17th  War 

P.  S.  BUSH,  do.,      Covington,  Ky.; 

C.  P.  BUCHANAN,  do.,     Newport,  Ky. 

Branch  No.  171  Vine  St., Cincinnati 

The  progress  of  this  Corporation  has  been  stable  and 
uninterrupted  through  seasons  of  financial  sunshine 
and  storm,  or  periods  eventful  in  or  exempt  from 
sweepingconrTagrdtions  or  maratiine  disaster.  Being 
long  established  on  a  cash  basis,  the  present  t  roubles 
of  the  credit  svstem  ^October,  1857)  affect  us  i  n  no  ma 
teiial  particular. 

During  "hard  times"  the  security  of  reliable  insur- 
ance is  an  imperative  duty.  The  ability  of  props rt^ 
owners  tosutftain  loss  being  then  much  lessened. 

J.  B.  BENNETT,  General  Agent 

T?    C     R  K IV  Fff  KT'P    i 

w    i?    Nhitui'h    (  Supervising  Agents  anu 

London  Agency  for  Sale  of  Bonds  &c. 

Messrs  Lance  &  Co.,  are  making  more  generally 
known  in  England,  the  great  advantages  of  American 
securities  for  investment. 

During  the  present  yrar  Messrs  Lance  and  Co.  have 
disposed  of  a  large  amount  of  American  and  Canadian 
Ra'lway  Bonds,  a. id  are  last  extending  their  connec- 
tions. They  will  be  happy  to  correspond  with  parties 
having  good  American  Securities  for  sale. 

Messrs  Law  k  &  Co.  have  had  experience  in  the  pa  ? 
chase  and  ship  li^nt.  of  Iron,  and  offrr  their  cooporatioii 
to  those  about  to  negociate  for  the  disposal  o(  Boudb 
and  the  purchase  of  Rails. 

P.  S.  Presidents  of  Railway  Companies  are  requeste 
to  favor  Messrs  L.  &  Co.  with  Exhibits  or  Reports  o. 
their  Companies  as  published. 

10,  Regent  street,  Waterloo  Place,  London, 
October  1855.  rcov.l5-6m. 

ENGINEERING!! 

The  undersigned  is  prepared  tofuroish 

SPECIFICATIONS,  ESTIMATES,  AND  PLAN 

Ing&neralordetailofallbindsof 

Steam  Vessels,  Engines,  Boilers,  Mill  Work,  &» 

Particularattention  given  to  thesuperintendingo 

LOCOMOTIVES,  TENDERS, CARS, 

And  Railway  Machinery  of  every  Description 

While  under  construction. 
AGENT  FOR  THE  PURCHASE  of,  on  commission 
ail  articles  required  for  Railroads,  Steam  Vessels,  Lo 
comotives,  Engines,  Boilers,  Machinery,  &c. 

General  Asent  for 
ASHCROFT'S  STEAM  GUAGE,  ALLEN  AND  NOY 
METALLIC  SELF  ADJUSTING  CONICAL  PAOA- 

ING,    DUDGEON'S    HYDRAULIC   JACK,      3 
Also, for  Water  Guages, Indicators,  Steam  WhistUf 
CHAS.  W.  COPELAND, 

Consulting  Engineer, 
4  Broadway  ,N    X 
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Grease, 


Used  for  ten  yenrs  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  EEEES  Philadelphia 


Ju.24.  Cm. 


It.  0.  LOBDELL.   "I.  s.  M'OOMBS.   I).  P.  BUSH. 

BbSH&LOBBELL, 

Wilmington _  _  _  Delaware 

MANUFACTURERS  OF 
AND 


For  R.R.  (-iirs  &  Locomotive  Engines, 

ARE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    I!   THEIR 

W  .Li  ca  E  iP  PI  a*.  J.'  £j  3D  W   Snn^ioJ^] 

EITHER  SINGLE   OR   DOUBLE  PLATE, 

WITH     OR     WITHOUT    AXLES 

WEB  EELS  FITTED 
To    Hammered  or    Rolled    Axles, 

la  the  best  manner;  at  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 

an2 

ATTORNEY    AT   LAW," 

OFFICE: 

N.  W.  Cor.  WaliBtti  &  Sixth  streets, 

my21  CINCINNATI 

McCALLUM,  BRISTOL  &  CO., 

BRIDGE  &  DEPOT  BUILDERS. 

McOallum,  Bristol  &  Co.,  aro  prepared  to  construct 
McCALLUM' 8  PATENT  .INFLEXIBLE  ARCHED 

TRU&S  BRIDGE,  fox  Railroad  and  Highway  purposes 
at  any  point  in  O  hio,  I  ndiana,  Illinois,  Missouri,  Iowa, 
"Wisconsin  and  Minnesota  on  as  favorable  terms  as  any 
other  bridal-  :\  J  in  the  most  approved  and  perfect 
manner.  I'att.es  designing  information,  will  please 
apply  to  the  hrm  at  their  Office  99  Third  St.,  Cincinnati, 
or  to  McOallum,  Seymour  &  Hawley,No.  110  Broad- 
way, N  Y.  Ag.26. 

"MIDDLETON  &STR08R1DGE, 

LITflflBRAPBERS  Ml  ilRAMS, 

Wa..iat    St.,  CINCINNATI. 

Special  attention  given  to  all  lands  of  work  in  our  line, 
such  as  Show  Cards  in  one  or  more  colors,  Maps,  Bonds, 
Portraits,  Certificates  of  Stock,  &.c,  &c. 

ClONTRACTS  for  Kails  at  a  fixed  price,  or  on  com 
*  mission,  delivered  at  an  English  port,  or  ai  a  por 
in  the  United  States,  will  be  made  by  the  undersigned 
THEODORE  DHHOiN, 
no1?  10  Wat.  Broadway, New  Yor 


A.  BRIDGES  &  GO. 

Manufacturers  and  Dealers  In 

RAILROAD  AID  CAR  FINDINGS 


JM£  ^V  O  2E3C  I  INT  DS  .£*.  "ST, 

Op  Every  Dkscription. 
No.  64,  COURTLANDT  STREET 

NEW  YORK. 

Albert  Bridges.  Joel  C.  Lane 


WHEELER  &,WiLSQN'S 


SEWING  MACHINES. 

WM.    STJMNEE   &   CO., 

Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 

BRANCH   OFFICES: 


Louisville,  Ky.. 

Lafayette,  Ind., 

Indianapolis,  Ind. 


Columbus,  0., 
Dayton,  0., 

Zanesville,  O. 


We  offer  the  Wheeler  &  Wilson  Sewing  Machine. with 
importantimprovements.  at  a  reduction  pn  former  prices; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars* 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
the  most  succcsslul  and  popular  Family  Sewing  Machine 
now  made, 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  hind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years.      . 

JFTPSend  or  call  for  a  circular,  containing  all  particu- 
lars, prices,  testimonials,  etc. 

febl".  "WM.  SUMNER  &  CO. 


OSESLEY'S 
WROUGHT   IRON 

ARCH  BRIDGES 

— ASB^ 

Corrugated  Iron    Roofs 

ARCHED   AND   FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  for  applying  them.  Give  us  your  orders  at 
No.  CO  West  Third  Street.  Cincinnati,  Ohio. 

Snt.2.  MOSELEY  &  CO. 


JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 

AL  INSTRUMENT  MAKERS, 

S.W.COKNEK  FIFTH  AND  RACE, 

Cincinnati, Ohio. 
Drawing;  Instruments,  Scales  of  all  Kinds,  Barome* 
ers,  Thermometers, Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.    Repairing  attended  to. 

.  TlYTTCDliLL,  Z^.   JAMES  FOSTKK,  Jr. 


Street  and  Otncr  Railroad  Iron. 

WOOD.  MOP.P.ELL  &  CO.,  Johnstown,  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  orders  for  Street  and 
other  Rails  on  termB  favorable  to  parties  wanting  to  pur- 
chase Ag.4,ni.<5. 

'  freedomTron  compaotT 

MANUFACTCTERS    OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles.  Pump  and  Piston  Rods, 

Bar  of  nil  Sizes, 

And  all  ForgiDgs  for  Bailroad  Machinery. 

Lewistown,  MHflin  CoM  Pean« 

J  OKA  A.  WRIGHT,  SnpH, 

This  Iron  is  all  made  from  best  Juniata  co.d-hlast  char' 
coal  Pis*  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iroc 
is  conducted  at  our  own  Works  Jone9. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y 

rpHKSE  WORKS  HAVING  P.KEN  ENLARGED  ant! 

t    improved,  and  having  received  extensive  addition 
totneirtoole  and    machinery,  are  prepared  to  receive 

nd  execute  orden  for 

m^M^fssn  ssnssA& 

AND  TENDERS,  AND 
BAILROAD  MACHINERY 

*ene„-aUy,  witb  the  utmosi  promptness  and  deep.-  ten 
in«i  in  the  best  style. 
The  above  works  being  located  on  tne>~evr  York  Cer 
a  1  Railroad,  near  the  center  of  the  state,  possess  su 
oerioi  facilities  for  forwarding  the  i  work  to  any  pa  no  J 
he  country,  without  delay. 

JOHN   ELMS.  AtfCtiT. 


ttfALTF,K    TUcUI  EEN     Sup't. 


AulG.ly 


CINCINNATI 
LOCOMOTIVE  WORKS 


The  undersigned  are  prepared  to  furnish  Locomoti'v 
equalin  efficiency  and  durability  to  the  bes/fEaste 
manufacture  Also,  Shaping  and  Slotting  Machine 
suitable  for  railroad  shops.  Also,  all  kinds  of  heav 
forging  and  casting  do  neat  short  not  ice  Also, bolt  sfo 
bridge   n,    withdispatch. 

i,  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Eoard  of  Yisitorsappointed  by  the 
State, is  underthe  superintendence  ot  Col.  E.  \V» 
MORGAN 5  a  distinguished  graduate  ot  West  Point 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

Thecourse  of  study  isthattaughtin  thebesl  Colleges 
hut  more  extended  in    Mathematics,  Mechanics,  Ma 
chines, Construction.  Agricultural  Chemistry  and  Mining 
Geology;  also  in  English  Literature,  Historical  Read- 
ings.  and  Modern  Languages,  accompanied  by  daily  an 
regulated  exercise. 

Schools   of   Architecture,  Eugineering,  Commerce, 
Medicine, and  Law,  admit  ot  selecting  studiesto  sui 
time  means, and  object  of  Profession  alp  reparation -both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.    Charges. S109 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  Sl  Military  Institute 
Franklin  Spriugs.Ky.  "or  theundersigned. 

P.  DUDLEY. 
Presidentofth    Boar 
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E.  D    MANSFIELD, 
T.  WRIGHTSCW, 


Editors. 


CINCINNATI: 
Thursday  Morning,  Jan.   3],  1881, 


THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY  MORmjfO, 

BY  WSIGHTSON  &  CO. 
OFFICE~No.  X6V  Walnut   Street. 

SUBSCRIPTIONS— $1  Per  Annum,  in  Advance. 

Tosubscribersin  Great  Britain,  13a.  Sd.  (S3)  payablein 
advance. 


ADVERTISEMENTS. 

A  squar  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singleinsertion, §]  00 

"        !'        per  month 3  00 

six  months, 12  00 

"  "       per  annum, 20  00 

column. singleinsertion, 5  00 

."       ''        per  month, 10  00 

.  ".       six  months, 40  00 

perannum, gO  00 

*   page,  singleinsertion, 15  00 

permonth, 25  00 

six  months, 110  00 

per  annum, 200  00 


[«< 


Cards  not  exceeding  fourlines,  $5,00  per  annum. 

THE  LAW   OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers,the  publisher  may  continue  to  send  them  untilall 
arrearages  are  paid. 

If  suhscribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  arc  held  re- 
sponsible untiltheyhavesettled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher.andthenewspapers  are  sentto  the  formerdirec- 
tion,  they  are  held  responsible. 

Subscriptionsand  communicationsarldressed  to 
WRIGI1TSON  &.  CO., 
___ Publishers  and  Proprietors. 

To  Advertisers — We  call  the  attention  of  those  who 
have  anything  to  dispose  of  in  the  way  of  Eailroad  supplies 
to  the  advertising  pages  of  theRecord. 


JO*  Railroad  officers  will  place  us  under  obligations  if 
«cy  IT,"  'orward  promptly  to  this  office  the  Annual  Reports, 
Monthly  Statements,  and  such  other  matters  as  they  mav 
deem  worthy  of  publication. 


Arrival  and  Departure  of  Trains. 


Little  Miami —  Depart. 

Day  Express 9.30  a.  lit. 

Columbus  Accommodation 4.00  p.  M. 

Xenia  Accommodation 6.00  p.  m. 

Marietta  &  Cincinnati — 

Express 9.40  a.  m. 

Accommodation 3.30  p.  m. 

Express 10.45  p.  M. 

No  Saturday  Night  Express  Train, 
Cincinnati,  Wilmington  and  Zanesrille— 

Express 9.30  a.  m. 

Express 6.00  p.  M. 

Cincinnati,  Hamilton  d-  Dayton— 

Ind.,  San.,  Tol.  and  Chi.  Mail. .7.45  a.  m. 

Ham.  Accommodation 8.30  a.  m. 

Sand.,  Ind   and  Dayton  Exp...  3.0'»  p!  m! 

Dayton.  Toledo  and  Chi.  Exp...  5.30  p.  m. 

Columbus  Express 9.40  p.  m. 

Chi.,  Toledo  and  Sandusky  Mail '- 

No  Saturday  Night  Jtxp.  Train. 

Ohio  <£  Mississippi — 

Mail 7.20  a.  m. 

Louisville 4.30  p.  M. 

Express 7.50  p.  m. 

Indianapolis  &  Cincinnati — 

Mail 5.50  a.m. 

2  00  p.  m. 

Chicago  Express 7.34  p.m. 

Covington  &  Lexington — 

Express 6.50  a.  m. 

Accommodation ,  2.10  p.  m. 

Richmond  <£  Indianapolis- 


Arrive. 

8.00  A.  M. 
11.02  a.m. 
7.20  p.  m. 

6.57  a.  M. 
10.30  a.  m. 
7.00  p.  m. 


8.00  a.  M 
7.20  p.  M. 

7.55  a.  M. 

8.20  a.  M. 
11.22  A.  M. 
12.55  p.  M. 

6.53  p.  m. 

9.05  p.  M. 


...  7.45  a. 
...  3.00  p. 


8.00  a.  M. 
12.55  p.  m. 
10.00  p.  m. 

1.00  A.  M. 
12.45  a.  M. 
5.35  a.  m. 

11.00  a.  m. 
6.27  p.  M. 

11.22  A  M. 
6.50  p.  m. 


Cincinnati  &  Logansport- 


■  ■  7.45  a.  m.     ]1.22a.m. 
..  3,C0p.  m.      650  p.  n. 


CLEVELAND  AND  MAHONING  E.  E. 

We  give  in  another  column  the  entire  re- 
port of  the  President,  Superintendent  and 
Treasurer  of  this  company  with  the  various 
details  as  given  by  them  to  the  stockholders. 
According  to  the  report  of  the  President,  sur- 
veys of  this  road  were  commenced  in  1852. 
It  was  then  expected  to  build  the  road  from 
Cleveland  to  Newcastle  85  miles.  Work  was 
begun  in  1853  and  the  road  was  opened  to 
Youngstown  67  miles,  in  Nov.  1856.  In  June 
1855,  Mr.  Jacob  Perkins  then  President  of  the 
road  made  the  following  estimate  of  its  pros- 
pective business  when  opened  to  this  point. 

ESTIMATE   PER   AVERAGE    DAY. 
Passenger  travel   equivalent  to  100  passing  over 

whole  route  each  way   at  §2.00  each ®400  00 

Agricultural  and  .Missellaneous  freights,  (including 

iron  at  $2.00  per  ton o00  0o 

Coal  400  tons  at  1.50  per  ton '   600  00 

.  .•       ,     „  »  $1,200  00 

Amounting  for  the  year  of  313  days  to $375,0"0 

Expenses  say  46}  per  cent 175^000 

Net  profits S200  000 

The  following  is  the  statement  of  actual 
earnings  and  expenses  siuce  the  road  was 
opened. 


Year  Earnings 

1856 253,898  07. 

If57 

1858 234,282  01. 

1859 285.110  56. 

1800 369,848  97. 


Expenses 
96,496  49. 

89,257  23. 
102,857  60. 
131,845  49. 


Net  Earnings 
157,401  57 
153.777  91 
145  024  81 
182.282  96 
238,003  48 


It  will  thus  be  seen  that  while  the  actual 
receipts  of  the  road  still  fall  a  trifle  below  its 
revenue  as  estimated  in  1855,  still  its  expen- 
ses being  much  below  the  estimated  cost  of 
running  leaves  net  receipts  considerably  be- 
yond the  sum  estimated.  This  state  of  the 
business  should  be  gratifying  to  the  stock- 
holders. 

Another  feature  of  great  interest  which  will 
be  observed  in -the  above  table,.is  the  small 
proportion  the  expenses  bear  to  the  earnings 
in  every  instances  less  than  40  per  cent,  the 
present  year  being  35  65-100  per  cent.  This 
being  a  local  road  is  free  in  a  great  measure 
from  the  competition  to  which  all  throuo-h 
business  is  subjected.  Another  reason  for 
light  expenses  in  operating  this  road  may  be 
found  in  the  fact  of  its  easy  grades  and  curves. 
Its  maximum  grade  going  east,  except  just  at 
the  point  of  leaving  the  Lake  Shore  is  26 
feet  to  the  mile,  going  west  is  21  feet,  to  the 
mile.  Its  minimum  radius  of  curvature  is 
1900  feet  and  a  large  percentage  of  the  road 
is  straight.  These  features  operate  largelv  in 
favor  of  a  low  percentage  of  expenses  to  re- 
ceipts, and  adding  to  these  the  fact  of  careful 
and  economical  management,  we  have  the 
key  to  the  whole  subject. 

The  following  is  the  comparison  of  the  busi- 
ness for  the  past  three  years  : 


1858.  1839. 

Passengers 55.938  6 1,180 

Tonscoal 79,662  102,255 

"     Lake  ore 18,471  28,065 

"    other  ore 4.955 

"    Limestone 1050 


I860. 

68,072 
168,770 
45,992 

12.224 
2,748 


It  will  be  seen  that  the  coal  'and  ore  busi- 
ness has  more  than  doubled  since  1858  with 
a  strong  probability  of  still  greater  increase. 


The  officers  of  the  road  for  the  coming  year 
are  David  Tod,  President  Charles  L.  Rhodes 
Vice  President  and  Superintendant;  C.  M. 
Burke,  Secretary  and  Treasurer;  Geo.  Robin- 
son, Engineer;  John  Young,  Master  Machinist. 
Directors,  David  Tod,  Charles  Smith,  Fred'k 
Kinsman,  Dudley  Baldwin,  Reuben  Hitchcock, 
Joseph  Perkins,  Henry  B,  Perkins,  Jamea 
Magee,  R.  W.  Cunningham. 


Railroad  Cars. — We  would  invite  the  at- 
tention of  our  readers  to  the  advertisement 
in  another  column  of  Messrs.  Morrill  aud  Bow- 
ers of  Cleveland,  manufacturers  of  Passenger,. 
Baggage,  Express,  Freight  and  Platform  Cars. 
Messrs  Morrill  and  Bowers  succeeded  to  the 
business  established  by  Mr.  C.  Wasson  and 
have  fully  sustained  the  reputation  earned  by 
him.  Their  cars  are  running  upon  many  of 
our  western  roads,  and  are   favorably  known. 

In  ordinary  times,  Messrs.  M.  and  B.  em- 
ploy a  force  of  75  to  100  hands.  The  ordinary 
capacity  of  their  shop  may  be  stated  as  3  First 
Class  Passenger  Cars,  with  1  Baggage  and  36 
House  Freight  Cars,  permonth.  When  busi- 
ness is  bright  they  employ  a  large  force  and 
do  more. 

For  the  character  of  their  work,  we  need 
but  refer  to  the  numerous  cars  of  their  man- 
ufacture, now  running  on  our  leading  lines. 


MARICOPA  MINING  COMPANY. 

From  the  First  Annual  Report  of  this  Com- 
pany made  to  the  stockholders  December  5, 
1860,  we  learn  that  the  Company  was  organ- 
ized in  July  last,  under  the  "  General  Mining 
and  Manufacturing  Law  of  the  State  of  New 
York." 

The  objects  of  the  Association  are  to  pro- 
spect veius  of  metallic  ores,  and  to  test  and 
work  them,  if  found  profitable,  in  that  part  of 
the  territory  of  New  Mexico  called  Arizona, 
which  was  separated  from  the  province  of  So- 
nora,  and  ceded  to  the  United  States  by  treaty 
with  Mexico,  in  1854. 

On  the  7th  day  of  July,  the  company  pur- 
chased the  right  and  title  of  discovery  and  pos- 
session to  the  Maricopa  mine,  and  sent  agents 
to  Arizona  with  a  force  of  miners  and  laborers, 
for  the  purpose  of  occupying  it  for  the  benefit 
of  the  company  and  reporting  upon  its  ores. 
The  money  expended  in  outfits,  wagons,  ani- 
mals, buildings,  wages,  &c,  has,  so  far,  amount- 
ed to  about  five  thousand  dollars  ;  and  of  the 
39,750  shares  of  stock  given  for  the  purchase 
of  the  mine,  a  drawback  was  obtained  of  10,- 
000  shares  at  $20  each,  which  is  vested  in 
trustees,  and  to  be  sold  for  the  benefit  of  the 
company,  as  fast,  as  the  developments  of  the 
company's  mining  works  require  the  proceeds 
as  working  capital.  This,  owing  to  the  dis- 
turbed state  of  the  times,  will  not  be  used  at 
present. 

The  Maricopa  Mine  is  situated  about  70 
miles  from  Tucson  and  near  the  Gila  River. 
It  was  discovered  by  Col,  A.  B.  Gray,  who  is 
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well  known  from  his  connection  with  early 
surveys  for  a  Pacific  Railroad  on  the  parallel 
of  32°  north  latitude.  The  lode  has  been 
traced  on  the  surface  1,600  feet,  and  appears 
to  be  from  8  to  12  feet  wide.  The  ore  bearing 
Beams  in  this  lode  are  about  20  inches  in 
width.  The  assays  of  the  ores  by  Dr.  Torrey, 
of  the  United  States  Assay  Office  in  New 
York,  give  51.2  per  cent,  of  copper  as  the 
mean  of  four  tests,  with  a  small  proportion  of 
silver  and  some  gold. 

We  are  pleased  to  see  new  enterprises 
springing  up  in  Arizona  and  hope  the  results 
will  compensate  the  parties  for  their  enter- 
prise and  risks,  in  establishing  a  business  in 
this  distant  and  unknown  but  valuable  portion 
of  our  country. 

The  officers  of  the  company  are :  Robert 
Soutter,  President;  Directors,  Frederick  H. 
Wolcott,  James  T.  Soutter,  Douglas  Robinson, 
Charles  M.  Wolcott  and  Robert  Soutter. 


Wells'  Cylinder  Press. — We  are  gratified 
to  be  able  to  say  a  word  in  reference  to  the 
cylinder  presses  recently  got  up  by  the  Cin- 
cinnati Type  Foundry.  One  of  them  has  been 
in  constant  use  in  our  office  for  over  a  year 
on  every  variety  of  jobbing,  and  we  find  it  to 
work  well.  The  West  has  heretofore  always 
been  compelled  to  pay  tribute  to  the  East  for 
all  the  heavier  classes  of  printing  machinery, 
but  from  the  perfection  with  which  Mr.  Wells 
has  been  enabled  to  get  out  these  presses,  we 
are  inclined  to  think  that  much  of  it  in  the  fu- 
ture will  be  detained  at  Cincinnati.  We  do 
not  hesitate  to  recommend  it  to  our  brethren 
throughout  the  West  and  South. 


KAILROAD  MISCELLANY. 

The  present  large  accumulation  of  spe- 
cie in  New  York,  now  reaching  upward  of 
$36,000, 000,  has  had  considerable  influence 
upon  transactions  in  Wall  Street,  and  railroad 
stocks  and  bonds,  although  fluctuating  slight- 
ly, have  shown  this  in  a  feeble  advance  and 
a  continued  firmness. 

— The  earnings  of  the  Toledo  and  Wabash 
Road,  the  second  week  in  January,  were  $12,- 
144  19;  an  increase  over  the  corresponding 
period  of  last  year  of  about  $2,500. 

— The  first  two  weeks  of  the  Macon  and 
Western  Road  in  January,  show  a  slight  in- 
crease. 

— H.  D.  Bacon,  Esq.,  of  the  Ohio  and  Mis- 
sissippi, is  at  Springfield,  Illinois,  on  business 
connected  with  the  legislation  proposed  to  re- 
lieve the  road  of  some  of  its  financial  troubles. 
Mr.  Butler  of  the  Terre  Haute  Road  had  pre- 
ceded Mr.  Bacon  on  similar  business  for  his 
road. 

— The  earnings  of  the  Chicago,  Burlington 
and  Quincy  Railroad  for  the  second  week  in 
January  were,  in 

1860.  1861. 

Freight $16,510  (10        $22,713  00        Tnc. .£6.197  00 

Passengers...     0.778  24  6,335  64        Dec.      442  60 


Total. ...823,291  21       820,048  64       Inc.. §5,754  40 


— The  following  is  the  official  return  of  the 
Galena  and  Chicago  Railroad  for  the  third 
week  in  January: 

1861 821.902 

I860 13,994 

Increase $7,908 

This  makes  about  $30,000  increase  for  the 
first  three  weeks  of  January. 

— The  3d  week  in  January  in  the  Cleveland 
and  Toledo  Road  shows  a  slight  falling  off 
from  last  year. 

— The  Court  in  the  case  brought  by  Attor- 
ney-General Meyers  against  the  Central  Road 
for  back  tolls  has  granted  a  non-suit.  The  N. 
Y.  Commercial  says : 

A  jury  having  been  impanneled,  the  plain- 
tiffs introduced  their  testimony;  and,  after 
abandoning  that  part  of  their  claim  which 
arose  more  than  six  years  prior  to  the  com- 
mencement of  the  suit,  and  also  claim  for  tolls 
upon  way  freight,  rested  their  case.  Where- 
upon the  defendants  moved  for  a  non-suit 
upon  the  following  among  other  grounds:  1st, 
That  there  was  no  evidence  before  the  Court 
and  Jury  from  which  canal  tolls  could  be  com- 
puted upon  freight  transported  by  the  defend- 
ants in  case  their  liability  to  pay  such  tolls 
was  established.  2d.  That  the  act  of  the  Leg- 
islature, passed  July  10th,  1851,  abolishing 
tolls  on  railroads,  was  a  valid  law;  3d,  That 
all  laws  imposing  tolls  on  freight  transported 
from  or  to  other  States  by  the  defendants  were 
in  violation  of  the  Constitution  of  the  United 
States,  and  were  therefore  void.  After  argu- 
ment by  counsel  for  the  respective  parties,  the 
Court  granted  the  motion  and  dismissed  the 
complaint. 

— The  receipts  of  the  Old  Colony  and  Fall 
River  Railroad  for  1860  were  $655,430  40; 
expenses,  $340,148  16;  increase  of  receipts 
from  last  year,  $8,674  78;  decrease  of  ex- 
penses within  the  same  length  of  time,  $10,- 
525  65 ;  decrease  of  indebtedness  for  two 
years,  $11,900;  stock  on  hand,  Nov.  30,  1860, 
$135,938. 

— The  Milwaukee  Sentinel  thus  remarks  in 
relation  to  the  foreclosure  sale  of  the  Milwau- 
kee and  Mississippi  Railroad : 

The  sale,  under  a  decree  of  the  United 
States  District  Court,  wipes  out  the  old  com- 
pany, and  under  the  new  organization,  the 
road  will  hereafter  be  known  as  the  Milwaukee 
and  Prairie  du  Chien  Railway.  The  terms  of 
the  reorganization,  under  the  law  of  last  win- 
ter, were  filed  with  the  Secretary  of  State  on 
Friday.  The  new  Directors  are  Louis  H. 
Meyer,  Wm.  P.  Lynde,  Allen  Campbell,  Wm. 
Schall,  John  Wilkinson.  John  Catlin,  Hercules 
L.  Dousman,  George  Smith,  N.  A.  Cowdery. 
The  management  of  the  road  continues,  for 
the  present  at  least,  without  change. 

— The  Toronto  Globe  states  that  a  bill  in 
Chancery  has  been  filed  in  that  city  in  behalf 
of  certain  English  holders  of  the  preference 
bonds  of  the  Grand  Trunk  Railway,  to  compel 
payment  of  interest.  The  action  is  brought 
in  the  name  of  Mr.  Morrison,  of  the  house  of 
Morrison,  Dillon  &  Co.  The  object  is  to  ob- 
tain the  appointment  of  a  receiver  by  the 
Court  of  Chancery,  to  compel  the  application 
of  the  first  proceeds  of  the  road  to  the  pay- 
ment of  the  landholders. 


— Mr.  Henry  B.  Plant  has  been  appointed 
Superintendent,  and  Mr.  J.  V.  H.  Lott,  Treas- 
urer and  General  Freight  Agent  of  the  Tole- 
do, Logansport  and  Burlington  Railroad. 

— The  following  i3  the  traffic  return  of  the 
Grand  Trunk  of  Canada  for  the  week  end- 
ing 12th  inst.: 

a  No.  Amount. 

Local  Passengers 8,702  $18.400  88 

Foreign    do  1,145  2.021  47 

Emigrants .... 

Mails,  Express,  fee 2,728  09 

Tons. 

Local  Freight  and  Live  Stock 7,820J-  83.047  70 

Timber  and  Lumber,  281,500  feet. . .      304i  767  28 

Firewood.  782  cords 3,108  659  91 

Foreign  Freight  and  Live  Stock. .. .   I,599i  6,643  67 

Totalmiles 970  J59K4  9a 

Week  ending  Jan.  14,  1800 970  52.334  25 

Increase $'A  73 

Total  Traffic  from  July  1,  I860,  to  date...      $1,005,644  03 

Total  for  same  period  last  year 1,464430  08 

Amount  of  Company's  freight  in  above,  $2,000. 

— The  interest  due  Feb.  1,  on  the  Northern 
Indiana  First,  Goshen  Line,  Jackson  Branch 
and  Detroit,  Monroe  and  Toledo  bonds  of  the 
Michigan  Southern  and  Northern  Indiana 
Railroad  Company,  will  be  paid  at  the  Bank 
of  North  America,  No.  44  Wall  street.  It  is 
important  to  the  interests  of  the  holders  of  the 
second  mortgage  bonds  of  this  company  who 
have  not  yet  funded  the  coupons,  to  send  the 
three  past-due  coupons  and  that  due  May  next, 
and  receive  therefor  bonds  now  held  by  the 
company  for  that  purpose.  The  coupon  ma- 
turing November  next  will  be  paid  on  those 
bonds  only  from  which  the  coupons  have  been 
funded.  The  holders  of  bonds  issued  for 
funded  second  mortgage  coupons  will  receive 
the  interest  due  on  these  bonds  1st  may  next, 
at  the  office  of  the  company  in  cash. 

— The  Illinois  Central  earned  for  the  third 
week  in  Jan.,  $78,107  35,  being  an  increase 
of  $24,000. 

— The  November  report  of  the  Receiver  of 
the  Central  Ohio  Railroad  is  as  follows: 
receipts. 

Balance  per  iast  report $17,586  05 

From  passengers $25,554  73 

Fromfreight 37,898  11 

From  express 3,03 1  59 

Mileage  on  cars 332  95 

Othersources 2.034  19-69^50162 

Total S88.787  62 

EXPENDITURES. 

Transportation  department $10,534  49 

Machinery  department.  - 11,475  65 

"Wood  and  coal 6,452  42 

Road  department 3.956  99 

General  expenses 2,099  94 

Improvement  to  track  and  bridges 2,953  52 

Total  expenses $42,523  03 

This  is  a  very  fair  showing,  but  it  strikes 
us  as  being  rather  late  for  the  November 
statement. 

— The  Cairo  Gazette  says  :  On  last  Satur- 
day, Sunday,  and  Monday,  there  was  constant- 
ly from  one  hundred  and  fifty  to  two  hundred 
and  twentv-five  loaded  freight  cars  strewn 
along  onr  levee.  The  indications  are  that, 
notwithstanding  the  great  political  confusion 
of  the  country  the  freight  business  of  the 
Central  Railroad  will  continue  thus  for  months 
to  come.  Our  forwarding  merchants  have 
disposed  of  consignments  very  satisfactorily 
so  tar,  and  will,  no  doubt,  continue  to  do  so. 
They  command  facilities  for  unloading  about 
twenty  cars  an  hour,  and  have  we  believe,  fre- 
quently been  called   upon  to  employ  them. 
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CLEVELAND  AND  MAHONING  R.  It- 

The  following  is  the  Report  of  the  Presi- 
dent of  the  company  for  the  year  1860.  It 
embraces  an  interesting  history  of  the  com- 
pany and  review  of  its  present  position.  The 
report  says : 

The  design  of  the  Company  was  to  con- 
nect the  railways  west  of  Cleveland  with  the 
Pennsylvania  Road  at  Blairsville,  (fifty-three 
miles  east  from  Pittsburgh,)  by  the  construc- 
tion of  a  road  of  the  same  gauge ;  thereby 
enabling  freight  to  be  transported  from  Phila- 
delphia to  the  Mississippi  without  tranship- 
ment; also  by  means  of  a  road  from  New  Cas- 
tle, Pa.,  to  New  Brighton,  Pa.,  to  furnish  the 
trade  and  commerce  of  the  district  of  country 
our  road  traversed,  direct  connection  with 
Cleveland  and  Pittsburgh. 

It  was  believed  by  the  friends  of  the  enter- 
prise that  the  local  business  of  the  country 
would  alone  justify  the  building  of  the  road, 
and  that  when  to  this  should  be  added  the 
through  business  the  line  would  command, 
the  road  could  not  fail  to  prove  one  of  the 
best,  if  not  the  very  best,  in  the  Union. 

With  the  construction  of  the  Eastern  por- 
tion of  the  line,  (New  Castle  to  Blairsville,) 
this  Company  had  no  connection  whatever;  a 
separate  Company  (the  North  Western)  hav- 
ing organized  for  that  purpose. 

Surveys  upon  our  line  were  commenced  in 
1852,  and  the  work  let  and  vigorously  com- 
menced in  1853.  The  severe  drouth  of  1854, 
and  consequent  high  prices  of  provisions  and 
feed  which  followed,  compelled  the  contactors 
to  abandon  the  work,  and  subjected  the  com- 
pany to  re-let  the  same.  This  proved  a  most 
serious  loss.  The  partial  work  done  had  de- 
monstrated that  much  of  the  material  was  far 
more  expensive  to  move  than  had  been  antici- 
pated. This,  together  with  the  high  prices 
for  provisions  and  labor,  which  continued  to 
rule  through  1855  and  1856,  swelled  the  actual 
cost  of  the  work  at  least  65  per  cent,  above 
the  estimated  cost,  and  was  the  first  cause 
of  the  great  embarrassment  the  Managers 
were  compelled  to  encounter.  At  this  date, 
also,  all  railroad  securities,  which,  before  that 
time,  were  eagerly  sought  after  by  eastern  and 
foreign  capitalists,  became  almost  a  drug  on 
the  market. 

The  Managers  had  relied  with  entire  confi- 
dence upon  their  ability  to  dispose  of  the  se- 
curities of  the  Company  to  an  amount  suffi- 
cient to  enable  them  to  go  forward  with  the 
work  to  completion  as  far  as  Youngstown,  a 
point  from  which  they  believed  the  road  would 
command  an  amount  of  traffic  sufficient  to 
Bustain  it. 

For  the  reasons  stated,  however,  the  Man- 
agers were  entirely  mistaken;  not  one  dollar 
of  the  securities  of  the  road  could  be  dispos- 
ed of  on  terms  other  than  ruinous.  Under 
these  circumstances,  they  were  compelled  to 
either  abandon   the  enterprise   altogether,  or 


resort  to  that  bane  of  railroad  companies — the 
creation  of  a  floating  debt. 

Embarrassing  as  this  resource  is  to  roads 
of  good  credit,  it  was  especially  so  to  the  Man. 
agers  of  this  company,  for  they  could  not,  up- 
on the  credit  of  the  company  alone,  raise  one 
dollar  in  any  market.  Fortunately,  however, 
for  the  stockholders,  the  then  Board  of  Mana- 
gers did  not  for  a  moment  doubt  the  ultimate 
success  of  the  enterprise,  and,  possessing  high 
credit,  they  promptly  lent  it  to  the  company, 
to  an  amount  sufficient  to  finish  the  work  to 
Youngstown,  a  distance  of  sixty-seven  miles. 
It  is  true  that  had  these  Managers  known  at 
the  outset  that  the  demands  of  the  company 
upon  their  personal  credit  would  ever  have 
reached  the  enormous  sum  of  $540,000,  they 
would  have  chosen'the  alternative  of  abandon- 
ing the  work  altogether. 

Despite  their  efforts,  however,  the  cost  of 
the  work  increased  from  month  to  month,  and 
year  to  year,  from  $1,583,638,  the  last  revised 
estimate  of  the  Chief  Engineer,  to  the  sum  of 
$2,628,742  71,  the  actual  cost  of  the  road 
with  all  its  appendages. 

Fortunately,  the  expectations  of  the  Mana- 
gers, as  to  the  remunerative  character  of  the 
enterprise,  when  finished  to  Youngstown,  were 
fully  realized ;  for,  large  as  the  cost  of  con- 
struction proved  to  be,  the  net  receipts  have 
proved  sufficient  to  justify  moderate  dividends 
upon  the  stock. 

The  report  of  the  Treasurer  of  the  compa- 
ny, herewith  submitted,  gives  the  several  items 
of  the  cost  of  the  road,  and  also  its  present 
financial  condition.  You  will  regret  to  see 
from  this  statement  that  we  have  yet  a  large 
floating  debt  resting  upon  us.  At  the  date  of 
their  last  report,  the  Managers  expressed 
their  hope  that  within  the  year  they  wonld  be 
able,  from  the  sale  of  third  mortgage  bonds 
and  the  earnings  of  the  road,  to  entirely  re- 
move this  debt.  In  this  they  have  been  dis- 
appointed. The  recent  financial  troubles 
have,  to  some  extent,  interfered  with  their  con- 
templated arrangements,  and  rendered  further 
time  necessary. 

You  will  be  glad  to  know,  however,  that  the 
condition  of  the  debt  is  such  that  in  no  proba- 
ble event  can  the  company  be  embarrassed, 
or  subjected  to  sacrifice,  by  reason  of  it.  It 
is  mainly  due  to  parties  deeply  interested  in 
the  stock  of  the  road,  and  such  arrangements 
have  been  made  that  the  debt  can  be  carried 
during  the  pleasure  of  the  Managers  at  mod- 
erate rates  of  interest.  Of  this  debt,  the  for- 
mer Managers  are  still  individually  liable  for 
the  sum  of  $95,463  86,  for  which,  you  will  be 
glad  to  know,  they  are  made  abundantly  se- 
cure by  a  pledge  of  third  mortgage  bonds  and 
the  net  income  of  the  road.  The  future  man- 
agers of  the  road  should  not,  however,  relax 
their  [efforts  to  entirely  wipe  out  the  debt. 
They  will  have  abundant  means  in  their  pow- 
er, so  soon  as  the  third  mortgage  bonds  will 
command  fair  prices.  In  the  meantime,  the 
net  income,  after  providing  for  the  interest 


and  sinking  fund  of  our  bonded  debt,  should 
be  exclusively  devoted  to  it.  Either  sourca 
will,  in  the  opinion  of  the  present  Managers, 
soon  be  found  adequate  for  that  purpose. 

The  condition  of  our  bonded  debt  will  be 
shown'_by  the  Treasurer's  report  to  be : 

First  mortgage  bonds   sold $8.'5!M!!!?. 


Second 
Third 


469,2011 
344,100 


Total $1,663,30(1 

They  all  bear  interest  at  seven  per  cent, 
thus  requiring  for  interest  upon  our  present 
funded  debt  per  annum,  $116,431 ;  to  this  add 
amount  of  sinking  fund,  $15,000;  making  to- 
gether the  sum  of  $131,431.  The  company 
has  yet  for  sale  of  its  third  mortgage  bonds, 
$255,900.  Assuming  that  these  are  all  sold, 
then  the  total  bonded  debt  of  the  company 
will  be  $1,919,200,  and  will  require  for  the 
pavment  of  interest  and  sinking  Ifund,  $149, 
344,  leaving  all  above  that  sum  of  the  net 
earnings  to  be  carried  to  dividend  account. 
The  bonds  yet  on  hand,  if  sold  at  the  average 
rates  of  all  our  sales  of  bonds,  (which  is  eighty- 
one  per  cent.,)  with  the  net  income  of  the  cur- 
rent year,  will  furnish  an  amount  of  money 
more  than  sufficient  to  retire  the  floating  debt 
of  the  company. 

What  the  net  earnings  will  be  in  the  future 
can  only  be  estimated  from  the  past.  The  road 
was  opened  to  Warren,  53  miles,  in  July;  to 
Girard,  62  miles,  in  September;  and  to 
Youngstown,  67  miles,  in  November,  1856. 
The  net  earnings  since  that  time  have  been 
as  follows: 

1857.  1838.  1259.  1860. 

$153,7-7  91         $145.024  81         $182.282  96         $238,003  48 

From  the  fact  that  the  receipts  are  entirely 
from  local  traffic,  and  the  further  fact  that  tho 
sources  from  which  trade  arises  are  steadily 
increasing,  the  Managers  feel  warranted  in 
expressing  the  opinion  that  the  receipts  will 
steadily  increase  from  year  to  year  for  many 
years  to  come. 

The  principal  articles  of  freight  are  coal, 
ore,  limestone,  iron,  nails,  glass,  butter  and 
cheese  ;  a  statement  of  the  quantities  of  each 
of  which  carried  during  the  past  year  will  be 
found  in  the  Superintendent's  Report,  here- 
with presented.  A  new  item  of  traffic,  which 
promises  to  be  of  great  importance  to  the 
road,  has  been  developed  during  the  past  year. 
About  ten  miles  north  from  Warren,  and  also 
about  ten  miles  east  from  Youngstown,  rock 
oil  has  been  found  to  exist  in  large  quantities. 
Within  the  past  four  months  more  than  one 
hundred  wells  have  been  sunk,  worked  by 
steam  engines,  many  of  which  are  proving 
highly  satisfactory  to  their  owners.  That  this 
business  is  destined  to  become  one  of  great 
importance,  there  seems  now  to  be  little  doubt. 

All  things  considered,  the  Managers  feel 
warranted  in  saying  to  the  stockholders  that, 
long  as  their  stock  has  been  a  dead  property 
to  them,  the  time  can  not  be  far  distant  when 
they  may  look  for  reasonable  dividends.  The 
bond  holders  can  require  no  further  as- 
surance than  the  exhibits  made  that  the  inter 


592 


THE    RAILROAD    RECORD. 


est  and  principal  can  be  promptly  provided  for 
by  the  road. 

The  Treasurer's  Report  shows  that  the  cost 
of  the  road  proper  and  its  appendages,  has 
been  as  follows,  to  wit: 

Construction $2,086,594  47 

To  equnlize  the  payments  on  stock,  and  at 
the  same  sinie  Induce  prompt  payments,  in- 
terest was  allowed  and  paid  (mostly  in  stock) 
until  August  1,  1857.  This  interest  was 
charged  to  construction  account,  and 
should,  in  estimating  the  cost  of  the  road, 
bededuced, $139,576  62 

SI, 947.(1 17  85 

Real  Estate 250,381  70 

This  is  mainly  for  Lake  and  River  front  at 

Cleveland,  for  coal   and  ore  docks,  which 

wi  1  all  be  required  when  the  road  is  finished, 

and  will  then  be  worth  to  the  company    all, 

and  probably  more  than  its  cost. 

Right  of  way $$93,214  32 

Docks 28,434  50 

This  sum  is  the  amount  paid  for  construction 

of  docks  at  Cleveland,  to  receive  and  store 

coal  and  ore. 
Shops — Including  all  fixed    machinery  and 

tools 35,391  54 

Locomotives •• 109,1)02  15 

Cars 150,240  53 


$2,028,743  71 


Making  the  cost  to  Youngstown 

Or  39,234  90  per  mile. 

The  Managers  and  stockholders  of  this  com- 
pany and  the  Pennsylvania  and  Ohio  Canal 
Company  deemed  it  advisable  to  unite  the  two 
enterprises,  and  thereby  prevent  the  competi- 
tion which  would  tend  to  the  ruin  of  both ; 
and  hence  this  company  invested  through  a 
trustee,  in  the  stock  of  said  company,  $235, 
224  62.  This  arrangement  has  proved  highly 
beneficial  to  both  companies,  and  eminently 
bo  to  the  community  through  which  the  im- 
provements pass,  as  by  it  both  works  are  main- 
tained and  preserved  ;  whereas,  had  they  been 
in  rival  hands,  either  the  canal  or  the  road,  or 
perhaps  both,  would  have  gone  to  the  wall. 

In  view  of  the  difficulties  in  raising  funds, 
subjeetiag  the  company  to  discount  on  bonds, 
and  interest  on  floating  debt,  amounting  to  the 
sum  of  $374,676  71,  and  the  large  amount  in- 
vested in  locomotives,  cars,  shops  and  shop 
materials,  amounting  to  $313,681  92,  the  Man- 
agers flatter  themselves  that  the  exhibit  will 
prove  satisfactory. 

There  has  been  added  to  the  rolling  stock 
of  the  company,  during  the  past  year,  two 
locomotives  and  fifty  coal  cars,  at  a  cost  of 
$40,643  47,  which,  it  is  believed,  will  prove 
sufficient  for  the  business  of  the  road,  for  the 
corniug  year  at  least. 

The  road  bed,  bridges,  station  houses,  and 
rolling  stock,  are  all  in  good  condition. 

It  will  be  observed  that  there  is  yet  due  up 
on  stock  subscription  the  sum  of  §118,192  92, 
much  of  which  is  uncollectable,  and  of  the 
amount  that  can  be  realized,  by  far  the  greater 
portion  is  due  from  parties  residing  on  the 
line  of  the  road  eastward  of  Youngstown,  all 
of  whom  subscribed  with  the  implied  under- 
standing that  they  were  not  to  be  called  upon 
for  payment  until  the  work  should  be  in  pro- 
gress in  their  immediate  neighborhood.  But 
little,  therefore,  can  be  expected  from  this 
item  until  the  work  is  extended  eastward. 
When  this  important  event  will  take  place,  the 
managers  dare  hardly  express  an  opinion. 
The   suspension  of  work   upon  the  North-  I 


Western  Road  deprives  us  of  an  outlet  in  that 
direction,  even  if  our  road  was  finished  to  New 
Castle.  We  have  no  adequate  means  to  build 
our  road  to  New  Brighton,  and  hence,  impor- 
tant as  it  is  that  we  have  direct  Railroad  con- 
nection with  Pittsburg,  we  must  for  the  pre- 
sent look  upon  Youngstown  as  the  eastern  ter- 
minus of  our  road.  From  this  point  we  have 
an  outlet  for  freight  to  the  Ohio  River  by 
means  of  the  Canal.  True,  this  is  inconveni- 
ent and  uncertain,  and  in  consequence  sub- 
jects the  traffic  to  damages  and  delays.  Still 
it  is  advisable  to  put  up  with  all  this,  rather 
than  again  put  all  in  jeopordy  by  the  creation 
of  another  floating  debt. 

The  managers  of  the  company  should,  how- 
ever, avail  themselves  of  the  first  possible 
means  in  their  power  to  finish  the  road  to 
New  Brighton.  The  entire  district  of  country 
traversed  by  the  road  from  Youngstown  to 
New  Brighten,  is  rich  in  coal,  ore  and  lime- 
stone, the  country  is  thickly  populated  with 
an  enterprising  and  wealthy  class  of  men,  thus 
giving  every  assurance  that  the  local  trade 
alone  will  be  amply  sufficient  to  sustain  the 
road  when  built.  In  addition  to  this,  our  road 
would  then  command  at  least  a  share  of  the 
through  business  between  Cleveland  and  Pitts- 
burgh, thereby  adding  to  the  income  of  that 
part  of  the  road  now  in  operation. 

The  managers  take  pleasure  in  calling  your 
attention  to  the  operations  of  the  road  for  ihe 
past  year,  full  particulars  of  which  will  ap- 
pear from  the  reports  of  the  Superintendant 
and  Treasurer,  herewith  submitted  to  you. 

Too  much  commendation  can  not  be  given 
to  the  Superintendent,  Master  Machinist,  Road 
Master,  and  the  several  Conductors,  Engineers, 
and  Brakemen,  for  the  care,  vigilence,  and 
economy  they  have  severally  given  and  exercis. 
ed  in  promoting  the  interests  of  the  company. 
To  these  gentlemen  are  we  indebted  for  our 
ability  to  again  announce  to  you  that  we  have 
passed  through  another  year's  business  with- 
out injury  to  life  or  limb. 

The  following  is  the  Report  of  the  Superin- 
tendent. 

The  operations  of  this  road  for  1S60,  have 
as  follows,  to  wit : 

RECEIPTS. 

Passenger S54,765  01 

Kxpress 1,259  07 

Freight 140,118  39 

Coal 158,713  99 

Mail 3,701  89 

Sale  of  old  materials 5,230  02 


Total. 


-$309,648  97 


OPERATING   EXPENSES. 

Repairs  of  track,  (including  new  rails,  chairs 
spikes  and  ties,  amounting  to  §9,31  55,). 

Bridges 

Docks 

Buildings,  (including  new  station  house  at 
Braceville,  to  re-place  that  destroyed  by  a 
tornado,) 

Fences 

Shops,  (including  new  blacksmith  shop,  to  re- 
place that  burned,) 

Engines 

Passenger  and  baggage  cars 

Freight  and  coal  cars 

Gravel  and  hand  cars 

Running  expenses  of  passenger  trains 

Freight  and  coal  trains 

Gravel  trains 

Damages  to  persons •••• 


$310,420  17 
470  52 
323  91 


1,286  35 
555  53 

3.446  62 
11,634  26 

1.511  95 
12,244  35 

2.313  29 

2,l'36  16 
1274'i  73 

2,071  89 
22  00 


f<"':\ 78  00 

Iieigh! 45)  fft 

Conductors 2.129  96 

Baggage  and  brakemen 4.-- 

Station  expenses ]5,">ij8  29 

Sala'iesand  office  expenses 8,5u4  01 

Legal  expenses 2  427  85 

Water  stations j!w74  18 

Keots i>.4:.,   . 

fu<=' 12,165  56 

Balance  being  net  earnings 238,103  48 

$309,848  97 

Length  of  road C7  miles 

Miles  run  by  passenger  and  freight  trains 64.152 

Coal  and  yard  trains , 121,312 

Gravel  and  wood  trains 24.997 

Total  mileage  of  all  trains 236,461 

1859. 

Gross  earnings,  per  mile  run.  $1  55 

Operating  expenses,  per  mile  run  55  9-10 

Cost  of  fuel  per  mile  run,  (inclu- 
ding that  used  at  shops,  sta- 
sions  and  water  tanks.) 5  4-10 

Op-rating  expenses,  per  centum 
of  earnings 35  7-100 


1800. 


SI  60 
57 


35i 


COMPARATIVE  BUSINESS  OF    1859  AND   I860. 


1859. 

Passencrer $46,882  83 

Express 139  90 

Freight ]17,:M2  45 

Coal 114,130  Ul 

Mail 2.870  53 

Old  materials  xold 2.038  83 


Gross  receipts $285  140  56 

Working  expenses    ..     ...  102,857  60 


1800. 
$54,765  01 

1.259  07 
146.118  39 
158,713  99 

3.761  89 

5,230  62 

$369.M8  97 
131.645  49 

Netearnings S 182 ,282  96     .         5^35,0113  48 

1859.  I860. 

Number  of  passengers 61.180  68,072 

Tons  of  coal 102,255  168.770 

Tons  of  lake  ore 26.095  45,992 

Tons  of  native  ore 4,955  12.224 

Tons  of  lime  stone 1,050  2,748 

Of  the  coal  hauled  as  above  stated,  133,695 
tons  were  delivered  at  Cleveland  and  New- 
burgh,  and  35,075  tons  at  way  stations  east  of 
Newburgh. 

The  principal  articles  of  freight,  in  addi- 
tion to  those  already  enumerated,  were  the 
following  to  wit: 

Butter 597tons. 

Cheese 4,435     *■ 

Pig  iron 8.230    *• 

Bar  iron 4.029    " 

Naila 4.902    u 

Glass 532    *t 

Rock  oil,  since  Aug.  1, 1,701  brls. 

The  rolling  stock  consists  of  12  engines  9 
coal  and  3  wood  burners ;  6  first  class  pas- 
senger cars;  5  baggage  and  mail  cars;  50 
house  freight  cars;  154  eight  wheel  coal  and 
ore  cars;  22  eight  wheel  platform  cars;  9 
eight  wheel  gravel  cars  ;  11  hand  cars;  2  hand 
dump  cars  ;  3  iron  cars. 

The  rolling  stock  is  all  in  good  order;  but 
notwithstanding  the  purchase  during  the  year 
of  two  engines  and  fifty  coal  cars,  has  at 
times  been  insufficient  for  the  convenient  and 
economical  transaction  of  business. 

No  pains  or  necessary  expense  have  been 
spared  in  keeping  track  and  machinery  in 
best  possible  condition. 

I  take  this  occasion  to  return  my  thanks 
to  the  Master  Machinist,  Road  Master,  and 
the  employees  of  the  company  generally,  for 
the  zeal  each  and  all  have  exhibited  in  its  ser- 
vice. 

BALANCE    SHEET. 


Construction. 
Real  estate. . . 
Right  of  way. 

Docks 

Shops ■ 

Locomotives., 
Cars 


DeMor. 
$2,086,594  47 

250.381  76 
93.214  32 
28,434  56 
35.391  5  4 

109.062  IS 

159.240  53 
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Shop  materials 

Fael  , 

Pennsylvania  &  Ohio  canal   stocks 

Stocks  and  bonds...* 

Cash  and  bills  uncollected  in  agents  hands. . 

Cash  in  banks  and  treasuri-r's  hands 

Bills  receivable 

F.  Kinsman,  Trustee 

Sinking  fund 

Sundry  accounts 

Due  from  stock   subscribers 


9,037  70 

500  I'O 

235.224  62 

63.746  25 

5,923  117 

10.107  89 

42,334  65 

21, 500  11 

41,400  CO 

23,5(15  H5 

118,192  92 

$:),3J  1,020  50 


Credit, 
Capital  stock   paid  in    full   and 

issued  ... 993,648  45 

Subscribed,    but    not  paid   in 

full 171,500  00    §1,105,142  45 

First  mortgage  bonds.. (§850,000) 

All  sold 850,C0O  00 

Second  mortgage  bonds  ($500,0011) 

Sold 8469,200  00 

Deposits  with  C.  C.  &  C.  R.  II. 

Co 3(1,000  00 


Third  mortgage  bonds.  ($COH,000) 

Sold 

Bills  payable 

Estate  of  Jacob  Perkins 

Sundry  accounts. 

Profits  and  loss 


EXPENDITURES 


409,200  00 

344  100  00 
175.287  71 
100.0(10  00 
28,894  25 
178,396  18 

83,341,020  59 


Operating  expenses $131,845  41 

First  mortgage  coupons — 

Due  in  1800 $55,475  50 

Due  previously 665  00 


56,122  50 


42,353  50 


Second  mortgage  coupons — 

Dnein   IHlj'o $32,558  50 

Due  previously 9,795  (0 

Thiro  mortgage  coupons — 

Duein    i860 §2,789  50 

Due  previously 10  50 

2,800  00 

"-••''est 31,846  23 

Exchange 3,872  9  > 

.- 4,':29  75 

96.278  54 


Balance  being  net  profit. . 


$3i  9  848  97 


The  balance  sheet  of  the  Treasurer  is  as 
follows : 

Directors. — David  Tod,  Youngstown ;  Chas. 
Smith,  Fred'k  Kinsman,  Dudley  Baldwin  War- 
ren; Reuben  Hitchcock,  Painsville;  Joseph 
Perkins,  Henry  B.  Perkins,  Cleveland;  James 
Magee,  Philadelphia,  Pa. ;  E.  VV.  Cunningham, 
New  Castle  Pa  ;  David  Tod,  President ;  Chas. 
L.  Ehodes,  Vice  President  and  Superintend- 
ent ;  O.  M.  Burke,  Secretary  and  Treasurer ; 
George  Eobinson,  Engineer;  John  Young, 
Master  Machinist;  Cleveland. 


Boston  and  Worcester  Railroad. — The 
income  from  passengers  was  $559,027  67; 
freight,  $451,543  44;  mails,  $14,892  84;  rents, 
$17,794  79;  balance  of  interest,  $2.43127; 
making  a  total  of  $1,045,683  01,  against 
$1,067,070  73  last  year.  The  total  expendi- 
tures for  working  the  road  were  $546,133  34, 
or  about  52  1-2  per  cent.,  against  $555,545  35 
last  year,  and  leaving  $499,549  66,  or  almost 
half  a  million  of  dollars  for  stockholders,  &c. 
Out  of  this  were  paid  for  reducting  curvatures 
at  Brighton,  including  two  iron  bridges,  $26,- 
968  25;  and  the  loss  caused  by  the  fire  in 
Boston — machine  shop,  engine  house,  tools, 
and  engines — in  March  last,  $55,049  77;  less 
insurance,  $21,752  49;  total  loss,  S33.297  28; 
two  dividends  of  4  per  cent,  each  $360,000; 
leaving  a  surplus,  after  meeting  the  heavy 
and  extraordinary  charges  just  named,  of 
$79,284  13. — Am.  Railway  Review. 


EXTRACTION  OF  SILVER  FROM  ITS 

ORES. 

The  Mining  Magazine  for  January,  1861, 
contains  a  very  interesting  paper  by  Dr.  E. 
H.  Lamborn,  on  the  recent  improved  method 
of  extracting  silver  from  its  ores.  As  this  is 
a  subject  of  great  general  interest  at  the  pre- 
sent time,  we  shall  transfer  the  paper  to  our 
columns  : — 

Three  methods  of  extracting  silver  by  the 
"WTet  Way,"  from  argentiferous  ores  or  fur- 
nace products,  have  been  invented  in  Ger- 
many and  brought  into  use  within  the  last 
twenty  years.  During  the  six  months  just 
passed,  I  have  had  the  pleasure  of  studying 
all  three  of  these  plans  in  considerable  detail, 
and  in  the  case  of  two  of  them,  enjoying  at 
the  same  time  the  friendly  attentions  of  their 
scientific  inventors. 

The  recent  discoveries  of  rich  silver  ores 
in  Nevada  and  Arizona,  and  the  general  in- 
terest that  has  been  exhibited  throughout  the 
whole  of  our  country,  in  facts  relating  to  the 
processes  of  winning  the  precious  metal  from 
its  various  natural  and  artificial  compounds, 
induces  me  to  give,  in  three  brief  letters,  the 
outline  of  the  three  above  mentioned  methods, 
each  of  which  has  been  found,  in  the  locality 
in  which  it  is  used,  much  more  profitable  than 
the  method  which  it  has  superseded. 

In  point  of  priority  of  date,  the  plan  of 
Hiittenmeister  Augustin  stands  first.  It  was 
invented  about  the  year  1845,  and  brought 
gradually  into  use  at  Gottesbelohnung  furnace, 
near  Eisleben,  in  Prussia.  It  has  given  place 
to  the  plan  next  to  be  mentioned,  but  is  now 
used  in  ^Saxony  and  in  Hungary.  The  dis- 
tinguished peculiarity  of  this  plan  is  to  be 
found  in  the  fact  that  the  silver  is  converted 
by  a  chlorizing  roasting  into  chloride  [AgCl.] 
and  then  dissolved  away  from  its  impurities 
by  means  of  a  hot  concentrated  solution  of 
common  salt.  This  plan  may  hence  be  ap- 
porpriately  called  "Silver  extraction  with  salt 
water." 

The  second  method,  which  was  also  invent 
ed  in  the  vicinity  of  Eisleben,  by  Huttenmeis- 
ter Ziervogel,  another  officer  of  the  Mansfeld 
Mining  and  Smelting  Company,  consists  es- 
sentially in  converting  the  silver  into  a  sul- 
phate or  vitriol,  [AgO.  SO  3]  by  means  of  a 
very  careful  roasting  of  the  sulphides  of  silver, 
copper  and  iron  in  a  draught  of  air,  and  then 
dissolving  out  this  soluble  salt  with  hot  water. 
From  the  nature  of  the  solvent  this  plan  may 
be  known  as  "Silver  extraction  wilh  hot  wa- 
ter." It  is  now  in  use  at  the  Gottesbelohnung 
furnace,  and  at  Swansea  in  Wales. 

The  third  and  most  recently  invented  me 
thod  is  that  of  Von  Patera,  "Mettallurgic 
Chemist  for  all  Austria."  It  is  in  use  at 
Joachimsthal,  and  has,  as  far  as  I  am  aware, 
never  yet  been  described  with  any  degree  of 
minuteness.  It  consists  essentially  in  a 
transformation  of  the  silver  of  the  ores  into 
a  chloride,  by  roasting  with  common  salt,  and 
a  subsequent  dissolving  out  of  the  same 
with  a  solution  of  the  Hyposulphite  of  soda, 
[NaO.  S2O2]  and  precipitating  the  silver 
from  this  solution  as  a  sulphide,  by  means 
of  five-fold  sulphide  of  sodium,  [NaSs.]  The 
process  may  hence  be  denominated  "Silver 
extraction  with  Hyposulphite  of  soda." 

VON  PATERA'S   EXTRACTION   WITH   HYPOSULPHITE 
OP  SODA. 

The  ores  of  Joachimsthal  are  remark ible 
for  the  number  of  their  constituent  minerals. 
More  than  a  hundred  different  species  have 


been  described  as  occurring  in  the  veins  that 
produce  the  precious  metal.  Among  these 
may  be  mentioned  the  various  compounds  of 
silver,  copper,  lead,  bismuth,  uranium,  iron, 
nickel  and  cobalt,  with  sulphur,  oxygen,  ar- 
senic and  antimony.  The  ores  are  further 
remarkable  for  their  richness.  In  this  respect 
they  exceed  those  of  most  European  mines. 
When  the  whole  amount  of  mineral  delivered 
to  the  furnace  is  reckoned,  the  silver  produced 
will  be  found  to  constitute  over  one  per  cent., 
and  many  hundred  weight  are  worked,  from 
which  eight  and  even  fourteen  per  cent,  of 
silver  is  extracted.  The  fuel  used  is  brown 
and  stone  coal,  wood  and  charcoal.  The  first 
is  cheap,  the  second  comparatively  dear,  and 
the  third  and  fourth  are  becoming  each  year 
less  abundant.  Labor,  on  the  other  hand, 
can  be  had  at  low  rates;  a  good  workman  re- 
ceiving only  25  to  30  cents  per  day  of  12 
hours,  at  the  same  time  finding  himself.  I 
mention  these  items,  since,  as  every  metallur- 
gist knows,  each  has  a  weight,  more  or  less 
important,  in  influencing  the  nature  of  the 
plan  most  advisable  to  be  adopted  in  reducing 
the  metal  from  the  ores.  Rich  ores  can  not 
always  be  worked  in  the  same  manner  as 
poor  ones;  the  presence  or  absence  of  certain 
mineralizing  constituents  often  changes  en- 
tirely the  plan  of  reduction;  a  region  abound- 
ing in  fuel  requires  a  different  system  from 
that  in  use  in  one  wanting  the  means  of  pro- 
curing heat.  The  ores  of  Joachimsthal  are 
delivered  from  the  mines  to  the  furnaces  in 
the  condition  of  powder,  and  are  stored  until 
required  in  appropriate  houses. 

The  first  operation  consists  in  Roasting. 
This  is  done  in  a  reverberatory  furnace,  which 
presents  several  peculiarities  that  recommend 
it  to   the   consideration   of  metallurgists   in 
genera!. 

The  usual  long  narrow  hearth,  broad  fire- 
bridge, and  short  fire-place,  is  here  replaced 
by  a  hearth  9  feet  9  inches  across,  and  6  feet 
in  the  direction  taken  by  the  flame — -that  is, 
between  the  fire-bridge  and  the  chimney.  The 
fire-bridge,  instead  of  being  2  feet  broad,  as  is 
the  case  with  many  English  furnaces,  is  here 
but  6  inches;  and  the  fire-place,  instead  of 
passing  along  but  about  one  third  of  the  size 
of  the  furnace,  is  four-fifths  as  long  as  the 
hearth.  The  advantages  secured  by  these 
proportions  are  obvious  to  one  observing  the 
action  of  the  apparatus.  The  broad  and  short 
hearth  makes  possible  an  equal  and  high  heat 
over  its  whole  surface ;  the  long  fire-place  al- 
lows no  portion  of  the  charge  to  remain  in 
remote  corners,  beyond  the  reach  of  the  in- 
tense fire,  forming  what  is  called  "  dead 
space,"  and  the  narrow  fire-bridge  absorbs  less 
heat,  and  allows  the  flames  to  have  a  more 
direct  effect  upon  the  contents  of  the  hearth, 
than  where  a  broad  mass  of  brick-work  inter- 
venes between  the  grate  and  the  roasting  ore. 
The  fire-bridge  is  a  tube  of  cast  iron,  pro- 
tected by  a  heavy  coating  of  clay,  and  having 
8  or  10  small  openings  on  the  side  toward  the 
hearth.  A  boiler  attached  to  the  furnace,  but 
heated  with  a  separate  fire,  produces  steam, 
with  a  pressure  of  about  4  lbs.  to  the  square 
inch,  and  this  can  be  conducted,  when  desired, 
through  the  tubular  fire-bridge,  and  allowed 
to  stream  out  of  the  appertures  upon  the  roast- 
ing ore. 

The  crushed  ore  is  placed  in  charges  of  4 
cwt.  upon  the  hearth  of  the  above  described 
furnace,  and  treated  with  a  light  fire  of  wood 
and  stone  coal.  As  a  portion  of  the  sulphur 
and  other  valatile  substances  that  render  the 
mass  fusible,  are  driven  off,  a  stronger  fire  is 
made  and  continued  until  the  charge  is  drawn. 
Vapor  is  not  admitted  at  first,  but  when  the 
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ore  has  reached  a  red  heat,  the  pipe  commu- 
nicating with  the  boiler  is  opened,  and  as 
much  steam  allowed  to  pass  over  the  heated 
surface  as  is  possible,  without  decreasing  its 
temperature  below  that  necessary  for  the  pro- 
per chemical  changes  to  go  forward.  This 
the  workman  readily  perceives  by  the  color  of 
the  ore  upon  the  hearth. 

In  four  hours  the  first  process  is  complete, 
and  the  ore  which  has  not  been  allowed  to 
rise  to  a  sufficiently  high  temperature  to  clot, 
is  drawn,  permitted  to  cool,  mixed  with  about 
6  per  cent,  of  common  salt,  and  carried  to  a 
mill,  where  it  is  ground  to  fine  powder.  It  is 
brought  now,  a  second  time,  to  the  furnace, 
to  undergo  what  is  known  as  the  "good  roast- 
ing." 

Three  hundred  weight  are  treated  at  once, 
in  this  case,  the  powder  being  first  intimately 
mixed  with  6  to  12  per  cent,  of  common  salt, 
the  amount  depending  on  the  composition  of 
the  ore,  and  with  2  to  3  per  cent  of  iron  vitriol. 
This  mixture  is  placed  upon  the  hearth.  In 
about  an  hour  after  being  brought  under  the 
influence  of  the  fire,  a  red  heat  is  reached, 
then  vapor  is  let  on  as  before,  and  stirring 
commences.  The  fire  is  gradually  made 
stronger,  and  the  ore  is  moved  back  and  forth 
with  the  rake  of  the  workman,  for  a  period 
varying  from  6  to  16  hours,  depending  upon 
the  nature  of  the  ore,  when  it  is  taken  from 
the  furnace,  and  passed  through  a  sieve. 

The  object  of  adding  the  salt  is  to  form  a 
chloride  with  the  silver;  and  the  vitriol  fur- 
nishes a  means  of  decomposing  the  salt  when 
a  sufficient  quantity  of  sulphates  are  not  oth- 
erwise present,  and  the  steam  makes  the  com- 
bination of  the  chlorine  and  the  silver  more 
certain,  and  by  condensing  the  vapor  in  the 
chimney  and  in  chambers  arranged  for  the 
purpose,  thus  catching  the  finely  divided  and 
chemically  combined  silver  before  it  can  reach 
the  air,  produces  a  saving  of  10  per  cent,  of 
the  precious  metal,  thus  in  fact  making  prac- 
ticable this  method  of  treating  rich  silver 
ores. 

THE   EXTRACTION. 

The  roasted  ore,  in  which  all  or  nearly  all 
the  silver  exists  in  the  form  of  a  chloride,  is 
now  placed  in  large  tubs,  and  hot  water  al- 
lowed to  pass  through  it,  thus  dissolving  out 
such  soluble  salts  as  may  have  been  produced 
in  the  roasting;  the  chloride  of  silver  being 
insoluble  in  water,  is  unaffected  by  this  treat- 
ment. The  ore  is  then  cooled  by  passing  cold 
water  through  it,  and  removed  to  tubs  holding 
2  cwt.  and  a  solution  of  the  hyposulphite  of 
soda  allowed  to  pass  through  it.  This  fluid 
has  the  property  of  dissolving  a  large  quantity 
of  the  chloride  of  silver,  and  in  a  period  de- 
pending in  length  upon  the  amount  of  silver 
present,  but  varying  from  12  to  48  hours,  the 
silver  nearly  all  passes  into  solution,  and  is 
collected  in  large  tubs  upon  the  lower  floor  of 
the  building. 

The  process  of  precipitating  the  silver  from 
this  solution,  and  thus  obtaining  in  a  solid 
form,  preparatory  to  reducing  it  to  a  metallic 
and  salable  condition,  is  as  peculiar  as  the 
method  of  dissolving  it  from  the  ore. 

Large  quantities  of  five-fold  sulphide  of 
soda  are  prepared  at  the  furnace  by  a  simple 
plan,  well  understood  by  chemists,  and  brought 
to  the  extraction  as  a  solution,  in  large  stone- 
ware bottles.  A  tub  containing  80  gallons  of 
the  silver-holding  liquor,  is  treated  with  seve- 
ral bottles  of  the  solution  of  sulphide  ;  the 
sulphur  leaves  the  sodium  and  attaches  itself 
to  the  silver,  which  falls  to  the  bottom  in  the 
form  of  a  black  paste — as  sulphide  of  sulphur. 
All  the  silver  in  the  liquor  must  thus  be  pre- 
cipitated, but  not  a  drop  of  the  sulphide  of 


sodium,  beyond  what  is  necessary  for  this  pur- 
pose, must  be  added.  This  exact  point  of 
saturation  is  determined  by  many  simple  tests, 
and  when  it  has  been  reached,  the  contents 
of  the  tub  are  allowed  to  settle,  and  the  desil- 
verized liquor  in  a  few  hours  becomes  quite 
clear,  and  is  removed  by  means  of  a  syphon  to 
a  reservoir,  to  be  used  again  in  the  extraction. 
One  of  the  advantageous  peculiarities  of  this 
system  is  the  circumstance  that  the  solution 
of  hyposulphite  of  soda  does  not  grow  weaker 
by  time  and  use;  14  pounds  were  dissolved  in 
water  to  commence  the  operation,  two  years 
ago,  and  since  that  period  no  direct  addition 
has  been  made.  This  essential  salt,  however, 
is  continually  renewed  through  the  addition 
of  the  sulphide  of  sodium  liquor,  which,  it 
is  well  known,  after  standing  in  the  air,  al- 
ways contains  a  certain  quantity  of  the  hypos- 
ulphite. 

The  sulphide  of  silver  is  now  collected  from 
the  bottom  of  the  tub,  placed  in  hempen  bags, 
allowed  to  drain,  and  then  pressed  beneath  a 
screw  press  until  it  adheres  together  in  the 
form  of  a  cake.  It  is  now  dried,  washed  a 
second  time,  and  the  moisture  again  driven 
off  by  allowing  it  to  remain  on  trays  in  a  hot 
room.  It  then  comes  into  a  muffle,  where  it  is 
exposed  to  a  glowing  temperature  and  a  cur- 
rent of  air,  so  that  the  sulphur  is  almost  en- 
tirely burnt  out,  and  a  metallic  sponge  re- 
mains. This  product  is  put  in  plumbago  cru- 
cibles and  smelted  with  the  addition  of  a  small 
quantity  of  iron  to  carry  away  the  sulphur 
that  may  yet  remain,  and  thus  a  silver  with 
.980-1000  to  .985-1000  fineness  is  produced, 
which  is  sent  at  once  to  the  Vienna  mint. 

At  present  about  3000  pounds  of  silver  are 
obtained  per  year  by  this  method,  and  it  has 
been  shown  that  to  extract  a  pound  from  the 
ore  requires  an  expenditure  of  $2  44,  while 
the  method  of  smelting  with  lead  in  the  well 
known  manner,  which  it  replaced,  necessi- 
tated an  outlay  in  1853  of  §4  02  per  pound  of 
metal  won. 

The  detail  of  this  process  is  the  result  of 
the  labor  of  Von  Patera,  but  the  idea  sprang 
fram  a  proposition  first  made  public  by  Dr. 
John  Percy,  the  English  metallurgist,  I  be- 
lieve, in  the  year  1848.  In  my  next  letter  I 
will  describe  "Ziervogel's  extraction  of  silver 
with  warm  water,"  as  practiced  at  the  Gottes- 
helohnung  furnace  near  Eisleben. 

TO  BE  CONTINUED. 


£THE   WISCONSIN   FARM    MORT- 
GAGES- 

In  relation  to  the  railroad  farm  mortgages 
in  Wisconsin,  the  Governor  of  that  State,  in 
his  late  message,  remarks  : 

There  is  a  class  of  securities  called  Railroad 
Farm  Mortgages,  which  are  hanging  over 
some  of  our  best  farms,  and  are  embarrassing 
a  great  majority  of  the  best  men  in  the  State. 
The  aggregate  amount  of  those  mortgages  is 
estimated  at  five  millions  of  dollars.  They 
cover  lands  valued  at  least  at  fifteen  millions 
of  dollars.  Between  five  and  six  thousand 
men  are  involved  in  these  peculiar  liabilities. 
They  were  executed  upon  the  pretense  that 
they  were  to  be  used  as  collateral  security  for 
loans  of  money  made  by  the  railroad  compa- 
nies. They  were  conceived  in  fraud,  and 
sold  orjjtransferred  in  fraud,  by  the  directors, 
or  agents,  of  some  of  these  companies.  While 
some  of  these  directors  and  agents  were  inno- 
cent of  these  deceptions  upon  the  farmers,  the 
men  who  controlled  these  financial  operations 
were  dishonest,  and  sought  not  a  public  bene- 
fit, or  to  aid  public  enterprise,  but  their  own 
aggrandizement. 


The  State  can  not  afford  to  lose  the  labor 
and  energy  and  enterprise  of  five  thousand  of 
its  citizens,  nor  can  the  State  afford  to  suffer 
fifteen  millions  of  dollars  of  the  earnings  of 
these  men  to  feed  the  hungry  jaw  of  a  gigan- 
tic swindle.  Every  legitimate  means  warrant- 
ed by  law  and  good  faith  should  be  used  for 
their  relief.  The  railroad  companies  ought 
to  be  able  to  relieve  these  mortgages. 

As  a  measure  of  relief,  a  new  disposition  of 
a  portion  of  the  grant  of  lands  made  by  Con- 
gress to  the  State  in  trust  for  railroad  pur- 
poses, and  turned  over  by  the  State  to  the  La 
Crosse  and  Milwaukee  Railroad  Company, 
might  be  made,  with  the  consent  of  Congress. 
In  case  all  that  portion  of  the  grant  not  sold 
to  the  St.  Croix  and  Lake  Superior  Railroad 
Company  is  not  to  be  given  to  a  new  compa- 
ny to  carry  out  the  designs  of  Congress,  and 
under  conditions  which  shall,  beyond  contin- 
gency, save  the  farm  mortgagors,  I  suggest, 
for  your  consideration,  a  memorial  to  Con- 
gress, asking  that  the  act  making  the  grant  to 
the  State  be  so  changed  as  to  give  the  State 
absolute  control  of  the  same,  so  far  as  rights 
of  private  parties  or  companies  have  not  be- 
come legally,  permanently  fixed.  That  relief 
granted  by  Congress — which  could  unques- 
tionably be  obtained  if  an  energetic  effort 
should  be  made  for  the  purpose — the  lands 
could  be  sold  at  some  price,  the  minimum  of 
which  should  be  fixed  by  law,  and  the  pro- 
ceeds used  to  relieve  the  mortgagors  directly, 
or  to  aid  the  companies,  or  their  representa- 
tives, in  relieving  these  farmers  of  such  un- 
conscionable burdens. 


TOLLING  THE  CENTRAL  RAILROAD. 

Our  readers  are  aware  that  a  suit  was  com- 
menced last  summer,  by  the  State  of  New 
York,  against  the  New  York  Central  Railroad, 
for  arrearages  of  toll  to  the  amount  of  §5,000,- 
000,  alleged  to  be  due  the  State  from  said  cor- 
poration. The  foundation  of  the  claim  is, 
that,  when  the  present  Constitution  of  this 
State  went  into  force  in  1857,  the  tolls  upon 
railroad  freights  formed  a  part  of  the  revenue 
of  the  State  canals,  and  that,  as  the  Constitu- 
tion forbid  these  revenues  to  be  diverted  from 
certain  purposes  to  which  they  had  been  ap- 
priated,  therefore,  the  act  of  the  Legislature 
passed  in  1851,  abolishing  tolls  on  railroads, 
was  unconstitutional  and  void. 

Mr.  Chas.  P.  Kirkland,  a  distinguished  law- 
yer of  this  city,  and  who  was  a  member  of  the 
constitutional  convention  of  1846,  from  Oneida 
Countv,  and  well  acquainted  with  the  spirit 
and  intention  of  the  amendment  then  incorpo- 
rated upon  the  organic  law  of  the  State,  and 
now  relied  upon  by  the  Attorney-General,  has 
recently  published  a  pamphlet,  in  which  he 
reviews  the  claim  set  up  by  the  State  for  the 
tolls  in  question.  As  the  question  is  one  of 
general  importance,  we  shall  extract  so  much 
of  Mr.  El's  pamphlet,  a3  refers  immediately  to 
the  subject. 

After  enumerating  the  specific  obligations 
which  certain  of  the  ten  roads  that  were  in- 
cluded in  the  consolidation  were  under  in  re- 
gard to  paying  tolls,  when  the  convention  as- 
sembled in  June,  1S46,  Mr.  K.  says: 

"  Thus,  at  the  time,  one  of  those  companies 
had  for  ten  years  been  liable  to  the  payment 
of  tolls,  five  of  them  had  been  been  liable  for 
two  years,  and  the  remainder  were  not  liable  at 
all;  "indeed,  several  of  them,  as  'the  Syracuse 
and  Utica  direct,'  and  '  Mohawk  Valley,'  were 
not  then  in  existence.  This  was  the  state  of 
facts  in  reference  to  this  point,  at  the  time  of 
the  framing,  the  adoption,  and  the  going  into 
effect  of  the  Constitution. 
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"No  law  then  provided  or  declared  that  the 
tolls  payable  by  these  were  to  be,  or  were,  any 
part  of  the  canal  fund,  or  were  to  be  applied 
as  canal  funds  were  ;  much  less  that  formed 
any  part  of 'the  revenues  of  the  State  canals.' 
The  acts  requiring  their  payment  merely  pro- 
vided that  '  the  companies  should  pay  to  the 
commissioners  of  the  canal  fund  tolls  on  pro- 
perty transported  by  them,  not  exceeding  the 
rates  of  canal  toll  on  the  same  kind  of  proper- 
ty.' (Laws  of  1836,  page  424;  Laws  of  1844, 
pages  518,  519.)  The  imposition  of  these 
tolls  was  no  part  of  the  general  and  perma- 
nent policy  of  the  State,  in  reference  to  the 
revenues  for,  or  from,  the  canals,  as  is  mani- 
fest from  the  fact,  that  no  general  rule  was 
prescribed  on  the  subject;  tolls  had  been  im- 
posed on  some  corporations,  while  others, 
similarly  situated  in  reference  to  the  canals, 
were  not  thus  burdened;  the  imposition  was 
partial  and  local,  and  was  then  (at  the  time 
of  the  sitting  of  the  convention),  as  is  above 
seen,  a  very  recent  imposition,  none  of  the  com- 
panies, except  one,  having  been  subjected  to 
it  for  a  period  not  exceeding  two  years  prior 
to  June,  1846.  It  was  at  that  time  a  mere  ex- 
periment; in  its  very  nature  designed  to  be 
but  an  experiment;  and,  as  will  soon  be  seen 
from  high  authority,  was  at  that  very  time  re- 
garded, not  only  as  an  experiment,  but  as  one 
of  very  doubtful  policy,  and  indeed  fraught 
with  danger  to  the  financial  and  commercial 
interest  of  the  State." 

The  first,  second,  third  and  sixth  sections  of 
the  seventh  article  of  the  Constitution  are 
those  relied  upon  by  the  Attorney-General. 
These  sections  set  apart  the  revenue  and  sur- 
plus revenues  of  the  canals,  "after  paying  ex- 
penses of  collection,  superintendence,  and  re- 
pairs," to  the  amount  of  certain  contributions 
toward  the  canal  and  general  debt  of  the 
State,  the  expenses  of  government  and  com- 
pletion of  the  canals.     Mr.  Kirkland  says  : 

"  Now,  no  one,  I  apprehend,  can  read  these 
first,  second,  and  third  sections,  and  not  say 
at  once,  apart  from  all  ancillary  matter  in  aid 
of  the  construction  (of  which  there  is,  as  I 
shall  show,  abundance  of  the  most  decided 
and  overwhelming  character),  that  '  these  re- 
venues of  the  State  canals,'  these  '  surplus  re- 
venues,' were  what  remained  of  the  annual 
tolls  and  water  rents  of  the  canals  'after  pay- 
ing the  expenses  of  collection,'  &c.  These 
'revenues'  and  these  'expenses  of  collection,' 
from  their  very  position  in  the  sentence,  ne- 
cessarily relate  to  the  same  subject  matter; 
they  can  not  be  dissevered;  the  revenues  must 
be  the  product  of  the  fund,  in  reference  to 
which  the  'expenses'  were  to  be  paid,  and  the 
'revenues'  would,  of  necessity,  be  what  re- 
mained after  paying  these  '  expenses.' 

"It  is  an  historical  fact,  that  the  tolls  and 
rents  of  the  surplus  waters  were  at  that  time 
the  item  of  income  proceeding  from  the  ca- 
nals ;  that  it  was  the  '  collection  '  of  these,  and 
the  'superintendence,'  &c,  of  the  canals  that 
created  the  'expenses;"  and  that  no  'ex- 
pense' did  or  could  accrue  to  the  State  in  the 
'  collection '  of  the  tolls  imposed  on  the  railroad 
companies,  or  in  'superintending  or  repair- 
ing' these  roads  in  any  way.  The  'revenues 
of  the  State  canals'  must  ex  vi  termini,  be 
something  proceeding  from,  or  arising  out  of, 
them  or  their  appurtenances  by  their  use,  and 
not  from  a  use  of  a  thing,  not  part  of  them, 
nor  in  any  way  connected  with  them.  The 
railroad  tolls  in  question  are  in  the  nature  of 
a  compensation  for  a  privilege;  they  do  not 
arise  from  and  are  not  caused  by  the  canals, 
and  could,  on  the  ground  on  which  they  are  im- 
posed, just  as  well  have  been  imposed,  if  the 
canals  had  never  existed." 

Mr.  K.  proceeds  to  multiply  arguments  in  ' 


support  of  his  construction.  He  mentions,  as 
specially  important  in  this  connection,  the 
fact,  that  when  the  present  State  Constitution 
went  into  force  in  January,  1847,  no  law  ex- 
isted declaring  railroad  tolls  to  form  part  of 
the  canal  fund,  or  requiring,  or  authorizing, 
them  to  be  applied,  as  canal  tolls  were  applied, 
the  first  law  to  that  effect  being  adopted  in 
May  following. 

Mr.  K.  presents  several  considerations  which 
in  his  judgment  show  the  injustice  of  the 
claim  now  set  up  by  the  State,  such  as  that  the 
Central  Railroad  Company  accepted  its  char- 
ter on  the  faith  of  the  aet  of  July,  1851,  and 
that  the  several  corporations,  subsequently 
consolidated,  would  not  have  consented  to 
abandon  the  original  charter  right  to  charge 
three  cents  a  mile  for  passengers  instead  of 
two,  unless  with  the  understanding  that  tolls 
were  abolished  by  the  act  of  1851.  Though 
this  line  of  argument  would  not,  as  Mr.  K.  ad- 
mits, justify  the  nullification  of  a  constitutional 
prohibition,  yet  he  insists  that  no  juidicial  tri- 
bunal can  be  justified  in  holding  the  legis- 
lative act  void,  unless  any  other  construction 
is  impossible.     In  this  connection  he  says: 

"Instead  of  this  being  that  clear  and  un- 
doubted case,  it  has,  I  trust,  already  been 
shown,  that  it  is  a  case  precisely  the  reverse; 
a  case  where  the  language  used,  according  to 
its  grammatical  construction  and  its  plain  and 
ordinary  import — according  to  its  actual  use 
and  understanding  by  the  body  by  whom  it  was 
used,  as  demonstrated  by  its  cotemporaneous 
use  by  them  shown  by  the  written  evidence, 
and  tested  by  the  existing  facts  and  surround- 
ing circumstances  as  above  stated — can  not, 
without  a  palpable  perversion  of  the  words  and 
a  disregard  of  the  universally  admitted  rules 
of  construction  in  such  cases,  be  deemed  to 
have  the  meaning,  and  to  produce  the  effect, 
claimed  by  the  Attorney-General." 

The  pamphlet  will,  no  doubt,  receive  the 
careful  consideration  of  the  large  interest  to 
be  affected  by  the  final  decision  of  the  ques- 
tion now  pending  between  the  people  and  the 
Central  Road. — Am.  Railway  Review. 


The 


EAILROAD  DECISION. 

Pennsylvania    Railroad     Company  vs. 
Sarah  Vandever. 


1.  In  an  action  under  the  act  of  April  26th, 
1855,  against  a  railroad  company,  in  case  of 
death  by  negligence,  it  is  the  duty  of  the 
Court  to  give  instructions  to  the  jury  as  to  the 
true  measure  of  damages,  and  the  Court  can 
not  lay  down  any  broad  rule  under  which  the 
jury  may  think  it  within  their  provinces  to  give 
solatium,  or  vindictive  damages. 

2.  The  sum  that  may  be  recovered  by  the 
plaintiffs  in  such  a  ease  is  the  pecuniary  loss 
they  have  suffered  from  the  death  of  their  re- 
lative, and  nothing  more. 

Error  to  Common  Pleas  of  Chester  County. 
Opinion  by  Read,  J.— the  only  real  error 
assigned  in  this  case  is  to  the  charge  of  the 
Judge,  on  the  subject  of  damages,  which  was 
in  these  words :  "The  question  of  damages  is 
for  you ;  should  you  fell  it  necessary  to  exam- 
ine that  question,  let  fair  and  exact  justice  be 
your  guide,  and  your  even  good  sense  will  de- 
termine it."  This  was  clearly  wrong,  and  is 
covered  by  the  decision  of  this  Court  in  the 
Pennsylvania  Railroad  Company  v,  Zebe,  9 
Casey,  318.  Under  Lord  Campbell's  act,  it 
is  now  entirely  settled  in  England,  that  actual 
pecuniary  damage  must  be  proved  to  have  been 
sustained  by  the  relatives  of  the  deseased  per- 
son, and  that  the  person  for  whose  benefit  the 
action  i3  brought  had  some    pecuniary   inter- 


est in  the  life  of  the  person  killed.  It  was 
intended  by  the  act,  to  give  compensation  for 
damages  actually  sustainted,  and  not  to  ena- 
ble persons  to  sue  in  respect  of  some  imagi- 
nary damage,  and  so  punish  those  who  are 
guilty  of  negligence  by  making  them  pay 
costs.  The  present  Lord  Chancellor  Camp- 
bell, in  the  late  case  of  the  Attorney  General  v. 
Brunsing,  in  the  House  of  Lords  (3  Law  Times, 
R.  W.  J,  p.  36)  decided  on  the  23d  May  last, 
says  :  "It  is  here  urged  that  probate  is  only  to 
be  granted  of  that  which  is  of  definite  value  ; 
that  the  executor  could  have  put  no  definite 
value  on  his  right  to  sue  upon  this  contract, 
and  that  an  executor  might  as  well  be  called 
upon  to  include,  in  his  return  of  the  estate 
and  effects  of  the  testator,  the  value  of  his 
hope  of  recovering  damages  under  a  recent 
act  of  Parliament,  if  the  testator  had  come  to 
his  death  by  the  negligence  of  a  railway  com- 
pany. But  this  is  only  a  renewal  of  the  ob- 
jection that  the  only  course  for  the  executor 
to  take,  was  to  sue  for  damages  in  respect  of 
the  breach  of  contract,  waiving  his  remedy  by 
bill  for  specific  performance,  or  by  petition, 
by  which  the  exact  amount  of  the  purchase 
money  might  have  been  recovered.  The  sum 
to  be  covered  in  case  of  death  by  negligence, 
truly  would  not  be  subject  to  probate  duty,  for 
it  is  not  made  part  of  the  estate  of  the  deceas- 
ed, and  on  the  contrary,  the  act  of  Parlia- 
ment directs  it  to  be  appointed  among  the 
family  of  the  deceased,  according  to  thepecu- 
niary  loss  which  they  are  supposed  respec- 
tively to  have  suffered  from  the  bereavement." 
This  is  clearly  the  meaning,  also,  of  our  act  of 
the  26th  of  April,  1855,  which  limits  the  per- 
sons, entitled  to  recover  damages,  to  the  hus- 
band, widow,  children  and  parents  of  the  de- 
ceased, and  which  provides  that  the  money  re- 
covered shall  go  to  them,  in  the  proportion 
they  would  take  his  or  her  personal  estate,  in 
case  of  intestacy,  and  that  without  liability 
to  creditors.  The  sum  to  be  recovered  is, 
therefore,  the  pecuniary  loss  which  the  plain- 
tiff have  suffered  from  the  death  of  their  re- 
lative, and  this  is  made  more  certain  by  the 
provision  that  no  other  relative,  and  of  course 
no  other  person  than  those  named,  can  recov- 
er anything  ;  as  to  all  the  world  except  the 
designated  relatives,  the  old  law  remains.  The 
Scotch  law  differs  from  the  English  law  both 
as  to  the  rights  to  recover  and  the  measure  of 
damages  ;  the  former  including  a  solatium  for 
wounded  feelings,  as  well  as  an  indemnifica- 
tion for  damages.  (Patterson  vs.  Wallace,  1 
Macq.  House  of  Lord's  cases,  748;  Patter- 
son's Compendium  of  English  and  Scotch 
Law,  p.  183,  note  4.)  And  it  would  seem  that 
the  same  doctrine  prevailed  by  the  cival  law 
and  by  the  law  of  France.  (Cary  vs.  Berk- 
shire Railroad  Company,  1  Cushing,  p.  480.) 
Such,  however,  is  not  the  measure  of  dama- 
ges in  Pennsylvania,  nor  we  believe  in  most 
of  our  sister  States,  it  being  confined  to  the 
pecuniary  loss,  and  not  including  any  solati- 
um whatever.  In  this  view  of  the  subject,  it 
is  clear  that  the  Court  below  should  have  giv- 
en definite  instructions  to  the,  jury  as  to  the 
true  measure  of  damages,  for  under  the  broad 
rule  laid  down  they  might  have  thought  it 
within  their  province  to  give  a  solatium  for 
wounded  feelings,  or  highly  vindictive  dama- 
ges. _ 

It  is  more  necessary,  in  cases  of  death,  to 
law  down  the  rule  of  damages  clearly  and 
distinctly  as  it  applies,  as  is  correctly  said  by 
a  learned  judge,  "not  only  to  great  railway 
companies,  but  to  little  tradesmen  who  send 
out  a  cart  and  horse  in  the  care  of  an  appren- 
tice," and  so  sensibly  have  been  some  of  our 
neighboring  States,  such  as  New  York,  New 
Jersey,  and  Ohio,  of  the  danger  of  excessive 
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damages  in  such  cases,  that  they  have  limited 
them  to  five  thousand  dollars,  an. example 
which  we  have  not  yet  followed. 

There  is  nothing  in  the  other  two  specifica- 
tions of  error.  Judgment  reversed  and  a  ve- 
nire de  novo  awarded. 

Commonwealth  vs.  Hartford  and  New  Ha- 
ven Railroad  Company — Obstructing  a  high- 
way—  City  Railroad  Tracks — Nuisance. — 
This  was  an  indictment  for  obstructing  State 
street,  in  Springfield,  by  laying  a  track  across 
it,  and  putting  large  quantities  of  earth  upon 
it,  in  1853,  and  continuing  the  track  and  earth 
thereon  till  the  time  of  finding  the  indictment 
in  1858.  It  appears  that  State  street  was 
laid  out  in  1832,  with  a  grade  running  down 
to  a  wharf  where  passengers  were  landed,  and 
a  considerable  freighting  business  was  done. 
In  1845  the  defendants,  under  their  charter, 
laid  a  track  across  State  street  two  rods  in 
width,  and  notified  the  selectmen  of  the  man- 
ner in  which  therailr'ead  was  to  be  built  across 
State  street.  In  1853  another  track  was  laid 
to  the  west  of  the  first  track,  between  it  and 
the  river,  and  upon  the  descending  grade, 
which  made  it  necessary  to  raise  the  level  of 
the  street  under  this  new  track,  and  also  to 
place  earth  on  the  road  beyond.  The  effect 
of  this  was  to  make  the  grade  of  State  street 
steeper  than  it  was  before.  Witnesses  for  the 
Government  testified  that  this  made  the  street 
inconvenient,  and  almost  impassable  to  heavy 
teams  which  formerly  had  transported  mer- 
chandise from  the  wharf.  The  defendants 
prayed  the  Court  to  rule  that,  if  the  defend- 
ants in  making  their  westerty  track  across 
State  street,  within  their  chartered  limits  and 
where  State  street  descended  towards  the  river, 
found  it  necessary  to  make  that  track  upon 
the  same  level  with  their  eastern  track,  they 
have  a  right  so  to  do,  notwithstanding  it  there- 
by became  necessary  to  raise  the  surface  of 
State  street  under  the  westerly  track  consider- 
ably higher  than  it  was  before,  and  made  the 
grade  of  State  street,  beyond  the  westerly 
track,  steeper  than  before.  And  if  they  put 
State  street  in  all  other  respects  ia  good  re- 
pair, so  as  to  be  safe  and  convenient  for 
travelers,  the  fact  that  they  left  the  grade  con- 
siderably steeper  than  it  was  before,  so  that 
teams  could  not  draw  so  heavy  loads  up  the 
grade  as  they  could  otherwise  have  done,  is 
not  sufficient  to  constitute  their  acts  a  nui- 
sance. But  the  Court  declined  to  give  this 
instruction,  and  submitted  the  case  to  the  jury 
under  the  following  ruling  :  Railroad  com- 
panies are  prohibited  by  law  from  making 
their  roads  where  ihey  cross  a  highway,  so  as 
to  obstruct  the  highway  except  in  a  particular 
mode,  by  the  permission  of  the  selectmen,  and 
subject  to  the  decision  of  the  county  commis- 
sioners. Any  portion  of  a  railroad  construct- 
ed across  a  highway,  without  the  permission 
of  the  selectmen  or  the  order  of  the  county 
commissiomers  directing  its  mode  of  crossing, 
and  in  such  a  maneer  as  to  prevent  or  sub- 
stantially interfere  with  the  passage  of  car- 
riages with  loads  of  a  proper  and  reasonable 
weight,  snoh  as  are  usually  carried  upon  public 
highways,  would  be  a  nuisance,  for  the  erection 
and  maintenance  of  which  the  corporation 
might  be  indicted  and  convicted.  The  facts  in 
this  case,  do  not  furnish  any  authority  or  justi- 
fica  tion  to  the  defendants  in  their  obstructing 
the  highway.  A  verdict  of  guilty  was  rendered 
and  the  defendants  excepted.  Receipts  and 
brief  statement  of  the  grounds  of  rhe  deci 
sion  by 

Shaw,  C.  J. — The  instructions  prayed  for 
by  the  defendants  ought  to  have  been  given. 
Exceptions  sustained,  and  new  trial  ordered. 
Attorney,  General,  for  the  government.  Chap- 
man and  Chamberlain,  for  the  defendants. 


JS®"  The  Missouri  Democrat  says:  "The 
State  is  likely  to  suffer  doubly  from  the  effect 
of  the  present  distracted  condition  of  political 
affairs.  In  the  first  place,  the  agitation  is 
likely  to  prevent  the  passage  of  the  Pacific 
Railroad  bill  by  Congress;  in  the  second 
place,  to  interfere  with  the  passage  of  any  bill 
to  relieve  our  State  railroads  by  the  Legisla- 
ture now  in  session;  and  thirdly,  to  depreciate 
the  character  of  the  aid,  if  any  should  be 
granted."  The  same  journal  in  another  refer- 
ence to  the  effects  of  the  secession  movement 
on  the  business  and  prospects  of  railways, 
says :  "  The  roads  to  the  East,  out  of  St.  Louis, 
complain  of  hard  times.  Both  the  Terre 
Haute  and  the  Ohio  and  Mississippi  failed  to 
earn  as  much  in  December,  1860,  as  Decem- 
ber, 1859.  The  Illinois  Central,  which  road 
is  in  direct  connection  with  the  South,  shows 
a  falling  off,  we  learn,  of  several  thousand  dol- 
lars, though  its  passenger  traffic  from  South 
to  North  is  larger  than  last  year  for  the  same 
month.  A  gentleman,  just  returned  from 
Memphis,  says  that  all  the  Southern  roads  be- 
tween Cairo  and  New  Orleans  are  running 
with'  light  freight  trains,  and  must  suffer  tre- 
mendously by  the  panic.  Even  the  Memphis 
and  Charleston  Road,  the  immense  profits  of 
which  have  made  it  one  of  the  best  paying 
concerns  in  the  country,  is  shorn  of  its  prin- 
cipal carrying  trade  by  the  panic,  and  is  com- 
paratively idle." 


S0N0BA-0PENING   OF  ITS  POETS. 

In  our  last  we  mentioned  that  Gov.  Pesqui- 
era  had  opened  the  ports  of  Sonora  at  nomi- 
nal duties.  Below  we  give  the  principal  fea- 
tures of  the  decree  issued  for  this  purpose  as 
published  in  the  Mesilla  Times — 

The  object  of  this  decree  is  to  open  a  road 
for  the  transit  of  merchandise,  from  the  port 
of  Guymas,  by  way  of  Hermosilla,  Santa  Ana, 
Magdalena,  San  Ignacio  and  Imuris  to  the 
frontier  of  Arizona. 

The  duties  are  regulated  by  the  21st  article 
of  the  ordinances  of  the  Republic  of  Mexico, 
of  the  31st  of  January,  1856.  The  articles 
destined  for  importation  on  this  route,  are  to 
he  disembarked  and  placed  in  the  government 
warehouses  at  Guymas,  where  they  are  to  re- 
main until  started  on  the  road  for  their  desti- 
nation ;  and  while  deposited  in  said  ware- 
houses, shall  be  subjected  to  the  regulations 
of  the  ordinances  relative  to  deposited  goods, 
of  the  10th  of  August,  1858,  and  the  3d  of 
September  of  the  same  year. 

The  merchandise  so  imported  shall  not  re- 
main longer  than  six  months  deposited  in 
said  warehouses,  dated  from  the  day  of  the 
introduction.  After  that  time  said  merchan- 
dise is  to  be  taken  out  of  the  warehouses  for 
the  owners  or  consignees,  they  paying  at  the 
time  the  duties  required  by  law,  and  five  per 
cent,  on  the  amount  of  the  duties. 

For  the  right  of  transit  across  the  territory 
of  the  State  of  Sonora,  on  the  road  designa- 
ted, the  parties  interested  shall  pay  ten  per 
cent,  more  on  all  the  fixed  duties,  under  the 
general  ordinances  relative  to  maritime  and 
frontier  custom  houses,  including  the  addi- 
tional duties  required  in  the  11th  article  of 
above  recited  ordinances  of  1856. 

For  the  purpose  of  giving  effect  to  this  de- 
cree, the  town  of  Imuris  on  the  frontier  of 
Sonora,  is  declared  a  port  of  entry,  and  a  Cus- 
tom House  is  to  be  established  and  a  Collector 
appointed. 

The  transit  shall  be  kept  open  for  such  time 
as  the  Government  of  Sonora  shall  deem  con- 
venient. 


It  is  also  provided,  in  article  8th  of  the  de- 
cree of  Governor  Pesquiera,  that  bonds  shall 
be  given  on  all  importations  at  Guymas  depo- 
sited in  the  warehouses,  in  conformity  with 
the  decree;  and  if  they  are  not  taken  out  of 
the  warehouses  and  placed  on  the  road  and 
taken  out  of  the  Republic,  the  owner  or  con- 
signees shall  pay  a  line  equal  to  the  value  of  the 
goods.  And  all  goods  thus  imported  and 
found  outside  of  the  transit  road  as  defined, 
shall  be  subject  to  confiscation,  without  such 
deviation  from  the  main  route  is  specially  per- 
mitted by  the  Government. 

The  town  of  Imuris  is  situated  south-west, 
some  fifty  miles  from  Tubac,  and  but  a  few- 
miles  from  the  southern  frontier  line  of  Ari- 
zona. 

Thus  we  see  that  the  commerce  of  Arizona 
is  opened  to  the  Pacific.  TVe  can  procure  our 
goods  and  supplies  direct  from  San  Francisco, 
to  a  point  within  five  hundred  miles  of  Mesil- 
la. This  is  an  important  consideration,  and 
may  open  an  extensive  commerce  by  way  of 
Sonora  to  the  Pacific;  and  if  the  port  of  Imu- 
ris was  open  to  the  products  of  our  mines,  and 
its  transit  secured  to  Guymas,  in  a  few  years 
the  principal  part  of  our  trade  would  be  with 
the  Pacific  ports. 


RALLEOAD   LEGISLATION   IU   MIS- 
SOURI. 


The  following  bill  has  been  introduced  into  the  Legisla- 
ture of  Missouri  : 
AX  ACT  in  relation  to  the  transportation   of  Freight  and 

Passengers  on  the  several  Railroads  in  this  State. 

Be  it  enacted  by  the  General  Assembly  of  the  State  of  Mis- 
souri, as  follows  : 

Section  1.  Every  railroad  corporation  in  this  State,  which 
now  is,  or  may  hereafter  be,  engaged  in  the  transportation  of 
passengers  or  property,  shall  start  and  run  their  cars  at  re- 
gular limes,  to  be  fixed  by  public  notice,  and  shall  furnish 
sufficient  ac  com  modulo  n  fur  the  transportation  of  all  such 
passengers,  baggage,  mails,  and  express  freight,  as  shall, 
within  a  reasonable  time  previous  thereto,  be  offered  for 
transportation  at  the  place  of  starting,  at  the  junction  of 
other  r»ads.  and  at  the  usual  stopping  places  ;  and  are 
hereby  required  to  stop  all  trains  carrying  passengers  at  the 
junction  ur  intersection  of  other  railroads,  a  sufficint  length 
of  time  to  allow  the  transfer  of  passengers,  baggage,  (al- 
lowing to  each  passenger  100  pounds.)  mails  and  express 
freight  from  the  trains  of  roads  so  connecting  or  intersect- 
ing ;  and  shall  be  compelled  tj  receive  all  passengers,  bag- 
gage, mails,  and  express  freight  offered  for  transportation 
at  such  junctions  or  intersections  of  roads,  at  the  time  or 
times  advertised  for  stopping  at  the  same. 

Sec.  2.  Every  such  railroad  corporation  is  hereby  required 
to  transport  passengers,  over  the  whole  or  any  part  oi  their 
road,  at  a  rate  not  exceeding  four  cents  per  mile  for  passage 
money  ;  and  their  fare,  or  charge  for  the  transportation  of 
passengers  shall  not  be  greater,  per  mile,  for  any  portion  of 
their  road,  than  for  the  whole  length  of  the  same,  except 
where  the  fare  is  for  a  fraction  of  five  cents,  in  which  case 
said  corporation  may  add  the  excess. 

Sec.  3.  Every  such  railniad  corporation  is  hereby  required 
to  make  a  full  and  complete  arrangement  and  classification 
of  the  property  usually  carried  by  it  upon  the  whole  or  any 
portion  of  the  line  of  its  road  ;  and  shall  designate  the  sev- 
eral grades  and  orders  for  such  arrangement  and  clas=ifica- 
tionTas  class  first,  second,  third  and  fourth  ;  which  ar- 
rangement and  classification  shull  also  contain  a  full  and 
complete  specification  of  the  rates  and  prices,  respectively, 
at  which  such  rai'road  corporations  will  transport  each  arti- 
cle, or  class  of  articles,  or  property,  the  transportation  of 
which  is  rated  at  the  same  value,  respectively  ;  which  rate 
and  prices  for  the  transportation  shall  be  specified  at  a  cer- 
tain sum  per  ton,  per  mile,  and  shall  apply  as  well  to  a 
lesser  or  fractional  part  of  a  ton,  us  to  a  greater  quantity 
than  one  ton  to  be  transported  upon  the  whole  or  part  of 
its  line;  and  shall  equally  apply  to  a  greater  or  less  distance 
per  mile  of  such  railroad.  Any  fractional  part  of  a  mile 
which  srud  property  respectively  shall  be  transported,  when 
transported  more  than  one  mile,  shall  be  considered  as  a 
whole  mile  in  ascertaining  the  price  of  transportation  of 
such  property. 

Sec.  4.  Every  such  railroad  corporation  is  hereby  required 
to  furnish  sufficient  accommodation  for  the  transportation, 
within  a  reasonable  time,  of  all  freight  and  live  stock  that 
may  be  offered  for  transportation  at  the  place  of  starting,  at 
the  junction  of  other  roads,  and  at  usual  stopping  plac 
and  shall  take  the  same  in  the  orderin  which  they  are  offer- 
ed, and  transport  them  from  trie  station  ;tt  which  they  are 
offered  to  any  other  on  the  Hue  of  any  connecting  or  inter- 
secting railroad  in  this  State,  that  may  be  designated  by  the 
shipper  or  consignor  ;  and  shall  be  compelled  to  receive 
all  freight,  including  live  stock,  from  any  and  all  railroads 
in  the  State  connecting  with  or  intersecting  such  railroad. 

Sec.  5.  A  plainly  printed  copy  of  the  arrangement,  class- 
ification, or  specification,  of  prices,  fo    transportation,  re- 
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ceiving,  loading,  unloading,  handling,  delivering,  and  for- 
warding property,  which  shall  be  m  force  at  the  time,  shall 
be  signed  by  the  President,  Superintendent,  and  General 
3/reight  Agent  of  each  railroad,  and  shall  at  all  times  be 
kept  posted  up  in  a  conspicuous  place  in  each  freight  house, 
station  house,  and  depnt,  of  each  ridlrond  corparation  ; 
which  copies,  respectively,  shall,  at  all  times  during  busi- 
ness hours.be  subject  to  inspection  without  hindrance." 

Sec.  6.  In  addition  to  the  published  rates  of  transporta- 
tion for  property,  said  corporations  are  authorized  to  charge 
two  dollars  per  lo:000  pounds  for  loading,  and  one  dollar 
per  l'i.OUO  pounds  for  unloading  all  freight  transported 
twenty  miies  Or  less  ;  and  for  a  less  quantity  in  the  same 
proportion. 

Sec.  T.  No  such  railroad  corporation  shall,  directly  or  in- 
directly, permit  nny  person  or  persons,  corporation  or  cor- 
porations, to  carry,  transport  or  forward,  over  the  whole, or 
any  part  of  its  road,  any  property  fur  less  or  greater  rates 
or  prices,  respectively,  than  those  "which  the  said  railroad 
corporation  itself  would  be  entitled  to  receive  for  the  re- 
ceiving, loading,  unloading,  transporting,  handling,  and 
delivering  said  classes  of  property,  respectively,  according 
to  the  provisions  of  this  act.  This  clause  shall  not  apply  to 
any  contracts  such  railroad  corporations  may  make  with 
express  companies  and  mail  contractors  for  the  transporta- 
tion of  express  freights,  and  United  States  mails,  on  regu- 
lar express  and  mail  trains. 

Sec.  8  No  such  railroad  corporation  shall,  directly  or 
indirectly,  payback  any  portion  of  the  aggregate  sums  re- 
spectively, as  aforesaid,  to  be  charged  by  it  for  the  receiv- 
ing, loading,  unloading,  transporting,  handling  or  deliver- 
ing of  property  as  aforesaid,  or  make  any  rebate  or  reduc- 
tion therefrom  ;  but  shall  in  all  cases  keep  and  retain  all 
sums  received  by  it  for  said  receiving,  loading,  unloading, 
etc.,  any  property  as  aforesaid.  No  railroad  corporation 
shall  enter  into  any  combination  or  agreement,  the  effect  of 
which  shall  be  to  alter  the  filed  specification,  arrangement 
or  classification,  so  that  in  case*  where  further  transporta- 
tion is  by  vessel,  or  other  road,  the  only  price  in  addition 
shall  be  the  ordinary  rates  of  such  vessel  or  road,  and  the 
same  proportion  of  charge  for  handling. 

Sec.  9.  It  shall  be  the  duty  of  a  State  Engineer,  to  be 
appointed  by  the  Governor  of  this  State,  whenever  a  time 
can  not  be  agreed  upon  by  roads  intersecting  and  connecting 
for  the  arrival  and  departure  of  trains  to  and  from  such, 
points  of  intersection, to  fix  the  time  for  such  arrival  and  de- 
parture, sj  that  the  passenger  trains  of  such  roads  can  con- 
nect, having  due  regard  to  the  interests  of  the  Stale,  and  of 
sucli  connecting  roads. 

Sec.  10..  Said  Engineer  shall  receive  as  compensation  for 
his  services  ten  dollars  per  day,  fur  every  day  he  shall  be  ac- 
tually engaged  on  such  labor,  to  be  paid  by  such  railroad 
corporations  for  which  this  service  is  performed. 

Sec.  11.  A  penalty  of  five  hundred  doll  irs  is  hereby  im- 
posed for  ea^h  breach,  upon  every  railroad  corporation  in 
this  State,  that  may  be  guilty  of  a  violation  or  a  breach  of 
any  of  the  foregoing  sections  of  this  act,  to  be  recovered  by 
the  informer  in  any  court  of  competent  jurisdiction  ;  and 
the  offending  party  shall  be,  and  is  hereby  declared  guilty  of 
misdemeanor;  and  it  shall  he  the  duty  of  the  Attorney  Gen- 
eral of  this  Stale  to  enforce  the  provisions  of  this  act  upon 
information  or  breach. 


EAENIKGS. 


The  third  week  on  the  Toledo  and  Wabash  Road  gives 
I860.  1801. 

Passengers $3,636  80        $3,34?  00 

Freight 7,714  04  9,417  37 

Total $11,349  84     $12,764  57 

Increase $1,414  53 

The  earnings  of  the  Rome  and  Watertown  Road  were  : 
EARNINGS'. 

I860.  1859. 

From  Passengers $9,658  06  $9  735  78 

From  freight 13,138  55  11,775  9] 

From  mail  and  miscellaneous 3,061  90  1,022  10 

Total $24,843  51       $22,533   82 

EXPENSES. 

„  .   ,  .    .      „                                            18li°.  1859. 

Maintaining  Road S5,504  84  $7,702  65 

Repnirs  of  machinery 1,808  12  3*573  10 

Operating   Koad 6,748  35  ia'229  31 

Overcharges  refunded 19  67  1,149  52 

J"'*1 $14,076  16     saiTesTK) 

Net $10,772  35 

The  gross  receipts  of  the  Michigan  Central  Railroad  from 
operations  of  their  road  for  the  six  months  ei;din»  Nov  30 

IMGO.were. $1,176,341  8(1 

Operating  expenses $513,1.04  84 

Interest  account 355,040  45 

808,04.5  19 

Net  receipts... ,...      3il3<we  G] 

Balance  from  previous  six  months..... 78,205  6° 

T°tal -/v. 386,502  23 

Paymeot  to  trustees  of  sinking  funds 84,500  00 

Balance  lo  new  account SO^OO0  23 

Compared  with  the   corresponding   period   of  "' 
last  year,  the  gross  receipts  show  an  increase 

"'••••■. ;: V. 117,443  82 

Willi  an  increase  in  operating  and  interest  ex- 
penses of 53703  47 

Unking  the  net  gain  over  last  year 8123  649  95 

Out  of  the  surpjus  a  dividend   of  3  per  cent,  has  been 
declared,  amounting  lo  $lol, iJ4. 


M0NETAKY  AND  COMMERCIAL. 

Country  collections  are  coming  in  more  freely  than  for 
sometime  past,  and  greater  ease  is  being  experienced  in  the 
discount  market.  The  balances  in  the  hands  of  bankers  are 
gradually  increasing,  and  with  a  less  pressing  demand  for 
loans,  gives  a  more  eheerful  tone  to  the  money  market. 
The  great  bulk  of  the  acceptable  short  paper  offered,  is  taken 
by  the  regular  houses  at  their  usual  rates.  Outside  transac- 
tions are  less  difficult  to  arrange,  and  the  rates  charged  are 
a  shade  lower. 

Eastern  Exchange  is  firm,  but  quotations  are  without 
change: 

BPYING.  SELLING. 

New  York  Sight H®%  prem.  Kprem- 

Boston r @"£  prem.  £  prem. 

Philadelphia @J4  prem.  i  prem. 

Baltimore £  dis  @,  par.     par@2  prem. 

New  Orleans par@£  prem.        \®>%.  prem 

American  Gold 4®v'a  prem.  ^a^Jprem. 

Uncurrent  money  has  not  materially  changed  since  our 
last,  quotations  are  as  follows: 
Indiana,  solvent \  dis. 

t;       discredited 10  to  20    " 

Illinois,  solvent  7    " 

"       discredited , 16  to  20    " 

Wisconsin,  Missouri,  Iowa, G  to    7    " 

Virginia,  Eastern 7    " 

Wheeling, G    li 

Charlestown fl  to     8    " 

Pittsburgh,  Bank  of...... par. 

*'  suspended 3    ** 

Interior  Pennsylvania 3  to    5    *' 

Philadelphia par. 

Baltimore \    » 

Maryland — interior.. 3  to    5    " 

Tennessee,  old  banks 3  to     4    '* 

"  Stock  securities 7  to    8     " 

"  unsecured 7  to  20    '* 

North  and  South  Carolina,  Georgia  and  Ala.. .10  to  25  « 
Business  in  general  has  been  as  active  as  can  be  expected, 
and  at  satisfactory  prices.  Transactions  in  produce  haibeen 
quite  heavy.  Flour  has  not  changed  in  value,  the  best 
grades  of  superfine  held  are  at  $4  GO,  sales  of  lower  grades 
have  been  made  at  S4  40^4  50;  low  extras  sell  slowly  at 
$4  G0®4  75,  and  the  higher  grades  at  §4  £0@5  25. 

There  has  been  a  moderate  demand  for  red' wheat  at  98@$1 
for  prime;  white  hasbeen  dull  at  $1  05  to  $1  12,  not  much 
offering.  A  large  bnsiness  for  the  South  has  been  done  in 
corn,  at  35c  for  year  and 37  to  40c  for  shelled,  in  bulk*  Oats 
are  firm  at  £6@27c,  the  latter  the  closing  rate.  Eye  de* 
clined  to  60©61c.    Prime  barley  brought  75@S0c. 

Whiskey  hasbeen  in  good  demand, the  price  advanced  to 
14c,  closing  firm. 

American  Seci:ritiks  in  England. — The  latest  English 
quotations  for  American  Securities  were  for  American  Kail- 
ways,  Etc.! 

Closing  Prices.    Business. 

Maryland  5s —  @  —    gg 

United  States  5s,  1874 ex.  div.  85  ©  00 

Virginia  5's 76  @.  90 

Virginia  6's 70  @  75 

Illinois  CeutralG's,  1875 86  @  88 

Illinois  Central  7's,  1875 87  @.  88 

Illinois    Central,   $100   shares,    $90 

Part's HO  ©  29    29,30i-di3. 

Illinois  Central,  all  paid       ■ 65  ©  70    68 

Michigan  Central,  Sinking  Fund,  '82  88  @  90    89 

Michigan  Central  Bonds 88  @  00 

Michigan  Central  $100  shares 48  @  52 

Michigan  So.  &  N.  Indiana  7s,  1885.  70  ©  72 
Michigan  So.  &  N.  Ind.  *100  shares.  15  @  20 

New  York  Central  G's,  1883 87  ©  89 

New  York  Central  7's,  1864 90  ©  92 

New  York  Central  71s,  1876 95  @  97 

New  York  Central  7's,  187G 96  ©  98 

New  York  Central,  $1(10  shares 74  @  76 

New  York  and   Erie,  First  Mortgage 

7's,  18G7 oi  @  93 

New  York  and  Erie  Second  Mortgage 

1859 S9  @  91 

New  York  and  Erie,  Third  Mortgage, 

1883,  assented 76  @  78    77 

New  York  &  Erie  Bonds,  '62.  '71,  '75  n0  ©  65 

New  York  and  Erie  shares,  assented..  33  ©  34    33  4  2£ 

Pauama  Kirst  Mortgage  7's,  1865 100  ©102 

Panama  Second  Mortgage  7's,  1872..  99  ©101 

Pennsylvania  Central  (Ts 87  @  89 

Pennsylvania  Central  Second  M'ge..  90  ©  92 
Pennsylvania  Central  $50  shares. ...  36  ©  38 
Philadelphia  and  Reading  6's,  1M)0. .  75  ©  f  0 
Philadelphia  and  Reading  S^u  shares  22  ©  26 

New  York  Stock  Exchangd.— The  sales  at  the  Stock 
Exchange  for  January  28th,  were  as  follows: 

$  1,000  United  States  6's,  'G8  Coupons 100 

2,i  00  Tennessee  State  6's,  '90 74 

5i  0  Virginia  St.ite  G's 77 

26  000  Missouri  State  G's 68 

3,00U  California  StateT'a 87-'- 

10  00'>  Brooklyn  City  W.  L Ho 

1,000  Brie  First  Mortgage  Bonds ••....105 

3.'  OU  Illinois  Central  Railroad  Bonds 96 

2,000  Chicago  and  Nurth  Western,  First  Mortgage.,     43-"- 

9,01111  Cleveland  and  Toledo  S.  F.  Bonds 75 

0, (-00  Hannibal  and  St.  Soseph  Railroad .,.,,  55 


Mr.  Dix,  Secretary  of  the  Treasury,  in  his  report  made  a 
few  days  since  to  the  House  of  Representatives,  states  the 
total  indebtedness  of  the  General  Government,  on  the  first 
of  January  last,  to  be  $63,709,320.  At  that  date  there  were 
about  $35li,(H!0  of  Treasury  notes  due,  which  could  not  be 
pMd  on  account  of  the  want  of  funds  ;  also  requisitions  frum 
the  Secretaries  of  War,  the  Navy,  and  the  Interior,  amount- 
ing to  $1,909,695,  beside  bounties  due  to  the  extent  of 
$447,202.  making  an  aggregate  of  $2,705,897.  The  total 
receipts  from  all  sources  for  the  quarter  ending  December 
31,  were  $17,181,783  ;  and  the  total  expenditures  for  the 
same  period.  $12,060,108,  exclusive  of  Treasury  not°s  re- 
deemed. This  left  the  sum  of  $34,866,124  to  be  provided  to 
meet  the  estimated  outlays  for  the  remainder  of  the  fiscal 
year,  beside  $U,795,0i)O  of  Treasury  notes  falling  due  du- 
ring tbe  same  time.  Since  the  first  of  January,  the  sum  of 
$2,534,200  of  these  has  been  redeemed.  To  meet  the  amount 
required  /®44,077,*24),  there  is  a  balance  of  $13,978,0(10  of 
Treasury  notes  authorized  not  yet  negotiated.  The  receipts 
for  the  remaining  three  quarters  of  this  present  year  were 
estimated  by  Mr.  Cobb  at  $40,000,000.  It  is  not  likely,  Mr. 
Secretary  Dix  considers,  that  these  will  exceed  $  !G,0*OU,000 
between  the  1st  of  January  and  the  1st  of  J-uly.  The  esti- 
mates for  the  last  eix  months  of  the  fiscal  year  are  as  fol- 
lows : 

From  Customs $  16,000,000 

From  Public  Lands 1 ,000,000 

From  miscellaneous  sources 400,000 

Total $17,400,M0 

Add  to  this  the  balance  of  the  Treasury  notes  au- 
thorized by  act  of  December,  1860 5,000,000 

Make  the  amount  of  means  for  the  half  year 22,400,000 

The  estimated  demands  on  the  Treasury,  under 
existing  laws  during  the  half  year  as  above 
stated,  including  the  redemption  of  9,211,400 
of  Treasury  notes,  is 44,077,524 

The  amount  required  in  addition  to  the  $5,000, 
000  of  Treasury  notes, and  the  current  revenue 
to  pay  outstanding  currentand  accruing  dues 
before  the  close  of  the  present  fiscal  year  is, 

therefore 21 ,677  524 

This  amount  may  be  reduced  $7,689,524,  if  the  balance  of 
theloan  authorized  by  the  act  of  Jane  22,1860,  (being  $13,- 
978,0(10)  be  made  available  to  the  Treasury. 

The  Secretary  then  calls  attention  to  the  fact  that  over 
$28,i»io,(100  are  on  deposit  with  twenty-six  of  the  States, be- 
longing to  the  General  Government,  for  the  repayment  of 
which  the  faith  of  those  States  is  solemnly  pledged. 

The  receipts  on  the  Grand  Trunk  Railroad  for  week  end- 
ing Jan.  12,  were $59,874  SO 

Corresponding  week  last  year 53,534  55 

Increase $7,540  73 

The  earnings  of  the  Galena  and  Chieeago  Union  Railroad. 
Company,  for  week  ending  Jan.  22,  were  : 
1860.  1861. 

Freight, $9.312  23     $16,686  53    Increase. .  $7,374  25 

Passengers...    3,932  63         4,315  49     Increase..-      382  86 
Mails,  &c 750  00  9110  CO    Increase-.        140  00 

Total...  $13,994  94     $21,902  07    Increase.  .$7,907  11 

The  earnings  the  third  week  of  January  in  the  Chicago 

and  North-Western  Road  were ,....$12,243  32 

1860 7,002  76 

Increase t $  4,030  53 


The  Milwaukee  and  Prairie  du  cliien  Rail- 
way Company  is  now  fully  organized,  and  in 
possession  of  the  entire  property  of  the  late 
Milwaukee  &  Mississippi  Railroad  Company, 
purchased  at  the  recent  sale  under  a  decree 
of  the  United  States  District".  Court  for  Wis- 
consin, at  a  cost  of  $7,500,000  and  paid  for 
by: 

First  mort;?a£e  7 per  cent  "0  year  honds $2,550,000 

First  clans  preferred  3  per  cent  stock T. 095. 400 

second  class  preferred  7  per   cent  stock ], 036,800 

Common  stock 2,761,800 

The  officers  of  the  new  Company  are:  Pres- 
ident, L.  H.  Meyer;  Vice  President,  John 
Catlin  ;  General  Manager,  James  C.  Spencer; 
Superintendent,  Wm.  Jervis ;  Secretary  and 
Trearurer,  Wm.  Taintor;  Directors,  L.  H. 
Meyer,  John  Catlin,  W.  Seball,  Wm.  Dousman, 
George  Smith,  N.  A.  Cowdrey. 


J3@?"The  western  division  of  the  Springfield, 
Mt.  Vernon  &  Pittsburgh  Railroad,  from 
Springfield  to  Delaware,  was  sold  by  the  Sher- 
iff of  Clark  county  yesterday,  with  all  the 
locomotives,  cars,  tools,  etc,  belonging  to  the 
road.  The  road-bed,  right  of  way,  real  estate, 
track,  etc.,  sold  for  $100,000.  The  entire 
property  was  purchrsed  by  Frederick  A.  Lane, 
of  New  York  city,  attorney  for  the  first  mort- 
gage bondholders. 
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HAWMBAL   &  ST.  JOSEPH   B.  B. 


Two  Daily  Trains   Each.  Way! 

Leaving  Ilannibnl  at  7.0I>  A.  M.  and  3.00  P.  Mi.  and  St. 
Joseph  at  7.00  A.  M.  and  9.30  I'.  M.  Itunniny  time  thirteen 
hours. 

At  St.  Joseph  the  Great  Salt  Lake  Mail,  the  Pike's  Peak 
Express,  and  the  Pony  Express  connect  with  this  Line. 
For  information  apply  to 

P.  B.  GROAT,  Gen.  TicJcet  Agt., 
413*  Hannibal.»Mo. 

LOUISVILLE  &  NASHVILLE  E.  B. 


Louisville    to    all    Points    South! 


TWO  DAILY  TRAINS  EACH  WAY. 

Leaving  Louisville  at  7.00  A.  M.  and  4.30  P.  M-,  and 
Nashville  at  4. SO  A.  M.  and  7.30  P.  M.  Running  time  nine 
and  a  half  hours. 

A.  J.  FIELD,  Gen.  Ticket  Agt., 
413*  Louiiville,  Ky. 


NEW  ALBANY  &  SALEM  E.  B. 

Jl&liliiipiliBllgii 

From    New  Albany   to    Chicago  ! 

AND   VIA 

OHIO    AND    MISSISSIPPI    R.    R. 

FOR. 

LOUISVILLE  AND    TEE  SOUTE 


Three  Daily  Trains  leaving  Mitchell  at  4.15  P.  M..  2.40  A. 
M.  and  H.05  P.  M.  413* 

CENTBAL  OHIO  BAILBOAD. 

From    Columbus    to    Bellaire  ! 

CONNECTING  WITH  THE 

Baltimore  &  Ohio  and  Little  Miami  Railroads. 

TWO   DAILY   TRAIKS    EACH   WAY. 

EAST. — Express  leaves  Columbus  at  3  A.  M..  arrives  at 
Bellaire  9. SO  A.  M.  Mail  leaves  Columbus  at  '-'.40  P.  M.,  ar- 
rives at  Bellaire  9.40  P.  M. 

WEST. — Express  leaves  Bellaire  at  8.15  P.  M.,  arrives  at 
Columbus  at  2.31)  A  M.  Mail  leaves  Bellaire  at  8  00  A.  M., 
arrives  at  CMumbus  2.20  P.  M. 

D.  S.  GRAY,  Gen.  Freight  Agt., 
413*  Columbus.  0. 

OVERLAND        MAIL. 


FROM 

ST.  LOUIS  TO  SAN  FRANCISCO,  CALIFORNIA. 

Stages  leave  the  Terminus  of  the  Missouri  Pacific  R.  R. 
TWICE     A      WEEK; 

On  Mondays  and  Thursdays.     ForPassageor  further  infor- 
mation address 

S.  M.  ALLEN,  Agt., 
413*  St.  Louis,  Mo. 

CINCINNATI,      WILMINGTON, 

AND  ZANESVlLLE 
HAILK   O.A.X3. 

Two  daily  trains.  at6  A.  M  .and  6  P.  M.,froin  Little  Mi- 
ami Depot,  EastFrout  Street.  Morning  train  makes  close 
connections  for  all  points  East. 

RelTtkninq  Trains — Arrive  at  Cincinnati  at  8  A.  M.  and 
4.40  p.  M. 

Through  and  Local  Tickets  for  sale  at  Depot  and  Ticket 
Oflicea  of  Little  Miami  Road. 

WM.  KEY  BOND,  Receiver. 


I860.  I860. 

THE   PENNSYLVANIA 

CENTRAL   RAILROAD. 

200    MILES    DOUBLE    TRACK. 


The  Capacity  of  this  Road  is  now  equal  to  any 
in  the  Country. 

THREE    THROUG    ' 

PASSENGER   TRAINS   BETWEEN 

PITTSBURG  AND   PHILADELPHIA, 

Connecting  direct  in  the  Union  Depot,  at  Pittsburgh,  with 
Through  Trains  from  all  Western  Cities  for  Philadelphia, 
New  York,  Boston,  Baltimore,  and  Washington  City,  thus 
furnishing  facilities  for  the  transportation  of  Passengers  un- 
surpassed, for  speed  and  comfort,  by  any  other  route. 

Express  and  Fast  Lines  run  through  to  Philadelphia  with- 
out change  of  Cars  or  Conductors. 

Smoking  Cars  are  attached  to  each  train ;  Woodruff's 
Sleeping  Cars  to  Express  and  Fast  Trains.  The  Ex- 
press runs  Daily  ?  Mail  and  Fast  Line  Sundays  ex- 
cepted. Three  Daily  Trains  connect  direct  for  New  York. 
Express  and  Fast  Line  connect  for  Baltimore  and  Wash- 
ington. 

Six  Daily  Trains  between  Philadelphia  and  New  York; 
Two  Daily  Trains  between  New  York  and  Boston.  Through 
Tickets  (all  rail)  are  good  on  either  of  the  above  trains,  and 
transfers  through  to  New  York  free. 

BOAT  TICKETS  to  Boston  are  good  via.  Norwich,  Fa 
River  or  Stonington  Lines.     Baggage  transferred  free. 

TICKETS  may  be  obtained  at  any  of  the  Important  Rail 
road  Oflicss  in  the  West ;  also,  on  board  any  of  the  regular 
Line  of  Steamers  on  the  Mississippi  or  Ohio  Rivers. 

Jl'/l'are  always  as    low  and    time  as 
quicEt  as  by  any  other  Route, 

ASK    FOR    TICKETS    BY   PITTSBURG. 

The  completion  of  the  estern  connections  of  the  Penn- 
sylvania Railroad,  makes  this  the 

DIUECT  LINE   BETWEEN  THE  EAST 
AND  TEE  GREAT  WEST. 

The  connecting  of  tracks  by  the  Railroad  Bridge  at  Pitts- 
burg, avoiding  all  dray  age  or  ferriage  of  Freight,  together 
with  the  saving  of  time,  are  advantages  readily  appreciated 
by  Shippers  of  Freight,  and  the  Traveling  Public. 

For  Freight  Contracts  or  Shipping  Directions,  apply  to  or 
address  either  of  the  following  Agents  of  the  Company: 

D.  A.  STEWART,  Pittsburg; 
H.  S.  Pierce  &  Co.,  Zauesville.O.J  J.  J  Johnston,  Ripley, 
O.;  K.  McNeely,  Maysville.Ky.;  Ormsby  &.  Cropper, Ports- 
mouth, O.;  Paddock  &  Co.,  Jeflersonville,  Ind.;  H.  W. 
Brown  k,  Co.,  Cincinnati,  0.  ;  Athern  &.  Hibbert,  Cincin- 
nati, 0-;  R  C.  Meldrum,  Madison,  Ind.;  Jos.  E.  Moore. 
Louisville,  Ky.;  P.  G.  O'Riley  &.  Co.,  Evansville.  Ind  ;  N. 
W.  Graham  &.  Co.,  Cairo,  111.;  R.  F.  Sass,  Shaler  &.  Glass, 
St.  Louis,  Mo.  ;  John  H.  Harris,  Nashville,  Tenn. ;  Harris 
&  Hunt,  Memphis, Tenn.;  Clarke  &Co.,  Chicago, HI.;  W. 
H.  H.  Koontz,  Alton,  III.  ;  or  to  Freight  Agents  of  Rail- 
roads at  different  points  in  the  West. 

The  Greatest  Facilities  offered  for  the  Protection 
and  Speedy  Transportation  of  LIVE  STOCK, 

And  Goon  Accommodations,  with  usual  privileges  for  per 
sons  traveling  in  charge  thereof. 

FREIGHTS. 

By  this  Route  Freights  of  all  descriptions  can  he  forward- 
ed to  and  from  Philadelphia.  New  York,  Boston,  or  Balti- 
more, to  and  from  any  point  on  the  Railroads  of  Ohio, 
Kentucky,  Indiana,  Illinois,  Wisconsin,  Iowa,  or  Missouri, 
by  Railroad  direct. 

The  Pennsylvania  Railroad  also  connects  at  Pittsburg 
with  Steamers,  by  which  Goods  can  be  forwarded  to  any 
port  on  the  Ohio,  Muskingum,  Kentucky,  Tennessee,  Cum- 
berland, Illinois,  Mississippi,  Wisconsin.  Missouri,  Kansas, 
Arkansas,  and  Red  Rivers;  and  at  Cleveland,  Sandusky, 
and  Chicago  with  Steamers  to  all  Ports  on  the  North-Wes»* 
tern  Lakes. 

Merchants  and  Shippers  entrusting  the  transportation  ot 
their  Freight  to  this  Company,  can  rely  with  confidence 
it3  speedy  transit. 

THE  RATES  OF  FREIGHT  to  and  from  any  point  in 
the  West  by  the  Pennsylvania  Railroad,  are  at  all  times 
as  favorable  as  arc  charged  by  other  Railroad  Com- 
panies. 

JJ^Be particular  to  mark  packages  "via.  Pennsylva- 
nia  RAlLROAn." 

E.  J.  SNEEDKR,  Philadelphia. 

MAGRAW  &  KOONS.Su  North  Street,  Baltimore. 

LEECH  &.  CO.,  No.  2  Astor  House,  or  No.  1  S  ■  Wm. 

Street,  N.  Y. 
LEECH  &  CO.,  No.  77  State  Street,  Boston. 

H.  II.  HOUSTON,  Gen'l  Freight  Ag't,  Philadelphia, 
L.  L.  HOUPT,  GenH  Ticket  AgH,  Philadelpi  ia. 
TH0S.  A.  SCOTT,  Gen'l  &up't,  A]foona,Pa. 
Eb.  2-lyr. 


OHIO  &  MISSISSIPPI 

CINCINNATI  AND  ST.  LOUIS. 


Through  "without  Change  of  Cars. 

TWO  DAILY  TRAIWS  FOB  VIJfCEN- 

NE>,  Cairo,  and  St.  Louis. 

Mail  Train  leaveB  Cincinnati  at  7:20  A.M.,  arrives  at  East 
St.  Louis  at  J1:5U  P.M. 

Express  Train  leaves  Cincinnati  at  7:50  P.M.,  arrives  at 
East  St.  Louis  at  12  M, 

Three  Daily  Trains  for  Louisville,  at  7:20 A.M.,  7;5Q 
P.  M.,and  5::tOP.M. 

Sunday  Evening  Express  7:50  P.M. 

Louisville  Accommodation  leaves  at  5:30  P.M. 

The  trains  connect  at  St.  Louis  for  all  points  in  Kansas 
and  Nebraska;  Hannibal,  Quincy  and  Keokuk;  at  St. 
Louis  and  Cairo  for  Memphis,  Vicksburg,  Natchez  and  New 
Orleans. 

One  Through  Train  on  Sunday,  at  7:50  P.  M. 

RETURNING.— Mail  Train  Leares  East  St.  Louis  — 
(Sundays  excepted)  atG:40  A.  M.,  arriving  at  Cincinnati  at 
10:00  P.  M. 

Express  Train.— Leaves  East  St.  Louis  daily  at  4:45 
P.M.  arriving  at  Cincinnati  at£:U0  A.  M. 

FOR    THROUGH    TICKETS 

To  all  points  West  and  South,  please  apply  at  the  offices: 
No.  5  East  Third  street;  No.  J  Burnet  House,  comeroffice; 
north-west  corner  of  Front  and  Broadway;  Spencer  House 
Office;  andat  the  Depot-  corner  of  Frontand  Mill  Streets. 
G.  B.  M'CLELLAN,  Gen*I  Superintendent. 

TTj3  Omnibuses  call  for  Passengers 

November  27th  1660., 

LITTLE    MIAMI 


COLUMBUS  AND  XENIA 

AND 

CINCINNATI,  HAMILTON  &  DAYTON 

^£.^l.XJL.I:5.0^.3DS. 


On  and  after  SUNDAY,  November  25,  1860,  Trains 
will  depart  as  follows: 

7:45  A.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — For  Hamilton,  Richmond,  Indianapolis, 
Logansport  and  Dayton.  Connects  at  Dayton  for  Colum- 
bus, Springfield,  Urbana  and  Sandusky;  and  with  D.and 
M.  Road  for  Troy,  Piqua,  Sidney,  Lima,  Fort  Wayne  and 
Chicago  Also,  for  Toledo,  connects  at  Hamilton  for 
Oxford,  etc. 

9:30  A.  M.  Express.  —  From  Little  Miami  Depot- 
Connects  via  Columbus  and  Cleveland;  via  Columbus, 
Crestline  and  Pittsburg;  via  Columbus,  Steubenville  and 
Pittsburgh;  via  Columbus,  Bellair  and  Beuwood;  and  via 
Columbus,  Bellair  and  Pittsburgh;  also  for  Springfield  and 
Delaware. 

3:30  P.  M.  Express— From  Cincinnati  Hamilton  and 
Dayton  Depot — For  Dayton,  Springfield,  Urbana  and  San- 
dusky; connects  via  Hamilton  for  Richmond,  Indiana- 
polis, Logansport,  and  allpoiuts  West.  Connects  at  Ham- 
ilton for  Oxford,  etc. 

4:00  1*.  M. — From  Little  Miami  Depot — Accommodation 
for  Columbus,  stopping  at  all  Way  Stations;  also  for 
Springfield. 

5:15  P.  M.  Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — Fur  Dayton  Troy,  Piqua,  Sidney, Lima,  Fort 
Wayne  and  Chicago  ;  also  for  Toledo,  Detroit,  andallpoints 
in  Canada. 

B:0U  P  M. — From  Little  Miami  Depot — Accommodation 
for  Xenia,  stoppiug  at  way  stations. 

i):40  P.  M. — Express — From  Cincinnati,  Hamilton  and 
Dayton  Depot — Connects  via  Columbus,  Steubenville,  and 
Pittsburgh;  via  Columbus,  Crestline  and  Pittsburgh;  via 
Columbus  and  Cleveland,  via  Columbus,  Bellair  and  Ben- 
wood;    and  via  t  olumbus,  Bellair  and  Pittsburg. 

Sleeping  Cars  on  this  Train. 

For  all  information  and  Through  Tickets,  please  apply 
at  the  Offices,  south-east  corner  of  Front  and  Broadway  ; 
west  side  of  Vine  Street,  between  the  Post-Office  and  the 
Burnet  House;  No.  5  East  Third  Street  ;  Sixth  Street 
Depot,  and  at  the  East  Front  Street  Depot. 

All  Trains  run  by  Columbus  time,  which  is  seven 
minutes  taster  than  Cincinnati  time. 

P.  W.  STRADER, 

General  Ticket  Agent. 

Omnibuses  call  for  passengers  by  leaving  directions  at 
the  Ticket  Offices* 
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Indianapolis  and  Cincinnati 


SHORT    LINE 


DEL^lXXj£1.0.^.X>  . 


SHOHTEST  EOUTE  BY  THIRTY  MILES 


No  change  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSEN"«R  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Front 
Streets. 

5.40  A.  M.— CHICAGO  MAIL.— Arrives  at  Indiana- 
polis at  10:47  A.M.,  Chicago  at  8  P.  M. 

11.50  P.  M— TERRE  HAUTE  AND  AFAYETTE 
ACCOM  MODATIO  N. — Arrives  at  Indianapolis  at 
4:50  P.M. 

6.00  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 


^iES1*  Be  sure  you  are  in  the  right  Ticket  Office  before  yon 
urchase  your  Tickets,  and  ask  for  Tickets 

Via  Lawrencebwrg  &  Indianapolis* 

lEF'FARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route.  . 

Baggage  checked  through 

THROUGH  TTCKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at  Spencer  House  corner,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  all  Hotels  and  all  parts  of  the  City  by  eaving 
address  at  either  office. 

H.  C  LORD,  President. 

GREAT  NATIONAL  BO  UTE  TO 


BALTIMORE,  PHILADEPHIA,  NEW  YORK  &  BOSTON 
And  only  Bond  to  Washington  City. 


CENTRAL     OHIO, 

AND 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  ■WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with  Railroads  for  and  from  all 
points  in  the 

West,   South-West  and  Worth  West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,New  York  and  Boston, atthe  costof  a  ticket  to  New 
York  or  Boston  alone  by  otheriines. 

Through  tickets  can  also  be  procured  via  Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollars  only. 

SLEEPING  CARS  ATTACHED  TO  ALL  NIGHT  TRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  forpleasure  or.information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Day  and  Night  Track  Police;  its  splendid  equipment;  its 
exclusiveTelegraph  lines;  its  largeamountof  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger, Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

TXTP  Ask  f°r  tickets  via  Baltimore  and  Ohio  Railroad. 
WP.  SMITH.  Master  Transportation,  B.  &  0.72.  R. 

J.  IT.  SULLIVAN,  Gen.  West.  Aet.,  B.8?  O  R.  R. 
L.  M.  COLB,  Gen.  Ticket  Agt.,  B.  %  O.R.R. 
H.  J-  JEWETT.  Pres't  O.  O.  R.  It. 
J.  W.  BROWN,  Gen.  Ticket  Aft.,  C.  0.  li.R. 


Railroad   Stationery ! 

AND 

BLANK    BOOKS! 

A    FULL   ASSORTMENT 

OF 
AND 

STATIONERY 

BUTED  FOB 
EAILROAD     OFFICES: 

Constantly  on  hand  and  for  sale  by 

WRIGHTSON  &  CO., 

167  WALNUT  STREET, 

CINCINNATI. 

T.  F.  RANDOLPH  &  BRO. 

Mathematical   Instrument  Makers 

Tio.  67  "West  6th  St.  bet  Walnut  &  Vine 

CINCINNATI  0 


G.    W.    MORRILL. 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH   PROMPTNESS   AND    FIDELITY. 

Having  hadlong  experience  in  the  business,  with  Mr 
WaBon,  we  feet  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  of  th 
bestquality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited ,  with  the  assurance  that 
no  pains  will  be  spared  to  give  entire  satisfaction  in 
al   ases.  6 

IRON  BOILER  FLUES 

PASCAL  IRON  WORKS. 

ESTABLISHED  1831. 

MORRIS,  TASKER  &  CO., 

Manufacturers  of 

7  i  cches  outside  diameter,  cut  to  definite  lenjtb 
as  required . 
nitUI'(iUTIlt«)>  WELDED   TUBES, 

From  %  to  5  inches  bore,  with  Screw  and  Socket  Con- 
nections.   T*s,L's,  Stops,  Valves,  Flanges  ,  etc.,    tc. 
Warehouse,  209  South  Tiii  j-il  St., 
PHILADELPHIAi  |  Jiug 

STCPnEM  MORRIB,  CllAS.WHtCUI.aX.JP. 

THOS.  T  TASKER,  JR. ,  S.  e.  «    IU«™. 


BY  STATE  AUTHORITY. 

Choice  First  Class  Insurance  by  the 


Incorporated  1819.  Chattel  Perpetual. 

Cash  Capital,   $1,500,000. 

(ABSOLUTE  AND  UNIMPAIRED.) 
Insures  against  Dangers  of  Fires  and  Perils  of  Navi- 
gation, on  as  favorable  terms  as  consistent  with    ol* 
nicy  and  fair  profit. 

Losses  Paid,  over$  13.000,00^. 

Agencies  in  the  principal  towns  and  cities  tbroughua 
the  Union. 

Agency  established  in  Cincinnati  in  1825*  Ante-> 
dating  all  present  local  Insurance  Companies  and  Agen  j 
cies  in  the  Insurance  business  of  this  city.  34  yeara 
constant  duty  here,  combined  with  wealth,  experience, 
enterprise  and  liberality  especially  commend  the  /Etna 
Insurance  Company  to  the  favorable  patronage  of  this 
commnnity.  Standing  solitary  and  alone  the  sole  sur* 
vlvor  and  liviug  pioneer  of  Cincinnati  underwriter 
in  1925. 

POLICIES  ISSUED  WITHOTTT  DELAY  BY 

CARTER  &  LINDSEY,  Agents,  No.  40  Main  st.,  a 
No.  170  Tine  street. 
J.J.  HOOKER,  Agent,   Fulton  (l7thWar 

P.  S.  BUSH,  do.,     Covington,  Ky.; 

C.P.BUCHANAN,  do.,     Newport,  Ky. 

Branch  No.  171  Vine  St., Cincinnati 

The  progress  of  this  Corporation  has  been  stable  and 
uninterrupted  through  seasons  of  financial  sunshine 
and  storm,  or  periods  eventful  in  or  exempt  from 
sweepingconflngritions  or  maratime  disaster.  Being 
long  established  on  a  cash  basis,  the  present  t  roubles 
of  the  credit  sv  stem  ..October,  1857)  affect  us  in  no  ma 
teiial  particular. 

During  *'  hard  times"  the  security  of  reliable  insur- 
ance is  an  imperative  duty.  The  ability  of  property 
owners  to  sustain  loss  being  then  much  lessened. 

J.  3.  BENNETT,  General  Agent 
F.  C.  BENNETT, 


W.  F.  CHURCH,'  l  Bm?™™£ 
J.G.  TT.3IMRALL3>  Adjusters. 


ENTS   AND 


London  Agency  for  Sale  of  Bonds  &c. 

Messrs  Lance  &  Co.,  are  making  more  general!? 
known  in  England,  the  great  advantages  of  American 
securities  for  investment. 

Duringthe  present  yrar  Messrs  Lance  and  Co.  have 
disposed  of  a  large  amountof  American  and  Canadian 
Railway  Bonds,  a. id  are  last  extending  their  connec- 
tions. They  will  be  happy  to  correspond  with  panics 
having  good  American  Securities  for  sale. 

Messrs  Unh  &  Co.  have  had  experience  in  the  pa  r 
chase  and  shipment  of  Iron,  and  offer  their  cooporatioii 
to  those  about  to  negociate  for  the  disposal  of  Bondb 
and  the  purchase  of  Rails. 

P.  S.  Presidents  of  Railway  Companies'  are  request© 
to  favor  Messrs  L.  &  Co.  with  Exhibits  or  Reports  o* 
their  Companies  as  published. 

10,  Regent  street,  Waterloo  Place,  London, 
October  1855.  Kov.l5-6m» 

ENGINEEEIKTG!! 

The  undersigned  is  prepared  t of  urnish 

SPECIFICATIONS,  ESTIMATES,  AND  PLAN 

In  general  ordetaii  of  all  kindsof 

Steam  Vessels,  Engines,  Boilers,  Mill  Work,  ft. 

Particular  attention  given  to  the  superintending© 

LOCOMOTIVES,  TENDERS.CARS, 

And  Railway  Machinery  of  every  Description 

While  under  construction . 
AGENT  FOR  THE  PURCHASE  of,  on  commission 
allarticles  required  for  Railroads, Steam  Vessels, Lo 
r.omotives,  Engines,  Boilers,  Machinery,  &c. 

General  Asent  for 
ASHCROFT'S  STEAM  GUAGB,  ALI.EN  AND  NOY 
METALLIC  SELF  ADJUSTING  CONICAL  PACK- 
ING,   DUDGEON'S    HYDRAULIC   JACK,      8 
Also,  for  WatovGuages, Indicators,  Steam  Whjsillf 
CHAS.  W.  COPELAND, 
Consulting  Engineer, 
4  Broadway  JJ   T 
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Railroad  Car  Urease 


Used  for  ten  years  by  many  principal  roads 
in  this  country  and  Europe,  and  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEERS  Philadelphia 


Ju.24.  Cu 


«.  G.  LOEDELL.        H.  S.  M'COMBS.        I).  P.  BUSH. 

BDSH&LOBDELL, 

Wilmington  -------  Delaware 

MANUFACTURERS   OF 
AND 

For  E.S,  Cars  &  Locomotive  Engines, 

AKE  PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    tl  THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WJHEEiLS  FITTED 
To   Hammered  or    Bolted    Axles, 

In  thebestmanner,  utthe shortest  notice, and  on    the 

Most  Reasonable  Terms. 

an  3 

J.  T.  ORAFSET, 

ATTORNEY    AT   LAW," 

OFFICE: 

Pi.  W.  Cor.  Walmwt  &  Sixth  streets, 

my21  CINCINNATI 

McCALLUM,  BRISTOL  &  CO., 

BRIDGE  &  DEPOT  BUILDERS. 

McCallum,  Bristol  &  Co.,  arc  prepared  to  construct 
JticCALLUM'S  PATENT  .INFLEXIBLE  ARCHED 
TRUSS  BRIDGE,  for  Railroad  and  Highway  purposes 
at  any  point  in  Ohio, Indiana,  Illinois.  Missouri,  Iowa, 
Wisconsin  and  Minnesota  on  as  favorable  terms  as  any 
other  brills1*  r-^  in  the  most  approved  and  perfect 
manner.  1'ait.es  designing  information,  will  please 
apply  to  the  firm  at  their  Office  09  Third  St., Cincinnati", 
or  to  Mi,CaLlum,  Seymour  &.  Hawlcy,  No.  110  Broad- 
way, N   Y.  Ag.2fi. 


M1DDLET0N  &  STR08RIDGE, 


I 


Walnut    St.,  CINCINNATI. 

Special  attention  given  to  all  Vinds  of  work  in  our  line, 
ench  as  Show  Cards  in  one  or  more  colors,  Maps,  Bonds, 
Portraits,  Certificates  of  Stock,  &c,  &c. 

CONTRACTS  for  Rails  at  a  fixed  price,  or  on  com 
mission,  delivered  at  an  English  port,  or  at  a  por 
in  the  United  States,  willbe  made  by  the  undersigned 
THEODORE  DEHON, 
no13  10  Wal,  Broadway, New  Yor 

A.  BRIDGES  &  CO. 

Manufacturers  and  Dealers  Is 

RAILROAD  AND  CAR  HNDIHGS 


3VE  ^.CIIIKTEIl  "ST, 

Of  Every  Description, 

No.  64  COURTLANDT  STREET 

NEW  YORK. 

Albert  Bridges.  Joel  C.  Lake 


SEWING  MACHINES. 

WM.    SUMNER,   &   CO., 
Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio. 


BRANCH  OFFICES: 


Louisville, Ky., 
Lafayette,  lnd., 

Indianapolis,  Ind., 


Columbus,  0., 
Dayton,  0., 

Zanesville,  O. 


"We  offer  the  Wheeler  &.  Wilson  Sewing  Machine,  with 
important  improvements,  at  a  reduction  on  former  prices  ; 
and  to  meet  the  demand  for  a  ooon,  low-priced  Family 
Machine,  have  introduced  a  neio  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Dollars. 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  being  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  thinest  fabrics,  have  rendered  this 
"the  most  successful  and  popular  Family  Sewing  Machine 
now  made. 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams,  hem,  fell,  quilt,  gather,  bind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

JCr'Send  or  call  for  a  circular, containing  all  particu- 
lars, prices,  testimonials,  etc. 

feblS.  WM.  SUMNER  &  CO. 


WROUGHT   IRON 

ARCH  BRIDGES 

Corrugated  Iron    Hoofs 

ARCHED  AND  FLAT. 


CORRUGATED  SHEETS,  OF  ALL  SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nsti-uctions  for  applying  them.  Give  us  your  orders  at 
No.  6G  West  Third  Street,  Cincinnati,  Ohio. 

SDt.2.  MOSELET  &  CO. 

JAMES  FOSTER,  Jr.  &  CO., 

MATHEMATICAL  AND  PHILOSOPHIC- 

AL  INSTRUMENT  MAKERS, 

S.W.COKNEK  FIFTH  ANDRACE, 

Cincinnati, Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Karome* 
era,  Thermomoters, Spectacles,  Microscopes,  etc.,  al- 
ays  on  hand.   Repairing  attended  to. 

.TWTTCBELL  JAMES  FOSTKR,  Ja. 


Street  acd  Other  Railroad  IroD. 

WOOD,  M0RRELL  &  CO.,  Johnstown.  Cambria  Co. 
Pennsylvania,  are  prepared  to  execute  Driers  for  Street  and 
other  Rails  on  terms  favorable  to  parties  w-amin;:  to  pur- 
chase A?.4,m.6. 

""  FREEDOM  IRON  COMPIkyT 

MAXrrACTUTERS   OF 

LOCOMOTIVE    TYRE, 

Engine  and  Car  Axles.  Pump  and  Pi*ton  Rods, 

Bar  of  all  Sizes, 

And  all  Forgings  for  Bailroad  Machinery. 

Lewistovrii.  Mifflin  Co.,  Peun* 

JOHN  A.  WRIGHT,  SupH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char* 
coal  Pig  Iron,  refined  with  Charcoal  in  the  old-fashioned 
Forge  Fire,  hammered  into  a  Bloom  from  which  Iron  is 
hammered.  The  whole  operation  from  ore  to  finished  Iron 
is  conducted  at  our  own  Works  June9. 

SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y 

rpHESE  WORKS  HAVING  BEEN  ENLARGED  anil 
i  improved,  and  having  received  extensive  additions 
to  tneir  tools  and  machinery,  are  prepared  to  receive 
nd  execute  order  s  for 

MisMM^IS  ITOSEiSSIfc 

AND  TENDERS,  AND 
BAILROAD  MACHINERY 

»cne.'ally ,  with  the  utmost  promptnessand  despf  ten 
ind  in  the  best  style. 
The  above  works  being  located  on  the  New  York  Cen 
ql  Railroad,  near  the  center  of  the  state, possess  so 
neri  or  facilities  for  forwardingthe  rwork  toanypartof 
be  country,  without  delay . 

JOHN  ELMS,  Agent. 

WALTF.K  McQUEEIV    Sup't,  AulG.ly 

CINCINNATI 

LOCOMOTIVE  WOKKS, 


The  undersigned  are  prepared  tofurnishLocomotiv 
equal  in  efficiency  and  durability  to  the  bes>'Easte 
manufacture.  Also,  Shaping  and  Slotting  Machine 
suitable  for  railroad  shops.  Also,  all  kinds  of  hear 
forgringandcastingdoneatshortnotice .  Also,boltsfo 
bridge^cu  with  dispatch- 
ai   «!(.  MOORE  &  RICHARDSON. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Yisitorsappointed  by  the 
State,  is  underthe  superintendence  or  Col.  E.  W, 
MORGAN 9  a  distinguished  graduate  oi  West  Points 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

Thecourse  ofstudy  isthattaughtin  the  best  Colleges 
but  more  extended  in    Mathematics,  Mechanics,  Ma 
chines, Construction,  Agricultural  Chemistry  and  Mining 
Geology  ;  nlso  in  English  Literature,  Historical  Read- 
ings, and  Modern  Languages, accompanied  by  daily  an 
regulated  exercise. 

Schools  of   Architecture,  Engineering,  Commerce, 
Medicine, and  Law,  admit  ot  selectingstudiesto  sui 
time  means. and  object  of  Profession  alp  reparation;  both 
before  and  after  graduating. 

The  twelfth  annual  term  is  now  open.  Chargee,SlC9 
per  half-yearly  session, payable  in  advance. 

Address  the  Superintendent, at  *■  Military  Institute 
Franklin  Springs. K.y.  "or  theundersigned. 

P,  DD'ULEi". 
Presidentofth  Boar 
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E.  D    MANSFIELD, 
T.  WEIGHTSOIT, 


Editors. 


CINCINNATI: 
Thursday  Morning,  Feb.    7,  1861. 

THE  RAILROAD  RECORD, 

PUBLISHED  EVERY  THURSDAY MORmira, 

BY  WRIGHTSOIST  &  CO. 

OFFICE-No.  167  Walnut   Street. 

SUBSCRIPTIONS— $1  Per  Annum.in  Advance. 

To  subscribers  in  Great  Britain,  13s.  6d.  ($3)  payablein 
advance. 


ADVERTISEMENTS. 

A  squar  is  the  space  occupied  by  ten  lines  of  Nonpareil. 

One  square, singleinsertion, $1  00 

«        "        per  month 3  00 

M        »        six  months, 12  00 

'*        per  annum, 20  00 

"*    column. single  insertion, 5  00 

it       i»        per  month, 10  00 

"*'       "       six  months, 40  00 

*•        "        perannum 80  00 

**    page,  singleinsertion, 15  00 

**        **■        per  month, 25  00 

"        •*        sixmonths, 1]0  00 

■*       "        perannum, 200  00 

Cards  not  exceeding  four  lines,  $5,00  per  annum. 

THE  LAW  OF  NEWSPAPERS 

If  subscribers  order  the  discontinuance  of  their  news- 
papers,the  publisher  may  continue  to  send  them  untilall 
arrearages  are  paid. 

If  subscribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untilthey  havesettled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher, and  thenewspapers  are  sentto  the  formerdirec- 
tion,  they  are  held  responsible. 

SubscriptionsaDdcommunicationsaddressedto 
WRIGHTSON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  ofthosewho 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

TLr*  Railroad  officers  will  place  us  under  obligations  if 
they  w'll  forward  promptly  to  this  office  the  Annual  Reports, 
Monthly  Statements,  and  such  other  matters  as  they  may 
deem  worthy  of  publication. 

Arrival  and  Departure  of  Trains. 

Little  Miami —                                    Depart.  Arrive. 

Day  Express 9.3(1  a.  m.  8.00  a.  h. 

Columbus  Accommodation 4.00  p.  m.  11.02  a.m. 

Xenia  Accommodation 6.00  p.  a.  7.20  p.m. 

Marietta  &  Cincinnati — 

Express 9.40  a.  m.  6.57  a.m. 

Accommodation 3.30  p.  m.  10.30  a.  m. 

Express 10.45  p.  M.  7.00  p.  M. 

No  Saturday  Night  Express  Train. 
Cincinnati,  _WUminnton  and  Xancsville — 

Express 9.30  a.m.  8.00  a.  m 

Express 6.00  p.  M.  7.20  p.  h. 

Cincinnati.  Hamilton  &  Dayton — 

Ind..  San.,  Tol.  and  Chi.  Mail.. 7.45  a.  m.  7.55  a.  m. 

Ham.  Accommodation 8.30  a.  m.  8.20  a.m. 

Sand.,  Ind   and  Dayton  Exp...  3.00  P.  M.  11.22  a.  m. 

Dayton.  Toledo  and  Chi.  Exp...  5.30  p.m.  12.55  p.  m. 

Columbus  Express    9.40  p.m.  6.53  p.m. 

Chi.,  Toledo  and  Sandusky  Mail 9.05  p.m. 

No  Saturday  Night  fc.xp.  Train. 

Ohio  &  Mississippi — 

Mail 7.50  a.m.  8.00  a.m. 

Louisville 4.30p.m.  12.55p.m. 

Express /•  7.50  p.m.  10.00  p.m. 

Indianapolis  o5  Cincinnati — 

Mail 5.50  a.m.  1.00  a.m. 

2.00  p.m.  12.45a.m. 

Chicago  Express 7.34  p.m.  5.35  a.m. 

Covington  &  Lexington — 

Express 6.50  a.  m.  11.00  a.  m. 

Accommodation 2.10  p.  m.  6.27  p.  m. 

Richmond  &  Indianapolis — 

7.45a.m.     11.22a    m. 

3.00  p.  m.      6.50  p.  M. 

Cincinnati  &  Logansport— 

7.45a.m.    11.22  a.m. 

V 3.00P.M.      6.5Vp.  k. 


THE  TRADE  IS  BREADSTUFFS. 

RAILROADS. 

There  are  two  facts  connected  with  the  in- 
ternal commerce  of  the  country,  which  are  of 
importance  to  Railroads,  and  to  the  country. 
The  first  is  that  we  have  a  great  crop  of  ce- 
reals, most  of  which  is  on  hand.  We  do  not 
speak  of  the  South,  for  we  believe  the  crop 
there  is  short;  but  as  they  raise  comparative- 
ly little,  it  is  not  important  in  reference  to 
trade.  Taken  in  the  aggregate,  the  country 
raised  in  1860  an  immense  amount  of  cereals, 
the  largest  part  of  which  is  on  hand.  The 
second  is,  that  there  is  an  equally  great  de- 
mand, from  Europe.  This  is  likely  to  increase, 
rather  than  diminish.  The  crops  of  Western 
and  Southern  Europe  are  short,  and  those  of 
the  East  and  North  by  no  means  very  large. 
The  effect  of  this  is  already  seen  in  immense 
exports  from  this  country  since  the  first  of  Sep- 
tember last.  Indeed  these  are  already  so 
large,  that  very  probably  the  year  1860-61 
will  be  one  of  the  largest  exporting  years 
known  for  a  long  while.  We  take  from  the 
New  York  Economist  the  following  table  of 
exports,  viz : 

"The  subjoined  statement  shows  the  extent 
of  shipments  of  breadstuffs  from  the  United 
Stales  since  September  1st,  as  compared  with 
the  same  period  of  the  three  preceding  years: 

1857-8.         1858-9.        1859-60.         1860-61. 
122,234        208,997 


Flour,  bbls 625,051 

Meal,  bbls 124 

Wheat,  bush. .3,315,420 
Corn,  bush...    781,827 


1,116.681 

2,438 

480.9P0    394,397   12,392,412 
312,336    2,697,880 


The  exports  shows  a  very  large  increase  in 
each  fiscal  year  under  comparison.  Both  the 
two  last  years  were  periods  of  very  light  ex- 
ports, and  do  not  present  a  fair  comparison. 
The  year  1857-8  was  one  of  about  average 
shipments,  the  total  exports  for  the  that  period 
being  $32,500,000,  an  amount  exceeded  during 
only  four  previous  years.  Comparing  then 
the  exports  of  1860-61  with  those  of  the  ave- 
rage years  1857-58,  we  find  the  trade  in  flour 
has  nearly  doubled;  wheat  has  increased  275 
per  cent.,  the  export  since  September  1st  hav- 
ing reached  the  enormous  figure  of  12,392,412 
bushels,  whilst  the  shipments  of  corn  have 
gone  up  from  781,827  bushels  to  2,697,880,  an 
increase  of  250  per  cent." 

The  breadstuff  trade  of  the  United  States 
has  undergone  a  great  many  fluctuations.  In 
1847,  the  exports  rose  to  $50,000,000  in 
value,  and  in  1856  and  1857,  exceeded  that; 
but  in  the  last  two  years  fell  far  short.  Divi- 
ding the  exports  of  the  last  fifteen  years  into 
three  periods,  it  produces  this  result: 

1845  to  1849  inclusive $117,000,001 

1850  to  1854        "         111,000.000 

1855tol859        "         130,000,000 

perannum 

Average  of  the  first  period $24,000,0110 

"  "      sccondperiod 22,500,000 

"  "      third  period 36,000,000 

Taking  out  the  extraordinary  increase  pro- 
duced by  the  Irish  famine  in  1847  and  1848, 
the  export  has  constantly  increased;  we  ha- 
zard   nothing  in  saying,  it  must   continue  to 


increase,  and  that  rapidly,  so  long  as  this 
country  can  increase  its  surplus  to  export.  In 
the  present  state  of  the  world — Europe  is  in- 
creasing its  population,  and  its  artizana  and 
towns  also;  so  that  breadstuffs  there  will  not 
be  produced  in  proportion  to  the  demand. 
This  country  must,  as  far  as  possible,  supply 
that  demand.  This  will  be  exceedingly  favor- 
able to  the  Western  Railroads,  and,  unless  all 
present  indications  fail,  the  Western  Railroad 
Stock  will  rise  in  value,  in  future  years,  with 
absolute  certainty. 


NORWICH   AND  WORCESTER  R.R. 

We  are  in  receipt  of  the  Twenty-First  An 

nual   Report  of  the  Norwich   and  Worcester 

Railroad,  made  to  the  stockholders  on  the  9th 

ult.,  from  which  we  gather  the  following  infor- 

maton.     The  receipts  of  the  Company  for  the 

year  ending  November  30th,  I860,  were  $358,- 

362  34,  from  the  following  resources: 

From  Passengers  $121,814  32 

Freight 222,516  05 

Mail  Service,  Rental,  Express,  Etc.     14,031  97 

$358,302  34 

The  expenses  for  the  same  time  were  $199- 

356  51,  as  follows: 

Repairs  of  Road,  (including   new 

Iron.) $43,686  34 

Repairs  of  Bridges 2,097  88 

'•         Rebuilding,  and  New  Lo- 
comotives   18,669  21 

Repairs  and  Rebuilding  Fassenger 

Cars 6,219  58 

Repairs,  Rebuilding  and  new  Freight 

Cars 17,453  10 

Repairs  of  Tools,  and  new 2,546  88 

"         Fences 64  96 

"  and  Renewals  of  Station 

Houses 4,137  82 

Wood 26,1.07  67 

Coal 3.799  74 

Oil  and  Waste 3,559  08 

Passenger  Expenses 19.974  93 

Freight  Expenses 33,520  56 

Gratuities  and  Damages, 1,572  97 

Taxes  and  Insurance 1,858  01 

Salaries — President,  Treasurer  and 

Superintendent 5,000  00 

Salaries— Transfer  Agency, N.  York       600  00 

Gas  Bill 202  20 

Printing  and  advertising 1.963  49 

Legal  and  Professional  Services 396  81 

Removing  Snow  and  Ice 253  56 

Miscellaneous 5,711  72 


-$199,356  51 


Net  Receipts  for  the  year $159,005  83 

Interest  paid  f/r  the  year 42,279  97 

Net  over  Expenses  and  Interest $116,725  86 

The  debts  of  the  Company  are  $590,586  02, 

as  follows: 

Massachusetts  Loan,  due  July  1st, 

1877  at  6  per  cent $400,000  00 

Less  Sink'g  Fund,  securely  invested     66,000  00 

$334,000  00 

Bonds  due  and  held  by  Norwich  Saving  Society 

and  to  be  paid  in  February  next 16,300  00 

Bonds  for  Dividend  Scrip  at  7  per  cent.,  due  in 

1664  and  1874 100,000  00 

Loans  from  Norwich  Savings  Society,  $^,000 

to  be  paid  annually 95,f00  00 

Note  to  .ledediah  Huntington 19,300  00 

Bills  Payable £3,000  00 

Accrued  Interest  not  due 2,209  15 

Dividend  Scrip  outstanding,  including  interest.  476  70 

Balances  dueto  individuals 300  17 

Total  debt  of  the  Company $590,586  02 

The  Assets  of  the  Company  are  $99,827  15, 

as  follows: 

Cash,  Notes  and  Balances  due  the 

Company $50,188  75 

Inventory  of  Wood,  Iron  Rails  out  of 

track,  and  other  Materials  paid  for  29,964  02 
Surplus  Real  Estate  notneeded  forthe 

Company's  use,  Cash  Value 19,674  38 

$96,827  15 

Balance $490,758  87 

The  Enginee,  Care  and  Machinery  owned  by 
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the  Company  are  valued  at  this  time  at  $237,- 
171  19. 

There  has  been  added  during  the  last  year 
to  this  class  of  property,  new,  amounting  to 
$21,891  44,  charged   in  expenses  of  the  year. 

The  number  of  miles  run  on  this  road  for 
the  year  has  been  292,010. 

The  debt  of  the  Company  has  been  reduced 
during  the  same  time  $71,913  79;  also  a  divi- 
dend paid  in  February  last  of  2J  per  cent, 
amounting  to  $52,812  50. 

In  addition  to  the  above   debt,  bonds   were 

issued  to  pay  for  the  stock  in  Boat  Company, 

August  1st,  1860,  to  the  amount  of  $200,000, 

payable  $30,000  in  18G3,  $25,000  in  each  year 

1864,   '65,  '66,  '67,  '68,  '69,  and  $20,000   in 

1870,  which  bonds   have  all  been   contracted 

for  at  par,  and  the  sales  about  closed  up.     The 

Boats  for  this  line,  to  which  allusion  was  made 

in  the  Report  to  the  Stockholders  on  the  first 

of  August,  1860,  are  being  rapidly  completed, 

and  are  expected  to  be  in  service  on  the  line 

early  in  May  next. 

- »  *»»  » 

PHILADELPHIA  AND  READING  R.R. 

In  our  last  issue  we  gave  the  abstract  of 
the  President's  Report  of  this  road,  embracing 
its  financial  condition — its  earnings  and  ex- 
penses. The  general  reports  of  the  Company 
embrace  many  interesting  details  of  its  work- 
ing operations. 

This  road  extends  from  Philadelphia  to  Mt. 
Carbon,  95  miles,  and  penetrates  the  anthra- 
cite coal  regions  of  Pennsylvania.  The  Com- 
pany also  owns  the  Lebanon  Valley  Railroad, 
from  Reading  to  Harrisburg,  54  miles,  City 
Branch  and  Willow  Street  Railroad  5  miles  and 
have  leased  the  Chester  Valley  Railroad,  21 
miles,  making  in  all  173  miles  of  road  operated 
by  the  Company;  of  this  152  miles  are  owned 
by  Company  and  21  miles  operated  by  lease. 
The  stock  and  debt  account  are  as  follows: 

Orectii. 

Stock §9.097,  l'_>9  31 

Preferred  Stock 1,551,800  00 

Loans: 
Five  per  cent.  Bonds.  183R-R0,  unconvertible,      192,000  00 
"                "         1836-67.            "  436.800  00 
Bix        "                '•        1849-70,            '•                3,103,000  00 
"                "        1843-80,            "                1,571,3110  00 
"                "        1844-80,  convertible,          88'.»,0U0  00 
"                "        1848-80,            "  134,001  00 
"                "        1819-80,            "  85,000  00 
"                "        1857-80,            "                 3,580,500  00 
Seven  "                "         1856-86,            "                 ],50IJ,0l)U  00 
Bonds  due  July  1,  I860,  not  presented  for  ex- 
tension or  payment 5,500  00 

Bonds  and  Mortgages,  Real  Estate 511,450  00 

Reserved  Funds: 
Sinking  Fund  Stock,  per  Report,  November  30, 

1859 294,111   71 

Add  1830-60  Bonds,  converted "6,S00  00 

Balance  of  Dividend  Fund, 1859, 208,581  64 

"  '■  «'      1800 217,323  22 

Total $24,353,896  08 

This  amount  is  accounted  for  as  follows: 

Debtor. 

14,449,398  39 

440.1  08  52 

3,174,17!  84 

1,368,516  48 

20.680  U0 

4,49(1,755  84 

100  0N0  00 

24,301  05 

3.000  00 

35.863  67 

17,498  42 

37,690  70 

192,0.')7  57 

24,353,396  08 


Railroad 

Depots  

Locomotive  Engines  and  Cars 

Real  Estate . 

Philadelphia,    Reading  and   Pottsville   Tele 

graph  Stock 

Lebanon  Valley  Branch 

Willow  Street  Railroad....    

Pottsville  Water  Company  Stock 

Poltstown  Gas  Company  Stock, 

Added  in  1860: 

Lehanon  Valley  Branch 

Real  Estate 

New  Depot,  Broad  Street 

Miscellaneous  Amounts 

Total $ 


The  last  important  work  purchased  for  this 
Company  was  in  1858,  when  the  Lebanon 
Valley  Road  was  purchased.  The  cost  of  road 
since  that  time  has  been  stated  annually,  as 
follows : 

J858 $23,811,910  00 

1859 24,070,835  00 

1860 24,161,888  51 

The  earnings  of  the  road  since  1850  have 
been 

1850 S2,363,958 

1851 2.294,975 

1852 2,480,620 

1853. 2,688,287 

1851 3,781.639 

1855 4.291,898 

1856 3.879.584 

1857 3,065,522 

1858 2,510,751 

1*59 2.724,293 

1860 3,312,546 

The  earnings  of  the  present  year  will  thus 
be  seen  to  compare  favorably  with  those  of 
the  preceding  three  years,  although  less  than 
the  three  years  proceeding  these. 

The  number  of  engines  and  cars  used  to 
do  this  amount  of  business,  has  been  as  fol- 
lows: 

LOCOMOTIVE    ENGINES. 

First  Class  Engines. 124 

Second      "              14 

Third        "               4 

Fourth      "               3 

Total 145 

COAL  CARS. 

Eight- wheeled  iron  Coal  Cars 2 

"  wooden  Coal  Cars,  (besides  100  used  by 

Company,  owned  by  other  parties).... '490 

Four-wheeled  iron  Coal  Cars 2,948 

kl                wooded  Coal  Cars,  (besides  610  used  by 
Company,  and  owned  by  other  parties) 1,238 


Total. 


CARS  FOR  FREIGHT  AND  GENERAL  USE. 

Eight-wheeled  covered  house  cars :53 

•'  wood  and  cattle  cars 40 

"  open  platform  cars 158 

Four-wheeled  covered  house  cars 183 

"               open  platform,  wood,  lime  and  dumping 
cars 385 

Total 918 

PASSENGER  CARS. 

Eight-wheeled  Passenger  Cars 45 

k'               BagpageCars J2 

"               Mail  and  Express  Cars 7 

Total 64 

The  tonnage  of  the  road  for  the  year  has 

been 

Tons.  lbs. 

Coal  on  Main  Road 1,878.156  2,200 

"      Lehmou  Valley  Branch 68,039  2,200 

Merchandise 423.523  2,000 

Materials  for  use  of  road 160,034  2,000 

NUMBER   OF    MILES   RUN    AND   AVERAGE     WEIGHT 

OF   TRAINS 
The  total  number  of  miles  run  by  engines  on  the 

road  have  been 1,852,485 

Total  number  of  tons  hauled  one  mile  exclusive 

of  engine  and  tender 465,224,483 

Tons. 
Average  weightof  loaded  trains,  down,  exclusive 

of  engine  and  tender 766.3 

Average    weight  of  empty  trains,  up,  exclusive 

of  engine  and  ten  del' 270 

Average  weight  of  passenger  trains,  exclusive  of 

engine  and  tender 59 

All  tons  of  2,000  pounds. 

The  following  are  the  details  of  cost  of  Coal 
Transportation  on  this  road: 

Items  of  Cost,  in  detail,  of  hauling  Coal  on  the  Philadelphia 
and  Reading  Railroad,  forthe  year  ending  November  30:h, 
I860,  per  round  trip  of  190  miles,  from  Coal  Region 
to  Tidewater  and  back  with  empty  cars;  transporting  ave- 
rage loads  of  413.3  tons  of  2,240  pounds  each  train. 
Items  of  Cost.        No.    Description    Average     Amount 

Rate. 
Wages  of  Engineer..    2         Days.  2.85  §5.70 

"     Fireman...    2  "  1.75  350 

"    Conductor     2  "  1.65  3.30 

11    Brakemen 
and  Signalman,    2.57        "  1.58  4.06 

Anthracite  Coal   for 

Fuel 8.46     Tons.  1.93  16.75 


OilforEngine&Ten- 

der.including  Lamps    1.86     Galls. 

Oii4cGrea.se  for  Cars, 

Repairs  of  Engine  & 

Tender 190.         Miles. 

Repairs  of  Coal  Cars 

Supplying  Water...   17.        M.Oalls. 

W^odforKindling.&c        4     Cords. 

Assistant   Engine   at 

Falls  Grade 443  Tons. 

Car  Couplers,  Time- 
keepers, Despatch- 
es, and  Turning 
Crews 443  " 

Allow'ce  for  Engines, 
laying  over,and  oth- 
er Contingent  Ex- 
penses  443  4t 


2.23 

3.98 


1.20 
per  trip 

10.8  20,52 

per  trip  25  53 

0.6  1.02 

4.10  1.64 


0.05 


0.03 


0.03 


2.21 


3.29 


Total  per  round  trip 590.39 

Equal  to  21.74  cents  per  ton. 
All  the  Coal  Transportation  ot  the  Road,  for  the  pastyear. 
has  been  perfonned  by  Locomotives  using  Anthracite  Coal 
exclusively,  for  f ueL 

The  cost  of  Passenger  Transportation  has 

been 

Items  of  Cost,  in  detail,  of  running  Passenger  Trains  on 
the  Philadelphia  and  Reading  Railroad,  for  the  year  end- 
ing November  30th,  1860,  using  Anthracite  Coal  fuel,  per 
daily  trip  of  93  miles. 

Items  of  Cost.  Ko.  Description    Average    Amount 

„  Bate. 

Wages  of  Engineer..  1          Day.                                 $2.75 

"     Firemen...  1            "                                       1  75 

"     Conductor.  1             "                                          o -3q 

11     Bag 'age  M.  1            "                                       1,30 

w     Brakemen..  1.3         '*                    1.25               1.62 

CoalforFuel 1.4     Tons.                2.28               3.19 

Wood  for  Kindling..  J3    Cords.               4.10               1.23 

Water  used 3       M.Galls.              06                 18 

Oil  for  Engine  &  Ten- 

der.including  Lamps  1          Galls.              1.20               1.20 
Oil  &  Grease  for  Cars,  per  trip                38 
Repairs  of  Engine...  93         Miles.                  4               3,72 
Repairs  of  and  Refit- 
ting Cars pertrip            5.56 

Hands  at  Depots.  Ex- 
tra Engines,  &c —  "                  536 
Sundries  for  Trains..  "                  2.38 

Total 332.71 

Add  difference  to  make  up  average,  caused  by  use  of 

wood  fuel,  in  other  Engines 4.82 

Total  per  daily  trip  of  93  miles §37.53 

Equal  to  87.44  cents  per  Through  Passenger,  at  42.9  pas- 
sengers per  train. 

A  majority  of  the  Passenger  Train  Locomotives  used  An- 
thracite Coal  Fuel  exclusively,  last  year. 

The   cost   of  Merchandise    Transportation 
has  been 

Items  of  Cost,  in  datail,  of  running  Freight  Trains  on  the 

Philadelphia  and  Reading  Railroad,  for  the  ytar  endin" 
November  30th,  1860,  per  daily  trip  of  93  miles. 
Items  of  Cost.        No.   Description    Average    Amount 

ate. 

Wages  of  Engineer..    1          Day.  Qi.95 

"      Fireman..     1            "  1.C5 

"      Conductor    1            "  1.75 
'•      B  rakemen 

and  Signalman 3           "                  1.47  4  41 

CoalforFuel 3.21      Tons.               2.28  7.32 

Wood  for  Kindling, &c  .3        Cords.              4.10  1.23 
Oil  &  Tallow  for  En- 
gine and  Tender.,                                       er  trip  145 
Oil  &  Grease  for  Cars                                         **  1.51 
Repairs  of  Engine  & 

Tender 93        Miles.            10.4  9.67 

RepnrsofCars pertrip  12.60 

Depot  nand  and  oth- 
er Depot  Expenses  14.10 

Water  used 7        M.Galls.             .05  42 

Renewal  of    Sundry 
Articles.  Goods 

Damaged,  &c 2.1 


Total  per  daily  trip  of    3  miles §61.20 

Equal  to  38.61  cents  per  ton,  at  158.5  tons  per  train. 

From  the  statement  of  locomotive  engines, 
we  learn  that  engines  vary  in  weight  from  8  3 
tons  to  29.6  tons,  the  average  being  26  and  27 
ton  engines.  The  mileage  of  the  year  varies 
from  634  to  32,920  miles.  The  highest  total 
mileage  of  one  engine,  is  the  Hudson,  an  en- 
gine of  21.2  tons,  built  in  October  1844,  which 
has  run  263,906  miles;  the  next  highest  is  the 
Reading  17.2  tons,  bnilt  in  October,  1S42, 
which  has  run  236,922  miles. 

From  the  statements  given  above  it  will  be 
seen   that   the   average  weight  of  passenger 
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trains  exclusive  of  engine  and  tender  has  been 
59  tons.  The  average  number  of  passengers 
carried  has  been  42.9  passengers  per  train. 

The  average  weight  of  coal  in  trains  has 
been  496.3  tons  of  2,000  pounds,  which  re- 
quired 270  tons  of  cars,  exclusive  of  locomo- 
tives and  tenders,  to  transport  it. 

While  each  passenger,  averaging  in  weight 
150  pounds,  required  about  1.4  tons  to  trans- 
port him,  each  ton  of  coal  required  but  about 
.54  tons  of  cars. 

It  is  to  be  regreted  that  the  report  does  not 
give  the  rates  of  speed  per  train — adopted  in 
passenger,  coal  and  merchandise  trains.  We 
have  no  doubt  that  the  experience  of  our  rail- 
roads will  show  that  in  order  to  meet  the  de- 
mand of  the  public  for  cheaper  rates  of  trans- 
portation, it  will  be  found  desirable  to  reduce 
the  rates  of  speed  in  freight  trains,  establish- 
ing a  distinction  between  fast  freight  and  slow 
freight. 

The  use  of  Anthracite  Coal  as  fuel  on  this 
road  has  been  atttended  with  perfect  success. 
On  this  subject  the  report  says:  A  marked  de- 
drease  will  be  observed  in  the  cost  of  passen- 
ger trains,  compared  with  former  years.  This 
econamy  has  been  mainly  secured  by  the  use 
of  anthracite  coal  in  a  majority  of  the  passen- 
ger engines.  Our  experience  in  the  use  of 
this  fuel  for  locomotives  continues  most  satis 
factory,  and  it  is  gradually  replacing  wood  for 
all  services,  whether  for  the  heaviest  transpor- 
tations of  our  coal  trains,  the  high  speed  of 
passenger  trains,  or  the  lightest  work  of  the 
depot  locomotive. 

The  abundance  of  Anthracite  Coal,  its 
cheapness,  economy  in  weight  and  stowage 
room,  and  entire  freedom  from  risk  of  acci- 
dental combustion,  render  it  as  well  adapted 
for  locomotive  as  it  has  hitherto  proved  for 
other  purposes. 

The  Superintendent  remarks,  in  his  report 
on  the  roadway :  The  spliced  rail  joint  con- 
tinues to  be  satisfactory,  and  the  quality  of  the 
iron  used  in  the  new  rails  appears  to  improve 
annually,  as  greater  care  is  exercised  in  its 
manufacture  and  inspection. 


Eaton  and  Hamilton  Railroad. — The  an- 
nual meeting  of  the  Directors  of  the  Eaton 
and  Hamilton  Railroad  was  held  at  Eaton  on 
Monday,  when  the  following  Board  of  Directors 
as  chosen : 

David  Barnet,  Daniel  Beckel,  John  Carlisle, 
Lurton  Dunham,  John  W.  Erwin,  Hugh  M. 
Starr,  Joseph  Torrence,  John  C.  Wright,  Wm. 
Whiteside  and  Thos.  H.  Weasner. 

Some  time  since  a  committee  of  the  stock- 
holders, appointed  to  consult  in  regard  to  a 
capitalization  scheme,  recommended  the  ap- 
pointment of  a  committee  on  the  part  of  the 
stochkolders,  the  bondholders  and  the  floating 
debt  creditors,  to  arrange  a  basis  of  capitaliza- 
tion. The  meeting  of  stockholders,  yesterday, 
adopted  the  suggestion,  and  appointed,  on 
their  behalf,  David  Barnet,  Joseph  Torrence 
and  John  H.  Hutton.  No  time  has  yet  been 
fixed  for  the  meeting  of  the  committee. 


NOHTHWESTERIir  AND  CHICAGO 

We  received  a  circular  addressed  to  the 
Stockholders  of  thsi  road  from  which  we  gath- 
er the  facts  that  the  estimated  receipts  of  the 
road  from  and  after  August  1,  1860  (as  stated 
in  the  first  annual  report  of  April  last),  were 
$70,000  per  month.  The  annual  receipts  from 
1st  of  August,  1860,  to  the  1st  of  January  1861, 
exceed  $73,000  per  month,  notwithstanding 
the  unexpected  financial  difficulties  which 
have  intervened. 

The  income  account,  as  set  forth  in  the  accompanyin" 
statements,  shows  gross  earnings  from  June  1, 1859  to  April 
1,  1800,  ten  months  (the  entire  road  was   only   part  of  this 

time  in  operation),  of $384,659  15 

The  operating  expenses  during  the  same  time 

were  about  58  per  cent  of  the  gross  earnings    222,286  78 
Paid  during  same  time  for  taxes,  cost  of  acci- 
dent to  excursion  train  and  loss  of  money  by 

fire 

And  six  months  interest  paid  on  sinking   fund 

bonds  and  Winslow  &  i'lagg  trusts 

Total  expenses  and  interest  paid  from  June  1. 
3859, to  April  I,  1860 

Balance  to  credit  of  income  account  Anril  1. 
1860 ' 

Gross  earnings  from  April  1,  1860,  to   January 

1,  1861,  nine  months 563  809  28 

Operating  expenses  during  same  time,  about  46 
per  cent  of  earnings ,?25c!,657  74 

Amount  paid  during  same  time  for  taxes,  in- 
surance, and  on  account  of  accident  to  ex- 
cursion train  (Nov.  1,  1859) „         8,303  40 

And  twelve  months'  interest  on  the  Flagg  and 
TVinslow  trusts,  and  six  months'  inttrest  on 
preferred  bonds  paid  during  same  time 63,212  40 

And  interest  on  notes  given  for  equipment  and 
amount  paid  for  exchange  on  New-York,  to 
pay  notes  and  interest  on  bonds  since  April 
1,1860 


21,651  73 

46,959  46 

291.197  97 

$93,461  18 


9,405  80 
339,579  34 


Total  expense  and  interest  paid  from  April  1. 
1860,  to  Jan.  1,  1861 

Showing  surplus  of  earnings  over  expensesand 
interest  paid  from  April  1,  I860,  to  Jan.  1, 
1881i  of $224,229  94 

Showing  a  net  balance  to  credit  of  income  ac- 
count on  1st  January,  1861,  being  surplus  of 
earnings  over  operating  expenses,  and  inter- 
est paid  on  bonds,  &c,  from  the  date  of  reor- 
ganization (June  1,  1859)  to  Jan.  1,  1861  of.  $317,691  12 

The  gross  earnings  of  the  road  from  April 
1,  1860  to  January  1,  1861,  nine  months,  were 
$563,809  28  and  show,  it  is  fair  to  say,  that, 
if  the  road  had  been  fully  completed  and 
appointed  for  business,  and  amply  supplied, 
equipped,  and  furnished,  these  earnings  would 
have  been  increased  to  an  amount  equal  to 
all  the  current  accruing  interest  in  that  time, 
upon  all  of  the  first  and  second  mortgage 
bonds  of  the  company,  over  and  above  ordi- 
nary running  expenses.  With  the  road  in  the 
condition  above  named,  and  with  means  to 
manage  with  the  greatest  economy,  the  run- 
ning expenses  would  be  materially  reduced 
from  what  they  can  be  with  the  limited  means 
now  enjoyed. 

The  floating  debt  of  the  Company  is  $331, 
491  01  against  which  it  has  assets  of  $196, 
788  46.     The  report  says : 

The  Company  will  pay  interest  on  the  first 
of  February  next,  on  its  preferred  first  mort- 
gage sinking  fund  bonds,  but  not  upon  its  gen- 
eral first  mortgage  bonds.  Its  earnings  have 
been  equal  to  the  payment  of  interest  on  both 
classes  of  bonds,  but  this  has  been  the  result 
of  large  additions  to  the  rolling  stock  of  the 
road,  without  which  no  such  earnings  could 
have  been  realized  and  to  pay  for  which  and 
for  other  structures  and  necessary  improve- 
ments in  part,  these  earnings  have  been 
used. 

In  order  to  do  the  business  offering,  and  to 
earn  an  amount  equal  to  the  payment  of  in- 
terest on  our  bonds,  it  was  early  foreseen  that 


large  additions  must  be  made  to  our  stock  of 
engines  and  cars,  and  the  further  buildings, 
structures  and  business  facilities  and  accom- 
modations must  be  provided. 

These  wants  were  from  time  to  time,  as  im- 
peratively demanded,  partially  supplied,  and 
the  further  necessities  of  the  company  in  this 
direction  were  laid  before  the  general  annual 
meeting  of  the  stock  and  bondholders  in  June 
last,  and  before  the  bondholders'  meeting  in 
New  York  in  August  last,  when  still  further 
purchases  of  equipment  were  advised  and  ap- 
proved of  and  were  subsequently  authorized  by 
the  Board  of  Directors. 

The  opinion  entertained  at  the  bondholders' 
meeting  in  New- York  in  August  last,  when  the 
money  market  was  easy  and  the  future  very 
promising,  was,  that  if  the  company  should 
need  to  borrow  the  largest  part  of  the  money 
necessary  to  pay  interest  on  its  general  first 
mortgage  bonds  in  February,  1861,  because  of 
having. used  its  earnings  in  paying  for  equip- 
ment, &c,  it  would  be  easy  to  do  so,  and  to 
carry  portions  of  such  loan  forward  to  such 
times  as  the  surplus  current  earnings  beyond 
the  payment  of  accruing  intesest  should  be 
equal  to  the  discharge  of  such  loss. 

The  alarming  changes  in  the  political  con- 
dition and  prospects  of  our  country  which 
have  since  recurred  and  the  consequent  serious 
derangements  of  monetary  and  business  af- 
fairs, have  not  only  precluded  the  hope  of  any 
such  loan  but  have  made  its  propriety  more 
than  questionable,  and  have  caused  demands 
to  be  made  upon  us  for  the  more  prompt  pay- 
ment of  some  of  the  large  claims  assumed  by 
the  Company  in  its  reorganization  than  was 
anticipated.  The  result  of  all  which  is  to 
make  the  payment  of  interest  on  general  first 
mortgage  bonds,  as  hoped  for  at  this  time, 
simply  impossible. 

This  company  is  at  this  moment  suffering 
a  loss  of  earnings  of  from  ten  to  twenty  thou- 
sand dollars  per  month,  because  of  its  inabil- 
ity to  receive  in  store,  or  hold  in  deposit,  in 
any  way  at  Chicago,  until  the  opening  of  nav- 
igation, the  products  which  seek  to  be  trans- 
ported over  its  road;  and  the  proper,  and  at 
the  same  time  profitable  remedy  for  this  diffi- 
culty, would  seem  to  be  a  large  elevation  grain 
warehouse  on  the  company's  own  grounds  at 
Chicago.  Such  a  building  seems  an  indis- 
pensable necessity ;  the  want  of  it,  for  a  few 
months  like  the  present,  would  subject  the 
company  to  a  loss  equal  to  its  cost. 

By  the  statements  annexed  hereto  it  will 
be  seen  that  since  the  close  of  navigation,  say 
1st  December  to  12th  January  inst,  the  re- 
ceipts of  flour  at  Chicago,  from  all  roads  and 
sources,  amount  to  82,322  barrels,  and  that 
of  this  amount  the  Chicago  and  North  West- 
ern Railway  brought  29,348  barrels,  or  over 
one-third  of  the  whole.  It  will  also  be  seen  ■ 
that  the  whole  amount  of  wheat  received  at 
Chicago,  in  the  same  time,  is  690,484  bushels, 
and  that  of  this  amount  the  Chicago  and 
North- Western  Railway  brought  204,948  bush- 
els, about  thirty  per  cent  of  the  whole.  With 
ample  and  desirable  places  for  storage,  it  is 
believed  the  Chicago  and  North-Western  Rail- 
way would  have  increased  its  proportion  of 
the  entire  wheat  receipts,  at  least,  to  that  of 
its  receipts  of  flour,  probably  to  a  greater  per 
cent. 


— For  the  third  week  in  January,  the  earn- 
ings of  the  Michigan  Central  were  $32,137  87 
being  an   increase  of  $6,375  over  last  year's 
eceipts. 
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FITCHBURG  It-  R. 

At  the  commencement  of  1861,  the  Direc- 
tors of  the  Fitchburg  Railroad  Company  re- 
ported to  the  share  owners,  the  position  of 
that  corporation  on  the  30th  November,  1860. 
At  that  date  the  company  stood  pecuniarily 
free  from  debt,  having  paid  within  the  year 
$132,663  41,  for  the  purchase  of  the  Peter- 
boro'  and  Shirley  Railroad,  and  also  its  $100, 
000  note. 

There  remained  in  the  treasury  subsequent  to 
these  two  payments  the  wherewith  to  meet  the 
present  January  dividend,  the  amount  due 
connecting  roads,  the  unclaimed  dividends, 
and  thereafter  the  company  will  still  hold  $42, 
702  86;  this  last  mentioned  sum  is  a  surplus 
on  hand  to  begin  the  year  with. 

The  company  likewise  possessed  assets  not 
required  for  railroad  purposes  worth  $25,285- 
04,  and  a  further  sum  of  $30,456  47,  invested 
in  fuel,  iron,  lumber,  and  other  needed  articles 
for  use  and  repairs,  the  value  of  which  is  not 
included  as  surplus  or  assets,  indeed  so  far 
as  this  report  is  conserned,  the  value  thereof 
is  not  taken  into  the  account  at  all. 

PETERBORo'    AND    SHIRLEY   RAILROAD. 

At  the  annual  meeting  of  the  corporation 
a  vote  was  unanimously  adopted,  which  author- 
ized the  Directors  to  lease,  purchase,  operate, 
or  to  treat  in  any  other  way  with  the  Peter- 
boro'  and  Shirley  Railroad  Company  for  their 
railroad.  Finding  it  impracticable  to  treat 
for  other  than  a  purchase,  a  purchase  was 
therefore  made,  and  the  bargain  consumma- 
ted on  the  24th  of  March,  for  the  considera- 
tion of  $132,663  41,  with  interest,  from  the  1st 
of  January,  1860,  all  of  which  has  been 
paid. 

EXPENSES. 

The  expenses  have  again  been  considered, 
for  example,  $13,045  33,  beyond  ordinary  re- 
pairs, was  spent  in  renovating  locomotives  and 
fitting  them  for  the  use  of  coal,  thereby  ena- 
bling the  company  to  run  all  regular,  and 
most  of  their  extra  trains  with  that  kind  of 
fuel.  Substantial  and  commodious  brick  en- 
gine and  tank  houses,  with  large  iron  tanks, 
were  erected  at  South  Acton  and  Concord. 
These  improvements  at  those  stations  com- 
plete the  furnishing  of  the  Trunk  Road  with 
all  that  can  be  required  for  the  present  or  the 
future  for  the  like  indispeusables. 

The  outlay  on  bridges  was  also  large,  ex- 
ceeding by  $14,559  16,  the  average  outlay  up- 
on these  structures  for  the  last  ten  years.  The 
like  remark  will  equally  apply  to  stations  and 
buildings,  for  they  too  have  had  much  expend- 
ed upon  them.  Those  on  the  Peterboro'  and 
Shirley  Railroad  were,  with  one  exception, 
thoroughly  repaired.  The  company  has  built 
and  added  to  the  equipment  thirty-four  freight 
and  one  baggage  car,  and  re-built  sixteen 
freight  and  two  passenger  cars,  at  the  same 
time  carried  on  its  usual  work  without  know- 
ingly neglecting  any  thing  essential  to  the  safe 
and  economical  working  of  the  concern. 


The  income  and  expenses  for  the  year  were 
as  follows : — 

INCONE. 

From  Passengers §239,973  26 

"      Freight 382.992  70 

"      Mails 9,900  00 

•'      Bents 3,044  75 

"      Interest 9,928  06 

"     Missellaneous 10,583  01 

8003,021  78 
EXPENSES. 
For  renewals  of  iron  and  repairs  of 

Eoad 387,107  00 

"    Repairs  of  Locomotives 40,700  27 

44        "  Stations  and  bnild- 

ings 24.910  67 

"        "  Bridges 23,544   10 

"        "  Freight  cars 17.444  39 

"        u  Passenger  cars 6,53173 

"         tl  Gravel    and     hand 

cars 264  60 

"        "  Fenees,  Gates,  and 

Signs 1,872  27 

Fuel 36,093  74 

Expenses  Freight  department 55,599  63 

''  Passenger  department.. .   26,065  80 

Wages  switchmen,  watchmen,  and 

flagmen 9.561  69 

Removing  snow  and  ice 1,350  42 

Oil 5,763  30 

Cotton  waste 1,090  91 

Taxes  and  insurance 5,495  27 

Gratuities  and  d images 1,757  85 

Office  and  law  expenses,  including 
salaries  of  President,  Treasurer, 

and  Superintendent 12.596  78 

$359,010  42 

It  may  be  stated  in  connection  with  this 
matter  of  income  that  the  above  mentioned 
$16,583  01,  grew  out  of  business  prior  to  1860, 
and  consequently  had  nought  to  do  therewith, 
but  having  been  settled  within  the  year,  it  is 
therefore  necessarily  brought  into  the  present 
enumeration. 

BALANCE  ,SHEET„  NOVEMBER  30,  1860. 

debtor. 

Totalof  Construction  as  per  last  report $3  5411,000  00 

Cash  anil  cash  funds 137.419  00 

Notes  receivable 27,182  88 

Locomotives  loaned  Trnstres  of  Rutland  and 

Burlington  Railroad  Company 17,200  00 

Fuel 20.599  25 

Stock  materials 9,857  22 

Real  estate 8,085  04 

Freight   uncollected 4,00146 

Uuited  States  Mails 2,9£0  46 


Capital  stock........ 

Profit  and  loss 

Unclaimed  dividends- 
Connecting  roads. . . . 


$3,767,385  91 

credit. 

.$3,53",000  (10 

204,644  37 

3,018  00 

19,1^3  54 

S3.767.3S5  91 


Heavy  Embezzlement  of  Railroad  Tick- 
ets.— The  officers  of  the  Pennsylvania  Rail- 
road Company  have  recently  ascertained  that 
many  of  their  tickets  have  been  sold  in  this 
city,  and  not  accounted  for.  Upon  investiga- 
ting the  matter  they  have  obtained  informa- 
tion that  leads  to  the  belief  that  they  were 
sold  by  Charles  E.  Evans,  freight  agent  for 
the  company,  and  Ephraim  T.  Evans  a  clerk 
in  the  office  of  Moses  Potter,  the  passenger 
agent.  They  were  arrested  yesterday  by  De- 
puty Chief  of  Police  Ham,  and  about  seventy- 
five  tickets  found  upon  them,  or  traced  to 
their  possession.  It  is  said  that  evidence  has 
been  obtained  that  they  have  sold  tickets  in 
the  absence  of  Mr.  Potter,  at  less  than  the 
usual  price,  which  is  twenty-oue  dollars  each. 

They  were  taken  before  the  police  court 
this  morning,  charged  with  embezzling  one- 
hundred  and  fifty  tickets,  worth  two  thousand 
dollars,  and  by  request  of  the  government  the 
case  was  continued  till  Thursday  next,  bail  in 
the  sum  of  $3,000  being  required.  The  sus- 
pected parties  are  both  young  men,  and  have 
families  residing  in  this  city. — Boston  Trav- 
eler 


CLEVELAND,  COLUMBUS  AND  CIN- 
CINNATI RAILROAD. 


We  give  annexed  a  statement  of  the  Cleve- 
land, Columbus  and  Cincinnati  Railroad, 
showing  the  earnings  and  expenses  of  that 
Company  for  the  year  1860: 

E  115IK"  FOE  1  L  HOSTBS,  ENBI  NO  NOVEMBER  30,  1860. 

From  Passengers $334,556  89 

Freight 555,832  51 

Express 14,922  34 

Mails 26,675  00 

Bents 70,033  34 

Interest  on  Deposits 4,725  01 

Other  sources 4,505  89 

' $1,011 ,250  08 

December  earnings,  (subject  to  corrections)  . .        73,441  94 

Total  for  the  year $1,084,692  92 

EXPENSES  FOB  11  HOKTBS,  ENDING  NOVEMBER  30,  1860. 

Passenger  Expenses $61,928  39 

Freight            do           124.957  75 

General          do          20,113  74 

Repairs  of  Locomotives, 42,647  96 

"       Passenger  Cars 12,493  55 

"       Freight  Cars             27.647  01 

"       Track 79,583  00 

"       Buildings 6,216  67 

"       Fences 2.507  93 

"        Bridges 6.552   10 

Oil  and  Waste 7,445  38 

Fuel 43.989  32 

Damages  to  Stock 1,202  25 

Losses  and  damages  to  Freight. 3,777  37 

Fire  damages 49  25 

Gratuities  and  personal  damages....  4,304  19 

Repairs  and  expense  of  Telegraph. .  1,613  88 

Taxes 21,614  32 

Interest  nnd   Exchange,  (including 

interest  on  Mortgage  Bonds,).. .  1,873  90 

$470,417  95 
Expenses   for  December,   (estima- 
ted,)       40,f.0Sl  00 

$510,417  93 

Net  Earnings  for  the  year,  twelve  and  one-tenth 

per  cent $574,274  96 

Divideod  paid  1st  August  last,  4i  per 

cent     $213579  00 

Dividend  payable  1st  February  next, 

5}  per  cent 261.04100 

474,620  00 

Surplus  earnings  for  the  year $99,654  96 

Cleveland,  January  trth,  1861. 

; —G— — 

Beport  or  the  Receiver  op  the  Ohio  and  Missis- 
sippi Railroad.— Joseph  W.  Alsop.  Esq.,  Receiver  of  the 
Ohio  and  Mississippi  Bailroad,  has  filed  his  ninth  monthly 
report  with  the  Clerk  of  the  United  States  Court,  covering 
the  operations  of  the  road  for  the  month  of  December.  The 
following  is  an  abstract: 

Balance  from  Nevember  account $4,327  30 

receipts. 
From  Express  Freight  for  November. .$1,799  25 

From  Passengers  previous  to  Dec 10,645  51 

From  FreighiTprevious  to  Dec 5.811  77 

— 18,256  53 

From  Passengers  on  Decern,  account.. "14,923  88 
From  Passengers  on  Decern,  account. .17,1 10  30 

42.034  18 

From  other  sources 5.759  99 

Total ..$70,378  00 

DISBURSEMENTS. 

Paid  first  mortgage  coupons,  due  Jan- 
uary 1st,  I860 $105  00 

Paid  first  mortgage  coupons,  due  July, 

1800 6,895  10 

Paid  interest  and  discount  off  currency   3,117  57 

Paid  office  and  other  expenses 144  00 

Paid  on  account  of  December  current 

expenses 454  60 

Paid  on  account  of  former  arrearages.      800  64 

Paid  on  account  of  November  current 

expenses  and  construction  work.. 50, 493  04 

62.009  83 

Balance  carried  to  January  account $3,368  15 


Council  Bluffs  and  St.  Joseph  Railway. — 
The  Council  Bluffs  Bugle  says,  regarding  the 
above  work  :  "  The  business  of  getting  out 
ties,  bridge  and  pile  timber  is  progressing  ra- 
pidly at  this  time.  A  general  good  feeling  is 
being  manifested  towards  our  road,  and  those 
who  buna:  back  at  first,  are  beginning  to  see 
their  true  interest,  and  express  a  willingness 
to  help  push  the  good  work.'' 


THE    RAILROAD    RECORD. 


605 


NEW  YOKE  AND   ERIE  RAILROAD. 

ANNUAL   REPORT   FOR   1860. 

The  following  is  the  Report  of  the  Receiver 
of  this  road  for  the  year  ending  September 
30th,  1860,  made  to  the  State  Engineer,  in 
compliance  with  the  law,  in  the  State  of  New 
York,  December  21st,  1860: 

STOCK  AND  DEBTS. 

Capital  stock  as  by  charter $11,000  000  00 

Amount  of  stock  subscribed J], 000.00:1  00 

Amount  paid  in  as  by  last  report 11,0(10,0(10  00 

Total  amount  now  paid  In  of  capital  stock. ..   1 1,000,030  00 

Funded  debt,  as  by  hist  report 25  'JOIl.OOO  00 

Total  amount  now  of  funded  debt 26,351,0110  (It) 

Floating  debt  as  per  last  report *353.7(I3  33 

Tbe  amount  now  of  floating  debt t2,72o,620  43 

Total   amount  now  of  funded   and  floating 

debt 29,070,6.0  43 

Average  rate,  peraunum,of  interest  on  fund- 
ed debt 7  per  cent. 

•Does  not  include  unpaid  Coupons. 

tBills  Payable—  old  account 856,057  03 

Current  Expenses,  since  paid 200  684  43 

Tick,  t  and  other  balances 22.166  47 

Accrued  Rent,  Union  R.R 20,8.0  00 

Over  due  mortgage  coupons  1,397,970  00 

"        unsecured      •■      967,292  50 


$2,725,620  43 


COST   OF   ROAD   AND    EQUIPMENT. 


For  graduation  &  masonry.; 

For  Bridges 

Superstructure 

Iron 

Passenger  and  Freight  Sta- 


Last  Report.     Present  Report 
513,720,942  14     $13,867,359  77 


lions. 


2,575,985  82 
4,061,512  56 

569,258  61 
278,'>62  62 
480,053  31 


2,624,074  26 
4,1,61,512  50 

574,439  38 
280,159  44 
504,326  40 


1,234,960  30        1,237,400  30 


2,232,568  49 

372,083  52 

1,738.590  63 

8,077,301)  35 


J2.231.162  09 

373,495  27 

1,742,290  63 

8,077,891  87 


Machine  Shops 

Engine  and  Car  Houses 

Land,  Land    Damages  and 
Fences 

Locomotives  and  Fixtures, 

and  Snow  Plows 

Passenger  &.  Baggage  Cars. 

Freight  and  other  Cars 

Engineering  and  Agencies.. 

Total  cost  of  Road  and 

Equipment $35,341,618  35    $35,574,171  97 

(One  Engine  sold,  cost  $8,5(10 

CHARACTER (STICS  OF   ROAD. 

Miles. 

Length  of  Road ttttse? 446 

Length  of  Road  laid 446 

Length  of  Double  Track,  including  Sidings.. 286 

Length  of  Branches  owned  by  the  Company,  laid  ... .   113 

Length  af  Double  Track  bud  on  same ,     16 

Length  of  Main  Line  of  Road  from  Pierpont  to  Dunkirk  446 
Weight  of  Rail,  per  yard  on  Main  Track  (pounds)..  56  to  75 

No. 

Engine-Houses  and  Shops 24 

Engines 219 

First  Class  Passenger  Car3,  rated  as  eight  wheel  cars. .    103 
Second  Class  and   Emigrant  Passenger  Cars,  rated  as 

eight- wheel  Cars 42 

Baggage,  Mail  and  Express  Cars,  rated  as  eight-wheel 

Cars 46 

Freight  Cars,  rated  as  eight-wheel  cars ...2.F95 

DOINGS   OF     THE  TEAR     IN     TRANSPORTATION,    AND     TOTAL 
MILES    RON. 

Number  of  miles  run  by  passenger  trains 1.220,958 

'■        "  "      freighttrains 2,244,604 

"        "  "      othertrains 125,730 

Total  miles  run 3,59 1 ,292 

Number  of  passengers  (all  classes)  carried  in  cars.     941,553 
Number  of  miles  traveled  by.  passengers,  or  num- 
ber of  passengers  carried  one  mile 56,557,070 

Number  of  tons,  of  2,000  pounds,  of  freight  car- 
ried in  cars 1,139,553 

Total  movement  of  freight,  omumber  of  tons  car- 
ried one  mile 214,084,396 

Average  rate   of  speed  adopted  by   ordinary  passenger 

trains,  including  stops  (miles  per  hour) 20 

Rate  of  speed  of  same,  when  in  motion.. .  26 

Average  rate  of  speed  adopted  by  express  trains,  inclu- 
ding stops 26 

Kate  of  speed  of  same  when  in  motion 30 

Average  rate  of  speed  adopted  by  freight  trains,  inclu- 
ding stops 10 

Rate  of  speed  of  same,  when  in  motion 14 

Average  weight. in  tons,  of  passenger  trains,  exclusive 

of  passengers  and  baggage 90 

Average  weight,  in  tons, of  freight  trains,  exclusive  of 

freight 200 

The  Amount  of  Freight,  specifying  the  quantity  in 

Tons. 

The  product  of  the  forest 118.8891 

Animals  201.823! 

Vegetable  food 197,232} 

Other  agricultural  products 19.90!ij 

Manufactures 1 1:1,918; 

M  erchaodite J98,6iui 

Other  articles 260,1404 


The  rate  of  fare  for  passengers,  charged  for  the  re- 
spective classes  per  mile,  as  follows  : 

Cents. 

*First  Class  Through  Passengers 022 

FirstClassWay  "  (average)     .1125 

Second  Class  Through        "■  "  .02 

Second  Class  Way  "  •'  .0225 

Emigrant  Through  "  "  .0075 

EmigrantWay  "  "  .0125 

*A  small  reduction  is  made  between  distant  competing 
points. 

EXPENSES   OF     MAINTAINING   THE    ROAD,    OR     REAL     ESTATE 
OF    THE   CORPORATION. 

. Allotted  to , 

Amount.        Pass.  Trans.    Frgt.  Trans. 

Repairs  of  road- 
bed  and  railway, 

excepting  cost  of 

iron 

Cost  of  iron  used 
in  repairs,  (tons 
9,13(1) 

Repairs  of  buildgs 

Repairs  of  fences 
and  gates 

Taxes  on  real  es- 
tate  


$724,901  10     $289,960  04     $434,940  06 


tlf5,908  10 
34,924  54 


23,184  70 
75,920  32 


66,363  24 
13,169  80 


9,273  E8 
30,368  12 


99,544  86 
21,754  74 


13,910  82 
45,552  20 


Total.. 


$1,024,837  76     $4119,135  98     $615,702  63 


tThis  amount  is  the  difference  between  the  value  of  the  old 
and  new  iron. 

The  allotment  between  freight  and  passen- 
ger, where  not  known,  is  two-fifths  passenger 
and  three-fifths  freight,  except  repairs  of  mat 
chinery  and  cars,  there  the  proportion  is  27 
and  63  per  cent.,  as  noted. 

EXPENSES  OF    REPAIRS  OF  MACHINERY. 

, Allotted  to , 

Amount.        Pass. Trans.    Frgt.Trans. 
Repairs  of  engines 

and  tender $255,139  06    $82,471  12    $172,667  94 

Repairs  of  passen- 
ger &  bag'ga  cars       97,917  86 
Repairs  of  freight 

cars 313,261  84 

Repairs  of  toolsand 

ninch'ry  in  shops        27,334  88 
Incident1!  expenses 

including  oil, fuel 

clerks,  watchmen 

etc.,  about  shops.        24,461  09 


97,917  86 

313,261  84 

7,380  41        19,954  47 


6,009  49        17,860  CO 


186,802  66 

16,793  16  25,197  24 

3,650  46  3,975  70 

67,181  84  125,080  66 

61,739  22  133,018  62 


Totals $718  114  73     $194,369  88  $523,744  85 

EXPENSES  OF  OPERATING  THE  ROAD. 

Pass.  Freight. 

Transport.  Transport. 

Office  expenses,  sta- 
tionery, &c $44,157  82    $17,663  12    $26.494  70 

Agents  and  clerks 199,046  50      79,618  60     119,427  90 

Labor,loading  and  un- 
loading freight 186,802  66 

Porters, watchmen  and 
switch  tenders 41,995  40 

Wood  and  water  sta- 
tion attendance 6,626  16 

Conductors,  baggage 
and  brali  emen 192.262  50 

Enginemen  and  fire- 
men     195,357  84 

Fuel,  cost  and  labor  of 
preparing  for  use. .    423,446  47     169,378  58    254,067 

Oil  and  waste  for  en- 
tines  and  tenders. .      50,514  57 

Oil  and  waste  for 
freightcars 21,238  03 

Oil  and  waste  tor  pas- 
senger and  baggage 
cars 3,16759 

Loss  and  damage  of 

goods  aud  baggage      16,058  10 

Damage  for  injuries  of 

persons '..       1,24186 

Damage  to  property, 
including  damages 
bv  fire  and  cattle 
UUled  on  road 298  00 

General  superintend- 
ence       47.296  05 

Contingencies 47,234  03 


15,117  20 


3,167  59 


1,241  80 


298  00 


35,397  37 
21,238  03 


16,058  10 


18.918  42 
18,893  60 


28,377  03 
28,340  43 


Totals $1,476,74358    472,666  65  1,0114,076  93 

The  above  statement  to  be  made  without  reference  to  the 
sums  actually  received  or  paid  during  the  year. 

EARNINGS  AND  CASH  RECEIPTS  AND  PAYMENTS. 

1st  Earnings. 

From  Passengers $1,1^0,957  55 

From  freight 3,881.343  54 

From  other  sources 115,0.'0  61 


2i£  Earnings, 

From  Passengers $1,180,957  55 

From  freight 3,940,409  55 

"From  other  sources,  specifying  what,  in  de- 
tail,11 as  follows,  viz  : 

Mails .'. $93,144  91 

Storage 1,714  94 

Rents 9,318  38 

Hireof  cars 1,710  05 

Sleeping  cars •       4,132  33 

Total $5,212,387  71 

Payments,  other  than  for  construction. 

For  transportation  expenses} $3,219,696  07 

For  interest 696,920  00 

Rents 14(1,9110  00 

Total $4,057,510  07 

tExpenses  per  tables,  (including  taxes) $3,219,696  07 

Hudson  River  Ferry 10^,531  73 

Operating  telegraph 30,688  00 

Total $3,352,915  80 

Number  of  persons  killed  and  injured: — 
Passengers  killed,  3,  injured,  1;  employees 
killed,  11,  injured,  4;  others  killed,  18,  injured, 
5;  total  killed,  32,  injured,  10. 


Total . 


.1,139,553;* 


Total $5,180,321  70 

The  above  to  be  stated  without  reference  to  the  amount 
actually  collected. 


MACON  AND  WESTERN  RAILROAD. 

The  business  of  the  Company  for  the  twelve 
months  ending  yesterday,  Nov.  30th. 
The  gross    income  from  freights,  mails,  passengers,  and 

int"rest  on  money  loaned,   amounts  to $41.7,344  0(1 

Expenses 192,94173 

Net  income - $214,402  27 

Add  balance  from   last  report 121,695  00 

Add  instalment  on  new  stock  paid  January  1st.   56.  '200  110 
Add  50  shares  stock  sold 5,000  00 

Tolal S397.297  27 

From  this  fund  the  following  disbursements 
have  been  made: 

Dividends  No.  27  of  9  percent $129,492  00 

'.            •'   28  of  4   percent liO.OOO  Oil 

"            "   29of3    Percent 45.0(10  fO 

"             "   30  of  3  per  cent 45.000  00 

Bonds  paid  and  cancelled 23,'KIO  01) 

Interest  on  same 1,295  00 

Amount  paid  for  cotton  burned,  less  insurance.  6,372  00 
Amount  paid  on   account  of  new  freight  en- 
gines:..   10,930  00 

Defaulting  agents •  13,213  23 

$334,302  83 
Balance  of  assets $62,994  44 

Of  the  amount  reported  doubtful  and  una- 
vailable in  the  Treasurer's  balance  sheet,  at 
date  of  last  report,  I  have  succeeded  in  col- 
lecting the  sum  of  $11,139  83,  consisting  of 
$10,000,  due  from  the  Thomaston  andBarnes- 
ville  Railroad,  and  $1,139  83,  from  the  East 
Tennessee  and  Virginia  Railroad  Company, 
with  $1,807  10  interest  on  the  two  amounts. 
The  remaining  sum  of  $13,213  23,  consisting 
of  balances  due  from  defaulting  agents,  which 
I  explained  in  my  last  report,  and  which  has 
been  carried  up  to  this  time  in  the  Treasurer's 
balance,  I  have  directed  charged  to  profit  and 
loss,  to  which  account  any  resulting  proceeds 
will  be  credited. 

By  authority  of  the  Board  of  Directors  in 
February  last,  I  also  sold  the  60  shares  of  its 
own  stock,  held  by  the  Company,  at  the  then 
market  price,  $102  The  premium  $100  is  in- 
cluded in  the  interest  account;  by  this  sale 
the  amount  of  capital  stock  issued  was  made 
to  balance  the  construction  account. 

The  insurance,  $6,100,  on  cotton  burned 
in  November,  1859,  has  been  collected,  and 
the  balance,  $6,372  60,  charged  to  profit  and 
loss,  as  shown  by  the  foregoing  statement. 

The  earnings  and  expenses  of  your  road, 
have  both  considerably  increased  over  those 
of  1859,  leaving  however,  the  net  income 
slightly  in  excess.  The  former  sharing  in  the 
general  prosperity  of  the  country,  till  within 
the  past  three  months,  during  which,  ship-, 
ments  of  Western  produce   have  kept  them 
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nearly  equal  to  those  of  last  year,  while  the 
latter  necessarily  increasing  with  the  earnings, 
have  also  been  charged  with  certain  extraordi- 
nary expenses,  which  in  the  opinion  of  your 
resident  directors,  and  my  own,  were  requisite 
for  the  proper  transaction  of  the  Company's 
business.     Which  are  briefly  as  follows. 

The  purchase  of  two  freight  engines  to  re- 
place two  condemned.  The  building  of  two 
passenger  cars  in  the  repair  shops;  and  the 
expenditures  made  in  Macon  and  Atlanta,  for 
the  freighting  accommodations  at  the  termini 
of  your  road. 

These  last  improvements  have  been  made 
at  considerable  expense,  and  at  this  point,  the 
heavy  produce  business  of  the  past  three 
months  has  clearly  shown  the  absolute  neces- 
sity of  the  step.  In  Atlanta  the  new  trans- 
ferring tracks  and  yard  room,  have  been  task- 
ed, to  properly  accommodate  this  same  down- 
ward business.  The  new  freight  house  has 
been  but  partially  occupied,  owing  to  the  de- 
creased purchases  of  goods  by  the  merchants, 
for  the  fall  trade,  but  had  they  equalled  those 
of  the  fall  of  1859,  and  the  spring  of  the  pre- 
sent year,  its  capacity  could  have  been  fully 
tested.  In  the  spring  many  of  the  goods  for- 
warded lay  in  the  cars  for  days,  owing  to  the 
want  of  storage  room,  and  to  prevent  a  recur- 
rence of  this,  the  new  house  was  begun  in 
June,  when  the  growing  crop  promised  fair  to 
rival  any  yet  produced. 

I  have  been  thus  minute  in  stating  the 
causes  of  the  increased  expenditures,  as  those 
of  the  past  three  years  have  been,  notwith- 
standing the  increased  earnings,  so  similar  in 
amount,  that  it  might  be  thought  that  they 
were  limited  in  perpetuity.  Such  can  never 
be  the  case  with  this  or  any  other  railroad, 
and  although  with  fair  earnings  this  road 
should  coutinue  to  be,  as  heretofore,  remuner- 
ative to  its  stockholders,  yot  any  attempt  to 
limit  its  expenditures  must  inevitably  decrease 
its  permanent  value. 

The  nature  of  the  revenue  of  a  railroad 
company,  demands  that  the  business  offered 
it  shall  be  promptly  and  well  done,  and  to  ef- 
fect this  object,  ample  and  liberal  equipments 
are  needed  in  every  department.  Extraor- 
dinary expenses  arise  which  must  be  promptly 
met,  or  the  business  passes  into  other  channels 
not  easily  to  be  regarded. 

It  has  been  my  desire,  as  well  as  that  of 
the  Directors,  who  have  participated  in  the 
management,  to  have  all  renewals  in  the  vari- 
ous departments  of  the  road,  made  in  as  per- 
manent and  thorough  a  manner  as  circumstan- 
ces would  allow.  This  I  am  convinced  is  true 
economy  in  railroad  management,  and  though 
temporarily  increasing  the  operating  expenses, 
it  yet  tends  towards  ultimate  reduction. 

By  the  report  of  the  Superintendent,  and 
tables  annexed,  is  shown,  in  detail,  the  condi- 
tion of  your  property  and  expenditures  on  its 
account.  I  can  safely  say  that  it  fully  equals, 
if  not  exceeds  in  value  the  capital  stock  re- 
presenting it,  and  that  any  depreciation  has 
been  covered  by  repairs  and  renewals. 

Of  the  law  suits,  pending  against  the  Com- 
pany at  date  of  last  report,  one  has  been  de- 
cided adversely,  for  personal  injuries  alleged 
to  have  been  received  by  a  passenger  in  1855. 
The  verdict  of  ©672  has  been  paid  and  in- 
cluded in  operating  expenses,  the  costs  have 
not  yet  been  returned.  In  the  case  of  a  house 
set  fire  to  by  a  passing  engine,  the  verdict 
against  the  Company  has  again  been  revers- 
ed by  the  Supreme  Court,  and  the  case  sent 
back  for  a  third  trial. 

In  August  I  received  a  letter  from  R.  R. 
Cuyler,  Esq.,  President  of  the  Central  Rail- 
road, asking  for  a  subscription  by  this  Compa- 


ny of  $5,000  to  a  capital  stock  of  a  new  steam- 
ship, to  be  placed  on  the  New  York  and  Savan- 
nah line,  to  which  the  Central  and  other  con- 
necting roads,  had  subscribed  the  sum  of  $125, 
000  I  referred  it  to .  your  Board  of  Directors, 
and  by  a  vote  of  eleven  in  favor,  to  one  ob- 
jecting, (one  absent)  the  subscription  was 
made. 

Your  officers  and  agents  have  continued 
faithful  and  diligent  in  the  discharge  of  their 
several  duties,  and  the  business  transacted  by 
the  Company  this  year  has  been  satisfactory 
and  successful. 

The  present  condition  of  political  and  finan- 
cial affairs  renders  any  speculation  on  the  fu 
ture  of  your  property  useless.  Its  prosperity 
has  grown  with  that  of  the  State  of  Georgia, 
and  with  the  same  it  must  stand  or  fall. 

The  earnings  of  the  road  for  the  fiscal  year, 
terminating  yesterday,  have  been  as   follows  : 
Superintendent 's  report. 

For  passengers $142,959  59 

For  freights 251,438  55 

Formails 10.229  70 

Total $404,617  e4 

And  expenses 192,941  73 

Net  earnings 

To  which  add  interest  received 


211,676  II 
2.7  26  19 


Total $214,402  27 

The   business   of  1860,  as   compared   with 
1856,  is 

Passengers.        Freights.      Mails.         Total. 

ie60 $142.056  59  $251,498  35  S10.523  70  $404,917  84 

1859 131,730  95      231,973  15     10,20175      373,905  85 


Increose.. .$11,228  64    $19,455  40         S27  95     S30,711  99 

The  increase  in  passenger  receipts  over 
those  of  1859,  which  it  may  be  remembered 
were  larger  than  in  any  previous  year,  is  chiefly 
due  to  through  travel  passing  to  and  from 
South-Western  Georgia  and  Tennessee.  This 
travel  should  permanently  belong  to  the  road 
in  view  of  its  location,  since  the  completion 
of  connecting  "lines." 

The  freight  receipts  increased  in  the  earlier 
part  of  the  year,  before  the  present  cotten  crop 
was  found  to  be  so  materially  injured.  This 
important  staple  in  the  country  through  which 
the  road  passes  is  estimated  to  not  exceed  the 
crop  of  1856-'7,  or  about  one-half  the  average 
of  the  past  two  years.  Its  earlier  maturity, 
combined  with  the  almost  total  failure 
of  the  corn  and  wheat  crops,  which  compelled 
sales  on  the  part  of  planters  to  pay  for  the 
heavy  shipments  of  Western  produce  required 
by  the  country  for  subsistence,  has  alone  pre- 
vented the  freight  receipts  from  even  falling 
below  those  of  1859.  The  upward  freights, 
consisting  of  northern  goods,  have  fallen 
largely  below  the  usual  shipments  this  fall,  and 
from  present  indication,  will  continue  to  de- 
crease till  at  least  the  maturity  of  another 
crop.  This,  however,  can  not  be  considered 
due  to  any  special  cause  affecting  this  road, 
but  to  the  general  depression  of  business  af- 
fairs. 

The  expenses  have  increased  $27,495  98 
over  those  of  1859. 

In  the  total  amount  is  included  extraordi- 
nary expenses,  $18,100  for  passenger  cars, 
buildings  and  lands  purchased,  as  hereafter 
stated.  Deducting  this  last,  the  sum  of  $174, 
841  73  remaining,  represents  operating  ex- 
penses, and  is  less  relatively  to  the  gross  earn- 
ings than  those  of  1859,  being  but  43  1-5  per 
cent.  ******* 

General  Summary. 

Receipts  per  mile  of  road $3,928  00 

Expenses      "            "         1,873  00 

Receipts        "         ran  by  passenger  trains 1.47 

Expenses      "           tk               "           "     66. 3 

Receipts        "            "        freight           "      2.10.6 

Expenses      "            "               "              "      1.01.3 

Total  receipts  per  mile  vun 1.78.8 

Total  expenses    ki        "       84.8 


Per  eentage  of  Receipts. 

For  passengers 35.3 

For  freights ....62.2 

Formails 2.5 

100.0 
Per  eentage  of  Expenses. 

Maintenance  of  way 33.89 

"  rolling  stock  and  tools 19.36 

Operating  engines  and  trains 34.94 

Miscellaneous • ....••■••,...■>■.,  11.82 

100.00 

Alfred  L.  Tyler,   Superintendent. 

Balance  Sheet  of  M.  and    W.   R.    R.    Co., 
November  30,  1860. 

Construction  account $1.5f0.0r0  00 

Exper.Bes 193,941  73 

Dividends 279,492  00 

Coupons  paid 1,295  00 

CoUonburned 6,372  00 

New  engines 10.930  00 

Assets 72.563  80 


Total $2,063,595  13 


Capital  stock $1,500.0VO  00 

Profltandloss 146.1)8]  77 

Earnings.... 401.617  84 

Interest  account p.2,726  16 

Liabilities 9,569  36 


Total $2,063  592  13 

Balance  Sheet,  December  1,  1860. 

Construction $1,500,000  00 

Assets 62,'J94  44 


Total $1,562,994  44 


Capital  stock $1,500.<-|0  00 

Profit  and  loss 62.994  44 


Total $1,562,994  44 

Of  the  assets,  $62,994  44,  there  is  an  amount 
of  $2,125  40  uncollected  freight  bills.  This 
is  not  unusual,  and  I  should  nothave  mention- 
ed it,  but  in  the  present  state  of  financial  af- 
fairs, its  entire  collection  may  be  considered 
uncertain.  J.  E.  Day,    Treasurer. 


Monthly  Statement  of  Running  Expenses 
of  the  Illinois  Central  Railroad. — The 
following  table  is  an  abstract  of  the  state- 
ment of  the  efficient  master  machinist,  S.  J. 
Hayes,  for  the  North  and  South  divisions  and 
the  Chicago  branch  of  the  Illinois  Central 
Railroad,  for  the  month  ending  December  31, 
1860.  The  Chicago  branch  is  252J  miles  in 
length;  the  South  Division  230|;  the  North 
Division  225 : 


Chi.  br. 

South. 

North. 

48 

33 

31 

Ms  run  by  passenger  engines- 

.30,792 

24.426 

33.500 

"          freight             " 

37,254 

311.924 

30,753 

"         all  other         '* 

15,801 

11,096 

10452 

*'          hy  each  engine.-..  1,746  SI 

2,013  51 

2,037 

Average  Ko.   of  Gars    hauled 

10.18 

11.31 

8.47 

Average  cost  of  oil,  tallow  and 

0  77 

0  76 

0  59 

Average  cost  of  wood  and  coal 

8.33 

11.19 

7.90 

Average  cost  of  engineers  and 

4.10 

3.93 

3.89 

Average  cast  of    repairs  and 

cleaning  engines  per  mile.. 

7.39 

5.89 

6  05 

Total  average  cost  per  mile... 

20.61 

21.77 

18.44 

Average  cost  per  mile  of  passenger  eng 

Cents 

•»              "               construction 

'*       ...... 

...23.08 

"              "               freight 

"             using 

Average  cost    per    mile    of  freight 

engines    using 

The  above  oil  includes  that  used  in  head 
lights  and  lamps  of  engineers.  Wood  is  rated 
at  $3  75  per  cord ;  coal  $1  70  per  ton,  loaded 
on  tenders.  Rebuilding,  superintending,  team- 
ing, and  all  other  expenditures  appertaining 
to  repairs,  are  included  in  the  above  cost  of 
performance  of  locomotives.  Two  empty  cars 
are  rated  as  one  loaded  one.  The  whole 
number  of  locomotives  owned  by  the  company 
is  112. 
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(From  the  New  York  Tribune,  Jan.  29th.) 

HEW  YORK  AND  ERIE  RAILROAD. 

The  sale  of  the  Erie  Road  and  franchises 
took  place  to-day,  aa  advertised,  at  the  Ex- 
change, and  it  is  seldom  so  valuable  a  proper- 
ty comes  under  the  hammer.  The  company 
present  was  quite  small,  the  sale  being  a  mere 
matter  of  form,  under  foreclosure  of  the  fourth 
and  fifth  mortgages,  and  but  one  bid  was  made. 
That  was  $220,000  by  the  Trustrees  of  the 
new  organization,  Messrs.  Gregory  and  Davis, 
being  about  the  back  interest  on  the  fifth 
mortgage.  This  bid,  of  course,  is  beyond  the 
five  mortgages  and  the  unpaid  interest  on  them. 
The  entire  back  interest  is  stated  to  amount 
to  about  $796,000.  The  parties  in  interest 
have  six  months  from  to-day  in  which  to  as- 
sent to  the  scheme  of  re-organization,  and  the 
purchasers  have  until  December  1st,  in  which 
to  consummate  the  purchase.  The  property  in 
the  mean  while  will  be  managed  as  now,  by 
the  Receiver,  Mr.  Marsh,  whose  management 
has  given  great  satisfaction,  and  who  will  pro- 
bably be  the  President  of  the  new  Company, 
which  is  to  be  called  the  Erie  Railway  Co., 
Mr.  Marsh  does  not  anticipate  being  obliged  to 
call  any  assessment  on  the  stock  or  bonds  for 
the  payment  of  the  overdue  interest,  believing 
that  the  earnings  of  the  Road  will  be  ample 
for  that  purpose.  By  the  scheme  of  re-organ- 
ization, the  stock  is  subject  to  an  assessment 
of  one-eigth  of  one  per  cent,  for  the  expenses 
of  such  re-organization.  For  the  information 
of  the  parties  in  interest,  who  are  widely  scat- 
tered over  this  country  and  Europe,  we  pub- 
lish the  scheme  alluded  to,  and  the  act  of  the 
Legislature  legalizing  the  proceedings: 


A  Contract  between  Hie  Shareholders  and  the  Creditors 
of  the  New  Jrork  and  Erie  Railroad  Company,  for 
Maintaninq  the  Mortgage  Securities,  Unsecured 
Bonds,  and  Capital  Stock  of  tlie  Company. 

The  New  York  and  Erie  Railroad  Company  having  failed 
to  pay  at  maturity  certiin  of  the  coupons  upon  its  bonds 
and  certain  of  its  acceptances  and  other  floating  debt,  in 
consequence  of  the  falling  off  of  the  receipts  from  its  traffic, 
and  certain  of  the  mortgage  creditors  having  in  consequence 
commenced  proceeding  against  the  Company  to  enforce  the 
mortgage  trusts;  and  a  Receiver  of  the  property  covered  by 
the  fourth  and  nth  mortgages  having  been  appointed:  and 
a  large  number  in  amount  of  the  mortgage  and  other  credi- 
tors of  the  Company  having  recommended  the  following 
plan  for  liquidating  the  liabilities  of  the  Company,  and  the 
Board  of  Directors  of  the  Company  having  also  adopted 
and  recommemded  it: 

Now,  therefore,  we,  shareholders,  bondholders,  and  cre- 
ditors of  the  New  York  and  Erie  Railroad  Company,  each, 
in  consideration  of  the  agreement  of  the  others  herein  con- 
tained, and  of  $  I  tn  each  of  us  paid,  and  each  holding  and 
representing  the  interest  set  opposite  our  respective  names, 
do  hereby  agree  as  fellows: 

First — Such  of  us  as  are  holders  of  the  first  mortgagebonds 
of  the  said  Company,  agree  to  deposit  with  the  Trustees, 
hereinafter  named  to  receive  the  net  earnings,  our  respec- 
tive coupons  past  due  and  to  mature  November  1, 1859,  for 
payment  hereafter  from  net  earnings  (not  hereby  waiving 
any  lien  under  the  Statutes  of  New  York)  and  to  exchange 
them  for  scrip  of  a  farm  annexed,  marked  [A] — they  hold- 
ing the  coupons  in  trust  for  us  until  payment  in  full  as 
herein  provided  for. 

Second—  Such  of  us  as  are  holders  of  second  mortgage 
bonds  of  said  Company,  assent  to  receive  the  payment  of 
our  respective  interests  past  due  and  to  mature  March  1, 
I860,  out  of  said  net  earnings  (not.  however,  waiving  any 
liens  under  said  mortgage),  and  such  of  us  as  have  recived 
coupons-extension  sheets  will  surrender  to  said  Trustees,  in 
exchange  for  scrip  of  like  form,  the  coupons  to  be  thus  paid 
from  net  earnings. 

Third—  Such  of  us  as  are  holders  of  the  third  mortgage 
bonds  of  said  Company  agree  to  deposit  with  said  Trustees 
our  respective  coupons,  past  due  and  to  mature  March  I  and 
September  1,  I860,  for  payment  hereafter  from  net  earnings 
(not  waiving  any  lien  under  our  mortgage),  and  exchange 
them  for  scrip  of  like  form— said  Trustees  holding  SMid  cou- 
pons in  trust  for  us  until  payment  in  full.  We  further  con- 
sent and  request  that  the  third  mortgage  bonds  of  the  said 
Company,  lo  the  amount  of  §4,000.000,  principal  redeema- 
ble in  1883,  to  be  issued  under  the  trust  to  take  up  the  se- 
cond mortgage  bonds  of  the  Company  at  maturity,  be  issued 
and  applied  to  that  purpose. 

Fourth— Such  of  us  as  are  holders  of  the  fourth  mortgage 
bonds  of  said  Company  hereby  agree  to  deposit  with  said 
Trustees  our  respective  coupons  past  due  and  to  mature 
April  and  October.  1800,  and  April,  1861,  for  payment  here- 
after from  net  earnings  (without  waiving  any  lien  under  our 


mortgage),  and  to  exchange  them  for  scrip  of  like  form — 
said  Trustees  holding  the  same  in  trust  for  us  till  paid  in  full; 
and  such  of  us  as  are  holders  of  the  fifth  mortgage  bonds  of 
said  Company  agree  to  deposit  wilh  said  Trustees  our  re- 
spective coupons  past  due  and  to  mature  December,  1859, 
June  and  December  I860,  and  June,  18(31,  (without  waiving 
any  lien  under  our  mortgage;,  and  to  receive  payment  there- 
of from  net  earnings  as  herein  provided — said  Trustees  hold- 
ing the  same  in  trust  for  U3  till  paid  in  full.  But  if  :n  order 
to  carry  out  this  scheme,  either  or  both  said  fourth  or  fifth 
mortgages  are  foreclosed,  and  a  new  Company  formed,  new 
mortgage  bond  of  the  new  Company  of  like  amounts,  terms 
of  payment  and  priority  of  lien  with  our  present  bonds  are 
to  be  issued  to  us,  with  corresponding  coupons  placed  with 
said  Trustees,  so  that  the  holders  of  fourth  and  fifth  mort- 
gage bonds  hereto  subscribing  shall  have  the  same  rights  as 
if  the  scheme  were  carried  out  without  a  foreclosure. 

Fifth — Such  of  us  as  are  holders  of  the  Convertible,  Sink- 
ing fund,  and  other  unsecured  bonds  of  said  Company, 
hereby  agree  to  exchange  our  respective  bonds  for  preferred 
stock  of  like  amount  with  the  principal  of  our  bonds  with 
coupons  now  over  due,  and  for  two  years  in  advance  added 
and  to  deposit  our  bonds  with  said  Trustees,  to  be  so  ex- 
changed, receiving  therefor  receipts  of  the  form,  marked 
[B  ]  Such  preferred  stock  is  to  be  entitled  to  preferred  di- 
vidends out  of  the  net  earning  (if  earned  in  the  current  year, 
but  not  otherwise),  not  to  exceed  seven  percent,  in  any  one 
year,  payable  semi-annually,  after  payment  of  mortgage  in- 
terest, and  delayed  coupons  in  full. 

Sixth — Tuch  of  us  as  are  holders  of  the  stock  of  the  New 
York  and  Erie  Railroad  Company,  hereby  assent  to  the  fore- 
going and  agree  to  exchange  our  respective  shares  for 
shares  to  the  same  amount  in  such  new  Company,  should 
it  become  necessary  to  organize  the  same,  and  to  place  our 
shares  in  trust  with  said  Trustees  for  that  purpose  on  recei- 
ving receipts  therefor,  of  form  annexed  marked,  [C-] 

Seve?ith — Dudley  S.  Gregory  of  Je.isey  City,  and  J.  C. 
Bancroft  Davis  of  New  York,  whose  names  are  hereto  sub- 
scribed for  the  purpose  of  signifying  their  assent  hereto,  are 
hereby  cre.ited  Trustees  for  the  following  purposes: 

I.  To  receive  and  hold  said  mortgage  coupons  of  each 
class,  and  issue  scrip  therefor. 

II.  To  receive  and  hold  such  fourth  or  fifth  mortgage 
bonds,  in  case  of  foreclosure,  and  exchange  them  as  herein 
provided. 

III.  To  receive  and  hold  such  unsecured  bonds  and  cou- 
pons, and  exchange  them  for  such  preferred  stock,  and  is- 
sue receipts  therefor. 

IV.  To  receive  and  hold  such  shares  as  the  capital  stock 
of  the  New  York  and  Erie  Railroad  Company .  for  the  pur- 
pose above  named,  and  issue  receipts  therefor. 

V.  To  cause  proper  agreements  to  be  drawn  in  order  to 
carry  out  the  purposes  of  this  agreement,  and  they  or  either 
of  them,  as  the  attorney  in  fact  of  the  subscribers,  hereto,  to 
sign  the  same. 

VI.  In  case  a  sale  of  the  road  under  foreclosure  is  neces- 
sary to  carry  out  this  agreement,  to  buy  the  same  in  on  our 
account,  assessing  us  as  hereinafter  provided,  said  Trus- 
tees being  under  no  liability  to  furnish  money  for  that  pur- 
pose. 

VII.  After  said  Railroad  passes  out  of  the  hands  of  the 
Receiver,  to  receive  the  net  earnings  thereof  from  the  new 
management,  and  apply  them  to  the  payment  of,  1st,  such 
of  the  present  floating  debt  of  said  New  York  and  Erie  Rail- 
road Company,  not  exceeding  ijpC'O.OOO  principal  sum,  in- 
terest to  be  added  to  date  of  payment  as  shall  be  contain°d 
in  a  schedule  thereof  to  be  furnished  to  said  Trustees  hy  the 
Board  of  Directors,  and  for  which  fourth  mortgage  bonds 
are  pledged  as  collateral;  2d,  to  the  expenditures  upon  the 
Long  Dock  property,  estimated  to  amount  to  $50U  0G0;  3d, 
to  the  liquidation  of  said  delayed  mortgage  coupons,  in  the 
order  of  their  priority    which  shall  terminate  said  trust. 

VIII.  To  retain  from  said  net  earnings  as  acomp  'nsation 
for  their  own  services,  a  sum  to  be  fixed  by  the  Board  of  Di- 
rectors. 

Eighth — Should  the  whole  or  nearly  all  of  the  fourth  and 
fifth  mortgage  and  unsecured  creditors  and  stockholders  of 
the  New  York  and  Erie  Railroad  Company  become  parties 
to  this  contract,  we  propose  to  carry  it  out  without  a  fore- 
closure, by  obtaining  legislative  sanction  to  it.  But  should 
such  general  assent  not  be  obtained,  a  foreclosure  will  be 
necessary.  We  invest  the  said  Trustees,  .jointly  with  the 
present  Board  of  Directors,  or  a  majority  of  them,  with  f  nil 
discretionary  power  to  determine  whether  to  proceed  by  fore- 
closure or  not.  If  no  foreclosure  is  had,  the  stock  of  each 
class  provided  to  be  issued  by  such  new  Company  is  to  be 
issued  by  the  New  Ycik  and  Erie  Railroad  Company,  after 
legislative  sanction  is  obtained.  If  a  foreclosure  is  had,  we 
authorize  said  Trustees  to  assess  us  as  follows! 

I.  Holders  of  the  bonds  issued  under  the  mortgage  which 
shall  be  foreclosed  to  the  full  amount  of  the  bonds  held  by 
them  respectively,  payable  in  their  respective  mortgage 
bonds,  for  which  thev  are  to  receive  new  mortgage  bonds  of 
like  amount  and  lien  as  above  provided. 

II  All  the  subscribers  hereto  holders  of  mortgage  bonds 
secured  by  the  mortgages  which  may  be  forclosed  of  un- 
secured bonds  and  stock,  a  pro  rata  contribution  for  any  cash 
necessary  to  complete  the  purch  ise,  payable  at  such  day  as 
the  Trustees  shall  fix  before  the  day  named  for  payment  by 
the  terms  of  sale.  Any  subscriber  failing  to  make  such  pay- 
ment is  not  to  be  entitled  to  an  interest  in  the  new  organiza- 
tion. 

The  amount  of  the  said  contribution  to  be  a  charge  upon  the 
net  earnings  of  the  road,  to  be  repaid  before  the  payment  of 
dividends  upon  the  preferred  stock,  or  to  be  funded  as  the 
Board  of  Directors  shall  determine. 

Ninth — In  case  of  sale  under  decree  in  a  foreclosure  suit, 
this  contract  shall  be  spread  upon  the  record  by  answer  of 
the  Company  to  the  complaint  or  otherwise,  and  so  much 
thereof  incorporated  into  the  decree  as  the  Court  shall  per- 
mit, so  as, under  directions  of  the  Court,  to  have  the  sale 
made  subject  thereto,  and  protect  the  rights  of  unsecured 
bondhnl  Icrs  and  stockholders- 

tenth — An  assessment  of  one  eighth  of  one  per  centshall 
be  pairl  said  Trustees  by  each  bondholder  whose  bonds  are 
to  b«j  converted  or  exchanged  and  by  each  subscribing  share- 


holder, when  the  exchanges  are  made,  and  the  trust  in  that 
respect  executed,  for  which  a  lien  is  created  upon  the  re- 
spective bonds  and  certificates— said  assessment  to  constitute 
a  fund  for  the  expenses  of  re-organization,  and  to  be  admin- 
istered under  the  direction  of  said  Trustees,  who  are  author- 
ized to  employ  agents  and  counsel,  and  incur  3uch  other 
expenses  as  they  may  think  necessary  in  securing  a  re- 
organization of  the  Company,  on  the  basis  of  this  con- 
tract. 

Eleventh — It  is  further  agreed  that  such  second  mortgage 
bondholders  as  shall  elect  to  exchange  their  second  mort- 
gage bonds  for  third  mortgagebonds,  dollar  for  dollar,  shall, 
ia  addition  to  such  third  mortgage  bonds,  receive  a  bonus 
of  10  per  cent,  on  the  par  value  of  their  bonds  in  preferred 
stock  of  the  same  class  as  that  issued  for  unsecured  bonds. 

Twelfth — The  time  within  which  bondholdors  and  stock- 
holders can  become  parties  to  this  agreement  is  limited  to 
January  1,  1860;  but  the  said  Trustees  may,  when  circum- 
stances warrant  it,  permit  signatures  to  be  made  in  New 
York  after  January  1,  i860. 

T7iirteenth—The  Board  of  Directors  named  in  this  con- 
tract shall  be  either  the  Board  of  Directors  of  the  New- 
York  and  Erie  Railroad  Company,  or,  in  case  of  foreclo- 
sure, the  Board  of  Directors  of  the  new  Company. 

Fourteenth— The  New  York  and  Erie  Railroad  Ccmpany, 
by  Saml.  Marsh,  its  President,  and  II o ratio  N.  Otis,  its  Se- 
cretary, under  authority  from  the  Board  of  Directors,  have 
signed  this  agreement,  in  taken  of  its  assent  thereto. 

Dated  at  New  York,  the  22d  day  of  Oct.,  A.D.  1859. 

At  a  meeting  of  the  Board  of  Directors  of  the  New  York 
and  Erie  Railroad  Company,  held  November  1,  1859,  Saml. 
Marsh,  President  in  the  chair,  the  following  resolutions 
were  unanimously  adopted: 

Resolved,  That  in  the  future  management  of  the  affairs 
of  this  Company  no  floating  debt  for  any  purpose  whatever 
be  sanctioned,  beyond  the  requirements  for  the  three  months 
purchase  of  materials  and  supplies  for  the  road. 

'JJhat  it  is  expedient,  in  the  future  charter  of  the  Compa- 
ny, that  a  clause  be  inserted  prohibiting  the  creation  of  a 
floating  debt  beyond  the  amount  expressed  in  the  foregoing 
resolution,  unless  sanctioned  at  a  public  meeting  of  the 
Preferred  and  other  stockholders,  to  be  called  by  the  Boord, 
one  month's  notice  of  which  is  to  be  given  in  the  public 
papers. 

That  a  return  be  made  and  published  of  each  three  months' 
receipts  and  expenditure  of  the  Company. 

That  the  $1,500,000  of  Fourth  Mortgage  Bonds,  now- 
placed  as  collateral  security  for  the  advance  of  $20,000  and 
interest,  shall,  when  redeemed,  be  cancelled,  unless  applied 
in  payment  of  other  Mortgage  Bonds. 

That  no  mortgage  shall  be  created  in  excess  of  the  pre- 
sent mortgage  debt  of  the  Companv. 

HORATIO  N.  OTIS,  Secretary, 

An  Act  relating  to  the  Foreclosure  and  Sale  of  the  New 
York  and  Erie  Railroad  ;  passed  April  4,  1860 — three-fifths 
being  present. 
The  people  of  the  State  of  Neio  York,  representented  in 

Senate  and  Assembly,  dd  enact  as  follows  : 

Section  1.  In  the  event  of  a  foreclosure  and  sale  of  the 
New  York  and  Erie  Railroad,  and  its  foreclosure  under  any 
mortgage  executed  by  the  New  York  and  Erie  Railroad! 
Company  to  James  Brown  and  J.  C.  Bancroft  Davis,  or  to 
James  Brown  and  John  Davis,  such  sale  and  the  conveyance 
thereon  shall  be  made  subject  to  the  liens  created  by  the  act 
entitled  "  An  act  in  relation  to  the  construction  of  the  New 
York  and  Erie  Railroad,"  passed  May  14,  1845.  and  to  the 
liens  created  by  or  under  the  mortgage  to  John  J.  Palmer, 
Joseph  Walker  and  Uriah  J.  Smith,  dated  March  1,  1849, 
and  to  the  lien  created  by  or  under  any  other  outstanding 
mortgage  by  the  New  York  and  Erie  Railroad  Com- 
pany, prior  to  the  lien  of  the  mortgage,  under  which  the 
sale  may  be  had,  and  any  other  lien  that  may  be  decreed  by 
the  Supreme  Court  to  a  lien  upon  the  same,  prior  to  the 
debt  for  the  discharge  of  which  it  shall  be  sold,  or  which 
shall  be  decreed  to  remain  a  lien  upon  the  same  after  the 
sale  ;  and  in  case  the  same  shall  be  purchased  by  Dudley 
S.  Gregory  and  J.  C.  Bancroft  Davis,  trustees  under  the 
amicable  agreement  between  the  said  Company  and  its 
creditors,  or  the  survivor  of  them,  or  his  or  their  successors, 
the  said  purchaser  or  purchasers  at  such  sale  are  authorized 
and  empowered  to  associate  with  enough  others  to  consti- 
tute, togetherwith  such  purchaser  or  purchasers,  seventeen 
persons,  who  shall  constitute  a  body  corporate,  to  be  called 
the  Erie  Railway  Company.  Upon  such  associates  filing 
with  the  Secretary  of  State,  articles  of  association,  signed 
by  them  respectively,  setting  forth  that  the/  have  associated 
together  for  the  purposes  of  this  act.  and  that  they  have  or- 
ganized as  a  Board  of  Directors  of  the  Erie  Railway  Com- 
pany, and  chosen  a  President,  Treasurer,  and  Secretary, 
and  such  other  officers  as  may  be  necessary  to  an  organiza- 
tion, and  stating  the  number  of  shares  of  capital  ptock  of 
said  Company,  and  the  par  value  of  each  share,  and  whether 
any,  and  if  so  what  portion,  of  said  stock  is  preferred  stock; 
provided,  however,  the  whole  amount  of  stock  shall  not  ex- 
ceed the  amount  of  the  capital  stock  of  the  New  York  and 
Erie  Railroad  Company,  and  the  debt  of  said  Company  not 
secured  by  mortgage  lien  upon  the  said  railroad  property 
or  franchises  at  the  time  of  such  sale  ;  and  upon  filing  such 
articles  of  association,  the  said  association  shall  become  a 
body  corporate,  to  be  known  as  the  Erie  Railway  Company, 
and  shall  possess  all  the  rights,  franchises,  powers  and  pri- 
vileges by  law  conferred  upon  the  New  York  and  Erie  Rail- 
road Company,  as  fully  and  perfectly  as  though  all  laws 
relating  to  said  New  York  and  Erie  Railroad  Company  were 
re-enacted  in  relation  to  the  Erie  Railway  Company,  and 
all  laws  relating  to  the  New  York  and  Erie  Railroad  Com- 
pany, and  to  the  powers  and  duties  of  the  Board  of  Direc- 
tors, and  all  the  general  laws  of  the  State  now  applicable  to 
the  New  York  and  Erie  Riilroad  Company,  and  all  the  laws 
of  other  States  relating  to  the  New  York  and  Erie  Riilroad 
Company,  shall  be  applicable  to  the  Erie  Railway  Compa- 
ny ;  and  the  stock  of  said  Company  shall  be  declared  in 
said  articles,  and  such  new  company  shall  be  vested  with. 
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nil  the  property,  real  and  persona!,  and  all  the  rights  and 
franchises  purchased  at  such  sale,  of  whatever  kind  and 
wherever  situate,  and  whether  in  the  States  or  New  York, 
New  Jersey  or  Pennsylvania,  not  inconslstant  with  the  laws 
of  said  States,  and  subject  to  no  conditions  or  restrictions 
other  than  the  lien  of  mortgages,  prior  to  the  mortgage  or 
mortgages  under  which  the  same  may  be  sold,  and  any 
other  lien  that  may  be  decreed  by  the  Supreme  Court  to  be 
o.  lien  upon  the  same,  prior  to  the  debt  for  the  discharge  of 
which  it  shall  be  sold,  or  which  shall  be  deereed  to  remain  a 
lien  upon  the  same  after  the  sale. 

Sec  2  The  said  Erie  Railway  Company  are  authorized 
to  use  the  stock,  or  any  part  thereof,  authorized  by  the  last 
section  of  this  act.  in  carrying  out  any  arrangement  made  or 
to  be  made  between  the  New  York  and  Erie  Railroad  Company 
and  the  stockholders  thereof,  and  any  unsecured  creditors, 
whose  rights  are  foreclosed  by  such  foreclosure,  or  any 
amicable  agreement  between  said  New  York  and  Erie  Rail- 
road Company,  its  stockholders  and  creditors,  in  aid  or  for 
the  protection  of  the  rights  of  such  stockholders  {.nd  unse- 
cured creditors,  but  the  right  to  become  parties  to  said  ami- 
cable agreement  shall  be  extended  to  not  less  than  six 
months  after  such  sale,  and  nil  the  unsecured  and  judgment 
creditors  of  the  New  York  and  Erie  Railroad  Company  be- 
coming parties  within  that  time,  shall  have  the  right  to  re- 
ceive for  their  respective  debts  preferred  stock  of  the  said 
Erie  Railway  Company. 

Sec.  3.  The  said  Erie  Railway  Company  shall  be  author- 
ized to  take  and  hold,  execute,  fulfill,  and  renew,  and  can- 
cel any  and  all  contracts  and  agreements  for  the  use  and 
possession  of  any  real  estate,  franchises  and  property  of  the 
said  New  York  and  Erie  Railroad  Company,  with  any  indi- 
vidual or  individuals,  or  any  incorporation  in  this  or  any 
other  State,  and  especially  with  the  Long  Dock  Company, 
and  with  the  Union  Railroad  Company,  and  the  Patterson 
and  Ramapo  Railroad  Company,  or  with  the  Patterson  and 
Hudson  River  Railroad  Company,  of  the  State  of  New  Jer- 
sey, to  the  same  extent  that  the  New  York  and  Erie  Rail- 
road Company  are  authorized  to  do. 

Sec  4.  The  Erie  Railway  Company  is  authorized  atid 
empowered  to  make  contracts  with  the  holders  of  any  of  the 
mortgage  bonds  of  the  New  York  and  Erie  Railrod  Com- 
pany, to  extend  any  or  all  of  such  mortgage  bonds,  or  to 
many,  any  or  all  of  said  bonds  a  perpetual  lien  upon  the 
property  and  estate  purchased  at  said  sale,  in  the  order  of 
their  respective  priorities,  and  to  issue  the  unissued  bonds 
under  the  third  and  fourth  mortgages  of  said  New  York  and 
Erie  Railroad  Company,  but  only  for  the  purposes  in  said 
mortgages  respectively  named,  and  to  receive  surrender  of 
any  outstanding  mortgage  bond  or  bonds,  issued  or  to  is- 
sued under  said  mortgages  and  the  provisions  of  this  act, 
and  issue  a  new  bond  in  lieu  thereof,  to  be  secured  in  like 
manner  with  the  bond  exchanged. 

Sec  5.  It  shall  be  lawful  for  the  Supreme  Court  to  de- 
cree a  sale  of  the  property  and  franchises  of  the  New  York 
and  Erie  Railroad  Company,  at  any  one  place  therein  to  be 
designated  by  such  decree,  notwithstanding  that  said  road 
and  property  is  situate  in  different  counties  and  States,  any- 
thing in  the  laws  of  this  State  to  the  contrary  notwithstand 
ing  ;  and  to  authorize  a  purchase  of  the  same  by  the  Trus- 
tees under  the  same  amicable  agreement,  or  the  survivor  or 
his  or  their  successors  ;  and  the  real  and  personal  estate  of 
said  company,  together  with  the  franchises  thereof,  may  be 
decreed  tit  be  sold  together,  and  if  so  sold  the  purchaser  shall 
take  the  title  by  virtue  of  such  sale,  to  all  the  rights,  proper- 
ty and  franchises,  covered  by  the  mortgage  or  mortgages, 
under  which  the  same  is  sold,  without  reference  to  where 
the  same  may  be  situated,  as  well  that  which  may  be  situ- 
ated in  this  State,  as  that  which  may  be  situated  in  other 
Slates,  so  far  as  such  title  is  not  inconsistent  with  the  laws  of 
other  States. 

Sec  6.  Any  person  purchasing  the  said  property,  road, 
and  franchises,  now  or  formerly  of  the  New  York  and  Kris 
Railroad  Company,  upon  the  foreclosure  of  any  junior 
mortgage,  subject  to  any  prior  mortgage,  shall  not  by  reason 
of  such  franchise  become  personally  liable  to  the  payment 
of  such  prior  mortgage. 

Sec  ?.  In  case  the  said  New  York  and  Erie  Railroad 
Company  can  arrange  with  the  stockholders  and  creditors 
so  as  to  avoid  a  foreclosure  and  sale,  said  company  is  autho- 
rized and  empowered  to  issue priferred  stock  in  exchange 
for  their  unsecured  bonds  and  interest  thereon,  and  such 
preferred  stock  shall  be  entitled  to  a  dividend  at  the  rate  of 
7  per  cent,  per  jinnum.  if  earned  in  the  current  year,  after 
payment  of  the  mortgage  interest,  before  any  dividend  is 
made  to  the  general  stock,  and  also  to  issue  and  sell,  and 
exchange  its  unissued  bonds  under  any  or  all  of  its  mort- 
gages. 

Sec.  8.  In  case  of  a  sale  of  said  railroad,  franchises,  and 
other  property,  and  the  purchase  of  the  same  by  any  person 
other  than  said  trustees  under  said  amicable  agreement,  the 
said  trustees  under  said  agreement,  or  the  survivor  of  them, 
or  his  or  their  successors,  may  redeem  the  property  or  estate 
so  sold,  within  one  year  from  the  day  of  sale,  by  paying  the 
amount  that  shall  actually  remain,  after  deducting  from  the 
sum  actually  paid  for  the  same,  with  interest  at  the  rate  of 
7  per  cent,  per  annum,  the  net  earnings  of  the  road  after 
the  sale,  which  payment  shall  be  to  such  person  as  the  Su- 
preme Court  shall  direct ;  and  the  said  trustees  shall  there- 
upon become  vested  with  all  the  said  property  and  franchises, 
sulject  to  all  the  liens  declared  in  said  act  and  the  decree 
of  sale,  and  to  the  trusts  created  by  said  amicable  agreement, 
and  also  vested  with  all  the  rights,  powers,  and  privileges 
relating  thereto  in  this  act  hereintofore  contained 

Sec  9.  Nothing  in  this  act  contained  shall  be  construed 
to  interfere  with  the  rights  and  powers  of  the  Receiver  of 
the  New  York  and  Erie  Railroad,  heretofore  appointed. 

Sec.  10.  This  act  shall  take  effect  immediately. 


fiQ^-The  last  rail  on  the  Cincinnati  and  Chi- 
cago Air  Lino  Railroad  will  be  laid  within  two 
weeks,  should  the  weather  prove  favorable, 
and  the  line  will  be  opened  to  Chicago  by  the 
1st  of  March. 


EXTRACTION  OF  SILVER  FROM  ITS 
ORES. 

CONCLUDED. 

In  my  letter  from  Joachimsthal  I  gave  in 
outline  the  distinguishing  characteristics  of 
the  three  methods  of  treating  silver  ores  and 
argentiferous  products  by  the  "wet  way," 
which  hp.ve  been  brought  into  use  in  Germany 
within  the  last  twenty  years. 

These  methods,  as  were  there  shown,  may 
be  conveniently  known  by  the  nature  of  the 
solvent  employed,  as,  1st.  Silver  extraction 
with  salt  water;  2d.  Silver  extraction  with 
warm  water;  3d.  Silver  extraction  with  hypos- 
ulphite of  soda.  The  nature  of  the  last  named 
process  has  already  been  described.  It  was 
shown  to  be  applicable  to  ores  extremely  rich 
in  silver,  and  to  have  replaced  at  Joachimsthal 
the  lead  smeltiny,  or  the  ancient  process,  by 
which  fused  lead  is  used  as  a  solvent,  and  is 
subsequently  separated  from  the  valuable  metal 
by  cupellation. 

The  methods  yet  to  be  spoken  of  have  shown 
themselves  eminently  adapted  for  the  treat 
ment  of  those  furnace  products  known  as 
malts  or  metals,  which  consist  generally  of 
copper,  iron  and  silver  in  chemical  combina- 
tion with  sulphur. 

In  former  times  the  separation  of  silver 
from  copper  was  one  of  the  most  difficult, 
complicated  and  incomplete  of  metallurgic 
operations.  It  was  usually  performed  by  what 
is  known  as  liquation,  in  which  process  the 
argentiferous  copper  was  fused  with  about 
three  times  its  weight  of  lead,  and  the  com- 
pound thus  formed,  heated  to  a  point  below 
that  necessary  to  fuse  copper,  and  above  that 
required  to  liquefy  lead.  The  lead  in  the  mass 
thus  treated  sweats  gradually  out  of  the  cop- 
per, carrying  with  it  nearly  all  the  silver,  and 
leaves  a  spongy  mass  nf  impure  copper  be- 
hind ;  the  lead  is  then  cupelled  and  the  silver 
obtained  in  the  usual  manner. 

The  next  method  brought  into  use  for  ex- 
tracting silver  from  copper  was  probably  am- 
algamation with  quicksilver,  and  this  plan,  as 
well  as  that  above  described,  is  occasionally 
employed  in  Europe  at  the  present  day,  but 
in  those  localities  where  they  were  most  ex- 
tensively used,  the  plan  of  Augustin  or  that  of 
Ziervogel  has  been  used  in  their  stead. 

A  description  of  the  process  of  amalgama- 
tion would  be  too  long  to  be  entered  into  here ; 
it  consists,  however,  essentially  in  a  conver- 
sion of  the  silver  of  the  ore  or  compound  into 
a  chloride  by  roasting  the  powdered  mineral 
with  common  salt,  and  then  by  bringing  this 
substance  in  contact  with  quicksilver  in  the 
presence  of  iron,  forming  an  amalgam  of  sil- 
ver, which  by  a  simple  heating  gives  up  the 
fluid  metal,  and  the  silver  is  obtained  in  a 
nearly  pure  condition.  This  system,  although 
unhealthy  and  requiring  the  use  of  a  very  ex- 
pensive dissolving  medium,  is  much  to  be 
preferred  to  the  plan  of  liquation,  oa  account 
of  its  greater  simplicity  and  the  completeness 
with  which  it  extracts  the  silver.  But  even 
this  is  surpassed  both  in  excellenco  of  results 
and  cheapness  by  the  plan  of  Ziervogel  and 
that  of  Augustin,  as  the  following  comparison, 
which  was  kindly  furnished  me  by  gentleman 
who  has  been  practically  engaged  with  all  the 
processes  mentioned,  will  show: 

The  cost  of  treating  one  hundred  weight  of 
copper  for  the  half  pound  of  silver  that  it 
contains,  averaged  by  the  pross  of 

Liquation $7  50 

Amalgamation 3  75 

Extraction  with  salt  water 3  75 

Extraction  with  warm  water 1  87 

while  at  the  same  time  the  amount  of  silver 


left  in  the  copper  i3  less  than  one-third  as 
much  by  the  last  method  as  by  the  first.  I 
may  be  allowed  in  this  connection  to  call  at- 
tention to  the  above  figures  as  showing  in  an 
unmistakable  manner  the  money  value  of  mod- 
ern science.  The  discovery  of  the  first  pro- 
cess was  in  all  probability  the  result  of  some 
lucky  chance;  the  two  last  are  clearly  the 
fruit  of  inductive  reasoning  founded  on  gene- 
ral scientific  principles. 

ZIERVOGEL's    SILVER    EXTRACTION    WITH    WARM 
WATER. 

This  method  was  invented  by  Huttenmei8- 
ter  Viergogel  of  Hettstedt,  near  Eisleben,  in 
Prussia.  The  same  seam  in  which  the  father 
of  Martin  Luther  wrought  as  a  miner,  fur- 
nished the  ore  for  the  earliest  experiments, 
and  still  furnishes  that  which  is  treated  for 
its  silver  by  the  perfected  plan,  at  the  Gottes- 
belohnung  furnace.  The  name  of  the  inventor 
may  not  be  unfamiliar  to  the  ears  of  many  of 
your  readers,  since  he  was  for  many  years  the 
director  of  a  German  coal  company  upon  the 
Lehigh.  He  is  now,  however,  a  resident  of 
his  native  town,  above  named. 

The  original  ores  from  which  the  silver  is 
obtained  are  extremely  poor,  holding  when 
brought  from  the  mine  an  average  of  2\  per 
cent,  of  copper  and  about  .1-70  of  one  per 
cent,  of  silver.  This,  however,  is  concentrated 
by  repeated  fusions  with  the  proper  fluxes  to 
a  matt,  which  varies  samewhat  in  its  compo- 
sition, but  at  the  time  of  my  visit  in  the  early 
part  of  the  current  year  it  contained  67.51  per 
cent,  of  copper,  0.352  per  cent,  of  silver,  and 
6  or  7  per  cent,  of  iron,  the  remainder  con- 
sisting almost  entirely  of  silver. 

It  was  shown  at  the  commencement  of  the 
former  letter,  that  the  success  of  this  system 
of  extraction  rested  upon  the  transformation 
of  the  silver  into  the  condition  of  a  vitriol  or 
sulphate.  This  is  done  by  roasting  the  sul- 
phide or  matt  with  great  care  in  reverberatory 
furnaces  and  exposing  it  to  the  action  of  a 
draught  of  air  from  the  surrounding  atmos- 
phere. To  convert  the  sulphide  of  silver  into 
a  sulphate  it  is  only  necessary  that  four  equiv- 
alents of  oxygen  be  added,  and  this  element 
is  introduced  in  large  quantities  through  the 
grate  or  by  means  of  openings  in  the  furnace 
walls.  The  reverberatory  furnace  is  peculiar- 
ly constructed.  It  has  two  hearths;  the  higher 
of  the  two  is  heated  only  by  the  flames  from 
below,  which  play  around  its  exterior,  without 
entering  its  vault,  as  is  usually  the  ease. 
About  500  pounds  of  mineral  are  placed  upon 
this  upper  hearth  and  there  exposed  to  a  gra- 
dually increasing  temperature,  and  stirred  by 
the  workmen  for  about  two  and  a  half  hour3, 
when  an  addition  of  twenty  to  twenty-five 
pounds  of  dry  brown  coal  powder  is  made, 
and  after  ten  minutes  rapidly  turning  the  en- 
tire charge  is  scraped  through  a  hole  in  the 
vault  and  allowed  to  fall  upon  the  lower 
hearth,  which  is  already  at  a  glowing  heat 
Here  the  process  commenced  above  is  con- 
tinued. At  the  end  of  ten  or  eleven  hours 
from  the  beginning  of  the  operation  the  work- 
man makes  assays  for  the  purpose  of  proving 
whether  the  roasting  is  complete.  This  is 
done  by  passing  a  small  quantity  of  water 
through  a  spoonful  of  the  ore,  which  has  been 
taken  from  a  furnace  and  placed  on  a  dish. 
If  the  fluid  becomes  slightly  blue,  and  not  in 
the  least  green,  and  if  a  few  grains  of  salt  is 
dropped  into  it,  throws  down  a  heavy  white 
precipitate,  the  roasting  may  be  considered 
finished,  and  the  powder  drawn  from  the  fur- 
nace. In  this  process  it  is  the  object  of  the 
furnace  man  to  change  all  bis  silver  from  the 
condition  of  an  insoluble  sulphide  to  that  of  a 
soluble  sulphate,  and  then  to  end  the  roasting 
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If  subscribers  order  the  discontinuance  of  their  news- 
papers,the  publisher  may  continue  to  send  them  untilall 
arrearages  are  paid. 

If  subseribersneglect  or  refuse  totaketheir  newspapers 
from  the  office  to  which  they  are  directed,  they  are  held  re- 
sponsible untiltheyhavesettled  the  bills  and  ordered  them 
discontinued. 

If  subscribers  move  to  other  places  without  informing  the 
publisher, and  thenewspapers  are  senttothe  formerdirec- 
tion,  they  are  held  responsible. 

Subscriptionsand  communicationsnddressed  to 
WRIGIITSON  &  CO., 

Publishers  and  Proprietors. 

To  Advertisers. — We  call  the  attention  of  thosewho 
have  anything  to  dispose  of  in  the  way  of  Railroad  supplies 
to  the  advertising  pages  of  the  Record. 

YCs*  Railroad  officers  will  place  us  under  obligations  if 
they  w'H  forward  promptly  to  this  office  the  Annual  Reports, 
Monthly  Statements,  and  such  other  matters  as  they  may 
deem  worthy  of  publication. 

Arrival  and  Departure  of  Trains. 

Little  Miami —                                    Depart.  Arrive. 

D:iy  Express 9.3IIA.M.  8.<>0  a.  m. 

Columlms  Accommodation 4. on  p.  m.  11.02  a.  m. 

Xenia  Accommodation 6.00  p.m.  7.20  p.m. 

Marietta  &  Cincinnati — 

Express 9.40  a.  M.  G.57a.m. 

Accommodation 3.30  p.  M.  10.31)  a.  m. 

Express 10.45  p.  M.  7.00  p.  m. 

No  Saturday  Night  Express  Train. 
Cincinnati,  Wilmington  and  Zanesville — 

Express 9.30  a.  M.  8.00  a.  M 

Express 6.00  p.  u.  7.20  p.  m. 

Cincinnati,  Hamilton  t&  Dayton — 

Ind..  San.,  Tol.  and  Chi.  Mail.  .7.45  a.  m.  7.55  a.  m. 

Ham.  Accommodation 8.30  a.m.  8.20  a.m. 

S^nd.,  Ind   and  Dayton  Exp...  3. 00  p.  M.  11.22  a.  M. 

Dayton.  Toledo  and  Chi.  Exp...  5.30  p.  m.  12.55  p.  m. 

Columlms  Express 9.40  p.  M.  G.53  p.  m. 

Chi.,  Toledo  and  Sandusky  Mail 9.05  p.m. 

No  Saturday  Night  lixp.  Train. 

Ohio  <£•  Mississippi — 

Mail 7.20a.m.  8.00a.m. 

Louisville 4.30  p.m.  12.55  p.m. 

Express 7.50  p.m.  10.00  p.m. 

Indianapolis  <£  Cincinnati — 

Mail 5.50  a.m.  1.00  a.m. 

200p.m.  I2.45a.m. 

Chicago  Express 7.34  p.m.  5.35  a.m. 

Covington.  &  Lexington — 

Express 6.50  a.  m.  1 1. 00  a.  m. 

Accommodation 2. 10  p.  m.  6.27  p.  M. 

Richmond  &  Indianapolis — 

7.45a.m.     11.22a   m. 

3.00p.m.      6.50p.m. 

Cincinnati  &  Logansport — 

7.45a.m.     ]1.22a.m. 

3,10  p.  >f.       6.50  p.m. 


RAILROAD  PROPERTY  IN  OHIO. 

A  railroad  bill  of  some  importance  has' 
we  are  informed  by  the  Cincinnati  Gazette, 
been  prepared  Mr.  Collins,  of  the  Ohio  Sen- 
ate, to  determine  the  mode  of  sale  for  a  rail- 
road where  the  company  is  bankrupt,  and  the 
right  to  be  acquired  by  the  purchasers.  Mr. 
Collins  has  taken  great  pains  in  acquiring  in- 
formation, and  has  prepared  the  bill  with  the 
advice  of  sound  lawyers.  We  have  no  doubt 
of  its  utility,  nor  of  the  need  which  several 
corporations  have  for  such  a  law.  Yet,  Ohio 
railroads  are  by  no  m»ans  so  badly  off,  finan- 
cially, as  some  writers  are  disposed  to  think 
them.  A  correspondent  of  the  Cincinnat  Ga- 
zette, says  the  greater  part  of  the  roads  of 
Ohio  will  have  to  be  sold  ;  this  is  not  so  at  all. 
Let  us  look  at  their  condition. 

There  are  29  railroads,  which  are  properly 
Ohio  roads.  Of  these,  one  (Dayton  and  Xe- 
nia) has  been  absorbed  by  the  L.  M.  R.R.;  one 
(the  Dayton  and  Western)  is  run  with  the  Indi- 
ana Central  and  does  a  good  business;  two 
(the  Marietta,  and  the  Springfield  and  Mt. 
Vernon)  have  been  sold;  and  six  are  in  the 
hands  of  receivers.  Of  the  remaining  nine- 
teen, nearly  all  are  in  a  good  condition.  Ten 
oj  the  Ohio  Roads  are  making  good  dividends, 
so  much  so,  that  the  net  receipts  on  them  will 
pay  4  per  cent,  on  their  entire  cost.  Six  of 
these  road,  viz.  the  Cleveland  and  Ashtabula, 
Cleveland  and  Columbus,  Cleveland  and  Ma- 
honing, Indianapolis  and  Cincinnati,  Little 
Miami,  and  the  Cincinnati  and  Dayton,  make 
profits  varying  from  6  to  20  per  cent.  The 
receipts  of  several  others  are  very  large;  though 
they  are  employed  in  paying  interest,  and  di- 
minishing debts. 

Of  the  roads  which  are  in  the  hands  of  re. 
ceivers,  but  two  or  three  will  have  to  be  sold. 
Probably  of  the  whole  29  roads,  but  seven  or 
eight  will  have  to  be  sold,  including  two  al- 
ready sold.  It  is,  however,  certainly  desirable 
that  a  legal  way  should  be  found  to  settle  the 
affairs  of  the  embarrassed  roads,  without  too 
much  complicating  the  several  rights  involved. 
If  agreements  among  the  several  classes  of 
creditors  can  be  made,  which  will  be  satisfac- 
tory to  them,  the  law  should  enforce  them, 
without  suffering  the  intervention  of  minor 
difficulties,  such  as  the  demise  of  parties,  or 
the  non-concurrence  of  some  individuals. 

We  have  frequently  said  in  this  journal,  that 
the  time  was  at  hand  when  the  railroad  pro- 
perty would  greatly  appreciate,  and  to  some 
extent,  this  has  already  taken  place.  Wo 
have  had,  however,  but  one  full  harvest  in  the 
West,  (that  of  1860)  and  the  effect  of  that  has 
been  much  diminished  by  the  political  trou- 
bles of  the  country.  But  on  the  other  hand, 
the  ultimate  effect  of  the  secession  movement 
will  be  to  greatly  increase  the  traffic  of  Ohio 
roads.  We  base  this  opinion  upon  the  sim- 
ple fact,  that  the  whole  disturbance  of  trade 
and  business   is  actually  oa  the  Southern  At- 


lantic seaboard,  the  consequence  of  which  is, 
that  trade  is  already  thrown  from  that  quarter 
upon  the  interior.  Such  articles,  for  exam- 
ple, as  cotton  and  tobacco,  will,  to  within  a 
comparatively  small  distance  of  the  Atlantic 
ports,  be  carried  off  by  railroads,  through  Ohio 
and  Illinois,  to  Northern  ports.  This  has  al- 
ready began  to  be  the  case,  and  it  must  in- 
crease. When  the  rivers  become  low  the  ef- 
fect will  become  vastly  greater.  If  the  seces- 
sion movement  does  not  diminish,  and  the  ri- 
vers become  low,  we  look  for  a  greatly  in- 
creased traffic  on  the  railroads  of  the  West. 


NEW  YORK  AND  ERIE  R.  R. 

The  New  York  and  Erie  Railroad  was  sold 

outon  Jan.  28th,  underan  order  of  Court  forthe 

foreclosure  of  the  fifth  Mortgage  Bonds.     The 

same  bid  was  the  amount  of  overdue  interest. 

The  company  is  to  be  reconstructed   on   the 

following  programme,  viz  : 

Sto-;k  ns  before §11,000,000 

Unsecured  Bonds,  now  converted  into  Preferred 

st.ck 7.aeo,o"o 

Bonded  Debt 196112.000 

Total $38,552,000 

Over  due  interest  not  secured,  but  to  be  paid  out 

of  surplus  earnings 8C0.000 

It  will  thus  be  seen  that  the  net  earnings  of 
the  road  will  be  taxed  to  pay  as  follows: 

First,  interest  oe  Bonded  debt §1,378,440 

Second,    Principal  and    interest    on    overdue 

interest 800.000 

Third,  Interest  on  Preferred   Stock 550.2C8 

Allowing  interest  at  the  legal  rate  in  New 
York  7  per  cent,  on  the  bonded  debt  and  pre- 
ferred stock. 

The  gross  and  net  earnings  of  the  past  year 
were: 

Earnings $5,180,321 

Expenses 3,352,915 

Net  earnings $1,827,405 

As  the  earnings  and  expenses  of  the  past 
year  have  been  about  an  average  of  those  of 
the  past  eight  years,  it  is  altogether  probable 
that  about  this  amount  may  be  safely  estima- 
ted as  the  future  income  of  the  road.  This 
gives  very  little  encouragement  for  the  pre- 
ferred steekholders  to  hope  for  any  payment 
of  interest  on  their  stock  for  sometime  to 
come,  and  no  hope  whatever  for  the  common 
stock.  It  is  much  to  be  regretted  that  an  en- 
terprise of  the  magnitude  and  importance  of 
the  Erie  Railroad,  should  be  attended  with 
such  disastrous  results  to  its  stockholders. 
This  however  should  be  a  moral  to  other  com- 
panies, which  they  will  do  well  to  heed.  The 
rocks,  on  which  this  company  have  split,  may 
be  briefly  stated  thus:  high  rates  of  interest 
for  money  and  unremunerative  business.  The 
sacrifices  made  in  negociating  loans  have  had 
their  legitimate  result,  in  consuming  the  capi- 
tal stock  of  the  company,  and  it  now  remains 
an  open  question  whether  the  fierce  competi- 
tion for  business,  so  long  waged  by  this  and 
other  eastern  lines,  will  not  yet  render  the  pre- 
ferred stock  as  unproductive  as  tho  common 
stock. 
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NASHVILLE  AND  NORTHWESTERN 
RAILROAD. 

We  have  been  informed  by  Mr.  E.  Culver- 
house,  Superintendent,  that  the  Company  is 
running  a  daily  passenger  and  freight  train 
on  40  miles  of  the  road  on  the  western  divi- 
sion, and  every  prospeqt  in  making  the  con- 
nection of  the  Memphis  and  Ohio  Railroad  at 
McKenzie's  by  the  1st  of  March  next,  making 
the  distance  51  miles  from  the  Mississippi  Ri- 
ver. We  have  also  understood  that  the  Mem  phis 
and  Clarksville  Railroad  Company  will  make 
the  connection  with  the  Memphis  and  Ohio 
Railroad  sometime  in  February,  which  will 
give  a  direct  route  by  rail  from  Mississippi  Ri- 
ver, at  Hickman,  to  Nashville,  Louisville,  Cin- 
cinnati, via  Clarksville,  reducing  the  distance 
by  rail  from  Mississippi  River,  via  Grand  Junc- 
tion, some  200  miles. 

On  the  eastern  division  the  trains  run  daily 
25  miles  out  from  Nashville.  The  Company 
has  large  forces  of  men  now  employed  on  both 
ends  of  the  road  track  laying,  there  being  now 
ready  for  the  iron,  road  bed  completed,  and 
cross-ties  delivered,  for  39  miles  on  the  west- 
ern and  36  on  the  eastern  division,  leaving 
about  30  rriles  of  grading  unfinished  on  the 
whole  length  of  the  road,  which  is  all  under 
contract,  and  a  large  force  of  men  employed 
on  the  whole  distance  of  the  30  miles,  with 
every  prospect  of  its  completion  by  the  1st  of 
September  next. 

The  Company  intend  to  push  forward  the 
work  of  track  laying  on  both  ends  of  the  road, 
to  make  tha  connections  of  the  eastern  and 
western  divisions  as  soon  as  the  grading  will  be 
completed  on  the  last  30  miles. 


New  Railroad  in  Turkey. — The  Turkish 
Govrenment  have  granted,  to  an  English  Com- 
pany, a  charter  for  a  road,  to  be  constructed 
from  Constantinople  to  Belgrade,  over  400 
miles  in  length,  and  have  guaranteed  the  Com- 
pany six  per  cent,  on  the  capital  employed  in 
its  construction.  When  this  line  is  completed 
there  will  be  a  continuous  line  of  railroad  from 
the  western  extremity  of  Europe  to  the  shores 
of  the  Bosphorus. 


New  Experiment  in  Steamboating. — Ex- 
periments have  recenly  been  made  in  England 
for  propelling  steamboats  by  disc  wheels.  In 
place  of  the  common  paddle  wheel,  a  series  of 
concentric  discs  are  fastened  on  the  main 
shaft  at  small  distances  apart.  These  are  re- 
volved at  a  high  rate  of  speed  and  their  fric- 
tion in  cutting  the  water  propels  the  vessels. 
The  results  of  the  experiment  so  far  have  been 
quite  satisfactory.  It  is  claimed  for  this  wheel 
that  it  possesses  advantages  over  the  paddle 
wheel  in  cheapness,  durability  and  freedom 
from  accident. 


- — The  Convention  of  Railroad  Presidents  will 
meet  at  the  St.  Nicholas  Hotel,  New  York,  on 
the  20th  inst. 


RAILROAD  MISCELLANY-. 

—The  New  York  Central  Railroad  has  de- 
clared a  semi-annual  dividend  of  3  per  cent, 
payable  on  the  20th  instant,  on  stock  registered 
at  New  York,  Boston  or  Albany,  and  on  the 
20th  of  March  next,  upon  stock  registered  at 
London.  Stockholders  whose  stock  is  register- 
ed at  New  York  will  receive  their  dividends  at 
the  office  of  Duncan.  Sherman  &  Co.;  those 
wboBe  stock  is  registrred  at  Boston,  at  the 
office  of  J.  E.  Thayer  &  BroLhers  ;  those  whose 
stock  is  registered  at  Albany,  at  the  Albany 
City  Bank  ;  those  whose  stock  is  registered  at 
London,  at  the  Union  Bank  of  London,  the 
latter  at  the  rate  of  4s.  Id.  to  the  dollar.  The 
transfer  books,  which  are  now  closed,  will  be 
re-opened  at  New  York,  Albany  aDd  Boston,  on 
the  morning  of  Friday,  the  22d  day  of  Febru- 
ary inst. 

—The  earnings  by  the  Chicago,  Eurlington 
&  Quincy  Railroad  line,  in  the  month  of  Janu- 
ary, were,  in 

1860.  1861. 

Freights 868.017  42  897,573  00  Increase.S29.5iS  58 

Passengers..   33a3S0  (15  30,104  28  Decrease..    3  09.5  77 

Mail&misc.     9.61197  2,750  50  Decrease..    6,69147 


Total..  $111,019  44  8130,437  78    Increase  819,468  34 

— The  business  of  the  Chicago  &  North-west- 
ern Railroad  company  has  been  as  follows: 

Fourth  week  in  January,  1861 

Fourth  week  in  January,  I860 


S10.857  70 

11,276  39 


Increase  in  1361. S5.5S1  31 

Month  of  January,  1801 53,168  53 

Month  of  January,  I860 52,179  12 


Increase  in  1801 S  19,989  41 

— The  Toledo  and  Wabash  Railroad   earned, 
in  January, 

1861 858,339  33 

1860 43,511  18 


Increase    313,828  15 

■ — The  business  of  the   Marietta  and  Cincin- 
nati Railroad,  for  January, 

1801 $40,873  77 

1860 30.913  46 


— The  traffic  on  the   Grand   Trunk  Railway 

of  Canada,  for  the  week  ending  January  20,  was 

as  follows: 

Passengers $13,480  35 

Mails 2,728  (.8 

Freight 30,884  04 


Total 47,092  48 

Week  ending  January  28,  I860 52,722  CO 


Decrease  ...   5.029  52 

Total  traffic  from  July  1,  I860,  to  date $2,008,2-5  71 

Total  for  same  period  last  year 1,560,940  66 

— The  twenty-sixth  annual  report  of  the 
Directors  of  the  Western  Railroad  Corporation 
of  Massachusetts,  is  just  published.  From  that 
document  we  have  obtained  the  following  facts: 

The  income  of  the  road  for  the  financial  year 
terminating  Nov.  29,  1860,  was  as  follows  : 

From  Passengers 

Fr-.m  Freight 

Mails  and  other  sources  . 


...$590,991  87 
...1,101.118  64 
...     89,240  21 

$1,831,350  72 


Expenses  and  renewals : 

Repairs  of  roadway   $273, '.'96  45 

Repairs  of  engines 63,446(16 

Repairs  of  pass,  and  freight  cars  97,530  15 
Kepairs  of  buildings,  ferry,  etc..  43,104  23 
New  cars  and   engines  to  cover 

depreciation   32,000  00 

Transportation  expenses 462,711  57 

General  expenses 20,607  84  —  '.  93,l'96  30 


From  this  deduct— Interest  on 

State  Loans  and  Exchanges..     $34^,223  24 
One  per  cent,  to  Sinking  Funds.        50,100  00 

Eight  per  cent,  dividends 412.000  00 

.    *810  2°3  24 

Surplus  earnings  of  I860  to  contingent  fund    "~  '79 'oil  18 
Add  balance  of  do.  Nov.  30,  1859 331*843  95 


Total  . 


Gain  from  Pittsfleld  andNorth  Adams  P.. K... 


%299.''-5  13 
769  20 


Total  of  Contingent  Fund.  Nov.  30,  1860    $400  644  33 
Value  of  Massachusetts  Siokins  Fund.  Nov.  ' 

30.  lB59,by  last  annual  reprot  $1,490,396  26 
Contribution  by  Western   Rail- 
road, I8G0 40.000  00 

Earnings  of  fund  in  18G0 80,073  03 


Value  of  fund  Nov.  30.1800 

Value  of  Air-any  Sinking  Fun'!. 
Nov.  30,  1859,  by  last  annual 
report $021,013  15 

Contribution  by  Western  Rail- 
road, I860 10.000  00 

Earnings  of  Fund  in  1860 40,151  15 


$1,G10,4G9  35 


Value  of  Fund,  Nov.  30, 1600  


$571,164  30 


Value  of  both  Funds.  Nov.  30,  leoo $2,281  633  65 

Value  of  both  Funds,  Nov.  30,  1859 9,111,409  41 


Increase  of  both  in  1860 $170  224  n4 

— The  Cincinnati  Gazette  has  the  following 
upon  the  subject  of  passenger  travel  for  the 
coming  summer: 

It  is,  or  course,  too  soon  to  speak  definitely  of  the  ar- 
rangements that  are  to  he  made  the  coming  season  for  tbe 
business  and  pleasure  travel  of  the  South  and  West,  hut  we 
believe  that  it  is   generally    understood    among  Presidents 
and   Superintendents  of  our  Western   roads   that   there   is 
every  prospect  of  increased  rivalry  between   (he  s-veral 
Eastern  lines  which  are  competitors  for  this  travel     A  lit        ,. 
the  Presidents  of  the  five  lines  have  revised  tbe*,i°,Ug 
agreement,  and  have  re-enacted  the  sections  relating  aS 
employment  of  passenger  solicitors,  some  of  them  »%  „UJ 
in»  readv  to  offer  superior  inducements  to  travels- •- 
creased  "speed,  and  the  placing  of  first  class  nasVen^ 
steamers  on  the  lakes. 


It  is  well  known  that  the  Presidents  of  the  Bellefon..- 
ne  and  Terre  Haute    Alton .and I  St.  t„uia  ra&i" 


<     alii      ACIIC     «»>"-.     .......u     ami     OL  LOU'5    M;i„.,       

:ing  their  track  and  machinery  in  ord™, 't0™ £»*  ,f  <= 
„  .n  these  mads  than  was  ever  yet  thoi.„i,(  .*     -  "~Uer 


when  the  Convention  which  makes  up  the  summer  sX,£? 
meets  next  month,  the  hoes  referred   to   above  Zn  ,        e 

upon  f  ,^  «»«•  ™l  wi"  ^  "P°°  ""  comprorm  e  "SS* 
President  of  the  Baltm.re  and  Ohio  railroad  ha  Theretof^ 
sU-on»ly  opposed  speed  on  his  road,  and  was  wtoin^V    ■ 
SmmTof  1859,  when  pretty  fast  time  wlsmaae'^i.f 
hreeorfour  hours  more  than  the  Northern  line?  ZTr 
put  the  fare  down  S 1  less  than  was  charged  by  thtse  ?it 
We  are  told,  however,   that  he  h»s  materiall/ chanting 
views  to  thi3  respect,  and,  with  the  Marietta  road Iff  ?'" 
£  make  as  good  time  as  any  other  line.     .  a'  WIii  "7 

We  see  itstated  in  the  New  York  papers  that  the  «,»,,-„, 
Southern  Railroad  Company  are  to  run  their  toal"an 
Toledo  to  Buffalo  next  season.     This  detercniuati™         °? 

thes"e Tteamers  he  brought  out,  it  will  compeT  tneMi^Uld 


natton  and  Day'"" 

"on  become  popular  with  the  traveling  puhlic. 

__The  freight  traffic  on  the  Erie  Bailroad  is 
said  to  be  greater  than  ever  before.  This  is 
undoubtedly  owing,  in  part,  l0  the  opening  of 

the  Berger  Tunnel,  a  description  of -which  will 
be  found  in  another  column. 


Net  Balance  of  Inoonic 8888,254  42 


The  following  is  a  statement  of  the  approxi- 
mate earnings  of  the  Pittsburgh.  Fort  Wayne 
and  Chicago  Railroad  Company,  during  the 
month  of  January,  compared  with  the  same 
period  of  last  year,  viz  : 

IE61.  I860.  Increase 

From  Freight $144,137  59  $78.729  80  $65.407  79 

"      Passengers..     51,734  23  44.295  44  7,43*  79 

"      Express....       2,700  00  2.60M  00  100  00 

"      Mails 7,825  00  7,825  00  ■ 

"      Rent  of  Road      7.183  33  5,892  67  3,190  66 

"      Miscellaneous        2»4  25  607  %               


Total  ..-S2 13.704  40    $139,950  87      $73,513  54 
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SANDUSKY,  MANSFIELD  AND  NEW- 
AUK  RAILROAD- 

We  have  received  the  fifth  Annual  Report  of 

the   President   to  the  Directors   of  this  road. 

The  gross  earnings  of  the  road   for  the  year 

ending  December  31st,  1860,  amount  to  §185,- 

934  48,  as  follows: 

Passengers. $75,539  49 

Freight 94.508  GO 

Moil  and  Miscellaneous 15,826  29 

Total 8185,134  38 

Earnings  for  1859 186,19176 

Decrease 3257  33 

Total  Earnings  for  I860. $185,934  33 

Total  Expenses  for  I860 151,767  24 


Net,  less  taxes $34,167  14 

Expenses  for  I860 8151,767  24 

Expenses  for  1859 144,830  72 

Increase $6,947  52 

The  increased  expense,  the  last  year,  for 
iron,  spikes,  chairs,  ties  and  timber,  and  for 
work  on  bridges  and  culverts,  amounts  to 
$9,320  80 

The  chief  cause  of  this  increased  expendi- 
ture is  referable  to  the  extraordinary  freshet 
of  April  9th  and  10th  last,  which  swept  away, 
or  materially  damaged  sixteen  bridges  and 
culverts. 

A  new  and  substantial  Truss  Bridge,  of  140 
feet  span,  has  been  erected  over  the  North 
Fork  of  Licking  river,  in  place  of  the  light 
"trestle  work"  carried  away  by  the  flood. 
This  bridge  cost  within  a  fraction  of  §3,000. 
Over  1300  perches  of  first  class  stone  ma- 
sonry have  been  substituted  in  place  of  wood 
abutments  and  piers  at  different  points  on  the 
line. 

A  new  bridge,  with  larger  water-way,  (203 
feet  long,)  has  been  built  over  Owl  Creek,  a 
half  mile  North  of  Fredericktown.  The  old 
"trestle  work,"  near  it,  has  been  supplanted  by 
an  embankment  of  earth.  Near  to  and  north 
of  Lexington  a  new  bridge,  186  feet  in  length, 
has  been  constructed  across  the  "  Clear  Fork 
of  Mohican,"  and  an  embankment  substituted 
for  207  feet,  lineal,  of  "trestle,"  at  the  same 
place.  The  total  length  of  new  bridging  built 
in  1860  is  11*72  lineal  feet. 

The  track  between  the  South  bridge,  at  Mt. 
Vernon,  and  the  village  of  Utica,  ( 1 0 y  miles) 
has  been  entirely  rebuilt  and  thoroughly  bal- 
lasted with  gravel  the  past  summer;  about  50 
tons  of  new  iron  were  laid  in  this  division. 

44,412  new  ties  in  the  main  track  and  "si- 
dings" have  been  laid  during  the  year. 

A  new  side  track,  400  feet  long,  has  been 
built  near  the  "summit"  between  Mansfield 
and  Lexington. 

The  sidings  at  Sandusky,  Monroeville,  Shel- 
by Jnnction  and  Mansfield  have  been  either 
entirely  re-built  or  thoroughly  repaired. 

About  16  tons  of  new  chairs  and  6  tons  of 
spikes  have  been  used  in  re-building  and  re- 
pairing the  track  since  January,  1860. 

Within  the  last  two  years  the  Company  have 
ballasted  20  miles  of  track  with  gravel,  at  a 
cost  of  about  $12  000.     The  economy  of  this 


expenditure  is  fully  demonstrated  by  the  fact 
that  the  wages  of  section  men,  employed  ex- 
clusively in  keeping  up  the  track,  has  been 
largely  reduced  as  this  improvement  has  pro- 
gressed. The  greater  solidity  and  smooth- 
ness of  the  track  also  diminish  the  wear  and 
tear  of  our  machinery  and  reduce  the  cost  of 
its  maintenance.  A  farther  expenditure  for 
ballasting  will  be  required  the  present  year, 
estimated  by  Assistant  Superintendent  Stew- 
art at  13  miles. 

The  total  quantity  of  stone  masonry  laid 
up  last  year  was  1308  perches;  and  60  tons 
of  new  iron  were  laid  in  the  track. 

The  Water  Stations  at  Mount  Vernon  and 
at  Utica  have  been  repaired  and  new  tanks 
placed  in  both. 

A  new  "Turn-table"  has  been  built  at  San- 
dusky at  a  cost  of  $750 

During  the  past  season  a  convenient  and 
substantial  building  has  been  erected  at  San- 
dusky, for  receiving  and  discharging  passen- 
gers and  freight,  and  for  the  protection  of  the 
cars  and  other  property  of  the  Company;  it  is 
45  feet  wide  and  170  feet  long,  with  three 
tracks  in  it  capable  of  sheltering  nine  passen- 
ger cars;  it  has  siutable  platforms  for  receiving 
and  discharging  passengers  and  their  baggage. 
It  cost  has  been  §2,577  10. 

MACHINERY. 

The  cost  of  repairs  of  locomotives  has  been 
4  65-100  rents  per  mile  run.  The  reduced 
cost  of  this  item  is  largely  indebted  to  the  im- 
proved condition  of  the  track. 

The  work  of  re-buildiug  passenger  baggage 
and  freight  cars  has  been  steadily  prosecuted 
the  last  year.  Three  passenger  and  two  bag- 
gage cars  have  been  entirely  renewed.  Be- 
sides general  repairs,  12  new  Box  Merchan- 
dise and  Grain  Cars,  5  new  Platform  and  11 
new  Hand  Cars  have  been  built  in  the  Com- 
pany's Shops  since  last  meeting. 

The  Treasurer's  Report,  exhibits  the  Re- 
ceipts and  Disbursements  of  the  Company  for 
1860.  It  will  be  seen  that  the  sum  of  §16,872 
has  been  applied  in  liquidation  of  the  Com- 
pany's overdue  "Domestic  Bonds":  this  extin- 
guishes all  that  class  bonds  that  fell  due  on  the 
25  July,  1858,  except  §300  which  have  not  yet 
been  presented.  Another  instalment  of  §25,- 
000  became  due  on  the  25th  of  July,  1859,  on 
which  only  §100  has  been  paid;  the  third  in- 
stalment for  a  like  sum  matured  on  the  25th 
of  July,  1860,  no  portion  of  which  has  been 
paid.  The  fourth  instalment  of  §25,000  ma- 
tures July  25th,  1861.  On  final  settlement 
with  the  Receiver  of  the  old  Company,  a  fur- 
ther balance  of  §31,600  was  found  to  be  due 
to  him  from  the  re-organized  Company,  of 
which  the  Court  decreed  the  Company  should 
pay  §11,600,  in  cash,  in  monthly  instalments 
of  §800  each;  the  last  payment  under  this 
decree  matured  and  was  paid  on  the  1st  of 
March  last.  For  the  remaining  §20,000,  the 
obligations   of  the    Company  were   issued   in 


four  equal  sums   of  §5,000   each,  payable   in 
April  and  October,  1862  and  1863. 

The  President  in  closing  his  report  re- 
marks: "The  Board  believe  that  it  is  alike 
the  interest  and  the  duty  of  this  Compa- 
ny to  discharge  these  debts  at  the  earlist  date 
practicable.  We  have,  again,  to  express  our 
gratification  that  the  holders  of  these  past  due 
obligations  have,  universally,  exercised  a  gen- 
erous forbearance  towards  us;  in  this,  we 
think,  they  have  consulted  their  best  interest. 

"The  Directors  will  here  renew  their  regret 
that  the  income  of  the  Road  has  been  inade- 
quate to  meet  the  interest  on  the  Company's 
Mortgage  Bonds.  The  almost  total  destruc- 
tion of  the  grain  crops  of  1859  left  us  no  hope 
of  paying  the  January  or  July  coupons  of 
1860;  but  it  was  hoped  that  the  earnings  of 
the  last  six  months  would  enable  us  to  pay  a 
half-year's  interest  on  the  1st  inst.  In  this 
we  have  been  disappointed.  The  earnings 
for  August,  September  and  October  were  fair, 
but  much  below  our  expectations.  The  almost 
total  prostration  of  business  since  the  middle 
of  November  has  so  far  diminished  our  in- 
come that  it  has  been  little  more  than  sufficient 
to  defray  current  expenses.  In  the  present 
deranged  state  of  trade,  we  can  hardly  expect 
any  considerable  increase  of  receipts  until 
after  the  opening  of  Lake  navigation  next 
spring.  Only  a  slight  portion  of  last  year's 
liberal  harvests  has  yet  been  brought  to  mar- 
ket— much  the  larger  share  is  believed  to  be 
still  in  the  hands  of  the  producers,  and  we  can 
but  hope- that  next  spring's  prices  may  be  such 
as  to  induce  the  holder  to  market  their  sur- 
plus" freely,  and  thereby  largely  increase  our 
traffic.  If  our  expectations  in  this  behalf  aje 
realized,  we  confidently  rely  our  ability  to  pay 
a  half-year's  interest  the  ensuing  summer. 

"We  again  congratulate  the  Stockholders  on 
the  regularity  and  safety  with  which  our  trains 
have  been  run;  no  serious  accident  has  oc- 
curred the  last  year,  resulting  in  injury,  or 
damage,  to  passengers  or  property.  This  is 
due,  in  a  great  degree,  to  the  vigilance  and 
care  exercised  by  our  operatives,  and  is  worthy 
of  high  commendation." 


Statement  of  the  Earnings  and  Expenses  of  the  S-.  M. 
&  JK  li.lt.  Co.,  for  the  year  ending  December  31,1860. 

H1XK1PTS. 

From  Passengers *?m'-1o  J! 

"       Freight 94,068   60 

"      Mi'fs'     ... 12,400  00 

•'      Express 2,858  60 

"     Extra  or  Missellaneous  Sources 567  69 

$185,934  38 
EXPENSES. 

$56,570  52 

2,269  60 

43,665  00 

;,'n<IFuel 14,140  58 

"         Stations li,167  46 

"         Salaries  and  Agencies 15,84.14) 

"        Advertising  and  Sundries 1,110  66 

8151,767  34 

Balance $34,167  14 

Statement  of  Receipts  and  Disbursements  of  the  &'..  M. 
i-  N.  It  li,   Co.,  from  January  1st  to  December  'Mat, 


Account  Track, 
"  Shops 
"        Tr 


inclusivi_ . 

On  hand  January  1st,  1860   

Total  Receipts $223,832  77 

Less  paid  balances  due  other  roads.     30,163    ■'■ 


$1,911  25 


f  193 ,669  74 
$195,530  99 
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DISBURSEMENTS. 

deo.B  'Wiijjht,  Receiver $2,000  00 

Domestic  Bonds,  redemption 10.8,2  00 

"           "        interest 3,903  00 

**           *■            "       "overdue," 2,51  <  75 

First  Mcrtgage  Bonds,  interest 35  00 

Taxes,  lt«'J 80,084  73 

>•      lb00 440  51 

7,425  24 

Ileal  Estate 125  "" 

Right  of  Way )';0  00 

Fencing  ltoad ooZI 

Attorneys' Fees  and  Costs  of  Suits    ... 515  80 

Interest,  Exchange  and  Discount 614  5H 

Bills  payable r?'S  iS 

Expenses : 155,^54  4H 

Cash  unhand  December  31 2,754  03 

$105,580  99 

Statement  of  General  Boote,  S-,  M.  £  N.  Ji.H.  Co.,  De- 
cember 31*2, 1800. 

Railway  Property $2,309,125  13 

Coupon  Interest  Account,  1st  mortgage  Bonds  122,7ol  00 
Coupon  Interest  Account,  1st  mortgage  Bnda, 

funded 105,500  78 

Coupon  Interest  Account,  Domestic  Bonds.. .  18,1-11   00 

Interest  Domestic  Bonds,  over  due 3,5i'0  Oil 

Freight  Department,  due  from  Stations 5,1,1  38 

U.  S.  Mail  Service  0,200  00 

Expense  Account  1801,  Stock  on  hand ll,92(i  14 

Morris  Ketcnum,  to  pay  interest  on  1st  Mort- 

gage  Bonds 1,359  08 

Individual  Accounts 2,400  07 

Cash  in  Treasury 2,754  93 

$2,588,870  4(i 
CONTRA. 

Capital  Stock  issued $806,520  10 

Capital  Stock  due  Receiver 42,250  00 

Bond  Account,  1st  Mortgage 1,200,000  CO 

"            •■         Domestic,  old  scries 7o,'^00  00 

"           "               •'          neiv  series 20  000  0.1 

Bills  Payable,  special,  (Funded  Coupons,)....  105,509  78 

Profit  and  Loss 222.83102 

Bills  Payable 1-20B  81 

Ticket  Department,  due  other  Roads 2,121  27 

Paj  master  Department 15,300  45 

Individual  Accounts 7,001  00 

Freight  Suspense  Account 2j0  9S 

$  1,588,870  40 

Statement  of  Cost,  or  Property  Account,  of  S.,  M.  &  N. 
R.Jt.  Company. 

January  1st,  1800— Balance $2,288,483  92 

December  31st,  1800— New  Stock  issued 20,187  32 

"        Real  Estate. ...$125  00 
"       Fencing  Road..  328  89 

453  89 

$2,309,125  13 

Statement  of  Profit  and  Loss  Account  of  S.,  M.  <S>  jV. 
B.B.  Company. 

By  Balance  January  1st,  1860 $190,917  92 

Earnings,  18U0 185,034  38 

$382,852  30 

CONTRA. 

To  Expense  Aocount,  1600 $151,707  24 

Taxes,  1859 7,425  24 

Interest,  Exchange  and  Discounts 312  10 

Attorneys'  Fees  and  Costs  of  Suits 515  80 

Balance 222.831  92 

$382,852  30 

Balance  to  New  Account $222,831  02 

OFFICERS  FOR  THE  YEAR  1861. 

Wm.  Durbin,  Win.  P.  Chapman,  Sanduskyi 
Ohio;  John  W.  Sprague,  Huron,  Ohio;  Saml. 
M.  Robinson,  Plymouth,  Ohio;  Eobt.  McCorab, 
Munsfield,  Ohio;  H.  P.  Warden,  Jas.  E.  Wood- 
bridge,  Mt.  Vernon,  Ohio;  Jerome  Buching- 
ham,  Newark,  Ohio;  and  Jas.  Lyon,  Hebron, 
Ohio;  Directors.  William  Durbin,  President. 
John  W.  Sprague,  Secretary.  Wm.  P.  Chap- 
man, Treasurer.  Wm.  J.  Dill,  Freight  and 
Ticket  Agent.  Jas.  H.  Stewart,  Asst.  Super- 
tenindent.     Thomas  Hogg,  Master  Machinist. 


8®*The  fourth  and  fifth  spansJDf  the  North- 
ern Central  Railroad  bridge  at  Dauphin,  Penn- 
sylvania, were  blown  off  the  piers  by  the  gale 
9f  wind  la3t  week. 


PENNSYLVANIA  RAILROAD. 

The  annual  meeting  of  the  Stockholders  of 
the  Pennsylvania  Railroad  Company  was  held 
Tuesday  morning,  at  Sansom  street  Hall. 
There  was  a  fair  attendance  of  stockholders. 
The  meeting  was  called  to  order  by  Mr.  Lewis 
Elkin,  upon  whose  motion  the  Hon.  Alexan- 
der Henry,  Mayor  of  the  city,  took  the  chair, 
Mr.  Edmund  Smith  was  selected  to  act  as  Se- 
cretary, Mr.  Smith  read  the  Annual  Report 
of  the  Board  of  Directors.  The  following  is 
an  abstract  of  the  document: 

THE    AXXUAL   REPORT. 

The  Fourteenth  Annual  Report  opens  by 
speaking  of  the  gratifying  fact  that  the  in- 
creased cereal  crops  of  the  West  and  of  Penn- 
sylvania have  benefited  the  revenues  of  the 
Company.  Up  to  December  the  monthly  re- 
ceipts were  in  excess  of  the  previous  year,  but 
intbat  month  the  derangement  of  exchanges 
caused  a  decrease.  But  the  interruption  to 
trade  can  not  but  bo  temporary,  to  be  followed 
by  an  increased  traffic,  from  the  healthy  de- 
mand South  and  East,  for  the  produce  of  the 
West.  With  increased  business,  from  the 
opening  of  new  trunk  lines,  the  competition 
between  the  roads  which  contend  for  the  trade 
of  the  West  has  increased,  but  negotiations 
have  been  made  tending  towards  an  amicable 
adjustment  of  the  rates.  The  company  has 
made  a  discrimination  in  freight,  in  favor  of 
the  steamboats  running  from  Pittsburg,  which 
serves  to  equalize  the  steamboat  and  rail  com- 
petition at  that  point. 

The  operations  of  the  Company  for  1860 
were  as  follows : 

EARNINGS. 

From  Passengers $1,453  902  77 

U.S.   Mail 74-504  34 

Expresses 75,120  00 

F.eighls 4,101,7,-3  97 

Miscellaneous  sources 137,300  40 

Total $5,932,701  4S 

EXPENSES. 

Cost  of  Conducting  Transportation $1,539,361  OS 

Motive  Power 970,400  32 

Maintenance  of  Cars 200,452  41 

Maintenance  of  Koad 783,103  81 

General  Expenses 82,831  46 

Total  Expenses $3,036,209  08 

Net  Earnings  of  the  Road $2,295,402  40 

Showing  an  increase  of  earnings  of  §570,- 
346  27  over  1859.  Increase  from  passengers, 
§33,080  34.  Number  of  passengers  carried 
1,203,444.  Increase  of  freight  earnings  over 
1859,  §535,672  82,  the  larger  part  beiug  due  to 
increase  of  local  freight.  The  tonnage  of  the 
road  in  1860  was  1,346,525,  exclusive  of  124,- 
597  tons  of  wood,  coal,  lumber  and  materials 
for  the  use  of  the  Company,  upon  which  no 
charge  is  made.  Entire  movement  of  coal 
523,223  tons,  an  increase  of  101,598  tons. 

Four  new  locomotives  have  been  added  and 
copper  fire  boxes  have  been  substituted  for  iron. 
The  report  explains  the  operations  of  the  dif- 
ferent departments,  motive  power,  repairs  of 
tracks,  etc.,  and  it  is  stated  that  but  68  5-10 
miles  are  necessary  to  complete  a  double  track 
throughout  the  whole  line,  from  Philadelphia 
to  Pittsburgh.  By  the  completion  of  engine 
house  and  machine  sheps  at  Harrisbnrg,  on 
April  1st,  an  important  saving  will  be  effected 
in  the  motive  power  and  transportation  depart- 
ments, and  the  management  of  the  road  will 
be  simplified. 

About  October  1st  the  extension  of  the  line 
to  the  Delaware  river  will  be  opened.  The 
bridge  over  the  Schuylkill  has  been  vigorously 
pushed,  and  the  western  abutment  and  pier 
are  nearly  finished.     The  cost  of  the  masonry 


of  the  bridge  will  not  exceed  £100,000.  The 
iron  superstructure  will  be  built  at  the  Com- 
pany's shops,  and  will  cost  about  $40,000. 
The  river  front  of  the  Powelton  estate  has 
greatly  improved  during  the  past  year,  and  it 
will  soon  be  valuable  and  productive  real  es- 
tate. 

The  canals  owned  by  the  Company  earned 
in  1860: 

Eastern  Division 8159,105  08 

Juniata  Division 20,180  95 

Western  Divis:on 16,01-3  57 

Miscellaneous  lUce'pts 7,530  23 

Total $209,425  83 

The  expenses  of  the  canals  for  the  same 
period  were : 

To  repairs,  renewals  and  enlargement $130,696  79 

To  We.glimajiten,  Stationery,  Etc 24,063  84 

Total  Expenses $154,700  63 

Leaving  net  earnings  cf  canals 34.605  20 

— being  an  increase  of  earnings  for  the  canals 
over  the  previous  year,  of  §32,308  20. 

On  the  canals,  during  I860,  514,009  tons  of 
coal  were  transported,  being  a  decrease  of 
1,357  tons.  Lumber  transported  in  same  pe- 
riod was  126,494,299  feet,  being  an  increase 
of  6,419,624  feet 

The  report  further  discusses  the  appearance, 
value,  &c,  of  the  canals,  and  the  means  taken 
to  increase  their  business  and  income. 

The  Treasurer's  statement  shows  the  receipts 
of  the  Company  from  all  sources;  sharehold- 
ers, loans,  bonds,  profit  and  loss,  etc.,  for  1860, 
were  §32,407,124  14. 

Total  expenditures,  including  cost  of  road, 
(less  profit  of  road,)  cost  of  main  line,  cost  of 
equipment,  cost  of  telegraph,  real  estate,  ex- 
tension of  the  lines,  stocks  of  other  roads, 
bills  receivable,  fuel  and  materials  on  hand, 
etc.,  etc., 

Amount  to $31,753,412  33 

Balance  in  hands  of  Agents 280.835  67 

'•  "  Treasurer 367.876  14 

Total $32,407,124  14 

It  is  not  proposed  to  lay  any  additional  road 
superstructure,  during  the  present  year,  ex- 
cept what  may  be  necessary  to  accommodate 
an  increased  business  at  stations,  and  the  ex- 
tension of  the  road  to  the  Delaware  river  above 
the  Navy  Yard. 

The  report  recites  tie  conditions  of  the 
lease  for  999  years  of  the  Harrisburg  and 
Lancaster  Railroad,  with  which  our  readers 
are  familiar,  and  explains  the  necessity  for 
that  lease. 

The  sinking  fund  for  the  redemption  of  the 
second  mortgage  bonds  now  amounts  to  §532,- 
491,  and  it  may  be  judiciously  increased  by 
the  transfer  to  it  of  the  stock  and  bonds  of  the 
Pittsburgh,  Ft.  Wayne  and  Chicago  Railroad, 
and  other  railroads  now  held  by  the  Company. 
Theseassets,  it  is  expected,  will  in  a  few  years 
be  worth  the  amouut  they  cost  the  Company. 
The  continuance  of  an  annual  payment  of 
§460,000  made  last  year  to  the  State,  on  ac- 
count of  principal  and  interest  due  for  the 
purchase  of  the  Main  Line  from  the  profits  of 
the  road,  will  extinguish  that  debt  by  the  year 
1890. 

By  steadily  pursuing  a  financial  policy  cal- 
culated to  attain  these  objects,  the  entire  debt 
of  the  Company  in  1875  will  be  brought  within 
the  amount  of  its  gross  annual  income — a 
condition  of  abundaut  safety  to  the  sharehold- 
ers, and  which  can  be  obtained  without  any 
interruption  of  your  regular  cash  dividends. 
The  means  thus  diverted  from  the  net  revenue 
of  the  Company  can,  whenever  the  amount 
will  justify  it,  and  the  financial  condition  of 
the  country  will  render  the  measure  prudent, 
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be  from  time  to  time  divided  among  the  share- 
holders in  stock. 

The  re-organization  of  the  Pittsburgh,  Ft. 
Wayne  and  Chicago  Railroad,  after  a  sale  by 
the  bond  holders  and  the  appointment  of  new 
Directors,  etc.,  to  operate  the  road,  is  next  dis- 
cussed, and  the  delay  in  erecting  passenger 
stations  at  Philadelphia  and  Pittsburgh  is  ex- 
plained, on  the  ground  that  the  erection  of  ex- 
pensive buildings  at  locations  which  may  turn 
out  to  be  injudicious,  would  be  bad  policy.  In 
regard  to  the  passenger  station  at  Philadel- 
phia, the  Directors  were  originally  in  favor  of 
locating  the  station  at  Twelfth  and  Market 
streets,  but  since  the  street  railways  have  af- 
forded such  great  facilities  as  we  now  enjoy, 
the  Board  have  reconsidered  their  determina- 
tion, and  now  incline  to  locate  it  on  the  flats 
adjoining  the  Market  street  bridge,  where  the 
comparatively  small  value  of  the  property  will 
justify  the  expenditure  necessary  to  bring  the 
grounds  to  the  level  of  the  railway.  It  was 
not  deemed  prudent,  however,  to  make  the  out- 
lay the  present  year. 

The  report  closes  with  the  discussiou  of 
some  minor  matters.  Appropriate  reference 
is  also  made  to  the  death  of  the  Vice  Presi- 
dent Foster,  and  complimentary  allusion  is 
made  to  Thomas  A.  Scott,  Esq.,  who  has  been 
appointed  Vice  President  since  the  last  annual 
meeting,  and  Mr.  Enoch  Lewis,  who  has  been 
chosen  General  Superintendent,  in  the  room 
of  Mr.  Scott,  who  formerly  held  that  posi- 
tion. 

Mr.  Magee  offered  the  following  resolution  . 

Resolved,  That  the  report  of  the  Board  of 
Directors,  as  just  read,  be  and  the  same  is 
hereby  accepted  by  this  meeting,  and  that  as 
usual,  it  be  published  in  pamphlet  form,  for 
the  information  of  stockholders,  and  that  a 
committee  of  seven  of  the  large  individual 
stockholders  of  the  Company,  residing  in  this 
city,  be  appointed  by  the  Chairman  to  recom- 
mend, after  conferring  with  the  President,  a 
ticket  for  Directors,  to  be  voted  by  the  stock- 
holders at  the  next  annual  election,  as  hereto- 
fore provided.     Adopted. 

Mr.  Megargee  offered  the  following  resolu- 
tion: 

Resolved,  That  the  report  of  the  President 
and  Directors  just  received  be  referred  to  a 
Committee  of Stockholders  for  examina- 
tion, and  that  said  Committee  be  authorized 
to  make  a  full  examination  into  the  condition 
and  general  policy  ef  the  Company,  and  to 
publish  their  report  thereon  in daily  pa- 
pers of  this  city,  or  to  an  adjourited   meeting 

to  be  called   by  the   said  Committee   on 

day's  notice,  as  they  may  elect,  at  the  expense 
of  the  Company. 

Mr.  Magee  asked  the  object  of  the  resolu- 
tion. 

Mr.  Megargee  said  he  had  been  a  Director 
for  some  time,  and  during  that  period  no  in- 
vestigation was  ever  made  into  the  affairs  o£ 
the  Company;  for  himself,  he  knew  but  little 
or  nothing  about  them. 

Mr.  Magee  said  there  must  be  something 
under  this  resolution.  If  he  (Mr.  Megargee) 
had  tended  to  his  duty  as  faithfully  as  he  (the 
speaker)  believed  the  present  Board  attended 
to  their  duties,  he  would  have  been  more  fa- 
miliar with  the  the  affairs  of  the  Company. 

Mr.  Megar7ee  repeated  what  he  had  before 
asserted.  He  did  not  know  that  anything  was 
wrong  in  the  affairs  of  the  Company;  but 
there  was  much  talk  out  of  doors,  and  there 
could  be  no  harm  in  a  proper  investigation. 

Mr.  Elkin  urged  that  if  Mr.  Megargee  was 
not  content  with  the  proceedingsof  the  Board 
when  he  was  a  representative  of  the  city  in 
that  body,  he  should  have  reported  the  fact  to 


Councils.  He  believed  that  no  committee 
could  accomplish  the  laber  proposed  in  six 
months.  Such  an  investigation  would  not  only 
be  unnecessary  and  useless,  but  it  would  tend 
to  damage  the  Company  by  the  creation  of  sus- 
picions, for  which  they  are  no  substantial 
grounds.  He  would  move  to  lay  the  resolu- 
tions on  the  table.  This  motion  was  after- 
wards withdrawn  to  allow  debate. 

Mr.  John  M.  Kennedy  wished  to  wash  his 
hands  of  all  responsibility  as  a  City  Director, 
so  far  as  familiarity  with  the  affairs  of  the 
Company  are  concerned.  Mr.  K.  then  went  into 
an  argument  to  prove  that  the  policy  of  a  major- 
ity of  the  Board,  regarding  freights,  &c,  differ 
materially  from  his  own  views.  The  speaker 
professed  his  ignorance  concerning  certain 
important  matters  in  the  management  of  the 
affairs  of  the  Company. 

Messrs.  Wistar  Morris  and  Wm.  R.  Thomp- 
son declared  that  the  most  important  of  these 
questions  had  been  answered  in  the  presence 
of  Mr.  Kennedy  within  a  short  time.  [Ap- 
plause.] 

The  Mayor  called  the  meeting  to  order,  and 
protested  against  the  demonstration  as  defi- 
cient in  dignity  and  courtesy. 

Mr.  James  Page  expressed  his  surprise,  in 
view  of  the  lamentable  experience  of  the  past, 
that  any  objection  should  be  made  to  the  ap- 
pointment of  a  committee  to  examine  into  the 
affairs  of  the  Company.  If  he  were  a  Direc- 
tor or  if  he  were  President  he  would  invite 
scrutiny.  The  very  fact  of  opposition  is  cal- 
culated to  engender  suspicion.  Has  the  prin- 
cipal no  right  to  look  after  the  agent?  Colo- 
nel Page  cited  the  cases  of  the  Banks  of  the 
United  States  and  Pennsylvania  to  show  the 
uecessity  of  scrutinizing  the  affairs  of  the- 
corporation.'  He  knew  of  no  wrong;  and  sus- 
pected none;  but  an  investigation  can  do  no 
harm.  Let  us  have  the  committee  and  the  in- 
vestigation, and  he  had  no  doubt  that  all  would 
be  found  to  be  right. 

.  Mr.  Algernon  S.  Roberts  objected  to  the 
resolution;  it  was  not  to  inquire  into  the  af- 
fairs of  the  Company,  but  into  the  policy  of 
the  management.  The  policy  of  the  Company 
is  well  understood  on  all  sides,  and  he  could 
see  no  propriety  in  an  inquiry  into  it.  Mr. 
Roberts  urged  that  confidence  must  necessa- 
rily be  reposed  in  the  Board  of  Directors,  and 
that  the  resolution  offered  by  Mr.  Magee  met 
the  case  by  providing  for  the  selection  of  men 
of  the  proper  character  for  Directors.  After 
answering  the  charges  of  Mr.  Kennedy,  Mr. 
Roberts  moved  that  the  resolution  of  Mr.  Me- 
gargee be  referred  to  the  Committee  to  be  ap- 
pointed under  the  resolution  of  Mr.  Magee,  to 
report  at  a  subsequent  meeting. 

Mr.  J.  Edgar  Thompson,  President  of  the 
Company,  seconded  the  motion  of  Mr.  Ro- 
berts. 

Mr.  Magee  vindicated  the  management  of 
the  Company,  and  explained  that  the  details 
of  the  business  must  necessarily  be  distribu- 
ted among  the  Directors,  who  form  the  Com- 
mittees of  the  Board. 

Mr.  Hulme  spoke  in  defense  of  the  Board. 
He,  as  a  Director,  was  familiar  with  minutiaj  of 
the  details  of  the  business  of  the  Company, 
and  any  other  Di-iector  could  be  as  well  ac- 
quainted with  them,  if  he  would  devote  the 
time  and  the  trouble  to  the  labor. 

The  speaker  remonstrated  against  the  course 
persned  by  certain  gentlemen,  who  attended 
meetings  to  cast  flings  upon  the  management, 
who  are  performing  a  thankless  labor  to  the 
best  of  their  ability. 

Mr.  Elkin  hoped  the  resolution  would  not 
pass.  If  Mr.  Kennedy  knows  wrong  in  the 
management  of  the  Company,  he  should  car- 
ry his  complaints  to   the  City  Councils,  which 


he  represents  in  the  Board.  The  speaker  vin- 
dicated the  business  and  private  characters  of 
the  Directors,  and  protested  against  a  few  dis- 
contented persons  being  permitted  to  cast  im- 
putations upon  worthy  and  reliable  men.  [Ap- 
plause.] 

Mr.  Bodins  said  the  Board  had  no  desire 
whatever  to  oppose  the  appointment  of  an  in- 
vestigating Committee.  They  had  no  wish  to 
avoid  scrutiny. 

Mr.  Bullitt  moved  to  amend  that  the  Com- 
mittee to  be  appointed  under  Mr.  Megargee's 
resolution  should  be  the  same  as  the  Commit- 
tee under  Mr.  Magee's  resolution,  and  further 
that  the  publishing  nf  their  report  and  the 
calling  of  a  meeting  of  stockholders,  be  left 
to  the  discretion  of  the  Committee. 

Mr.  Megargee  accepted  the  amendments. 

Mr.  Charles  Henry  Fisher  spoke  of  the  her- 
culean labor  contemplated.  He  was  opposed 
to  putting  it  on  the  Committee  of  seven. 

Mr.  Henry  M.  Phillips  advocated  the  reso- 
lution as  amended  by  Mr.  Bullitt.  He  had  no 
idea  that  the  labor  was  so  great  as  represent- 
ed. He  though',  two  weeks  amply  sufficient 
for  the  work. 

The  amended  resolution  was  adopted,  but 
few  persons  voting  upon  either  side. 

The  meeting  then  adjourned. — Pennsylva- 
nian. 


RAILWAY  DECISIONS. 

Important  Law_  Decision. — In  the  Supreme 
Court  of  Pennsylvania.  Delivered  by  Judge 
Woodward,  January  1th,  1861. — Daniel 
Diamond  vs.  The  County  of  Lawrence.  Er- 
ror to  Common  Pleas  of  Lawrence  County. 

The  opinion  of  the  Court  was  delivered  by 
Woodward  J.  This  case  is  here  as  a  case 
stated.  The  plaintiff  claims  a  judgment  for 
the  amount  of  a  coupon  accompanying  bond 
No.  56,  issued  by  the  County  to  the  Northwest- 
ern Railroad  Company,  in  part  payment  of 
the  County's  subscription  to  the  stock  of  said 
company;  which  bond  and  coupon  the  com- 
pany transferred  to  a  contractor  for  work  done 
on  their  road,  and  by  several  successive  trans- 
fers the  said  bond  and  coupon  came  into  the 
hands  of  the  plaintiff  for  a  valuable  consider- 
ation. It  is  made  a  part  of  the  case  that  on 
the  5th  of  June,  185"?,  before  the  railroad 
company  had  transferred  this  bond,  the  coun- 
ty of  Lawrence  filed  her  bill  in  equity  in  the 
Supreme  Court  of  Pennsylvania,  against  the 
railroad  company  and  others,  praying  for  an 
injunction  upon  the  company  against  a  dispo- 
sition of  the  bonds  of  the  county,  and  for  a 
decree  that  said  bonds  be  delivered  up  for 
cancellation.  The  subpoena  issued  and  was 
served  before  the  company  parted  with  this 
bond.  On  the  14th  of  March  1859,  this  Court 
made  their  decree  in  the  said  suit — 8  Casey, 
152 — that  the  entire  subscription  of  $200,000 
on  the  part  of  the  county  to  the  stock  of  the 
company  be,  and  the  same  was  thereby,  an^ 
nulled  and  set  aside,  without  prejudice,  how- 
ever to  any  rights  which  third  persons  may 
have  lawfully  acquired  as  purchasers  of  the 
bond,  and  it  was  further  decreed  that  the  com- 
pany restore  to  the  county  the  $2,000  of  bonds 
that  remained  on  hand,  and  pay  to  the  county 
$198,000  in  satisfaction  of  the  bonds  they  had 
sold  and  transterred.  The  pleadings  and 
proofs  in  that  case  exhibited  irregularities  in 
the  making  of  the  subscription,  and  conduct 
exceedingly  dishonest  on  the  part  of  the  di- 
rectors of  the  company  in  the  use  they  made 
of  the  bonds.  The  Court,  however,  held  the 
subscription  valid,  but  the  sale  of  the  bonds 
void,  because  sold  at  64  cents  in  the  dollar,  in 
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direct  violation  of  the  act  of  Assembly  under 
which  they  were  issued.  It  was  on  this  ground, 
the  illegal  sale  of  the  bonds  below  par,  that 
the  decree  was  founded.  (See  the  opinion  of 
Ch.  J.  Lowrie,  8  Casey,  149).  It  is  manifest 
from  this  statement  that  the  bond  now  in  suit 
was  transferred  by  the  company  in  contempt 
of  the  authority  of  this  Court.  After  the  ser- 
vice of  the  subpoena  in  the  equity  suit  the 
company  had  no  authority,  under  any  pretense 
whatever,  to  part  with  a  bond.  The  directors, 
who  were  governors  of  the  company,  were 
trustees  of  the  stockholders.  One  of  the 
largest  of  the  stockholders  came  into  court  on 
the  equity  side,  and  complained  of  fraudulent 
mismanagement  of  the  illegal  issue  of  the 
company,  and  of  the  illegal  disposition  of  a 
portion  of  them  by  the  company.  Of  our 
right  to  take  jurisdiction  of  such  a  case,  there 
can  be  no  question.  That  our  jurisdiction  at- 
tached from  the  moment  the  subpoena  was 
awarded  is  equally  clear.  Though  no  special 
or  preliminary  injunction  was  issued,  it  is  ap- 
parent that  if  the  company  could,  after  ser- 
vice of'subpeena,  go  on  and  sell  bonds,  they 
might  defeat  our  jurisdiction  altogether.  I 
am  not  now  speaking  of  the  right  of  a  pur- 
chaser from  them,  but  only  of  th.eir  right  to 
sell,  and  under  the  circumstances  of  the  case, 
we  hold  that  the  sale  of  bonds,  after  service 
of  the  subpoena  in  equity  and  before  final  de- 
cree, was  an  attempt  to  remove  the  subject  of 
litigation  beyond  our  jurisdiction  arid  so  a  con- 
tempt. Now,  as  to  the  purchaser.  Whether 
the  purchaser  of  this  bond,  No.  56,  is  within 
the  saving  clause  of  the  decree,  depends  upon 
the  question  whether  he  is  to  bo  effected  with 
the  notice  of  the  equity  suit.  He,  and  all  un- 
der whom  he  claims,  purchased  after  the  in- 
stitution of  that  suit.  Were  their  rights  law- 
fully acquired? 

[The  Judge  then  discusses  at  length  the 
doctrine  of  lis  vendens,  and  cites  numerous 
American  cases.  We  omit  this  part  of  the 
opinion. — Ed.  Review.] 

But  considering  the  peculiarities  of  the  case 
and  especially  tho  extraordinary  notoriety 
which  attended  the  equity  suit  against  the 
railroad  company,  we  think  the  rule  is  ap- 
plicable here  without  that  limitation.  And,  ac- 
cording to  the  rule,  the  suit  was  notice  to  all 
the  world  of  all  the  facts  alleged  in  the  plead- 
ings, so  that  this  plaintiff  stands  in  no  better 
situation  for  enforcing  the  bonds  against  the 
county  than  the  company  themselves  would 
stand.  If  we  would  not  compel  the  county  to 
pay  the  coupon  to  the  company,  for  the  rea- 
son to  be  found  in  that  suit,  for  the  same  rea- 
sons we  will  not  compel  them  to  pay  the  plain- 
tiff. It  was  argued  that  the  bonds  and  cou- 
pons are  negotiable  instruments,  and  there- 
fore'that  this  defense,  like  all  others,  is  ex- 
cluded. We  have  said  on  several  former  oc- 
casions, that  we  will  not  treat  bonds  like  these 
as  negotiable  securities.  On  this  ground  we 
stand  alone.  All  Courts,  American  and  En- 
glish, are  against  us.  -Be  it  so.  We  are  not 
insensible  to  the  importance  of  this  fact,  nor 
are  we  wanting  in  deference  to  the  learning 
and  wisdom  of  the  Judges  who  differ  from  us. 
But  we  are  a  Pennsylvania  tribunal,  sitting  in 
judgment  on  an  occasional  and  extraordinary 
security  for  money  created  under  Pennsylva- 
nia statutes.  We  know  the  history  of  these 
municipal  and  county  bonds — how  the  Legis- 
lature, yielding  to  popular  excitements  about 
railroads,  authorized  their  issue — how  Grand 
Juries,  and  County  Commissioners,  and  City 
Officers,  were  moulded  to  the  purposes  of 
speculators — how  reckless  railroad  officers 
abused  the  overwrought  confidence  of  the  pub- 
lic and   what   burdens  of  debt  and   taxation 


have  resulted  to  the  people.  A  moneyed  se- 
curity was  created  and  thrown  upon  the  mar- 
ket by  this  paroxysm  of  the  public  mind,  and 
the  question  is,  how  shall  the  judicial  mind 
regard  it? 

[The  Judge  here  discusses  the  law  mer- 
chants and  insists  that  the  rules  governing 
bills  of  exchange  should  not  apply  in  this 
case. — En.  Review.] 

What,  then,  is  equal  justice,  both  to  pur- 
chasers and  people,  in  respect  of  these  bonds? 
Seeing  that  the  people  have,  at  the  least,  per- 
mitted their  accredited  agents  to  issue  them, 
and  that  some  consideration  was  received  for 
them  in  the  stock  subscribed,  and  in  the  pro- 
gress of  the  work,  there  is  reason  in  holding 
them  bound  to  pay  so  much  money  on  each 
bond  as  it  is  brought  into  the  treasury  of  the 
company.  That  money,  whether  honestly  ap- 
plied to  the  work  or  not,  was  honestly  paid  in 
for  the  purpose<of  being  so  applied.  For  that 
money  when  it  falls  due,  and  for  the  interest 
as  it  accrues,  the  county  would  seem,  on  all 
principles  of  equity  and  fair  dealing,  to  be 
justly  liable  to  the  holder  of  the  bond.  But 
the  holder  ought  not  to  have  more  than  that 
money,  because,  he  or  others,  under  whom  he 
claims,  purchased  the  bond  of  the  company 
in  violation  of  the  only  law  which  ever  legal- 
ized the  bond.  It  was  forbidden  to  be  sold 
under  par,  and  all  purchasers  were  bound  to 
take  notice  of  this.  Generally  second  and 
third,  and  more  remote  purchasers  pay  less 
for  such  securities  than  the  first  purchaser 
from  the  company.  So  that  when  we  give 
them  the  amount  the  first  purchaser  paid,  they 
have  nothing  to  complain  of,  except  that  the 
speculation  turns  out  not  quite  as  large  as  was 
intended.  This,  then,  is  our  ground — enforce- 
ment of  the  bond  to  the  extent  of  the  money 
it  actually  brought  the  company,  but  no  en- 
tanglements of  communities  in  the  meshes  of 
commercial  law,  for  the  purpose  of  holding 
them  liable  beyond  this  extent.  We  intimated 
in  Thomas's  case,  8th  Casey,  230,  that  this 
would  be  our  ground,  when  a  case  was  pre- 
sented in  proper  shape,  and  though  no  case 
has  yet  been  presented,  we  have  stood  firmly 
against  the  tendency  of  the  judicial  mind, 
everywhere  else,  to  treat  these  special  and  pe- 
culiar securities  as  bills  of  exchange.  And 
we  have  maintained",  his  position  persevering- 
ly,  in  order  that  we  may  the  better  administer 
even-handed  justice  to  both  parlies.  This  ex- 
planation of  our  position  is  necessary,  as 
showing  why  we  allow  the  rule  of  lis  pendens 
its  natural  and  legal  operation  in  this  case. 
Diamond  did  not  buy  mercantile  paper  but  a 
bo7id— a  bond  that  was  the  subject  of  a  pend- 
ing suit  in  equity,  and,  therefore,  he  purchased 
it  with  notice  of  all  the  facts  of  that  record. 
But  the  statement  of  our  position,  on  the  above 
question,  bears  a  more  direct  relation  to  one 
of  the  questions"',  now  before  us.  It  is  made  ? 
part  of  the  case  that  the  bonds  were  sold  aa 
64:  cents  in  the  dollar,  contrary  to  the  act  of 
Assembly,  and  one  of  the  questions  submitted 
is,  whether  the  plaintiff,  if  entitled  to  a  judg- 
ment at  all,  would  be  entitled  to  a  judgment 
for  more  than  the  bond  sold  for.  We  decide 
that  he  is  entitlrd  to  no  judgment,  because  of 
the  lis  pendens— but  that  if  ho  could  recover 
at  all,  he  could  recovor  only  the  amount  for 
which  the  company  sold  the  bond.  It  is  not 
necessary  for  us  to  discuss  the  irregularities  of 
the  subscription  made  by  the  county,  nor  the 
authority  of  the  county  to  make  it.  In  the 
case  in  8  Casey,  the  subscription  was  held  to 
be  valid,  and  we  should  doubtless  reach  the 
same  conclusion  again  if  we  were  to  review 
the  whole  ground.  But,  because  it  is  not  ne- 
cessary, we  forbear  to  do  it.  The  judgment 
is  affirmed. — American  Railway  Review] 


THE  ERIE  RAILROAD  COMPANY- 

The  annexad  circular  has  been  issued  by  the 
Trustees  of  the  Erie  Railroad,  by  which  it  will 
be  seen  that  all  parties  who  do  not  come  into 
the  new  arrangement  before  the  29th  of  July 
next  will  be  entirely  cut  off. 

To  the  Stockholders  and  unsecured   and  judgment 
Creditors  of  th;  New  York  and  Erie  Railroad 
Company. 
The  entire   property  and   franchises   of  this 
company  were  to-day  sold,  on   a  judgment  for 
foreclosure    on   the  fifth   mortgage,    and    were 
purchased  by  the  undersigned,  as  trustees  for 
all  the  unsecured  and  judgment   creditors  and 
stockholders   of  the    company.      The   contract 
creating  us  trustees  for  that  purpose  was  dated 
October  22,  1859,  and  has  been  already  execut- 
ed, and  the  securities  surrendered,  by 

Unsecured  and  judgment  creditors  to  the 

amount  of J-MM.OlO 

Stockholders,  to  the  amount  of 7,ui.0,C00 

We  are,  by  the  terms  of  our  bid,  to  pay  for 
the  possession  of  the  road  the  whole  amount  of 
mortgage  interest  that  is  found  to  be  in  arrear 
when  we  make  the  payment,  and  we  have  the 
right  to  do  this  at  any  time  before  the  31st  of 
December  next,  and  must  do  it  on  that  day,  if 
not  done  before.  We  can  not  state  what  that 
amount'  will  be,  because  it  is  liable  to  be  re- 
duced by  the  application  of  a  part  of  the  net 
earnings  of  the  road  between  now  and  then  to 
its  payment. 

All  unsecured  creditors  and  stockholders  be- 
coming parties  to  the  contract  are  liable  to  be 
assessed  as  follows : 

1.  One-eighth  of  one  per  cent,  for  expenses 
of  the  trust,  payable  absolutely  when  the  new 
shares  are  issued,  and  not  reimbursable. 

2.  A  pro  rata  assessment  of  the  amount 
necessary  to  be  paid  to  the  reference  in  order 
to  complete  the  purchase  payable  at  the  same 
time,  and  reimbursable  with  interest,  out  of 
the  first  net  earnings  of  the  road.  What  this 
amount  will  be  we  can  not  eay  :  nor  can  we 
say  whether  the  directors  of  the  company,  to 
whom  we  shall  submit  the  question,  will  ad- 
vise to  make  an  assessment,  or  whether  they 
will  prefer  to  make  a  loan  for  the  required 
amount. 

We  have  obtained  from  the  Stale  of  New 
York  an  act  of  incorporation  of  the  stock- 
holders and  unsecured  creditors  of  the  com- 
pany, under  the  name  of  the  Erie  Railway, 
which  will  be  organized  as  soon  as  circumstan- 
ces permit.  All  such  creditors  and  stockhold- 
ers as  surrender  their  bonds,  debts,  or  certifi- 
cates into  the  trust,  and  pay  the  assessments 
levied,  wilt  become  entitled  to  receive  certifi- 
cates of  stock  in  said  Erie  Railway  Company 
on  its  organization,  as  follows: 

Holders  of  bonds  of  1862,  for  the  principal 
of  their  bonds  and  interest  up  to  July  1,  18rjl, 
in  prefeired  stock,  bearing  interest  at  the  rate 
of  7  per  cent,  per  annum  when  earned  in  the 
current  year. 

Holders  of  bonds  of  1875,  for  the  principal 
of  their  bonds  and  interest  up  to  August  1, 
18Q1,  in  like  preferred  stock. 
'  Holders  of  bonds  of  1S71,  for  the  principal 
of  their  bonds  and  interest  up  to  August  1, 
186  i,  in  like  preferred  stock. 

Holders  of  judgments  against  the  company, 
for  the  amount  of  their  judgment  with  interest 
to  January  28,  1861,  the  day  of  the  sale,  in 
such  preferred  stock. 

Holders  of  other  debts  of  the  company,  for 
the  amount  of  their  respective  debts  and  in- 
terest to  January  2S,  1861,  if  the  same  bear 
interest,  in  like  preferred  stock. 

The  holders  of  the  stock  of  the  New  York  and 
Erie  Railroad  Company  will  be  entitled  to  re- 
ceive an  amount  of  common  stock  in  the  Erie 
Railway  Company  equal  to  the  amount  of  their 
present  stock.  Parties  who  do  not  come  in, 
before  July  29,  1831,  will  be  entirely  cut  off. 
We  can  not  say  how  long  the  books  of  the  eld 
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company  will  be  kept  open,  nor  when  the  books, 
of  the  new  one  will  be  opened.  Due  notice  of 
this  will  be  given.  Meanwhile,  we  request  all 
persons,  wishing  to  become  parties  to  the  new 
company,  to  bring  in  their  securities,  as,  in 
order  to  organize  the  new  company,  it  is  neces- 
sary to  know  the  whole  amount  of  the  ■unse- 
cured debt  of  the  old  company. 

Duplet  S.  Gregory, 
J.  C.  Bancroft  Davis, 
New  York,  Jan.  28,  1861.  Trustees. 

UNION  CANAL -PENNSYLVANIA. 

The  stockholders  of  this  company  held  their 
annual  election  in  Philadelphia  February,  5. 

From  the  report  we  learn  that  the  total 
amount  of  revenue  during  the  year  reached 
$109,929  52.  The  amount  received  for  tolls 
reached  $108,060  78.  The  total  receipts 
amounted  to  $101,402  82.  The  balance  in 
the  hands  of  the  trustees,  $45,132  57.  The 
report  further  says,  "there  is  still  some  slight 
reason  to  hope  that  existing  difficulties  may 
be  arranged.  If  so,  the  Canal  will  be  restor- 
ed to  the  corporation,  and  everything  prepared 
for  vigorous  and  active  prosecution  of  busi- 
ness as  soon  as  the  weather  will  permit.  This, 
under  all  the  adverse  circumstances  by  which 
the  Canal  has  been  surrounded  and  retarded, 
fs  not  discouraging."  The  navigation  com- 
menced on  the  26th  of  March,  I860,  and  con- 
tinued until  December  6th,  1S60,  when  it  was 
stopped  by  ice. 

The  Receipts  for   185!)  were $111,894  97 

The  Keceipts  far  I860  were HKI,92!>  53 

Decrease @  1 ,905  45 

Expenditures  of  1859 $97,760  40 

Expenditures  of  18(30 50,270  25 

Decrease $41,490  15 

Total  amount  of  tonnage  in  7859,  was 207,040 

Total  amount  of  tonnage  in  1800,  was 215,841 

Decrease • 17,190 

The  total  amount  of  coal  carried   on   the  Rail- 
road to  Pine  Grove  in  1860,  was,  tons  145,309 

While  in  1859  it  was 125,302 

An  increase. of 19,947 

The  report  was  referred  to  the  Board  of 
Managers  to  print  such  portions  as  may  be 
deemed  advisable. 

■  ■Blai 

OPENING  OF  THE  BERGEN  TUNNEL- 

This  extensive  and  important  work,  by 
which  the  New  York  and  Erie  Railroad  is  to 
find  an  independent  outlet  to  the  Hudson,  was 
on  Wednesday  formally  opened  to  the  public. 
A  large  number  of  prominent  railroad  officials, 
bankers,  brokers  forwarders,  and  producemen, 
by  invitation  of  the  Directors  of  the  Loug  Dock 
Company,  left  New  York  soon  after  noon  for 
the  Company's  Depot,  between  Hoboken  and 
Jersey  City,  and  being  joined  there  by  both 
brauches  of  the  New  Jersey  Legislature,  took 
the  cars,  and  set  out  for  the  Tunnel,  which 
was  reachrd  in  a  few  minutes.  Very  little 
of  the  interior  could  be  seen,  on  account  of 
the  intense  darkness,  which  was  rather  bight 
ened  than  otherwise  by  a  feeble  attempt  to 
illuminate  it  with  a  few  scattered  wide-awake 
torches.  About  six  minutes  were  occupied  in 
making  the  transit,  although  the  distance  isnot 
much  more  than  a  mile,  it  being  deemed  prudent 
to  run  slowly,  lest  the  train  might  bring  up 
with  unpleasant  abruptness  against  some  fal- 
len bowlder  or  projecting  rock.  The  sides  of 
one  or  two  of  the  cars  did  scrape  against  the 
jagged  wall  in  passing,  but  not  enouch  to  oc- 
casion any  alarm  or  do  any  material  damage. 
The  question  was  asked  , however,  if  these  nar- 
row-roofed cars  could  not  pass  without  scraping, 


how  would  the  wider-bodied  and  broader-roofed 
sleeping-ears  fare  ? 

Having  reached  the  rock  cutting  at  the 
other  end  of  the  tunnel,  a  hault  was  sounded, 
and  everybody  got  out.  Mr.  Berdell,  the  Pres- 
ident of  the  Company  politely  invited  such  as 
choose  to  do  so,  to  walk  back  through  the  tun- 
nel, promising  that  the  train  should  wait  for 
them  at  the  other  end.  A  score  or  so  accepted 
the  invitation,  but  the  writer  hereof  was  not 
of  the  number,  and  judging  from  the  moist, 
muddy,  and  begrimmed  appearance  of  those 
who  made  the  trip,  he  had  no  cause  to  regret 
that  he  did  not  join  them.  In  addition  to  the 
uncomfortable  apprehension  that  possibly  some 
fragment  of  rock,  loosened  by  the  frost,  or 
the  concussion  of  the  passing  train,  might 
come  tumbling  down,  there  was  the  certainty 
of  plunging  ankle  deep  into  the  rich  and  Jer- 
sey mud,  if  you  missed  the  sleepers  which 
formed  the  murky  way,  and  the  shower  baths 
which  fell  from  the  roof,  in  some  places  like 
gentle  rain,  in  others  roaring  young  Niagaras, 
beautiful  enough  as  cascades,  no  doubt,  and 
quite  pleasant  to  take  in  warmer  weather, 
were  rather  too  cold  for  comfort  at  this  shiv- 
ering season  of  the  year. 

A  halt  of  fifteen  or  twenty  minutes  brought 
up  the  lost  sheep,  and  in  five  minutes  more 
we  had  returned  to  the  ferry-house.  There 
the  guests  were  ushered  into  three  rooms, 
where  standing  up  in  most  approved  railway 
style,  they  partook  of  a  cold  collation.  That 
is  they  attempted  to  stay  their  appetites,  now 
pretty  well  sharpened  by  the  late  excursion, 
but  in  precisely  three  minutes  and  a-half  from 
the  signal  to  fall  came  the  old  cry  of"  All 
aboard."  Some  one  who  appeared  to  act  as 
master  of  ceremonies,  proposed  as  a  toast 
"Success  to  the  Long  Dock  Company."  Of 
course  as  the  sentiment  was  seasonable,  it 
was  duly  honored,  whereupon  Mr.  Robert  H. 
Berdell,  the  President,  in  behalf  of  his  col- 
leagues, made  the  following  speech: 

Gentlemen  :  We  meet  to-day  to  celebrate 
the-  opening  of  the  Great  Bergen  Tunnel, 
which  is  4,?>00  feet  through  solid  rock,  or  about 
one  mile.  This  excavation  has  cost  between 
nine  hundred  thousand  and  one  million  dol- 
lars exclusive  of  the  land.  This  event  I  re- 
gard as  one  of  the  greatest  importance  to  the 
State  of  New  Jersey,  Jersey  City,  and  to  the 
Erie  Railroad  Company,  ^especially  at  this 
very  favorable  time  of  its  history  and  financial 
condition. 

The  Long  Dock  Company's  charter  was 
granted  by  the  Legislature  of  this  State  in 
1856,  and  the  work  was  begun  in  the  same 
year,  but  the  commercial  crisis  of  1857  put  a 
stop  to  the  work,  and  it  was  again  commenced 
in  1859,  and  continued  to  its  present  condi- 
tion. The  Company  has  1,800  feet  of  the  wa- 
ter-front, and  will  build  five  piers  [three  are 
already  built],  and  860  feet  long  by  80  feet 
wide,  with  sufficient  depth  of  water  at  those 
wharves  to  float  the  Great  Eastern,  thus  af- 
fording ample  accommodation  for  vessels  of 
all  sizes  to  load  direct  for  Europe. 

The  Company  will  use  the  fourteen  blocks 
of  ground  opposite  the  piers  to  build  exten- 
sive passenger  and  car-houses,  also,  machine- 
shops  and  warehouses,  where  property  to  any 
extent  can  be  stored,  thereby  saving  cartage 
and  keeping  the  property  clean,  while  waiting 
shipment  by  lighters  or  ships,  thus  saving  ex- 
penses to  shippers,  while  it  will  be  delivera- 
ble at  any  time  to  any  ship  or  point  in  New- 
York  City. 

The  Company  will  also  erect  elevators  to 
store  grain  in  bulk.  This  new  addition  to  the 
Erie  Railway's  business  I  look  upon  as  of 
great  importance  to  the  Company  and  receiv- 
ers of  grain.     Alreany  millions  of  bushels  are 


contracted  for  on  freight.  The  Long  Dock 
Company  ownes  over  3,000  building  lots,  and 
after  using  all  they  require  for  their  own  pur- 
pose will  have  some  2,000  lots  for  sale.  The 
Company  will  have  a  double  track  three  miles 
in  length  connecting  with  the  Erie  Rail- 
way. 

The  entire  work  up  to  this  time,  including 
purchase  of  land,  has  cost  near  two  and  a 
half  millions  dollars,  yet  we  expect  within  a 
few  years  that  the  2,000  lots  for  sale  will  rea- 
lize more  than  this  amount,  and  that  our  fer- 
ry will  compare  in  business  with  the  Jersey 
City  Ferry  or  Hoboken  Ferry  in  a  very  short 
time,  we  being  between  the  two.  We  expect 
the  rapid  increase  in  population  and  great 
addition  to  business  facilities  on  this  side  of 
the  river  will  make,  more  business  than  the 
three  present  ferries  can  do,  and  that  more 
ferries  will  be  required  as  Jersey  City  increases 
in  population  and  business,  it  being  on  the 
main  land  of  the  great  West,  with  room  to 
expand,  and  situated  at  the  terminus  of  the 
Erie  Railway  Company  where  the  great  pro- 
ducts of  the  West  mast  come  and  await  ship- 
ment. With  a  continuance  of  liberal  laws  on 
the  part  of  the  Legislature  of  this  State,  to 
encourage  enterprise  and  protect  property,  wa 
can  go  on  wtth  our  improvements  to  our  mu- 
tual advantage,  and  I  must  not  forget  to  say 
that  the  Jersey  City  and  Hudson  City  au- 
thorities'have  promptly  aided  us,  whenever 
we  have  required  it,  to  protect  our  pro- 
perty. 

Of  our  Engineers,  Col.  J.  W.  Allen  and  Mr. 
J.  P.  Kirkwood,  and  Assistant  Engineer,  Mr. 
Houstm,  I  can  not  speak  too  highly  of  their 
reliable  efficiency.  Also,  Mr.  A.  B.  Seymour, 
as  contractor  has  shown  a  remarkable  degree 
of  perseverance  and  determination  to  do  all 
in  his  power  to  complete  the  work,  and  great 
credit  is  due  to  the  foremen  and  others  under 
him.  The  New^York  and  Erie  Directors  have 
at  all  times  aided  me  with  their  advice,  and 
individually  with  money;  and  it  is  to  the  e: 
ficiency  of  these  gentlemen  that  you  now  have 
the  Tunnel  to  use. — New  York  Tribune. 


THE  UTILITY  ;OF  RAILROADS 


The  value  of  railroads  to  the  community  is 
often  apt  to  be  overlooked,  especially  by  those 
who  have  grown  up  since  their  establishment 
in  the  land.  Those  who  are  older  can  better 
estimate  their  advantages,  for  their  reccol- 
lecting  goes  back  to  the  times  when  railroads 
were  not,  and  when  the  difficulties  and  ex- 
pense of  traveling  were  very  much  more  than 
at  present.  Let  young  men  try  to  picture 
what  the  country  would  be  without  them,  and 
then  endeavor  to  imagine  how  our  enormous 
traffic  could  be  carried  on  if  they  ceased  to 
be.  The  inhabitants  of  a  new  country  may 
very  well  comprehend  the  vast  utility  of  this 
method  of  locomotion ;  they  feel  that  the  ele- 
ments of  well-being  which  every  where  sur- 
round them  would,  with  their  assistance,  be 
developed  into  wealth  and  happiness  ;  and  that 
the}'  must  wait  many  years  before  what  they 
dream  of  can  be  effected. 

But  railroads  do  not  only  support  traffic 
already  in  existence — they  create  traffic,  a  fact 
of  which  the  promoters  of  early  schemes  were 
ignorant,  and  hence  many  promising  lines 
were  abondoned.  Experience,  however, 
brought  to  light  the  fact  that  trade  and  manu- 
factures lie  dormant  until  means  for  transfer- 
ring the  manufactured  articles  from  the  place 
of  production  to  the  places  of  consumption  or 
export  are  in  existence;  and  the  further  fact, 
that,  when  persons  can  be  assured  of  being 
rapidly  and  punctually  conveyed  from  place  to 
place,  there  is  a  strong  inducement  for  them 
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to  become  travelers.  Hence  it  may  be  assert- 
ed, that  every  railroad  has  been  a  benefit  to 
the  community  amongst  which  it  lies.  We 
have  no  intention  of  defending-  the  reckless 
expenditure  by  which  some  raiiroads  were  ob- 
tained, nor  can  we  deny  that,  had  the  cost 
been  less,  the  boon  to  the  public  would  have 
been  proportionately  greater;  all  we  say  is, 
that  the  railroad,  when  formed,  no  matter 
how,  is  a  benefit  to  the  population  near  it. 

Let  us  glance  at  some  of  the  advantages 
of  railroads,  commencing  with  their  construc- 
tion. 

First,  the  construction  of  a  railroad  gives 
employment  to  a  large  number  of  surveyers, 
engineers,  builders,  and  laborers  of  many 
kinds,  not  only  along  the  line  itself,  but  also 
in  woods  and  quarries,  at  forges,  and  in  work- 
shops, where  machinery  and  carriages,  trucks, 
&c,  are  made,  without  taking  account,  as 
ought  strictly  to  be  done,  of  the  labor  expend- 
ed in  producing  the  tools  employed,  or  the  food 
and  clothing  required  by  those  employed  upon 
the  railroad  itself. 

In  France,  the  average  cost  per  mile  of 
forming  a  railroad  has  been  from  £G,500,  £1, 
500,  of  which  one  tenth  was  expended  to  the 
purchase  of  land,  six-tenths  represented  wa- 
ges and  the  profits  of  capital,  and  the  remain- 
ing three-tenths  were  paid  for  materials.  In 
Great  Britain,  unfortunately,  the  cost  of  con- 
structing railroads  has  been  much  more.  In 
some  cases  the  purchase  money  of  the  land 
per  mile  has  exceeded  the  whole  cost  of  a 
mile  of  railroad  in  France.  In  the  United 
States,  the  cost  per  mile  of  forming  a  rail- 
road is  considerably  less  than  in  either  Great 
Britain  or  France,  but  not  so  economical  in 
the  end.  We  pay  a  fearful  interest  for  our 
money,  and  look  forward  to  the  developement 
of  traffic  for  means  to  perfect  our  undertak- 
ing. 

If  these  railroads  had  not  been  formed,  all 
the  men  employed  must  have  sought  out  other 
occupations,  finding  which,  they  would  have 
prevented  others  from  obtaining  employment 
altogether,  or  the  two  parties  would  have  been 
less  fully,  and  therefore  less  usefully,  employ- 
ed. The  construction  of  a  railroad  conser 
quently  creates  a  new  species  of  labor.  And 
since  the  wages  expended  are  replaced  by 
something  which  is  itself  an  instrument  of 
production,  there  is  no  loss  to  the  community, 
while  at  the  same  time  the  promoters  realize 
profits,  which,  when  accumulated,  consti- 
tute capital  to  be  employed  in  new  underta- 
kings. 

The  cheapness,  and  the  rapidity  of  transit, 
compared  with  the  old  mode  of  conveyance, 
must  not  be  omitted  from  our  summary  of  the 
benefits  of  railroads.  These  advantages  tell 
not  only  upon  the  particular  goods  conveyed, 
but  in  inducing  agreater  amount  of  goods  to  be 
carried,  and  from  agreater  number  of  places. 
The  regularity  with  which  merchandise  can 
be  conveyed  from  place  to  place,  and  the 
readiness  with  which  a  large  demand  of  goods 
can  be  obtained  from  the  place  where  they 
are  stored,  offer  advantages  which  reduce  the 
cost  of  goods  to  the  consumer. 

With  respect  to  passengers,  railroads  effect 
a  saving  in  three  different  ways: — 1st,  in  the 
cost  of  the  conveyance;  2d,  in  the  other  ex- 
penses of  the  journey;  and  3d,  of  time.  Pre- 
vious to  the  establishment  of  railroads,  the 
mean  cost  of  traveling  inside  a  fast  coach  was 
twelve  dollars  the  hundred  miles.  The  aver- 
age expense  of  a  place  in  a  first-class  car  for 
the  same  distance,  is  about  three  dollars;  con- 
sequently, the  saving  effected  by  the  modern 
conveyance  is  three-fourths.  As  to  the  gen- 
eral expenses  of  traveling  by  the  old  method 
and  by  railroads — fares  not  being  in  question 


— it  is  very  difficult  to  form  a  comparative 
estimate  with  any  approach  to  accuracy;  only, 
it  is  evident  that  the  longer  the  journey,  the 
larger  the  sum  expended  on  the  road.  Equally 
evident  is  the  very  great  saving  of  time  ef- 
fected by  railroad  traveling.  Eight  miles  au 
hour  was  a  high  average  for  coach  traveling — 
twenty-five  miles  an  hour  is  an  average  for 
railroad  traveling.  All  this  economy  of  time 
and  money  obtained  by  the  present  mode  of 
locomotion  is  attended,  not  only  by  the  imme- 
diately obvious  advantages,  but  also  with  these, 
that  not  only  does  it  enable  persons  previously 
accustomed  to  traveling  to  go  over  much  more, 
but  persons  who  never  left  their  homes  are 
now  tempted  to  see  the  world.  Hence  the  re- 
mote parts  of  the  country  are  brought  nearer 
together,  and  intercourse  between  persons 
separated  by  distance  has  been  very  largely 
increased. 

From  these  considerations  we  may  turn  to 
the  increase  in  value  which  land  has  received 
from  the  introduction  of  railroads.  The  bene- 
fit which  landed  property  derives  from  the 
proximity  of  a  railroad,  naturally  flows  from 
the  greater  ease  with  which  its  produce  is 
brought  to  market.  The  cost  of  transport  to 
the  old  place  of  sale  being  less  than  before, 
either  the  seller  derives  the  benefit  of  a  greater 
profit,  or  the  purchaser  of  a  less  price.  More- 
over, the  range  of  market  is  much  increased. 
The  sources  which  now  feed  the  New  York 
market  are  not,  as  formerly,  limited  to  a  nar- 
row strip  around  the  metropolis.  Its  basin, 
as  a  geographer  would  say,  has  been  very  much 
enlarged;  or,  as  a  mathematician  might  word 
it,  the  radius  of  supply  has  been  lengthen- 
ed. 

It  has  been  asserted  that  a  railroad  makes 
its  influence  felt  to  the  extent  of  three  miles 
on  each  side.  If  this  is  so,  each  mile  of  rail- 
road affects  beneficially  the  income  and  per- 
manent value  of  3,840  acres  of  land.  Let  us 
assume  the  increase  of  rental  to  be  only  25 
cents  per  acre,  and  we  have  an  increase  of 
value  in  the  land  of  $28,800  per  mile,  reck- 
oning at  thirty  years'  purchase. 

Of  course,  such  an  increase  in  the  wealth 
of  the  community  shows  itself  in  various  ways 
to  be  a  public  beuefit.  The  taxes  are  raised 
with  less  difficulty,  and  produce  a  larger  sum; 
capital  accumulates,  and  labor  is  better  paid; 
the  sum  of  human  pleasure  is  perceptibly  in- 
creased;  ignorance  and  prejudices  are  ditsi- 
sipaied  with  the  growing  intercourse  of  men 
with  their  fellows. — Am.  Engineer. 


The  Cedar  Valley  Railroad. — A  commu- 
nication appears  in  the  last  Vinton  Eagle, 
signed  Valley  Railroad,  in  which  it  urges 
the  citizens  of  Vinton  and  Benton  Counties 
living  along  the  proposed  route  of  the  Cedar 
Valley  Railroad  to  "unite  in  earnest  and  to 
act  in  such  a  way  that  Eastern  capitalists  will 
not  be  afraid  to  invest  their  money  for  their 
benefit."  To  our  mind  this  seems  to  us  to  be 
the  true  and  only  feasible  plan  for  the  Vinton 
people  to  get  a  road  within  the  next  three 
years.  We  believe  that  we  are  warranted  in 
saying  that  if  the  people  along  the  line  will 
grade  and  tie  the  road,  that  the  Chicago,  Iowa 
and  Nebraska  Railroad  Company,  or  the  men 
interested  in  that  Company,  will  furnish  the 
iron  and  operate  the  road.  There  is  no  use 
to  disguise  the  fact  but  what  the  route  by  the 
way  of  Cedar  Rapids  is  the  shortest  and  cheap- 
est route  to  Chicago  and  the  East  for  the  Vin- 
ton people  to  adopt,  and  we  think  that  the  aid 
which  they  will  be  able  to  accrue  from  the 
farmers  along  this  route  will  be  much  greater 
than  by  any  other.  Now  let  the  people  go  to 
work  unitedly,  and  with  a  long  pull,  a  strong 
pull  and  a  pull-all-together,  and  we  think  they 


can  accomplish  the  object  they  so  much   de- 
sire. 

The  surveys  which  were  made  by  the  old 
Cedar  Valley  K.oad  can  be  readily  obtained, 
thus  saving  a  no  small  item  in  the  expenses. 
Let  meetings  be  held  in  every  school  house  and 
if  need  be,  in  every  farm  house  between  Vin- 
ton and  this  city,  for  the  purpose  of  procuring 
stock,  obtaining  the  right  of  way,  &c.  After 
this  has  been  done,  put  the  grading  under  con- 
tract and  push  it  along  as  fast  as  possible, 
and  we  venture  to  say  that  the  road  will  be 
built  at  an  early  day  and  in  such  a  manner 
that  no  one  will  scarcely  feel  it. 


U.vsafe  Railroad  Bridges. — Mr.  John  B. 
Jarvis,  a  practical  engineer,  in  writing  upon 
the  subject  of  unsafe  railroad  bridges,  says: 

The  length  of  time  timber  will  last  in  a 
bridge  is  quite  uncertain,  and  there  is  danger 
that  it  will  be  trusted  too  long  for  safety.  The 
first  decay  will  be  in  the  joiuts  of  framing  and 
in  the  interior  of  scantling;  this  may  be  to  a 
serious  extent,  while  all  exposed  to  observa- 
tion appears  sound  and  safe.  The  traveler 
on  the  railway  can  not  examine  the  bridge — he 
must  depend  on  the  railway  agent,  under  the 
proprietary  interest  in  the  question ;  and  the 
agent  may  be  satisfied  with  the  exterior,  or 
from  other  cause  neglect  the  proper  examina- 
tion until  some  train  falls  through;  when  it 
will  be  sadly  certain  thatitshould  not'oe  trusted 
long.  I  have  seen  the  record  of  four  serious 
disasters  the  past  year  from  the  giving  way  of 
bridges,  causing  the  loss  of  fifteen  lives  and 
injuring  fourty-seven  persons.  Others,  less 
serious  to  life,  have  been  attended  with  great 
loss  of  property.  The  present  year  will  not 
be  less  disastrous.  Mr.  Jarvas  also  speaks  of 
the  very  insufficient  width  of  embankments 
often  seen,  and  of  the  inferior  drainage  of  onr 
roads,  adding  to  danger  and  to  -wear  and  tear. 
It  is,  therefore,  real  economy  for  railway  man- 
agers to  anticipate  accidents  by  vigilant  re- 
pairs. Mr.  Jarvis  says :  "As  a  general  thing, 
our  railway  bridges  are  far  short  of  the  sta- 
bility necessary  for  safety  and  economy.  Ma- 
ny of  timber  have  stood  as  long  as  they  should 
be  trusted,  and  it  is  quite  time  they  were  re- 
placed by  stone  or  iron."  Such  works  from 
such  a  source  are  too  serious  to  be  disregard- 
ed by  a  public  who  travel  as  we  do. 


KAILROAD  FROM  GUYMAS   TO   EL 
PASO. 

The  following  views  on  the  subject  of  Rail- 
road communication  between  the  United 
States  and  Mexico,  we  translate  from  the  Es- 
trella  de  Occidente,  of  the  30th  of  Novem- 
ber : 

"We  can  not  too  much  commend  the  object 
which  has  brought  Gen.  Trias  to  this  State. 
It  is  of  immense  consequence  to  the  people 
of  Chihuahua  and  Sonora.  because  they  have 
great  interest  in  the  business.  The  construc- 
tion of  a  railroad  from  Guymas  to  El  Paso, 
accordiug  to  what  is  contemplated  by  those 
at  the  head  of  this  great  project,  will  open  to 
all  the  spacious  valley  of  the  Rio  Grande  from 
Santa  Fe  to  Presidio  del  Norte,  and  the  ex- 
tensive interior  of  Chihuahua,  Sonora,  New 
Mexico,  Arizona  and  Texas,  will  receive  a 
prodigious  impetus  to  their  growing  prosperity. 
The  distance  between  El  Paso  and  Guymas 
is  onlv  from  six  to  seven  hundred  miles,  over 
a  surface  very  plain  and  equal,  needing  very 
little  labor  to  make  a  good  road.  There  is  no 
impassable  barrier  existing  between  Guymas 
and  El  Paso,  and  the  cost  of  construction 
will  not  exceed  $20,000,000,  according  to  the 
fixed  project  of  Gen.  Trias.  The  climate  is 
always  delicious  and  labor  can  be  carried  on 


THE    RAILROAD    RECORD- 


6Q3 


Indianapolis  and  Cincinnati 


SHORT    LINE 


SHORTEST  EOUTE  BY  THIRTY  MILES 


No  ange  of  cars  to  Indianapolis,  at  which  place  t 
unites  with  Railroads  for  and  from  all  points  in  the  West 
and  North-west. 


THREE  PASSE>rr,-SR  TRAINS 
Leave  Cincinnati  daily  from  the  foot  of  Mill  and  Pront 

Streets. 

5.40  A.  M.— CHICAGO  MAIL. — Arrives  at  Indiana- 
polis at  10:47  A.  M.,  Chicago  at  8  P.  M. 

11.50  P.  M— TERRE  HAUTE  AND  AEAYETTE 
ACCOM  MODATIO  N. — Arrives  at  Indianapolis  at 
4:50  P.M. 

G.OO  P.  M.— CHICAGO  EXPRESS.— Arrives  at  Ind- 
ianapolis at  10:45  P  M.;  Chicago  at  7:30  A.  M. 

Sleeping  Cars  are  attached  to  all  the  night  trains  on 
this  line,  and  run  through  to  Chicago  without  change  of 
cars. 

jJjf^F  Be  sure  you  are  in  the  right  Ticket  Office  before  you 
rchase  your  Tickets,  and  ask  for  Tickers 

Via  Lawrencebnrg  &  Indianapolist 

33°  PARE  THE  SAME  and  TIME  SHORTER  than  by 
any  other  route. 

Baggage  checked  through 

THROUGH  TTCKETS, 
Good  until  used,  can  be  obtained  at  the  Ticket  Offices, 
at.  Spencer  House  comer,  North-west  corner  Broadway  and 
Front  Streets;  No.  1  Burnet  House,  Corner;  at  the  Wal- 
nut Street  House,  and  at  the  Depot  Office,  foot  of  Mill,  on 
Front  Street,  where  all  necessary  information  may  be  had. 

Omnibuses  run  to  and  from  each  Train,  and  will  call  for 
passengers  at  ;ill  Hotels  and  all  parts  of  the  City  by  caving 
address  at  either  office. 

H.  C.  LORD,  President. 


GREAT  NATIONAL  ROUTE  TO 


BALTIMO  KE,  PHI  LADEPHI  A,  NEW  YORK  &  BOSTON 
And.  only  Road  to  Washington  City. 


CENTRAL     OHIO, 

AND 

BALTIMORE  AND  OHIO 


TERMINATES  AT  BALTIMORE  AND  WASHING- 
TON CITY  on  the  East,  and  Columbus  on  the  West, 
at  which  place  it  connects  with.  Railroads  for  and  from  all 
points  in  the 

"West,  South-West  and  North  "West. 

Passengers  by  this  route  can  visit  Baltimore,  Philadel 
phia,Ne\v  York  and  Boston, at  the  cost  of  a  ticket  to  New 
York  or  Boston  alone  by  other  lines. 

Through  tickets  can  also  be  procured  via   Washington 
City  to  the  Eastern  cities,  at  an  additional  charge  of  Two 
Dollarsonly. 
fcSLEEPINGCARS  ATTACHED  TO  ALL  NIGHTTRAINS. 

Tickets  good  until  used,  with  the  privilege  of  stopping  off 
at  all  principal  points. 

Business  Men  and  Travelers,  forpleasure  or.information, 
can  visit  all  the  Eastern  Cities  at  a  comparatively  small  ex- 
pense. The  scenery  is  celebrated  for  its  wonderful  beauty 
and  sublimity;  it  is  unequalled  in  the  world.  Its  system  of 
Hay  and  Night  Track  Police;  its  spleoilid  equipment;  its 
exclusive  Telegraph  lines;  its  large  amount  of  Doubletrack; 
its  fine  Hotels,  (under  the  surveillance  of  the  company,) 
ensures  to  the  passenger.  Speed,  Safety  and  Comfort. 

Through  Tickets  and  Baggage  Checks,  can  be  procured 
at  all  principal  Railroad  and  Steamboat  Offices  in  the  West. 

JTff3  Ask  for  tickets  via  TUltimork  and  Ohio  Railroad. 
W    P-  SM  IT II. Master  Transportation,  B.&  O.  R  R 

J.  II.  SULLIVAN,  Gen.  Went.  J2?t.,  B.%  O  R    R. 
L.  M.  COLE,  Gen.  Tizkct  Ast.y  It.  %  O   R  It 
H-  J-  JEWhTT    Preset  O.   O.  R.  R. 
J.  W.  BROWN,  Go*.  Ticket  Agt.    C.  (?.  R.R, 


A    FULL   ASSORTMENT 

OF 

^Xja-^3^ri^L;     BOOKS 

AND 

STATIONERY 

SiJITED  FOB 
SRAILBOAD     OFFICES^ 

Constantly  on  hand  and  for  sale  by 


Railroad   Stationery 


WRIGHTSON  &  CO., 

167  WALNUT  STREET, 

CINCINNATI. 


3J6 


Mathematical   Instrument  Makers 

No.  G7  West  GtH  St.  l>ct  Walnut  &  Vine 

CINCINNATI  O 


G.    W.    MORRILL, 


G.    B.    BOWERS 


MORRILL  &  BOWERS, 

Successors  to  and  members  of  the  late  firm  of 
C.  WASON  &  CO.) 

CLEVELAND,     OHIO, 

Are  prepared  to  execute  all  orders  for 

Railroad  Cars  of  Every  Description. 

WITH    PROMPTNESS    AND    FIDELITY. 

Having  had  long  experience  in  the  business,  with  Mr 
Wason,  we  feel  warranted  in  saying  to  railroad  men 
of  the  West  that  all  work  furnished  by  us  shall  be  or  th 
bestquality  in  style,  workmanship  and  material. 

Orders  respectfully  solicited,  with  the  assurance  that 
no  pains  will  be  spared  to  give  entire  satisfaction  it 
al   a6es.  6 

IRON  BOILER  FLUES 
PASCAL  IRON  WORKS. 

ESTABLISHED  1821. 

MOflRIS,  TASKER  &  CO., 

Manufacturers  of 

7  inches  outside  diameter,  cut  to  definite  length 
as  required . 
WROUGHT  IKON  TV  ELDED   TUBES, 

From  %  to  5  inches  bore,  with  Screw  and  SocketCon- 

nections.    T'6,L's,  Stops,  Valves,  Flanges  , etc.,    tc. 

Warehouse,  209  South  Third  St., 

PHILADELPHIA*  |».ug 

Stephen  morris,  oiias.  witkelkr.  jp, 

TU03.  T  TASKER,  JR.,  S.  P.M  TAdKJtB. 


BY  STATE  AUTHORITY. 

Choice  First  Class  Insurance  by  the 


Incorporated  1819.  Charter  Perpetual. 

Cash  Capital,   $1,500,000. 

(ABSOLUTE  AND  UNIMPAIRED.) 
Insures  against  Daggers  of  Fires  and  Perils  of  Navi- 
gation, on  as  favorable  terms  as  consistent  with   ol- 
ioicy  and  fair  profit. 

Losses  Paid,  over$  13.009,00^. 

Agencies  in  tlie  principal  towns  and  cities  throughoa 
the  Union. 

Agency  established  in  Cincinnati  in  8825*  Ante - 
dating  all  present  local  Insurance  Companies  and  A  gen  '■ 
cies  in  the  Insurance  business  of  this  city.  34  years 
constant  duty  here,  combined  with  wealth,  experience  , 
enterprise  and  liberality  especially  commend  the  ^tna 
Insurance  Company  to  the  favorable  patronage  of  this 
community.  Standing  solitary  and  alor.c  the  sole  sur- 
vivor and  liviug  pioneer  of  Cincinnati  underwriter 
in  1&25« 

POLICIES  ISSUED  WITHOUT  DELAY  BY 

CARTER  &  LINDSEY,  Agents,  No.  40  Main  at.,* 
No-  171)  Vine  street. 
J.J.HOOKER,  Agent,    tfulton  (j7th  War 

P.  S.  BUSH.  do.,     Covington.  Ky.; 

C.P.BUCHANAN,  do.,     Newport.  Ky. 

IS  ram*  5a  Mo.  171  Vbbic  St.,  Cincinnati 

The  progress  of  this  Corporation  has  been  stableand 
uninterrupted  through  seasons  of  financial  sunshine 
and  storm,  or  periods  eventful  in  or  exempt  from 
sweepingconflagrations  or  maratime  disaster.  Being 
long  established  on  a  cash  basis,  the  present  t  rou bleu 
of  the  credit  svstem  vOctf>ber,lS57)  affect  us  in  no  ma 
teiial  particular. 

During  "hard  times*'  the  security  of  reliable  insur- 
ance is  an  imperative  duty.  The  ability  of  property 
owners  to  sustain  loss  being  then  much  lessened. 

J.  B.  BENNETT,  General  Agent 

F1    C     Hp\  w  KTT    \ 

W\  F    CHURCH*  >  Supervising  Agents  and 

J.G.  W.SrMRALL,) 


Adjusters. 


London  Agency  for  Sale  of  Bonds  &c. 

Messrs  Lance  &  Co.,  are  making  more  generally 
known  in  England,  the  great  advantages  of  American 
securities  for  investment. 

During  the  present  yrar  Messrs  Lance  and  Co.  have 
disposed  of  a  large  amount  of  American  and  Canadian 
Railway  Bonds,  a.jd  are  last  extending  their  connec- 
tions. They  will  be  happy  to  correspond  with  parties 
hawing  good  American  Securities  for  sale. 

Messrs  Lank  &  Co.  have  had  experience  in  the  par 
chase  and  siilp-in'.tit  of  Iron,  and  offer  their  cooporatiou 
to  those  about  to  uegociatc  for  the  disposal  of  Bonda 
and  the  purchase  of  Rails. 

P.  S.  Presidents  of  Railway  Companies  arerequeste 
to  favor  Messrs  L.  &  Co.  with  Exhibits  or  Reports  0- 
their  Companies  as  published. 

10,  Regent  street,  Waterloo  Place,  London, 
October  1855.  K0v.l5-6m. 

EETGIJIEEEING!! 

The  undersigned  is  prepared  tofurnish 

SPECIFICATIONS,  ESTIMATES,  AND  FLAN 

In  g&Deral  or  detail  of  all  kinds  ol' 

Steam  Vessels,  Engines,  Boilers,  Mill  Work,  &» 

Particularattention  given  to  thesuperintendingo 

LOCOMOTIVES,  TENDERS,  CARS, 

And  Railway  Machinery  of  every  Description 

While  under  construction. 
AGENT  FOR  THE  PURCHASE  of,  on  commission 
allarticlesrequiredfor  Railroads. Steam  Vessels,!.© 
oomotives,  Engines,  Boilers,  Machinery,  &c. 

General  Asent  for 
ASHCROFT'S  STEAM  GUAGB,  ALLEN  AND  NOV 
METALLIC  SELF  ADJUSTING  CONICAL  PACK.. 
ING,    DUDGEON'S    HYDRAULIC   JACK,      S 
Also, for  WatovGuages, Indicators,  Steam  WhisitJj 
CHAS.  W.  COPELAND, 

Consulting  Engineer, 
i  Broadway  .N   X. 
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Railroad  Car  Urease, 


Used  for  ten  years 'by  many  prin-cipal  roads 
in  this  country  and'Etirope,  add  proved  to  be 
the  most  economical  and  durable  lubri- 
cator in  use.     Manufactured  by 

TAW  &  BEEES  Philadelphia 

, ■  Ju.24.  Cm. 


0.  G.  LOBDELL.        «I.  s.  M'COMBS.        B.  P.  BUSH. 

BDSH&LOBBELL, 

MANUFACTURERS   OF 

ran  as  bid  ^ic^ sa© 

AND 


For  B.R.Cars&  Locomotive  Engines, 

AEE   PREPARED  TO 

Execute  Promptly  Orders  to  any  Exttnt 

F    R   THEIR 

CELEBRATED    WHEELS, 

EITHER  SINGLE  OR  DOUBLE  PLATE, 

WITH    OR    WITHOUT    AXLES 

WHEELS  FITTFE© 
To    laasniuered   ©r    Kolied    Axles, 

In  the  best  manner,  ut  the  shortest  notice,  and  on    the 

Most  Reasonable  Terms. 

ap9 

Urn      a.  o     QlvAFsfil  , 

ATTORNEY    AT   LAW," 

OFFICE: 

X.  W.  Cor.  WaBtust  &  Sixth  streets, 

mySl  CINCINNATI 

McCALLUM,  BRISTOL  &  CO., 

BRIDGE  &  DEPOT  BUILDERS. 

McCallum,  Bristol  &  Co.,  aro  prepared  to  construct 
McCALLUM'S  PATENT  .INFLEXIBLE  ARCHED 
TRUSS  BRIDGE,  for  Railroad  and  Highway  purposes 
at  any  point  in  Ohio,  Indiana,  Illinois.  Missouri,  Iowa, 
Wisconsin  and  Minnesota  on  as  favorable  terms  as  any 
other  bruise  cvd  in  the  most  approved  and  perfect 
maimer.  I 'allies  designing  information,  will  please 
apply  tothelinnatthcirOfhce  99  Third  St.,Cincinna1i, 
or  to  McOallum,  Seymour  &  Hawley,  No.  110  Broad- 
way,  NY.  Ag.26. 

~MDDLETQN  &  STR06R1DGE, 

llTBHArlRS  Ml  ilBHISS; 

Walnut    St.,  C3NCINNATI, 

Special  attention  given  to  all  kinds  of  work  in  our  line, 
such  as  Show  Cards  in  one  or  more  colors,  Maps,  Bonds, 
Portraits,  Certificates  of  Stock,  &c,  &c 

C^ONTKACTS  fur  Kails  at  a  fixed  price,  or  on  com 
J  mission,  delivered  at  au  English  port,  or  at  a  por 
in  the  United  Stales,  will  be  made  by  the  undersigned 
THEODORE  DEHON, 
bo13  1Q  VVal^  Broadway, New  Yor 

A.  BRIDGES  &  CO. 

Manufacturers  and  Dealers  In 

RAILROAD  AID  CAR  FINDINGS 

— AND  — 

3vt  -a.  o  3Ei  x  3sr  :es  n  -sr, 

Of  Every  Description. 

No.  64  COURTLANDT  STKEET 

NEW  YORK. 

Albbkt  Bridges.  Joel  C.  Laxe 


WHEELER  &  WILSON'S 


SEWING  MACHINES. 

WM.    SUMNER   &   CO., 
Pike's  Opera  House,  4th  St.  Cincinnati,  Ohio'. 


BRANCH  OFFICES: 

Louisville, Ky.,     .  Columbus,  0., 

Lafayette,  lnd.,  ■    Dayton,  0., 

Indianapolis,  lnd.,  -Zanesville,  Q. 

We  offer  the  Wheeler  &  Wilson  Sewing  Machine. with, 
important  improvements,  at  a  reduction- on  former  prices; 
and  to  meet  the  demand  for  a  good,  low-priced  Family 
Machine,  have  introduced  a  new  style,  working  upon  the 
same  principle,  and  making  the  same  stitch,  though  not  so 
highly  finished,  at- 

Fifty-Five   Hollars, 

The  elegance,  speed,  noiselessness  and  simplicity  of  the 
Machine,  the  beauty  and  strength  of  stitch,  heing  al.ke  on 
both  sides,  impossible  to  ravel,  and  leaving  no  chain  or 
ridge  on  the  under  side,  the  economy  of  thread,  and  adap- 
tability to  the  thickest  or  Lhinest  fabrics,  have  rendered  this 
the  most  successlul  and  popular  Family  Sewing  Machine 
now  made 

At  our  various  offices  we  sell  at  New  York  prices,  and 
give  instructions,  free  of  charge,  to  enable  purchasers  to 
sew  ordinary  seams.. hem,  fell,  quilt,  gather,  hind,  and 
tuck,  al  on  the  sam  machine,  and  warrant  it  for  three 
years. 

Jf^j^Send  or  call  for  a  circular, containing  all  particu- 
lars, prices,  testimonials, etc. 

fehlg.  WM.  SUMNER  &  CO. 

WROUGHT  IRON 

ARCH-BRIDGES 

— AND=        \ 

Corrugated  Iron    Roofs 

AECEED   AND   FLAT. 


Street  and  Otlicr  Railroad  IroB. 

WOOD,  510REET.I,  &  CO.,  Johnstown.   Cambria  Co. 
Pennsylvania,  are  prepared  to  execateiorilers  for  Street  and 
other  Rails  on  terms  favorable  to  parties  wanting  to  pur* 
chase        '  '         Air. 4,  m.6. 

FREEDOM  IRON  COMPANY, 

MAXrHACTUTEES  -OF 

LOCOMOTIVE    TYRE, 
Engine  and  Car  Axles,  Pump  and  Pisjon  Rods, 

Bar  of  all  Size** 

And  all  Forgings  for  Raiiroad  Machinery. 

Lewis(own3  Mifflin  Cot,  Penn. 

JOHN  A.  WKiCET,  SupH. 

This  Iron  is  all  made  from  best  Juniata  cold-blast  char* 
coal  Pig  Iron,  refined  with  Charcoal  in  trie  bld-fashionei 
Forge  Fire|  hammered  into  a  Bloom  from  tffach  Iron  ie 
hammered.-  -The  whole  operation  from  oretofinrsfied  Iron 
is  conducted  at  our  own  Works  June9. 

..  SCHENECTADY 
Locomotive  Works, 

SCHENECTADY.  N.  Y.      .       « 

JL  improved,  ard  having  received  extensive  additions 
totneirtoul*  and  machinery,  are  prepared-  to  receive 
lid  execute  ordei?  for  ".-■,. 

AND  TENDERS.  AND  . 
RAILROAD  MACHINERY 

^ene.-ally,  with  the  utmost  promptnessand  despslch 
ind  in  the  best  style. 
The  above  works  being  located  on  the  Sew  York  Cer 
ql  Kaitroad,  near  tbeccnterof  the  state,  possess  su  - 
nerioi  facilities  for  forwarding  the  r  work  to  any  partol 
te  country,  without  delay. 

JOHN  ELLIS.  Agent. 

WALTEK    ItTr(H'EEJi    Sop't.  ^u'O.'.y 

OINCIMNATI 

LOCOMOTIVE  WORKS. 


CORRUGATED  SHEETS,  OF -ALL' SIZES,  constantly 
on  hand,  painted,  and  ready  for  shipment,  with 
nstructions  foe  applying  them.  Give  us  your  orders  at 
No.  66  West  Third  Street,  Cincinnati,  Ohio. 

Sot.  2.  MOSELET  Sc  CO. 

JAMES  FOSTER,  Jr.  &  CO., 
MATHEMATICAL  AND  PHILOSOPHIC- 
AL INSTRUMENT  MAKERS, 

S.W.COKNEK  F1FTHANDRACE, 

Cincinnati, Ohio. 
Drawing  Instruments,  Scales  of  all  Kinds,  Barome- 
ers,  Thermometers, Spectacles,  Microscopes,  etc.tal- 
ays  on  hand.-  Kepairingattended  to. 

."VTVITCHMIilA   _^-  li.  6 .JAMES  FOSTER,  Ja. 


The  under  signed  a  re  prepared  to  furnish  Loco  mot  iv 
equal  in  efficiency  and  durability  to  the  bes>'Easte 
manufacture.  Also,  Shaping  and  Slotting  l5"a chine 
suitable  for  railroad  shops.  Also,  all  feinds  of  heav 
forgingandcastingdoneatshortDOtice .  Also.boltsfo 
bridge-.cu  vrithdispatch. 
a.    it'  1IOORE  &  RICHARBSOy. 

THE  KENTUCKY 

MILITARY  INSTITUTE, 

DIRECTED  by  a  Board  of  Visitorsappoinled  by  the 
State,  is  underthe  superintendence  ol  Col.  E.  "W  » 
ITSORGAIV5  a  distinguished  graduate  ot  West  Point c 
and  a  practical  Engineer,  aided  by  an  able  Faculty 

Thecourse  ol  study  isthattaughtm  thebestUollegee 
but  more  extended  iu   Mathematics,  Mechanics.  Ma 
chines, Construction,  Agricultural  (,'hemisiry  andMinirg" 
Geology  ;  also  in-English  Literature,  Historical  Read- 
ings.and  Modern  Languages, accompaniecibydaily  an 
regulated  exercise. 

Schools  of   Architecture,  Engineering,  Commerce, 
Medicine,  and  Law,  admit  o!  selecting  studies  to  sci 
time  means,and  objectofProfessionalpreparaiion;botii 
belore  and  after  graduating. 

The  twelfth  annua  I  term  is  now  open.    Chargss,S103 
per  half-yearly  session,  payable  in  advance. 

Address  the  Superintendent,  at  "  Military  Institu  te 
FranliUnSpriugs.Ky.  "or  theundersigned. 

^  P.  DUDLEY. 

Presider-lofth   Roar 


